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The following is a draft Single Stage Business Case (SSBC) prepared for Let’s Get Wellington 

Moving (LGWM).  This draft SSBC covers the following: 

• The provision of information, marketing, communications, advocacy and programmes to 

encourage voluntary travel behaviour change (for example, changing transport mode, 

travelling at a different time, working from home); and 

• The investigation of a possible travel demand pricing instrument, specifically a commuter 

parking levy. 

The intention is that, post-engagement, this SSBC goes through an approval process that takes 

into account results of that engagement. 

For the purposes of engagement, the current intention is to seek partial approval of this SSBC.  

This partial approval would be of: 

• Package A of the draft SSBC (page 51), less the proposed off-peak Public Transport 

incentives (on which Metlink is doing some work).  This would involve an increase in 

existing travel behaviour change activity and would allow travel behaviour change plans 

to be developed for any travel disruption due to LGWM packages. 

• Package B of the draft SSBC (page 56) which addresses first-last leg journeys. 

Other parts of the draft SSBC would be suspended for the moment – the proposed commuter 

parking levy (the focus of Package C – page 59) has yet to be approved; Packages D and E are 

proposed to be staged and will be delayed.  Decisions on their timing will occur after the work set 

out below has been completed. 

This discussion is reflected largely through the use of brief footnotes in the detail of this draft 

SSBC. 

As part of a pre-implementation phase, further work will be carried out on the draft SSBC to: 

• Integrate to the extent possible the timing of the delivery of various aspects of the draft 

SSBC with firmer LGWM programme activities, Metlink investments, and Wellington City 

Council cycleway investment plans so that a detailed investment timetable is produced; 

• Review the outcome of the Metlink trial of low-cost off-peak public transport services, and 

other examples of low or no-cost off-peak public transport schemes to see if that affects 

possible travel behaviour change investment; 

• Assess the extent to which possible travel demand pricing (other than a parking levy) 

might affect the SSBC. 

In addition, the LGWM partners are discussing the best future management of travel behaviour 

change activity.  This will affect the outcome of the draft SSBC’s management case (page 115 

onwards). 
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Supporting documents: 

▪ Critical Review Report (LGWM, 2020a): Let’s Get Wellington Moving (LGWM) TBC Critical Review 

Report provides an initial desktop review of current travel behaviour change activity, existing and 

future travel conditions. It then considers (at a high level) what has been achieved elsewhere in the 

world and what this means for the ability to influence travel behaviour in Wellington. This report has 

informed the development of this business case.  

▪ Wellington Commuter Parking Levy (LGWM, 2021): This is an Evidence Base Review Report that 

provides a critical review of the Parking Levy assumptions and impacts that have been made by 

LGWM and its partners in developing the initial demand scenarios which underpins the other LGWM 

packages. 

▪ Strategic Case (LGWM, 2020c): Let’s Get Wellington Moving TBC Strategic Case outlines the 

strategic context and the contribution that a TBC package can make to the LGWM travel choice and 

mode shift goals. The objectives for TBC set out in this report have guided the development of the 

indicative package.  

Glossary  

▪ Travel behaviour change: for the purposes of this business case, travel behaviour change refers to 

reducing travel by car (reducing car kms travelled) 

▪ Travel behaviour change programme:  usual term given to a group of travel behaviour change 

measures implemented as a bundle, region, city or organisation wide 

▪ Travel behaviour change package: recommended travel behaviour change programme for 

Wellington (abbreviated as recommended package)  

▪ Interventions: channels through which measures are delivered (eg workplace, schools, events) 

▪ Initiatives: measures that enables people or organisations to change (eg Guaranteed ride home 

scheme, wayfinding, cycle to work-day, travel plan) 

▪ Enabler: these are modifications to people’s environments that make new behaviours easier, safer, 

more enjoyable, or reduce the perceived risk of new behaviours 

▪ Travel Plan: is a package of actions designed to encourage safe, healthy and sustainable travel 

options by reducing private car travel 

▪ Parking levy: is a charge placed upon parking places to encourage car park occupiers/operators to 

reduce the number of parking places provided  

▪ Travel Demand Management: an application of strategies, policies and initiatives to reduce travel 

demand or redistribute demand across multiple modes of transport 

▪ Transport Management Association: A TMA is a not-for-profit organisation that represents an 

area’s businesses and residents, with local government support. TMAs are member-controlled and 

take on roles ranging from advocacy and promotion of sustainable transport, through to running 

services such as vanpooling, shuttles or parking brokerage (OIC&KMC 2015). Generally speaking, 

they are focused on workplaces. The Wynyard Quarter TMA in Auckland is a New Zealand example 

of a TMA: https://www.wqtma.co.nz/  

▪ Soft measures: refer to methods of reducing car use through promotion, marketing, personalised 

travel planning, training etc.  

▪ Voluntary behaviour change: change that occurs when individuals make choices for personal 

reward without a top-down mechanism, regulation of any sort, or a feeling of external compulsion 

https://www.wqtma.co.nz/
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▪ Creating a ripple effect: encouraging people to use public transport and active modes for many trip 

types (without a focus on commute and school trips)  

▪ Creating a culture change: changing the way people think about things that impact on their travel 

choices such as where to live; whether to buy a car; how they travel for recreation, leisure, exercise, 

and holidays; as well as alternative ways to carry out activities, eg where they are done, who does 

them 
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Abbreviations  

Abbreviation 

BCR Benefit-Cost Ratio 

GWRC Greater Wellington Regional Council 

JTW Journey to work 

KPI Key Performance Indicator 

LGWM Let’s Get Wellington Moving 

LOS Level of Service 

MRT Mass Rapid Transit 

NLTP National Land Transport Programme 

NZ New Zealand 

PBC Programme Business Case 

PT Public Transport 

SSBC Single Stage Business Case 

SOV Single occupancy vehicles 

TBC Travel Behaviour Change 

TDM Travel Demand Management 

TMA Transport Management Association 

VKT Vehicle kilometres travelled 

Waka Kotahi Waka Kotahi NZ Transport Agency 

WCC Wellington City Council 

WTSM Wellington Transport Strategy Model 
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Executive Summary  

The Let’s Get Wellington Moving (LGWM)1 vision for Wellington City is for a great harbour city, 

accessible to all, with attractive places, shared streets, and efficient local and regional journeys through 

moving more people with fewer vehicles. 

 

It will achieve this primarily by increasing the capacity of the public transport network and reallocating 

road space to more efficient transport modes. The mode shift will be accelerated, supported and 

enhanced by a travel behaviour change (TBC) package and possibly a commuter parking levy.  

This Single Stage Business Case (SSBC) makes the case for the TBC package and a supporting 

commuter parking levy. While it is the job of other workstreams to improve capacity and level of service 

for those travelling on public transport or active modes, the work of the TBC package is to win people’s 

hearts and minds to accelerate or boost mode shift. This SSBC proposes a programme that provides the 

Wellington community with a real opportunity to re-think how and when they get around, and in turn, 

contribute to a transport system that supports liveability, access, reduced car reliance, and improved 

safety and resilience.  

The intent of the proposed commuter parking levy is to reduce the number of commuters driving to the 

CBD in the morning peak by placing a charge upon the use of commuter car parks to encourage car 

park owners, occupiers and operators to reduce the number of commuter parking places provided. It 

also provides WCC with a ring-fenced source of revenue to fund a LGWM package of measures to 

improve accessibility by walking, cycling and public transport.  

Travel behaviour change 

In the process of developing the TBC package, the following were considered: 

 
1 LGWM is an alliance between Wellington City Council (WCC), Greater Wellington Regional Council (GWRC), and the New 
Zealand Transport Agency (the Transport Agency). LGWM seeks to deliver an integrated transport system that supports the 
community’s aspirations for how Wellington City will look, feel and function.   

Executive Summary work in 

progress 
Executive Summary 
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▪ the evidence for the effectiveness of travel behaviour change to achieve mode shift and trip reduction 

in similar contexts (Critical Review Report: LGWM, 2020a) 

▪ the policy and strategic case (Part A- Strategic Case: LGWM, 2020c) 

▪ alternative approaches (this report). 

In partnership with stakeholders, objectives for a TBC package were set and five possible TBC packages 

(A-E) to achieve these objectives were developed, over a ten-year period. Eight strategies were used to 

guide the selection of measures across each of the five alternative packages (see Figure 0-1).  

 

Figure 0-1 Strategies that guided the development of alternative travel behaviour change packages 

Following evaluation of the five packages and input from a Technical Working Group, agreement was 

reached that the recommended package should take the form of a staged delivery, sequenced to align 

with the delivery of external measures, building from Package A possibly up to Package E over time. Any 

new or more innovative approaches such as the ripple effect and culture change initiatives/tools inside D 

and E, could be delivered by piloting, testing and growing/refining both to build confidence and an 

evidence base to justify scaling them up. An overview of the recommended package is shown in Figure 

0-2. 

STRATEGIES 
Bridge between objectives and 

TBC interventions 

ACTIONS  
TBC interventions 

OUTCOMES 

TBC project objectives 

OUTCOMES 
PBC benefits and 

opportunities 
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Figure -0-2 Overview of the recommended package for travel behaviour change2.  

Figure 0-3 shows that some TBC initiatives should be delivered in in preparation for external system 

changes. For others integration should be integrated with external system changes to boost its 

effectiveness. 

 

 
2 The package assumes that 4.5 of the 9.25 travel behaviour change FTEs currently working on TBC across the region will 
refocus their efforts to become part of the ~14 FTEs working on delivering LGWM TBC. This SSBC has not reduced the full staff 
cost to account for this because the focus of TBC roles over a ten year time horizon will be subject to change (politics, local 
priorities): not including the full cost of FTE’s was considered to be too risky, hence all staffing costs are included in the $68M.  
The total also includes targeted PT incentives trials which may or may not proceed. 
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Figure 0-3 Dependencies between travel behaviour change activities and other transport system changes 

Key components of the recommended TBC package are: 

▪ A strong brand, built on LGWM and incorporating these main themes: 
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▪ a Transport Management Association  

▪ strategies to mitigate the impact of disruption on those affected 

▪ travel behaviour change initiatives which will flank the parking levy and boost mode shift  

▪ social marketing campaigns to grow rail and bus use from outer areas as capacity increases 

▪ first/last leg plans to increase rail travel from outer areas 

▪ continuing to support the uptake of travel plans within schools, workplaces, larger organisations and 

for major events in the city. 

A team will be needed to deliver the TBC package, starting with 11 people in Year 1 and expanding to 25 

people over 10 years. It is expected that 4.5 of the current 9.25 FTE currently working on travel 

behaviour change within GWRC and WCC will refocus their efforts to support LGWM because the 

outcomes both are seeking for central city travel are shared. A new transport management association 

(TMA) is anticipated by Year 3 which will also require staff (these are included in the 11-25 forecast).  

Commuter parking levy  

It is proposed that, following an approvals process, a decision to proceed with 

the levy, and the successful development and implementation of enabling acts/ 

laws, a commuter parking levy could be managed by Wellington City Council. A 

phased introduction is proposed from Year 4 (although this is subject to review 

and change), and the preferred option is a levy amount set at $2,500 per 

annum in the Thorndon/Lambton Quarter sector and a $1,750 per annum levy 

in Te Aro and Pipitea. A map of the proposed geographic area for the parking 

levy is shown in Figure 0-4.  

It is predicted to generate up to $26M in gross revenue per annum once fully 

introduced. 

 

Figure -0-4 Proposed Parking Levy boundary 



 

Let’s Get Wellington Moving Travel Behaviour Change Single Stage Business Case  

The parking levy is likely to take four years to implement depending on the time taken to prepare, 

introduce and pass legislation, and any Wellington-specific instrument to be approved. As such the 

earliest start year for the parking levy is 2025. 

Costs and benefits for the recommended package have been calculated as follows: 

Commuter parking levy 
July 2020  

Net Present Value 

Cost ($M) (2022-2031) $9.0 

Revenue ($M) $117.4 

Benefit ($M) $38.0 

BCR (excluding Revenue) 4.2 

BCR (including Revenue)  17.2 

 

Travel behaviour change- recommended package 
July 2020  

Net Present Value 

Cost ($M) $41.3 

Cost (excluding Public Transport Fare Incentive) ($M) $29.3 

Benefit ($M) $168.4 

BCR 4.1 

BCR (excluding cost of PT Fare Incentive)  5.7 

Note:  

10-year net present value for PT Fare Incentive is $12.0M 

all values are communicated as Net Present Value rather than total cost 

costs are gross with no allowance for existing spend on TBC 

 

 

In combination, the recommended TBC package and the proposed commuter parking levy are estimated 

to achieve a diversion rate of 4,000 – 4,500 trips to or through the central city in the morning peak. The 

recommended package will achieve almost three quarters of the LGWM target to reduce 6,000 private 

vehicles per day entering the city centre. Further analysis to assess the effectiveness of the parling levy 

against other possible travel demand pricing tools is needed. 

Co-design, cultural change or ripple effects may provide opportunities to achieve higher levels of 

diversion to or through the central city. Forecasting diversion is dependent on many inputs (eg reach, 

strength, transport system TBC is delivered in). These inputs make it difficult to predict behaviour 

change, which is explained in this SSBC. Where the TBC package fall short of achieving this objective, 

other LGWM packages could shift the remaining private vehicles. For example, MRT could provide 

needed public transport capacity through the central city.  

The next steps are to secure support for this SSBC and to develop a pre-implementation plan for the 

preferred package that will set out the actions required to bring the travel behaviour change package to 

life. 
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1 Introduction  

Wellington frequently ranks highly as a liveable city1 in comparison to major centres throughout 

Australasia. Its population is growing. One of the consequences of this growth is increasing pressure on 

the transport system which is already at capacity during peak times. Traffic congestion is a regular 

occurrence, indicating that the transport network is unable to support current or expected growth in travel 

demand. Bus service efficiency and reliability is significantly affected by this congestion, especially 

during peak periods. In addition, there will be localised disruption during the Let’s Get Wellington Moving 

(LGWM)3 programme construction phase.  

Growth in numbers of people entering the CBD by car will negatively impact the region’s liveability. This 

risks undermining the LGWM vision for a great harbour city, accessible to all, with attractive places, 

shared streets, and efficient local and regional journeys through moving more people with fewer 

vehicles. Ultimately the LGWM programme is seeking to support a changed urban form by changing the 

transport system so that it can “move more people using fewer vehicles”. LGWM is focused on trips 

entering or passing through the central city, many of which start or end in the wider region outside 

Wellington City.  

1.1 Outlining the purpose and scope  

The purpose of this report (Part B of the SSBC) is to outline the recommended TBC package, describe 

the expected impact and explain the arrangements that need to be in place to deliver the package. The 

report builds on the Critical Review Report (LGWM, 2020a) and the Strategic Case (Part A of the Single 

Stage Business Case (SSBC): LGWM, 2020c). 

Travel behaviour change can be induced using three key mechanisms: 

1. voluntary travel behaviour change – “change that occurs when individuals make choices for 

personal reward without a top-down mechanism, regulation of any sort, or a feeling of external 

compulsion” (Ampt 2003) 

2. supply measures, eg providing infrastructure 

3. demand measures, eg regulation, pricing, technological changes, education/marketing. 

The package is focused on travel behaviour change using demand measures including the provision of 

information, marketing and communication, advocacy for regulation and policy change, technology, and 

demand management measures (specifically, a parking levy) to complement the delivery of other 

projects by partner organisations as demonstrated in Figure 1-1. The next steps following this Business 

Case will be an action plan for implementation that will build detail into a TBC package and identify 

specific targeted initiatives.  

 
3 LGWM is an alliance between Wellington City Council (WCC), Greater Wellington Regional Council (GWRC), and 

the New Zealand Transport Agency (the Transport Agency). LGWM seeks to deliver an integrated transport system 

that supports the community’s aspirations for how Wellington City will look, feel and function.   

Part B: Package development and evaluation 
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Figure 1-1 Scope of the TBC Single Stage Business Case  

1.2 Understanding why people travel and how people can change 

This section considers why people travel and how they can change because several important principles 

underlie travel behaviour change. These include: 

▪ People do not travel for travel’s sake, but to carry out activities – it is a ‘derived demand’ (see Figure 

1-2) 

▪ This means that we are not simply looking at people choosing modes – they are choosing activities 

and locations, and the people they want to do things with, and the times of day they want to do them 

- and they need to get there in some way if it is not taking place where they are. So travel behaviour 

change is really much bigger (and has a lot more potential than just travel behaviour change) it is 

behaviour change.   

▪ Experience in travel behaviour change programmes elsewhere (eg Households in West Adelaide, 

Stopher et al, 2007) where there was an 18% reduction in car use by participants at the same time 

as a 6% increase by non-participants) suggests that the package/programme needs to have a 

strategic framework that includes opportunities for changes in mode shift as well as in the following 

non-mode shift areas: 

▪ locations of activities 

▪ the time of day of activities 

▪ the way activities are planned  

▪ the linking of activities on a given trip to reduce individual trips (trip chaining) 

▪ the allocation of activities to different people. 

These observations show how the goals of many packages of LGWM (to encourage mode shift) can be 

enhanced by the travel behaviour change package which achieves a reduction of car use (kms and trips) 

by both mode shift and other vital strategies of making choices without necessarily changing mode. 
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Figure 1-2 Travel behaviour is a derived demand Source: Rodrique, J-P (2020)  

1.3 How does the behaviour change package fit within LGWM? 

The Travel Behaviour Change (TBC) package is one of a number of workstreams which aims to remove 

real and perceived barriers to reducing the use of private vehicles. The Strategic Case highlights 

relevant projects and how they are linked or dependent with TBC. Work undertaken during the 

development of the LGWM Programme Business Case found that: 

▪ increasing traffic capacity, without also influencing travel behaviour, undermined the benefits of 

investment in public transport and non-motorised travel.  

▪ there are synergies between the work done on Mass Rapid Transit and Strategic Highways, and the 

Travel Behaviour Change package4. 

The recommended TBC package is designed to: 

▪ be implemented alongside the wider LGWM programme and support the (existing and future) 

transport system, enable growth and help maximise benefits of the other packages within the LGWM 

programme  

▪ take advantage of the opportunity presented by construction-related disruption and encourage 

sustained behaviour change  

▪ focus on both latent and new demand for travel using public transport and active modes, and reduce 

demand for travel in single occupancy vehicles  

▪ be integrated with a possible commuter parking levy or other travel demand pricing tool to enhance 

mode shift by acting as a catalyst to stimulate organisations to review fleet or parking benefits, 

provision and policies alongside voluntary travel behaviour change initiatives.  

  

 
4 These conclusions are being revisited by LGWM now that each package has been further developed and refined. 

https://transportgeography.org/?page_id=186
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1.4 Overall objectives 

The overall objective of the TBC Package is to achieve a reduction in private vehicle trips and kms 

travelled into and within in the CBD in the morning peak (7am-9am).  

A secondary objective stems from the fact that public transport in Wellington is already heavily used. 

This means that there is also an objective to encourage people to travel at less busy times when they 

use public transport. 

These objectives can be achieved by encouraging people to: 

▪ carry out activities at different destinations (closer – or at home in the case of work) 

▪ travel less often (i.e. rethink the need to travel) 

▪ combine several activities into one trip (trip chaining) 

▪ change their mode of travel to shared or active forms of transport at any time 

▪ alter times of travel for public transport where possible (away from the peak).   

We also propose eight strategies (see section 3.2) to achieve these objectives. The overall targets 

(level of change) are described in Section 3. 
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2 The Current Situation 

This section provides a summary of the key pressures on the transport system in Wellington, key travel 

behaviour trends and existing travel behaviour initiatives. It also frames the opportunities for TBC in 

Wellington. The Critical Review Report and Strategic Case provide a more comprehensive description. 

2.1 Key pressures on the transport system  

The Strategic Case (LGWM 2020c) identifies the following key pressures on the transport system 

impacting travel to and through central Wellington: 

▪ Central city intensification, as well as job growth, is increasing travel within, to and from the central 

city area. 

▪ The population of the Wellington Region continues to grow and expand outwards. This growth in 

population and employment will continue to increase travel demand to and through Central 

Wellington. Section 3 of the Strategic Case (LGWM 2020c) provides a detailed discussion on 

population and employment growth.  

▪ Regional growth is increasing demand for travel to the airport, hospital and port requiring trips to or 

through the central city area. 

▪ Traffic congestion is occurring at peak times and peak spreading due to the road network operating 

at capacity. 

▪ Bus service efficiency and reliability are significantly affected by congestion. Metlink’s performance 

monitoring of their bus network (2017–2020) shows that service reliability and punctuality vary 

substantially and frequently underperform by Metlink’s own measures. Metlink’s performance 

monitoring also indicates a reliability and punctuality variation in the train network. 

▪ Heavy traffic impacts the amenity and safety of those walking, cycling and using micro-mobility (eg e-

scooters). 

▪ Much of the Wellington road and bus network operates at, or close to, capacity during peak travel 

times and cannot accommodate additional demand. Until public transport improvements are 

delivered there is a limited opportunity to convert peak time drive alone trips to public transport. See 

section 2.3 of the Strategic Case for further details (LGWM 2020c).  

▪ Data indicates that recent growth in travel demand has been accommodated by public transport and 

active modes, due a variety of factors, including increasing preferences for walking and cycling, 

capacity constraints on the road network, peak spreading and a growing inner-city population. 

▪ Availability of travel options (ie active modes, public transport and alternatives to private car travel) 

varies across the region.  

▪ Passenger rail terminates at the northern end of Wellington central city, requiring journeys to or from 

other parts of Wellington City to be completed by other modes, primarily foot or bus. Bus services 

passing through the central city to southern and eastern suburbs (and the regional airport and 

hospital) stop frequently, making car-based travel to these locations relatively quick compared to the 

bus despite traffic congestion. 

▪ Covid-19 is impacting travel patterns. See section 3.2 of the Strategic Case (LGWM 2020c). There 

will be a period of disruption, before an increase in capacity is delivered by LGWM packages. 

One opportunity for TBC in Wellington is that increasing vehicle congestion associated with growth of the 

population and employment is likely to make people receptive to a programme of change. 
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2.2 Planned improvements to the Transport System 

Improvements to the transport system (infrastructure changes and service enhancements) will be 

delivered by the LGWM programme and other parallel workstreams progressed independently by LGWM 

partners. Appendix D identifies critical projects being delivered over the next 15 years and the impact 

they will have on the TBC package being delivered as part of this workstream.  

Metlink plans capacity improvements to both the bus and the rail network. Subject to successful trials 

other system improvements such as enabling the use of Snapper cards on rail are also planned. 

Figure 2-1 shows the current draft aspirational activity plan for Metlink between 2020-2030. The timeline 

is a draft and indicative only at the time of writing this report. This aspirational plan may be subject to 

revision depending on funding and policy.  These system changes will increase the effectiveness of a 

TBC package, however, the timing of is uncertain. 

 

Figure 2-1 Indicative timeline for Metlink activities between 2020 and 2030 (this aspirational plan may be subject to revision 

depending on funding and policy) 

2.3 Travel behaviour data and trends  

A vital step in developing a TBC package for Wellington is understanding how people currently travel, for 

what purpose, which modes they use and how the transport system is performing so that changes over 
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time can be measured. This section begins with a note on data quality and then provides a summary of 

key travel behaviour trends. The main sources are listed in Appendix E. 

2.3.1 Data Quality 

The data to describe the current situation and trends is from many sources (see Appendix E). There are 

four main types of data. While all data sources have strengths and weaknesses, some of these are listed 

below to assist considerations of evaluation and measurement over time. 

1. Household Travel Survey (HTS) data 

This ongoing survey (a sample, but rigorously selected) and data base gives very granular data and 

would allow the following types of data to be used without variation in survey questions and 

methodology over time: 

– Detail on mode split for all trips to and from the CBD in peaks  

– Detail on time of day or day of week of travel  

– Socio-demographic data associated with trips  

– Knowledge of which trips to the CBD are linked with other trip purposes (e.g. dropping 

children at school, shopping, personal business). This data would make it possible to 

pinpoint where change is more possible (e.g. single occupancy car trip without 

passengers)  

– Information on working from home. 

Only publicly available HTS data was able to be used for this project.  It is recommended that during 

the implementation phase this data is used as part of the base case and ongoing.  

2. Census data 

This is valuable as it collects data for all people. It is ideal for weighting HTS data. It also provides 

data on one specific type of trip (the journey to work). The question asks for ‘usual mode of travel’ 

meaning that it will underestimate some modes and overestimate others. It can be used to find broad 

data on where people work and attend education relative to where they live. 

3. Traffic counts and TomTom data 

The counts obtained in cordon surveys give data on modes used to enter the CBD.  Care needs to 

be taken when comparing person and vehicle trips to ensure no double counting. They will provide a 

valuable check on HTS data if done at the same time each year using the same method.  TomTom 

data provides interesting background data on travel times – it would need to be collected at the same 

time of day, day of week and season. 

4. Specific surveys 

These provide valuable insights, often of attitudes. They are often non-random samples with different 

method and need to be carefully understood and repeated exactly if they are to be used to measure 

change over time. 

2.3.2 Base case data 
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The key base data is discussed in detail in the Strategic Case, but a summary is provided below. First, 

we summarise base data for the entire Wellington Region (Table 2-1) and then data for the CBD (Table 

y) since that is the focus of the initial packages.  

Table 2-1 Region wide base case data and trends  

Characteristics of trips regionwide - to give context 

Mode share for the region 

Around 71% of travel (all trips) across all Wellington regions is by car driver, compared 

to 80% nationwide (MoT 2020). Higher mode share of people traveling by public 

transport (3 in 10 people), walking and cycling (1 in 10 people) compared to the national 

average (Nexus 2019b). 

Mode share to destinations 

outside the central city 

Driving is the most common mode of travel to work in destinations outside the central 

city, eg hospital (65%), airport (82%), and areas like Miramar (75%); Vehicle use is 

higher than for work trips by vehicle driver? to CBD (35%) (GWRC analysis, 2018 

Census data). 

How people get to train 

stations 

Train stations are accessed on weekdays in the am peak by foot (46%); motor vehicle 

(46%); bus (6%) and cycle (2%). Of those who travel by motor vehicle to train stations, 

66% of trips originate within 3km, and 23% from within 1km. Only 13% of trips are from 

more than 5km (Macbeth 2019). 

Frequency of commute 

74% of respondents commute at least 3 days per week; 54% commute at least 4 days 

per week; and 41% commute every day. Only 3% of respondents drove because there 

were no other options (LGWM 2020a). 

Train patronage 
21% increase in train patronage over the last decade 2001-2021; 5.7% increase in the 

year 2018/19 (Waka Kotahi 2020a). 

Flexible working 
There is appetite amongst Wellingtonians for working flexibly (changing work hours and 

working from home) (WKNZTA 2019). 

Bus passenger trips 
Almost 25 million per year regionally; 5% increase in 2018/19 with off-peak bus 

patronage 47% of regional patronage (WKNZTA 2020a). 

Light vehicle ownership 

rates 

Wellington has one of the lowest average light vehicle ownership rates at about 67%, 

compared to the national average of 80% in 2018 (WKNZTA 2020a). 

 

Table 2-2 CBD data and trends 

Characteristics of trips to the city centre 
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People travelling 

to CBD 

Over 82,000 people travel into the CBD on typical weekday morning between 7am and 9am. Of 

these, approximately 50% are motor vehicle occupants and the other half are walking, cycling or 

using public transport (WKNZTA 2020a). 

18% are rail passengers which mostly come from the north, 16% are bus passengers with the 

greatest share of these coming from the east, 14% are pedestrians with the greatest share of 

these coming in from the west and 2% are cyclists (WKNZTA 2020a). 

Mode share to 

work in the CBD 
Work trips by car to CBD (35%) (GWRC analysis, 2018 Census data). 

Mode share Around 71% of travel across all of the region is by car, compared to 80% nationwide (MoT 2020). 

Trips for education 

For trips to education, half are by walking, cycling or public transport; 42% by car (drivers and 

passengers); and 6% of people study mostly from home (WKNZTA 2020a). Three percent of 

these trips are reported to be for school drop offs. A subsequent survey in November 2020 that 

sought to understand travel behaviour of people that drive to work in Wellington central city at 

least once a week, confirms some of the findings of the earlier survey but reports a higher 

percentage (15%) of people driving for school pick-up/drop- offs (LGWM 2020b). 

Journey to work 

trips 

Wellington’s CBD is the dominant destination for journey to work trips within Wellington city, with 

over 66,000 journeys for work from around the region. South Wellington is the second largest 

destination with 9,500 trips (WKNZTA 2020a). 

Weekend 

congestion 

In Wellington City there is at least 20% weekend congestion between 11am and 5pm, adding 6 

minutes to every half hour trip (Waka Kotahi 2020a). 

Travel trends over 

time 

Between 2000 and 2017, 45% increase in city centre population, 13% decrease in motor vehicles 

entering the city during morning peak, 44% increase in public transport patronage, 150% 

increase in cyclists; 22% increase in pedestrians (GWRC 2019); Micro- mobility use has also 

increased in recent times but information about the extent of its impact was not available at the 

time of writing this business case. 

Parking 
71% of car users do not pay for parking. Those travelling to the Central City or North Central are 

more likely to pay for parking (Nexus 2019b). 

Travel purpose 

66% of morning peak car driver trips in Wellington are for work, usually for a sole purpose. The 

remaining breakdown of trip purpose comprises recreation (8%), shopping (6%), social (6%), 

education (5%), drop-off at school/childcare (3%), and other (7%). Half are single occupancy 

trips (Nexus, 2019a). 

Time lost in rush 

hour in CBD (per 

trip) 

 

 

 

Source: TomTom (2019) 
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Through traffic Through traffic makes up approximately 20% of the traffic in the central city (LGWM 2017). 

Socio-economic 

characteristics 

At least half of those who drove to Wellington’s central city for work had a total household income 

of more than $100,000. Those with a high household income (100k and over) are significantly more 

likely to drive than use another mode of travel (LGWM 2020b). 

Parking 

 

 
Source: LGWM (2020a) 

 

 

2.3.3 Journey to work 

A large proportion of people’s trips to the city centre during peak times are for work and made by car 

drivers. This section explores journeys to work in more detail using 2018 Census data. Figure 2-2 shows 

how the mode share for journeys to the central city vary according to the trip origin. Trips closer to the 

central city are most commonly on foot or by bus. Trips from the Hutt Valley areas are dominated by train 

travel, followed by car driver. Trips from the Porirua area are slightly more likely to be made by vehicle 

drivers, followed by rail. It is probable that these trends largely reflect the relative utility of the travel 

options available in those locations.  
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Figure 2-2 The origin and travel mode of journey to work trips ending in Wellington central city (GWRC, 2018) 

Figure 2-3 highlights the locations in the Wellington Region that have larger populations and higher 

proportions of people commuting to Wellington central city as demonstrated by dark purple. These areas 

represent a significant opportunity for mode shift, however that is dependent upon access to travel 

options. This type of analysis should inform the detailed design of the initiatives within the recommended 

TBC package and to tailor initiatives to specific locations. Note that the aim of LGWM TBC is to achieve 

a reduction in vehicle trips into the city in the morning peak, some of this will be achieved with mode 

shift, but as the population of Wellington grows, mode shift alone may not achieve this. 

 

Figure 1: the origin and travel mode of journey to work trips ending in Wellington CBD (GWRC analysis, 2018 Census data) 

 

Figure 1: the origin and travel mode of journey to work trips ending in Wellington CBD (GWRC analysis, 2018 Census data) 

 

Figure 1: the origin and travel mode of journey to work trips ending in Wellington CBD (GWRC analysis, 2018 Census data) 

Hutt Valley 

Porirua 
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Figure 2-3 Trips to work in Wellington central city by population size and proportion of trips driven (GWRC analysis, 2018 

Census data)  

 

Figure 1: Trips to work in Wellington CBD by population size and proportion of trips driven (GWRC analysis, 2018 Census data) 
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2.3.4 Journey to education  

2018 Census data shows that 21.5 percent of people within the Wellington region are in full-time study, 

and 3.6 percent are in part-time study (this includes school students and tertiary students). Of these, 42 

percent reported usually travelling to education travel by car (either driving or being driven), 26 percent 

walk, 15 percent travel by bus or train, and 3 percent cycle, as shown in Figure 2-4 (GWRC 2020).  

 

Figure 2-4 Mode share, travel for education in the Wellington Region (2018 Census) 

Across the region, access to tertiary institutes within 30 minutes by public transport or bicycle is limited 

when compared to driving access, as shown in Figure 2-5. As the cost of renting rises, some students 

may find it more viable to live further away and commute by car (WRGF 2020) instead of living closer to 

their place of study. There is a need to further investigate and understand the spatial distribution of travel 

mode for journeys to tertiary institute trips to better inform the design of the behaviour change package. 

  

Figure 2-5 Tertiary institute access by mode (GWRC 2020) 
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Analysis of 2018 Census Journey to Education data was completed by the GWRC Analytics Unit (2020). 

This showed that for trips to all education locations within Wellington City, the predominant mode of 

travel is by foot, bus (school or public) or train, while travel to locations in the Hutt City and Porirua areas 

had higher levels of driving (see Figure 2-6). Further analysis of education trips made by car to places in 

and around central Wellington revealed that the trip origin points are spatially dispersed. It also appears 

that most trips within a walkable distance are walked.  

 

Figure 2-6 Mode of travel to education destinations in Wellington (GWRC, 2020)  
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2.4 Potential for change 

The 2018 Census Journey to Work data showed that about 15 percent of the 22,734 trips to central 

Wellington from within central Wellington were made by car drivers. Are these the hard to shift trips that 

are made, for example, by someone who has complex trip chaining requirements, needs a car for work, 

or who has limited personal mobility? Or are they made by someone who could reasonably travel using 

other modes but simply prefers not to?  

A recent survey (LGWM, 2020a) indicated that for people driving to work at peak times: 

▪ 61 percent have no intention of changing their behaviour, 

▪ 72 percent of people in this group do not directly pay for car parking 

This perhaps indicates that some of the remaining portion of car-based travel (up to 39% of commuters) 

could potentially be made less often, by other modes, at other times or with increased vehicle 

occupancy.  

The appeal of free parking will be difficult to address through voluntary behaviour change initiatives 

alone. This will need to be addressed through demand management measures (such as a parking levy) 

that change the appeal of driving.  

2.5 Performance of existing travel behaviour change initiatives 

The Greater Wellington Regional Council has a well-established TBC programme5. It is targeted in its 

approach, with a focus on encouraging workplace6 and school travel planning with the aim of ‘increasing 

numbers of people travelling to work by low carbon modes’. Greater Wellington Regional Council in recent 

years has also improved its rail network, and bus network, enabled e-scooter sharing in Wellington City 

and Hutt City, encouraged workplace travel plans, seen employers move towards supporting more 

flexible working and home working, and conducted travel promotion initiatives that have encouraged 

cycling and scooting to school. Further information on the existing initiatives is available in section 6.1.1. 

In its Mode Shift Plan for Wellington, Waka Kotahi reports that the combined effect of these initiatives 

has been:  

▪ an increase in rail patronage of 21 percent over the last decade due to improvements in 

infrastructure, service quality, frequency and reliability  

▪ a steady increase in bus patronage: one percent p/a from 2003-2018, and a five percent increase in 

2019. The bus network was redesigned in 2018 to better align with international best-practice and 

increase service frequencies. Other initiatives like integrated ticketing, bike racks on buses and bike 

parking have helped with the increase in patronage.  

▪ the number of cyclists entering the Wellington CBD each day increased from 700 to 1,600 between 

2000 and 2017. Recent investments include progress on the city’s cycle network facilities to develop 

a network by gradually improving and adding connections to the north, east and south of the city. 

Recent projects include cycling connections in the city centre, Newtown, Mt Cook, Berhampore, 

Island Bay, Kilbirnie and Miramar as well as the use of sharrow road markings. Improved central city 

connections are expected to be developed as part of the wider LGWM programme.  

▪ increased perceived safety: due to improvements such as 30km/hr zones, painted cycle lanes, 

separation, and off-road paths (WKNZTA 2020).  

 
5 Key personnel at the Greater Wellington Regional Council (GWRC), the five districts and four city councils were contacted and 
asked for information to inform this Critical Review. 
6 Workplace schemes are typically aimed at large workplaces, or amalgamations of similar workplaces (eg Capital and Coast 
District Health Board). 
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These achievements are all likely to have contributed to the target for LGWM of reducing car trips 

and vehicle kilometres travelled. 

One main observation about the existing Travel Behaviour Change programme was that within the five 

district councils, most related initiatives tended to be led by the Road Safety teams and any travel 

behaviour change activities largely leveraged off the GWRC programme.  

Road safety education and promotion initiatives are generally tied to the GWRC programme and 

included initiatives such as Movin’ March (active travel to schools) and Pedal Ready (cycling skills for 

Wellington Region). Local initiatives delivered by local authorities were limited by budget restrictions, 

priorities (safety was prioritised over behaviour change) and staffing constraints. Initiatives that sit within 

the minor works budget are determined at a local level. Kāpiti Coast District Council runs a database for 

prioritising minor works in response to issues raised through school travel plans (eg needs for a road 

pedestrian crossing, cycle access).  

The councils regularly meet with GWRC at a quarterly forum to discuss plans and progress. Each district 

tailors its focus to the circumstances in its area. Kāpiti Coast for example runs mobility scooter courses 

and courses for e-bike users in response to the high proportion of retirees in its area. Monitoring and 

evaluation are not always undertaken.  

The most readily available information was for initiatives being undertaken by the GWRC which has had 

a regional TBC programme in place since 2006 to coordinate and deliver travel behaviour change 

programmes.  

There are presently 9.25 FTEs employed at GWRC and WCC. GWRC employees are responsible for 

delivering TBC focused activities throughout the region. WCC employees are focused on the city. Some 

of these employees also have responsibilities for road safety and active/sustainable transport and are 

not solely focused on TDM. The impact of the current programme is discussed further in the Critical 

Review Report (LGWM 2020a).  

The infographic in Figure 2-7 shows the various workplace and business travel programmes 

implemented in the Wellington Region before 2014. According to the Workplace and Business Travel 

Programme 2006-2014 report (GWRC 2014), an evaluation of the workplace travel plans component of 

the GWRC’s Workplace and Business Travel Programme in 2012 indicated a benefit-cost ratio (BCR) of 

18.3 (based on the Waka Kotahi Economic Evaluation Manual). The review was also able to evaluate 

the impact of programmes such as evaluation of the Active a2b 2014 programme that ran over 13 weeks 

had a BCR of 11.6. The objectives of these programmes were to: 

▪ Reduce congestion 

▪ Increase public transport user 

▪ Improve health of the region and 

▪ Reduce greenhouse gas emissions. 

The existing programmes run by GWRC and WCC remain similar to those evaluated in 2014, and they 

provide a good foundation from which to build the LGWM TBC package. There is some evaluation 

information available, however, the region’s TBC programmes would benefit from a more robust 

evaluation approach which includes measurement of the key objectives of the LGWM packages. A 

larger programme may be able to justify this.  
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Figure 2-7 An overview of the initiatives aimed at a broad approach to behaviour change (GWRC 2014)  
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3   Developing a TBC programme  

This section outlines what the SSBC is intended to achieve and the strategies for realising these goals.  

 

The transport principles and the opportunities identified within the LGWM PBC were used as the basis 

for developing the investment objectives for the TBC package. The investment objectives and their 

associated key performance indicators (KPIs) are shown in Table 3-1. 

Table 3-1 Project Objectives 

TBC package objectives Weighting KPIs 

A. Improve access to and through the 
central city ensuring people know that the 
available travel choices will work for them 

15% Awareness of travel choice  
Perception of active mode convenience 
Perception of active mode safety 

B. Minimise disruption to people and 
businesses by making sure they are aware 
of upcoming changes, how changes will 
affect their journeys, and that they 
understand their travel options during 
delivery of work to improve and renew the 
city7 

15% Awareness of when and how the transport system is 
changing 
Awareness of how travel will be affected 

C. Make best use of the transport network 
by encouraging people to travel less often 
and at less busy times8 

20% Weekday traffic peak intensity as proportion of demand 
Weekday bus peak intensity as proportion of demand 
Weekday rail peak intensity as proportion of demand 
Numbers working from home 

D. Make best use of the available transport 
options by reducing the proportion of 
people that drive alone during busy times 
or for short trips 

25% Travel to work mode share (incl. work from home) 
Travel to school mode share vehicle occupancy 
Walking, cycling and public transport cordon counts 
Weekend traffic peak intensity 

E. Improve the health, safety and wellbeing 
of communities by increasing the number 
of trips that involve active modes and 
public transport 

25% Number and length of walking trips 
Number and length of cycling trips 
Number walking and cycling leisure trips  
Number people who know their neighbours 
Number personal connections within communities 
Reduction in tonnes of CO2 equivalents emitted 

The investment objectives are designed to work together as a group. The weighting indicates the relative 

importance of each objective. In response to the challenges of attributing benefits within the programme, 

the first two objectives (A & B) are focused on outputs (rather than outcomes). Delivery of these two 

objectives can only be attributed to the TBC package. These last three objectives are the ultimate 

objectives or ‘end game’ but will be influenced by other packages within the LGWM programme. 

A benefits map summarising proposed measures and baseline for the TBC package is attached as 

Appendix A. Appendix B shows the relationship between the investment benefits and objectives. 
The proposed approach to monitoring and evaluation is discussed later in this report within the 
Management Case. 

While the TBC package can deliver many improvements on its own, it will be most effective when 

co-ordinated with the delivery of wider transport system improvements. For example, encouraging 
people to take public transport at peak times is only effective if there is available capacity on the 
public transport network. Similarly, encouraging people to walk or cycle is best achieved when 

 
7 Disruption may be created by delivery of Let’s Get Wellington Moving, three waters renewals, building construction, major 

events 
8 Busy times include weekends 
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conditions and the street environment are appropriate. This is in line with the Ministry of Transport 
(MoT) guidelines for travel demand management attached as Appendix C. 

 

Growing the travel behaviour change offering will provide the Wellington community with the opportunity 

to re-think how they get around, and contribute to a transport system that supports liveability, access, 

reduced car reliance, improved safety and resilience. LGWM’s vehicle reduction strategies are outlined 

below, and they are expanded further in Figure 3-1 which links the project objectives, with these 

strategies and travel behaviour change initiatives. 

Figure 3-1 Strategies to achieve the LGWM TBC targets  

 

Travel behaviour change programmes are one component of a broader approach termed ‘travel 

demand management’ (TDM). Waka Kotahi NZ Transport Agency (Waka Kotahi) define TDM as 

“an application of strategies, policies and initiatives to reduce travel demand or redistribute demand 

across multiple modes of transport” (Thomas et al 2020). 

Figure 3-2, below, shows how “soft” travel behaviour change sits within a TDM spectrum 
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Figure 3-2 Outlining the travel behaviour change scope within the push and pull factor spectrum adapted from Babb et al (2016) 

in Bierman et al (2016).  

TDM instruments can be identified as either providing incentives for travel by modes other than car 

alone (shown in the diagram as ‘pull’ factors) or providing disincentives for travel by car alone 

(‘push’ factors).  

‘Push’ initiatives (eg parking levy) discourage people from driving alone and parking in the city centre. 

‘Pull’ initiatives (eg improvements to alternative modes, first last leg infrastructure and service 

improvements) increase the attractiveness of and encourage a shift toward other modes. “Pull” initiatives 

will only be effective when conditions are appropriate. For example, encouraging people to use public 

transport at peak times is only effective if there is available capacity. 

Another example of a ‘pull’ initiative is ‘supportive land use’ that make it easier to change behaviour. 

These include areas with higher density, mix of land uses, access to local amenities, and near reliable 

and frequent public transport that will create attractive places where people can live and work while also 

reducing their dependence on their private vehicles. The Wellington Spatial Plan is starting to pave the 

way towards addressing the underlying systemic socio-economic factors that impact travel choices, eg 

lack of affordable housing near the city centre or land use that requires a car. 

Working as the ‘glue’ between ‘push’ and ‘pull’ initiatives are travel behaviour change programmes, often 

referred to as the ‘soft’ measures (eg social marketing campaigns, travel plans, programmes that ‘help 

people to help themselves’ overcome things they do not like about travelling by car, and information 

platforms) that provide a nudge to change people’s perception of or willingness to use different modes, 

alter the time of travel or even reconsider the need to travel.  
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TDM can also include increases in transport capacity or level of service and ‘hard’ measures such as 

road pricing. This business case highlights the impact of a Commuter Parking Levy for Wellington. Other 

packages in the LGWM programme and initiatives being progressed by partner organisations are 

focused on changes to infrastructure that to encourage more efficient use of the transport system.  

The right mix and timing of push and pull factors combined with behaviour change measures increase 

the effectiveness and public acceptance and support of the programme. If ‘push’ measures are 

implemented in advance of having alternatives 

in place, it can be harder for people in the 

community to reduce their car use - meaning 

the measures can be negatively perceived. An 

imbalance of ‘push’ and ‘pull’ measures can 

also reduce the potential mode shift by not 

pushing people enough to change their current 

mode of travel.  

These assertions are supported by the findings 

of the Critical Review report which highlights an 

increased uptake of active and shared modes 

when infrastructure / amenity improvements are 

combined with travel behaviour change 

initiatives, eg bikeshare programmes in the US, 

travel plans, guaranteed ride home etc (LGWM, 

2020b). See Box 1 demonstrating impact of 

behaviour change measures being delivered 

alongside transport system improvements.  

 

The previous section introduced the concept of travel behaviour change and described how it fits within 

the wider context of LGWM and TDM. This section explores travel behaviour change from a theoretical 

point of view.  

One way to explain behaviour change is through a widely used psychological theory of the 

‘transtheoretical model of change’ which helps develop an understanding of people’s psychological 

readiness to change (Hutchinson et al 2010). It theorises that people fall within one of five stages of the 

following stages (this is illustrated in Figure 3-3):  

▪ pre-contemplation – no intention to change 

▪ contemplation –considering a change, but not yet making it 

▪ preparation – intention to make a change 

▪ action – trying new behaviour  

▪ maintenance – habit 

Box 1: Case studies demonstrating the impact of a 
combination of infrastructure improvements and 
soft travel behaviour change measures 

Sustainable Travel Towns, UK (DoT, 2010) 
Impact: Over five years, reduction of 7-10% in the 
number of car driver trips per resident. Soft 
measures were more effective when they were 
delivered alongside public transport 
improvements. 

Model Communities project, New Zealand (NPDC, 
2020) 
Over two years, the initiatives observed a 44% 
decrease in cars at schools, 12% decrease in cars at 
workplaces. 30% increase in active travel 
compared to control sites. 
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Based on this understanding, we 

developed a willingness and 

opportunity for mode shift 

framework shown in Figure 3-4. It 

represents the potential for 

behaviour change based on a 

matrix of people’s level of 

willingness (characteristics of the 

person) and level of opportunity 

(contextual factors). Use of 

models like these can help with 

developing an understanding of 

the audience, setting realistic 

goals and developing programmes 

based on people’s readiness to 

change. This is because initiatives 

and interventions that are 

appropriate for someone in one 

stage are not effective for 

someone in another stage.  

Detailed design of individual 

initiatives within the TBC package will need to include evidence-based strategies that seek to 

advance people’s state of mind culminating in desired behaviour change.  

 

Figure 3-4 Market segmentation conceptual framework 

Figure 3-3 Propensity to change behaviour for individuals (image 

adopted from Lester 2016) 
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3.5 What type of trips and behaviours can be targeted by a TBC package for Wellington? 

As noted earlier, travel is a ‘derived demand’ as 

people travel to carry out activities or access 

goods and services. Travel behaviour change 

therefore is much bigger than a change in mode 

and requires a multi-pronged approach. People 

can (and do) travel to carry out many different 

activities, including to go to work or make a 

work-related trip; to go to a place of education or 

study; to shop; to access services and for 

appointments; to socialise and for 

entertainments; to accompany, drop-off or pick-

up someone else; for, or to get to, sport, 

exercise and recreation; or to return home.  

Of all the reasons to travel, travel to work and 

education are made during peak times on a 

routine and frequent basis, and thus are more 

likely to have very established daily patterns of 

travel time and mode choice. Given that the 

main focus of this travel behaviour change 

programme is to target trips that occur at peak 

time, trips to work and education have been the 

focus of our attention. They are also the trips we 

know the most about, as they tend to attract the 

most data collection and analysis. 

A successful travel behaviour change 

programme must also focus on trips for other 

purposes (eg recreational, social and personal 

business). Firstly, these trips still account for a 

quarter of Wellington Region’s peak time travel 

(Nexus, 2019a), and secondly, because how 

people travel when they are not going to work or 

education can have a ‘ripple effect’ ie it 

influences how they choose to travel to work or 

education.  

Research indicates that in Wellington people 

who cycle for recreation are more prepared and 

willing to cycle to work than those who do not 

cycle at all (Randal 2013). The implication is 

that promoting recreational cycling in Wellington 

may be a gateway to increasing commuter 

cycling – particularly if combined with safe and 

comfortable cycling infrastructure.  

Encouraging people to think about how they 

travel to the shops or for leisure will help to 

shift mindsets, build preparedness and start to 

remove mental barriers that prevent people 

from considering alternative modes or ways of 

Box 2: Defining ripple effect and culture change 

Creating a ripple effect: encouraging people to use 

public transport and active modes for all trips, region 

wide. Creating a ripple effect is about choosing not to 

drive for a trip to the grocery store, to a social event, 

to the gym or the soccer game. Evidence indicates: 

▪ People who sometimes use non-driving modes 

have more receptive attitudes to using non-SOV 

modes, and/or are more likely to shift their 

behaviour in response to TBC, than those who 

always drive (Sadat 2018, Molin et al 2016, 

Diana and Mokhtarian 2009) 

▪ People who are exposed to transit and bicycling 

as children and young adults are more likely to 

use these modes as adults (Smart 2017, Dill and 

Voros 2007) 

▪ Recreational and/or non-commute mode shift 

can have a knock-on effect for commute mode 

choice (Gardner 1998, Stinson 2004, TFL 2011, 

Kroesen and Handy 2014, Park et al 2011, Boyer 

2018)     

Creating a culture change: changing the way 

people make decisions that have a flow on  effect to 

their travel choices such as where to live; whether to 

buy a car as well as alternative ways to carry out 

activities (eg where they are done, who does them). 

Evidence indicates: 

▪ TBC initiatives aimed exclusively at individuals 

are less effective than those that 

target/acknowledge the larger societal context in 

which people make transport choices 

(Spotswood et al 2015) 

▪ Cultural shift and societal-level interventions can 

be particularly effective ways to change 

behaviour; it is possible to intentionally change 

culture (Andersen 2016) 

▪ Helping employees select the work site closest to 

their home can dramatically reduce vehicle 

kilometres travelled for the work commute 

(Mullins and Mullins 1995) 

▪ Research on car sharing schemes show they 

reduce vehicle ownership (Cervero 2007, Giesel 

and Nobis 2016, Namazu and Dowlatabadi 2018, 

Martin et al 2010)  
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doing things. These types of trips will be targeted with initiatives to create a ‘ripple effect’ (Box 2) 

while experience in TBC programmes elsewhere also suggests that a successful behaviour 

change programme needs to have a strategic framework that includes opportunities for changes 

in mode shift as well as in the following non-mode shift areas to induce a long term, sustained 

‘culture change’ away from generating car driver trips and vkt towards: 

▪ changing locations of activities to places that are nearer home or other activities 

▪ changing the time of day of activities to reduce peak kms and trips 

▪ planning activities so that less are needed (e.g. creating a shopping list to reduce the number of trips 

for missed shopping items 

▪ the linking of activities on a given trip to reduce individual trips and kms (trip chaining) 

▪ the allocation of activities to different people as part of their existing travel and activities 

Some of the evidence for a culture change achieving mode shift is from projects co-funded by 

the health sector, eg Blue Zones and others programmes such as “goDCgo” from Washington 

DC and UK Sustainable Towns which resulted in a mode shift away from car driving (see 

Appendix F for a list of case studies and the LGWM, 2020a: Critical Review Report for details 

on results). These programmes highlight the importance of a more holistic approach that 

seeks to build healthier neighbourhoods/ communities and works to change the way people 

think. They also raise the importance of working with partners in health, community and with 

other social change agents. This is reaffirmed by MoT’s guidance on travel demand 

management attached in Appendix C. 

The concepts of ‘ripple effect’ and ‘culture change’ are explained in Box 2, above. The concepts of 

‘ripple effect’ and ‘culture change’ are explained in Box 2, above.  

3.6 What are the characteristics of a successful TBC package?   

Delivering a behaviour change package requires an understanding of what people think, how they feel, 

their readiness to change, what their travel choices are and what is going to trigger a change. A TBC 

package for Wellington will therefore need to respond to the city’s unique characteristics, challenges and 

needs of the people. To be effective it must: 

▪ Be effective and deliver value for money: Wellington will need a bold TBC package to achieve the 

ambitious LGWM targets for the city; a bold package however does not necessarily mean large scale 

and costly, but staged, targeted, and effective, as affordability will be an important consideration in 

the current economic conditions 

▪ Be easy to assess its impact, report, and make continuous improvements 

▪ Be aligned and coordinated with other projects and organisations: A successful TBC package 

will be aligned with the wider LGWM programme of works to maximise the behaviour change away 

from car driving to and through the city centre, both during construction-related disruption and to 

maximise uptake once improvements have been delivered. It will also be aligned to, for example, 

future improvements to public transport services 

▪ Be flexible and responsive to changing conditions: Wellington is changing in terms of its land 

use and transport offerings. COVID-19 has also altered travel patterns. Other changes such as the 

introduction of Mobility as a Service (MaaS)9, integrated ticketing and first-last leg improvements are 

also planned but timeframes and scale are yet to be determined. This means a travel behaviour 

 
9 “Mobility as a Service (MaaS) is a business model that is enabled by smartphone technology and the aggregation of data onto 
a single digital platform. The app allows a person to plan, book and pay for an end- to-end journey whether it involves one or 
several forms of transport” (Waka Kotahi 2020b).  
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change package for Wellington will need to remain flexible, agile and respond to transport system 

changes as they are made 

▪ Use a variety of messages and offerings that will speak to different audiences, different situations, 

and different moments in time: Life changes are a prime opportunity for people to rethink their travel 

choices and can provide an opportunity for a targeted nudge 

▪ Speak to a variety of motivators: People will respond to different motivators, eg environmental 

sustainability, improved health outcomes, or increased safety and liveability. Using a variety of 

motivators will reach people who might not otherwise be responsive 

▪ Be embedded with the principle of equity: The TBC package should be grounded in an 

understanding that not all people have equal access to social and economic opportunities. 

Communities where housing is more affordable are often underinvested in, lacking shared paths, 

cycle lanes and public transport linkages. A successful TBC package in Wellington should ensure 

that those who live further away from the city centre, who need to work multiple jobs or are shift 

workers and suffer from transport inequity are not disproportionally impacted.  

▪ Enable innovation: Taking a ‘pilot test and grow’ approach will enable innovation and manage the 

risk around uncertainties. 

 

Changing behaviour is complex as our choices are influenced by a wide range of external and internal 

influences. In policy terms, travel behaviour change programmes are ‘complex systems’ i.e. they require 

a blend of initiatives all working towards the same goal to be successful. Implementing initiatives on their 

own would not have the same impact when compared to a system approach (FP 2016). Any successful 

TBC package for Wellington should include the following components:  

▪ Clear goals and objectives: to enable a common understanding of what the programme is trying to 

achieve and what the measures of success are. 

▪ Policy, Partnerships and Advocacy: working with partners eg employers/ employees/ travellers to 

induce mode shift and advocate for change. Example activities include establishing a Transport 

Management Association (TMA)10; guidance around parking and company car cash out (linked to the 

proposed commuter parking levy); and personalised journey planning and outreach (targeting 

individuals/households). 

▪ Marketing, communication and incentives: provide consistent information, persuasive messaging, 

and convenient assistance to travellers. Example activities include branding; communication 

platforms; targeted social marketing campaigns; ongoing marketing and communications integrated 

in all transport communication, particularly that from LGWM; and wayfinding. Evidence indicates: 

– Gamification/challenges: can increase the use of non-driving modes (Weber et al 2018) 

– Incentives – financial and non- financial: can change commute mode choice 

(Halvorsen et al 2016, Hamre & Buehler 2014, Herzog et al 2016, Zhu et al 2015, Bueno 

et al 2017). 

▪ Travel Plans: packages of measures, initiatives and promotions aimed at encouraging a shift away 

from single use car trips towards walking, cycling, using public transport or other sustainable modes 

by those making trips to or from a destination such as a workplace, place of education, construction 

site or an event. They can also be used to target trips at the origins by targeting communities or new 

developments as well as personalised journey planning which provides personalised travel advice 

 
10 A TMA is a not-for-profit organisation that represents an area’s businesses and residents, with local government support. 
TMAs are member-controlled and take on roles ranging from advocacy and promotion of sustainable transport, through to 
running services such as vanpooling, shuttles or parking brokerage (OIC&KMC 2015).The Wynyard Quarter TMA in Auckland is 
a New Zealand example of a TMA: https://www.wqtma.co.nz/    

https://www.wqtma.co.nz/
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and outreach. Effective travel plans provide people with options to do things differently and empower 

them to make their own decisions, which is important in creating long term, sustained behaviour 

change eg mode choice post-disruption. Evidence indicates: 

▪ Workplace and school travel plans are effective in reducing car use (Chatterjee 2009, Moser 

and Bamberg 2008, Fujii 2006, Meloni et al 2016) 

▪ People who are exposed to transit and bicycling as children and young adults are more likely to 

use these modes as adults (Smart 2017, Dill and Voros 2007) 

▪ That changing the behaviour of secondary school and tertiary education students will have 

lasting benefits when students transition into the workforce (Smart and Klein, 2017). Any TBC 

package targeting travel behaviour change in schools located further from the central city (i.e. 

not listed above), may therefore, in the longer term, contribute to reduced car-based journeys to 

work.  

▪ Events, experiences and life choices: to help people overcome barriers and form new habits 

through experiential and social learning. Evidence indicates that: 

▪ Cultural and social norms can affect commuting choices (Kormos et al 2015, Riggs 2017, 

Biggar 2019) 

▪ Recreational or non-commute mode shift can have a knock-on effect for commuter mode choice 

(Gardner 1998, Stinson 2004, TFL 2011, Kroesen and Handy 2014, Park et al 2011, Boyer 

2018) 

▪ Habit plays a major role in mode choice (Verplanken et al 1994); events & experiences can 

disrupt that habit  

▪ Events can create lasting mode shift among participants (Rose and Marfurt 2007). 

▪ Supporting services and amenities: to remove barriers to choosing shared and active modes eg 

insurance, training and skills, end of trip facilities etc. Example activities include bicycle 

Maintenance/Repair stations; e-bike/e-scooter charging stations; planning, incentivising and funding 

network-wide end of trip facilities; tactical local changes that respond to feedback (eg through citizen 

science); and pocket park & rides. Evidence indicates: 

▪ Shared mobility schemes result in significant mode shift away from drive-alone trips (Xu 2020, 

Cervero et al 2007) and reduced vehicle ownership (Martin et al 2010) 

▪ Inadequate first/last-mile connections to transit limit job access (Boarnet 2017) 

▪ Trip-end facilities (parking and showers) make cycle commuting much more appealing (Hamre 

& Buehler 2014, Abraham et al 2002, Hunt and Abraham 2007) 

▪ Lack of access to bicycle maintenance and storage is a reason people do not cycle (Community 

Cycling Centre 2012). 

▪ Measuring, monitoring and evaluation: Building an evaluation plan (including detailed 

measurement) alongside the travel behaviour change programme is critical to understanding: 

▪ to what extent and how the management of travel behaviour change can be improved 

▪ the extent to which LGWM travel behaviour change vision and objectives are being achieved 

▪ to what extent and how programmes or initiatives can be improved; this is particularly important 

in a 'pilot, test and grow' approach where new ideas can be trialled and depending on their 

success, can either end, change or grow 

▪ how to build knowledge about effective strategies  

▪ provide transparency for the public and decision makers. 
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An evaluation plan should be designed to enable an evaluation of the: 

▪ effectiveness of individual initiatives 

▪ effectiveness of the package as a whole 

▪ the root cause underpinning the level of success (eg capacity or funding, faulty theory of 

change, and/or external factors, such as transport system changes). 

Each of the components described above are needed to complement each other. Components cannot 

be removed without damaging the effectiveness of the TBC package. The costs and resource 

requirements for each component can, however, be scaled up or down depending on the emphasis and 

focus of the TBC package.  

It is important to note that the following components are already being considered by GWRC and 

Metlink:  

▪ Incentives and disincentives: Nearly all of the research on travel behaviour change programmes 

indicated the effectiveness of incentives, disincentives and pricing strategies. Subsidised or 

incentivised public transport encouraged mode shift and parking measures implemented as part of a 

broader suite of initiatives increased the effectiveness of the travel behaviour change programme.  

▪ Supporting services: provide flexible services that can solve gaps and first-last leg problems and 

provide a safety net. Example activities include journey planning tools/ MaaS; bike breakdown & 

maintenance service; car share; first-last leg schemes; guaranteed ride home scheme; micro-mobility 

share partnerships; and new movers journey planning. 
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4 Tying in the commuter parking levy 

This section describes the proposed parking levy. Further information about how the scheme design was 

optimised is provided in Appendix G, which is the Wellington Commuter Parking Levy Final Report 

(LGWM, 2021). 

4.1 Background 

The LGWM PBC Recommended Improvement Package suggested the introduction of a ‘road pricing 

mechanism to manage private vehicle demand and promote alternative modes’. It included a statement 

that ‘the recommended package includes congestion pricing. This will include one or several tools that 

charge motorists to drive into the central city, such as a central city cordon charge or parking levies’ 

(LGWM, 2019a). 

Much of the work informing the development of the recommended improvement package was 

progressed on the assumption that that pricing would take the form of a cordon charge for vehicles 

entering and exiting the central city.  

Preliminary modelling of a cordon charge, by the LGWM team, adopted an outcome-based approach. 

The aim was to reduce car trips to the CBD by 20 percent at peak times. Modelling was used to 

determine the necessary level of charge. It was concluded that a $5 inbound charge for the AM peak; 

$2.50 for the interpeak and $5 outbound charge for the PM peak was needed to achieve a 20% traffic 

reduction. Implicit in this forecast was the assumption that commuters would be directly charged thereby 

bearing the full cost. 

Following consideration of the LGWM Programme Recommended Package, the Government directed 

initial investigation of a parking levy as a demand management tool which should be considered for 

Wellington. 

As part of work to refine the LGWM Indicative Package, tests were undertaken to explore the effect of a 

parking levy. This change was made late in the development of the indicative package when there was 

limited time to develop and adopt a sophisticated modelling approach. The parking levy modelling work 

was based on a levy of:  

▪ Scenario 1: $4 - $6 per space/per day 

▪ Scenario 2: $9 - $14 per space/per day.  

These prices are at 2002 levels and would be the equivalent to $6 - $9 per space/per day and $13.5 - 

$21 per space/per day in 2020 levels.  

These price increases are the equivalent of about $2,250 - $3,500 p/a per space per annum (assuming 

250 working days per year). Compared with existing international parking levy projects, these levies 

would be by far the highest levy charge in the world, even before it is inflated to today’s prices. The 

forecasts are also founded on the assumption that the levy would be fully passed through to commuters 

which evidence from other jurisdictions, would suggest is unlikely.  

Scenario 1 was forecast to reduce car trips to the central city in the AM peak in 2036 by around 10 

percent (relative to the Indicative Package (IP)) and Scenario 2 was found to reduce car trips to the CBD 

by around 20 percent (relative to the IP). 

4.2 What can a parking levy deliver for Wellington and the LGWM programme? 

When considering the design of a parking levy for Wellington, it was assumed that any scheme would 

need to: 
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▪ encourage a reduction in single occupancy trips using private vehicles to or through the central city 

▪ improve the efficiency of the transport system 

▪ provide a potential revenue source for LGWM partners. 

A parking levy may also contribute to the wider LGWM vision. By reducing the numbers of cars in the 

central city, a parking levy may help to improve the liveability of Wellington city centre and reduce per 

person carbon emissions. 

4.3 Which parts of the central city should the commuter parking levy apply? 

The parking levy has been designed to 

focus on commuters who drive to work in 

Wellington central city. The design of the 

levy has not sought to influence the use or 

management of residential parking, any 

non-employment related short stay parking 

nor on-street parking.  

The geographic area in which Wellington 

City Council’s targeted rate applies (the 

‘WCC Downtown Targeted Rate’ area) has 

been selected, refer to Figure 4-1. It is a 

definition that is well known to the 

Wellington City business community. It is 

also seen to be the most useful and closest 

approximation of individual and business 

understanding of ‘Wellington city centre’.  

The proposed area in which the parking 

levy would apply excludes some (but not 

all) of the areas covered by on-street 

coupon-parking zones. If the parking levy is 

implemented, it is recommended that 

Wellington City Council considers the 

relative pricing and placement of coupon 

parking zones that operate within the 

‘Downtown Targeted Rate’ boundary area. 

Consideration should be given to increasing 

the price of (long-term) coupon parking or 

reducing the number and amount of on-

street, long-stay coupon parking spaces, 

either by transitioning these parking spaces 

to on-street resident only, short-stay car 

parks or by removing the carparks entirely. 

4.3.1 Opportunity for future expansion 

The parking levy has been designed to focus on commuters who drive to work in the Wellington central 

city. There are however several large employers that generate commuter traffic, some of which passes 

through the central city. These are:  

Figure 4-1: Proposed Boundary for the Commuter Parking Levy 
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▪ Wellington Regional Hospital11, located on Adelaide Road, in Newtown, south of the CBD boundary  

▪ Massey University, primarily located on Wallace Street, in Mount Cook, south of the CBD boundary  

▪ Te Herenga Waka / Victoria University of Wellington12, primarily located along Kelburn Parade, in 

Kelburn, northwest of the CBD boundary area. 

While the travel behaviour change ‘softer measures’ will target these organisations, future consideration 

should be given to extending the parking levy to these sites. 

4.4 Where can people park in Wellington? 

Information on the supply of 

carparks is based on Wellington 

City Council’s Rating Information 

Database (RID) and RCG 

Realty’s commercial car park 

inventory analysis. There are 

approximately 27,660 car parks 

in total in the CBD. Excluding 

retail and residential parks, 

which will not be captured by the 

levy, there are 22,050 commuter 

or casual (short-stay) parks. It is 

estimated that currently about 

19,527 of these are used as 

long-stay parks available for 

commuters. 

The car parks can be 

categorised as shown in Table 

4-1. The starting assumption is 

that all publicly available off-

street commuter parks and all 

private car parks with 11 or more 

parks are levied. There are 

approximately 17,052 car parks 

in the ‘11 and over’ category and 

2,475 car parks that would be 

exempt from the levy being part 

of a group of 10 or fewer parks. 

 

11 WCC are reviewing on-street parking controls in streets surrounding the hospital. GWRC are working with the hospital to 

develop a travel plan. 

12 Te Herenga Waka / Victoria University of Wellington has a well-established travel plan that includes parking management to 

influence travel behaviour.  

Table 4-1 - Off Street Parking Inventory 
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Parking charges vary according to location and 

car park provider. Current average parking prices 

in different parts of the central city are shown in 

Table 4-2. These prices were calculated as a 

weighted average based on early-bird parking 

prices in public car parks, then multiplied by 250 

business days per year to calculate the annual 

average price. Early-bird prices were used as a proxy for average prices as there is little difference 

between daily early-bird prices and monthly unreserved prices. Commuters that pay for reserved parks 

on a monthly or annual basis are only a small proportion of total commuters and therefore have only 

impact on the weighted average.  

4.5 Factors influencing impact of a commuter parking levy 

The main factors that can influence the impact of a parking levy are: 

▪ car park suppliers’ response to a levy 

▪ commuter response to a levy. 

Work to develop the recommended design for the parking levy involved research into motorists’ 

response to parking levies elsewhere in the world; response to increases in the cost of parking and 

interviews with representatives of commercial car park operators. Information gathered was used to 

develop a model to understand the potential impact of the parking levy, to test options and refine the 

scheme design. Full details of the options considered, and model development are included in 

Appendix G. 

4.6 What are the choices when designing a parking levy? 

The main choices when designing a parking levy relate to: 

▪ the types of parking spaces to which the levy is applied 

▪ how exemptions are managed 

▪ who is responsible for paying the levy 

▪ how the numbers of parking spaces to which the levy is applied is calculated 

▪ whether to apply a different level of levy in different parts of the central city 

▪ the size of the levy. 

Appendix G presents the alternatives considered for each of these choices and explains the rationale for 

the recommended scheme. The following section describes the design of the parking levy proposed for 

Wellington. 

 

To influence the behaviour of commuters that drive to work in Wellington, the levy should be applied to 

all long-stay (commuter) parking spaces in the central city. There are two types: 

▪ Type 1 – Private (employer) off-street car parks  

▪ Type 2 – Public off-street car parks (both publicly and privately operated). 

 

 

Table 4-2 Current Weighted Average Parking Prices 
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4.7.1.1 Type 1 – Private (employer) off-street car parks 

There are two alternatives for determining the private (employer) off-street car parks to which the levy is 

applicable. They differ in terms of their simplicity and ease of administration. The recommended scheme 

starts with the assumption that none of the private parking spaces are leviable unless they fit within a 

definition explicitly identified. In this case, the levy would only apply to spaces that are occupied by a 

motor vehicle used by: 

▪ an employee  

▪ a regular business visitor, and / or 

▪ a student. 

An alternative way of determining the Private (Employer) off-street car parks takes a top-down approach 

in which every space is included unless specifically exempted. This approach is likely to lead to an 

exemption list that is overly long, complicated, open to interpretation and difficult to manage. This 

alternative is not well aligned to the description of a commuter parking levy since, at the outset, it infers 

all private parking spaces are leviable. 

Regardless of whether option A or B is adopted for the definition of Private (Employer) off-street car 

parks, it is recommended that the following types of car parks are exempt: 

▪ locations where there are 10 or less parking spaces in total 

▪ emergency services vehicles 

▪ parking spaces allocated for Mobility Parking permits 

▪ embassies and high commissions 

▪ parking spaces provided by registered charities (the exemption does not apply if the person providing 

the parking space charges a fee for parking in the space) 

▪ parking spaces allocated for customers (the exemption does not apply if the person providing the 

parking space charges customers a fee for parking in the space) 

▪ parking spaces allocated for loading/unloading 

▪ parking spaces allocated for cycles and motorcycles. 

4.7.1.2 Type 2 – public off-street car parks (both publicly and privately operated) 

The recommended approach would see the levy applied to all public off-street car parks except casual 

car park spaces that are unused at 10:00AM on a working day. Records would need to be maintained by 

the owner/operator daily detailing both the number of spaces available (both casual and reserved) and 

the number of unused casual car park spaces on a weekday at 10:00. This approach is preferred 

because it provides car park operators more flexibility. They can lower prices to fill more parks but pay 

more levy. Alternatively, operators can raise prices, fill fewer parks but pay less levy. This flexibility 

creates more opportunity for the levy to encourage behaviour change. The following types of car parks 

would be exempt: 

▪ parking spaces allocated for Mobility Parking permits 

▪ parking spaces allocated for cycles or motorcycles. 

 

Applying a uniform parking levy to the central city was rejected for equity reasons. The average cost of 

parking in Te Aro is lower than in the Lambton ward of the city. More importantly driving mode share is 
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higher, even though workers there are on lower incomes. Te Aro is further from the train station and, 

therefore, has less public transport access than the northern part of the central city. 

Table 4-3 shows the extent to which possible parking levies would increase median annual parking 

charges for different parts of the city. It highlights the inequity if the parking levy is not varied in different 

parts of the city. It shows that prices are lower in Te Aro than in the rest of the CBD, due to different 

land-use and commuter patterns that present themselves in this area.  

Prices for parking are also lower in the northern portion of Pipitea. This is driven by the outsized 

presence that the Stadium car park holds in driving prices and the walking distance from the rest of the 

central city.  

Parking prices in ‘lower-priced’ portions of the CBD tend to be about 70 percent of the prices charged in 

to the ‘core’ Thorndon and Lambton quarter area. 

Table 4-3 - Median Annual Parking Costs in Wellington Central City 

 

 

Research into the appropriate level of parking levy for Wellington found that a levy set at $3,500 per 

annum (the higher charge modelled during the development of the LGWM Indicative Package) would 

make the Wellington parking levy the most expensive parking levy in the world. A levy set at $2,250 per 

annum would make it slightly less expensive than the most expensive levy in Sydney. Setting a parking 

levy in Wellington at more than $2,500 per annum is likely to be publicly unacceptable even if introduced 

incrementally. It would represent an increase of parking prices of close to 100%. 

The team also explored the cost, revenue and demand implications for four possible levy levels. Based 

on this review, it is recommended that the parking levy amount is set at $2,500 per annum in the 

Thorndon/Lambton Quarter sector and $1,750 per annum in Te Aro and Pipitea (equivalent to 70 percent 

of the higher levy). This is expected to result in a 10% reduction in daily trips to the central city by car. 

A three-year phased implementation is proposed such that, in year one of operation, only 33 percent of 

the full amount of the levy is charged; in year two, 66 percent, and from year three onwards, 100 percent 

of the proposed levy. 

 

4.8 Expected impacts of a Wellington commuter parking levy 

 

Depending on the level of the levy set, it is forecast that there would be between a one percent ($500 

annual levy) and 14 percent ($5,000 annual levy) reduction in car trips to the CBD compared to an 

environment where a parking levy was not introduced. This is shown in Figure 4-2 below. Figure 4-3 

shows the forecast change in absolute traffic volumes.  
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Figure 4-2 Percentage Change in Traffic Volumes to the Central City 

 

Figure 4-3 Change in Traffic Volumes by Car as a Result of Different Levy Levels 

The figures show that, in future, independent of any other factors, the introduction of a parking levy of 

$2,500 would be expected to reduce the total volume of car trips from 19,748 to 17,732 - a reduction of 

2,016 car trips each weekday. The percentages do not entirely correlate with the absolute traffic 

reduction because a small proportion of car trips to the central city are expected to instead be diverted to 

on-street parking areas at the fringes of the central city. 
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The reduction in parking demand is expected to lead to a reduction in supply of long-stay parking supply 

over the period that the levy is in force. This would come about as carpark owners transition long-stay 

car parks to short-stay commuter carparks or as the car parks are converted to other land use.  

 

The above forecasts are based upon the recommended form of the levy. Any changes to the underlying 

assumptions will influence the revenue raised and level of demand reduction. The main influences 

include:  

▪ the amount of the levy 

▪ whether all carparks or only occupied car parks are levied 

▪ the phasing-in rate of the levy, from a period of as little as one to five years 

▪ whether a differential levy is applied in high-priced and low-priced areas of the CBD 

▪ the extent to which the levy is passed from owners and operators to commuters 

▪ the elasticity of demand scenarios 

▪ the displacement of cars from the CBD levy parking zone to areas outside the levy zone (this is 

estimated as five percent of total demand following the introduction of the levy based on estimated 

existing capacity of coupon parking) 

▪ whether carparks with ten or fewer carparks are excluded from the levy 

▪ which off-street carpark types are included in the scope of the levy (such as commercial, government 

entity, foreign embassies, educational, not for profit, and health service carparks). 

 

There are a range of other potential considerations that would need to be resolved if a parking levy were 

to be adopted. These include:  

▪ a possibility that residents would seek to lease their carparking spaces to commuters (this happens 

to some degree today) – these parking spaces would not be liable for the levy as currently proposed 

▪ if the levy amount is high enough, the exclusion of carparks with 10 or fewer spaces could make it 

more economic for some commuters to consider purchasing carparking spaces outright. These 

spaces would not be liable for the levy as the ‘owner’ of the carpark would have 10 or fewer 

carparking spaces. This scenario would be particularly attractive and a likely market response if the 

levy was set too high. Car park operators could sell off individual parking spaces to commuters, and 

these car parks would then not be subject to a levy 

▪ a private business owner who is a commuter would be able to claim back GST on the levy in many 

instances as a cost of doing business, meaning that the ‘actual’ cost of the levy was 15 percent less 

to this commuter compared to others who were not able to claim back GST (ie PAYE employees) 

▪ the current interpretation of fringe-benefit tax law and employer-provided carparking spaces is that 

fringe benefit tax is effectively not charged on employer-provided carparks. This reduces the actual 

cost of parking for commuters who are provided with an employer-provided carpark, and carparking 

is advantaged in fringe-benefit tax compared to public transport and active transport mode subsidies 

(which, somewhat ironically, do attract fringe benefit tax). 
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5 How did we develop the Travel Behaviour Change packages? 

This section explains the process used to develop alternative packages to identify the approach that best 

meets the project objectives. 

5.1 What do we want to achieve? 

The overall aim of the LGWM programme is to reduce 6,000 private vehicles from entering the CBD in 

the morning peak and increasing the person/vehicle ratio from 2.6 in 2006 (82,000 in 31,000 cars) to just 

under four by 2036 (100,000 in 26,000 cars). The objectives for the travel behaviour change package 

are: 

Travel behaviour package objectives: 

A. improve access to and through the central city ensuring people know that the available travel 

choices will work for them (15%) 

B. minimise disruption to people and business by making sure they are aware of upcoming changes, 

how it will affect their journeys and understand their travel options during delivery of work to 

improve and renew the city13 (15%) 

C. make best use of the transport network by encouraging people to travel less often and at less busy 

times14 (20%) 

D. make best use of the available transport options by reducing the proportion of people that drive 

alone during busy times and/or for short trips (25%) 

E. improve the health, safety and wellbeing of communities by increasing the number of trips that 

involve active modes and public transport (25%) 

 

5.2 Summary of approach 

Figure 5-1 shows the approach used for identifying the recommended package with references to where 

each stage is discussed. 

 

13 Disruption may be created by delivery of Let’s Get Wellington Moving, three waters renewals, building construction, major 

events 

14 Busy times include weekends 
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Figure 5-1 Package development process 

  

LONG LIST TO SHORT LIST 

5.3 Developing the long list (approximately130 specific initiatives rationalised into 53 

groups) 

5.4 Initial sieve of the long list options against strategies to filter out of scope or misaligned 

ideas 

5.5 Choosing the timing and location of strategies through an assessment of the 

practicality and criticality of each strategy considering: 

different parts of the city / region = where 

time states = when i.e. current state, disruption state, future state 

This step highlighted how the travel behaviour package could evolve in response to external 

triggers 

SHORTLIST TO RECOMMENDED PACKAGE 

5.7 Developing alternative packages  

(eg geographic reach, focus, estimate cost, forecasts effects & benefits, risks) 

5.8 How do the packages compare? 

6 Forecasting package performance (considering the timing of triggers will impact the 

effectiveness of the travel behaviour change package) 

7 Recommended packages  

LONG LIST DEVELOPMENT 

5.6 Targeting cohorts 

5.9 Sequencing the delivery of travel behaviour change measures 

5.10 Evaluation of alternative packages 
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Long list development included brainstorming within the consultant team and with the representatives of 

LGWM that are actively involved with delivering travel behaviour change. This resulted in a long list of 

specific travel behaviour change interventions, initiatives and tools. This drew from previous reports 

including the Critical Review Case Studies, the Waka Kotahi TDM Research Report (Waka Kotahi 2019) 

and the group’s collective knowledge.  

5.4 Developing strategies to provide focus to the development of packages 

To enable the development of alternative travel behaviour change packages, the project team developed 

strategies as a bridge between the TBC package objectives and the granular level of initiatives. This is 

illustrated in Figure 5-2. These were used to filter the long list and later assess the alternative packages.  

The strategies were needed to simplify the formation of alternative packages which were complicated by 

the extent to which the transport system is expected to change through time. 

 

Figure 5-2 Relationship between the project objectives, strategies and travel behaviour change initiatives 

The strategies were refined based on feedback from GWRC, WCC and Waka Kotahi TBC practitioners. 

Culture change and creating a ripple effect were identified in discussions with these practitioners as 

being particularly important to achieving long term, sustained travel behaviour change.  

STRATEGIES 
Bridge between objectives and 

TBC interventions 

ACTIONS  
TBC interventions 

OUTCOMES 

TBC project objectives 

OUTCOMES 
PBC benefits and 

opportunities 
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Each strategy contributes to achieving the project objectives and varying combinations of these 

strategies are later used to develop the alternative packages. There are synergies between some of the 

strategies. For example, making ‘it easy for people to find out about their travel choices, understand 

service disruption and changes in a timely way’ is relatively low-impact on its own, but combined with 

initiatives to ‘encourage people to work flexibly or to use alternative modes’ will have a greater impact 

than awareness alone. 

5.4.1 Consolidating the long list 

The long list was then mapped against the strategies which ultimately helped remove options that did not 

deliver on the objectives. This exercise also allowed the team to develop an understanding of the 

initiatives that are aligned with each of the strategies. A key finding here was that many of the initiatives 

could be tailored to achieve different outcomes. As a simple example, a social media campaign can be 

tailored to encourage people to shift mode, time of travel or raise awareness of the upcoming disruption.  

Following the mapping of the long list to the strategies objectives, which ruled out any interventions or 

initiatives that were out of scope or not aligned with the objectives, the remaining were then grouped 

according to the categories below (initially identified in section 3.7). 

Policy, partnerships and advocacy 

Purpose Work with employers and employees/travellers to induce mode shift 

Activities 

▪ Establish a TMA 
▪ Identify partners (including government departments and Crown entities) 
▪ Tools, materials and incentives for employers 
▪ Policy development (flanking parking levy) to encourage company car cash out and daily 

parking charges or cash out option 
▪ Parking management software (to support daily charges/ cash out) 
▪ Flexible working and home working guidance 
▪ Cap or reduce parking supply 
▪ Advocacy for: 

▪ policy changes for urban design and land use  
▪ unbundling of parking and improved parking enforcement 
▪ new developments to provide facilities, services, and subsidies 

▪ for TDM as a requirement for large events and new developments 

Marketing, communications and incentives 

Purpose 
Provide consistent information, persuasive messaging, and convenient assistance to 
travellers 

Activities 

▪ TBC Branding  
▪ Social marketing campaigns targeted to specific TBC initiatives 
▪ Marketing, communications, incentives including: 

▪ Awards and certificates/ recognition eg cycle friendly employer/ 
school etc, or recognition for exceptional TDM program  

▪ New movers (Journey Planning for)  
▪ Off-peak incentives and peak time disincentives for example 

discount fares during peak periods as part of specific promotions/ 
trials or short-term initiatives  

▪ Challenges, competitions and recognition  
▪ Giveaways 

▪ Communication platforms eg Websites, Apps, Social Media page  
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▪ Ongoing marketing and communications 

Travel plans 

Purpose 
Create and deliver customised packages of TDM initiatives for people travelling to or from the same 
site to assist in changing mode or doing things differently to reduce vehicle kms and trips 

Activities 

▪ Programmes for schools to encourage travel by shared and active modes 
▪ Workplace travel plans, including encouraging the Public Service Commission to require 

government departments and Crown entities to develop or revitalise their own travel plans 
▪ Community travel plans  
▪ Event travel plans 
▪ Building a team of champions who understand behaviour change principles to have 

conversations with employees, students/teacher and residents to help them help themselves 
to change. 

Events, experiences and life choices 

Purpose Help people overcome barriers and form new habits through experiential and social learning 

Activities 

▪ Change work or home location to reduce commute length (eg schemes to change work 
location include assigning worksite location at multi-site employers based on home 
location; location-efficient mortgage initiatives and employer-assisted or employer-
provided housing)  

▪ Promotional events (eg Innovating Streets; open streets events; temporary activations like 
cycleways or playground; Bike/Walk to Work Month; free PT days; Walk to Work day; car-
free days; bus/ train taonga hunt; Metlink safari; family cycling events/festivals; 
#urbanhiking With Walking Access Commission; Events/holiday by PT; Open streets 
events; temporary activations like cycleways or playground; how to ride a bike for 
*adults*) 

▪ Promotional packages (eg e-bike/e-scooters/bikes/cargo-bikes promotion package; 
guidance on suitability/rental/ trial/financial support; Give-it-a-go programmes) 

Supporting services and amenities 

Purpose 
Remove barriers to choosing shared and active modes, provide flexible services that can 
solve gaps and first/last-mile problems, and provide a safety net 

Activities  

▪ Enhanced personal journey planning delivered through digital platforms eg journey 
planning tools/ MaaS 

▪ Bike breakdown service  
▪ Bike maintenance and repair stations 
▪ Car share 
▪ First/last-leg schemes 
▪ Pocket park & rides 
▪ Guaranteed ride home scheme 
▪ Micro-mobility share partnerships 
▪ New movers journey planning 
▪ E-bike/e-scooter charging stations 
▪ Planning, incentivising and funding network-wide end of trip facilities 

▪ Tactical local changes that respond to feedback (eg through citizen science programmes 
that empower citizens and enable community participation in transport projects from 
crowd-sourcing data collection through to bringing people together to participate in solving 
challenges) 

Evaluation, research and reporting 
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Purpose 
Before and after measurement, and evaluate on an ongoing basis the impact of TBC 
activities; build knowledge about effective strategies; transparency with public and decision 
makers; provide evidence to enable projects to fail fast or grow if successful 

Activities  

▪ Academic partnerships 
▪ Requirement of clear evaluation frameworks from all initiatives 
▪ Annual report on accomplishments and progress towards goals and targeted KPIs - 

equity, health, liveability  
▪ Dashboard providing accountability towards adopted plan goals  

▪ Data collection  

5.5 Choosing strategies to achieve the objectives  

The next step in the option development process involved understanding which strategies best 
meet the objectives in which locations and when. To do this, we used four key dimensions of 
choice shown in Figure 5-3 below:   

▪ what strategies (presented in section 5.4) were appropriate (achieved the objectives) for different 

areas and in periods of disruption  

▪ where in Wellington were these strategies most appropriate  

▪ when would they have most impact in achieving the objectives   

▪ who would be the target audience (discussed in section 5.6). 
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Figure 5-3 Choosing ‘when’ and ‘where’ ‘strategies’ should be deployed 

 

 



 

Let’s Get Wellington Moving Travel Behaviour Change Single Stage Business Case Page 43 

For the purposes of this report the Wellington 

Region has been divided into the following 

areas as shown in Figure 5-4: 

▪ Central Wellington  

▪ Inner areas: Southern suburbs (Island 

Bay, Newtown, etc); Eastern suburbs 

(Seatoun, Miramar, Kilbirnie, etc); Western 

suburbs (Karori, Wadestown, etc); and 

Northern suburbs (Johnsonville, Ngaio, etc) 

▪ Outer areas: Tawa, Kenepuru, Upper Hutt, 

Porirua, Hutt Valley and Wairarapa; and 

Porirua and Kāpiti Coast. 

Guided by the matrix shown in Figure 5-5, the 

assessment considered: 

▪ criticality (eg effectiveness, magnitude, 

scale of impact); and  

▪ practicality (eg political risk, social 

acceptability, time taken to see impact)  

▪ the strategies (‘what’) would be for each 

disruption state (‘when’) and for different 

parts of the city/region (‘where’). For 

example, encouraging people to travel by 

public transport close to the city centre 

would not always be appropriate as the 

public transport network is currently 

operating at capacity during peak times. It 

would be better to encourage people closer to the city centre to travel by active modes to enable long 

distance commute by public transport.   

Key findings from this assessment were: 

▪ Long distance travel by public transport (rail) from the outer areas should be prioritised over people 

travelling shorter distances to get to central Wellington given the network capacity constraints. 

Encouraging the uptake of active modes for short trips to and from central Wellington will be critical 

to ensuring capacity is preserved for longer trips from the outer areas. 

▪ Encouraging the uptake of walking, cycling (or other active/shared modes) for first-last leg trips in the 

outer areas is critical but not practical until first-last leg improvements are delivered 

▪ Reducing the appeal of driving (and driving alone) into and parking in the city centre will be 

challenging until ‘pull factors’ are in place   

▪ Encouraging people to work from home, flexibly, and traveling outside busy periods could be 

included in every package and is highly critical and practical during and after disruption, noting that 

COVID is disruption and there is a need to leverage this. 

▪ Creating a ripple effect, ie encouraging people to use public transport and active modes for a range 

of trips (without a focus on commute and school trips) can be delivered at any time to build 

preparedness for when opportunities arise for people to change their commute travel behaviour eg a 

new cycleway or a new bus route in the locality, but efforts will be most effective when ‘pull factors’ 

are in place. 

Figure 5-4: Geographic Areas 

Figure 5-5  Criticality and practicality assessment scale 
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▪ Creating a culture change, changing the way people think about things that impact on their travel 

choices such as where to live; whether to buy a car; how they travel for recreation, leisure, exercise 

and holidays, can also be delivered at any time, again, to build preparedness and change hearts and 

minds early and in all walks of life. 

▪ Making it easy for people to find out about their travel choices, and understand service changes and 

disruption in a timely way, should be included in every package. It performs well now and in every 

future state. On its own may not create much change but is needed to support the other strategies. 

▪ Encouraging people to travel by active modes (including micro-mobility) is highly critical and practical 

in the central, eastern, southern (except during disruption caused by delivery of MRT) and western 

suburbs (after delivery of city streets corridor improvements).  

▪ Encouraging people to travel by active modes was considered to have low criticality and practicality 

in the northern suburbs or outer areas.  

The criticality and practicality assessment also identified that the following strategies would be common 

to all packages but vary by scale and geographic reach depending on the package emphasis and focus: 

▪ Encouraging people to rethink their travel needs, travel outside busy periods, and work flexibly and 

from home will allow the packages to capitalise on the opportunities presented by COVID-19 and 

manage the transport network during times of constrained capacity. 

▪ Making it easier for people to find out about their travel choices so they can understand service 

changes and disruption in a timely way is considered an enabler and an essential component of any 

TBC package. 

▪ Initiatives to create a ripple effect and induce a culture change can be delivered before network 

improvements are delivered to build preparedness. 

5.6 Targeting cohorts 

A key component of developing a TBC package for Wellington is understanding ‘who’ to target. 

Based on the trends discussed in section 2.1, the following cohorts should be targeted for 

maximum impact:   

1. Employers and people working in the central city: Travel for work is the most common 

purpose for travel, especially during the peak when capacity on the transport network is most 

constrained. For maximum impact and depending on political appetite, travel plans for 

workplaces can be delivered as a policy measure making them mandatory for workplaces over a 

certain employee count. As a voluntary measure, workplaces can be encouraged to develop 

them or part-take in individual travel behaviour change campaigns. Employers can also be 

targeted through a TMA.  

In the 2018 Census, 18.6 percent of all employees in Wellington City are in the Government 

sector. This means that in 2018 there were nearly 20,000 people working in the public sector in 

Wellington. This means that the government sector sub-group presents an opportunity to lead 

by example and build the evidence base needed to encourage other employers. Comprehensive 

travel plans for large trip generators like Wellington Hospital Travel Plan (underway) and the 

airport could also lead the way.  

2. Students: according to Mackie (2010), “there is tangible evidence of a relationship between 

school travel and overall traffic congestion, so ineffective school travel places an economic 

burden on communities and on the nation”. Although section 2.3 indicates a small proportion of 

trips for education (including those associated with the ‘school-run’) make up peak time travel 

demand in Wellington, that may be because caregivers who are driving to work are dropping off 

or picking up children on their commute. Reducing the need to be driven to school would reduce 
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the number of car trips to schools, improving road safety and achieving second-tier benefits of 

improved health and wellbeing while reducing the need to drive to work. Additionally, targeting 

schools is key in embedding appetite for sustainable travel modes, forming habits early and in 

creating preparedness for travel behaviour change when they enter adulthood.  

3. Communities: most initiatives and interventions catch people at their destination (eg through a 

workplace travel plan) but targeting people at the beginning of their trip can help manage demand 

at the origin. This can be achieved through community travel plans, first and last-leg schemes, or 

community initiatives that build willingness to change travel behaviour so that people are ready 

when opportunities present themselves (eg a new cycling facility, new bus route, increased 

capacity on rail, etc), because they have tried that mode already for a trip in their neighbourhood.  

Personas within cohorts will be identified as the recommended package is readied for implementation so 

that accompanying campaigns/ messages encourage those targeted to engage with them because they 

recognise themselves in the messaging. It is not possible to provide much more granularity about every 

location and cohort that can be targeted in Wellington at this stage due to the uncertainly around the 

sequencing of the LGWM programme and other improvements.  

Possible cohorts identified during the long list development stage are mentioned below. These represent 

sub-groups within the larger cohorts (above) that the design of specific initiatives should consider, noting 

that targeting will vary depending on where initiatives are implemented and when. 

▪ peak time commuters 

▪ off-peak users  

▪ weekend travellers 

▪ people driving a trade vehicle  

▪ people starting late or early  

▪ people with high income 

▪ immigrants, refugees, new arrivals 

▪ employers 

▪ employees 

▪ job-seekers 

▪ company car drivers and people with access 

to free/ cheap parking 

▪ seniors and elderly 

▪ mobility and visually impaired 

▪ people with low-incomes / low socio-

economic status 

▪ people who are transport disadvantaged or 

challenged  

▪ people living in underserved areas (lacking 

access/ opportunities)  

▪ people running or supporting events and 

festivals 

▪ people attending events, churches etc 

▪ construction workers 

▪ tradespeople 

▪ neighbourhoods 

▪ people encouraging or generating travel to 

major destinations 

▪ families 

▪ schools 

▪ children 

▪ people who work nights or are shift workers 

▪ tourists  
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6 Alternative Packages  

Five alternative packages of travel behaviour change measures were developed as follows:  

▪ Package A: Scaling up travel behaviour change initiatives already being delivered (section 6.1.1 

describes the current approach)  

▪ Package B: Package A + respond to first-last leg improvements in the outer areas 

▪ Package C: Package B + reduce the appeal of driving 

▪ Package C – B: Respond to the parking levy but excludes initiatives corresponding to first-last leg 

improvements  

▪ Package D: Package C + encourages the use of public transport everywhere + ripple effect and 

culture change in the inner suburbs 

▪ Package E: Package D + encourages the use of public transport and active modes regionwide + 

ripple effect and culture change regionwide. 

Figure 6-1 presents a summary of the alternative packages and illustrates the necessary conditions for 

the implementation of each package. Information provision, peak spreading, encouraging / enabling 

flexible working are common to all packages. The differences between the packages are the: 

▪ strategic focus 

▪ locations to which the travel behaviour change strategies are targeted. 

 

Figure 6-1: Summary of packages 
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6.1.1 Understanding the status quo  

Table 6-1 below describes the existing TBC effort in the Wellington Region (based on information 

gathered from GWRC and local council staff at the time of writing this business case) to provide context 

for the alternative packages discussed in the following sections.  

Table 6-1 Existing TBC effort  

Existing TBC 
programme 

Current Situation 

Policy, 
partnership and 
advocacy 

WCC: 

▪ flexible working as an initiative being undertaken at the Council (largely as a result of 
Covid-19)  

▪ supporting the change of use of on-street parking for car sharing (including EV 
vehicles)- c. 20 spaces had been reallocated   

▪ 30kph in Wellington CBD to improve safety for vulnerable road users. 

Porirua City Council reported that it had partnered with Kāinga Ora to intensify state 
housing stock and link developments to public transport. The council was also exploring 
ways to connect the currently segregated east/west divide through greenways. 

Number of 
Workplace travel 
plans 

▪ 81 workplaces; targeting 41,000 people 
▪ workplace initiatives including Sustainable Transport Friendly Workplace. 

Schools 
participating in 
active travel 

▪ GWRC provides an Active Travel School's Toolkit which can be used by the city and 
district councils. 

▪ Over 30 schools in Wellington have engaged in active school travel planning (14 
schools in Kāpiti Coast). 

Events, 
experiences and 
life choices 

▪ active modes in schools, including Movin’ March and Scooter training. Half of 
Wellington’s schools are taking part in Movin’ March  

▪ promotion of cycle skills and safety messages to support new cyclists to gain 
confidence including Pedal Ready cycle skills training and ‘Bus and Bike to Improve’ 
workshops. 

Marketing, 
communication, 
incentives 

WCC: 

▪ cycleway promotion through a dedicated website to encourage cycling 
www.bikethere.org.nz  

▪ parking Management: Smarter Ways to Manage Parking (video) socialised through the 
Let's Talk Wellington website 

▪ Smart Energy Challenge – eBike on waterfront – trialling with Victoria University with 
20 bikes between the three campuses 

▪ bikes free of charge on trains during off-peak 

Region: 

▪ Travel Awareness campaign: Aotearoa Bike Challenge  
▪ a regional cycling map is planned with practical information for cyclists (eg location of 

fix-it stands, school bike tracks, quiet roads) 
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Existing TBC 
programme 

Current Situation 

Supporting 
services and 
amenities 

▪ A bike rack on bus trial was undertaken in Newlands between October 2016 and 
March 2017. This was for buses between the CBD and Newlands. It was well received 
and bike racks on buses will be included in the new regional bus operations contracts 
due mid-2018 (GWRC, 2017a). 

▪ GWRC car-pooling resource 
▪ Guaranteed Ride Home Scheme 
▪ public transport trials for new users 
▪ WCC does not provide any staff parking other than for staff vehicles 
▪ GWRC is looking at the provision of car parking at Railway Station Park and Rides. It 

has a programme of extending bike parking facilities at stations. 
▪ GWRC is current working on new strategy for 'park and ride’ across the region, which 

includes wider Station Access Planning 
WCC and GWRC both offer staff pool bikes and ebikes, in some cases these e-bikes were 
won as prizes in the Aotearoa Bike Challenge run in partnership with WCC and GWRC. 

Evaluation, 
research and 
reporting 

WCC has KPIs in its annual plan for measuring progress eg: 

▪ Active modes promotion: number of pedestrians and cyclists entering and leaving the 
CBD (cordon count) 

▪ Network safety: Residents (%) who are satisfied with walking on Wellington’s footpaths 
and cycling on Wellington's cycleways- annual surveys 

▪ PT enablement: Bus stops (%) that have a shelter (co-delivered with GWRC) 
▪ WCC has an annual cordon count (bike and foot) during March (manual count from 4 

locations north, south, east and west). Electronic cycle counters on some key routes 
(over 20 locations). Data provides year-round 24/7 counts 

 

GWRC has KPIs in the annual monitoring report of the Regional Land Transport Strategy 
eg: 

Public transport: 
▪ Increased peak period public transport mode share from previous year 
▪ Increased off peak period public transport mode share etc. 
▪ Improved public transport accessibility for all, including the transport disadvantaged 
▪ Reduced public transport journey times compared to travel by private car 
▪ Increased public transport reliability 
Active modes: 
▪ Increased mode share for pedestrians and cyclists 
▪ Improved level of service for pedestrians and cyclists 
▪ Increased safety for pedestrians and cyclists 
Land use and transport integration: 
▪ improved land use and integration 
▪ improved integration between transport modes 

GWRC hosts the Wellington Analytics Unit which works alongside Metlink and the 
Regional Transport teams to collate and analyse together on the performance of the 
transport system. 

FTE ▪ 9.25 FTEs employed: 6 at GWRC and 3.25 WCC 

Programme cost 

GWRC: approx. $750K pa excluding personnel/overheads, across Road Safety and TDM 
(National Land Transport Fund)  

WCC: historically set total budget for cycleways promotion at $204K pa  
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Existing TBC 
programme 

Current Situation 

Framework for 
prioritising or 
delivering travel 
behaviour 
change  

GWRC: 

▪ Focus on mode shift, road safety and carbon emissions reduction targets (RLTP, Road 
to Zero, Wellington Regional Mode Shift Plan (draft), GW LTP draft Strategic 
Framework, MoT Transport Outcomes Framework)  

▪ Currently reviewing forward work programme, 2021-24.  

WCC: 

▪ Alignment with physical works where the focus has mainly been on cycling promotion.  

Existing 
partnerships 

Wellbeing kura crew (health agencies who work with schools including Heart Foundation, 
Cancer Society, Regional Public Health, Sport Wellington and others) 

Limitation 

While councils benefit from the GWRC-run TBC programme, initiatives delivered by local 
authorities were limited by budget restrictions, priorities (safety was prioritised over 
behaviour change) and staffing constraints. Initiatives that sit within the minor works 
budget are determined at a local level. For example, Kāpiti Coast District Council runs a 
database for prioritising minor works in response to issues raised through school travel 
plans (eg need for a road pedestrian crossing, cycle access).  

 

The risks of continuing with the status quo are: 

▪ Lack of resources and planning to optimise on the disruption-related opportunities and triggers 

▪ Maintaining current mode share will not meet LGWM programme objectives and without additional 

measures, the transport network will be under more pressure during and after disruption 

▪ Fragmented approach to delivery 

▪ Success is measured on an initiative level, not as a package 

▪ Limited scope for testing new approaches to encouraging travel behaviour change 

▪ Current workplace TBC programme works only with large employers individually, missing the 

opportunity to focus on workplaces collectively and to encourage the government sector to lead by 

example. 

 

6.1.2 Package A: Scaling up travel behaviour change that is already underway 

Package A focuses on building upon travel behaviour change programmes and initiatives that are 

already in place in the Wellington Region by aligning efforts to match the focus of this package:  

▪ Encouraging people to use public transport in the outer areas first  

▪ Encouraging people from the inner suburbs to travel by active modes in the current state, throughout 

disruption and into the future, only encouraging public transport use in the inner areas when capacity 

improvements have been delivered 

This package works within the existing constraints in the transport network and expands as 

improvements to the network are made, taking a reactive approach to disruption and behaviour change. 

The table below shows ‘where’ and ‘when’ specific strategies will be implemented within package 

A based on the assessment discussed in Section 5.5.  
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Strategy Geographic area Time state 

1. Encourage people to travel by public transport 
Hutt Valley 

Kāpiti Porirua 
Current, Disruption and 

Future 

1. Encourage people to travel by public transport East, South, West, North Future 

4. Encourage people to work from home, flexibly, and outside busy 
periods 

Entire Region 
Current, Disruption and 

Future 

7. Make it easy for people to find out about their travel choices, 
understand service changes and disruption in a timely way 

Entire Region 
Current, Disruption and 

Future 

8. Encourage people to travel by active modes (including micro-
mobility) 

Central, East, South, West Current, Disruption 

8. Encourage people to travel by active modes (including micro-
mobility) 

Central, East, South, West, 
North, Hutt Valley 

Future 

 

Additional workplace travel plans have been identified in consultation with GWRC. These would be 

developed for: 

▪ three tertiary institutions  

▪ 18 large workplace trip attractors in central Wellington - buildings that accommodate several 

organisations (Majestic Centre, 10 Customhouse Quay, State Insurance Building), as well as the 

government sector (NIWA, Department of Conservation, MPI).   

▪ to get the largest impact workplace travel plans will also take an industry-based approach and 

expand to include retail and hospitality sector.  

Schools will be a key focus for this package targeting six private schools as well as 39 public schools 

that are expected to be affected by disruption. Schools will be encouraged to participate in programmes, 

spanning multiple schools, focusing on increasing travel to and from schools by active and shared 

modes. Wellington College, Wellington East Girls College and St Marks (combined roll of approximately 

3,000) will be key as they are located near to the Basin Reserve. The Reserve will undergo a significant 

transformation causing disruption.  

The central, southern, western and eastern suburbs will be targeted for shifting trips to active modes. 

Marketing and communications will focus on opportunities presented by recent and upcoming cycleway 

and pedestrian infrastructure improvements eg Brooklyn, Island Bay, Miramar and Strathmore Park. 

Supporting amenities such as bike/e-scooter charging stations, bicycle maintenance/repair stations and 

micro-mobility share schemes will also be increased in these areas. Figure 6-2 presents the components 

of Package A and Figure 6-3 provides examples of initiatives that could be delivered as part of Package 

A.  
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Figure 6-2 Components of Package A15

  

Figure 6-3 Example initiatives for Package A 

Package A is estimated to cost $49.3M over the next ten years (inclusive of $13.0M in FTE costs), 

require approximately 13 FTEs to deliver and reach a population of approximately 105,000 people 

across the Wellington Region. Note: FTE costs do not make allowance for the 9.25 FTE already 

employed by GRWC and WCC to implement the existing TBC programme. 

 
15 Note that the incentives allowed for in Package A are in addition to the Metlink fare trials and will be associated with targeted 
LGWM TBC campaigns.  The incentives may not proceed. 
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The reach of Package A was estimated from a combination of school rolls in central Wellington, tertiary 

institute rolls, those employed in Wellington city centre, and assuming a social media campaign reaches 

approximately 10 percent (identified in the Critical Review, LGWM (2020a)) of the 80,000 population in 

Central Wellington, Southern and Eastern suburbs. These data sets were then allocated to each region 

based on the proportion of trips in Travel to Work and Travel to School data. 

The approaches to disruption will be common across all packages. Behaviour change strategies were 

developed for four disruption scenarios with the aim of actively managing demand, leveraging disruption 

and achieving long-term travel behaviour change. The four examples were: 

▪ Scenario 1:  Disruption to the central city associated with delivery of Golden Mile improvements  

▪ Scenario 2:  Linkages to the suburbs through bus priority lanes alongside cycle improvements, using 

Karori to the City as an example  

▪ Scenario 3:  Network disruption associated with MRT / bus development on the Quays  

▪ Scenario 4:  Network disruption associated with the Basin Reserve grade separation   

This is further discussed in section 8.1 and a disruption scenarios report and infographics can be 

found in Appendix H.  

6.1.3 Package B: Package A + first-last leg efforts in the outer areas 

Package B builds on package A and tops up TBC efforts to include additional focus on: 

▪ encouraging people to use public transport in the outer areas first  

▪ encouraging people from the inner suburbs to travel by active modes during the current state, 

throughout disruption and into the future only encouraging public transport use in the future  

▪ increasing the uptake of active modes for first/last leg trips only in the outer areas.  

This package builds upon Package A by adding first/last leg services in targeted areas subject to the 

delivery of improvements (ie Rail Access Plans and first-last leg services) - these could include: 

▪ cost efficient schemes such as walking and cycling improvements16 or (subsidised) station bike 

share, 

▪ moderate cost schemes such as subsidised Ubers / shared taxis, or 

▪ higher cost schemes such as on-demand shuttle routes which can be costly but do reduce parking 

demand at stations and increase public transport ridership.  

The fundamental difference between Package A and Package B is the increased focus on home 

locations further from the central city. This focuses efforts on encouraging people to travel by active and 

shared modes between public transport stops and home locations. Focusing on the home end of the trip 

is not worthwhile in some parts of the region until first-last leg services, and rail access plans are in 

place. Package B will target Lower Hutt, Upper Hutt and the Wairarapa (Featherston, Carterton, 

Masterton) as well as Kāpiti Coast and Porirua. Lower Hutt and Upper Hutt both have good train 

coverage. Master-planning exercises around these railway stations and rail access plans as part of the 

Wellington Regional Growth Framework (WRGF, 2020) will make it easier to encourage people to use 

public transport.  

 
16 Surveys in the Wellington Region have shown that 85 percent of trips to a public transport stop, and 92 percent of trips from 
the stop to the destination, were made as a pedestrian (GWRC, 2015). Walking and cycling are space efficient and 
comparatively cheap to provide for.  
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The table below provides detail on ‘where’ and ‘when’ specific strategies will be implemented within 

package B based on the assessment discussed in Section 5.5.  

Strategic Intervention Geographic area Time state 

1. Encourage people to travel by public transport 
Hutt Valley 

Kāpiti Porirua 
Current, Disruption and 

Future 

1. Encourage people to travel by public transport East, South, West, North Future 

3. Increase uptake of walking, cycling (or other active/shared 
modes) for first/ last leg trips 

North, Hutt Valley 
Kāpiti Porirua 

Current, Disruption and 
Future 

4. Encourage people to work from home, flexibly, and outside 
busy periods 

Entire Region 
Current, Disruption and 

Future 

7. Make it easy for people to find out about their travel choices, 
understand service changes and disruption in a timely way 

Entire Region 
Current, Disruption and 

Future 

8. Encourage people to travel by active modes (including micro-
mobility) 

Central, East, South, West Current, Disruption 

8. Encourage people to travel by active modes (including micro-
mobility) 

Central, East, South, 
West, North, Hutt Valley 

Future 

 

This package would help address the challenge of overcrowded park and ride car parks and could 

potentially shift some longer distance commuters from driving to travel by rail. The scope of the first-last 

leg schemes is assumed to be limited to walking, cycling, and micromobility for this package. Other 

higher cost initiatives, such as on-demand shuttles or subsidised Ubers are being investigated / 

progressed by Metlink. In other parts of New Zealand, these services have been funded from public 

transport budgets, eg AT Local service in Auckland and the Timaru on-demand shuttle service (trial 

stage only). It is recommended that these higher cost services be considered to maximise impact from 

this package.  

A risk of this package is that first/last leg efforts could increase patronage on public transport beyond 

capacity by improving accessibility to the network. This can be mitigated by encouraging passengers to 

work flexibly and travel at less busy times. Nonetheless the implementation of package B should be 

carefully planned to correspond with rail capacity enhancements 

Figure 6-4 provides a flavour of the kinds of initiatives that could be part of Package B.  
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Figure 6-4: Example initiatives for Package B 

Package B is estimated to cost $43.7M over the next ten years, inclusive of the $14.0M cost of fourteen 

FTE required for delivery. Figure 6-5 presents the components of Package B. Green text indicates 

initiatives that are additional to those included in package A.  
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Figure 6-5 Components of Package B 
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6.1.4 Package C: Package B + reduce the appeal of driving17 

In addition to the scope of Package B, this package focuses on: 

▪ encouraging people to use public transport in the outer areas first  

▪ reducing the appeal of driving in the entire region but only in the disruption and future states 

▪ increasing the uptake of active modes for first/last leg trips in the outer areas  

▪ encouraging people to travel by active modes in the inner suburbs.  

This package builds upon Package B by adding initiatives that will reduce the appeal of driving into and 

parking in the city centre. The table below provides detail on ‘where’ and ‘when’ specific strategies will be 

implemented within package B based on the assessment discussed in Section 5.5.  

Strategic Intervention Geographic area Time state 

1. Encourage people to travel by public transport 
Hutt Valley 

Kāpiti Porirua 
Current, Disruption 

and Future 

1. Encourage people to travel by public transport East, South, West, North Future 

2. Reduce appeal of driving (and driving alone) into and parking in the 
city centre 

Entire Region 
Disruption and 

Future 

3. Increase uptake of walking, cycling (or other active/shared modes) 
for first/last leg trips 

North, Hutt Valley 
Kāpiti Porirua 

Current, Disruption 
and Future 

4. Encourage people to work from home, flexibly, and outside busy 
periods 

Entire Region 
Current, Disruption 

and Future 

7. Make it easy for people to find out about their travel choices, 
understand service changes and disruption in a timely way 

Entire Region 
Current, Disruption 

and Future 

8. Encourage people to travel by active modes (including micromobility) 
Central, East, South, 

West 
Current, Disruption 

8. Encourage people to travel by active modes (including micromobility) 
Central, East, South, 

West, North, Hutt Valley 
Future 

An advantage of this package is that it introduces critical ‘push’ initiatives to reduce the appeal of driving 

(and driving alone) into and parking in the city centre. By doing this, package B will engage with people 

who may not otherwise consider shifting behaviour with ‘pull’ initiatives alone. ‘Push’ factors, in this case, 

are through additional effort on policy, partnerships and on advocacy for: 

▪ Advocate for: 

– unbundling of parking from employment packages so that employees can opt out more 

easily or choose other transport benefits instead 

– improved parking enforcement 

– new developments to provide facilities, services, and subsidies 

– changes to New Zealand’s Fringe Benefit Tax (FBT). As its current structured, the FBT 

encourages employers to provide more staff parking than they otherwise would, 

encouraging more staff to drive on a daily basis.  

▪ Policy development (flanking Parking Levy) to encourage company car cash out and daily parking 

charges or cash out option. Daily parking charges emphasise the real cost of parking rather than 

longer-term (monthly) parking charges that encourage drivers to get their ‘money’s worth’ from their 

parking payment 

 
17 Note that this package is not currently proposed to proceed as there has been no agreement to introduce a commuter parking 
levy. 
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▪ Development of parking management software to support (to support daily charges/ cash out). The 

TBC workstream might also advocate the use of technologies like Spot Parking (as used by TfNSW) 

for their amalgamator/ inventory, mapping and display functions for parking and kerbside use. 

Advocacy would also include encouraging WCC, GWRC, and the Government as the largest employer in 

Wellington city centre, to reduce the number of carparks they lease and reduce the number that are 

provided to staff for commuting purposes. These changes, if implemented, will increase the effectiveness 

of the parking levy by maximising the visibility of actual parking charges.  

This package seeks to capitalise on the net reduction in on-street car parks resulting from delivery of the 

other LGWM workstreams. 

Providing tools, materials and incentives that enable employers and car park operators in Wellington city 

centre to optimise the use of the available car parks to: 

▪ enable more efficient use of the parking assets which should result in needing fewer over time 

▪ Encourage people to book a park before deciding to drive to work to: 

– use the parking availability to discourage driving if there’s no park 

– direct people to their booked parking spot to reduce the volume of traffic ‘hunting’ for a 

spot 

–  allow employers to introduce needs-based parking schemes to allocate parking to 

people who need to drive 

The package will build on the existing travel plan activities by adding travel plans for construction 

workers in the central city. These construction workers will be supported by shuttle services, tools, eg 

providing lockers, and potentially reviewing contractor coupon parking.  

In the outer areas, package C will focus on maximising the catchment for stations (rail) to encourage 

greater public transport use. As a priority, this means encouraging walking and cycling to the stations as 

a low-cost measure. Other measures for example using peer to peer parking apps (which work like 

Airbnb but for parking spaces eg Parkable) will enable more efficient use of private parking assets which 

could encourage more ‘park and ride’ where car parks are full and first/ last leg services aren’t viable but 

it would be beneficial to achieve mode shift to PT nonetheless.  

Package C is estimated to cost $56.5M over the next ten years, which includes an estimated $15.1M for 

fifteen FTEs to deliver the package.  

Disadvantages and risks of Package C include a potential low gain for high effort and a need to maintain 

participation of employers, schools and other organisations over years to create momentum and achieve 

the desired shift in reducing the appeal of driving (and driving alone) into and parking in the city.  

Figure 6-7 details the components of Package C and Figure 6-6 below provides examples of the kinds of 

initiatives that could be part of Package C. 
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Figure 6-6 - Example initiatives for Package C 
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Figure 6-7 - Components of Package C 

 

6.1.5 Package D: Package C + encourages the use of public transport everywhere + ripple effect 

and culture change in the inner areas 18 

In addition to the scope of Package C, this package D focuses on: 

▪ encouraging people to use public transport in the entire region (except for short trips in the central 

city)  

▪ reducing the appeal of driving in the entire region but only in the disruption and future states 

▪ encouraging people to travel by active modes in the inner suburbs only  

▪ increasing the uptake of active modes for first/last leg trips in the outer areas  

▪ creating a ripple effect only in the inner suburbs during disruption and in the future 

▪ creating a culture change only in the inner suburbs during disruption and in the future. 

Package D integrates initiatives that create a series of changes that culminate in a systemic cultural shift 

away from car driving. The table below provides detail on ‘where’ and ‘when’ specific strategies should 

be implemented within package D based on the assessment discussed in Section 5.5.  

Strategic Intervention Geographic area Time state 

1. Encourage people to travel by public transport 
Entire Region 

(except central city) 
Current, 

Disruption, Future 

2. Reduce appeal of driving (and driving alone) into and parking in the city 
centre 

Entire Region 
Disruption and 

Future 

3. Increase uptake of walking, cycling (or other active/shared modes) for 
first/ last leg trips 

North, Hutt Valley 
Kāpiti Porirua 

Current, Disruption 
and Future 

4. Encourage people to work from home, flexibly, and outside busy periods Entire Region 
Current, Disruption 

and Future 

5. Create a ripple effect- encourage people to use public transport and 
active modes with a focus on travel for a range of trips (without a focus on 
commute and school trips) 

Central, Eastern, southern, 
Western, Northern 

Disruption and 
Future 

6. Create a culture change- change the way people think about things that 
impact on their travel choices, eg where to live; whether to buy a car; how 
they travel for recreation, leisure, exercise, holidays 

Central, Eastern, southern, 
Western, Northern 

Disruption and 
Future 

7. Make it easy for people to find out about their travel choices, understand 
service changes and disruption in a timely way 

Entire Region 
Current, Disruption 

and Future 

8. Encourage people to travel by active modes (including micromobility) Central, East, South, West Current, Disruption 

8. Encourage people to travel by active modes (including micromobility) 
Central, East, South, West, 

North, Hutt Valley 
Future 

 
18 Note that a decision to fund Package D will occur at a later stage. 
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Package D will influence mode shift and culture change through additional investment in interventions 

that influence travel to school and organisations, but also targeting event travel plans and community-

based travel initiatives that encourage people to think differently about travel for non-commute trips.   

▪ Programmes for schools will be expanded to include all large schools (primary, intermediate, and 

college) in the eastern, southern and western suburbs. This includes the five primary schools19 with 

the largest roll and all secondary schools that have a roll over 1,000 students20. This is in addition to 

those school affected by disruption. This is expected to have an indirect effect on trips to the central 

city, for example if a parent does not feel the need to drive a child to school, they will be more able to 

shift mode for their work trip. Also, if children travel by active and sustainable modes, they are more 

likely to continue to choose sustainable modes for a trip to work or university 

▪ In addition to the central city, organisations in the eastern and southern suburbs will be targeted for 

travel plans such as Wellington Hospital (currently underway), Wellington Airport and Weta, Park 

Road Productions and associated businesses. This will improve the reach of trips ‘through’ central 

Wellington.  

▪ Event travel plans would promote and encourage use of public transport or active modes to get to an 

event for example a show in the central city or a sporting event at the Basin Reserve. While this 

could have a beneficial influence on central city traffic, the economics have not measured this 

benefit, instead we are expecting the event travel plan to provide people with an experience using 

shared or active modes when they might not usually do so, thereby creating a ripple effect ie 

encouraging mode shift for commuting, perhaps when targeted via a workplace travel plan 

▪ Community travel plans are planned for new central city developments and after piloting approaches, 

can be implemented for growth areas and retrofitted to existing neighbourhoods. These might 

include: 

▪ pop-up events that let people try out cycling locally, tying in with Innovating 

Streets events, with a view to encouraging more walking and cycling locally so 

that this behaviour ripples into school or work travel over time 

▪ pop-up bike maintenance workshops (in partnership with local bicycle shops) 

▪ working with partners to co-ordinate the availability of car share, bike share 

and other modes in a neighbourhood to support MaaS and reduce overall car 

dependency 

▪ setting up a city-wide scheme, perhaps in partnership with a sponsor, like: 

▪ the Mapnificent tool (refer to Figure 6-8) that was operating in London a few years 

ago and allowed people to view houses for sale or property to rent against public 

transport and bicycle commute times and distances to their workplace, the idea 

being that you could nudge ‘big’ choices like where to live because people who 

wanted to travel by PT or bicycle, or plan their lives in a way that reduces car use, 

would be able to make informed choices about where to live; and 

▪ New Movers schemes providing travel information packs and incentives for people 

moving to new houses in areas where they might commute to Wellington for work, 

to encourage them to make new habits by trying out the local buses or active 

travel options  

▪ ‘Culture change’ initiatives to reduce car use or car ownership might be locally 

focused, eg a community travel plan may offer an app like FutureFit (refer to 

Figure 6-8) to gamify behaviour changes that lighten a household’s environmental 

 
19 Karori Normal School, Karori West Normal School, Brooklyn School, Seatoun School, Johnsonville School 
20 Wellington College, Wellington East Girls’ College, Wellington Girls’ College, Wellington High School 



 

Let’s Get Wellington Moving Travel Behaviour Change Single Stage Business Case Page 63 

impact across more than just travel to work or school. Or they could link in with 

initiatives encouraging healthy living or getting more exercise, building on the 

experience of the Blue Zones where greater mode shift was seen when a more 

holistic approach was taken to changing the travel, eating and social culture in 

combination within a community. Any culture change scheme will need to involve 

the cohort it targets to enable them to identify things that will help them to change.  

This package will also focus on shaping behaviours before the triggers arise and includes non-commute 

journeys in the city centre and the outer areas of the Wellington Region. Section 3.5 presents evidence 

supporting the focus of package D. The focus will be on encouraging people to try out new modes and 

this could happen ahead of, say, a new cycleway opening, so that people are ready to roll when that new 

infrastructure comes on line. 

The culture change and ripple effect initiatives, alongside co-design and engaging partners early, will 

build support and readiness for change. It is recommended that a ‘pilot, test and grow’ approach is 

adopted for culture change and ripple effect elements of Package D. These are relatively untested in 

New Zealand. Adopting a flexible, learning approach will allow new initiatives to be tested before being 

implemented on a broader scale.  

Culture change and ripple effect initiatives could be initiated at any time and are not necessarily linked or 

dependent on external triggers. They could be implemented immediately and integrated with Package A. 

Being relatively new ideas for New Zealand, they involve new approaches in which practitioners are not 

yet experienced. Figure 6-8 provides a flavour of the kinds of initiatives that could be part of Package D. 

These initiatives will be delivered through travel plans (focusing on workplaces, communities and events) 

and programmes for schools. 

It is estimated to cost $66.8M over the next ten years including $20.4M for eighteen FTEs to deliver 

Package D. The reach of Package D widens to include more schools, including large secondary schools 

in Wellington. Figure 6-10 describes the components of Package D.  
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Figure 6-8  Example initiatives for Package D 
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Figure 6-9  Example initiatives for Package D
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Figure 6-10 Components of Package D 

Package D will be able to leverage from disruption created by delivery of other LGWM packages, which 

provide a ‘push’ incentive for people and businesses to reconsider their normal travel patterns. 

Disadvantages and risks include significant effort on retention; and systemic behaviour change efforts 

could be misinterpreted by the public as being frivolous. This package also emphasises partnerships and 

these will require additional resources to establish and maintain.  

6.1.6 Package E: Package D + encourage the use of public transport and active modes 

everywhere + ripple effect and culture change everywhere21 

Package E focuses on: 

▪ encouraging people to use public transport in the entire region  

▪ reducing the appeal of driving in the entire region but only in the disruption and future states 

▪ encouraging people to travel by active modes in the entire region 

▪ increasing the uptake of active modes for first/last leg trips in the entire region  

▪ creating a ripple effect and culture change in the entire region. 

Package E expands the geographic reach of travel behaviour change to regionwide but still taking a 

staged, targeted approach. It will increase investment in travel plans, events, experiences and life 

choices, promotional events and packages, competitions and challenges, supporting services and 

amenities as well as initiatives to create a ripple effect targeting non-commute trips throughout the 

region. The table below provides detail on ‘where’ and ‘when’ specific strategies will be implemented 

within package B based on the assessment discussed in Section 5.5. Initiatives will be the same as 

Package D, but will target more areas/ communities.  

Strategic Intervention Geographic area Time state 

1. Encourage people to travel by public transport  Entire Region 
Current, Disruption, 

Future 

2. Reduce appeal of driving (and driving alone) into and parking in 
the city centre 

Entire Region 
Disruption and Future 

State 

3. Increase uptake of walking, cycling (or other active/shared 
modes) for first/ last leg trips  

North, Hutt Valley 
Kāpiti Porirua 

Current, Disruption and 
Future State 

4. Encourage people to work from home, flexibly, and outside busy 
periods 

Entire Region 
Current, Disruption and 

Future State 

5. Create a ripple effect- encourage people to use public transport 
and active modes with a focus on travel for a range of trips 
(without a focus on commute and school trips) 

Entire Region 
Current, Disruption and 

Future State 

 
21 Note that a decision to fund Package E will occur at a later stage. 
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Strategic Intervention Geographic area Time state 

6. Create a culture change- change the way people think about 
things that impact on their travel choices, eg where to live; whether 
to buy a car; how they travel for recreation, leisure, exercise, 
holidays 

Entire Region 
Current, Disruption and 

Future State 

7. Make it easy for people to find out about their travel choices, 
understand service changes and disruption in a timely way 

Entire Region 
Current, Disruption and 

Future State 

8. Encourage people to travel by active modes (including 
micromobility) 

Entire Region 
Current, Disruption and 

Future State 

 

Workplace travel plans (in addition to Package A and D) have been identified in consultation with GWRC 

targeting: 

▪ 5 large workplace that are major trip attractors outside central Wellington, such as, large 

organisations (Johnsonville Shopping Centre, Kenepuru Hospital, Queensgate Shopping Mall, Hutt 

Valley DHB, Wairarapa DHB)). 

Package E is based on the premise that if people use shared and active travel modes in other parts of 

their lives, they are more likely to consider using them for commute purposes. Ripple effect activities can 

begin immediately without the need to wait for infrastructure/network capacity improvements. Although 

focusing on the wider region will not have an immediate effect on people travelling to and through the 

town centre, this package is about ‘warming the pot’ and preparing people over time and through 

different stages of life.  

On this premise the package’s focus on schools will be extended regionwide, reaching approximately 

80,000 students. Tertiary institution travel plans will also be extended to include Whitireia Community 

Polytechnic and Te Wananga O Aotearoa in Porirua and Wellington Institute of Technology in Lower 

Hutt. Capturing people young and enabling people to experience alternative modes, modes and to think 

about non mode change travel choices that reduce car trips and vkt, means they will be more willing to 

consider them as options when bus priority or cycle improvements are made. 

Community travel plans will be extended beyond Wellington city centre into the western suburbs, eg 

Karori where disruption from the bus priority and cycle improvements create an opportunity for mode 

shift. Supporting amenities such as bike repair stations, e-bike and scooter charging stations and 

wayfinding will also be extended region-wide.  

By having a holistic, region wide approach, this package can also target hard to reach audiences that 

experience transport disadvantage and may not be targeted by programmes focusing on commuters or 

schools. The Social Impact Assessment of Mode Shift report refers to people who suffer most from 

transport inequities as those on “low incomes, Māori and Pasifika, women, youth, older adults, disabled 

people, members of ethnic minorities, and those living in high-deprivation rural or peripheral areas” 

(Waka Kotahi 2020c) 

It is estimated to cost $81.7M over the next ten years, including $25.9M for 24 FTEs to deliver Package 

E. The higher cost reflects the extended geographic reach. The reach for Package E widens to include 

all schools in Wellington, tertiary institutes in all areas, organisation travel plans in the outer areas and 

broadening social media campaigns. 

Packages D and E employ approaches new to New Zealand, the evidence suggests these measures will 

work. Pilot, test and grow approach allows for trialling (in NZ) before rolling out resulting in lower risk. 

Regardless of other budgets, localised initiatives can still be implemented to prime people for when 

improvements are made.   



 

Let’s Get Wellington Moving Travel Behaviour Change Single Stage Business Case Page 68 

As initiatives in this package are like those that could be deployed in Package D, refer to Figure 6-8 (in 

the previous section) for examples. Figure 6-11 details the components of Package E. 
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Figure 6-11 Components of Package E 

6.2 How do the packages compare? 

Each of the alternative packages deliver on the project objectives to varying degrees. Packages A, B and 

C are particularly focused on delivering against the project investment objectives.  

Packages D and E go further, delivering regional benefits by investing in ripple effect initiatives to enable 

a long-term sustained culture to shift away from car driving. They accelerate culture change and create 

new social norms around all types of trips, not just commuting. Their intention is to create preparedness 

and to reach people early (eg reaching children not just through programmes focused on schools but 

also in their neighbourhoods), thereby creating opportunities for travel behaviour change in all aspects of 

life. Perhaps most importantly, by boldly tackling the entire city’s travel behaviour, packages D and E can 

enable systemic culture change making regression (ie going back to the car) post disruption less likely. 

While Packages D and E will require more resource in the short term, achieving culture change should in 

the longer term require less maintenance. It is expected that efforts may be scaled back as new societal 

norms are established. There is some uncertainty regarding the long-term (10 years +) maintenance 

costs for these packages because it is an emerging, relatively new concept. 

Figure 6-12 to Figure 6-13 presents a comparative summary of the packages including a visual 

representation of the packages, average peak FTE, average cost over 10 years, the number of trips to 

and through the CBD diverted, and the reach of each package. The diverted trips are broken down by 

the mode that a car user is shifted to. 
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Figure 6-12 Visual representation of the alternative packages 
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 Current arrangement Package A Package B Package C Package D Package E 

Focus 

Focus of the current TBC 
programme is on reducing 
congestion, increasing 
public transport use, 
improving the health of 
the region and reducing 
GHG emissions  

Scaling up current arrangement 
and refocusing effort to align 
with TBC package objectives  

Connecting people with 
active and shared modes 
to rail stations across the 
region   

Flanking and boosting 
effectiveness of parking 
levy 

Ripple effect and culture change in 
Wellington City 

Ripple effect and culture change 
in the entire region 

Example of what a customer 
might expect 

Some employers have 
travel plans, and some 
schools offer cycle 
training, but the reach of 
these schemes is not 
large due to budget and 
resource constraints.  

New on-site cycle facilities at 
work, better information about 
travel choices, online or 
wayfinding.  
Training and support from 
schools for cycling.    
Access to schemes run by 
employers together through the 
TMA, like a bike breakdown 
service.  

Services in their 
neighbourhoods to help 
them to connect with the 
rail service without driving 
eg information advising 
about a new local 
bikeshare scheme or a 
promotion about a new on-
demand shuttle launching 
in their neighbourhood  

Car drivers with company 
cars may be able to access 
more appealing cash out 
schemes from their 
employer or opt into a daily 
payment scheme for 
parking that encourages 
more flexible commuting 
patterns (ie not driving 
every day) 

A pop-up cycling event or cycle 
maintenance service on their street. A 
treasure hunt by public transport.   
A website or app that lets them make 
informed decisions about their next 
house move by letting them view 
public and active travel routes to their 
workplace or school alongside rentals 
and houses for sale.  An option for a 
facilitated conversation to find ways to 
make changes that suit the individual. 

Like D, but more people will 
benefit because there will be a 
greater number of local 
schemes. 

Number of travel plans: 
▪ Workplaces 
▪ Community 
▪ Schools 
▪ Events 
▪ Communities 

81 workplaces 
30 schools 

▪ 102 (21 additional) 
workplaces 

▪ 45 (15 additional) schools 

▪ 102 (21 additional) 
workplaces 

▪ 45 (15 additional) 
schools 

▪ 102 (21 additional) 
workplaces 

▪ 45 (15 additional) 
schools 

▪ Construction worker 
travel plans 

▪ 107 (26 additional) workplaces 
▪ 48 (18 additional) schools 
▪ 4 community travel plans 
▪ 9 event travel plans 
▪ Construction worker travel plans 

▪ 117 (36 additional) 
workplace travel plans  

▪ 238 (208 additional) 
schools 

▪ 5 community travel plans 
▪ 9 event travel plans 
▪ Construction worker travel 

plans 

Creates preparedness No information available 

Works within the existing 
constraints in the transport 
network and is reactive to 
improvements in the transport 
network.  

Similar to Package A. Similar to Package A. 

Holistic, co-design approach to 
achieving mode shift by changing the 
way people think.  
Cultural change via school, community 
and event travel plans.  
Cultural change and ripple effects are 
not reliant on external triggers.  

Broadens reach for cultural 
change and ripple effects 
beyond Wellington city.  
If people use shared and active 
travel in other parts of their lives, 
they are more likely to consider 
this for commuting purposes. 
Travel behaviour targets. 

Peak FTE (that this effort 
may be outsourced at times) 

9.25 13.0 (+ 3.75) 14.0 (+4.75) 15.2 (+5.95) 20.5 (+11.25) 26.0 (+11.75) 

Reach 41,000 105,000 (+ 64,000) 131,000 (+ 90,000) 131,500 (+ 90,500) 150,500 (+ 109,500) 420,000 (+ 379,000) 

Cost over 10 years 
(excluding FTE) 

$7.5M? (based on recent 
$0.75M per annum) 

$36.3M ($3.6M per annum) 
$39.7M ($4.0M per 
annum) 

$41.4M ($4.1M per annum) $46.4M ($4.6M per annum) $55.7M ($5.6M per annum) 

FTE cost 

Approx. 10M (1M pa 
assuming staff cost of 
100k pa including 
overhead costs) 

$13.0M (+ ~$3M) $14.0M (+ ~$4M) $15.1M (+ ~$5M) $20.4M (+ ~$10M) $25.9M (+ ~$15.9M) 

Total package cost over 10 
years 

$10.75M $49.3M $53.7M $56.5M $66.8M $81.7M 

Estimated No. diverted daily 
car trips into Central 
Wellington 

No information available 1,300  1,850  2,000  2,300) 
2,300 (trips not entering Wellington 

central city are not reflected in this 
figure).  
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Figure 6-13 Summary of packages A to E - average peak FTE; forecast cost over 10 years across all packages; reach and diverted trips 
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6.3 Sequencing the delivery of travel behaviour change measures   

There are several external triggers that should influence the choice and timing of the TBC 

package. The three most significant are listed below and shown in Figure 6-14: 

1. introduction of the parking levy in Wellington 

2. delivery of first and last leg improvements for rail and larger PT stations in the outer 

areas of Wellington (subject to funding and policy decisions)  

3. planned rail capacity improvements (not yet funded). 

 

Figure 6-14 Dependencies between travel behaviour change activities and other transport system changes 

Figure 6-14 shows that some TBC initiatives should be delivered in in preparation for 

external system changes. For others integration should be integrated with external system 

changes to boost its effectiveness. Key points to note are: 
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▪ Some travel behaviour change measures will be ineffective without an external change, 

eg a social marketing campaign to increase rail use from the outer areas is reliant on 

first/last leg access improvements to the rail stations, especially when parking at most 

park & rides is at capacity. 

▪ In some areas, capacity improvements (bus and rail) are needed before encouraging a 

greater uptake of public transport as it would be counterproductive if people were to shift 

modes only to find themselves on overcrowded PT or left behind when buses were full. 

▪ Cycle infrastructure improvements should precede travel behaviour change efforts to 

boost cycling in neighbourhoods that presently don’t have attractive infrastructure- 

temporary measures from Innovating Streets approaches could be used to forerun 

harder infrastructure changes. TBC will be wrapped around Ngā Uranga ki Pito-One and 

the wider Te Ara Tupua connection.  

▪ Development of travel behaviour change initiatives to flank the parking levy and boost its 

effectiveness should begin about two years ahead of the levy’s planned introduction so 

that they can be launched together. Other initiatives including advocacy for unbundling of 

parking, policy development to encourage company car cash out, are also precursors to 

the parking levy and should be underway prior to it being implemented. 

Many other system changes are expected that will either trigger or create the opportunity to 

focus TBC efforts. These changes will be much more frequent. The TBC package should be 

sufficiently flexible to take advantage of these opportunities as they arise.  

Examples are the construction of a shared path facility around Oriental/Evans Bay that when 

completed will provide a continuous high-quality cycle facility from the CBD to Miramar and 

the Te Ara Tupua shared cycle facility linking Lower Hutt and Wellington. TBC initiatives 

should also look to capitalise on changes to the public transport system such as a new 

airport flyer service or integrated ticketing. These opportunities provide the right ‘pull’ factors 

which, when combined with travel behaviour change initiatives, will lead to more people 

using public transport. 

As noted earlier, cultural change can occur at any time and is not necessarily reliant on 

system changes. This is because it is based on people having existing problems with 

their mobility and access to activities which they want to remove. 

6.4 Evaluation of alternative packages 

Each alternative package delivers on the objectives to varying degrees.  Table 6-2 presents 

an assessment of the extent to which each package is aligned with the project objectives.  
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Table 6-2 Extent to which the alternative packages achieve the objectives 

 
22 Busy times include weekends 
23 Disruption may be created by delivery of Let’s Get Wellington Moving, three waters renewals, building construction, major events 

Objectives 

Packages 

Package A:  Scaling up 
current arrangement and 
refocusing effort to align 
with TBC package objectives 

Package B:  Connecting 
people with active and 
shared modes to rail 
stations across the region   

Package C: Flanking and 
boosting effectiveness of 
parking levy 

Package D:  Ripple effect 
and culture change in 
Wellington City 

Package E:  Ripple effect 
and culture change in the 
entire region 

Improve access to and through the central city ensuring 
people know that the available travel choices will work 
for them (15%) ++ ++ ++ +++ +++ 
 Packages A, B and C will likely have a similar impact in achieving this objective as the number of 

people targeted or the potential impact is not significantly different within the three packages. 
Packages D and E score higher than the other packages by 
incorporating measures to achieve long term culture change. 
Important to note that benefits of D and E are realised over a 
longer time period and that the benefits are also realised in the 
wider region, not just the LGWM area.  

 

Minimise disruption to people and businesses by making 
sure they are aware of upcoming changes, how changes 
will affect their journeys, and understand their travel 
options during delivery of work to improve and renew 
the city22 (15%) 

+ + + + + 

 Most people in Wellington already know of the available travel options but not necessarily how the options could work for them.  All packaged will deliver the same 
level of effort on this objective, so they are scored the same.   
 

Make best use of the transport network by encouraging 
people to travel less often and at less busy times23 (20%) + + ++ +++ +++ 
 Packages A, B will not have as much impact as packages C, D 

and E due to the absence of measures to reduce the appeal of 
driving.  

Packages C, D and E include measures that will actively reduce the appeal of driving (and driving 
alone) and start to shift behaviour of people that are currently less willing (eg people with access to 
company cars and car parks). Packages D and E add an additional dimension of culture change 
and ripple effect by targeting much more of people’s lives. Over time these packages will start to 
change/shape places that people live in how they experience it and therefore, the impact is felt 
over a longer period and in the whole region.  
 

Make best use of the available transport options by 
reducing the proportion of people that drive alone during 
busy times or for short trips (25%) + ++ +++ +++ +++ 

 Packages A and B score lower than C, D and E as the latter packages introduce initiatives to reduce the appeal of parking. Package B will have a greater impact 
compared to A by targeting people in their home locations.  

Improve the health, safety and wellbeing of communities 
by increasing the number of trips that involve active 
modes and public transport (25%) + + + ++ +++ 
 Packages A, B and C will deliver on this objective to varying levels, but the packages D and E are more closely aligned with its intent. Package E will be more 

effective than package D in the long term as it has a wider geographic reach. 
Packages D and E are about winning hearts and minds focus on trips wider than commute and journey to education trips. They are about creating a societal change 
by reaching children (not just through school travel plans, but for how they play/ meet each other in their neighbourhoods); being there for 'life' triggers that provide 
opportunity for travel behaviour change whole-of-life. Through Packages D and E, it will be possible to scale back on travel behaviour change initiatives as societal 
norms change. 
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Other key points to note are: 

▪ The key difference between the packages is that packages A, B and C will meet the objectives 

to varying degrees, but they will not deliver the systemic culture changes over time that 

packages D and E will. 

▪ The risk of not delivering on the objectives as expected is considered low for package A (but it 

will be less effective compared to the other packages due to its narrow scope). Packages B and 

C carry a higher risk compared to package A as they rely on other budgets for delivery. 

Packages D and E will have more impact, but they carry a high risk around the ability to achieve 

the predicted impact as initiatives focusing on culture change have not been adopted at this 

scale in New Zealand. 

▪ Package E will reach the greatest number of people (resident population, workers, education) as 

it has the largest geographic reach and is hence likely to effect the largest reduction in vkt. The 

other packages have a similar number of people working, travelling to education or living within 

areas targeted. 

▪ Creating a ripple effect and cultural change will also deliver secondary benefits by changing 

behaviour in ways that are aligned with the GWRC objectives, but not strongly aligned with 

LGWM outcomes. For example, an initiative that reduces the number of trips from Lower Hutt to 

sporting events will help to change regional travel culture and have flow-on effects for journeys 

to and through central Wellington. The change in mode for the specific sporting trip may not, 

however, contribute to the LGWM objectives. 

▪ Packages D and E offer the opportunity through LGWM to initiate a step change that delivers a 

systemic cultural shift away from car driving, prevent regression post disruption, and in the long 

term affect the day to day decisions Wellingtonians make. While Packages D and E will require 

more resources in the short term, achieving culture change should in the longer term require 

less maintenance. There is some uncertainty regarding the long term (10 years +) maintenance 

costs for these packages because it is an emerging, relatively new concept. 

▪ Packages A and B do not reach enough people to have a transformative impact on 

Wellingtonians’ transportation culture and behaviour and may not lead to a sustainable change 

over time. Regression to old habits could be expected post disruption. 

▪ Packages A and B offer a good start and an increase in travel behaviour change capacity that 

will enable Packages D and E to occur, if a decision is made to fund them. 
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7 Forecasting Package Performance 

The Waka Kotahi Monetised Costs and Benefits Manual (MCBM) defines a methodology for 

forecasting the effects and economic efficiency of travel behaviour change initiatives. The simplified 

and full procedures outlined in the MCBM are primarily designed for forecasting the effects of 

workplace and school travel plans. A methodology is also suggested for household and community-

based travel behaviour change activities. The methodologies described in the MCBM are designed 

for individual initiatives rather than for a travel behaviour change package. The forecasting 

described in this chapter has been adapted from the MCBM full procedure. 

7.1 Uncertainty 

Historically, travel behaviour change activities were focused on workplace and school travel plans 

with some marketing and communications focused on the wider community. In recent years travel 

behaviour change approaches have evolved, becoming more holistic and more innovative. While 

there is a variety of empirical evidence about what can be achieved from targeted travel behaviour 

change programmes (eg personalised journey planning or travel plans), there is less evidence for 

how much of a role TBC plays in larger TDM programmes or more innovative initiatives (LGWM, 

2020a), ie there remains a good deal of uncertainty.  

A literature review (LGWM, 2020a) undertaken to inform this business case found that: 

▪ the effectiveness of “soft” travel behaviour change initiatives is very sensitive to local context, 

ie the quality / maturity of the local transport land-use system; 

▪ the same travel behaviour change initiative delivered in two different places could have very 

different impacts both in terms of diversion rate (from traffic) and mode-share of trips diverted; 

▪ while there is empirical evidence about the level of diversion resulting from individual travel 

behaviour change initiatives, there is little information about how different initiatives delivered in 

parallel may interact with each other (i.e. how to deal with double counting or synergistic 

effects); 

▪ while there is empirical evidence about the level of diversion resulting from travel behavioural 

change programmes, often there was little information about how hard different parts of a 

package were pushed. It was also difficult to understand the likely relevance of case studies to 

Wellington given differences in the transport system and land use in the case study locations. 

The Centre for Urban Transportation Research (part of the University of South Florida), in its Trip 

Reduction Impacts of Mobility Management Strategies (TRIMMS) tool, identifies “soft” travel 

behaviour change initiatives as “carrots” that usually “consist of measures geared either at 

increasing the knowledge of alternative modes and programs or at internalizing some of the costs 

associated to driving that would otherwise be borne by others”. They state that “although these 

programs do not directly affect the cost of using a mode, they tend to impact travel behaviour when 

part of a program consists of hard measures.”  They state that “Generally, it is not possible to 

directly estimate change in travel behaviour from these TDM strategies.” 

Given these uncertainties a “top down” approach has been adopted that emphasises the inherent 

uncertainties in forecasting the effects and benefits of “soft” travel behavioural change initiatives. 

The approach that has been applied is built on a series of assumptions and seeks to demonstrate, 

how wrong these assumptions need to be before decision-making is affected. 
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7.2 Approach 

At a high level, the economic efficiency evaluation is derived from the following procedure: 

▪ collect baseline data to assess the target population, existing demand, and mode share 

▪ estimate the likely traffic reduction (based on assumed diversion rate)  

▪ forecast the response of people who reduce car trips (to and from or in the central city) by 

changing their behaviour (eg working from home, making shorter car trips, etc.)  

▪ measure and monetise the impacts of this behaviour change24.  

▪ undertake sensitivity tests for key assumptions.  

Adopting full procedures forecasting approach  

▪ means that Wellington specific cost savings and benefits can be estimated; 

▪ means that we can manipulate the diversion rates; 

▪ enables the forecasts to be more sensitive to the different parts of Wellington; and 

▪ allows a broad set of sensitivity tests to be applied 

The full procedure calculations are included within Appendix I. 

When looking at city or region-wide travel behaviour change, the ability to manipulate diversion 

rates is important. For example, it is almost inconceivable that anyone would walk from Porirua or 

Kāpiti to work in central Wellington. They are most likely to divert to rail or possibly bus. It is also 

important to be able to calculate the benefit or costs savings for trips from discrete geographic areas 

that have varying base mode share and distance from central Wellington. 

Our approach is to use the diversion rates in the Monetised Benefit and Cost Manual as a base 

assumption, revising them where appropriate. We then apply sensitivity tests that explore different 

diversion rates or target populations (reach of each package). 

Travel behaviour change programmes are strongly influenced by the wider social and environmental 

context. Forecasts beyond ten years are therefore very uncertain. A ten-year evaluation period is 

therefore adopted. 

The fact that the procedure is intended for single travel plans rather than city or region-wide 

programmes introduces the risk of double counting diverted trips. This risk has been managed 

throughout forecasting the package’s performance through transparent definition of target 

populations and reach to reduce the likelihood of counting the same trip twice.  

 

7.3.1 Target population 

Table 7-1 presents information about the target population of the travel behaviour change package. 

It presents: 

▪ the residential population of each defined geographic area 

▪ the number of people employed in central Wellington that live in each geographic area 

▪ the number of children that go to school in each geographic area 

 
24 A limitation of the MBCM, is that is assumes that trips are diverted to another mode rather than not made at all (i.e. 
working from home). 
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▪ the number of tertiary students that travel to institutions (Victoria University, Massey University 

and Wellington Polytechnic) that live in each geographic area 

The 2018 Census has been used to define the population in Greater Wellington and employment in 

central Wellington. This data source gives 105,300 jobs in Central Wellington. The origins of the 

travel to work trips that ended in the central city on census day have been used to pro-rata the 

number of jobs in the central city to a home location. 

Roll data, as of July 2020, from the New Zealand Schools Directory has been used to calculate the 

number of pupils at primary, and intermediate/secondary school in each part of the city and region. 

The effects of the travel behaviour change packages are forecast to be enable differentiation 

between benefits that are aligned with the LGWM objectives from those that are not. Forecast 

effects for initiatives focused on travel to work are focused on trips that end in, or pass through, the 

central city. Forecast effects for initiatives focused on travel to education will largely focus on trips 

that end in Wellington central city. 

Table 7-1 Target Population data 

Geographic Area 
Population 

(2018) 

Employed in 

Wellington 

City Centre 

(2018) 

Primary 

School 

Rolls (2020) 

Intermediate / 

Secondary 

School Rolls 

(2020) 

Tertiary 

Rolls (2020) 

Central Wellington 46,600 10,100 2,796 6,409 12,232 

Northern suburbs 67,800 17,700 4,335 5,205 17,797 

Eastern suburbs 38,100 9,400 3,749 2,200 10,001 

Southern suburbs 31,400 15,600 2,563 2,302 8,242 

Western suburbs 28,000 12,800 3,700 0 7,350 

Porirua and Kāpiti 

Coast 
112,900 15,500 12,033 6,409  

Hutt Valley and 

Wairarapa 
197,600 24,200 18,422 15,559  

 

7.3.2 Reach 

Workplaces 

It is unlikely that any workplace element of a travel behaviour change package will reach every 

employee (or employer) in the city (unlike community or social media approach). To estimate reach, 

the target population has been adjusted to represent those employees who work government and 

professional services sectors. This target population has been further reduced to reflect additional 

resource burden associated with reaching employees in multiple small business. For forecasting 

purposes, it is assumed that reach includes only employees of organisations with 100 or more 

employees. This gives a workplace reach of between 30 – 35% of total employees in central 

Wellington.  

The Government employs a significant number of employees in Wellington.  We have assumed that 

travel plans would be targeted at Government departments with greater than 100 employees to 

increase the reach per travel plan. 67% of the Government departments have greater than 100 

employees. This infers that approximately 13,200 government employees could be reached through 

workplace travel plans. 



 

Let’s Get Wellington Moving Travel Behaviour Change Single Stage Business Case Page 80 

Schools 

The school target population is defined as those pupils who attend school in Wellington City. The 

target population is those who travel to school by car. Schools located within the central city are 

treated differently to those in the wider city.  

Some of the key secondary schools in Wellington City Centre where the benefits of travel behaviour 

change may be aligned to the objectives of LGWM are: 

▪ Wellington High School 

▪ Wellington East Girls College 

▪ Wellington College 

▪ Wellington Girls’ College 

▪ Queen Margaret College 

▪ St Mary’s College 

Some of the key primary schools in Wellington City Centre where the benefits travel behaviour 

change may be aligned to the objectives of LGWM are: 

▪ Te Aro School 

▪ St Mark’s School 

▪ Mt Cook School 

▪ Clyde Quay School 

▪ Clifton Terrace Model School 

▪ Sacred Heart Cathedral School 

▪ Thorndon School 

Smart and Klein (2017) suggest that the changing the behaviour of secondary school and tertiary 

education students will have lasting benefits when students transition into the workforce. Any TBC 

package targeting travel behaviour change in schools located further from the central city (i.e. not 

listed above), may therefore, in the longer term, help to reduce the number of car-based journeys to 

work.  

Smart & Klein did not quantify the proportion of students that maintain their behaviour change (after 

finishing school). This is likely to be location and context specific.  For this forecast it has been 

assumed that 20% of students will enter the workforce in central Wellington each year and 20% of 

these will maintain their travel. On this basis, the population whose behaviour is aligned to LGWM 

objectives grows year on year (if household and community focused initiatives are maintained). For 

example: 

▪ In year 2 20% of the secondary school and tertiary population enter the workforce and 20% 

maintain their travel behaviour change. Giving 4% maintained benefits. 

▪ In year 3, a further 20% of the secondary school and tertiary population enter the workforce and 

20% maintain their travel behaviour change. Giving 8% maintained benefits. Etc. 

Marketing Campaigns / Community 

The target population for community travel plans could reach all the population of a geographic 

area. This will depend on the scale and strength of each community travel plan.  
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The target population for marketing campaigns has been defined as the residential population of 

each geographic area within the ages of 20 – 65.  This is to reduce the overlap with school travel 

planning.  Marketing campaigns will be designed so that personal trips (i.e. recreational, shopping, 

social) lead to a reduction in vehicle driver trips/ vkt in the CBD. It is assumed that areas within 

Wellington City will result in benefits aligned with LGWM.  Where the target population is outside of 

LGWM we have quantified the benefits separately. For example, Package E increases marketing 

campaigns outside of Wellington City. Trips diverted by marketing or community campaigns may not 

terminate in Wellington and would not have a benefit directly aligned with LGWM.  

Overall Assumptions 

Journey to work data, in Table 7-2 , has been used to calculate the mode share of work trips to 

Wellington City Centre. Car mode share includes those who travel to work as a passenger in a car. 

Journey to education data, in Table 7-3 , has been used to calculate the mode share of education 

trips in Wellington. This includes all trips to education, including university, primary school and 

secondary school. The data does not differentiate between trips to the different types of institutions. 

Working from home has been excluded from the mode share in Table 7-3 . This is because working 

from home in the travel to work data does not specify the individual’s usual workplace destination. 

Therefore, we could not differentiate the proportion of the population who typically working in the 

central city. 

▪ In year 1, 20% of the secondary school and tertiary population enter the workforce and 20% 

maintain their travel behaviour change. Giving 4% maintained benefits.      

▪ In year 2, a further 20% of the secondary school and tertiary population enter the workforce and 

20% maintain their travel behaviour change. Giving 8% maintained benefits. Etc. 

Table 7-2 Base travel to work mode share (Destination: Central Wellington) 

Region Car Public Transport Cycling Walking 

Central Wellington 5% 8% 
1% 86% 

Northern suburbs 50% 47% 3% 0% 

Eastern suburbs 39% 44% 8% 9% 

Southern suburbs 24% 36% 8% 32% 

Western suburbs 34% 32% 5% 29% 

Porirua and Kāpiti Coast 57% 43% 0% 0% 

Table 7-3 Base travel to education mode share 

Region Car Public Transport Cycling Walking 

Central Wellington 23% 42% 
1% 34% 

Northern suburbs 48% 15% 1% 36% 

Eastern suburbs 42% 23% 5% 30% 

Southern suburbs 26% 31% 2% 40% 

Western suburbs 21% 31% 1% 47% 

Porirua and Kāpiti Coast 59% 11% 6% 24% 
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7.3.3 Diversion rates 

The level of diversion (from travel by car as a driver) is used to estimate mode share of the mode 

change to car as a passenger, public transport, cycling, and walking. These values have been used 

to calculate user benefits for new and existing pedestrians/ cyclists and road traffic reduction 

benefits. The diversion rates used are summarised in Table 7-4. 

A literature review of case studies showed a broad range of diversion achieved by varying travel 

behaviour strategies. To demonstrate the range of car trip reduction found in the literature review 

we note that the Commuter Connections Programme in Washington, USA, achieved a 14% 

reduction in vehicle trips. A similar travel plan programme in Santa Monica (Roberts 2020)25 

achieved only a 4% reduction in single occupancy vehicle trips. 

The diversion rates below were applied to the reach of each intervention as outlined in the package 

descriptions above. Each reach cohort has been collated to provide the total number of diverted 

trips (i.e. re-mode, work from home or take shorter trips). A limitation of the MBCM is that it 

assumed all trips are re-mode rather than work from home or take a short trip. The diversion rates 

are documented further in Appendix I. 

Table 7-4 Summary of diversion rates and evidence 

Initiative Diversion 
Rate 

Evidence 

Travel Plan (Workplace) – 

Soft Measure 

5% Evidence from the Netherlands and the United States, borne 

out by early examples in the UK, has shown that even the 

most “basic” travel plans can achieve 3-5% reductions in the 

numbers of employees travelling to work alone by car (DfT 

2002). 

The nearest diversion rate in MBCM was 5%.  

Travel Plan (Workplace) – 

Soft Measures to support 

Parking Levy 

7% Parking management in the Netherlands achieved a 5-15% 

reduction in car use. This increased to 20 – 25% reduction in 

car use when accompanied with soft measure. The soft 

measure increased the diversion by approximately 5-10% 

(Friman et al 2012). 

Travel Plan (Workplace) – 

Soft Measure with 

improved public transport 

links.  

12.9% This is the default high diversion rate profile from the MBCM. 

This rate is applied where there are public transport service 

improvements and other measures like a travel subsidy or 

parking management strategy.  

Travel Plan (School) 9% This is the default diversion rate profile for schools from the 

MBCM.  

Community Travel Plan 3% This is the default diversion rate profile for community travel 
plans from the MBCM. 
 
This is the rate that has been used to quantify the ripple effect 
and cultural change aspects of the package.  

 
25 Roberts, Jessica. “Case Study:  Santa Monica TDM,” Alta Planning + Design, July 2020. 
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Initiative Diversion 
Rate 

Evidence 

Marketing, Education and 

Outreach Marketing, 

Education and Outreach 

(excluding PT fare 

incentives)  

1% The literature review of case studies highlights that marking, 
education and outreach could achieve diversion rates 
between 4 and 13%. The case studies failed to define 
the proportion of the target population reached.  

 

As the diversion rates in the Monetised Benefit and Cost 
Manual are applied to the target population (rather than the 
population reached), we adopted a low community diversion 
rate of 1%. This means that marketing, education and 
outreach will need to reach 10% of the target population to 
achieve similar diversion rates to those in the case study. 

 

This is the rate that has been used to quantify the ripple effect 
and cultural effect that does not involve any travel planning.  

Disruption State +1% We have assumed an increase of 1% in diversion rate during 
disruption. This is to represent people’s ‘willingness to change’ 
increasing during phases of construction. The increase in 
diversion rate means that there will be higher diversion of 
those who are reached by the travel behaviour package. 
 
There is evidence that traffic ‘disappears’ in response to 
reductions in road capacity. Cairns, Atkins, and Goodwin 
(2002)8 provide a comprehensive review of over 70 case 
studies from eleven countries. In 82% of cases, traffic 
volumes reduced, sometimes by a large amount. The mean 
traffic reduction was equal to 22% of total traffic volumes on 
the affected road and parallel corridors, while the median 
reduction was 11%.  
A case study in Wellington implied elasticity of traffic volumes 
with respect to average travel times of -2.5 to -2.8. Our 
diversion rates are applied for the region.  

The parking levy diversion has been forecast using a different methodology to other parts of a travel 

behaviour change package. The introduction of a parking levy of $2,500 alone would be expected to 

reduce the total volume of car trips from 19,748 to 17,732, a reduction of 2,016 car trips to the CBD 

each weekday, refer to Section 4.8.  
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Table 7-5 lists the benefits of travel behaviour change activities that can be quantified. It also lists 

the inputs that are needed to estimate these benefits.  

Table 7-5 MBCM Monetisable Benefits 

Benefits Description Inputs 

Car Travel Time 

Cost Savings 

The car travel time benefits (or cost) relates to the 
value of reduced (or increased) vehicle travel times 
for car users due to decongestion benefits. These 
benefits would be normalised against the number of 
trips to calculate an average travel time saving for 
the trips that remain on the network.  

There are additional travel time benefits for people 
who choose to work from home and no longer 
commute to the city.  

1. Vehicle demands by region 

2. Travel times from WTSM 
models 

3. Table 15 MBCM – Values of 
time by trip purpose 

Vehicle 

Operating Costs 

Savings 

The operating cost of vehicles depends upon the 
distance and time spent travelling. This will include 
benefits for diverted trips that no longer occur and 
those who remain in the same mode.  

1. Vehicle demands by region 

2. Vehicle kilometres travelled 
from WTSM models 

Vehicle 
Emission 
Reduction 
Benefits 

The emission benefit from vehicle travel refers to 
reduced (or increased) vehicle emissions mode 
shift to walking and cycling. 

Emissions benefits associated with mode shift to 
public transport have not been quantified  

For the indicative economics, 
the MBCM rule of thumb (4% 
of the vehicle operating cost 
savings) is applied. 

Walking and 
Cycling Benefits 

The walking and cycling benefits refer to the health 
benefits when a user switches mode to walking and 
cycling. 

1. Walking and cycling 
demand 

2. Education and Community: 
Average one-trip length 
derived from national travel 
survey. 

3. Work: Average trip length by 
region from WTSM. 

User Safety 
Benefits 

The crash cost benefits are from the reduced traffic 
exposure on mid-blocks when a user switches to 
walking and public transport. No crash cost benefits 
will be calculated at intersections.  

Crash costs associated with an increased uptake in 
cycling are excluded. 

1. Vehicle kilometres reduced 
from WTSM. 

2. Percentage travelled on 
collectors and arterials 

 

7.4.1 Wellington Transport Strategic Model 

WTSM outputs have been used as the basis for estimating traffic reduction cost savings: travel time 

cost savings and operating cost savings. Outputs from the following WTSM tests were provided: 

▪ no demand management – whereby 2% of home-based work car commuter trips to CBD shift to 

Public Transport (50%) and work from home (50%) 

▪ medium demand management – equivalent to a ~4% reduction in car commuter trips 

▪ high demand management – equivalent to an 8% reduction in car commuters 

The outputs from the model were car driver trips, vehicle kilometres travelled, vehicle hours 

travelled, average speed by sector for the AM peak, interpeak, and PM peak. 
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These outputs have been used to quantify the average distance travelled on the network and the 

average travel time saving to the network per trip removed.  Further information is presented in 

Appendix I. 

7.5 Forecast efficiency of parking levy 

7.5.1 Parking levy non-quantifiable benefits 

Non-quantifiable benefits are the impacts on Land Use, Economic Competitiveness and 

Agglomeration. These parking-specific externalities are difficult to quantify, and the park levy team 

expected that they are relatively minor compared to the other costs and benefits. 

If a levy was implemented without any corresponding measures, the value of CBD properties would 

of course reduce, since the value of carparks is reduced. However, hypothecation cancels this out. 

CBD businesses benefit from the funds being reinvested in the city centre, or in ways which improve 

access to the CBD. Depending on the exact mix of transport projects, the value of CBD land (and 

properties) is likely to increase. This means that the overall effects of a parking levy are likely to be 

positive, rather than negative. 

Wellington City’s Gross Domestic Product (GDP) was estimated at $25.7 billion in 2019.18 The 

CBD is likely to account for at least 70% of this figure, since it has around 70% of the jobs in the city 

and those jobs are significantly higher-income than those outside the CBD.  

Conservatively, therefore, the CBD’s contribution to GDP can be estimated at $18 billion. By 

comparison, the parking levy is estimated as costing/ raising less than $30 million a year, less than 

0.2% of GDP but not insignificant by comparison to current rates bills. There are options to mitigate 

that burden, including changing parks to non-levied uses or even non-parking uses. Even so, the 

levy does add to their ‘cost of doing business’. 

Using reasonable assumptions, we find that the levy cost is only a very small share of the ‘cost of 

doing business’ in the Wellington CBD. It is likely to be more than offset by the CBD’s other 

advantages. This is assisted by the levy funds being used to improve its accessibility further. The 

overall effects on land use, economic competitiveness and agglomeration are expected to be 

positive. 

It is highly unlikely that any major displacement of economic activity would occur. To the extent that 

any activity did relocate elsewhere (eg a new office building was redirected outside the levy area), 

this would probably be to elsewhere in the same labour market, i.e. smaller hubs such as Newtown, 

Kilbirnie or Lower Hutt. 

It is considered that a parking levy will perform well in terms of vertical equity: most drivers earn high 

incomes, with people on low incomes much less likely to work in the CBD or to drive if they do work 

there (Census 2018). The exemption for disabled spaces also promotes equity. Perhaps the only 

issue for vertical equity from the list in Nunns et al (2019) is “people without access to public 

transport”. This issue could be mitigated by applying levy funds in ways that improve public and 

active transport access. 

7.5.2 Parking levy quantifiable benefits 

The main benefit from the levy is the net revenue raised, estimated at $28 million per year (for the 

year 2030). Commuters who take the opportunity to offset their costs by changing mode will have 

additional benefits from a parking levy due to the travel behaviour change. These are congestion 

reduction for other road users, GHG emissions, and accidents/ injuries/ deaths etc.  

CBD property owners and businesses would bear part of the burden of the levy, but (assuming levy 

funds are hypothecated) they would also benefit from the funds being reinvested in ways which 

improve access to the CBD.  Overall, the value of CBD land and properties is likely to increase 
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Overseas academic studies and a review of local economic indicators also suggests that the overall 

economic effects of a parking levy are likely to be positive.  The levy cost is only a very small share 

of the ‘cost of doing business’ in the Wellington CBD.  It is likely to be more than offset by the CBD’s 

other advantages, particularly if the levy is used to increase accessibility.   

Given that the levy is just 1% of total occupancy costs for a typical office tenant, it is unlikely that 

any major displacement of economic activity would occur.  If any activity were relocated (e.g. a new 

office building was developed outside the levy area), this would probably be to elsewhere in the 

same labour market, i.e. smaller hubs such as Newtown, Kilbirnie or Lower Hutt. There might be 

some very minor implications for agglomeration, but residents near those areas would also 

appreciate the local employment opportunities. 

The New Zealand Government generates most of its revenue from income tax, GST and company 

tax. Most of these taxes create a ‘deadweight loss’: a cost to society created by lost economic 

efficiency, which arises when we tax things we would like more of. Deadweight losses are an issue 

for most forms of taxation. As such, the Treasury recommends that Cost Benefit Analyses allow for 

a deadweight loss of 20%Pigouvian taxes (taxes for businesses and individuals who engage in 

activities that create adverse effects for society) aim to address these negative externalities, and 

they actually reduce an existing deadweight loss rather than creating a new one. This makes 

Pigouvian taxes a very effective system of taxation, where externalities exist. Since a parking levy is 

largely Pigouvian, it is likely to improve economic efficiency, as opposed to most taxes which reduce 

efficiency.  

7.5.3 Benefit cost ratio 

The total implementation costs for a parking levy are estimated at $3.76M between 2024 and 2026. 

The total operational costs beyond 2026 are estimated at $1.33M per annum.  

The benefits for the parking levy have been forecast using the methodology outlined in the MBCM 

and Section 7.3.3 of this business case. The total benefits of diverting approximately 2,000 car trips 

to the CBD each weekday is estimated at $9.9M per annum. The benefits streams are walking and 

cycling health benefits, travel time savings, vehicle operating cost savings, vehicle emission 

reduction benefits and crash cost savings.  Furthermore, a Parking Levy of $2,500 (and $1,750 per 

annum in low-price zones) is forecast to generate up to $28m in gross revenue per annum. 

Table 7-6 summarises the BCR for the parking levy. The values in the table below are 2020 net 

present value. 

Table 7-6 BCR parking levy 

 Parking Levy 

Cost ($M) (2022-2031) $9.0 

Revenue ($M) (2022-2031) $117.4 

Benefit ($M) (2022-2031) $38.0 

BCR (excluding Revenue) 4.2 

BCR (including Revenue)  17.2 

 

Section 8.2 of the Parking Levy Report (attached as Appendix G), summarises the estimated 

benefits of diverting approximately 1,700 daily car trips using two rule-of-thumb methods. Method 

one used the cost of congestion per kilometre, and method two used the cost of congestion per 
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vehicle. These gave benefits of $2.8M and $10.4M per annum, respectively.  The annual benefits 

calculated using outputs from the WTSM model ($9.9M per annum) sits within this range. 

7.6 Forecast efficiency of the travel behaviour change package  

7.6.1 Travel behaviour change package cost 

When assessing the individual package performance, we have used the average cost per year to 

implement the package. The total cost for 10 years is shown in Figure 7-1. The average cost has 

been calculated by dividing the total cost by the number of years.  

 
Figure 7-1: Summary of total cost of each package over 10 years 

Table 7-7. Total package costs. 

 Package A Package B Package C Package D Package E 

Travel Behaviour 

Change 

$19.3M $22.7M $24.4M $29.4M $38.8M 

FTE $13.0M $14.0M $15.1M $20.4M $25.9M 

Sub-Total $32.3M $36.7M $39.5M $49.8M $64.7M 

Supporting Activities 
(not typically funded by 
TBC) 

$17.0M $17.0M $17.0M $17.0M $17.0M 

Grand-Total $49.3M $53.7M $56.5M $66.8M $81.7M 
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An element of the cost for each package (shown in Figure 7-1) will result in benefits that have not 

been estimated.  For example, a large portion of the budget for each package is earmarked for 

promotions which might involve temporary fare subsidies included as part of a specific promotion or 

initiative (i.e.  subsidised fares to pump-prime a new bus services).  While these initiatives are 

expected to create benefits, it is not possible to quantify them without knowing more about the 

specific trial (i.e. where would the new bus services operate).  For the purposes of assessing the 

efficiency of each package, we have therefore looked at the cost of each package with and without 

these costs which relate to.  

▪ Off-peak incentives and peak time disincentives for example discount fares during off-peak 

periods as part of specific promotions ($16M over 10 years) 

▪ Journey planning app / MaaS ($0.95M over 10 years) 

Cost of monitoring and evaluation  

Each package included a cost of $5.7M over 10 years for monitoring and evaluation. The cost of 

monitoring and evaluation has been based on the cost of the BEATS study (Dunedin). A 

conversation with the MoT Chief Science Advisor in 2020 highlighted that there is an appetite to 

monitor wellbeing and other outcome framework aspirations.  The Advisor also cautioned that 

monitoring and evaluation can be costly and recommended that some of our monitoring could be 

progress through partnership with Academia by setting up a longitudinal lifestyle study or expanding 

the household travel survey.  

7.6.2 Assumptions 

The following assumptions have been made to approximate the average effect on individuals of 

each package.  

▪ a 10-year evaluation period.  

▪ base date of evaluation is 1st July 2021.  

▪ 230 working days (excluding 20 days annual leave) annually 

▪ 193 school days annually 

▪ gaining the full mode shift/ vkt/ trip reduction impact usually takes around two years. 

 

7.6.3 Quantifiable benefits: Step One – individual package performance 

Each package requires different conditions to perform optimally. These conditions have been 

identified as triggers, for example the parking levy or first-last leg improvements.  

This initial step will analyse the merits of each package. In this, artificial, test it is assumed that all 

the necessary conditions (external factors) for the package to be successful are in place. Their 

economic efficiency will be assessed for a 10-year evaluation period.  

Assessing the packages individually for 10 years of future state allows comparison of the packages 

relative to one another. It removes the complexity associated with changes to the transport and 

land-use system through time and allows focus on the differences between packages. This 

assessment is designed to highlight the differences between the travel behaviour change packages 

alone. The costs and benefits associated with the external triggers are not accounted for within the 

forecast. 
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Table 7-8 summaries the BCR for each package for the scenario where the conditions are in place 

for them to perform optimally.  

Table 7-8 BCR for packages 
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Cost ($M) $38.4 $41.9 $40.6 $44.1 $52.1 $63.7 $63.7 

Cost (excluding Public 
Transport Fare Incentive) ($M) 

$26.4 $29.9 $28.6 $32.1 $40.1 $51.7 $51.7 

Benefit ($M) $103.3 $140.7 $127.4 $147.0 $166.7 $184.9 $338.3 

BCR 2.7 3.4 3.1 3.3 3.2 2.9 5.3 

BCR (excluding Public 

Transport Fare Incentive) 
3.9 4.7 4.4 4.6 4.2 3.6 6.5 

 

The packages include a cost allowance for trials of public transport fare incentives. Fare incentives 
are likely to affect a targeted population. The population targeted will have differing benefits and 
impacts depending on who they are and where they are in the city. The forecasting and economic 
evaluation currently makes no allowance for the associated benefits. Benefit cost ratios (BCR) have 
therefore been reported both including and excluding this cost. 

Some of the benefits of packages D and E that can be monetised are realised beyond the 10-year 
evaluation period (assuming some level of travel behaviour change initiative continues).  These 
benefits, outside the evaluation period, are not included because they are not aligned to our TBC 
project objectives. 

In Table 7-8, Package E includes two columns, one which shows the forecast benefits aligned to the 
LGWM programme and another that shows benefits for the Wellington region (including those which 
are aligned with LGWM).  

7.6.4 Incremental benefits 

Table 7-9 Incremental analysis summary, below shows the incremental efficiency of the step 

change from one package to another. It is intended to be a pure incremental analysis as the 

packages are not mutually exclusive. They build on one another to reach a wider target audience. 

Therefore, the incremental benefit cannot be the sole deciding factor in selecting the optimal 

activity.  

The BCRs represent the ratio of the additional benefits derived from each subsequent package 
moving to the additional cost. As before, this analysis does not attempt to capture the cost, or the 
benefits associated with the triggers (external factors) such as a parking levy or first/last leg 
improvements.  
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The BCR of the packages range between 2.9 and 3.4. Therefore, where the efficiency of the 

incremental step change is greater than 3.0, it is considered value for money. The incremental BCR 

have been subject of sensitivity tests to show how this analysis is affected by the input assumptions. 

The analysis shows that the step change increase in travel behaviour change activities from 

enhanced status quo to first and last leg improvements (increment from Package A to B) or the 

introduction of a parking levy (increment from Package A to Package B minus C) are highly efficient.  

The analysis indicates that the step change from a scenario where first and last leg improvements 

are in place (Package B) to the introduction of measures to accompany a parking levy (Package C) 

is less efficient. This makes sense intuitively as the incremental cost of package C, relative to B are 

small, as are the increment in quantifiable benefits.  

The sensitivity tests show that if the packages were to be delivered for a lower cost, reach more 

people, or divert more people, the efficiencies between the packages improves. Using this analysis, 

the optimal solution could be either Package B or C. 

Table 7-9 Incremental analysis summary 
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Incremental Cost ($M) $3.5 $2.2 $2.2 $8.0 $11.6 

Incremental Benefit ($M) $37.4 $24.1 $6.3 $19.7 $21.2 

BCR 10.9 10.9 2.9 2.4 1.6 

Sensitivity Tests 

20% Lower Cost 13.6 13.7 3.6 3.1 2.0 

20% Higher Cost 9.0 9.1 2.4 2.0 1.3 

Diversion Rate 1% Lower for Workplace and 

School and 0.5% lower from Marketing, 

Education 

9.2 8.4 2.8 2.2 1.5 

Diversion Rate 1% higher for Workplace and 

School and 0.5% higher from Marketing, 

Education 

12.5 13.5 2.9 2.7 1.7 

Diversion Rate 2% higher for Workplace and 

School and 1% higher from Marketing, Education 
14.1 16.1 3.0 3.0 1.8 

Reach 20% less people 9.2 9.6 2.3 2.0 1.2 

Reach 20% more people 12.5 12.2 3.4 2.9 1.9 

 

7.6.5 Quantifiable Benefits: Step Two – Evolution of Travel Behaviour Change through time 

The first step kept time constant and allowed us to compare the individual merits of each package. 

This step will identify associated cost and benefit profiles through time. As time is no longer 
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constant, we have had to make assumptions as to the timing for triggers that will influence the 

effectiveness of a travel behaviour change package. 

It is recommended that the parking levy becomes operational in 2026 (LGWM,2021). Package C 

needs to be in place two years ahead of the parking levy. On the basis of discussions with GWRC 

and Metlink we have assumed that first and last leg improvements will also be in place within the 

region from 2025. The potential step-change pathways are shown in Figure 7-2.  

Package D and E have not been included in the analysis of the pathways as these packages are 

scalable. Therefore, they can be applied at any point in time and are not solely dependent on 

triggers. Not all benefits from these packages are aligned with LGWM programme.  They are 

expected to have enduring benefit that will not be fully realised in the 10-year analysis period.   It 

was therefore decided that these packages would be excluded from the pathways identified below. 

Any aspects implemented from package D or E will add additional benefits to any of the pathways. 

 

Figure 7-2 Possible pathways through time   

2022 2023 2024 2025 2026 2027 2028 2029 2030 2031

2022 2023 2024 2025 2026 2027 2028 2029 2030 2031

Year 1 Year 2 Year 3 Year 4 Year 5 Year 6 Year 7 Year 8 Year 9 Year 10

Parking Levy 2026 (requires 2 year lead in)

First-Last Leg Improvements 2025

Package A

Package A Package A with disruption

Package A Package B

Package A Package (C - B)

Package A Package C

Package A Package C with disruption

Pathway 1

Pathway 2

Pathway 3

Pathway 4

Pathway 5

Pathway 6
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Table 7-10 summaries the BCR for each package assuming that the conditions are in place for 

them to perform optimally. 

Table 7-10 BCR for pathways 
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Cost ($M) $36.7 $36.7 $39.1 $38.5 $41.3 $41.3 

Cost (excluding Public Transport Fare 
Incentive) ($M) 

$26.7 $26.7 $27.1 $26.5 $29.3 $29.3 

Benefit ($M)  $88.7 $112.6 $112.6 $112.7 $121.3 $168.4 

BCR  2.4 3.1 2.9 2.8 2.9 4.1 

BCR (excluding PT Fare Incentive)  3.6 4.6 4.1 4.0 4.1 5.7 

Note: 10-year net present value for PT Fare Incentive is $12.0M 

The table shows that: 

▪ disruption creates a natural step change in travel behaviour change that should be used as a 

lever 

▪ pathways 3, 4 or 5 (which include a step change to parallel the introduction of first and last leg 

improvements or a parking levy or both) are similarly efficient 

▪ a step change in travel behaviour activities designed to flank a parking levy alone, is slightly less 

efficient that delivering the same activities in combination travel behaviour change activities that 

accompany first and last mile improvements 

7.7 Sensitivity tests 

The method of sensitivity testing involves manipulating a single variable, such as diversion rate, for 

a range of values to produce a BCR range. We have tested interactions between assumptions and 

manipulated multiple variables at the same time, such as cost and diversion rates.  

The following input parameter have been sensitivity tested to determine if there is a large change in 

the evaluation outcome: 

▪ differing levels of diversion  

▪ different response (i.e. mode share)  

▪ differing levels of estimate user demand (i.e. scale of target population)  

▪ capital and operation costs  

▪ with and with-out enduring secondary school benefits 

The sensitivity tests are summarised in Table 7-11 Summary of sensitivity tests.  to test the 

economic efficiency of the packages. The sensitivity tests show the BCRs stay above 1.5 and could 

be as high as 5.3. The range of BCRs emphasise that travel behaviour change is sensitive to the 

environment that it is delivered in. 

The tests indicate that you will get a lower return on investment from travel behaviour change if the 

transport system does not change as quickly as anticipated. For example, a package that coincides 

with disruption or targets areas with good accessibility will have a higher return on investment. 
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The sensitivity tests do not change the order of BCRs for pathways.  

Table 7-11 Summary of sensitivity tests.  
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BCR  2.5  3.1  2.9  2.8  3.0 4.1  

BCR Sensitivity Tests 

20% Lower Cost 3.0 3.8 3.6 3.5 3.7 5.1 

20% Higher Cost 2.0 2.6 2.4 2.3 2.4 3.5 

Diversion Rate 1% Lower for Workplace 

and School and 0.5% lower for 

Marketing, Education 

1.9 2.5 2.3 2.2 2.4 3.5 

Diversion Rate 1% higher for Workplace 

and School and 0.5% higher for 

Marketing, Education 

2.9 3.6 3.5 3.4 3.5 4.7 

Diversion Rate 2% higher for Workplace 

and School and 1% higher for Marketing, 

Education 

3.5 4.2 4.1 4.0 4.1 5.3 

Reach 20% less people 1.9 2.5 2.3 2.3 2.4 3.3 

Reach 20% more people 2.9 3.7 3.4 3.3 3.5 4.8 

No maintained secondary school 

benefits 

2.2 2.8 2.7 2.6 2.8 3.8 

Double maintained secondary school 

benefits 

2.6 3.3 3.1 3.0 3.1 4.3 

20% Higher cost AND Diversion Rate 1% 
Lower for Workplace and School and 
0.5% lower for Marketing, Education 

1.6 2.1 1.9 1.8 2.0 2.9 

 

7.8 Unquantified benefits and disbenefits 

We have not attempted to quantify benefits or disbenefits associated with changes to: 

▪ noise pollution 

▪ overcrowding on public transport 

▪ road user safety 

▪ maintenance and operating cost; or  

▪ economic activity.  
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These are in addition to the benefits mentioned in Section 7.5.1. These travel behaviour change-

specific externalities are difficult to quantify, and we believe on balance the benefits and disbenefits 

will be minor.  

There is a potential benefit that the diversion of private vehicles to walking and public transport will 

reduce the social cost of crashes on the network. As the exposure to crashes deaths and serious 

injuries will have reduced at intersections. The regional scale of this package will make it difficult to 

determine which intersections will see a reduction in traffic volumes.  

Road construction, maintenance and operating cost savings are assumed to be negligible for the 

number of private vehicle trips and/or vehicle kilometres that are likely to be removed.  

There is a potential disbenefit that the increased uptake of public transport will impact on the 

existing user experience of the public transport system due to overcrowding. This could result in 

additional costs to Metlink, to provide additional services to minimise overcrowding on the network.  

There is also a potential disbenefit that working from home will have negative impacts on economic 

activity with the target area by reducing spending. However, this disbenefit is likely to be neutral 

when looking at a larger area, such as Greater Wellington.  

7.9 Delivering accompanying travel behaviour change to a parking levy 

Package C is designed to accompany the parking levy. This package will flank the parking levy to 

encourage further travel behaviour change through policies that enable companies to reduce their 

parking supply for benefits. Package C does not claim benefits derived only from the parking levy. 

The UK Department for Transport (2002)26 found that travel plans with restrictions or charging for 

car parking can achieve a 15 – 30% reduction in the number of employees driving to work, over a 

period of two to four years. This is compared to travel plans without demand management, which 

can achieve a 3-5% reduction in the number of employees driving to work. The parking levy 

approximates a 10% diversion. Based on the research above, we can assume an extra diversion of 

7% from Package C (refer Table 7-4).  

Table 7-12, below, summarises the BCR for the parking levy and the travel behaviour change 

package.  

Table 7-12 Summary of BCR for the parking levy and travel behaviour change.  

 
Parking Levy + Package C 

(2022-2031) 

Cost ($M)  $53.0 

Revenue ($M) $117.4 

Benefit ($M) $185.0 

BCR (excluding Revenue) 3.5 

BCR (including Revenue)  5.7 

 

 
26 Department for Transport (2002). Making travel plans work Lesson from UK case studies. Department for Transport, 
UK. 2pp 
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7.10 Summary / conclusions 

Step One, individual package performance, assessed each package’s economic efficiency 

irrespective of time. This is because some of the packages are dependent on triggers through time. 

This step assumes that all triggers are in-place for the packages to perform at their optimum.  

The evaluation shows that each package delivers incremental benefits. When considering only 

benefits that are aligned to LGWM objectives, the incremental benefit diminishes as you move 

through the packages. This seems reasonable, as packages D and E are designed to create long 

term, sustained benefits from the cultural and ripple effect, some of which are not realised within a 

10-year analysis period. These packages will also see benefit realised outside the target area of 

LGWM. The benefits that have not been realised in the LGWM target area have been excluded from 

the reported BCRs. 

Sensitivity tests highlighted the package’s BCRs are most sensitive to the cost reach of each 

package and diversion rates. The literature review highlighted that the diversion rate achieved is 

heavily influenced by the transport system in which these strategies and interventions are 

implemented. There is a lot of uncertainty as to the timeframe that will see the transport system in 

Wellington change significantly. This suggests that if there are delays to triggers or enablers, the 

travel behaviour change package will not be as effective. 

Step Two, evolution of Travel Behaviour Change through time, assessed multiple pathways through 

time. The introduction of time means that we have made assumption as to when trigger or enablers 

will be implemented. Package D and E have been excluded from each pathway as these packages 

are scalable These packages can be applied at any point in time and are not solely dependent on 

triggers. 

Based on the current assumptions regarding the timeline for triggers, Pathway 6 is the most likely to 

occur. This pathway is the combination of package A and C along with periods of disruption. 

Findings of the Step One evaluation suggests that package D and E’s, culture and ripple effects, 

should be scaled-up in parallel with the evolution of the transport system. The package should seek 

to evolve and expand its reach as barriers in the wider transport system (e.g. first and last leg) are 

removed.  
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8 Recommended package 

Following evaluation of the five packages and discussion with the Technical Working Group, 

agreement was reached that implementation of the recommended package should be staged to 

respond to changes in the wider transport system.   

It is recommended that the immediate focus is Package A (see section 6.1.2) and that the travel 

behaviour change programme is sufficiently flexible to respond to the introduction of first-last leg 

services (Package B, section 6.1.3) and a parking levy (i.e. Package C, section 6.1.4) 

Cultural change and ripple effect approaches are not related to specific triggers and could be 

implemented now, or starta little later.  Given that these are relatively new concepts for New 

Zealand it is recommended that a ‘pilot, test and grow’ approach is adopted for culture change and 

ripple effect elements of Package D (6.1.5) and E (section 6.1.6). Adopting a flexible, learning 

approach alongside co-design and engaging partners early, will build support and readiness for 

change.  It will allow new initiatives to be tested before being implemented on a broader scale. 

Figure 8-1 below shows how the recommended package will be staged in response to opportunities 

and triggers.  
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Figure 8-1 Overview of the recommended package 

Staging of the recommended package is explained below: 

▪ The first few years would entail scaling up travel behaviour change that is already happening, 

demonstrating success, establishing partnerships and avenues for community engagement, and 

beginning the co-design process for the targeting of future measures. At this stage, the key 

focus will be on the Wellington city centre and inner suburbs through travel plans, events and 

experiences, marketing, communication and incentives and will respond to LGWM 

improvements and related disruption due to capacity constraints on public transport. The focus 

will be on influencing trip choice by engaging with people at the ‘work’ or ‘education’ end of their 

trip. See details on the existing behaviour change programmes in section 6.1.1 and Package A 

in section 6.1.2 for details.  

▪ As first/last leg connection improvements are made (eg shuttle services, walking, cycling and 

scooting infrastructure improvements, rail access plans, MaaS), efforts will be focused on 

connecting people with active and shared modes to the rail stations across the region through 

activities such as targeted social marketing campaigns, incentives and by working through 

employers to encourage change. See Package B in section 6.1.3 for details.  

▪ When the timing of the parking levy’s introduction is clearer, the package will focus efforts 

on flanking and boosting its effectiveness; this will require engagement and co-design two years 

ahead of the anticipated launch date and will include reducing the appeal of driving, especially to 

and through Wellington city centre. This would include working with employers to encourage 

changes to parking management (supported by software which will need to be specified and 

procured), providing guidance on fringe benefit implications and finding MaaS alternatives to 

company car schemes. These measures are reliant on the parking levy being introduced to be 

worth investing in. See Package C in section 6.1.4 for details.  

▪ As discussed in section 3.5, a successful TBC package must also focus on a wide range of trips 

because how people travel when they are not going to work or education can influence how they 

choose to travel to work or education. Influencing travel choice for non-work/trips increases the 

willingness and opportunity for change, which enhances the effectiveness of travel behaviour 

change efforts that target trips to/from/within the central city, and reduces the need to maintain 

travel behaviour change efforts over the long term because there will be a culture shift away 

from car dependency over time. This tactic is ideal for testing in a pilot, test and grow approach 

alongside Package A – an approach which will also contain costs. 

▪ Taking guidance from packages D and E, the recommended package will build upon previous 

steps by moving forward ripple effect and culture change activities in the inner areas, 

expanding to the outer areas of the region, taking a pilot, test and grow approach. Delivering this 

level of change means a higher spend and an understanding that the sum of the benefits isn’t 

directly applicable to central Wellington, but it will be felt across the wider region. Refer to 

sections 6.1.5 and 6.1.6 for details.  

Based on emerging evidence, ripple effect and culture change initiatives are expected to boost the 

effectiveness of other components of the travel behaviour change package and their value over the 

long term will be that less effort is needed to maintain travel behaviour change programmes 

because the culture will shift away from car dependency. 

Critical to the success of the package, timing of implementation of complementary measures should 

be aligned with the LGWM programme infrastructure improvements to increase synergies and 

support the use of active and shared modes (refer to section 6.3). 

8.1 Travel behaviour change strategies for disruption  

The recommended package will also focus on delivering travel behaviour change during periods of 

construction-related disruption. To demonstrate how a TBC package can be tailored to specific 
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disruptions, a targeted TBC plan was developed for four disruption scenarios, to help ease pressure 

on Wellington roads by enabling people to make informed travel choices both during disruption and 

in the long-term. The specific strategies supported by a report are attached as Appendix H. The four 

disruption scenarios considered include:   

▪ Scenario 1:  Disruption to the central city associated with delivery of Golden Mile improvements  

▪ Scenario 2:  Linkages to the suburbs through bus priority lanes alongside cycle improvements, 

using Karori to the City as an example  

▪ Scenario 3:  Network disruption associated with MRT / bus development on the Quays  

▪ Scenario 4:  Network disruption associated with the Basin Reserve grade separation.  

The overall strategy is to ease pressure on Wellington roads while supporting people to make 

informed travel choices that are right for them, both during periods of disruption and in the long-term 

by:  

▪ making sure people are aware of upcoming changes and how these might affect their journeys  

▪ helping people to understand their travel options during periods of disruption  

▪ managing travel demand so Wellington City can keep moving  

▪ leveraging the disruption to encourage travel behaviour change away from driving. 

Figure 8-2 presents the core themes that would be used in messages and campaigns. These have 

been developed in line with the MoT guidelines attached in Appendix C.  

 

Figure 8-2 Disruption scenario travel behaviour change strategy: core themes 

Using the rethink, reduce, re-route, re-mode, re-time themes could also support post-disruption 

messaging to ‘return’ or ‘re-set’ that might signal an end to a disruption period and encourage 

people back into the city, making use of new active and shared mode improvements. This would 

address a concern that has been raised by businesses. For all disruption scenarios, it is assumed 

that construction will be managed in way that minimises impact on people walking, on bicycles and 

in buses by providing wayfinding and well-considered routes past construction sites, communicating 

alternate routes or re-routing bus services when necessary. 

These scenarios were explored to develop an overall approach to periods of disruption which 

includes: ensuring people are aware of upcoming changes and how they might be affected, helping 
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people understand the travel options that work for them during periods of disruption, managing 

travel demand so Wellington can keep moving, and leveraging disruption to encourage travel 

behaviour change away from driving. These approaches can be tailored according to the specifics 

of periods of disruption. 

The disruption-related messaging and actions should be targeted to those who travel to and through 
the disrupted areas. This will require identifying trips, modes and times most impacted, and 
proposing viable alternatives, as well as providing advanced communication and undertaking further 
actions to minimise the impact of disruption.  

The key action in the recommended package is to introduce measures prior to the disruption to 
avoid people getting into their cars during the disruption, and, during road network disruption, 
encouraging people to prepare by thinking in advance about alternatives to single-car occupancy. 

A communications and engagement plan is discussed in section 11.7.6. Construction-specific 
communication should also be coordinated with the travel behaviour change governance group to 
ensure consistency and opportune timing of communication. 

Other opportunities during the disruption state include: 

▪ Provision of alternative routes for active travel users - Construction teams should prioritise 

the safety and comfort of cyclists during construction by creating alternate routes. Smooth 

walking routes should also prioritise the safety and comfort of pedestrians including the visual 

and mobility impaired. These provisions should be communicated in a timely manner as part of 

the communications plan. 

▪ Freight management and servicing - A freight management plan is recommended for large 

and small freight movements and servicing as a reliable and efficient supply of goods and 

services to businesses and residents in the city. This is vital through and during disruption. 

Initiatives it could include are: 

– consolidation of deliveries 

– encouraging the use smaller vehicles and human powered transport, particularly for distribution 

in urban areas (eg cargo e-bikes) 

– change freight delivery times to reduce congestion  

– improve vehicle operator training to encourage more efficient driving 

– as part of workplace travel plans, encourage businesses to organise orders for minimum number 

of deliveries (e.g. stationery ordered once per week or fortnight instead of on demand) . 

 Traffic Management Plans (TMP) – Historically TMPs have been focused on minimising 

impacts on motorised traffic. As part of LGWM there is an opportunity for some TMPs to be used 

to minimise the impact on the whole transport system. Opportunities to prioritise use of shared 

and active modes should be explored. TMPs could also aim to create an integrated network of 

alternate routes and diversions to ensure individual TMPs work together to minimise any 

additional disruption. Consideration of temporary traffic management priority lanes for public 

transport and emergency services could also be explored.
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This SSBC has identified the types of initiatives, high level cohorts that could be implemented. The 

next stage following this SSBC will add more granularity to the TBC package and also sequence the 

delivery of measures when the timing of the wider LGWM programme is clear. Next steps are 

outlined below: 

 

Some of the ways that initiatives could be introduced include:  

▪ implementing additional complementary measures in locations or with partners already involved 

in travel behaviour change related programmes 

▪ as part of programmes to encourage travel by shared and active modes to and from school, 

focusing on encouraging children within 800m - 2km from schools to increase walking, cycling, 

and scooting; geofencing a messaging campaign for parents to ‘nudge’ them, eg benefits of 

increasing physical activity for children; setting an example by walking, cycling or scooting with 

their kids to school; highlighting the dangers of congestion around schools and air quality 

impacts of idling cars 

▪ analysing demographic data to understand how many people live within 800m-2km of public 

transport stops to target for first/last leg initiatives, eg free trial of e-scooters or bikeshares, 

reduced public transport fares if using active or shared modes; identifying employers near public 

transport stops to target for participation in active travel challenges or Workplace Travel Plans; 

overlaying public transport access and Journey to Work data to understand who has access to 

public transport but still chooses to drive for targeted information, marketing and incentives  

▪ posting public transport improvements, geofenced social marketing campaigns or incentives to 

‘give it a go’ for people who live within 800m - 2km of bus stops or train stations 

Confirm specific cohorts, geographic area and communities

Develop an understanding of the demographics of each cohort

For each cohort, develop an understanding of the readiness to change based on the work presented 
in section 3.2

Develop an understanding of the barriers, motivators and triggers specific to the cohorts being 
targeted (refer to the Strategic Case: LGWM, 2020 section 7.2 for more details) 

Develop personas to further the understanding of the cohorts (refer to the Strategic Case: LGWM, 
2020 section 7.2 for more details)   

Design specific initiatives using co-design principles and a pilot, test and grow approach
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▪ using deprivation data to target low socio-economic suburbs or neighbourhoods for 

collaboration, partnerships and co-design of measures; incentivising active and shared modes 

for specific populations in these areas; education and media campaigns on potential cost 

savings associated with traveling differently 

▪ targeting areas identified for increased density; advocating for increased public transport 

services in these areas as new developments are built; targeting new movers into new 

developments.  
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9 Commercial Case 

This section provides a high-level introduction to the commercial arrangements associated with 

delivering a travel behaviour change package for Wellington. Information about the commercial 

arrangements or procurement strategy for goods services needed as part of the delivery of a 

parking levy is not currently available. 

9.1 What needs to be procured? 

It is anticipated that much of the work to deliver a travel behaviour change package for Wellington 

will be delivered in-house, by LGWM. Most procurement activity will be routine, small- scale and low 

risk. The types of things that will need to be procured will include: 

▪ professional services such as: 

– training internal staff on principles of behaviour change to achieve the specific 

LGWM objectives 

– ad-hoc marketing and communications advice 

– software development services 

– web-development 

– delivery of questionnaire and surveys 

– design of targeted travel behaviour change programmes (and campaigns). 

▪ promotional materials for events and competitions 

▪ publications and printed materials  

▪ temporary staff to cover periods of high demand 

These services could be procured on an “as and when” basis. Wherever possible, and unless 

specialist services are required, LGWM should make use of existing supplier arrangements. 

Efficiencies may be achieved through the establishment of supplier panels for specialist skillsets. 

A greater level of procurement effort is expected for the Parking Levy. It is proposed that the parking 

Levy will be operated in-house by Wellington City Council. Nonetheless, professional services will 

be required. While these are yet to be specified, they could include: 

▪ project management services; 

▪ communications and engagement support; 

▪ legal advice to inform legislative change; 

▪ professional services associated with the detailed scheme development & design; and 

▪ information technology services (eg database & systems design, web interface)  

Part C: Planning for Implementation 
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Further development of the parking levy proposal will involve specifying the necessary services and 

establishing a procurement strategy. This work will need to identify which of these services can be 

delivered in-house or by existing suppliers and which should be subject to market sounding and 

procurement processes.  

It will be necessary to decide whether to procure these services as a package or whether individual 

packages should be let and managed by LGWM. This decision may be influenced by LGWM 

capacity to manage multiple, smaller packages. It is anticipated that most risk is associated with the 

procurement of information technology services.  

9.2 Procurement rules 

Each of the partners to LGWM has well established procurement policies, strategies and plans. 

LGWM are working in accordance with Waka Kotahi’s procurement policy strategy. 

9.3 The procurement strategy 

Further work is needed to develop a procurement strategy and plan for services needed to establish 

a parking levy for Wellington. This work should consider: 

▪ the market capability / capacity 

▪ the potential for risk sharing with any suppliers (eg IT solutions) 

▪ the most appropriate commercial models (form of contracts etc) for the various services 

▪ any specific contract clauses that should be included 
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10 Financial Case 

The chapter outlines the costs and funding requirements for the recommended investment. It 

highlights the financial implications of the proposed investment and highlights possible funding 

sources and cost sharing arrangements. 

10.1 Indicative cost envelope 

The LGWM PBC (Draft, 21 June 2019)27 included estimated costs for the different elements of the 

Indicative Package agreed for Wellington28. The indicative package included a “Smarter Transport 

Network” component which was estimated to have a capital cost of $80M. No revenue cost 

estimates were presented. The PBC described this component as including: “full integrated 

ticketing, transition to integrated transport network operating systems, travel demand management 

measures including Mobility as a Service, parking policy improvements and education and 

engagement.”  The amount assumed for each element was not provided. 

The Indicative Package was an evolution of the Recommended Programme (2018)29, developed by 

LGWM. The 2018 Recommended Package (which was superseded by the 2019 Indicative 

Package) included a “Smarter transport network with road pricing” component which was to include: 

▪ implementing smarter pricing (eg parking/cordon charges) 

▪ establishing Mobility as a Service (MaaS) for Wellington 

▪ network optimisation including safety and operational improvements 

▪ enhancement of existing travel behavioural change programmes 

▪ establishing an integrated network operating system 

▪ aligning parking policy and management with the programme 

$30M was signalled for the development of a smarter transport network. A further $30M was 

allowed for smarter pricing which was described as “a suite of travel demand management 

measures including greater use of pricing mechanisms, changes to parking charges and the 

introduction of congestion charging.”  The Recommended Package did not identify a separate cost 

for enhancement of existing travel behavioural change programmes. 

The following sections summarise the expected costs and revenues associated with a commuter 

parking levy and associated travel behaviour change package. 

10.2 Costs and revenue associated with a commuter parking levy 

Section 4 describes the proposed design of a commuter parking levy for Wellington. It explains the 

geographical area to which it would apply, the numbers of car parks that would be subject to the 

levy and the levy amount proposed for Lambton, Pipitea and Te Aro parts of the central city. The 

following sections present the expected costs and revenues associated with a commuter parking 

levy. It is assumed that the parking levy will be enacted in 2026. 

  

 
27 https://lgwm.nz/assets/Documents/Programme-Business-Case/LGWM-PBC-Report-21-June-2019-Draft.pdf (June 
2019) 
28 The Minister of Transport (with advice from the Ministry of  
Transport and LGWM) worked with the WCC Mayor and GWRC Chair to develop an “Indicative Package” 
29 https://lgwm-prod-public.s3.ap-southeast-2.amazonaws.com/public/Documents/The-Plan/LGWM-RPI.pdf (October 
2018) 

https://lgwm.nz/assets/Documents/Programme-Business-Case/LGWM-PBC-Report-21-June-2019-Draft.pdf
https://lgwm-prod-public.s3.ap-southeast-2.amazonaws.com/public/Documents/The-Plan/LGWM-RPI.pdf
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10.2.1 Expected costs 

The costs are described in terms of the: 

▪ establishment / implementation costs; and 

▪ ongoing operational costs. 

Costs estimates are derived from representative information provided by Nottingham City Council 

(UK). This information included detailed copies of the Financial Case for their workplace parking 

levy. Costs which were provided in 2009 GBP have been inflated to 2020 GBP and then converted 

to NZD at the prevailing NZD/GBP conversion rate as of 14 October 2020. 

Estimated costs and forecast revenues presented in this chapter are not non-discounted or adjusted 

for inflation and presented solely in 2020 dollars. The levy calculation which drives demand 

reductions is calculated inclusive of GST. The revenue calculations are exclusive of GST. This 

means that a $2,500 annual levy generates $2,125 of gross revenue per leviable carpark. 

10.2.1.1 Implementation Costs 

Table 10-1 below provides a breakdown of the estimated implementation / establishment costs. 

Costs are shown for each financial year. Nottingham City Council provided low, medium and high 

costs estimates where the upper and lower bounds were ±33% of the central estimate. 

Table 10-1 - Estimated Implementation Costs 

 

All the implementation costs have currently been estimated as operating expense, rather than 

capital costs. The only potential for capital costs is related to developing information 

communications technology (ICT) infrastructure and systems needed to support operations. It can 

largely be expected that these functions would be procured on an as-a-service basis. Capital costs 

will be minimal. 

10.2.1.2 Operating Costs 

Nottingham City Council also provided a breakdown of their operating costs for running and 

operating their workplace parking levy scheme. These costs have been converted to 2020NZD and 

are presented in Table 10-2 below.  
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Table 10-2 - Estimated Operating Costs 

 

At this stage, it is estimated that $1.520m should be allowed for the first year of levy operations, 

reducing slightly to $1.328m in the second year. The financial model also accounts for an additional 

operating cost: an allowance for bad debts from the levy collection. This is conservatively estimated 

at 1% of all revenue associated with the levy. 

10.2.2 Forecast revenues 

Four parking levy scenarios have been modelled. These allow gross and net revenue to be forecast. 

Gross revenue is the amount of levy revenue collected against the in-scope carparks. A summary of 

these gross revenue figures for the four levy scenarios are included in Figure 10-1 below. As can be 

seen a levy set at $2,500 per annum (and $1,750 per annum in low-price zones) would generate up 

to $26m in gross revenue per annum. 

 

Figure 10-1 - Forecast Revenue for Four Levy Scenarios 
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10.2.3 Projected cashflow - $2500 parking levy 

Table 10-3 - Projected cashflow for a $2500 parking levy. 

10.2.4 Fundamental assumptions 

The financial model is based upon assumptions related to the: 

▪ consistency of staff and professional services costs in the UK and New Zealand; 

▪ extent to which the levy costs are passed from car park operators/owners to commuters; 

▪ price elasticity of commuter parking demand;  

▪ extent to which existing commuters choose, and are able, to park outside the levy area in order 

to avoid an additional charge; 

▪ car park owner and operator response to a reduction in parking demand; 

▪ number of short-stay car parks currently provided in off-street public car park facilities; 

▪ ability for the future transport system to accommodate the additional demand for public transport 

resulting from the parking levy - this is part of the reason for suggesting that the parking levy 

does not become operational until 2026.  
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10.2.5 Uncertainties 

The main uncertainties that could affect the cost estimates and revenue forecasts are 

▪ establishment costs are estimated on the introduction of the levy in Nottingham; if the levy 

operations were to be paired with ‘smarter’ travel demand management tools, the cost of 

implementation and operation may be higher than what is indicated in this model. 

▪ the ease in which commuters can transition to public or active transport modes. If there is not 

readily available public or active transport modes for a car commuter to substitute to, the only 

alternative may be to simply pay the increase in levy and drive. Therefore we propose that the 

levy is not introduced until at least 2025, as this timing aligns with some of the initial planned 

public transport and active mode improvements as part of the Let’s Get Wellington Moving 

Programme.  

▪ the extent to which certain commuters are driving because of other factors, such as intermediate 

stops (school or day-care drop offs30, for example), or health and safety considerations (such as 

a desire to remain away from public transport during the COVID-19 pandemic). 

▪ the pass-through of the levy - where a parking levy is charged to owners and operators of 

carparks, the full cost of the levy is unlikely to be fully passed through to commuters, judging 

from evidence in other jurisdictions. Our estimate is that at least 60% for public carparks and 

50% for private/business carparks  

▪ the extent to which there are unintended market movements (such as towards individual 

ownership and purchase or carparks by commuters, rather than use) which could further reduce 

the supply of leviable carparks. 

▪ the estimated supply response of carpark operators. The model currently presumes that some 

carpark operators would transition some long-stay commuter carparks to casual carparks, 

leading to a reduction in the overall supply of commuter carparks.  

  

 
30 This will be able to be determined when Household Travel Survey data is available 
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10.2.6 Hypothecation 

Hypothecation, also known as “ring-fencing”, is where a government or council earmarks some or all 

its tax revenue for clearly identified spending purposes. There are arguments for and against 

hypothecation of tax revenue, which can be summarised as: 

▪ it reduces the government’s ability to spend on the highest-value items; 

▪ it reduces the government’s flexibility; 

▪ it assures continuity of funding for programmes, helping long-term planning; 

▪ it can make a tax more politically and publicly acceptable; and 

▪ it can make a tax more equitable as there is a degree of ‘user pays’. 

Three of the four parking levies overseas (refer Parking Levy Final report in Appendix G) have 

hypothecated their levy revenue. This was a key factor in establishing political and public buy-in. 

Hypothecation also creates a notional link between the tax and the positive improvements for which 

revenue is “ring-fenced”. A large share of New Zealand’s transport system is already built on 

hypothecated funding, most notably the National Land Transport Fund. Other precedents for 

hypothecation in New Zealand include Regional Fuel Tax, Road User Charges (notably diesel 

vehicles such as heavy commercial vehicles) and the waste disposal levy framework. 

For a Wellington parking levy, the pros of hypothecation outweigh the cons. LGWM seeks to “move 

more people using fewer vehicles” so hypothecated funds should be invested in ways that will 

reinforce this. Given that people who drive are indirectly paying the levy, it could be argued that 

some levy funds should be directed towards car infrastructure. This would however be contrary to 

the objective of the levy. Hypothecation closely aligned to the rationale for the levy would see funds 

only spent on travel behaviour change initiatives, public and active transport services and 

infrastructure. 

10.3 Costs for a travel behaviour change package 

This section presents estimated costs for the recommended package as well as the expected 

cashflow requirements.  

10.3.1 Cost Categories 

Section 3.7 has explained the elements that need to be included in a successful travel behaviour 

change package. In summary, these are 

▪ Policy, Partnerships and Advocacy 

▪ Travel Plans 

▪ Events, experiences and life choices 

▪ Marketing, Communications, Incentives 

▪ Supporting Services 

▪ Supporting Amenities 

▪ Evaluation, Research, and Reporting 

Delivery of initiatives within each of these cost categories will incur different types of cost including: 

▪ staff costs (both internal and procured)  

▪ operational expenditure such as: 

– marketing 
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– communications 

– trial incentives such as giveaways, prizes or temporary subsidies 

– competition prizes 

– seed funding for shared mobility initiatives 

– development of web and mobile phone applications (apps) 

– surveys 

– data collection equipment 

No allowance is made for capital costs, which are expected to form a negligible portion of the 

budget. It is assumed that additional staff will be accommodated by LGWM or one of the partner 

organisations with only negligible costs. 

10.3.2 Estimating approach 

The above list of resources will be needed for any successful travel behaviour change initiatives. 

The costs involved are driven by the planned “dose” which is the combination of effort to achieve 

the greatest range of change and planned reach (see Section 11.7.5). Packages with a larger reach 

will have larger costs. Packages that involve more effort will also increase costs.  

For this proposal costs estimates have been developed using a combination of: 

▪ information provided by GWRC and WCC about the costs to deliver existing travel behavioural 

change programmes 

▪ information about costs of travel behavioural change programmes delivered elsewhere in New 

Zealand and the world (refer to the LGWM, 2020a) 

▪ professional experience of travel behavioural change specialists within the project team and 

Technical Working Group 

Professional judgement was used to interpret this information and estimate the costs for a travel 

behaviour change programme in Wellington. In developing the estimate consideration has been 

given to the: 

▪ number and size of third-party organisations (employers) that would be targeted 

▪ number of schools that would be expected to participate 

▪ population that would be targeted  

▪ planned geographical reach 

▪ annual number of programmes, campaigns, competitions and events proposed each year.  

Input to the estimates from travel behaviour change specialists within the Technical Working Group 

helped to ensure there were no gaps or anomalies.  

10.3.3 Uncertainties 

There are several uncertainties that may affect the package costs. The main uncertainties are the: 

▪ variation in the efficiency of travel behaviour change programme delivery - The cost efficiency 

with which travel behaviour change initiatives are delivered around the world varies. For 

example, two different teams could deliver the same initiative in the same place. The more 

effective team could deliver the same results for half the cost of the second team. This inherent 

variation makes it difficult to develop precise cost estimates. Effective monitoring and systematic 

continuous improvement processes will help to drive effective and efficient delivery, as with agile 

approaches of pilot, test and grow. 
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▪ third-party participation that is achieved - in developing costs estimates the team have 

identified major employers and specific schools that should be targeted by a travel behaviour 

change programme. It is assumed that the disruption anticipated as a result of Let’s Get 

Wellington Moving infrastructure packages will provide an incentive for these organisations to 

participate. Nonetheless, participation will be voluntary which means not every organisation 

targeted will necessarily participate. In this instance, different organisations would be 

approached. This may have some impact on cost. 

▪ timing for transport system and land-use changes that could trigger a step change in 

travel behaviour change intensity - The cost estimate includes a step change in cashflow to 

reflect the delivery of travel behaviour change and associated resource requirements to 

correspond with the implementation of a commuter parking levy and/or delivery of first-last leg 

transport improvements in the 2025/26 financial year. Changes to the delivery of system 

changes would change the cashflow for the travel behaviour change package. 

▪ evolution of the travel behaviour change programme as feedback is received from 

continuous improvement systems - The travel behaviour change programme will need to be 

flexible and evolve as the LGWM programme is delivered. This evolution should be based upon 

regular evaluation and well-established continuous improvement systems 
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10.3.4 Cashflow 

This cashflow projection assumes that a step change in the provision of travel behaviour change is implemented in year 3, which is two 

year prior to the anticipated introduction of a commuter parking levy and delivery of first-last leg transport improvements across the region. 

Note that the targeted public transport fare incentive ($2M/ year from year three) and the cost of redeploying 4.5 existing FTE TBC staff 

from their current roles within GWRC and WCC to work on LGWM. The targeted PT fare incentive may be a double up from MetLink’s fare 

trials.  

Table 10-4 - Travel Behaviour Change Cashflow 

  

 

RECOMMENDED PACKAGE
Cost

Total Y1 Y2 Y3 Y4 Y5 Y6 Y7 Y8 Y9 Y10

Policy, Partnerships and Advocacy 2,450,000 75,000 150,000 200,000 375,000 650,000 200,000 200,000 200,000 200,000 200,000

Travel Plans 3,150,000 550,000 650,000 650,000 650,000 650,000

Events, experiences and life choices 1,100,000 110,000 110,000 110,000 110,000 110,000 110,000 110,000 110,000 110,000 110,000

Marketing, Communications, Incentives 21,160,000 750,000 415,000 2,465,000 2,465,000 2,665,000 2,440,000 2,440,000 2,440,000 2,640,000 2,440,000

targeted PT incentives within above line item 16,000,000 0 0 2,000,000 2,000,000 2,000,000 2,000,000 2,000,000 2,000,000 2,000,000 2,000,000

Supporting Services 3,655,000 630,000 160,000 1,710,000 165,000 165,000 165,000 165,000 165,000 165,000 165,000

Supporting Amenities 2,233,000 70,000 66,000 218,750 146,500 144,250 312,000 314,750 317,500 320,250 323,000

Evaluation, Research, and Reporting 7,000,000 200,000 600,000 775,000 775,000 775,000 775,000 775,000 775,000 775,000 775,000

Sub-total 40,748,000 2,385,000 2,151,000 6,128,750 4,686,500 5,159,250 4,002,000 4,004,750 4,007,500 4,210,250 4,013,000

FTE costs 14,695,000 1,045,000 1,295,000 1,670,000 1,600,000 1,660,000 1,545,000 1,475,000 1,475,000 1,465,000 1,465,000

Existing WCC/GW FTE's expected to redeploy to LGWM in above line item 4,500,000 450,000 450,000 450,000 450,000 450,000 450,000 450,000 450,000 450,000 450,000

Total 55,443,000 3,430,000 3,446,000 7,798,750 6,286,500 6,819,250 5,547,000 5,479,750 5,482,500 5,675,250 5,478,000

Cultural And Ripple (Scaling Up) 6,857,050 48,750 96,300 144,675 193,200 239,375 1,127,700 1,211,175 1,464,800 1,288,575 1,042,500

FTE costs (Extra Over) 5,917,500 93,500 217,000 385,500 454,000 567,500 681,000 724,500 828,000 931,500 1,035,000

Grand Total 68,217,550 3,572,250 3,759,300 8,328,925 6,933,700 7,626,125 7,355,700 7,415,425 7,775,300 7,895,325 7,555,500

Adjusted total excluding PT incentives and existing staff 46,300,050 3,478,750 3,542,300 5,943,425 4,479,700 5,058,625 4,674,700 4,690,925 4,947,300 4,963,825 4,520,500
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10.4 Funding tools, financing, partner shares and affordability 

1. Programme financial case 

This section highlights the approach to clarifying the affordability of the programme and what 
elements are to be funded by the partnering organisations.   

1.1. Background  

Following significant public engagement, the LGWM programme business case developed a vision 
for Wellington and a recommended programme of investment (RPI) to support the delivery of that 
vision.   

Following the development of the RPI in October 2018, the programme completed financial analysis 
to understand if the full RPI was affordable in the medium term.  The analysis showed the full RPI 
was not affordable in the medium term.  While the full programme was supported as a long-term 
vision, it would need to be staged, with only the first stage with committed funding. 

Following discussion between the funding partners and the Crown, an Indicative Package (IP) of 
work was developed for the first stage.  This IP represented a $3.7b capital investment and a $6.4b 
funding requirement including operating and financing costs (before accounting for Council 
financing costs) over 30 years.   

In March 2019 this IP was endorsed by the Cabinet and in May 2019 the IP was announced by the 
Minister of Transport supported by the Mayor of Wellington and the Chair of the Greater Wellington 
Regional Council.   

The March Cabinet paper anticipated detailed business cases would be developed.  It made a 
range of assumptions which would need to be explored in more detail through the subsequent 
phases including: 

• A cost share of 60% central government 40% local government 

• The central government share was anticipated to come from the NLTF 

• Financing was anticipated for the rapid transit project 

• NLTF funding projections included petrol excise duty and road user charges increasing 
broadly in line with inflation over the 30 years  

1.2. Funding partner affordability  

LGWM is a step change in transport for Wellington and represents a major investment for all three 
funding partners.  Due to the scale of the programme and other financial pressures facing the 
partners it is anticipated affordability will need to be reassessed at each phase as the programme 
progresses. This will take advantage of the improved understanding of the benefits and costs of the 
programme as it matures.   

The following reflects the approach to the key financial arrangements as the programme prepares to 
move forward to the next phase. 

1.2.1. Financing 

The LGWM programme is not the only funding pressure that funding partners have and therefore 
funding partners will need to make wider decisions about on their cashflow and financing. 

For the projects within the 3-year programme, of which this is one, a central financing mechanism 
operated by LGWM programme is not intended to be used. This may be revisited as the programme 
progresses through later phases.   

Therefore, the cash funding required of each funding partner will be provided and it will be up to that 
partner to determine the financing arrangements for their own cashflow management, if any. 
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It is expected Councils will debt fund the next phase and Waka Kotahi use the NLTF on a paygo 
basis 

1.2.2. Funding  

The LGWM programme has completed a comprehensive inventory of funding tools in use across 
the world.  This includes funding tools which fall under the broad categories of “value capture” and 
“user charging”.   

Any use of new funding tools would need to go through the appropriate approvals and in some 
cases legislative change.  No decisions about any potential new funding tools are expected through 
the IBC phase.  It is expected further investigations into new funding tools will occur ahead of the 
start of construction of higher cost components of the programme as part of clarifying the level of 
spend the funding partners can commit to.   

The Council partners have included funding for the next phases of work expected over the next few 
years in their long-term plans using their existing rating tools.   

Waka Kotahi is expected to fund the central government share from the NLTF for the next phase 
work.  This funding requirement is expected to be included in the National Land Transport 
Programme (NLTP).   

1.2.3. Funding partner cost shares 

Project costs need to be allocated to funding partners including each local Council (which was not 
determined by Council at the IP stage). This allocation sets out what each funding partner must fund 
and over what period. Cost shares may vary by phase (business case development, implementation 
and on-going). 

The final decision on cost allocation, across the programme, has not yet been made. 

There is an explicit LGWM programme work stream to provide funding partners with analysis to 
assist them in agreeing the more enduring agreement for cost allocation. That analysis and partner 
agreement is expected to be developed once preferred options have been identified and using the 
analysis from the business cases.   

This cost allocation is expected to consider the implications for various groups including; who 
benefits and who should bear costs.   

For the next phase of work the programme will use the interim agreed funding arrangement 
documented in schedule 5 of the 2020 LGWM Relationship and Funding agreement (RFA) to 
allocate cost shares to funding partners.  

Scope of Project costs  

Cost are uninflated and denominated in 2020/21 dollars. 

On-going costs (such as O&M and capital renewals) are not included in the numbers in this section. 
Where applicable to projects, any lost parking revenue (as an operating cost) is also excluded. 

Who bears on-going costs though will be factored into the final cost sharing agreement between 
partners. 

This financial case does not include Central programme and cross-programme costs (those costs 
shared across all projects during the business case development and implementation). These costs 
will be recharged to individual projects by phase, pro-rated on project budgeted spend. 



 

Let’s Get Wellington Moving Travel Behaviour Change Single Stage Business Case Page 115 

(However, full costings for this project, which include re-charged central and cross-programme costs 
and which include inflation, are included in the WFA which seeks the required funding approval) 

Any partner overheads and recharges (such as Waka Kotahi/ NZTA’s administrative fee and non-
core fees) are not re-chargeable to the programme and therefore not included in this financial case 
or the WFA which seeks funding approval. 

Travel Behaviour Change funding partner cost shares 

The Relationship Funding Agreement (RFA), which is used for this financial case for allocating costs 
to partners, on an interim basis, splits Business case development costs 60:40 between central 
(NZTA) and local (Wellington Central Council, WCC and Greater Wellington Regional Council, 
GWRC). 

The local share (the 40% of the above) is split 50:50 for business case development between each 
of the Councils. 

The table below sets out the project costs each partner will be required to fund.  

Timing of requests to partners for funding 

Costs have not been scheduled in detail, at this stage, in the financial numbers so the funding 
requirements of each partner are spread as a percentage evenly across the DBC phase. 

There will be a cashflow cost ramp up as the phase progresses. Cash funding forecasts and 
requests to partners will need to be developed further closer to commencement but given the 
relative size of this project to the funding partners’ working cashflows the timing of these funding 
requests should be manageable.  
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11 Management Case 

11.1  Introduction 

This management case describes the arrangements that could be put in place both to ensure the 

successful delivery of the preferred travel behaviour change package, the Parking Levy and to 

manage programme risks. Elements of this section remain subject to discussion / direction once 

commitment to the approach has been made. This section: 

▪ Outlines an implementation pathway for proposed measures and an action plan for 

implementation, setting out a likely timeframe for implementation and over which the impact is 

likely to be felt. (This timeframe will be firmed up once the wider LGWM programme delivery 

dates are confirmed) 

▪ Describes current management arrangements and accountabilities for travel behaviour change 

within the region, and proposes how these could change (from today’s approach) to support the 

programme 

▪ Indicates which initiatives would benefit from being refined or tested through trials, and the likely 

nature and timing of those trials 

▪ Proposes how the travel behaviour change workstream will work with the LGWM 

Communications and Engagement team, outlining a communications and engagement strategy 

for travel behaviour change for incorporation into broader LGWM strategic communications 

activities 

▪ Sets out the monitoring and evaluation required and explains how the travel behaviour change 

package would be set up to respond to insights from monitoring and evaluation. 

11.2 Implementation pathway 

The recommended package for travel behaviour change will be sequenced to respond to the 

triggers and enablers on which various activities rely. Section 6.3 identifies the triggers and 

enablers. If funding is approved for this investment, work completed during the pre-implementation 

phase will involve developing a detailed action plan for the first three years and an accompanying, 

less detailed, ten-year plan. This sequencing/ programming will be carried out after this SSBC is 

complete and once the LGWM programme has firmed up the timing of what infrastructure/ service 

changes it plans to deliver and as other plans such as increasing rail capacity, become clear.  

In the first year, effort is expected to focus on some base activities for the TBC package. These 

include establishing management arrangements, confirming the appetite for the TMA and agreeing 

its remit, and developing a pre-implementation action plan. Work can be completed on branding and 

identity for LGWM travel behaviour change too, and endorsement for the approach set out in this 

management case should be confirmed by local and regional government as well as organisations 

that are likely to become involved in the TMA.   

As the LGWM infrastructure delivery plans becomes clearer it will also be possible to identify the 

cohorts expected to be affected by disruption. Work will begin to co-design travel behaviour change 

initiatives and campaigns, tailoring to these groups in year 1-2. This will serve to ‘warm the pot’, 

readying them for change.  

The first year should also bring focus to setting up partnerships, for example: 

▪ With an academic institution to bring rigour and focus to monitoring and evaluation 

▪ With the health sector, who could be persuaded to co-fund programmes that increase physical 

activity and bring wellbeing benefits to society- success in this endeavour could allow ripple 

effect and culture change activities to be brought forward. It is these initiatives that will benefit 
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most from a ‘pilot test and grow’ approach. Pilots and their evaluation will therefore need to be 

designed and agreed early on.  

▪ With larger organisations to advocate or fund travel plan development (eg Wellington airport and 

larger employers in the city centre and  

▪ With the Public Service Commission with the aim of encouraging them to require government 

departments and Crown entities to develop or revitalise their own travel plans and join the TMA. 

By year two, the focus will be on establishing the TMA, supporting organisations to implement travel 

plans and designing or enhancing region-wide programmes eg for schools and workplaces. 

Sometime in year 2 or 3 it should become clear whether the parking levy is going to happen, at 

which point efforts can begin to develop the travel behaviour change initiatives expected to flank it, 

working closely with employers via the TMA. 

In year 3, disruption is expected to occur, so disruption TBC efforts will be launched to time with 

construction or service changes. The TBC workstream will also look out for and potentially respond 

to disruption created by works in transport corridors to repair or upgrade utilities (eg water pipes/ 

infrastructure), even those these may not be LGWM activities, because the public may associate the 

disruption with LGWM. 

From year 4 onwards, the sequencing of activities becomes less clear because the implementation 

pathway for various enablers has not been confirmed at the time of writing. As the timing of 

enablers firms up, travel behaviour change efforts and staff can be scheduled/ deployed to tie in 

with these, for example as rail access plans and PT capacity improve, first/last leg travel behaviour 

change schemes will be timed to complement these. From year 4 onwards, the ‘ripple effect’ and 

the ‘culture change’ activities are expected to be taking effect and we will learn about this through 

the data and monitoring activities. Certain city improvements, public transport capacity increases 

and rail station access plans will be in place, so efforts on first/ last leg activities as well as mode 

shift to public transport will build as a result. The pre-implementation plan will develop this detail in 

terms of links to the programme timeframe, assigning the staff and resources that the SSBC has 

determined will be needed to TBC activities and interventions. The TBC will also be shaped and 

refined based on findings from the data and monitoring activities, some of which will be monitored in 

real time and others will be reported annually or as schemes are assessed. Parking Levy 

The preliminary view of the Parking Levy team is that the preferred implementation pathway for a 

Commuter Parking Levy for Wellington is by way of specific enabling national legislation. Section 8 

of the Wellington Commuter Parking Levy report explains why.  

The Parking Levy is likely to take 4 years to implement depending on the time taken for the Draft 

Parking Levy Bill and Wellington specific Order to be approved. As such the earliest start year for 

the Parking Levy is 2025. 

The implementation pathway for the Parking Levy has been presented as follows: 

There would essentially be 3 main stages to implementation:  

▪ Scheme development through to Business Case approval.  

▪ Stakeholder/public consultation through to approvals.  

▪ Implementation through to operation.  

Key tasks for each of these stages are summarised below (with indicative timescales highlighted):  

Scheme development through to Business Case approval (12 months) 

▪ Further support studies eg WTSM, financial and economic modelling all updated.  
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▪ Measures and monitoring eg on street parking audits and parking audits/management schemes 

developed where displaced parking predicted.  

▪ Parking Levy scheme development eg tailored design, operational review, communications plan.  

▪ Parking Levy legislation/regulatory scheme development and ongoing communications with 

Ministries.  

▪ Identification of how Parking Levy revenue will be used to fund LGWM work packages.  

▪ Project Management – eg risk management, governance stakeholder and communications 

management. 

Stakeholder/public consultation through to approvals (18 months)  

▪ Consultation on Parking Levy Draft Act through to Ministerial approval.  

▪ Public Consultation preparation eg materials and programme.  

▪ Carry out public consultation eg events.  

▪ Parking Levy approval eg business case, WCC approvals, LGWM Board approvals.  

▪ Parking Levy scheme development eg detailed scheme design, specification and procurement.  

▪ Ongoing project management.  

Implementation through to operation (12 months)  

▪ Parking Levy Draft Act Consented.  

▪ Parking Levy implementation eg education and engagement, communications/marketing, IT 

front and back office support, Parking Levy management and enforcement team recruitment and 

training, Parking Levy equipment and infrastructure, operational policies and procedures.  

▪ Parking Levy scheme goes live – recommend no charge for first 6 months to allow licensing of 

all leviable spaces to take place.  

▪ Parking Levy charging commences after 6 months (to provide enough time to allow WCC to 

work with off street car park owners/occupiers/operators to ensure they have obtained a Parking 

Levy licence and are licensed correctly) - eg compliance, enforcement, business support, 

ongoing communications – at this point Parking Levy costs would be funded by the Parking Levy 

revenue stream.  

▪ Ongoing project management.  

▪ Ongoing communications. 

▪  Ongoing monitoring and evaluation.  

The lifespan of the Wellington Commuter Parking Levy will be indefinite. This will allow the Parking 

Levy to fund ongoing investment in public transport, active mode and behaviour change initiatives. 

11.3 Current arrangements for delivering travel behaviour change in Wellington Region 

The Greater Wellington Regional Council has a well-established travel behaviour change 

programme which is targeted in its approach and has a focus on encouraging workplace and school 

travel planning. Section 6.1.1 describes the arrangements currently in place within the Wellington 

region to manage government-led / initiated travel behaviour change efforts.  

Responsibility for promotion and delivery of travel behaviour change is currently shared between 

local and regional government. Most travel behaviour change initiatives tended to be led by the 

Road Safety teams and travel behaviour change activities largely leveraged off the GWRC 
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programme. The Wairarapa Safety Council covers road safety, school travel plans and safe cycling 

and walking for areas within their part of the region.  

Activities range from coordinating regionwide initiatives like Movin’ March (active travel to schools) 

and Pedal Ready (cycling skills for Wellington Region), to supporting and funding the development 

of travel plans for larger organisations like the Wellington Hospital or Victoria University. GWRC 

convenes an employers’ travel plan forum for those interested or actively running travel plans.  

Limited funding has constrained the scale of travel behaviour change and monitoring.  Relationships 

now exist with the Wellington Analytics Unit to gain data insights that drive programmes. This will 

need to become very rigorous as part of the new travel behaviour change programme.  

While travel behaviour change activities should consider safety, bringing travel behaviour change 

into a road safety team and funding class has meant that safety has received more attention and 

funding than behaviour change.  

Outside of these ‘deliberate’ travel behaviour change programmes, various other programmes also 

stimulate behaviour change including: 

▪ Metlink (within GWRC) have been running a customer insights and social marketing programme 

to grow bus patronage and are planning to run a discount off-peak pricing trial next year  

▪ Various community-focused programmes to promote more physical activity which encourage 

walking and cycling 

▪ Enviroschools programmes which, as part of their programme, encourage the use of sustainable 

transport for journeys to school. 

Figure 11-1 shows the main parties tasked with delivering travel behaviour change in the Wellington 

region and illustrates the role that GWRC plays in providing some TBC schemes and guidance that 

are used by local councils across the region. The local councils most active in TBC (eg WCC) also 

run their own TBC programmes independently of GWRC.  

 

Figure 11-1 Diagram showing current arrangements for delivering soft behavioural change measures in the Wellington 

Region 



 

Let’s Get Wellington Moving Travel Behaviour Change Single Stage Business Case Page 120 

The strengths of this approach are that is has been able to build on success and grow incrementally 

over time. Some officers have been delivering travel behaviour change within the region for many 

years which builds trust and adds strength to the programme. GWRC is well connected to national 

programmes (eg Love to Ride and Let’s Carpool) and able to take advantage of these. GWRC and 

WCC considered their programme-style approach to schools to be more effective than an individual 

travel plan approach, and the recommended programme has acknowledged this in its design. 

Disadvantages of the current set up include:  

▪ Partnerships are generally informal and voluntary, which make them more vulnerable to change 

and potentially less reliable.  

▪ Most of the travel behaviour change messaging within the region is coming from regional and 

local government and while trust in government in New Zealand is high (Early 2021), research in 

the USA has shown that people respond well to employer-based TDM messaging (Bueno et al 

2017, Hamre & Buehler 2014, Herzog et al 2016). This may also extend to messages from 

groups and clubs eg maraes, community groups, sports clubs.  

▪ There are no programmes specifically focused on managing travel demand during periods of 

disruption (eg associated with construction activities) 

▪ Some schemes to high rise office blocks containing multiple employers are underway, but there 

is a lack of funding and resources to reach every tower block or scale up efforts.  

A well-established employers’ forum is run for those interested in workplace travel plans. The focus 

of the forum is information sharing and lessons learned. Participants representing interested 

employers can come together, learn and gain access to tools provided by government. Employers, 

with some support, then develop their own organisation-specific travel plans or introduce travel 

initiatives for their employees. 

The group is informal and does not encourage collaboration between employers to lead, develop 

and co-fund their own travel behaviour change schemes. 

11.4 Proposed management/ governance structure31 

These changes could increase the numbers of organisations involved which would make co-

ordination, integration and communications more challenging, but the number of interfaces and 

complexity of the relationships would not be reduced if another of the existing organisations (eg 

WCC) were to lead LGWM travel behaviour change, see Figure 11-2. 

Lessons learnt from overseas examples and the increased level of effort that the LGWM travel 

behaviour change package calls for, mean that changes to the approach to delivering travel 

behaviour change are warranted. The delivery of travel behaviour change in Wellington would 

benefit from:    

▪ one clear leader (LGWM) with remaining participants as co-design and co-implementation 

stakeholders 

▪ better co-ordination with infrastructure delivery and land use changes 

▪ formalised partnerships 

▪ stronger links with transport management and operational teams 

▪ expertise in behaviour change and TBC implementation skills 

 
31 Note that a separate piece of work is being undertaken by the LGWM partners on the best management/governance 
structure.  This may see changes to the draft SSBC Management Case. 
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▪ more consistent messaging that is integrated with all other transport related communications 

regionally 

Implementing these changes could increase the numbers of organisations involved which would 

make co-ordination, integration and communications more challenging. The creation of a new team 

focused on travel behaviour change for LGWM would increase this complexity, increase the number 

of relationships or interface that need to be managed. The creation of a new team is therefore not 

recommended. It is preferable that travel behaviour change is “normalised” and delivered in a way 

in which is integrated with all other LGWM activities, and Metlink/GW activities. 

Figure 11-2 shows the additional relationships that will need to be managed with the Wellington 

Analytics Unit (WAU), Wellington Utilities Co-ordination Group and Wellington Transport Operations 

Centre (WTOC). 

 

Figure 11-2 – Additional coordination required if TBC efforts were led by GWRC as opposed to from within LGWM team 

Given the level of change expected in Wellington, it makes sense that Let’s Get Wellington Moving 

is placed at the heart of travel behaviour change. The LGWM team are well placed to lead travel 

behaviour change communications in the early years because:   

▪ they have well-established communication and reporting lines with the three partner 

organisations WCC, GWRC and NZTA 

▪ they are set up to co-ordinate delivery of transport improvements with other parties (eg utility 

companies, Metlink) 

▪ LGWM will work closely with Metlink, WTOC and the WCC Traffic Operations team to keep 

customers informed and manage disruption during implementation phase 
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▪ the brand is well recognised, so if leveraged effectively it will boost the effectiveness of a travel 

behaviour change programme and help people to see the link to the wider LGWM programme.  

One way to ensure that a travel behaviour change package is appropriately integrated with the other 

parts of the LGWM programme and for consistent travel behaviour change messaging to be 

incorporated within every aspect of LGWM would be for a team to be established within the existing 

LGWM management structure as suggested in Figure 11-3, below.  

 

Figure 11-3 Possible arrangement for the delivery of travel behaviour change until the LGWM programme is complete 

This arrangement could operate until delivery of the LGWM programme is complete and the 

programme management team disestablished. Beyond LGWM, the work of the team could be: 

▪ subsumed within the GWRC travel choices team; or 

▪ continued as a stand-alone or arms-length council-controlled organisation (eg WREMO). 

Despite the separation a travel behaviour change team within LGWM would need to work very 

closely with the GWRC travel choices team who, it is assumed will continue to work with people in 

other parts of the region to influence their travel choices.  

A LGWM travel behaviour change team would need to work very closely with the GWRC travel 

choices team who, it is assumed will continue to work with people in other parts of the region to 

influence their travel choices.  

11.5 Implement a Transport Management Association to empower business and employers 

It is recommended that a transport management association (TMA) is established, with a focus on 

the central city; this will be grown from the employers forum that GW currently have in place, with a 

formal remit and set geographic boundary. TMAs are not-for-profit, member-led organisations made 

up of employers, developers, and other interested parties working together to address transport, air 

quality, and commuter issues in a defined geographic area. They are generally public-private 

partnerships, consisting primarily of area businesses with local government support. 
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Depending on their funding and structure, TMAs can have a range of functions from advocacy 

through to running transport services (larger scale). They are powerful organisations because they 

bring businesses together to have one voice, so it is important to set them up in ways that allow 

them to work in partnership with government so that they don’t become adversarial. Having 

government on the board as a non-voting member is one way of achieving this. Growing a TMA 

from an established group (such as the workplace travel forum) is another.  

The creation of a central city TMA would be an effective way to empower business and employers, 

allowing them to: 

▪ choose the aspects of travel behaviour change they see as important 

▪ lead the development of initiatives that work for them 

▪ deliver innovative solutions seen as too risky for the public sector 

▪ develop and manage a responsive, agile travel behaviour change package 

▪ participate in balancing dilemmas around encouraging flexible working or working from home 

and the impact that this might have on central city businesses 

Success factors for a TMA are shown in Figure 11-4. Note that the Wynyard Quarter TMA in 

Auckland has not been as successful as anticipated because it has not received sufficient funding.  

It is nonetheless operational and has achieved change in the three years since its establishment. 

▪ inform the development of travel behaviour change measures to flank the parking levy and grow 

its effectiveness. 

The establishment of a TMA would create efficiencies and a pathway for organisations who do not 

have the resources to create a bespoke travel plan. Efficiencies would include shared messages, 

shared services and the critical mass needed for initiatives like ridesharing. 

Success factors for a TMA are shown in Figure 11-4.  

 

Figure 11-4 Success and Failure Factors of TDM (WSP; Kate Mackay Consulting, 2015) 

The process to set up a TMA should: 

▪ define the geographic area the TMA will cover (logically, this could have the same boundary as 

the Commuter Parking Levy) 
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▪ understanding the appetite for a TMA from potential members 

▪ establish a vision, mission and goals 

▪ identify possible areas to collaborate between organisations on non-competitive matters relating 

to travel behaviour change 

▪ create a draft business plan which would include a 3-year action plan (to be finalised by the 

TMA once its established). 

Assuming potential members and collaborators agree the next steps would include: 

▪ establishing the not-for-profit incorporated society 

▪ setting up a board of directors 

▪ confirming funding 

▪ recruiting a TMA manager 

▪ finalising the TMA’s business plan and funding plan. 

A diagram showing how the TMA could fit within current relationships is shown in in Figure 11-5.  

It is anticipated that the TMA would initially be set up with a TMA manager, and that staff numbers 

would grow as it takes on more travel behaviour change activities. Note that the total staff numbers 

included in this business case are inclusive of TMA staff. At this stage, without having confirmed the 

TMA’s business plan and funding levels, it isn’t possible to agree the split of staff between the TMA, 

LGWM, GWRC and WCC.  

The TMA should form a board with representation from participating organisations. Board members 

should be recognised leaders and who can work together to: 

▪ Lead by example 

▪ Be the guardians of any travel behaviour change brand and approach 

▪ Ensure the travel behaviour change messages are cohesive 

▪ Reach out to employees or others that they represent to get messages to the right audiences 

A memorandum of understanding between government funding providers and the TMA would 

ensure it stayed focused and delivered mutually beneficial programmes.  

A diagram showing how the TMA would fit within current relationships is shown in Figure 11-5.  
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Figure 11-5 Proposed management arrangements with a TMA 

Parking Levy 

The international precedents included in the Parking Levy report had all been implemented using 

bespoke legislation. That is, they are based on legislation specifically designed to impose a parking 

levy. Bespoke legislation which unequivocally authorises the imposition of a Commuter Parking 

Levy would provide the greatest legal certainty.  

In addition, the empowering legislation will need to contain a framework for determining the scope of 

the CPL (eg, which car parks are intended to be "leviable" under the CPL, and which are to be 

exempted, and as to the intended geographic boundaries of the "leviable area" (and the necessary 

degree of flexibility required in respect of these boundaries)).  

These considerations (among others) can be most effectively addressed through the enactment of a 

specific Parking Levy Act, rather than seeking to achieve that flexibility under existing legislation 

(such as the rating Acts) which was never designed to give effect to a levy like a CPL.” 

The Parking Levy report proposes that WCC administrate the Levy once it is in place.  

 

The team structure is expected to be confirmed during the pre-implementation phase as the 10-year 

plan is developed and staffing requirements are aligned with specific interventions, campaigns and 

other planned activities. It is expected to comprise permanent staff supported by some outsourced 

or contract workers: 
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▪ A Travel Behaviour Change Director who would sit within the LGWM management team, 

supported by a TBC specialist and a monitoring specialist 

▪ Existing staff within WCC and GWRC continuing in their roles but agreeing a focus on LGWM 

travel behaviour change activities 

▪ A staffed TMA (from year 2/3), beginning with a TMA manager and team of 1-2 transport 

planners and growing over time as the TMA takes on more responsibilities 

▪ Team members with social marketing and other communication expertise to develop the social 

marketing packages and community-focused campaigns 

▪ Analysts and evaluators to monitor the effectiveness of the campaign 

Partnerships and governance arrangements, which will be determined by LGWM and the partner 

organisations. 

Table 11-1. Recommended package full time equivalents. 
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Recommended Package 14 10.5 13.0 17.0 17.0 17.0 15.5 14.7 14.7 14.7 14.7 

Extra for culture and ripple 
effect 

5 0.9 2.2 3.9 4.5 5.6 6.8 7.2 8.2 9.3 10.3 

 

Beyond Year 10, there will be a requirement to continue funding various activities to maintain the 

mode shift in the longer term.  It is anticipated that travel behaviour change initiatives will be funded 

using revenue generated by the Parking Levy. In discussion with the TWG, it was anticipated that 

4.5 of the 9.25 travel behaviour change FTEs currently working on TBC across the region would be 

likely to refocus their efforts to become part of the ~14 FTEs working on delivering the 

recommended LGWM TBC because there are shared goals and benefits across local, regional and 

the LGWM programmes. However, this SSBC has not reduced the full staff cost nor numbers to 

account for this because the focus of TBC roles over a ten year time horizon will be subject to 

change (politics, local priorities): not including the full cost of FTE’s was considered too risky, hence 

all staffing numbers and costs have been included in this SSBC. 

Parking Levy 

Operational staffing requirements for the CPL will be confirmed closer to the expected 

implementation date.  

11.7 Management plans 

The following management plans will be needed to guide the delivery of the LGWM Travel 

Behaviour Change package: 

▪ Risk Management Plan 

▪ Monitoring and Evaluation Plan 

▪ Communications and Engagement Plan  
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▪ Change Management Plan 

The following sections summarise the scope for each plan: 

11.7.1  

A full risk management plan should be developed during the pre-implementation phase covering 

risks, impacts, likelihood and mitigation approaches.  

One way in which the TBC programme will manage the unknowns is the data and monitoring 

programme- by continually checking in on the effectiveness of the interventions and the overall 

scheme, and asking ‘what’s working, ‘what’s not’, ‘what needs to change’, ‘what’s happening 

elsewhere that we can learn from and bring here’, it will make sure that TBC efforts are current, 

relevant and working for LGWM.  

  (Travel Behaviour Change)

This section highlights the key risks and uncertainties associated with the recommended package 

that will need to be managed during the development of strategies.  
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Risk Description (Cause & Consequence) Impact Probability Risk Score Controls 

There is a risk that sufficiently skilled resource pool for delivering the programmes are 
not available in in New Zealand / Wellington reducing the effectiveness and quality of 
the TBC package. 

Very High Possible High Include training and associated budget to grow the capability within existing teams 
and develop new staff 

Minimal external engagement means that it is difficult to reduce the uncertainty around 
the effectiveness of the package 

High Unlikely Medium SSBC will explain the benefit of co-design with target communities (eg employers 
and State Services Commission). 

The TBC package proposed doesn’t deliver the outcomes we expect. High Unlikely Medium Based on best practice; staff expected to deliver the package interventions are 
involved in its development, using social marketing principles that should help with 
customer uptake/ public receptiveness. Business case needs to incorporate ongoing 
and regular monitoring and continuous improvement + PILOT, TEST AND GROW  

Delivery of the TBC (carrot) and parking levy (stick) proposals are not sufficiently 
integrated making it difficult to bring the two pieces of work together resulting in delays 
to delivery of the business case 

Moderate Possible Medium Implementation planning for TBC and parking levy must be co-ordinated. 

Victim of its own success - too many people try to get the bus and they get left behind. 
We lose trust from people who might otherwise have changed 

Moderate Possible Medium Engagement with PT providers. Recommended package will have geographically 
targeted messaging. Business case needs to incorporate ongoing and regular 
monitoring and continuous improvement + PILOT, TEST AND GROW 

Push back from the community - negative headlines "LGWM tries to prise people out of 
cars" or suggestions that we are ideological in our approach dilute our messaging 

Moderate Unlikely Low Engage with the press at key points and provide material for stories that align with 
our messaging; TBC team to build this into their approach. We are being careful 
with tone to make TBC understandable presenting concepts in a way that sounds 
inclusive and not patronising 

Timing of package implementation could have an impact on the ability of the package 

to deliver on its objectives. If the package implementation is delayed, the opportunity to 

capitalise on the trigger presented by disruption may be missed. 

Moderate Possible Medium Continue to work closely with other workstreams 

Since the impact on LGWM is indirect, some culture change/ ripple effect activities 

could be perceived as unfocused or the public/ media may not be able to understand 

their relevance to the travel behaviour change. In a situation where fiscal budgets have 

tightened, it might not be politically palatable to run events or schemes that aren’t 

directly tied to changing travel behaviour in the city centre, even if there is an evidence 

base to show that these will bring benefits over the longer term. 

High Possible Medium Demonstrate success early through pilots and trials to build momentum and a 
strong evidence base for investing in culture change and ripple effect initiatives.   

Change of government - different priorities and less emphasis on modes shift/soft 

measures (funding changes, policy changes) could derail the ability of the travel 

behaviour change package to deliver on its intent 

High Possible High  Outside of the realm of influence. However the existence of an easy-to-understand 
programme - clearly articulating the benefits and reasons for funding – could help 
minimise the risk  

Equity Concerns - Additional investment in certain parts of the city (eg central city and 

inner suburbs) can be a clear win from a return on investment or affordability 

perspective but is less defensible from an equity perspective. Which means reaching 

target populations can be difficult and costs might prevent them being included. This 

means those that could benefit the most from travel behaviour change are the hardest 

to reach (eg people on low incomes, ethnic minorities) and therefore it is costlier to 

work with them. This could mean that people benefit from travel behaviour change 

inequitably due to budget or resource constraints. 

High Possible Medium This could be managed through co-design and by working specifically with 

people facing transport inequity. A travel behaviour change package can create 

community ownership of initiatives and not only remove barriers and but ensure 

that underserved are able to have/make choices. A few intentional steps that can 

be taken to integrate equity into the package approach by operationalising equity 

are: 

– Building equity into the package through targeting of initiatives, developing 

equity KPIs and working with the community to collect data 

– Targeting participation and input of priority populations from the beginning by 

specifying suburbs and neighbourhoods with high level of socio-economic 

deprivation 

– Building capacity and partnerships by increasing collaboration with community 

organisations, local iwi, and kaumatua 

There is a risk that the package does not deliver the full objective of the programme. 

This is due to a limit as to how much can be achieved through voluntary measures 

alone.  

Moderate Possible Low The travel behaviour change package could start with voluntary measures and shift 

to mandatory programmes as the programme matures. 

Congestion charging may be introduced instead of the Parking Levy  High Possible High  Outside of the realm of influence, but the TBC interventions designed to flank the 

Parking Levy would need to be redesigned to focus on using a congestion charge 

as a trigger for TBC 
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Risk Description (Cause & Consequence) Impact Probability Risk Score Controls 

TMA does not achieve what is expected of it High Possible High  Comprehensive plan for TMA including business plan, memorandum of 

understanding and set up based on successful (overseas) case studies 
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There are also several risks and uncertainties of how the Parking Levy will integrate with the LGWM 

programme that need to be managed, including:  

▪ Hypothecation – as detailed in Section 10.2.6, the Parking Levy legislation will ensure that the 

revenue raised from the Parking Levy is ringfenced to be used to fund LGWM public transport, 

active modes Wellington Commuter Parking Levy Draft Report Page 53 and travel behaviour 

change initiatives. A similar arrangement exists for the Nottingham, Sydney and Perth Parking 

Levy schemes.  

▪ Political leadership and support from all the LGWM partners will be essential to ensure 

successful delivery of the Parking Levy. The Parking Levy is a contentious project and many 

proposed schemes in the UK (eg In Manchester, Bristol) have not been implemented due to lack 

of political support and leadership. The South Australian government introduced the idea of an 

Adelaide Parking Levy in 2012, but it was scrapped in 2014 due to a lack of political support – 

which included the opposition of the relevant council, the City of Adelaide, which was also one of 

the major owner/ operators of parking buildings.  

▪ Impact of other LGWM packages on parking supply – Other LGWM projects may result in a 

reduction of on-street metered parking spaces. Displacement of this parking to casual off-street 

public car parks will not be subject to the Parking Levy since unused spaces in public car parks 

after 10:00am on a weekday are exempt. This could trigger public car park operators to provide 

more casual short stay parking spaces rather than reserved, long stay commuter parking 

spaces, potentially encouraging more trips in the off peak, more trips made per car park 

throughout the day or behaviours such as moving commuter cars to new parks during the 

working day.  

▪ Timing of when other LGWM packages are brought in is uncertain, but it would be helpful if 

some of the transport system improvements were in place before the parking levy is 

implemented. The assumed first year for the Parking Levy is 2025 which integrates well with the 

LGWM programme since, by 2025 some of the improvements to public transport and active 

modes will be in place and the Parking Levy will be dependent on these for its successful 

introduction.  

 

 

The main opportunities that need to be tracked are: 

▪ Confirmation of the timing of enablers that allows travel behaviour change efforts to step up 

▪ The revenue raised by the Parking Levy will help fund post 2025 proposed LGWM rail 

enhancements, mass transit, bus priority measures, active mode enhancements and TBC 

initiatives.  

▪ A culture change or changes in land use may reduce the levels of effort needed to change 

behaviour over time as car dependency reduces and a shift away from private ownership 

towards shared ownership of vehicles occurs  

 

The key pre-requisite for evaluation, monitoring and continuous improvement is total clarity on 

objectives. This is why the key objective – reducing vehicle driver trips and vkt into the CBD – has 

been stated so clearly throughout this SSBC.  Other criteria have also been set because they are 

important to different stakeholders (e.g.  improved health and well-being) or they are indicators of 

the key objective (e.g. mode shift). 
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The Critical Review (WSP 2020) found varying levels of evaluation across different TDM 

programmes. Even though evaluation and monitoring can be costly, it is essential because it will: 

▪ check that the TBC programme is on track to realise the forecast benefits 

▪ pave the way for (continuous) improvement (pilot, test, grow approach) 

▪ share experiences and contribute to the body of evidence for TBC in New Zealand. 

To evaluate simply means to assess the value of something. The diagram in Figure 11-6 

provides a variety of reasons that have been given for evaluating a programme. 

 

 

Figure 11-6 Reasons to evaluate source: Participatory Impact Monitoring 

KPIs and measures must allow successful evaluation. While the number of activities can be used to check 

implementation progress against plan, or to understand population/ geographic coverage, they don’t measure 

the impact of TBC. Surveys, multi-modal traffic data and other measures will be required to understand mode 

shift, CO2 reductions and other forecast benefits and attribute these to the TBC programme’s activities. It is 

critical that each of these methods be designed so that they can be repeated exactly both before and after 

implementation so that results are comparable and robust. Ad-hoc surveys are rarely sufficient. 

A less rigorous approach needs to be taken when capturing early feedback or customer insights to enable co-

creation or tailoring of interventions/ initiatives. For this work, engagement approaches should be geared 

towards the audience or cohort targeted to take an inclusive approach ensuring voices and stories are heard, 

and sufficient qualitative data can be gleaned to shape the intervention in ways that create a sense of 

ownership, or a message that resonates, with its customers.  
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Example activities include academic partnerships; annual report on accomplishments and progress towards 

goals and targeted KPIs - equity, health, liveability; a requirement to measure each initiative in a package; 

dashboard providing accountability towards adopted plan goals; and data collection. 

It will be important to establish academic partnerships like the Built Environment and Active Transport to 

School (BEATS) programme: an interdisciplinary and multi-sector research programme founded as a 

partnership between academia, schools, local government and the wider community (UoT 2020). The findings 

from this programme are helping inform future interventions for change, education campaigns and policy 

development in its area of focus, in the same way the travel behaviour change programme can inform travel 

behaviour change in New Zealand.  

The Critical Review Report demonstrated that good quality evaluation is not regularly undertaken at a 

programme level (LGWM 2020a). Therefore, ensuring a monitoring evaluation component to this package is 

also of national significance to help develop an evidence base for TBC in New Zealand. This is especially 

important in taking a ‘pilot, test and grow’ approach where new ideas are tested. 

11.7.5.1 Developing an evaluation plan 

The following section outlines an evaluation framework. It is anticipated that reporting will take the 

form of dashboards (some showing real-time data) and annual reports documenting insights and 

tracking progress. The evaluation approach has been informed by the MAXSUMO guidance, 

developed by the European Commission to plan, monitor, and evaluate TDM initiatives. MAXSUMO 

uses multiple metrics to assess three levels of any travel behaviour change programme including: 

▪ changes in vehicle trips/ vehicle kilometres travelled 

▪ assessment of services provided (programme outputs; awareness of programme; programme 

participation; participant satisfaction); 

▪ assessment of mobility options (acceptance, take up, and satisfaction with trial of a new mode); 

and  

▪ project outcomes (attitudes, behaviour, and system impacts such as mode shift). 
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A variety of evaluation types should be implemented as part of a comprehensive programme. Evaluation types and potential measures recommended for the LGWM travel behaviour change programme are 

outlined below.  

Table 11-2 Evaluation programme.  

Evaluation type When to use What it shows Why it’s useful Risks / Challenges Example measures or KPI’s (not all inclusive) 

Organisational 
structure / community 
capacity building 
evaluation 

During development of the 
programme 

As part of the annual 
reporting 

The performance of the travel 

behaviour change governance 

group and factors that affect 

performance 

Capacity of the organisation to 

achieve the results 

Level of partnership and 

community capacity building 

undertaken 

Understanding if the travel 
behaviour change governance 
structure is appropriate 
successful 

Organizational structure, 
resourcing or funding may be a 
root cause of downstream 
quality problems 

Critical to the success of 
partner organizations and 
funders 

If organisation is evaluating itself, 

there may be biases; an external 

evaluator is best 

Role of funding/sponsoring agencies 

and partners in the evaluation should 

be examined 

If evaluation shows the need for 

changes in governance, how would 

those changes be approved and 

implemented 

Travel behaviour change programme FTE, FTE in 

partner/community organisations implementing travel behaviour 

change initiatives; travel behaviour change programme funding; 

# of partnerships; 

diversity of partnerships; NGO’s and other organisations 

implementing or supporting travel behaviour change measures 

in the travel behaviour change programme 

Process evaluation / 
programme 
monitoring 

When programme 
implementation begins 

Annually throughout the life of 
the programme from planning 
through to the end of delivery 

How well the travel behaviour 
change programme is working 

The extent to which the travel 
behaviour change programme is 
being implemented as designed 

Whether the travel behaviour 
change programme is accessible 
and acceptable to its target 
population 

Whether/how the travel behaviour 
change programme strategies can 
be improved 

Understanding how well 
initiatives are being 
implemented compared to the 
plan 

Critical in understanding, 
interpreting and explaining the 
data collected through impact 
and outcome evaluation 

It can be difficult or expensive to 
collect behavioural outcome data for 
smaller programmes, and some 
programmes are not well suited to 
quantitative evaluation (eg social 
marketing campaigns) 

Evaluation should not be treated as a 
tack-on at the end, but must be 
integrated into campaign planning at 
the outset 

Programme evaluation generally only 
considers the impact on programme 
participants, which means that the 
results should not be generalised to 
the entire population (eg if 20% of  a 
programme’s participants change 
their behaviour, it is an error to say 
that 20% of Wellington residents 
would make the same change if 
exposed to the programme)  

 

The aim should be to measure the number of participants and 
what their experience has been. 

Outputs such as no of activities and events annually; no of 
people reached; no of people participating in activities and 
events; no of communication actions; target audience 
awareness of programme/modal option; behavioural outcomes, 
including uptake/trial of mode in question; habit formation; 
satisfaction with the programme; changes in 
attitudes/beliefs/intentions (due to the programme) - if using 
Stages of Change behaviour change model, see section 

Outcome evaluation After the travel behaviour 
change programme has 
contacted at least one group 
in the target population 

Annually throughout the life of 
the travel behaviour change 
programme from planning 
through to the end of delivery 

At the end of a particular 
initiative 

How the programme has 
performed on metrics 

The degree to which the 
programme is having an effect or 
benefit on the target population’s 
behaviours  

Changes in comprehension, 
attitudes, behaviours, and 
practices that result from 
programme activities 

A micro-view of the initiative 

Determines whether the 
programme is effective in 
meeting its goals and 
objectives  

Insights from outcome-focused 
feedback can help increase 
effectiveness 

Show whether the initiative or 
programme is meeting 
benchmarks 

Measures benefits of the 
initiatives or programme 

Some measures need to survey the 
entire population to understand reach 
(eg to understand brand recognition 
the % of total population would need 
to be monitored) which is time 
intensive and cost prohibitive 

Community-level evaluation does not 
help to understand exactly what 
caused the observed changes (this 
must be examined through 
programme evaluation)  

 

The key outcome measure for LGWM is reduction in no. of 
vehicle driver trips/kms to the CBD. 
 

SMART objectives, quantifying, measuring and monitoring 
“dose” (see 11.7.5.3) 

Other related behavioural outcomes related to travel and mode 
choice (commute mode share, multi-modal user counts/cordon 
counts); trip length by mode and purpose; bus boarding data; 
ride- hail, on-demand and other sharing data; VKT; congestion; 
vehicle occupancy; trips avoided (eg new work from home 
“commutes”), school mode share, etc.) 

Other outcomes (eg related to health, job access/economic 
mobility, social connectedness, equity or environmental 
outcomes, etc.) 
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Evaluation type When to use What it shows Why it’s useful Risks / Challenges Example measures or KPI’s (not all inclusive) 

Awareness/recognition/positive opinion of overall travel 
behaviour change programme brand and offerings; Satisfaction 
with experience of using non-SOV travel; personal anecdotes 
about changes in travel behaviour, improvement in quality of life; 
resident satisfaction with the overall travel behaviour change 
programme 

Impact evaluation Before surveys/data collection 
essential and then reviewed 
as needed (short term for 
pilot, test and grow as well as 
annually throughout the life of 
the travel behaviour change 
programme from planning 
through to the end of delivery 

The degree to which the 
programme meets its goal of 
reducing vehicle trips/kms to the 
CBD and elsewhere. 

The degree to which the 
programme meets its goal of 
systemic and culture change eg 
how much the programme 
changed travel behaviour beyond 
the target population 

A macroscopic view of the 
programme 

To show proof of change over 
time 
To show proof of impact by 
comparing the target 
populations with control groups 

Shows long-term, sustained 
changes as a result of 
programme activities, both 
positive and negative, and 
intended and unintended 

Provides insights to help in 
making policy and funding 
decisions 

It is important to account for external 
factors that may be responsible for 
changes observed (eg changes in 
petrol prices, changes in consumer 
debt interest rates, housing scarcity, 
etc.) 

Reduction in no. of vehicle driver trips/kms over the longer 
term (CBD plus elsewhere) 
Reduction in tonnes of CO2 equivalents emitted; Reduced 
congestion and parking demand; increase in leisure/recreation 
trips using active modes; Long-term changes in 
attitudes/beliefs/intentions (overall/community level) - if using 
Stages of Change behaviour change model, this is assessed 
here. This may include beliefs related to safety, convenience, 
social norms, cost, time, etc. 

Changes in programme participants’ lives that are attributable to 
the travel behaviour change programme - increase in social 
cohesion; increase in economic mobility; improved equity 
outcomes; improved health and wellness outcomes; improved 
quality of life  

 

Additional information on baseline data and potential targets can be found in Appendix A the LGWM travel behaviour change Package Benefits Map.
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11.7.5.3 Dose concept 

Another recommendation related to measuring impact which should be captured as part of impact 

evaluation is the concept of “dose” which is an approach to evaluate the impact of complex multi-

sector, multi-level, place-based initiatives used by the Community Health Initiatives (CHI) 

implemented around the United States by Kaiser Permanente to maximise intervention reach and 

strength (CCHE, 2016). The intent of this measurement in the population health context, like travel 

behaviour change, is to not only change individual behaviours, but to also do so on a scale and 

significance that yields wide-reaching outcomes at a population level. 

 

Figure 11-7 Depiction of dose (source Kaiser Permenete Dose toolkit) 

This can be applied to individual interventions or a group of interventions and provides a means to 

increase impact by improving reach, strength, adding another strategy or removing strategies that 

are less successful. This will be particularly useful in tracking whether targeting of travel behaviour 

change measures in the Wellington region is having the desired impact and to test which changes 

to the targeting could increase overall impact. 

The CHI programmes used this approach across individual community, state and national level, 

creating a way of benchmarking, even for interventions or groupings of interventions that may be 

“apples” and “oranges”, across their community programmes, developing an evidence base from 

which to continuously improve. 

Considering “dose” during the development of the travel behaviour change programme action plan 

and evaluation plan development will maximise the strength and reach of initiatives, provide 

direction on the grouping of the initiatives for evaluation, will allow for the impact evaluation to track 

collective impact across the travel behaviour change programme as well as partner organisation 

impact, and fine tuning of the initiatives to maximise impact of the travel behaviour change 

programme going forward. 

▪ An evaluation/ benefits realisation plan should be developed prior to implementation of the travel 

behaviour change package and initiatives and should be written alongside the programme 

action plan.  

The evaluation planning process should include: 

▪ Describing the programme - the programme goal, target populations, objectives, interventions, 

each and impact indicators;   

▪ Evaluation preview – engaging stakeholders, clarifying purpose of the evaluation, identifying key 

questions and evaluation resources; 

▪ Focusing the evaluation design – specifying the evaluation design, data collection methods and 

locating or developing data collection instruments; 

▪ Collect and coordinate data collection; 
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▪ Analyse and interpret the data and findings (qualitative and quantitative); 

▪ Disseminate lessons learnt – identify which reports should be prepared, the format and how 

information will be disseminated (as part of communications plan); and 

▪ Iteratively adjust programme, then begin new cycle of evaluation. 

11.7.5.4 Responsibility of development, maintenance and implementation of evaluation plan 

The LGWM travel behaviour change team should include an evaluation manager and analysts 

responsible for overseeing data collection, reporting, consistency of measuring and monitoring 

across initiatives at the local, community and regional level, working closely with the Wellington 

Analytics Unit. This team will be ultimately responsible for ensuring the quality assurance and 

quality control of data and reporting. As the travel behaviour change programme grows and 

increases its partnerships, the evaluation team might also provide technical assistance to those 

partners eg workplaces, schools, councils, to ensure data collection and reporting by those 

organisations meets the best practice standard established by the evaluation team.  

The evaluation team will need to find existing, repeatable data collection sources (e.g. HTS and 

cordon counts) and find ways to collaborate with these data collectors to make the data easy to use 

quickly at both local and regional levels. 

The evaluation team will work together to report as needed (e.g. for pilot, test and grow initiatives) 

and annually and communicate progress on agreed upon milestones, targets and key performance 

indicators. The outcomes of all of the reporting will provide the data required to inform adjustments 

to the organisation, overall programme, strategies and initiatives to ensure continuous improvement. 

11.7.5.5 Challenges with programme evaluation 

The Critical Review revealed there is room for improvement on measuring, monitoring and 

evaluation of these programmes in general. There were many challenges in analysing the data due 

to lack of uniformity in measuring outcomes related to VKT/VMT, active travel, public transport and 

parking demand management which should be discussed and addressed before embarking on 

implementation of the travel behaviour change package. Employer-based and city-wide 

programmes were easier to find than synthesised county or region-wide reports. These challenges 

are often directly related to lack of resource and funding for evaluation which forms the critical 

evidence base for this work. It is recommended that measuring, monitoring and evaluation be given 

adequate recognition and funding as this is crucial to tracking progress, outcomes and overall 

impact.  

 

Communicating the right information, to the right people, at the right time and in the right way 

is key to the success of a travel behaviour change campaign. A successful communication 

strategy also involves using a range of communication channels to reach the intended 

audience. 

Communications will come to people in Wellington via several media channels and 

these could be communicated directly from service providers, through LGWM, via 

government or through employers, businesses, schools or other organisations such as 

user groups or local iwi. Communication through word of mouth is another important 

channel when change is being advocated because hearing a message from a ‘trusted 

other’ is usually more powerful than through other media. The communications and 

engagement plan needs to make sure (by the pilot, test and grow method) that people 

can easily understand and relay messages they are receiving. 
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To ensure consistency and to make sure all relevant marking and communication occurs in a 

timely fashion, by the right entities and to the right people, a Communications Plan will provide 

relevant information to be distributed to shops, commuters and residents who may be directly 

impacted by loss of parking, other disruption impacts. The intent is to prepare for and adapt to 

the changes in the transportation network. Key reasons for a Communication Plan include: 

▪ Ensuring consistent messaging 

▪ Ensuring consistent and timely communication 

▪ Planning and managing disruption related communication (including events) 

▪ Coordinating real-time information 

▪ Ensuring real-time bus stop info is still provided through disruption or provide an alternative 

▪ Communicating construction schedules; and 

▪ Using communication channels where more information can be obtained eg an interactive tool to 

communicate city-wide disruption and improvements. The LGWM website already provides 

some of this information 

A detailed communication plan will be developed in the pre-implementation phase. The plan 

will detail: 

▪ The organisations involved in delivering travel behaviour change and their role 

▪ Who will communicate with who 

▪ What will be communicated (status, milestones, risks, team changes) 

▪ When communications will be made (monthly or weekly) 

▪ A register of stakeholders (individual names), including their responsibility on the project and 

contact information and their information requirements 

▪ Requirements for how information will be distributed to stakeholders including: 

– What will be communicated (eg status report) 

– Due dates for communications 

– Point of contact for communication (eg stakeholder group or individual) 

– Person responsible for the communication 

– How information (eg, email, presentation, via a portal). 

▪ Requirements for how information will be gathered and reported on, including: 

– What information is needed from stakeholders 

– Team member responsible for collecting and reporting on the information 

– Stakeholder responsible for communicating/sharing the information 

– Due dates. 

▪ Guidelines for gathering and distributing information 

– How project information will be stored 

– Approved communications methods and technologies Brand and style guides. 

 

Change management should be approached at three levels: 
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▪ Governance/ leadership 

– Change management at this level should focus on the ‘big picture’ ie: 

▪ Changes to national or local government  

▪ New or changed policy that might influence the project’s strategic case 

▪ Timing of enablers to the travel behaviour change packages 

▪ Other external factors that could change the travel behaviour change 

package intent or ability to deliver such as changes to LGWM 

infrastructure or service plans. 

▪ Delivery Team  

– Stakeholder driven changes eg via co-design, achievability and impact on 

programme, budgets, quality, scope or desired outcome 

– Scope creep or misinterpretation by delivery team changing outcomes/ quality/ 

risk 

▪ Project (within the programme) 

– An Agile approach to change management should be applied to delivery of 

interventions, initiatives and tools, keeping a focus on the outcomes that the 

project intends to achieve but adapting approaches, within set constraints like 

budget and resourcing, to achieve these. 
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Appendix A: Benefits map  
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Appendix B: The relationship between benefits and objectives
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The benefit map below demonstrates the interplay between the investment benefits and objectives . 
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Appendix C: Ministry of Transport guidance on travel behaviour change 
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Appendix D: Significant Projects in the Wellington Region over the next 
15 years  

The table below identifies critical projects being delivered over the next fifteen years and the impact 

they will have on the TBC package being delivered as part of this workstream. 

While a project is yet to be established, GWRC will also working to facilitate availability of 

technology and apps to support shared or active mobility choice and parking management tools. It 

understood that this project will be completed before 2025. 

Project 
Planned 
years until 
completion 

Links or dependencies with the TBC outcomes  

Central City 
Pedestrian 
Improvements 

1  
This project will make walking safer and faster for pedestrians 
through adjustments to traffic signals and other relatively small 
changes to improve pedestrian safety.  

*Golden Mile 2–3 

The Golden Mile is the busiest part of the Wellington central city and 

is also the main bus route. The Golden Mile project is focused on 

improving this section of road for pedestrians, cyclists and buses. 

The project provides opportunity for mode shift for people traveling 

to/from and through the central city and improved safety. 

*Thorndon Quay & 
Hutt Road 
Improvements 

3–4 

This project will deliver priority for buses with improvements for 
walking and cycling including enhanced safety. It will provide an 
opportunity to people travelling to the central city from northern 
suburbs to change their travel behaviour.  

*City Streets 3–7  

This project involves road space reallocation and improvements on 
streets within the central city and along radial routes in order to 
provide access to the central city from surrounding suburbs to 
enable the transport system to move more people with fewer 
vehicles and to improve access for all modes. The TBC package 
needs to be developed with an understanding of the bus priority 
plans and provisions proposed for cycleways and pedestrians. The 
construction of City Streets will also create disruption in the normal 
transport network which is an opportunity for TBC. 

*Mass Rapid Transit 
(MRT) 

10–15 

This project is to deliver an MRT system from Wellington Railway 
Station, through the central city and to the south and east of the city. 
(the final route is still to be confirmed). MRT is a new opportunity for 
mode shift as it may relieve capacity on cycleways and buses. The 
construction of MRT will also create disruption in the current 
transport network which is an opportunity for TBC. 

*Parking Levy 5–10 

This project has the potential to enhance mode shift by acting as a 
catalyst to stimulate organisations to review fleet or parking 
benefits, provision and policies. The opportunity for TBC as a result 
of the levy would need to be harnessed by delivering a package of 
interventions built on behavioural economics principles to influence 
commuter behaviour  

*Strategic Highway 
Improvements 

10–15 

This project is tasked with unblocking congestion on SH1 
particularly around the Basin Reserve, with the possibility of a 
second Mount Victoria Tunnel (final route to be confirmed). The 
construction of Strategic Highway Improvements will create 
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Project 
Planned 
years until 
completion 

Links or dependencies with the TBC outcomes  

disruption in the current transport network which is an opportunity 
for TBC. 

Transmission Gully 1–2 

The construction of a four-lane motorway running from MacKay’s 
Crossing to Linden through Transmission Gully will significantly cut 
journey times from the Kāpiti Coast to Wellington City. It is expected 
that the opening of the motorway will shorten travel times by road 
and lead stronger growth in the north of the region. Transmission 
Gully and other significant transport projects that connect Wellington 
City to the wider region allow people to live further away than they 
may have otherwise. 

National Integrated 
Ticketing 
Programme 

2 (rollout in 
Wellington) 

This project, also known as Project NEXT, is to establish a 
nationally consistent integrated ticketing system for public 
transport. A new ticketing system would supersede the Snapper 
cards, encouraging public transport patronage and contributing to 
mode shift due to the simplification of multi-modal travel. 

Bike Racks on 
Metlink Buses 

Ongoing 

All new Metlink buses added to the fleet will come with a bike rack 
to safely carry two standard bikes. Plans are in place to retrofit the 
interim with this feature. This would support multi-modal transport 
and would improve the perception of being a more reliable way to 
travel.  

*To be delivered as part of the LGWM programme. 
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Appendix E: Travel behaviour trend sources 

▪ Travel Demand Management Customer Insight Survey (Nexus 2019b): 1404 respondents in the 

Wellington region (aged 15+), 15-minute online survey 

▪ Wellington Commuter Parking Levy Draft Survey (LGWM 2020b): A random sample was drawn 

from 40,000 phone numbers in the Wellington Region (including mobiles) Of these, 1,500 

respondents agreed to participate in the survey,  

▪ In late 2019, Wellington City Council undertook a parking survey that was emailed to the 

council’s “secondary online panel”. There were 2,225 self-selected respondents who were not 

necessarily representative of all CBD users. 

▪ Greater Wellington Regional Council (GWRC analysis, 2018 Census data): Primary analysis of 

2018 Census data by the Wellington Analytics Unit at Greater Wellington Regional Council   

▪ TomTom data (TomTom 2019): real traffic data in Wellington 

▪ NZ Household Travel Survey (MoT 2020), only limited information from the 2018 travel survey 

was available at the time of writing this business case 

▪ Regional Mode Shift Plan (WKNZTA 2020a) 
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Appendix F: Case study summary 
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Our team completed case studies of 32 regional/citywide TDM schemes and individual TDM programmes. Of these, we selected 12 

that show the most relevance to the Wellington effort, and whose evaluation methodology was (unlike many) rigorous and defens ible. 

The case studies selected also reported on the reduction in single occupancy vehicle trips. 

Case Study name Outcome Type of initiative  Supporting infrastructure 

Case Study:  Seattle 
Children's Hospital 

This comprehensive TDM campaign at a hospital campus 
achieved a reduction of 6% in single occupancy vehicles (SOV) 
trips over 10 years and indicates sustained change. As a 
condition of approval to do a large-scale expansion on site, the 
City of Seattle required the hospital to commit to reducing 
their drive-alone employee mode share from 38% to 30% 
between 2008 and 2030, and the hospital is on track to 
accomplish this. 

Travel plans 

Major transit investments; served by 
premier bicycle path in the region. 
Surrounded by affluent residential 
region, making offsite parking difficult. 

Case study:  Santa 
Monica TDM 

Santa Monica, a Blue Zone32 with a leading micromobility 
offerings, light rail and active transport amenity, implemented 
a mandatory employee commute reduction plan, monitoring, 
and reduction in fees if targets were met. The first year of 
implementation achieving a 4% reduction in resident drive 
alone rates. 

Mandated employee 
commute reduction 
plan, monitoring, 
reduction in fees if 
targets were met, 
‘Blue Zone’ initiatives  

Leading city on micromobility (e-
scooters, bike share); new light rail 
line opened in 2016; outstanding 
bicycle and pedestrian network. 

Commuter Connections, 
Washington, USA 

Collaborative regional programme in greater Washington DC 
area which has an excellent, but challenging subway service, 
strong cycling infrastructure and programmes. In three years 
between 2014-2017, the programme achieved a reduction of 
14% in vehicle trips. 

Targeting commute 
to workplaces 

Excellent but troubled subway service; 
strong bicycle path network; 
improvements in on-street bicycling 
facilities but conditions still stressful; 
excellent bike share; congestion is 
very challenging. 

 
32 Blue Zones are regions of the world where Dan Buettner claims people live much longer than average. Through a project funded by the health sector, Blue Zone principles were retro-fitted into 

some California suburbs and the programme achieved increases in active travel- see bluezones.com for more information.  
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GoDCGo 
TRANSPORTATION 
PROGRAM, Washington, 
DC USA 

This programme in Washington, DC The programme overall 
achieved a reduction of 45,500 vehicle trips over the reporting 
period of 2018-19. 

Focus on hotel 
guests, schools, 
commuters, 
workplaces and 
residential areas 

Excellent but troubled subway service; 
strong bicycle path network; 
improvements in on-street bicycling 
facilities but conditions still stressful; 
excellent bike share; congestion is 
very challenging. 

Arlington Mobility Lab 
and County Commuter 
Services, Arlington, VA 
USA 

A collaborative multi-party community wide programme 
reduced number of daily trips between 32,940 and 63,038.  

Regulatory and soft 
measures 

Excellent but troubled subway service; 
strong bicycle path network; 
improvements in on-street bicycling 
facilities but conditions still stressful; 
excellent bike share; congestion is 
very challenging. 

Austin TDM Programme, 
Austin, TX USA 

In 2017, the overall programme led to a 3.7% decrease in 
driving trips. City of Austin employees can earn additional 
vacation time by not driving to work. The Austin TDM 
programme is relatively new, energetically implemented, and a 
departure for this very auto-oriented region. 

Regulatory and soft 
measures, increasing 
availability of transit, 
bicycle, and 
pedestrian 
infrastructure to 
increase travel 
by these modes. 

Austin is sprawling and auto-oriented 
and has experienced crippling 
congestion as the population has 
grown. Non-SOV mode share is low 
but growing, and the city is making 
transit and bicycling investments. 

The Mayor's Commute 
Challenge, Durham, USA 

High-quality research testing the impact of personalised 
commute journey planning. During the initial test, delivering 
the journey planning to council employees resulted in a 9.3% 
reduction in SOV and a 9.3% increase in sustainable. A 
subsequent trial sending personalised journey plans to 
University students at North Carolina Central University led to a 
reduction in SOV of 7.1% and a 6.5% increase in sustainable 

 Automated journey 
planning 

Durham is part of the sprawling 
Triangle Region, which is auto 
dependent and has poor transit and 
bicycling infrastructure. 
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trips. The journey planning is automated, allowing for large-
scale scaling. 

Seattle King County In 
motion TDM 
programme, King County 
Metro, USA 

Over 12 years, this series of residential TDM campaigns saw a 
self-reported reduction in drive-alone trips among participants; 
over 18 different programmes, the majority resulted in a 
reduction in drive-alone trips ranging between 12 to 25 
percentage points. 

All trips all modes 

King County Metro's transit offerings 
are quite good and have grown better 
in the last few years thanks to 
investment and smart planning. 
Cycling infrastructure varies a great 
deal depending on the specific 
location in the county. 

Sydney Travel Choices, 
Sydney, Australia 
(TNSW, 2020) 

Since 2015, the TDM programme (implemented over a period 
of disruption to the public transport network) which relied on 
participation of 850 businesses, achieved a 13% decrease in the 
number of vehicles entering the CBD in the morning peak. 

Commuter trips 

Comprehensive public transport 
network, growing walking/cycling 
infrastructure, heavy reliance on 
motor vehicles for short distances 
(within a 10km radius of Sydney's 
CBD) 

Sustainable Travel 
Towns, UK (DoT, 2010) 

Over five years, reduction of 7-10% in the number of car driver 
trips per resident. Soft measures were more effective when 
they were delivered alongside public transport improvements. 

Combination of PT, 
walking, cycling 
infrastructure and 
soft measures 

Public transport network, varying 
quality cycle networks 
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Model Communities 
project, New Zealand 
(NPDC, 2020) 

Over two years, the initiatives observed a 44% decrease in cars 
at schools, 12% decrease in cars at workplaces. 30% increase in 
active travel compared to control sites. 

Combination of 
walking, cycling 
infrastructure and 
soft measures 

Public transport network, moderate 
level of walking and cycling 
infrastructure 

From 5To4: promoting 
smart mobility to 
employees, Europe 

The game succeeded in changing the travel to work behaviour 
of employees. The modal share of private car reduced from 
65% to 42%. The game reached 100,000 employees with 
23,400 players directly in the game 

Gamification 
Varying levels of public transport and 
cycling in the five participating towns   
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Appendix G: Wellington Commuter Parking Levy, Final Report, March 
2021 

 

Issued as a separate report.  
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Appendix H: Disruption scenario report and visuals  

er 2020- FINAL 

LGWM Travel Behaviour Change 
Package 
Keeping Wellington moving through periods of disruption 

Jean Beetham, Lisa Malde, 
Shifani Sood, Lucy Riddle, Roger 
Burra, Louise Baker.  
 

 

  

WSP New Zealand  
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1 Setting the scene 

Let’s Get Wellington Moving (LGWM) is an 

ambitious programme that aims to achieve a vision 

of moving more people with fewer vehicles to and 

through the Wellington City Centre. The suite of 

projects within LGWM will deliver improvements to 

the capacity, performance and reliability of public 

transport, as well as improvements in active 

transport networks. However, delivery of these city-

shaping transport projects will result in disruption as 

they are constructed.  

A Travel Behaviour Change (TBC) package forms 

part of LGWM and its role is both to influence travel 

choices in the longer term to achieve and sustain a 

mode shift, but also to minimise the disruption 

associated with construction and service changes.  

This write up provides an analysis of four disruption 

scenarios and the targeted TBC strategy that will 

help to minimise their impact (see Figure 1-1 for 

locations of the four disruption scenarios).  

The overall strategy is to ease pressure on Wellington roads while supporting people to make informed 

travel choices that are right for them, both during periods of disruption and in the long-term by: 

▪ making sure people are aware of upcoming changes and how these might affect their journeys 

▪ helping people to understand their travel options during periods of disruption 

▪ managing travel demand so Wellington City can keep moving 

▪ leveraging the disruption to encourage travel behaviour change away from driving. 

The disruption scenarios that this document addresses are: 

▪ Scenario 1:  Disruption to the central city associated with delivery of Golden Mile improvements 

▪ Scenario 2:  Linkages to the suburbs through bus priority lanes alongside cycle improvements, using 

Karori to the City as an example 

▪ Scenario 3:  Network disruption associated with MRT / bus development on the Quays 

▪ Scenario 4:  Network disruption associated with the Basin Reserve grade separation  

Note: At the time of writing, planning the delivery of other LGWM workstreams is still underway with 

multiple options under consideration, there is too much uncertainty to quantify time impacts or the 

varying levels of impact of disruption by mode. Some workstream options may happen simultaneously, 

exacerbating disruption over a shorter period of time, others may be staggered reducing the level of 

disruption, but construction will continue over a longer period.  For many projects the level of delays will 

change as delivery progresses.  Quantifying disruption at this point of time without understanding the 

construction sequence or the timing of new services is challenging.  This report aims to generally 

quantify what the disruption is, who will be impacted, what it means for customers and identify targeted 

TBC interventions to mitigate the disruption. 

A 1-page A3 graphic accompanies each of the four scenarios.  

Figure 1-1 Map of disruption scenarios 
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2 Core themes, approaches and activities common to all scenarios 

Each disruption scenario is discussed separately in the section following this one. This section discusses 

items that are expected to be common to all scenarios.  

 Core themes 

Any disruption-related communications should be easily identifiable as such. Creating core themes will 

help customers to recognise disruption messages and the themes can also roll through to TBC 

campaigns focused on longer term change. 

Figure 2-1 presents the core themes that would be used in messages and campaigns. Translating the 

themes into Māori could bring an Aotearoa flavour to them and provide a more direct link to any TBC 

initiatives that engage with iwi. 

 

Whāiti Ara tika Wā tika Momo waka 

Whakawhāiti i ngā 

haerenga huakore 

 

Whāia ngā ara e 

wātea i ngā mahi 

hangahanga. 

Panonitia ōu 

whakaritenga kia 

wātea ake ngā 

huarahi 

Whakamanahia ngā momo 

waka rerekē 

Figure 2-1 Disruption scenario travel behaviour change strategy: core themes 

An explanation for each theme follows: 

▪ Rethink: this underpins all of the other messages 

▪ Reduce: avoid unnecessary travel  

• Consolidate deliveries 

• Work from home some days 

• Use technology: tele/video conference  
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▪ Re-route: avoid areas of construction  

• Use alternative routes where possible 

• Consider all modes of travel  

▪ Re-time: travel outside of busy periods 

• Travel outside busy times 

• Hold meetings between 10am and 3pm to maximise flexibility during peak times 

• Use public transport at less busy times for a more reliable and comfortable journey 

▪ Re-mode: encourage a shift away from car driving  

• Walk or cycle for short trips 

• Walk/cycle or take the bus to work  

• Encourage kids to be travel to school independently  

Similar themes have underpinned other successful behaviour change campaigns including Toronto’s 

Smart Commute Initiatives (Canada), the London Olympics and the Sydney Travel Choices Programme 

in Australia. See examples in Figure 2-2.  

  

Figure 2-2  Left: Smart Commute Initiatives in Toronto, Canada (TWBG 2018); Right: Sydney Travel Choices Programme in 

Sydney, Australia 

The themes formed part of Transport for London’s ‘Get ahead of the games’ campaign during the 

London Olympics (see Appendix 1 – Communication Tools, Transport for London Olympics Travel 

advice). 

COVID-19 has demonstrated the ‘proof of concept’ for working from home, with many workers and 

businesses now used to flexible hours and working from home, making it a viable choice for some 

workers during a period of disruption.  As part of the core themes, the TBC governance group could 

encourage people to work from home, however they will need to decide to what degree this can be 

pushed as there will need to be consideration of the economic impacts on city centre businesses. An 

alternative to encouraging working from home could be to encourage re-timing of trips to the off-peak.   

Using the reduce, re-route, re-mode, re-time themes could also support post-disruption messaging to 

‘return’ or ‘re-set’ that might signal the end to a disruption period and encourage people back into the 

city, making use of new active and shared mode improvements.  

For all disruption scenarios, it is assumed that the construction will be managed in ways that minimise 

the impact on people walking, on bicycles and for bus users by providing wayfinding and well-considered 

routes past construction sites, communicating alternate routes or re-routing bus services when 

necessary. 

 Management (Governance) 

http://icities4greengrowth.in/casestudy/smart-commute-initiative-toronto-canada
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A TBC programme during disruption will need to have a unified and integrated management.  The TBC 

programme should establish a group of leaders and representatives who will work together to: 

▪ Lead by example 

▪ Be the guardians of any TBC brand and approach 

▪ Ensure the TBC messages are cohesive 

▪ Reach out to employees or others that they represent to get messages to the right audiences. 

The initial governance group could begin with LGWM partner organisations and workplaces that have 

travel plans and could later grow to become a Transport Management Association (TMA).  The 

establishment of a TMA would create efficiencies and a pathway for organisations who do not have the 

resources to create a bespoke travel plan programme.  Efficiencies would include shared messages, 

services and the critical mass needed for various initiatives.   

 Key messaging 

This section covers off some of the key messages for LGWM Disruption TBC campaigns. 

Wellington City is changing, for the better. Over the next decade, improvements will be made to the 

Wellington city transport network and this will result in construction related disruption. 

Key messaging prior to disruption will be focused on raising awareness of the disruptions and 
how they will impact people: 

▪ Improvements are being made to the transport network that require construction and this will disrupt 

some journeys to and through the Wellington City Centre  

▪ We will do our best to minimise the disruption   

▪ Roads will be significantly busier and may have less space for private vehicles 

▪ Journeys will take longer than usual. 

Key messaging will be focused on encouraging people to rethink their travel: 

▪ You can help - drawing on the ‘being a good citizen’ motivator  

▪ ‘Travel better’ or ‘Travel sustainably’   

▪ ‘Try a new way’  

▪ Plan ahead 

▪ For a more reliable journey, consider using active and shared modes, particularly during peak travel 

times 

▪ Along some routes, walking and cycling will be disrupted, lookout for information and instructions 

▪ Consider working flexibly (travelling in later or earlier) or from home (where possible, on certain days)   

▪ Avoid travelling at busy times 

▪ Avoid driving or taking a taxi/Uber to and through the city centre, use recommended routes that take 

you around the construction zones 

▪ Walk or bike for short distances as opposed to taking the bus for a one stop hop, driving or taking a 

taxi/Uber 

▪ Encourage independent travel to school for students 

Key messaging following disruption will be focused on encouraging people to ‘return’ or ‘re-set’: 
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▪ Signal in advance the end to each disruption period 

▪ Encourage people back into the city 

▪ Inform people of new active and shared mode improvements 

▪ Encourage people to continue with their habits of using active and shared modes 

▪ ‘Share the love’ by supporting businesses impacted by disruption. 

Specific cohorts that will be targeted include: 

▪ Employees – Plan ahead if they must travel for work, consider working flexibly or try travelling 

outside peak times, PT and cycling may be disrupted however shifting to driving will result in 

increased delays 

▪ Employers – Review existing policies and procedures, especially regarding working from home and 

flexible working  

▪ Residents – Plan ahead if travel is required during disruption, choose the right mode for the right trip 

▪ Schools – encourage use of active travel, discourage driving or dropping off children unless 

necessary 

▪ Wellington Hospital and Airport- allow more time for your trip, communicate about travel choices. 

 Communication tools 

Communicating the right information, to the right people, at the right time and in the right way will be key 

to the success of the disruption TBC campaign. 

A successful communication strategy for the disruption scenarios will involve using a range of 

communication channels to reach the intended audience. Some people rely on social media, while 

others may be more used to seeking out information via radio, or in printed form. People with physical or 

visual disabilities may require information to be provided in different formats.  Some of the 

communication tools that will be used include: 
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▪ Internet 

▪ Operator and local authority websites  

▪ Mobility as a Service platform (with push alerts) 

▪ Journey Planning apps or commuter incentive platforms 

▪ Gamification apps e.g. Love to Ride 

▪ Print and broadcast media, including newspapers and local radio (ads and interviews) 

▪ Bus stops – real time passenger information (RTPI) screens and printed notices 

▪ Geofenced marketing campaigns on social media 

▪ Posters on buses and key routes 

▪ Messages at bus stops 

▪ News (Stuff etc.) - via interviews and press releases 

▪ Social media and social media influencers 

▪ Mapping platforms (Google maps, etc) 

▪ Stakeholder networks 

▪ Some mailbox drops  

▪ Helpline or messaging service 

 

Information will also be translated into commonly used languages where a language barrier exists, 

translation requirements will be determined by working with existing communications teams within 

government. See Appendix 1 – Communication Tools for commonly spoken languages. 

Communications will come to customers via a number of media channels and these could be 

communicated directly from services providers, through LGWM, via government or through 

employers, businesses, schools or other organisations such as user groups or local iwi.  

To ensure consistency and to make sure all relevant marking and communication occurs in a timely 

fashion, by the right entities and to the right people, a Communications Plan will provide relevant 

information to be distributed to shops, commuters and residents who may be directly impacted by 

loss of parking, other disruption impacts.  The intent is to prepare for and adapt to the changes in 

the transportation network.  Key components of a Communication Plan will include: 

▪ Ensuring consistent and timely communication 

▪ Planning and managing disruption related communication (including events) 

▪ Coordinating real-time information  

▪ Ensuring real-time bus stop info is still provided through disruption or provide an alternative 

▪ Communicating user profiles 

▪ Communicating construction schedules; and  

▪ Using communication channels where more information can be obtained e.g. an interactive tool 

to communicate city-wide disruption and improvements. The LGWM website already provides 

some of this information. 

See more examples of communication in Appendix 1 – Communication Tools. 
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2.4.1 Market segmentation 

A market segmentation conceptual framework is a useful tool to understand the opportunity and 

willingness to change travel behaviour. This is represented in the market segmentation conceptual 

framework shown in Figure 2-3. This framework was developed based on established theories of 

travel behaviour and behaviour change. It represents the potential for behaviour change based on a 

matrix of people’s level of willingness (characteristics of the person) and level of opportunity 

(contextual factors).  

 

Figure 2-3  Market segmentation conceptual framework 

For each disruption scenario, people will fall into these quadrants for some or all journeys. It will be 

the role of the TBC strategy for each disruption scenario to target cohorts along this spectrum, 

nudge them towards higher willingness, and create more opportunities for the shift away from 

driving.  

Soft measures and marketing-based approaches as part of the travel behaviour strategy may 

change willingness as messages ‘sink in’ and as travel options are improved, peoples’ willingness to 

change their travel behaviour will also increase.  

 Travel Plans 

It would be beneficial to establish, or boost travel plans of the disruption period so that organisations 

are set up and ready to respond to the disruption by promoting or incentivising the use of shared 

and active modes, encouraging flexible working or working from home where practical.  

During disruption, travel plans can focus on reducing trips or mode shift and have the potential to 

collectively reduce congestion from a number of angles including event travel plans for major events 

at the waterfront, Te Papa and the Basin Reserve.  Construction worker travel plans could reduce 

the number of construction vehicles travelling to construction sites in the city.   

The existing programmes run by GWRC and WCC provide a solid foundation from which LGWM 

can build.  Increasing the number of school travel plans in the GWRC programme could reduce 

parent drop-offs and increase the use of active travel, reducing the impact of compounding 

disruption at schools near the scenarios outlined in this report. Expanding participation in the well-
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established GWRC workplace travel plan programme could encourage greater levels of working 

from home during disruption periods, traveling outside of peak times and using active and shared 

modes at least once a week to achieve trip reduction across the transport network. Signing on even 

more major employers who will be impacted by disruption, such as the Wellington Hospital Travel 

Plan, which is currently being developed, will only benefit the broader transport system which will be 

more stressed than usual during peak travel times paired with disruption. 

The establishment of a TMA would allow organisations to create shared messages or services, 

which will provide efficiencies and offer a path to participate when an organisation doesn’t have the 

resources to create its own bespoke travel plan.  

Travel plans usually include the following: 

▪ Information on current travel patterns of the targeted cohort (generally a workplace, community 

or schools/universities)  

▪ Trip reduction or mode shift targets 

▪ Incentives and rewards 

▪ Disincentives, fees or charges 

▪ Events and challenges 

▪ Safe routes (work, to school or to the local public transport hub) 

▪ Communication strategy 

▪ Action plan (who will do what) 

▪ Implementation plan – who will be responsible for delivery, timeframes 

▪ Monitoring, measuring and evaluation mechanisms 

Specific initiatives could include: 

▪ Working from home/flexible working toolkit for employers with initiatives like encouraging staff to 

scheduled meetings between 10am-3pm to allow flexibility for staff at peak travel times 

▪ Continue to work with businesses to encourage implementation of travel plans (including 

revising their flexible working policies) and participation in the TMA 

▪ Central government, as the largest employer in Wellington, could lead by example by boosting 

existing travel plans, or developing and implementing new ones, encouraging public servants 

and Crown Entity employees to lead the change 

▪ Timely communication about disruption through established channels (e.g. website, newsletter, 

social media) and through existing partnerships like the GWRC travel plan programme and via 

the TMA or Chamber of Commerce 

▪ Provide insurance (guaranteed ride home scheme; bike breakdown and maintenance service) 

for employees to increase confidence in using active and shared modes 

▪ Use commuter incentive platforms or gamification to encourage, nudge and reward change: 

campaigns, car free days, walk/ bus/ bike to workday 

▪ Awards & certificates/ recognition e.g. Cycle Friendly Employer/ School etc., or recognition for 

exceptional TBC program, best plan for disruption ‘We’re ready to Keep Wellington Moving!’ 

badge  

▪ Provide communication material to workplaces regarding the disruption early as well as 

platforms for sharing and showcasing ideas 
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▪ Work with workplaces to provide e-bike charging stations during the disruption period and build 

appetite for upcoming improvements in the cycling network 

▪ Cycle skills and maintenance workshops  

 Other actions 

There are a number of actions that will affect the success of the TBC package, but which are not 

strictly TBC activities.  These items have been listed below: 

▪ Freight management and servicing – The Port is located on the edge of a major disruption 

area (The Quays) and with goods, servicing and freight movements often competing in peak 

times to utilise the city centre transport network, there is a high potential for conflict with those 

travelling to the central city.  A freight management plan is recommended for large and small 

freight movements and servicing as a reliable and efficient supply of goods and services to 

businesses and residents in the city is vital through and during disruption. Initiatives it could 

include are: 

• Consolidation of deliveries 

• Encourage the use smaller vehicles and human powered transport, particularly for 

distribution in urban areas 

• Change freight delivery times to reduce congestion 

• Improve vehicle operator training to encourage more efficient driving 

▪ Kerbside management – particularly during disruption and where space is being reallocated for 

bus priority and dedicated cycle facilities, kerbside space will be a premium and will need to be 

strictly managed for uses such as temporary bus stops, bike and scooter share, shared mobility 

and taxi services and ride hailing pick up/ set down points.  

• Taxis- In addition to identifying appropriate pick up and set down points, when 

taking EFTPOS or cash payments and providing receipts, taxis can take 2 minutes 

or longer to set down passengers, so the use of efficient payments via apps or 

allowing travellers to enter payment details while making their journey could save 

vital time (receipts could be emailed, card details could be loaded during the trip). 

LGWM might provide an opportunity to introduce taxi-sharing that would allow 

passengers to share rides and fares too, either via an app like Cabify or at places 

like the Airport, organising taxi ranks by destination to allow passengers to share. 

▪ Traffic Management Plans (TMP) – these will seek to minimise the impacts of construction on 

transportation network users.  Traffic management plans could also aim to create an integrated 

network of alternate routes and diversions to ensure individual TMPs work together to minimise 

any additional disruption.  Consideration of temporary traffic management priority lanes for 

public transport and emergency services could also be explored.  

▪ Coordination between construction projects and the TBC workstream - this includes 

communication specifically related to construction. 

▪ Provision of alternative routes for active travel users - Construction teams should prioritise 

the safety and comfort of cyclists during construction by creating alternate routes.  Smooth 

walking routes should also prioritise the safety and comfort of pedestrians including the visual 

and mobility impaired.  These provisions should be communicated in a timely manner as part of 

the communications plan. 
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3 Mapping the disruption scenarios 

While the LGWM programme and other transport network improvements will continue to improve 

capacity and reliability of the transport network, there will be localised disruption during its delivery 

where travel behavioural changes can reduce congestion.  

The timeline below provides an indication of when the main disruption from LGWM and other 

construction projects is expected to occur and what will have been delivered before and will be 

delivered after/alongside each of the disruption scenarios being considered as part of this work. 

 

Figure 3-1 Indicative Timeline of construction events 

Note: this timeline gives a general indication of when disruption may occur.  As there is uncertainty 

around LGWM workstream timing and options this will change.   

 Who will be disrupted? 

3.1.1 Travel to work 

Appendix 2 – Disruption Scenario Impact Graphics broadly shows the origin and destination area for 

trips to work journeys to the city centre that will potentially be disrupted during each disruption 

scenario based on the 2018 census data. This data by no means is complete but it does provide a 

broad indication of the scale of impact on journeys to work in the city centre. There are other 

journeys to and through the city centre that are not shown in this data but will be disrupted as a 

result of construction related disruption.  

Impacts on travel to work and other trips are discussed in relation to each scenario later in the 

report. Various information sources have been used to attempt to tell a story about the types of 

travel that may be disrupted in each of the scenario locations. Our knowledge of the travel in each 

of these areas is not perfect and complete. For example, Census data tells us the area of trip origin 

and destination, and travel mode, for self-reported Journey to Work and Journey to Education, 

however it does not tell us the route or time of travel. Count data provides an indication of mode of 

travel and volume at a particular site, but it does not give us route, origin and destination 

information, tell us about the traveller, or the trip purpose. Neither of these data sources provides us 

with information about how easily these trips may be changed. We have attempted to employ a 

wide range of data sources to get the most complete picture that we can and have also drawn on 

the local knowledge of our experienced team. However, we are aware that there may be travel 

patterns occurring within these places that we do not have complete information on.  

  

3.1.2 Travel to school 
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Figure 3-2 shows the locations of schools across the region. School trips are made up of various 

modes: school buses transport younger students, some walk, cycle or travel by public bus, some 

students will be driven, and some older students drive themselves.  

Private schools (highlighted red in Figure 3-2) attract trips from across the region. Samuel Marsden 

Collegiate School to the west of the CBD and Queen Margaret College to the north of the CBD, 

draw approximately 1200 students from around the region. Samuel Marsden Collegiate School and 

Queen Margaret College students from the eastern and southern suburbs require travel through the 

CBD, student trips from western and northern suburbs will still require travel through the city’s train 

station or main bus station. Scots College, private boys’ school, draws just under 900 students from 

around the region to the eastern suburbs. Students traveling from outside of the eastern or southern 

suburbs to Scots College are required to travel through the city, except for a small amount who 

catch the ferry between Eastbourne and Seatoun.  

There are two main school areas that will be affected by the disruption’s scenarios. The first 

Wellington Girls, St Marys and Queen Margaret College in Thorndon with a combined roll of just 

over 2,800 students may be impacted. This area will be primarily affected by disruption occurring in 

the city centre (Golden Mile) and western and northern suburbs (Karori bus improvements). The 

second area is next to the Basin Reserve where Wellington College and Wellington East Girls 

College and St Mark’s school are located, with a combined roll just over 3,000 students. Wellington 

College will be the most affected, the college sits to the east of the Basin Reserve with all its 

students traveling through the city from the Western and Northern suburbs. Wellington East Girls 

Colleges catchment is the eastern and southern suburbs and will be less affected, except by 

construction close to the Basin Reserve.  

Targeting schools to enable independent student travel will have a knock-on effect on people driving 

to and through the city centre. Not needing to do school pick up and drop offs by car will remove a 

barrier to changing travel behaviour away from driving to work. Designated off-site drop off areas 

that allows students to walk into the school will also reduce congestion when parents choose to 

drive.   

 

Figure 3-2 Location of schools in the Wellington Region (GIS data obtained from Wellington City Council) 

Schools most affected by the disruptions is discussed specific to each scenario later in the report.  
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4 Travel Behaviour Change strategies specific to each disruption 
scenario   

 Scenario 1: Golden Mile 

The Golden Mile (Lambton Quay to Courtenay Place) is the heart of Wellington and has been 
classified as a key public transport route. The area is characterised predominantly by bars, clubs 
and restaurants on Courtenay Place, high rise offices, street level shops and cafes with some 
residential on Manners and Willis Street and high-rise offices with street shops and cafes on 
Lambton Quay. It is part of the last leg of many journeys, especially people travelling to the 
Wellington City Centre by bus or train.  

Key improvements along the Golden Mile include dedicated bus lanes, improved walking and 

cycling environment in the central city, with lower CBD speed limits. The objective of ‘Golden Mile 

and City Streets improvements’ is to “make it better for people walking and on bikes and give buses 

more priority”.   

When will the improvements be 
delivered?  

Could start in the 2021/22 financial 
year. While delivery could last for 1.5-
2.5 years, it is expected that 
construction would be focused at 
localised sites progressing sequentially 
along the corridor. 
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Disruption associated with the delivery of Golden Mile improvements will be concentrated in the 

central city including the main commercial street for Wellington as shown in Figure 4-1. Delivering 

these improvements will require the closure of some minor 

roads and result in construction related disruption and 

delays.  

There will temporarily be less space and more crowding on 

the footpath when walking on the Golden Mile. There will be 

a net reduction in car parks during and after construction, 

access by private vehicles will also be restricted (some or all 

the times), side streets will be closed, and loading zones 

and taxi stands will be relocated to side streets.  

At this stage, it is not clear which option may be selected, 

therefore precise impacts cannot be confirmed, however it is 

expected that improvements could be localised and be 

delivered progressively and gradually along the route, 

extending the duration.  

Post-construction access will be heavily reduced for private 

vehicles and service vehicles will likely need to adapt to the new access restrictions.  

4.1.1 What do we expect the wider transport system will look like at this point of this 

disruption? 

The transport network will look very similar to today during the delivery of the Golden Mile 

improvements except for the construction of the Cobham Drive and Evans bay cycleways which will 

be complete.  There are no other significant changes to the operation of the transport system 

expected before construction commences. 

Transmission Gully Motorway will be open which could be expected to lead to a more intense traffic 

peak and congestion that takes longer to dissipate.  The congestion will affect journey times for 

people who drive and for people travelling on buses between the Hutt and Wellington City or 

between Northern Suburbs and Wellington City. 

These are the assumptions at the time of this report and may change. 

 

4.1.2 Expected and perceived effects 

It is expected that normal travel times will likely increase and become unpredictable due to 

disruption on the Golden Mile.  Customer impacts have been depicted in Figure 4-2. 

Figure 4-1 Map of area city associated with delivery 

of Golden Mile and City Streets improvements 
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Figure 4-2 Customer impacts due to disruption scenario one 

4.1.3 Who will be affected? 

Disruption associated with improvements to the Golden Mile will affect businesses (in operation and 

business services) along the route; people accessing the Golden Mile by all modes; and people who 

live, work and play along the Golden Mile, especially on weekdays as it is less busy on weekends 

when workers are not in town, but those who are shopping on the weekend will also be impacted. 

Key journeys that will be affected include: 

▪ 36,000 people travel by bus along part of the Golden Mile every weekday. The 2016 Wellington 

CBD cordon survey identified 333 buses entering the Golden Mile between 7 AM to 9 AM, 

carrying just over 12,000 people. Most of the city's bus services are routed via the Golden Mile 

which means that any delays would impact people across the wider city. Bus travel along the 

Golden Mile includes people travelling through to elsewhere in the city or region (including 

Wellington International Airport (the Airport) or the Wellington Hospital (the Hospital).  

▪ Electronic ticket machine (EMT) data records bus boarding and alighting which indicates a spike 

in bus alighting between 7:30 AM and 9:30 AM, with the period between 8:15 AM to 8:30 AM 

being the busiest 15-minute time period with over 2,250 alighting. The PM peak is less 

pronounced, as commuters spread their travel home over a longer period between 4 PM–6:30 

PM. The busiest boarding period is between 5 PM–5:15 PM when there are over 1,500 

boarding. 

▪ Commuters arriving in the city from the north using rail. The peak period for people exiting 

Wellington Station is between 8:10 AM–8:30 AM when over 4,000 people exit. In total, about 

15,500 people arrive at Wellington Station in the AM peak (7 AM–9 AM). According to rail 

surveys undertaken in 2011, around 90% of people arriving by train walk to their final 

destination, with the remainder taking a bus. This means that about 13,950 of those arriving 

during the AM peak walk to their final destination, and the remaining 1,550 people use a bus. 

▪ During and following construction there will be less road space for private vehicle traffic. 

Currently, around 6,500 people travel by private vehicle along part of the Golden Mile on a 

typical weekday. The Golden Mile also carries low volumes of traffic associated with building 

and business servicing (i.e. deliveries, maintenance, building work etc), with refuse collection 

and street cleaning occurring at night between midnight and 6am. There are in the order of 100 - 

150 paid and time-limited car parks, plus loading bays and taxi ranks along Golden Mile that will 

also be affected during disruption. 

▪ Around 31,000 people walk on part of the Golden Mile on a typical weekday and over 300 

people cycle along part of the Golden Mile on a typical weekday who will be affected by 

construction related disruption. 
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▪ The Golden Mile improvements will also affect students traveling to schools located in the CBD 

or requiring travel through the CBD. Private schools (Scots College, Queen Margaret and 

Samuel Marsden Collegiate School) will be affected as students’ bus or drive through the CBD 

to the suburbs. Wellington College (approx. 1800) will be affected as their catchment is in the 

northern and western suburbs and requires students to travel through the CBD to the Basin. 

4.1.4 What other effects may people fear?  

Some retailers, shoppers, and services may perceive that their parking and access is being reduced 

which may impact services. Businesses on the street may perceive construction as a disruption to 

their business. Others may perceive the increased pedestrian, cycling and public transport access 

to be positive for their staff, shoppers or business, as more people may be able to access the 

location.  Workers may be worried that they are unable to get to work or it may require too much 

buffer time. 

4.1.5 Travel behaviour change strategies for disruption scenarios 

This disruption scenario will impact everyone travel travelling to and through the Golden Mile area, 

so a robust strategy is needed that will reach all users. Given the capacity constraints on the public 

transport network now and during disruption, the best way to travel through this area during 

disruption are classified as: using red (not suitable), amber (somewhat suitable) and green 

(preferred mode) in Figure 4-3.  

 

Figure 4-3 Travel modes 

The targeted strategies for this disruption scenario are outlined below: 

People on buses - Maintain current patronage: 

▪ Encouraging people to get off the bus one stop earlier and walk to avoid crowding at busy stops 

and to avoid being held up in traffic through and near construction sites 

▪ Encourage active or micromobility for short trips instead of using the bus given the capacity 

constraints. Work with providers to provide subsided shared micromobility trips when connecting 

to public transport. 

▪ Communication about off-peak public transport fares. Metlink offers a 25% discount during off-

peak hours when using the Snapper card for travel between 9am and 3pm and after 6.30pm 

weekdays, and all day on weekends and public holidays. (Appendix 4 – Off-Peak Travel Bus 

Fare in Wellington). 

▪ Communicate bus stop location/route changes in advance using tools such as MaaS alerts or an 

animated bus map movie (refer to https://www.wqtma.co.nz/getting-to-wynyard-quarter for an 

example) 

People using active travel - First choice for short trips: 

▪ Communicate the need to allow more time for trips on foot during disruption. It will be important 

to also communicate how things will improve for people on foot and on bikes once the 

improvements are completed 

▪ Run active travel competitions, challenges and incentives to encourage people to walk or use 

shared micromobility options for short trips even when capacity increases as the CBD is well 

https://www.wqtma.co.nz/getting-to-wynyard-quarter
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suited to active modes. This is will also ensure capacity is maximised for people travelling longer 

distances  

▪ Partner with shared micromobility providers so that customers can find good routes and drop 

zones are obvious 

▪ Work with construction teams to embed a customer-centric approach to minimise disruption for 

people using active modes 

People driving - Plan ahead, and drive only if you have to: 

▪ Encourage people avoid driving to and through the city centre or plan ahead if they have to 

▪ Communicate permanent net loss of parking and alternative parking options 

▪ Leverage construction related disruption e.g. reduction in parking and reliability concerns to get 

people who drive to consider other modes by using incentives  

▪ Construction worker travel plan to reduce driving and parking at construction sites. This could 

include initiatives such as park and ride outside of the city centre supported by shuttle services, 

lockers for tools avoiding the need to bring them to work every day and, encouraging carpooling 

or the use of shuttles. 

Services & Delivery 

▪ Consolidate deliveries 

▪ Communicate new location of loading zones 

Retailers and customers 

▪ Communicate through business associations about potential disruption/delay to deliveries, 

permanent reduction in on-street parking and access issues. 

Other strategies 

▪ Map and signpost safe cycling routes during construction 

▪ Improvements to Thorndon Quay and Hutt Road will have been made, there is an opportunity to 

promote cycling and micromobility uptake in these locations 
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 Scenario 2: Linkages to the suburbs through bus priority lanes alongside cycle 

improvements, using Karori to the City as an example 

This disruption scenario covers disruption 

associated with bus priority and cycle 

improvements, using Karori as an example, 

however strategies targeted for disruption related 

to bus priority development could apply in other 

locations. The route subject to improvements is a 

6km-long transport corridor that connects the 

western suburbs to the central city. The area is 

characterised by predominantly residential and 

suburban centres with the area closer to town 

having older residential homes and denser uses 

near the city centre. Important destinations along 

the route include Parliament, the Botanic 

Gardens, Karori shopping centre, Marsden 

Village and Zealandia. 

Improvements will include installation of bus 

priority, relocation of bus stop facilities, and 

dedicated cycle facilities connecting to the 

central city. This will improve the reliability of 

buses, and create dedicated cycling facilities and 

provide a multi-modal connection between the 

city and the western suburb of Karori (see Figure 

4-4 for the location context). 

Delivering these improvements will cause 
disruption during construction due to changes at 
intersections including the installation of bus queue jumps, relocation of bus stops along the route 
and construction of bus stop build outs to create in-line bus stops.   

 

Physical works are likely to be delivered progressively along the route, section by section.   

 

Following construction, there will be less road space for cars, however public transport will see 
significant improvements in services and priority, and cyclists will have dedicated on-street 

facilities or pathways. Golden Mile will also have been improved for these users. 

4.2.1 What do we expect the wider transport system will look like at this point of this 

disruption? 

It is planned that Early Delivery projects will be largely complete before delivery of the Karori to City 

corridor is started.  It is assumed that the Golden Mile improvements will result in more reliable bus 

journeys through the central city, improved conditions for pedestrians and cyclists, and increased 

traffic flows on Featherston Street, on the Quays and on Wakefield Street (i.e. more congested than 

at present).  The Thorndon Quay project will improve reliability for people on buses travelling 

between the central city and northern suburbs such as Ngaio, Khandallah, Johnsonville and 

Newlands and will improve safety and level of service for cyclists travelling between the central city 

and northern suburbs. 

When will the improvements be delivered?  

Delivery could be between 2021 and 2027 
and last for 12 months.  It is expected that 
construction would be focused at localised 
sites progressing sequentially along the 
corridor. 

Figure 4-4 Scenario 2 - Disruption location context 
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Transmission Gully Motorway will be open which will increase the morning peak hour traffic arrival 

rate at the Wellington Urban motorway between Ngauranga and Aotea.  This could be expected to 

lead to a more intense traffic peak and congestion that takes longer to dissipate.  The congestion 

will affect journey times for people who drive and for people travelling on buses between the Hutt 

and Wellington City or between Northern Suburbs and Wellington City. 

These are the assumptions at the time of this report and may change.  As timeframes are firmed up, 
LGWM should consider the sequence of delivery of the various workstreams to maximise the TBC 
opportunity and potential impact. 

4.2.2 Expected and perceived effects 

It is expected that during construction, there may be some increased delays for all road users due to 

disruption due to bus priority and improvements between Karori and the central city.  Customer 

impacts have been depicted in Figure 4-5. 

 

Figure 4-5 Customer impacts due to disruption scenario two 

4.2.3 Who will be affected? 

This disruption scenario explores the disruption impacts to travel en-route from the western suburbs, 

however it is important to note that many of these journeys will also be impacted by disruption along 

the Golden Mile.  

During construction there may be some increased delays for all road users on the affected corridor, 

this delay would depend on the scale and nature of the construction, as well as the timing.  

Traffic modelling shows that the route from Karori to the CBD is centred around the Karori Tunnel, 

meaning that people travelling from Karori via private vehicle, bus, or bike will generally always go 

through the tunnel, as detours can add a significant amount of travel time.  

Key journeys that will be affected include: 

▪ 2016 traffic modelling shows 2,517 vehicles head toward the CBD via the Karori tunnel in the 

morning peak (1130 return in the PM peak) who will experience delays and reliability issues   

▪ In total, the Karori bus service (route #2) transports around 2,000 passengers heading towards 

the CBD during the AM peak. The 2016 Wellington CBD cordon survey identified that buses 

coming from Karori are generally quite full — 96% of all passengers were on a service where 

the seated volume to capacity ratio was greater than 85%, and 90% were on a service where 

the seated to volume ratio was greater than 100%. In addition, bus travel times from Karori take 

on average 5–10 minutes longer during peak times than off-peak times. This is likely to get 
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worse during disruption and affect reliability of journeys to and from (and through) the city 

centre.  

▪ 234 cyclists travel through the Karori tunnel toward the city centre on an average weekday, and 

79 on the average weekend (257 and 89 respectively were counted headed in the other 

direction, perhaps indicating the use of other routes or off-road cycle trails for the downhill trip 

leg).   

▪ Karori bus improvements will also affect people traveling to and from school, primarily students 

coming in to Karori to private school Samuel Marsden Collegiate School (approx. 500). Also 

affected are students residing in Karori traveling to Wellington College and Wellington Girls 

College, the largest boys and girls state school in Wellington city respectively. 

▪ It is also worth noting that Victoria University has two campuses to the west of the city centre 

(one in Kelburn and one in Karori), so disruption within this area may impact travel to and from 

these locations for trips with education and work purposes.  

4.2.4 What other effects may people fear?  

People who drive may fear that their travel time will be longer or less reliable, or that car access 

may be reduced.  People who travel by bus or cycling may be concerned about increased journey 

times and may shift to driving.  Workers may be worried that they are unable to get to work or it may 

require too much buffer time. 

4.2.5 Travel behaviour change strategies for disruption scenarios 

This disruption scenario will impact everyone travelling from the west and some from the northern 

suburbs will be impacted the most. The best way to travel through this area during disruption are 

classified as using red (not suitable), amber (somewhat suitable) and green (preferred mode) in 

Figure 4-6. 

 

Figure 4-6 Travel modes 

The targeted strategies for this disruption scenario are outlined below: 

People on buses (for this scenario and other bus priority development) - Encourage travel by 

public transport at less busy times for a more comfortable journey: 

▪ Communicate off-peak public transport fares (9am - 3pm and after 6.30pm) to encourage peak 

spreading as buses are at or near capacity during peak travel times. 

▪ Communicate bus stop location/route changes in advance using tools such as MaaS alerts or an 

animated bus map movie, also provide this information at bus stops and make sure wayfinding 

is clear for any changes (temporary or otherwise) e.g. ‘this bus stop is no longer in use/ 

temporarily closed’, ‘this way (directional arrow, xx metres/ 1 minute walk) to the new bus stop 

location’) 

▪ Communicate that people need to allow for extra time to get to work and school while works are 

underway as buses may be delayed, particularly during peak times 

▪ Community events to get people to give public transport a go (message to also come through 

employers and workplace travel plans) ahead of disruption 
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People using active travel - This disruption is temporary, get ready for better facilities: 

▪ Encourage people to walk or cycle for short, local trips 

▪ Run active travel competitions, community events and incentives to encourage participation in 

car free days and walk/bus/bike to workdays 

▪ Work with construction teams to embed a customer-centric approach that minimises disruption 

for people using active modes.  This will be particularly important during construction of the bus 

priority lanes and bus stop improvements as kerbside construction will interfere with the space 

for people who cycle.  

▪ Create and communicate safe (smooth) alternative routes that cyclists or scooter users can 

travel on to avoid the construction area.  This will help deter people who bike and scoot from 

shifting to driving due to potential safety concerns on their current route. 

▪ Bike maintenance and skills training to encourage uptake (also scooter training perhaps via 

scooter share providers) 

People driving – Plan ahead, share that ride and drive only if you have to: 

▪ Encourage people driving, taking a taxi or relying on a ride hail service to plan ahead as road 

space will be reduced during construction 

▪ Communicate alternative routes, travel times and disruption-related delays through journey 

planning and navigation apps (allow people to sign up for route or area specific information- 

send updates via push notifications).  Having up to date travel information may encourage 

people who drive to use other modes of travel. 

▪ Encourage carpooling and ridesharing during and after disruption to minimise the number of 

cars moving through areas of disruption 

▪ Work with the construction team and advocacy groups to make sure temporary and permanent 

changes to mobility parks are obvious and well communicated 

Businesses and residents  

▪ Communicate through business associations about potential delays for deliveries, access issues 

and loss of on-street parking.  This will ensure businesses are informed and they can proactively 

communicate with their customers. 

▪ Provide information about delays or disruptions ahead of time or as they're happening 

▪ Promote, sponsor, establish and share details of existing co-working spaces in or near Karori 

that workers could access instead of travelling into town.  This service will support people who 

can work flexibly but prefer an allocated workspace.  

▪ Flexible working toolkit for employers 

Other strategies 

▪ Prepare people for decreased space for cars and impacts to parking in Karori and the city 

centre.  Ensuring driver in particular recognise that the changes during disruption will result in 

reduced road allocation for drivers may trigger people to consider travelling differently. 

▪ Work with education providers and businesses offering services that customers or visitors’ 

access to plan their timetables around the disruption.  Later or staggered start times could 

reduce peak travel time traffic. 

▪ Health services providers might offer virtual appointments or re-plan opening hours temporarily  
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▪ Community events to get people to give public transport a go (message to also come through 

employers and workplace travel plans) as disruption is wrapping up to encourage people to 

consider shifting the way they travel as bus facilities and service improves. 

▪ Bike maintenance and skills training to encourage uptake (also scooter training perhaps via 

scooter share providers) 

 Scenario 3: Network disruption MRT / bus development of the Quays 

Delivery of Mass Rapid Transit (MRT) along this 

predominantly traffic route, will result in the creation of 

a second public transport spine through and past the 

central city. The objective of this work is to create a 

new mass transit route connecting the Railway Station 

with Newtown and the eastern suburbs that moves 

more people, goods and services reliably, with fewer 

vehicles, see Figure 4-7 for the location context. 

Depending on the timing of City Streets and MRT 

developments, timing and the level of this disruption 

could vary.  At this stage it is possible that a second 

PT spine down the Quays might be developed 

before an MRT option and would be in the first 

tranche of the City Streets projects.  This would see 

some disruption but not to the same extent as an 

MRT option. 

Delivery of MRT will involve allocating road space for 

the public transport use only and construction of new 

BRT stations and platforms. Depending on the 

option selected, it could involve relocation of buried 

services and road. 

This will disrupt travel, may cause traffic delays that have the potential to impact up and 

downstream parts of the quays as well as surrounding road networks. 

Following construction, traveling by bus and active modes will be quicker, more enjoyable and 

attractive.  Extensive bus infrastructure improvements will be in place including bus lanes and 

intersection reconfiguration for priority. There will be high frequency services (every 10 minutes or 

less); modern, high capacity electric vehicles with superior ride quality; fast loading and unloading; 

dedicated lanes with signal priority; and high-quality stations with level boarding.  Mass transit will 

improve travel choice through the city with attractive public transport on a second spine along the 

waterfront quays and will help shape a more compact and sustainable city and region. 

The Quays will see improved public transport (buses), an improved street environment, including 

crossings, changes to parking and the volume of traffic and the speed of vehicles will reduce.  

Traveling by bus will be a faster and more reliable choice for people travelling to and through the 

central city. 

4.3.1 What do we expect the wider transport system will look like at this point of this 

disruption? 

It is assumed that the following changes will have been delivered: 

• Hutt Road / Thorndon Quay 

• Golden Mile 

• Cycleways (Eastern Suburbs to City, and possibly Karori to City, Johnsonville/Newlands to 
City, Brooklyn to City, Island Bay to City depending on timing); and 

When will the improvements be 
delivered? The delivery of MRT may 
commence soon after 2028 and could 
take several years to complete. 

 

 Figure 4-7 Scenario 3 - Disruption location context 
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• Transmission Gully will have been delivered. 

These are the assumptions at the time of this report and may change.  Relative timing has the 
potential to change the scale of the impact, which supports a TBC approach across the LGWM 
programme.  LGWM should consider the sequence of delivery of the various workstreams to 
maximise the TBC opportunity and potential impact. 

4.3.2 Expected and perceived effects 

It is expected that driving is not the best way to travel through this area during disruption and 

customers should use alternatives.  Customer impacts have been depicted in Figure 4-8. 

 

 

Figure 4-8 Customer impacts due to disruption scenario three 

4.3.3 Who will be affected? 

The waterfront Quays a major traffic route and vehicle traffic is consistently high along the quays 

during the AM and PM peaks as well as during the interpeak period. Buses do not use the 

waterfront Quays between the train station and Oriental Bay. Just under 4,000 people in private 

vehicles enter the CBD from Aotea Quay / Waterloo Quay during the AM peak (Wellington CBD 

cordon survey 2016). This represents one of the highest flows of motor vehicle volumes in the city, 

which means that many people in cars could be affected by disruption along this route. 

Overall, this route is not a primary thoroughfare for pedestrians or cyclists, except for people 

crossing the Quays on foot and by bike to access the city/waterfront, and along the northern section 

to walk to and from the train station. It is also not part of the proposed future central city cycle 

network. Scheduled bus services do not regularly operate along the quays except during planned 

and unplanned events.  

Key journeys impacted may include: 

▪ People commuting between city & region, intra-city travel, access to Oriental Bay area, travel to 

or through the city from the north and people using the Quays as an alternative route to SH1 to 

access the Airport 

▪ The waterfront Quays are a major road connection between the Aotea Quay off-ramp from SH1 

and the central city area. The Northern end provides access to the port area, the Wellington Rail 

Station, freight and passenger ferries to the South Island, and the passenger ferry service to 

Seatoun, Matiu/Somes Island & Eastbourne   
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▪ The waterfront Quays lie between the city centre and the waterfront area. Along the quays are 

major attractions such as Te Papa and other museums and galleries, theatre, civic and events 

centres, as well as weekend markets and a major supermarket   

▪ Heavy commercial vehicles (trucks) were counted along Aotea Quay in 2016. The count 

identified a peak truck flow of 70 trucks per 15 minutes. This is significantly higher than other 

locations where truck counts took place and is largely due to port traffic using the Quays  

▪ At the other end of the route connecting to Newtown, MRT (or possibly further bus priority 

construction) is likely to affect Riddiford Street, Adelaide Road and the wider street network, 

affecting traffic from the city to and from South Wellington, and access to the Hospital.  It will 

need to be integrated with facilities for cyclists and will affect road users to and from the 

southern suburbs (including public transport)  

▪ People accessing the cross-channel ferries (Bluebridge, InterIslander and CentrePort) may be 

impacted by delays on the Quays. 

▪ Motorists driving from Karori to the northern part of the city will often use part of the Quays and 

vehicle traffic is consistently high along the Quays during the AM and PM peaks and interpeak 

period, with observed vehicle counts taken at Waterloo Quay reaching 4,400 over the two-hour 

PM peak period. The quays provide a secondary route through Wellington’s CBD (the main 

route being SH1). If general traffic diverts to other routes to avoid the Waterfront Quays, this 

could result in congestion and delays to alternative routes within the city centre.  

▪ Reduced capacity for vehicles down Customhouse and Jervois Quays will have significant 

impacts not only on the traffic from the Aotea Quay SH1 off-ramp, but also to and from Hutt 

Road towards Aotea Quay, Bowen and Whitmore Streets.  People who drive will encounter 

disruption on primary routes as well as alternate routes, adding further congestion in the central 

city. 

▪ Pedestrian use of the Quays is limited near the port end but picks up nearer Wellington Station. 

About 600 people were observed crossing the CBD cordon during the AM peak (Wellington 

CBD cordon survey 2016). 

▪ Journey to work trips for people cycling from the eastern suburbs could be affected because 

they often cross the Quays to access the city. This is similar for people walking.   

▪ The space around the waterfront is used for recreational and leisure purposes. Disruption on the 

Quays may make it harder for people who are walking or cycling to get across the road and 

access the Waterfront, although if traffic volumes reduce during construction, it could also be 

easier. 

▪ MRT and bus development on the Quays will also affect travel to and from schools, specifically 

students traveling from northern and western suburbs in to, or across the CBD. This will 

primarily be Wellington College, Scots College and St Patricks College. Also affected will be 

students travelling from the east and west to Wellington Girls, St Marys and Queen Margaret 

College. 

4.3.4 What other effects may people fear?  

There are very few businesses which front onto the Quays and the route is not congested most of 

the time. Some members of the public may be concerned that MRT along this route would continue 

to sever the waterfront from the city.  Workers may be worried that they are unable to get to work or 

it may require too much buffer time. 

4.3.5 Travel behaviour change strategies for disruption scenarios 

In the western and northern direction, these disruptions will have implications on travel demand due 

to the likely spreading of traffic flows from commuters as well as the future of public and active 

transport as the appeal of driving and parking will reduce. This will also influence the ratio of the 
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public who will work from home and how they schedule their commute when they venture towards 

the city.  

The best way to travel through this area during disruption are classified as using red (not suitable), 

amber (somewhat suitable) and green (preferred mode) in Figure 4-9. 

 

Figure 4-9 Travel modes 

The targeted strategies for this disruption scenario are outlined below: 

People on buses – Best choice for long trips: 

▪ Provide up-to-date information via journey planning and MaaS tools to ensure customers are 

aware of where disruption is occurring, when and how to plan ahead.  

▪ Work with Metlink to ensure events during disruption are prioritised for free fares, and ensure 

events advertise if they qualify for the free Metlink fares for events.  This will increase the appeal 

of using the bus to attend evening and weekend events along the waterfront, particularly those 

who live in the northern suburbs, Porirua and Kapiti Coast, and Hutt Valley and Wairarapa. 

People using active travel - Best choice for short trips:  

▪ Work with construction teams to embed a customer-centric approach that minimises disruption 

for people using active modes.  Preserving active travel connectivity during disruption will 

maintain or possibly increase use during disruption, particularly those cycling in from the central 

Wellington, eastern and western suburbs. 

▪ Communicate changes and alternative routes to access the rail station.  Those travelling by rail 

from the western and northern suburbs, Porirua and Kapiti Coast, and Hutt Valley and 

Wairarapa to the train station should be encouraged to use active travel for first and last legs, 

however they will need to be prepared to encounter disruption from the train station to their final 

destination and return trip. 

People driving - Plan ahead, and use alternatives where possible: 

▪ Work with construction companies to manage the number of vehicles used to commute to 

construction sites. This will minimise the effect of disruption on the central city but may not affect 

disruption on the Quays themselves. 

▪ Work with the construction team to make sure temporary and permanent changes to mobility 

parks are obvious and well communicated 

▪ Encourage people to plan ahead for trips to the ferry terminals as they may encounter delays 

and detours. 

Services and delivery 

▪ Communicate with freight and courier companies to keep them informed of route changes or 

delays via journey planning apps or EROADS 

▪ Consolidate deliveries and co-ordinate pick up/ drop off 

Retailer and customers 
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▪ Communicate through business associations and other networks about potential disruption, loss 

of on-street parking and any access issues 

Other strategies 

▪ Work with bikeshare and scooter share providers, rebalancing to meet people's needs (day to 

day and for events) 

▪ Messaging around recreational travel on evenings, weekends, and summer to access Oriental 

Bay: use the cycleway/waterfront. Could potentially communicate different messages for utility 

trips versus recreational trips.  

▪ Encourage ‘Make a family adventure out of it’ family recreational cycling trips supported by park 

and ride for trips into the city on weekends 

▪ Travel plans for Te Papa, events at the waterfront, Farmers Market and Events Centre to 

minimise traffic during PM peak times and weekends 

 Scenario 4: Basin Reserve Grade Separation 

The Basin Reserve is a historic cricket ground within a 

small traffic gyratory with 3/4 circulatory traffic lanes. The 

construction associated with Basin Reserve grade 

separation will create disruption as there will be 

construction directly within the transport corridor, 

occupying at least 50% of the existing transport corridor 

at any one time in the area in Figure 4-10.  

Access to schools, adjacent properties and through to 

Wellington Hospital and International Airport will be 

maintained.  

It is likely that during construction traffic will voluntarily 

divert to the adjacent transport network, with some routes 

eg Tasman Street and Oriental Parade experiencing an 

increase in traffic volumes. Limited alternate routes to the 

Basin will result in Wallace and Taranaki Streets being 

congested which will affect people on buses and people 

on bikes on Oriental Parade. 

The construction works will involve: 

▪ Grade separation at the Basin. This could include 

lowering the level of some sections of the SH1 

Northbound to enable local roads to provide for north-

south movements by buses, peds and cycles and 

potentially MRT to pass over the top 

▪ Deep excavations and is likely to involve moving SH1 Northbound and local roads onto a 

temporary alignment 

▪ Multiple staging which would mean that road layouts could be expected to regularly change 

(every few months); and 

▪ Temporary road alignments and speed limits are likely to cause delays and unreliable journeys.  

It is assumed that an additional lane would need to be acquired by reducing space for traffic on 

the existing corridor, at least temporarily to provide space to construct the changes as well as 

allowing movement 

When will the improvements be 

delivered? 

The delivery of the changes at the 

Basin reserve are unlikely to start 

before 2028. It is possible that the 

delivery of grade separation at the 

Basin reserve may take 2 - 3 years. 

Figure 4-10 Scenario 4 - Disruption location 

context (Basin Reserve area) 
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Post-construction, the grade-separation of N-S and E-W traffic would enable the MRT to connect to 

the Hospital and reduce conflict with traffic on SH1 E-W, including trips to the Airport. This will also 

improve walking and cycling access from the South of the city with the city centre.  

4.4.1 What do we expect the wider transport system will look like at this point of this 

disruption? 

It is assumed that the following changes will have been delivered: 

▪ Hutt Road / Thorndon Quay 

▪ Golden Mile 

▪ Cycleways (depending on timing, could include Karori to City, Johnsonville/Newlands to City, 

Brooklyn to City, Island Bay to City, Eastern Suburbs to City); and 

▪ Transmission Gully will have been delivered. 

These are the assumptions at the time of this report and may change. 

 

4.4.2 Expected and perceived effects 

It is expected normal travel time will likely increase, potentially in an unpredictable way due to 

disruption around the Basin Reserve.  Customer impacts have been depicted in Figure 4-11. 

 

Figure 4-11 Customer impacts due to disruption scenario four 

4.4.3 Who will be affected? 

Many trips through the city converge at the Basin Reserve which means impacts will be widespread.  

Appendix 3 – Traffic Through Intersections in the CBD demonstrates the number of people passing 

through the Basin Reserve (see bottom of image) during AM peak and inter-peak, which is similar 

for PM peak and weekend, with more vehicles over the weekend.  Routes through the Basin 

Reserve provide a key link to the Wellington Regional Hospital and Wellington International Airport. 

A 2011 survey identified that about 40% of all journeys to and from the airport occur by private car, 

just over half occur by taxi, and about 5% occur by public transport.  

A number of schools will also be impacted including Wellington College (Boys) and Wellington East 

Girls College, Wellington High School and Massey University.  Students at Wellington East Girls 

college will be travelling from the south and eastern suburbs.  Wellington College (Boys) students 

will be travelling from the central and western suburbs.  Wellington High school (mixed) and Massey 

University catchment is wider. 
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Key journeys that will be impacted include: 

▪ The Basin Reserve is one of the major north-south, east-west intersections in Wellington city, 

with the east-west route being SH1 and connecting the wider region with the Airport and 

Hospital via the city centre.   

▪ There are three main approaches to the Basin Reserve: Adelaide Road from the south, SH1 

Paterson Street / Mount Victoria Tunnel from the east, and SH1 Kent Terrace from the north will 

be impacted.  

▪ Analysis of 2018 major JTW destinations in Wellington city concluded that 2,319 work trips to 

the hospital and 1,674 work trips to the airport could be impacted, of which 64% and 82% are by 

car respectively 

▪ Traffic counts undertaken in 2016 show that approximately 1,900 vehicles travel along Adelaide 

Road toward the Basin Reserve during the AM peak (7 AM–9 AM), a figure which is consistent 

during the interpeak (12 PM–2 PM) and the peak period (4 PM–6 PM). Traffic away from the 

Basin Reserve down Adelaide Road during the AM peak is 1,200 vehicles, 1,400 during the 

interpeak, and 1,300 during the PM peak. 

▪ Traffic counts for Mt Victoria tunnel show that during the AM peak and interpeak periods 2,500 

vehicles travelled eastbound through the tunnel and 2,900 vehicles travelled this route during 

the PM peak.  Kent and Cambridge Terraces (South of Vivian Street) traffic counts indicate high 

volumes, particularly southbound with 3,900 vehicles passing through this area during both AM 

and PM peaks and 3,800 interpeak.  Northbound volumes are much lower with 1,300 vehicles 

travelling through this area during AM peak, 1,400 interpeak and 1,400 PM peak. 

▪ Some bus routes avoid the Basin Reserve area and connect with the Eastern suburbs and the 

Airport via Oriental Bay, Mount Victoria, or the dedicated bus tunnel connecting Mount Victoria 

to Hataitai, or they connect with the southern suburbs via Taranaki & Wallace Streets.   

▪ Other bus routes travelling to the Hospital and the southern and eastern suburbs currently travel 

via the Basin Reserve.  

▪ Bus passenger numbers from a 2013 report around the Basin Reserve indicate by 2021 

southbound passengers from Kent Tce, Ellice St, Dufferin St (N of Paterson), Dufferin St (S of 

Paterson), Rugby St and Adelaide Rd will be approximately 4,100 people during AM peak and 

over 10,400 during PM peak.  Northbound bus trips along Adelaide Rd, Rugby St, Sussex St, 

Sussex St (N side of Basin Reserve), and Cambridge Tce will carry over 11,400 people during 

AM peak and over 3,500 during PM peak. 

▪ Pedestrian data from 2016 shows that there is a pedestrian AM peak along Adelaide Road 

between 8 AM–9 AM due to the nearby schools. A corresponding PM peak is assumed between 

2 PM–3:30 PM, though this was not observed as it was outside the standard peak/interpeak 

windows.  

▪ Disruption at the Basin will also affect travel to and from school, particularly students traveling to 

Wellington College, Wellington East Girls College and St Mark’s school (combined school roll of 

approx. 3000). Wellington College is located next to the Basin Reserve (eastern side) and its 

catchment is central, western and northern suburbs. Students traveling to private school Scots 

College in the eastern suburbs (approx. 850) will also be affected. 

4.4.4 What other effects may people fear?  

It is likely the common adverse effects from construction such as traffic, congestion and delays, 

would be most feared.  Workers may be worried that they are unable to get to work or it may require 

too much buffer time. 

4.4.5 Travel behaviour change strategies for disruption scenarios 
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In the eastern and southern direction, these disruptions will have implications on travel demand as 

the appeal of driving and parking will reduce. This will also influence the ratio of the public who will 

work from home and how they schedule their commute when they venture towards the city. The 

best way to travel through this area during disruption are classified as using red (not suitable), 

amber (somewhat suitable) and green (preferred mode) in Figure 4-12. 

 

Figure 4-12 Travel modes 

The targeted strategies for this disruption scenario are outlined below: 

People on buses - Encourage off peak travel on buses, communicate the need to allow more 

time for a trip to the Hospital or Airport on services affected by delays: 

▪ Work with Metlink to ensure events during disruption are prioritised for free fares, ensure events 

advertise if they qualify for the free Metlink fares for events  

▪ Communicate with schools in advance so parents can plan ahead for students to catch an 

earlier bus 

▪ Communicate bus stop location/route changes in advance using tools such as MaaS alerts or an 

animated bus map movie 

People using active travel - Take alternative routes where possible: 

▪ Designate an off-site drop off area that allows students to walk into the school and will reduce 

congestion  

▪ Work with construction teams to embed a customer-centric approach that minimises disruption 

for people using active modes 

▪ Encourage people to walk or cycle for short, local trips 

▪ Run active travel competitions, community events and incentives to encourage participation in 

car free days and walk/bus/bike to workdays 

▪ Make it easier for people to walk or cycle to the Airport from surrounding suburbs 

People driving - Only drive through this area if necessary, emphasise the need to allow more 

time to get to the Hospital or Airport: 

▪ Designate an off-site drop off area that allows students to walk into the school to reduce local 

congestion 

▪ Communicate that driving trips through the Basin Reserve to the Airport and Hospital will be 

delayed 

▪ Encourage the use of airport park and rides as an alternative to parking at the Airport 

Hospital and Airport travellers (all modes) - Communicate the need to allow more time for a 

trip to the Hospital or Airport: 

▪ Work with the Hospital and Airport to help patients or travellers to plan their trip (understand 

travel options, how much extra time to allow, best times to travel) 
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▪ Use various media channels & journey planning/ MaaS apps to get messages out about delays 

& the best travel choices 

▪ Work with the Airport and Hospital to support people who arrive early or late (comfortable 

waiting; flexible scheduling where possible; contingency for late arrivals) 

▪ Improve end-of-trip facilities for bicycles and e-bikes at the Airport and Hospital 

▪ Encourage the Airport to consider luggage logistics and remote check in options to give people 

more freedom with their travel choices (it’s easier to bike, walk or take the bus if you’re not 

wheeling luggage) 

Businesses, services and delivery, retailers 

▪ Communicate through business associations about potential disruption/delays to deliveries, loss 

of on-street parking and access issues 

▪ Develop a Freight Management Programme which will include loading and delivery 

timing/schedules. 

Other strategies 

▪ Encourage schools in the area to consider staggered start times e.g. 9:30am start with 4:00pm 

finish to avoid conflict with commuters 

▪ Travel plans for events at the Basin Reserve 

▪ Coordinate messaging of disruption through schools with travel plans to notify parents in 

advance, work with Airport and Hospital on early and consistent messaging, plan before you go 

▪ Coordinated messaging of disruption through Airport Travel Plan - plan before you go, comms 

from the Airport and cover all modes of travel that might be affected.  

  



 

Let’s Get Wellington Moving Travel Behaviour Change Single Stage Business Case  

5 Next steps 

This report has presented information about where four disruption scenarios will occur in the city as 

a result of LGWM’s infrastructure projects. It has examined the scale of disruption by looking at how 

many people will be affected and identifying key user groups travelling to each area, and it has 

considered the main impacts on customers of the transport system. TBC approaches common to all 

scenarios have been suggested and the four scenarios have also been considered separately with 

TBC strategies developed for each. Data and approaches for each scenario have been summarised 

and presented in the form of four 1-page A3 Infographics (see Appendix 5 – Disruption Scenario 

Infographics).  

Targeted strategies have been created for each disruption with the intent to actively manage 

demand, leverage disruption and achieve long-term travel behaviour change.  The approaches 

recommended in this report draw from successful approaches elsewhere, considered TBC that is 

already in place and the Wellington context. A collaborative approach involving organisations and 

influencers will be key to their success.  

The next steps for Let’s Get Wellington Moving will be to develop the strategies into a TBC action 

plan that covers all disruption scenarios that LGWM will bring, building on the strategies developed 

by this work. Early tasks would be to engage with organisations that have travel plans and to 

establish a group that could grow to become a TMA. Working with the Airport, the Hospital, 

employers and education providers will be key to a successful campaign as will working with 

Kaumātua - Māori elders - and bringing key influencers from the community on board. 

Disruption is a trigger for behaviour change, so it makes sense to use the construction to persuade 

people to make different choices about their travel. Similar campaigns have resulted in sustained 

behaviour change that has outlasted construction events, and this should happen in Wellington too, 

particularly because the level of service for those using active transport and shared modes will 

improve after LGWM has completed its work. Where delays cannot be avoided, providing 

information and advising why construction will take place can minimise stress for those affected, but 

by shifting travel times, mode choice or reducing the need to make a trip can reduce the overall 

impact of the disruption.  
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Appendix 1 – Communication Tools 

 

Transport for London Olympics Travel advice (ianVisits 2020) 

 

Languages spoken in Wellington City and the Region (idNZ 2018)   
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Interactive map, Sydney Travel Choices (TNSW 2018)  

 

 

 

 

 

 

 

 

 

 

 

 

 

Snapshot of communication platforms/messaging used by Sydney’s Travel Choices  
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Social media communications examples from Auckland Transport 

 

 
Communications from Transport for London (CG 2020) 
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Wynyard Quarter TMA bus map movie example  https://www.wqtma.co.nz/getting-to-wynyard-quarter  

  

https://www.wqtma.co.nz/getting-to-wynyard-quarter
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Appendix 2 – Disruption Scenario Impact Graphics  
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Appendix 3 – Traffic Through Intersections in the CBD 
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Appendix 4 – Off-Peak Travel Bus Fare in Wellington 
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Appendix 5 – Disruption Scenario Infographics  
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Appendix I: Option Comparison Framework 
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Option comparison framework 

A multicriteria assessment was used to compare the performance of the alternative packages at a high 

level. The criteria used to assess packages is outlined below: 

Table 0-1 Option comparison criteria 

1. Effectiveness against 
project objectives: 

 

Objective A: improve access to 
and through the central city by 
making sure people know that 
the available travel choices will 
work for them 

 

This criterion focuses on two aspects, one being information provision and 
the second is about making travel options ‘real’ to people, in other words, 
empowering people to make informed decisions. Most people in 
Wellington already know of the available travel options but not necessarily 
how the options could work for them. In scoring the packages, the 
following key points have been considered subjectively:  

o how many people will be reached by the package? 

o to what extent will this package change the community’s appreciation 
of convenience or appropriateness of the available travel choices? 

Objective B: minimise 
disruption to people and 
business by making sure they 
are aware of upcoming 
changes, how it will affect their 
journeys and understand their 
travel options during delivery of 
work to improve and renew the 
city1 

 

Similar to objective A, this criterion is also about information provision but 
specific to the trigger of disruption. In scoring the packages, the following 
key points have been considered:  

o how many of these people already make trips to and through 
Wellington City Centre? 

o to what extent will people understand how their travel options will be 
affected? 

o to what extent to which the packages be effective in providing 
information and empowering people to make informed decision during 
disruption?  

Objective C: make best use of 
the transport network by 
encouraging people to travel 
less often and at less busy 
times2 

 

This criterion is about encouraging people to change time of travel or 
working from home. It acknowledges that people will still be driving but 
either at less busy times or take fewer trips. In scoring the packages, the 
following key points have been considered:  

o how many people will be reached by the package? 

o how effective the packages will be in achieving this objective? 

Objective D: make best use of 
the available transport options 
by reducing the proportion of 
people that drive alone during 
busy times3 or for short trips 

 

This criterion is about reducing people that drive alone during busy times 
or for short trips. It acknowledges that some people will still drive but 
ideally with more people in the car during busy times or only for longer 
trips.   

Objective E: improve the 
health, safety and wellbeing of 
communities by increasing the 
number of trips that involve 

This objective is about mode shift towards active modes and public 
transport regardless of trip purpose. It’s about gaining health, safety and 
wellbeing benefits from more people being more active in their daily lives.  

 

 
1 Includes delivery of Let’s Get Wellington Moving, three waters renewals, building construction, major events 
2 Busy times include weekends 
3 Busy times include weekends 
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active modes and public 
transport 

2. Culture change potential In scoring the packages for their culture change potential, the following 
key points have been considered:  

o Winning hearts and minds: does the package focus on trips wider 
than commute and journey to education trips 

o Societal change: reaching children (not just through school TPs, but 
for how they play/ meet each other in their neighbourhoods); being 
there for 'life' triggers that provide opportunity for travel behaviour 
change whole-of-life 

o ability to scale back on initiatives as societal norms change 

3. Risk  In scoring the packages for risk, the following key points have been 
considered:  

o risk that the expected outcomes (scoring against the objectives) are 
not achieved 

o reliance on other budgets 

o the extent to which it’s been done before in NZ 

4. Number of people reached Number of people reached: resident population, workers, education) 

5. Cost/resource Cost and resource requirements of delivering each of the 
alternative packages 

Criterion 1 and 2: ‘effectiveness against project objectives’ and ‘culture change potential’ have been 
assessed using a 5-point scale as shown below: 

How well the 
package delivers on 
the criteria 

   

1 Low 

2 Low-med 

3 Med 

4 Med-high 

5 High 

Criterion 3: ‘risk’ is assessed using a three point scale (low, medium and high).  

Risk    

High 

Med 

Low 

 

Criterion 4 and 5: ‘number of people reached’ and ‘cost/resource’ reported as they are for comparison 

purposes. These are not scored.  

 

Assessment summary 

Result of the MCA scores is provided in Error! Reference source not found.. The analysis carries a 

high level of subjectivity as there are numerous unknown factors. By undertaking this analysis, the team 

has been able to daylight the key differences between the packages in terms of their effectiveness, risks 
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and cost/resource differences. The scores are guided by professional judgement as well as quantitative 

analysis that could be undertaken at the time of writing this report.   

1. Effectiveness against project objectives 

▪ Objective A: improve access to and through the central city by making sure people know that the 

available travel choices will work for them 

Packages A, B and C will likely have a similar impact in achieving this objective as the number of 

people targeted or the potential impact is not significantly different within the three packages. 

Packages D and E score higher than the other packages by incorporating measures to achieve long 

term culture change and by focusing on creating a ‘ripple effect’. Targeting home locations and a 

wide range of trips, combined with a focus on where people work means that it will be easier to get 

the message to land as travel behaviour change starts to appear in more of people's lives.  

None of the packages score the highest score because as a standalone measure (in the absence of 

a trigger), effectiveness will be limited.    

▪ Objective B: minimise disruption to people and business by making sure they are aware of upcoming 

changes, how it will affect their journeys and understand their travel options during delivery of work to 

improve and renew the city  

All packages have been scored the same, as the strategic interventions focusing on information 

provision about travel choices are common to all packages, independent of location.  

This has been scored differently to objective A because disruption is a trigger; people will pay more 

attention when their journey is impacted by disruption and be more willing to receive and engage with 

information.  

None of the packages received the top score as disruption can only be mitigated not eliminated.  

▪ Objective C: make best use of the transport network by encouraging people to travel less often and 

at less busy times  

Packages A, B will not have as much impact as packages C, D and E. Encouraging people to 

change time of travel or working from home measures are common to all packages and although the 

number of people being targeted doesn't change, the messaging lands better with packages C, D 

and E due to the synergy with other strategic interventions.  

Packages C, D and E include measures that will actively reduce the appeal of driving (and driving 

alone) and start to shift behaviour of people that are currently less willing (eg people with access to 

company cars and car parks).  

Packages D and E add an additional dimension of culture change and ripple effect by targeting much 

more of people’s lives. These packages over time will start to change/shape places that people live in 

how they experience it. However, as this objectives focuses on trips during peak periods, the impact 

of package D and E is considered to be the same.   

▪ Objective D: make best use of the available transport options by reducing the proportion of people 

that drive alone during busy times  or for short trips 

Package A achieves the lowest score compared to the other packages as it is closest to the business 

as usual approach and does not include initiatives to reduce the appeal of driving. Package B is 

scored higher than package A but not as high as packages C, D and E. This is because package B 

assumes that the first/last leg scope will have a limited budget and be limited to walking/cycling and 

therefore will not carry as great a potential to shift from driving to public transport compared to other 
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high cost initiatives like on-demand shuttles and subsidised Ubers. There is potential to increase this 

score if the scope of first/last leg initiatives is broadened.    

Package C adds initiatives to reduce the appeal of driving which start to shift the behaviour of people 

that are currently less willing (eg people with access to company cars and car parks).   

Packages D and E are scored higher than the other packages as they add an additional dimension of 

culture change and ripple effect by targeting much more of people’s lives. These packages over time 

will start to change and shape places that people live in and influence how they experience it.  

None of the packages score the highest score because of the limited scope of first/last leg schemes.  

▪ Objective E: improve the health, safety and wellbeing of communities by increasing the number of 

trips that involve active modes and public transport 

Packages A, B and C will deliver on this objective to varying levels but the packages D and E are 

more closely aligned with its intent. Package E is scored higher than package D as it has a wider 

geographic reach. 

2. Culture change  

The key difference between the packages is that packages A, B and C will meet the objectives to 

varying degrees but they will not deliver the systemic culture changes over time that packages D and 

E will.  

Additionally, Package E is scored higher than package D as it has a wider geographic reach. 

3. Risk  

Risk of not delivering on the objectives as expected is considered low for package A (but it will be 

less effective compared to the other packages due to its narrow scope). Packages B and C carry a 

higher risk compared to package A as they rely on other budgets for delivery.  

Packages D and E will have more impact but they carry a high risk around the ability to achieve the 

predicted impact as initiatives focusing on culture change have not been adopted at this scale in NZ. 

4. Number of people reached 

Package E will reach the greatest number of people (resident population, workers, education) as it 

has the largest geographic reach. The other packages have a similar number of people working, 

travelling to education or living within areas targeted. 

5. Cost and resources 

Refer to the table on the next page.  
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 Multicriteria assessment summary of the alternative packages 

  
Criteria 

  
Considerations 

Package A Package B Package C Package D Package E 

Scaling up 'business as 
usual' 

Package A + first/ last leg in the 
outer areas  

Package B + reduce the 
appeal of driving 

Package C + public transport 
everywhere + ripple effect 
(inner suburbs) + culture 
change (inner suburbs) 

Package D + public transport 
everywhere + active modes 
everywhere + ripple effect 
everywhere + culture change 
everywhere 

Objective A. improve access to 
and through the central city by 
making sure people know that the 
available travel choices will work 
for them 

o how many people will be reached 
by the package? 
o to what extent will this package 
change the community’s 
appreciation of convenience or 
appropriateness of the available 
travel choices? 2 2 2 3 3 

 

Limited to PT in outer 
areas and active 
modes in inner areas.  
May not significantly 
improve choice or 
convenience. Limited 
geographic reach. 

Limited to PT and first/last leg 
in outer areas and active 
modes in inner areas.  May not 
significantly improve choice or 
convenience. Limited 
geographic reach. 

Limited to PT and 
first/last leg in outer 
areas and active modes 
in inner areas.  
Addressing the ease of 
driving and parking will 
increase the need to 
understand travel 
choices. Limited 
geographic reach. 

Easier to get the 
message to land as TBC 
appearing in more of 
people's lives. Will 
increase reach by 
incorporating culture 
change and ripple effect 
as well as geographic 
coverage. 

Easier to get the 

message to land as TBC 

appearing in more of 

people's lives. Will 

increase reach by 

incorporating culture 

change and ripple effect 

as well as geographic 

coverage. 

Objective B. minimise disruption 
to people and business by 
making sure they are aware of 
upcoming changes, how it will 
affect their journeys and 
understand their travel options 
during delivery of work to improve 
and renew the city[1] 

o how many of these people 
already make trips to and through 
the central city? 
o to what extent will people 
understand how their travel options 
will be affected? 
o to what extent to which the 
packages be effective in providing 
information and empowering 
people to make informed decision 
during disruption?  4 4 4 4 4 

 

Common to all 
packages - people 
know about their 
choices, how they'll 
be affected by 
disruption and what 
they can do about it. 

Common to all packages - 
people know about their 
choices, how they'll be affected 
by disruption and what they 
can do about it. 

Common to all 
packages - people 
know about their 
choices, how they'll be 
affected by disruption 
and what they can do 
about it. 

Common to all packages 
- people know about their 
choices, how they'll be 
affected by disruption and 
what they can do about it. 

Common to all packages 
- people know about their 
choices, how they'll be 
affected by disruption and 
what they can do about it. 

Objective C. make best use of 
the transport network by 
encouraging people to travel less 
often and at less busy times[2]  

o how many people will be reached 
by the package? 
o how effective the packages will 
be in achieving this objective? 3 3 4 5 5 

 

Common to all 
however, it will be less 
effective at 
encouraging less 
travel and peak 
spreading compared 
to packages C, D and 
E.  

Common to all however, it will 
be less effective at 
encouraging less travel and 
peak spreading compared to 
packages C, D and E.  

Common to all and 
Package C introduces 
specific initiatives to 
reduce the appeal of 
driving which will 
enhance the degree to 
which this objective can 
be met 

Common to all and 
Package D includes 
specific initiatives to 
reduce the appeal of 
driving as well as the 
added dimension of 
culture change which 
(over time) will enhance 

Common to all and 
Package D includes 
specific initiatives to 
reduce the appeal of 
driving as well as the 
added dimension of 
culture change which 
(over time) will enhance 
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Criteria 

  
Considerations 

Package A Package B Package C Package D Package E 

Scaling up 'business as 
usual' 

Package A + first/ last leg in the 
outer areas  

Package B + reduce the 
appeal of driving 

Package C + public transport 
everywhere + ripple effect 
(inner suburbs) + culture 
change (inner suburbs) 

Package D + public transport 
everywhere + active modes 
everywhere + ripple effect 
everywhere + culture change 
everywhere 

the degree to which this 
objective can be met 

the degree to which this 
objective can be met 

Objective D. make best use of 
the available transport options by 
reducing the proportion of people 
that drive alone during busy 
times[3] or for short trips 

o informed by forecast change in # 
trips by mode for separate 
purposes 
      o work 
      o school 
      o other 1 2 3 4 4 

 

Will have some 
impact, but does not 
focus on reducing the 
appeal of driving and 
parking. 

Will have some impact, but 
does not focus on reducing the 
appeal of driving and parking. 
Scored low because we have 
assumed that the first/ last leg 
scope will have a limited 
budget and hence a walk/ 
cycle focus and therefore not 
as great potential to shift from 
drive to PT (as you'd be able to 
achieve with on-demand 
shuttles or subsidised ubers). 

Reduces appeal of 
driving - packages C, D 
and E will focus on 
businesses 
implementing policies to 
reduce the appeal of 
driving 

Culture change and ripple 
effect boosts the impact 
of reducing the appeal of 
driving and parking. 
Focus on inner suburbs 

Culture change and ripple 
effect boosts the impact 
of reducing the appeal of 
driving and parking. 
Across the region. 

Objective E. improve the health, 
safety and wellbeing of 
communities by increasing the 
number of trips that involve active 
modes and public transport 

o informed by forecast change in # 
trips by mode for separate purposes 
      o work 
      o school 
      o other 2 3 3 4 5 

  

Increased uptake of 
PT and active modes 
limited in geographic 
focus. 

Slightly increased uptake of PT 
and active modes through 
first/last leg. 

Reducing appeal of 
driving will not result in 
a significant jump in 
active travellers  when 
compared to package 
B.  

Adding ripple effect and 
culture change will further 
increase PT and active 
mode trips.  
Geographically focused 
minimises the full 
potential. 

Adding ripple effect and 
culture change will further 
increase PT and active 
mode trips.  Region-wide 
maximises the full 
potential. 

Culture change  

o Winning hearts and minds: does 
the package focus on trips wider 
than commute and journey to 
education trips 
o Societal change: reaching 
children (not just through school 
TPs, but for how they play/ meet 
each other in their 
neighbourhoods); being there for 
'life' triggers that provide 
opportunity for travel behaviour 
change whole-of-life 
o ability to scale back on initiatives 
as societal norms change 1 1 2 4 5 
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Criteria 

  
Considerations 

Package A Package B Package C Package D Package E 

Scaling up 'business as 
usual' 

Package A + first/ last leg in the 
outer areas  

Package B + reduce the 
appeal of driving 

Package C + public transport 
everywhere + ripple effect 
(inner suburbs) + culture 
change (inner suburbs) 

Package D + public transport 
everywhere + active modes 
everywhere + ripple effect 
everywhere + culture change 
everywhere 

  

Focus on specific 
strategic interventions 
in specific areas will 
result in localised 
changes, but will not 
build the foundation 
for culture change. 

Focus on specific strategic 
interventions in specific areas 
will result in localised changes, 
but will not build the foundation 
for culture change. 

Reducing the appeal of 
driving will shift social 
norms alongside the 
other strategic 
interventions, to an 
extent. 

Significant focus on 
culture change, shifting 
social norms in 
communities.  Focused in 
inner suburbs for D. 

Significant focus on 
culture change, shifting 
social norms in 
communities.  Across the 
entire region. 

Risk 

o Likelihood of achieving the 
predicted outcomes (scoring 
against the objectives) 
o reliance on other budgets 
o the extent to which it’s been done 
before in NZ Low Medium Medium High High 

  

Highly reliant on 
LGWM infrastructure 
improvements being 
delivered, targeted 
interventions in 
targeted places and 
as improvements are 
delivered.  These 
initiatives have been 
implemented in NZ 
previously which 
reduces risk. But will 
doing more of BAU be 
enough to achieve the 
project objectives? 
Could fall short.  

Same risks as Package A + 
First last leg schemes  
potentially have a high cost 
and will be new to the region if 
they take the form of on-
demand or shared mobility 
schemes (as opposed to walk/ 
cycle and maybe subsidised 
shared ubers/ shared taxis). 

Same risks as Package 
A and B + This package 
includes addressing 
driving and parking 
which ensures 
objectives are met, but 
it relies on the parking 
levy to be implemented 
which increases risk.  
Addressing the appeal 
of driving and parking 
can be contentious and 
may not be 
implemented to the 
extent required (by 
workplaces), or could 
take years to realise full 
effect. 

Same risks as Package 
A, B & C + This package 
employs new to NZ 
approaches, the evidence 
suggests these measures 
will work. Pilot, test and 
grow approach allows for 
trialling (in NZ) before 
rolling out resulting in 
lower risk. Regardless of 
other budgets, localised 
initiatives can still be 
implemented to prime 
people for when 
improvements are made. 
This approach has not 
been adopted at this 
scale in NZ before- 
potential skill gap. 

Same risks as Package 
A, B, C & D Region-wide 
rollout means high risk if 
things do not work.  

  SUBTOTAL 13 15 18 24 26 

Cost / resource 

low 

See Section Error! Reference source not found. Error! Reference source not found. 
expected 

Full time equivalents 14 15 16 20 22 
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Appendix J: Economics Summary 

 

 



Travel Behaviour Change - Overview and Guidance

General Information

limitation of usage
Designed for the evaluation of economic efficiency of LGWM TDM packages. The following assumptions apply:

- the procedure assumes cumulative benefits for TBhC activities (marketing, education, travel plans etc.), excludes benefits for first-last leg investment at present

- the evaluation period is 10 years

- the procedure assumes that benefits will be realised in year three

- the procedure is responsive to target population and diversion rates from the MBCM

- the procedure is typical used for individual travel plans rather than a collective regional wide study, this could result in double counting of diverted trips

- the procedure assumes that all trips are diverted to other modes (however some may not happen i.e. working from home)

Step 1: Define Target Population

Step 2: Collect data to assess travel impacts

Target population

Modal share

level of  diversion

WTSM travel time and travel distance

Step 3: Measure and monetise the impacts (benefits and disbenefits for the do-minimum)

impact on social cost and incidence of crashes

impact of mode of physical and mental health

impact on system reliability

impact on network productivity and utilisation

impact on greenhouse gas emissions

Step 4: 

calculate benefits for Wider Wellington

calculate benefits for disruption

calculate benefits for Parking Levy

Step 5: Net Present Value Calculation and Sensitivity Test

Worksheet Completion Steps: Step 1: Complete 'Package Calculation Tab' to obtain target population and diversion rate for each package

Step 2: Calculate benefits using MCBM procedure

Step 3: Enter package capital and operational costs

Step 4: Calculate BCR and sensitivity tests

⦁

⦁

⦁⦁

⦁

⦁

⦁

⦁

⦁

⦁⦁

⦁

⦁

⦁



Package A Package B (Extra Over Package A) Package C (Extra Over Package B)
Category Location Target Population Diversion Rate Comments Category Location

Target 
Population Diversion Rate Comments Category Location

Target 
Population Diversion Rate Comments

Policy Partnership and Advocacy (The same for all Packages)

Establish TMA All areas- city centre 
focus

-                         -                       
Tools, materials and incentives for 
employers

City centre -                      

Identify partners

All areas- city centre 
focus

-                         -                       
Policy development (flanking 
Parking Levy) to encourage 
compancy car cash out and daily 
parking charges or cash out option

All areas- city 
centre focus

-                      

Flexible working and home working guidance
Parking management software (to 
support daily charges/ cash out)

City centre -                      

Advocate for policy changes for urban design 
and landuse 

-                         -                       
Cap or reduce parking supply

-                      

Advocate for new developments to provide 
facilities, services, and subsidies

-                         -                       Advocate unbundling of parking -                      

Retrieving data. Wait a few seconds and try 
to cut or copy again.

-                         -                       
Advocate for improved parking 
enforcement

-                      

Travel Plans

Private School Travel Plans Wellington Wide 2,327                     9%

School Travel Plans (Disruption) Wellington Wide 16,816                  9%

Tertiary institutes Central City 55,623                  9%

Organisation travel plans (workplace travel 
plans)

End location: Central Wellington 35,718                  5% See table below
Organisation travel plans 
(workplace travel plans)

Central Wellington 35,718               5% Other
13% Wairarapa, 
Kapati and Hutt

Organisation travel plans 
(workplace travel plans)

Central 
Wellington

35,718               

7% (excluding 
diversion from 
parking levy)
13% Wairarapa, 
Kapati and Hutt

Construction workers Travel Plan Central Wellington 821                     7%
Events, experiences and life

Promotional events
Central Wellington; 
Eastern and Southern 
suburbs

-                         
Included below

Promotional packages 
Central Wellington; 
Eastern and Southern 
suburbs

-                         
Included below

Targetted social marketing campaign Central Wellington; 
Eastern and Southern 
suburbs 80,109                  1%

Awards & certificates/ recognition eg Cycle 
Friendly Employer/ School etc., or 
recognition for exceptional TDM program

Wellington Wide -                         
Included above

Challenges, competitions and recognition 
Wellington Wide -                         

Included above
TDM for new routes or services as they 
launch Wellington Wide -                         Included above
Giveaways Wellington Wide -                         Included above
Off-peak incentives and peak time disincentives (PT)Wellington Wide -                         -                       

Supporting Services

- -                         -                       First last leg; Co-working spaces

Featherston, 
Carterton, 
Masterton, Kapiti 
Coast, Porirua, Lower 
Hutt, Upper Hutt

-                      -                    

Supporting Services

Bicycle Maintenance/Repair stations
Central Wellington; 
Eastern; Southern 
and Western suburbs

-                         -                       
Planning, incentivising and funding 
network- wide end of trip facilities  

-                      -                    
Pocket park and rides Porirua, Karori

Map smooth walking/wheeling routes Central Wellington -                         -                       
Tactical local changes that respond to 
feedback (eg through citizen science)

-                         -                       

Wayfinding -                         -                       

This is the same for all Packages -                         -                       
Evaluation, Research and Report Evaluation, Research and Report

Step 1:  Define Package Target Population 

Policy Partnership and Advocacy (The same for all Packages) Policy Partnership and Advocacy (The same for all Packages)

Events, experiences and life Events, experiences and life

Travel Plans Travel Plans

 10% External 
from Parking 
Levy (approx. 
2,000 trips) 

Marketing, Communication, Incentives Marketing, Communication, Incentives Marketing, Communication, Incentives

Supporting Services Supporting Services

Evaluation, Research and Report

Supporting Services Supporting Services



Package D (Extra Over Package C) Package E (Extra Over Package D)
Category Location

Target 
Population Diversion Rate Comments Category Location

Target 
Population Diversion Rate Comments

Develop programmes for Schools (large 
schools)

Wellington Wide 29,498               9%
Develop programmes for Schools (all 
schools) Wellington Wide 80,085               

9%

Organisation travel plans (workplace 
travel plans)
Assume 20% of employment in eastern 
suburbs

Eastern Suburbs 2,260                  5% Tertiary institutes

Kapiti Coast & 
Porirua, Hutt 
Valley & 
Wairarapa

10,380               9%

Community travel plans (380 homes, 
average of 2.6 people per house)

Central 
Wellington

988                     3% Organisation travel plans (workplace travel plans)

Northern, 
Eastern, 
Southern 
Suburbs, Kapiti 
Coast & Porirua, 
Hutt Valley & 
Wairarapa

-                      -                    

Event travel plans 

Central 
Wellington

-                      -                    

Community travel plans (Karori) Western Suburbs 9,660 3%

Change work or home location to reduce commute length
-                      -                    

Targetted social marketing campaign

Upper Hutt, 
Lower Hutt; 
Porirua; Tawa, 
Johnsonville 294,354             1%

Challenges, competitions and recognition Wellington wide

Events, experiences and life Events, experiences and life

Policy Partnership and Advocacy (The same for all Packages)

Travel Plans Travel Plans

Policy Partnership and Advocacy (The same for all Packages)

Evaluation, Research and Report Evaluation, Research and Report

Supporting Services Supporting Services

Marketing, Communication, Incentives Marketing, Communication, Incentives

Supporting Services Supporting Services

Assumptions
1. Proportion of workforce targetted 

Total Employment
Wellington City 

(2018) (%)

National Sector > 
100 Employees 

(%) Target Population

Agriculture & Mining 0.3
Construction 5.1 15 0.8
Education & Health 15.5 45 7.0
Entertainment & Food 6.6 10 0.7
Finance & Insurance 6.1 45 2.7
Government 18.6 67 12.5
Information Services 3.9 52 2.0
Manufacturing 2.6
Armed Forces 0
Professional Services 22.1 32 7.1
Other Services 4.9
Retail Trade 8.6 23 2.0
Transportation 3.5
Wholesale Trade 2.3
Total 100.1 33.9

105300 35,718             



Monetised Benefits and Costs Manual Method
Forecasting Diversion

Part A: Select diversion rates (this caluclation uses MBCM Table 5, Table 6, Table 7)

EEM Diversion Rates

Workplace
Standard Score Reduction in car as driverCar as passenger Public TransportCycling Walking
Low SL 0% 0% 0% 0% 0%
Medium SM -5% 26% 26% 12% 36%
Alternative (with public transport/compnay measures or improvements)Score Reduction in car as driverCar as passenger Public TransportCycling Walking
Low AL 0% 0% 0% 0% 0%
Medium AM -5% 26% 52% 6% 16%
Medium (Other)AM (Other) -5% 26% 74% 0% 0% We have created this diversion rate
High (Parking) AH (Parking) -7% 26% 57% 8% 9% We have created this diversion rate
High (Parking Other_AH (Parking/Other) -7% 26% 74% 0% 0% We have created this diversion rate
High (Other) AH (Other) -13% 26% 74% 0% 0% We have created this diversion rate
High AH -13% 26% 57% 8% 9%

School
School type Reduction in car as driverCar as passenger Public TransportCycling Walking
Primary SP 0% -9% 0% 17% 83%
Secondary/intermediateSS 0% -9% 55% 6% 39%

Community
Reduction in car as driverCar as passenger Public TransportCycling Walking

Low CL -1% -0.2% 42% 25% 33%
Standard CS -3% -0.5% 39% 25% 36%

Part B: Calculate mode share by region and trip type
Assumes: Workplace: Journey to work data

Eduation: Journey to eduation data
Community: Jorney to work data (excluding trips to Wellington Central)

Base Mode Share - To Central Wellington Population and Trip Data

Car as Driver Car as Passenger Public Transport Cycling Walking

Central Wellington (LGWM area and surrounding suburbs)5% 8% 1% 86% 100% Population (2018)
Employment 
(2018)

Employment 
(CBD)

Percent of 
Wellington 
Populaton

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)50% 47% 3% 0% 100% Central Wellington (LGWM area and surrounding suburbs)46,600                   105,300               10,142                 22%

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc) 39% 44% 8% 9% 100% Northern suburbs (Tawa, Johnsonville, Ngaio, etc)67,800                   17,200                 17,712                 32%

Southern suburbs (Island Bay, Newtown, etc) 24% 36% 8% 32% 100% Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)38,100                   11,300                 9,363                   18%

Western suburbs (Karori, Wadestown, etc) 34% 32% 5% 29% 100% Southern suburbs (Island Bay, Newtown, etc)31,400                   4,900                   15,635                 15%

Porirua and Kapiti Coast 57% 43% 0% 0% 100% Western suburbs (Karori, Wadestown, etc) 28,000                   6,700                   12,818                 13%

Hutt Valley and Wairarapa 49% 49% 2% 0% 100% Porirua and Kapiti Coast 112,900                 31,600                 15,463                 36%

Hutt Valley and Wairarapa 197,600                 74,000                 24,166                 64%

Base Mode Share - Education 211,900                 105,300               

Car as Driver Car as Passenger Public Transport Cycling Walking

Central Wellington (LGWM area and surrounding suburbs)23% 42% 1% 34% 100% Population and Trip Data

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)48% 15% 1% 36% 100% Primary School (2018)Private School (20180Intermediate / Secondary School (2018)Tertiary (2018)

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc) 42% 23% 5% 30% 100% Central Wellington (LGWM area and surrounding suburbs)2796 937 6409 12,232               Assuming Tertiary students are distributed similarly to the population of Wellington 

Southern suburbs (Island Bay, Newtown, etc) 26% 31% 2% 40% 100% Northern suburbs (Tawa, Johnsonville, Ngaio, etc)4335 147 5205 17,797               
Western suburbs (Karori, Wadestown, etc) 21% 31% 1% 47% 100% Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)3749 857 2220 10,001               
Porirua and Kapiti Coast 59% 11% 6% 24% 100% Southern suburbs (Island Bay, Newtown, etc) 2563 2302 8,242                 
Hutt Valley and Wairarapa 56% 20% 3% 21% 100% Western suburbs (Karori, Wadestown, etc) 3700 487 0 7,350                 

Porirua and Kapiti Coast 12033 6409 3,774                 
Base Mode Share - Suburb Specific (Community Activites) Hutt Valley and Wairarapa 18422 15559 6,606                 

Car as Driver Car as Passenger Public Transport Cycling Walking 47598 38104
Central Wellington (LGWM area and surrounding suburbs)28% 14% 0% 58% 100% https://www.nzta.govt.nz/assets/resources/research/reports/399/docs/399.pdf
Northern suburbs (Tawa, Johnsonville, Ngaio, etc)86% 1% 0% 12% 100%

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc) 77% 3% 1% 19% 100% LGWM Indicative Business Case Growth Assumptions
Southern suburbs (Island Bay, Newtown, etc) 61% 6% 1% 32% 100% Region Population (2018 – 2036) Employment (2018 – 2036) 

Western suburbs (Karori, Wadestown, etc) 69% 6% 0% 25% 100% Employment (CBD) Abs Growth % Growth Abs Growth % Growth Home Location 
New Employment in 
Central Wellington 

Porirua and Kapiti Coast 88% 6% 2% 4% 100% 7,971                 Central Wellington 12,800 26% 18,300 17% Central Wellington 5,100 
Hutt Valley and Wairarapa 86% 7% 2% 5% 100% 13,920               Northern suburbs 10,500 16% 2,300 14% Northern suburbs 3,200 

7,359                 Eastern suburbs 2,300 6% 1,500 13% Eastern suburbs 1,200 
12,288               Southern suburbs 2,800 8% 200 4% Southern suburbs 1,600 
10,074               Western suburbs 1,100 4% 600 14% Western suburbs 800 
12,153               Porirua and Kapiti Coast 27,900 24% 4,700 13% Porirua and Kapiti Coast 4,800 
18,993               Hutt Valley and Wairarapa 15,200 8% 4,900 7% Hutt Valley and Wairarapa 1,600 
82,758               Region 75,200 14% 55,400 14% Total 18,300 

Step 1: Workplace Target Population (refer to Target Population Tab for inputs)



Part C: Calculate total population and trip data, and total employment that could implement a travel work plan)
Part D: Calculate package target audience = total population × private vehicle mode share (× reach)

Diversion rate have been assigned based on MBCM rates and those achieved in the critical review (see Diversion Review Tab for more information) Reach Target Age 20-69 69% https://forecast.idnz.co.nz/wellington/population-age-structure
Workplace Package TDM Scoring Community (Marketing, Communication, Incentives)

Package Area From Area To Total Target PopulationDiversion Rate
Reduction in car 
as driver Car as passenger Public Transport Cycling Walking Package Area Total Target PopulationDiversion Rate

Reduction in 
car as driver Car as passenger Public Transport Cycling Walking

Central Wellington (LGWM area and surrounding suburbs)Central Wellington (LGWM area) 155                    AM -8 2 4 0 1 Central Wellington (LGWM area and surrounding suburbs)32,340                 CL -323 -65 163 97 128

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)Central Wellington (LGWM area)3,017                 AM (Other) -151 39 112 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)Central Wellington (LGWM area)1,227                 AM -61 16 32 4 10 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)26,441                 CL -264 -53 133 79 105

Southern suburbs (Island Bay, Newtown, etc)Central Wellington (LGWM area)1,259                 AM -63 16 33 4 10 Southern suburbs (Island Bay, Newtown, etc)21,792                 CL -218 -44 110 65 86

Western suburbs (Karori, Wadestown, etc)Central Wellington (LGWM area)1,476                 AM -74 19 38 4 12 Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0

Porirua and Kapiti CoastCentral Wellington (LGWM area)2,987                 AM (Other) -149 39 111 0 0 Porirua and Kapiti Coast 0 0 0 0 0 0

Hutt Valley and WairarapaCentral Wellington (LGWM area)4,000                 AM (Other) -200 52 148 0 0 Hutt Valley and Wairarapa 0 0 0 0 0 0

Central Wellington (LGWM area and surrounding suburbs)Central Wellington (LGWM area) 155                    AM -8 2 4 0 1 Central Wellington (LGWM area and surrounding suburbs)32,340                 CL -323 -65 163 97 128

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)Central Wellington (LGWM area)3,017                 AM (Other) -151 39 112 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)Central Wellington (LGWM area)1,227                 AM -61 16 32 4 10 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)26,441                 CL -264 -53 133 79 105

Southern suburbs (Island Bay, Newtown, etc)Central Wellington (LGWM area)1,259                 AM -63 16 33 4 10 Southern suburbs (Island Bay, Newtown, etc)21,792                 CL -218 -44 110 65 86

Western suburbs (Karori, Wadestown, etc)Central Wellington (LGWM area)1,476                 AM -74 19 38 4 12 Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0

Porirua and Kapiti CoastCentral Wellington (LGWM area)2,987                 AH (Other) -385 100 285 0 0 Porirua and Kapiti Coast 15,463                 CL -155 -31 78 46 61

Hutt Valley and WairarapaCentral Wellington (LGWM area)4,000                 AH (Other) -516 134 382 0 0 Hutt Valley and Wairarapa 24,166                 CL -242 -48 122 72 96

Central Wellington (LGWM area and surrounding suburbs)Central Wellington (LGWM area) 159                    AH (Parking) -11 3 6 1 1 Central Wellington (LGWM area and surrounding suburbs)32,340                 CL -323 -65 163 97 128

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)Central Wellington (LGWM area)3,085                 AH (Parking/Other) -216 56 160 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)Central Wellington (LGWM area)1,255                 AH (Parking) -88 23 50 7 8 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)26,441                 CL -264 -53 133 79 105

Southern suburbs (Island Bay, Newtown, etc)Central Wellington (LGWM area)1,287                 AH (Parking) -90 23 51 7 8 Southern suburbs (Island Bay, Newtown, etc)21,792                 CL -218 -44 110 65 86

Western suburbs (Karori, Wadestown, etc)Central Wellington (LGWM area)1,509                 AH (Parking) -106 27 60 8 10 Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0

Porirua and Kapiti CoastCentral Wellington (LGWM area)3,054                 AH (Other) -394 102 292 0 0 Porirua and Kapiti Coast 15,463                 CL -155 -31 78 46 61

Hutt Valley and WairarapaCentral Wellington (LGWM area)4,090                 AH (Other) -528 137 390 0 0 Hutt Valley and Wairarapa 24,166                 CL -242 -48 122 72 96

Central Wellington (LGWM area and surrounding suburbs)Central Wellington (LGWM area) 169                    AH (Parking) -12 3 7 1 1 Central Wellington (LGWM area and surrounding suburbs)32,340                 CL -323 -65 163 97 128

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)Central Wellington (LGWM area)3,291                 AH (Parking/Other) -230 60 170 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)Central Wellington (LGWM area)1,339                 AH (Parking) -94 24 53 7 8 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)26,441                 CL -264 -53 133 79 105

Southern suburbs (Island Bay, Newtown, etc)Central Wellington (LGWM area)1,373                 AH (Parking) -96 25 55 8 9 Southern suburbs (Island Bay, Newtown, etc)21,792                 CL -218 -44 110 65 86

Western suburbs (Karori, Wadestown, etc)Central Wellington (LGWM area)1,610                 AH (Parking) -113 29 64 9 10 Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0

Porirua and Kapiti CoastCentral Wellington (LGWM area)3,258                 AH (Other) -420 109 311 0 0 Porirua and Kapiti Coast 15,463                 CL -155 -31 78 46 61

Hutt Valley and WairarapaCentral Wellington (LGWM area)4,363                 AH (Other) -563 146 416 0 0 Hutt Valley and Wairarapa 24,166                 CL -242 -48 122 72 96

Central Wellington (LGWM area and surrounding suburbs)Central Wellington (LGWM area) 169                    AH (Parking) -12 3 7 1 1 Central Wellington (LGWM area and surrounding suburbs)32,340                 CL -323 -65 163 97 128

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)Central Wellington (LGWM area)3,291                 AH (Parking/Other) -230 60 170 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)Central Wellington (LGWM area)1,339                 AH (Parking) -94 24 53 7 8 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)26,441                 CL -264 -53 133 79 105

Southern suburbs (Island Bay, Newtown, etc)Central Wellington (LGWM area)1,373                 AH (Parking) -96 25 55 8 9 Southern suburbs (Island Bay, Newtown, etc)21,792                 CL -218 -44 110 65 86

Western suburbs (Karori, Wadestown, etc)Central Wellington (LGWM area)1,610                 AH (Parking) -113 29 64 9 10 Western suburbs (Karori, Wadestown, etc)9,716                   CS -301 -49 136 87 126 Karori Travel Plan

Porirua and Kapiti CoastCentral Wellington (LGWM area)3,258                 AH (Other) -420 109 311 0 0 Porirua and Kapiti Coast 15,463                 CL -155 -31 78 46 61

Hutt Valley and WairarapaCentral Wellington (LGWM area)4,363                 AH (Other) -563 146 416 0 0 Hutt Valley and Wairarapa 24,166                 CL -242 -48 122 72 96

Central Wellington (LGWM area and surrounding suburbs)Central Wellington (LGWM area) 159                    AH (Parking) -11 3 6 1 1

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)Central Wellington (LGWM area)3,085                 AH (Parking/Other) -216 56 160 0 0

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)Central Wellington (LGWM area)1,255                 AH (Parking) -88 23 50 7 8

Southern suburbs (Island Bay, Newtown, etc)Central Wellington (LGWM area)1,287                 AH (Parking) -90 23 51 7 8

Western suburbs (Karori, Wadestown, etc)Central Wellington (LGWM area)1,509                 AH (Parking) -106 27 60 8 10

Porirua and Kapiti CoastCentral Wellington (LGWM area)3,054                 AH (Parking/Other) -214 56 158 0 0

Hutt Valley and WairarapaCentral Wellington (LGWM area)4,090                 AH (Parking/Other) -286 74 212 0 0

School Package TDM Scoring

Primary Intermediate/ Secondary/Tertiary

Package Area Total Target PopulationDiversion Rate
Reduction in car 
as driver Car as passenger Public Transport Cycling Walking Package Area Total Target Population

Reduction in 
car as driver Car as passenger Public Transport Cycling Walking

Central Wellington (LGWM area and surrounding suburbs)0 0 0 0 0 0 Central Wellington (LGWM area and surrounding suburbs)2988 SS 0 -269 148 16 105
Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)8541 SS 0 -769 423 46 300
Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)0 0 0 0 0 0 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)4576 SS 0 -412 226 25 161
Southern suburbs (Island Bay, Newtown, etc)0 0 0 0 0 0 Southern suburbs (Island Bay, Newtown, etc)2180 SS 0 -196 108 12 77
Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0 Western suburbs (Karori, Wadestown, etc)1655 SS 0 -149 82 9 58
Porirua and Kapiti Coast 0 0 0 0 0 0 Porirua and Kapiti Coast 0 0 0 0 0 0
Hutt Valley and Wairarapa 0 0 0 0 0 0 Hutt Valley and Wairarapa 0 0 0 0 0 0
Central Wellington (LGWM area and surrounding suburbs)0 0 0 0 0 0 Central Wellington (LGWM area and surrounding suburbs)2988 SS 0 -269 148 16 105
Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)8541 SS 0 -769 423 46 300
Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)0 0 0 0 0 0 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)4576 SS 0 -412 226 25 161
Southern suburbs (Island Bay, Newtown, etc)0 0 0 0 0 0 Southern suburbs (Island Bay, Newtown, etc)2180 SS 0 -196 108 12 77
Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0 Western suburbs (Karori, Wadestown, etc)1655 SS 0 -149 82 9 58
Porirua and Kapiti Coast 0 0 0 0 0 0 Porirua and Kapiti Coast 0 0 0 0 0 0
Hutt Valley and Wairarapa 0 0 0 0 0 0 Hutt Valley and Wairarapa 0 0 0 0 0 0
Central Wellington (LGWM area and surrounding suburbs)0 0 0 0 0 0 Central Wellington (LGWM area and surrounding suburbs)2988 SS 0 -269 148 16 105
Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)8541 SS 0 -769 423 46 300
Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)0 0 0 0 0 0 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)4576 SS 0 -412 226 25 161
Southern suburbs (Island Bay, Newtown, etc)0 0 0 0 0 0 Southern suburbs (Island Bay, Newtown, etc)2180 SS 0 -196 108 12 77
Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0 Western suburbs (Karori, Wadestown, etc)1655 SS 0 -149 82 9 58
Porirua and Kapiti Coast 0 0 0 0 0 0 Porirua and Kapiti Coast 0 0 0 0 0 0
Hutt Valley and Wairarapa 0 0 0 0 0 0 Hutt Valley and Wairarapa 0 0 0 0 0 0
Central Wellington (LGWM area and surrounding suburbs)634 SP 0 -57 0 10 47 Central Wellington (LGWM area and surrounding suburbs)4442 SS 0 -400 220 24 156
Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)11019 SS 0 -992 545 60 387
Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)0 0 0 0 0 0 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)5511 SS 0 -496 273 30 193
Southern suburbs (Island Bay, Newtown, etc)0 0 0 0 0 0 Southern suburbs (Island Bay, Newtown, etc)2789 SS 0 -251 138 15 98
Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0 Western suburbs (Karori, Wadestown, etc)1655 SS 0 -149 82 9 58
Porirua and Kapiti Coast 0 0 0 0 0 0 Porirua and Kapiti Coast 0 0 0 0 0 0
Hutt Valley and Wairarapa 0 0 0 0 0 0 Hutt Valley and Wairarapa 0 0 0 0 0 0
Central Wellington (LGWM area and surrounding suburbs)634 SP 0 -57 0 10 47 Central Wellington (LGWM area and surrounding suburbs)4442 SS 0 -400 220 24 156
Northern suburbs (Tawa, Johnsonville, Ngaio, etc)2063 SP 0 -186 0 32 154 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)11019 SS 0 -992 545 60 387
Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)1580 SP 0 -142 0 24 118 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)5511 SS 0 -496 273 30 193
Southern suburbs (Island Bay, Newtown, etc)678 SP 0 -61 0 10 51 Southern suburbs (Island Bay, Newtown, etc)2789 SS 0 -251 138 15 98
Western suburbs (Karori, Wadestown, etc)781 SP 0 -70 0 12 58 Western suburbs (Karori, Wadestown, etc)1655 SS 0 -149 82 9 58
Porirua and Kapiti Coast 0 0 0 0 0 0 Porirua and Kapiti Coast 0 0 0 0 0 0
Hutt Valley and Wairarapa 0 0 0 0 0 0 Hutt Valley and Wairarapa 0 0 0 0 0 0

Package A

Package B

Package C

Package D

Package E

Package A

Package B

Package C

Package D

Package E

Package E

Package A

Package B

Package C

Package D

Package C - B

Package A

Package B

Package C

Package D

Package E



Estimated Package Reach

Package A Package B Package C Package D Package E

Central Wellington (LGWM area and surrounding suburbs)32,340                 32,340                    32,340            41,545               41,545                   

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)6,155                   6,155                      6,290            11,495               33,030                   

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)26,441                 26,441                    26,441            28,661               32,410                   

Southern suburbs (Island Bay, Newtown, etc) 21,792                 21,792                    21,792            24,094               26,657                   

Western suburbs (Karori, Wadestown, etc) 4,835                   4,835                   4,933            4,933                 18,293                   
Porirua and Kapiti Coast 5,245                   15,463                 15,463          15,463               96,795                   
Hutt Valley and Wairarapa 8,197                   24,166                 24,166          24,166               171,115                 

105,005               131,193               131,426        150,358             419,846                 

Estimated Package Diversion

Total Number of trips diverted to Central Wellington
Reduction in SOV Rideshare Public Transport Cycling Walking

Package A 1298 184 761 109 244

Package B 1850 327 1169 109 244

Package C 2025 372 1293 120 238

Package D 2308 397 1433 140 338

Package E 2308 397 1433 140 338

Summary of Reach and Diversion
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Package reach (number of people reached, is not number of people who 
shift behaviour)

Hutt Valley and Wairarapa Porirua and Kapiti Coast

Western suburbs (Karori, Wadestown, etc) Southern suburbs (Island Bay, Newtown, etc)
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Monetised Benefits and Costs Manual Method
WTSM Outputs

Sector 1 = CBD Sector 4 = Western Suburbs
Sector 2 = Eastern Suburbs Sector 5 = Northern Suburbs
Sector 3 = Southern Suburbs Sector 6 = Rest of Region

AM - Person trips AM - Change in VKT AM - Change in VHT

No TDM Medium High
% Change - 
Med

% Change - 
High No TDM Medium High

% Change - 
Med

% Change - 
High No TDM Medium High

% Change - 
Med

% Change - 
High

To / from / within 1 34043 33060 31869 -2.9% -6.4% Within 1 139894 138502 136414 -1.0% -2.5% Within 1 5875 5558 5212 -5.4% -11.3%
To / from / within 2 15237 15195 15066 -0.3% -1.1% Within 2 54247 53478 52998 -1.4% -2.3% Within 2 1953 1910 1848 -2.2% -5.4%
To / from / within 3 18555 18443 18298 -0.6% -1.4% Within 3 49370 49028 48207 -0.7% -2.4% Within 3 1973 1944 1875 -1.5% -5.0%
To / from / within 4 8894 8959 8695 0.7% -2.2% Within 4 28243 28266 26805 0.1% -5.1% Within 4 1018 1011 899 -0.7% -11.7%

To / from / within 5 21072 20968 20870 -0.5% -1.0% Within 5 212206 210615 208017 -0.8% -2.0% Within 5 5246 4796 4372 -8.6% -16.7%
To / from / within 6 143052 142852 142682 -0.1% -0.3% Within 6 1144192 1139270 1133572 -0.4% -0.9% Within 6 23172 22915 22597 -1.1% -2.5%
Total 240852 239476 237480 -0.6% -1.4% Total 1628152 1619159 1606013 -0.6% -1.4% Total 39237 38133 36803 -2.8% -6.2%

1376 1996

IP - Person trips ip - Change in VKT IP - Change in VHT

No TDM Medium High
% Change - 
Med

% Change - 
High No TDM Medium High

% Change - 
Med

% Change - 
High No TDM Medium High

% Change - 
Med

% Change - 
High

To / from / within 1 118277 117426 116488 -0.7% -1.5% Within 1 112760 112990 113047 0.2% 0.3% Within 1 4117 4150 4118 0.8% 0.0%
To / from / within 2 53773 53824 53675 0.1% -0.2% Within 2 44643 44659 44658 0.0% 0.0% Within 2 1250 1251 1251 0.1% 0.1%
To / from / within 3 60956 60919 60789 -0.1% -0.3% Within 3 38635 38640 38516 0.0% -0.3% Within 3 1290 1291 1286 0.0% -0.3%
To / from / within 4 29965 30067 29837 0.3% -0.4% Within 4 21228 21300 21074 0.3% -0.7% Within 4 640 642 635 0.3% -0.8%
To / from / within 5 72080 72034 71982 -0.1% -0.1% Within 5 144053 144763 145227 0.5% 0.8% Within 5 2336 2349 2357 0.6% 0.9%
To / from / within 6 522234 522025 521930 0.0% -0.1% Within 6 840603 840641 841088 0.0% 0.1% Within 6 15027 15026 15036 0.0% 0.1%
Total 857284 856294 854701 -0.1% -0.3% Total 1201923 1202994 1203610 0.1% 0.1% Total 24660 24708 24682 0.2% 0.1%

PM - Person trips PM - Change in VKT PM - Change in VHT

No TDM Medium High
% Change - 
Med

% Change - 
High No TDM Medium High

% Change - 
Med

% Change - 
High No TDM Medium High

% Change - 
Med

% Change - 
High

To / from / within 1 43599 42965 42171 -1.5% -3.3% Within 1 166937 165086 162460 -1.1% -2.7% Within 1 7585 7286 6923 -3.9% -8.7%
To / from / within 2 22747 22751 22648 0.0% -0.4% Within 2 57504 57368 57107 -0.2% -0.7% Within 2 2004 2008 1994 0.2% -0.5%
To / from / within 3 26785 26750 26653 -0.1% -0.5% Within 3 55041 54827 54231 -0.4% -1.5% Within 3 2299 2285 2244 -0.6% -2.4%
To / from / within 4 13505 13580 13396 0.6% -0.8% Within 4 30474 30506 29612 0.1% -2.8% Within 4 1060 1059 1017 -0.1% -4.0%
To / from / within 5 31755 31691 31625 -0.2% -0.4% Within 5 223384 222729 221014 -0.3% -1.1% Within 5 6389 6295 6085 -1.5% -4.8%
To / from / within 6 221556 221380 221110 -0.1% -0.2% Within 6 1218820 1216513 1211834 -0.2% -0.6% Within 6 24226 24252 24195 0.1% -0.1%
Total 359948 359117 357602 -0.2% -0.7% Total 1752160 1747030 1736258 -0.3% -0.9% Total 43563 43185 42459 -0.9% -2.5%

Daily Person trips Daily - Change in VKT Daily - Change in VHT

No TDM Medium High
% Change - 
Med

% Change - 
High No TDM Medium High

% Change - 
Med

% Change - 
High No TDM Medium High

% Change - 
Med

% Change - 
High

To / from / within 1 219574 216935 213826 -1.2% -2.6% Within 1 870631 868539 864109 -0.2% -0.7% Within 1 34047 33597 32723 -1.3% -3.9%
To / from / within 2 102512 102535 102124 0.0% -0.4% Within 2 334965 334140 333396 -0.2% -0.5% Within 2 10207 10171 10095 -0.4% -1.1%
To / from / within 3 118488 118295 117898 -0.2% -0.5% Within 3 297587 297057 295019 -0.2% -0.9% Within 3 10722 10681 10549 -0.4% -1.6%
To / from / within 4 58357 58619 57895 0.5% -0.8% Within 4 164859 165273 161786 0.3% -1.9% Within 4 5276 5279 5089 0.1% -3.5%
To / from / within 5 139322 139100 138874 -0.2% -0.3% Within 5 1155858 1157160 1155168 0.1% -0.1% Within 5 23316 22836 22243 -2.1% -4.6%
To / from / within 6 991289 990662 990108 -0.1% -0.1% Within 6 6566029 6558990 6550846 -0.1% -0.2% Within 6 122534 122296 121973 -0.2% -0.5%
Total 1629541 1626146 1620724 -0.2% -0.5% Total 9389927 9381158 9360323 -0.1% -0.3% Total 206101 204858 202671 -0.6% -1.7%



Monetised Benefits and Costs Manual Method
WTSM Calculation per person

Calculations Calculations Calculations
AM - Change in Speed AM - VKT per person AM - VHT per person AM - VHT per person removed

No TDM Medium High
% Change - 
Med

% Change - 
High No TDM Medium High No TDM Medium High No TDM Medium High

Within 1 24 25 26 4.6% 9.9% Within 1 4.1 4.2 4.3 Within 1 0.173 0.168 0.164 Within 1 0.154 0.128
Within 2 28 28 29 0.8% 3.2% Within 2 3.6 3.5 3.5 Within 2 0.128 0.126 0.123 Within 2 0.913 0.352
Within 3 25 25 26 0.8% 2.8% Within 3 2.7 2.7 2.6 Within 3 0.106 0.105 0.102 Within 3 0.155 0.374
Within 4 28 28 30 0.8% 7.5% Within 4 3.2 3.2 3.1 Within 4 0.114 0.113 0.103 Within 4 -0.220 0.319

Within 5 40 44 48 8.6% 17.6% Within 5 10.1 10.0 10.0 Within 5 0.249 0.229 0.209 Within 5 4.105 4.136
Within 6 49 50 50 0.7% 1.6% Within 6 8.0 8.0 7.9 Within 6 0.162 0.160 0.158 Within 6 1.124 1.713
Total 41.5 42.5 43.6 2.3% 5.2% Total 6.76 6.76 6.76 Total 0.16 0.16 0.15 Total 0.643 0.511

IP - Change in Speed IP - VKT per person IP - VHT per person

No TDM Medium High
% Change - 
Med

% Change - 
High No TDM Medium High No TDM Medium High

Within 1 27 27 27 -0.6% 0.3% Within 1 0.95 0.96 0.97 Within 1 0.03 0.04 0.04
Within 2 36 36 36 0.0% 0.0% Within 2 0.83 0.83 0.83 Within 2 0.02 0.02 0.02
Within 3 30 30 30 0.0% 0.0% Within 3 0.63 0.63 0.63 Within 3 0.02 0.02 0.02
Within 4 33 33 33 0.0% 0.1% Within 4 0.71 0.71 0.71 Within 4 0.02 0.02 0.02
Within 5 62 62 62 -0.1% -0.1% Within 5 2.00 2.01 2.02 Within 5 0.03 0.03 0.03
Within 6 56 56 56 0.0% 0.0% Within 6 1.61 1.61 1.61 Within 6 0.03 0.03 0.03
Total 49 49 49 -0.1% 0.1% Total 1.40 1.40 1.41 Total 0.03 0.03 0.03

PM - Change in Speed PM - VKT per person PM - VHT per person

No TDM Medium High
% Change - 
Med

% Change - 
High No TDM Medium High No TDM Medium High

Within 1 22 23 23 2.9% 6.6% Within 1 3.83 3.84 3.85 Within 1 0.17 0.17 0.16
Within 2 29 29 29 -0.4% -0.2% Within 2 2.53 2.52 2.52 Within 2 0.09 0.09 0.09
Within 3 24 24 24 0.2% 0.9% Within 3 2.05 2.05 2.03 Within 3 0.09 0.09 0.08
Within 4 29 29 29 0.2% 1.3% Within 4 2.26 2.25 2.21 Within 4 0.08 0.08 0.08
Within 5 35 35 36 1.2% 3.9% Within 5 7.03 7.03 6.99 Within 5 0.20 0.20 0.19
Within 6 50 50 50 -0.3% -0.4% Within 6 5.50 5.50 5.48 Within 6 0.11 0.11 0.11
Total 40 40 41 0.6% 1.7% Total 4.87 4.86 4.86 Total 0.12 0.12 0.12

Daily - Change in Speed Daily - VKT per person Daily - VHT per person Daily - VHT per person removed

No TDM Medium High
% Change - 
Med

% Change - 
High No TDM Medium High No TDM Medium High No TDM Medium High

Within 1 26 26 26 1.1% 3.3% Within 1 3.97 4.00 4.04 Within 1 0.16 0.15 0.15 Within 1 0.016 0.128
Within 2 33 33 33 0.1% 0.6% Within 2 3.27 3.26 3.26 Within 2 0.10 0.10 0.10 Within 2 -1.641 0.084
Within 3 28 28 28 0.2% 0.8% Within 3 2.51 2.51 2.50 Within 3 0.09 0.09 0.09 Within 3 0.122 0.244
Within 4 31 31 32 0.2% 1.7% Within 4 2.83 2.82 2.79 Within 4 0.09 0.09 0.09 Within 4 -0.078 0.174
Within 5 50 51 52 2.2% 4.8% Within 5 8.30 8.32 8.32 Within 5 0.17 0.16 0.16 Within 5 1.990 2.464
Within 6 54 54 54 0.1% 0.2% Within 6 6.62 6.62 6.62 Within 6 0.12 0.12 0.12 Within 6 0.257 0.460
Total 40 40 41 0.6% 1.7% Total 5.76 5.77 5.78 Total 0.13 0.13 0.13 Total 0.240 0.278



Summary Per Person
Diversion 2% 4% 8%

No TDM Medium High 0% - 4% 0% - 8%
From To VKT VHT VKT VHT VKT VHT Δ VHT Δ VHT
Zone 1 Zone 1 4.11 0.173 4.19 0.168 4.28 0.164 -0.004 -0.009 2.0
Zone 2 Zone 1 7.67 0.301 7.71 0.294 7.80 0.286 -0.007 -0.015 2.1
Zone 3 Zone 1 6.77 0.279 6.85 0.274 6.91 0.266 -0.005 -0.013 2.4
Zone 4 Zone 1 7.29 0.287 7.34 0.281 7.36 0.267 -0.006 -0.020 3.3

Zone 5 Zone 1 14.18 0.422 14.23 0.397 14.25 0.373 -0.025 -0.049 2.0
Zone 6 Zone 1 22.18 0.584 22.21 0.557 22.19 0.531 -0.026 -0.052 2.0

Average One-Way Trip Length (km) - Workplace Central Wellington

Car as Driver
Car as 
Passenger

Public 
Transport Cycling Walking

Central Wellington (LGWM area and surrounding suburbs)4.1 4.1 4.1 4.1 1.4

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)14.2 14.2 14.2 14.2 1.4

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)7.7 7.7 7.7 7.7 1.4

Southern suburbs (Island Bay, Newtown, etc)6.8 6.8 6.8 6.8 1.4

Western suburbs (Karori, Wadestown, etc)7.3 7.3 7.3 7.3 1.4

Porirua and Kapiti Coast 22.2 22.2 22.2 22.2 1.4

Hutt Valley and Wairarapa 22.2 22.2 22.2 22.2 1.4

Average One-Way Trip Length (km) - Education

Car as Driver Car as PassengerPublic TransportCycling Walking

Central Wellington (LGWM area and surrounding suburbs)1.9 1.9 1.9 1.9

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)1.9 1.9 1.9 1.9

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)1.9 1.9 1.9 1.9

Southern suburbs (Island Bay, Newtown, etc)1.9 1.9 1.9 1.9

Western suburbs (Karori, Wadestown, etc)1.9 1.9 1.9 1.9

Porirua and Kapiti Coast 1.9 1.9 1.9 1.9

Hutt Valley and Wairarapa 1.9 1.9 1.9 1.9

https://www.nzta.govt.nz/assets/resources/research/reports/399/docs/399.pdf

Average One-Way Trip Length (km) - Education

Car as Driver Car as PassengerPublic TransportCycling Walking

Central Wellington (LGWM area and surrounding suburbs)1.9 1.9 1.9 1.9

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)1.9 1.9 1.9 1.9

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)1.9 1.9 1.9 1.9

Southern suburbs (Island Bay, Newtown, etc)1.9 1.9 1.9 1.9

Western suburbs (Karori, Wadestown, etc)1.9 1.9 1.9 1.9

Porirua and Kapiti Coast 1.9 1.9 1.9 1.9

Hutt Valley and Wairarapa 1.9 1.9 1.9 1.9

Average One-Way Trip Length (km) - Community

Car as Driver Car as PassengerPublic TransportCycling Walking

Central Wellington (LGWM area and surrounding suburbs)9.3 10.2 8 6.5 1.8

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)9.3 10.2 8 6.5 1.8

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)9.3 10.2 8 6.5 1.8

Southern suburbs (Island Bay, Newtown, etc)9.3 10.2 8 6.5 1.8

Western suburbs (Karori, Wadestown, etc)9.3 10.2 8 6.5 1.8

Porirua and Kapiti Coast 9.3 10.2 8 6.5 1.8

Hutt Valley and Wairarapa 9.3 10.2 8 6.5 1.8

9.3 10.2 8 6.5 1.8

https://www.nzta.govt.nz/assets/resources/research/reports/399/docs/399.pdf



Monetised Benefits and Costs Manual Method
Summary (Annual Benefits to LGWM Area)

Walking & Cycling VOC
Travel Time Savings 
(Decongestion)

Vehicle 
Emissions

Crash cost 
savings Total

Secondary School 
Benefits

Package A 2,157,096$           2,478,627$        6,688,719$               99,145$            146,500$       11,570,088$             5,197,856$           
Package B 2,650,486$           4,297,281$        8,708,942$               171,891$          251,345$       16,079,945$             5,197,856$           
Package C 2,670,531$           4,526,689$        9,200,048$               181,068$          264,571$       16,842,907$             5,197,856$           excluding Parking Levy Benefits
Package D 3,051,692$           4,821,936$        10,619,803$             192,877$          282,697$       18,969,006$             6,625,318$           
Package E 3,494,194$           5,225,095$        11,933,720$             209,004$          306,862$       21,168,876$             6,625,318$           
Package C - B 2,670,531$           3,458,974$        8,012,234$               138,359$          203,017$       14,483,115$             5,197,856$           

 $-

 $5,000,000

 $10,000,000

 $15,000,000

 $20,000,000

 $25,000,000

Package A Package B Package C Package D Package E Package C - B

Annual Benefits (to LGWM Area)

Walking & Cycling VOC

Travel Time Savings (Decongestion) Vehicle Emissions

Crash cost savings Total



Annual Benefits to LGWM Area

New user Health and environment benefits for walking
Benefit 4.40$                      OR (whatever is smaller) Benefit 1,250$             
Duration 460 trips (230 days) Duration 1

Workplace School - Primary School - SecondaryCommunity (Marketing) Workplace School - PrimarySchool - SecondaryCommunity (Marketing)Total
Package A 93,336$             -$                          2,691,503$        1,162,438$    41,174$               -$               874,864$       398,838$          1,314,877$             

Package B 93,336$             -$                          2,691,503$        1,734,179$    41,174$               -$               874,864$       595,005$          1,511,044$             

Package C 75,160$             -$                          2,691,503$        1,734,179$    33,156$               -$               874,864$       595,005$          1,503,025$             

Package D 80,177$             182,232$                  3,430,657$        1,734,179$    35,369$               59,234$         1,115,124$    595,005$          1,804,732$             

Package E 80,177$             1,648,017$               3,430,657$        2,192,928$    35,369$               535,683$       1,115,124$    752,404$          2,438,580$             

Package C-B 33,156$               1,503,025$             

New user Health and environment benefits for cycling
Benefit 2.20$                      OR (whatever is smaller) Benefit 2,500$             
Duration 460 Duration 1

Workplace School - Primary School - SecondaryCommunity (Marketing) Workplace School - PrimarySchool - SecondaryCommunity (Marketing)Total
Package A 89,324$             -$                          207,039$          1,590,035$    30,880$               -$               269,189$       604,301$          842,220$                

Package B 89,324$             -$                          207,039$          2,372,088$    30,880$               -$               269,189$       901,523$          1,139,442$             

Package C 170,498$           -$                          207,039$          2,372,088$    58,944$               -$               269,189$       901,523$          1,167,505$             

Package D 181,878$           18,662$                    263,897$          2,372,088$    62,878$               24,264$         343,115$       901,523$          1,246,960$             

Package E 181,878$           168,773$                  263,897$          2,947,294$    62,878$               219,436$       343,115$       560,067$          1,055,614$             

Package C-B 58,944$               1,167,505$             

Vehicle Operating Costs

Update Factor 1.1
Benefit 0.25-$                      cent/km assume 41.5km/h from WTSM outputs and 0% gradient

Reduced VKT
Trip Factor Workplace 460 ~230 days

Trip Factor School 386 ~193 days

Trip Factor Community 460 ~230 days

Workplace (km) School - Primary (km) School - Secondary (km)Community
Package A 5,229,363-          -                            1,316,155-         3,446,930-      

Package B 10,865,809-        -                            1,316,155-         5,142,288-      

Package C 11,790,657-        -                            1,316,155-         5,142,288-      

Package D 12,577,607-        41,872-                      1,677,604-         5,142,288-      

Package E 12,577,607-        378,670-                    1,677,604-         6,430,805-      

Package C-B 7,486,222-          

VOC
Workplace School - Primary School - Secondary Community Total Step: Multiple VKT redcured by cost per km

Package A 1,297,144$        -$                          326,472$          855,011$       2,478,627$               

Package B 2,695,264$        -$                          326,472$          1,275,545$    4,297,281$               

Package C 2,924,672$        -$                          326,472$          1,275,545$    4,526,689$               

Package D 3,119,875$        10,386$                    416,130$          1,275,545$    4,821,936$               

Package E 3,119,875$        93,929$                    416,130$          1,595,161$    5,225,095$               

Package C-B 1,856,957$        3,458,974$               

Step: Multiple reduction in car by average one-way travel length by number of trips per 
year



Impact on Greenhouse Gases (% of VOC)
Greenhouse Gases
Percent of VOC 4%

Workplace School - Primary School - SecondaryCommunity Total Step: Take 4% of VOC as greenhouse gas reduction
Package A 51,886$             -$                          13,059$            34,200$         99,145$                    

Package B 107,811$           -$                          13,059$            51,022$         171,891$                  

Package C 116,987$           -$                          13,059$            51,022$         181,068$                  

Package D 124,795$           415$                         16,645$            51,022$         192,877$                  

Package E 124,795$           3,757$                      16,645$            63,806$         209,004$                  

Package C-B 74,278$             138,359$                  

Travel Time Savings (Decongestion Benefits)

Update Factor 1.54

Network Time Saving 
per vehicle removed

0.51 hours

Network Time Saving 
per vehicle removed 
(Daily)

0.24 hours

Commuting to/from 
work 7.80$                      

Table 15 MBCM

Other non-work travel 
purpose 6.90$                      

Table 15 MBCM

Trip Factor Workplace 460 ~230 days
Trip Factor School 386 ~193 days

Workplace School - Primary School - SecondaryCommunity Total Note: Workplace and school use AM peak, community uses the daily.
Package A 1,989,639$        -$                          3,753,993$        945,088$       6,688,719$               

Package B 3,545,024$        -$                          3,753,993$        1,409,925$    8,708,942$               

Package C 4,036,131$        -$                          3,753,993$        1,409,925$    9,200,048$               

Package D 4,305,516$        119,429$                  4,784,933$        1,409,925$    10,619,803$             

Package E 4,305,516$        1,080,057$               4,784,933$        1,763,214$    11,933,720$             

Package C-B 2,848,316$        8,012,234$               

Taken from WTSM output - this is the network travel time saving per vehicle 
removed.

Taken from WTSM output - this is the network travel time saving per vehicle 
removed.



Accident Cost Savings (Mid-block Only)

Update Factor 1.09
Urban mid-block =b0*Q^b1*L assume b1 = 1.0 for the purpose of this calculation, this reduce the equation to exposure.
b0 0.0000299 Assume travel is predomenately on Primary and Secondary Collectors

Rural mid-block (Motorway)=b0*L*AADT*365/10^8
b0 8 National Strategic (High Volume)

Cost per injury crash 275,000$                50km/h
Cost per injury crash 585,000$                100 km/h

Assume travel on 20% Rural mid-block (Motorway) 80% Urban Mid-block

Exposure (AADT reduced * L)
Workplace (km*AADT(reduced))School - Primary (km) School - Secondary (km)Community

Package A 11,368.18-           -                                3,409.73-             7,493-               
Package B 23,621.32-           -                                3,409.73-             11,178.89-       
Package C 25,631.86-           -                                3,409.73-             11,178.89-       
Package D 27,342.62-           108.48-                         4,346.12-             11,178.89-       
Package E 27,342.62-           981.01-                         4,346.12-             13,980.01-       
Package C-B 16,274.40-           

Benefits

Workplace School - Primary School - SecondaryCommunity Total
Package A 74,780$             -$                          22,429$            49,291$         146,500$                  

Package B 155,381$           -$                          22,429$            73,535$         251,345$                  

Package C 168,607$           -$                          22,429$            73,535$         264,571$                  

Package D 179,860$           714$                         28,589$            73,535$         282,697$                  

Package E 179,860$           6,453$                      28,589$            91,961$         306,862$                  

Package C-B 107,053$           203,017$                     



Monetised Benefits and Costs Manual Method
Annual Benefits to wider Wellington Area

Part C: Calculate total population and trip data, and total employment that could implement a travel work plan)
Part D: Calculate package target audience = total population × private vehicle mode share (× percentage of target audience with a workplace travel plan)

Diversion rate have been assigned based on MBCM rates and those achieved in the critical review (see Diversion Review Tab for more information) Target Age 20-69 69% https://forecast.idnz.co.nz/wellington/population-age-structure

Workplace Package TDM Scoring Community (Marketing, Communication, Incentives)

Package Area From Area To Total Target PopulationDiversion Rate

Reduction in 
car as driver Car as passenger Public Transport Cycling Walking Package Area

Total Target 
Population Diversion Rate

Reduction in 
car as driver Car as passenger Public Transport Cycling Walking

Central Wellington (LGWM area and surrounding suburbs)0 0 0 0 0 0

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)47,053                 CL -471 -94 237 141 186

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)0 0 0 0 0 0

Southern suburbs (Island Bay, Newtown, etc)0 0 0 0 0 0

Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0

Porirua and Kapiti Coast 62,889                 CL -629 -126 317 189 249

Hutt Valley and Wairarapa 112,968               CL -1130 -226 569 339 447

School Package TDM Scoring

Primary Intermediate/ Secondary/Tertiary

Package Area Total Target PopulationDiversion Rate
Reduction in 
car as driver Car as passenger Public Transport Cycling Walking Package Area Total Target Population Reduction in car Public Transport Cycling Walking

Central Wellington (LGWM area and surrounding suburbs)0 0 0 0 0 0 Central Wellington (LGWM area and surrounding suburbs)0 0 0 0 0 0
Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0
Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)0 0 0 0 0 0 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)0 0 0 0 0 0
Southern suburbs (Island Bay, Newtown, etc)0 0 0 0 0 0 Southern suburbs (Island Bay, Newtown, etc)0 0 0 0 0 0
Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0 Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0
Porirua and Kapiti Coast 7055 SP 0 -635 0 108 527 Porirua and Kapiti Coast 6800 SS 0 -612 337 37 239
Hutt Valley and Wairarapa 10333 SP 0 -930 0 158 772 Hutt Valley and Wairarapa 11638 SS 0 -1047 576 63 408

Summary (Annual Benefits)

Walking & Cycling VOC
Travel Time Savings 
(Decongestion)

Vehicle 
Emissions

Crash cost 
savings Total

Secondary 
School Benefits

Package A -$                       -$                       -$                         -$                  -$               -$                       -$                     
Package B -$                       -$                       -$                         -$                  -$               -$                       -$                     
Package C -$                       -$                       -$                         -$                  -$               -$                       -$                     
Package D -$                       -$                       -$                         -$                  -$               -$                       -$                     
Package E (Wider) 5,074,794$            2,951,994$            9,359,307$              118,080$           176,664$       17,680,840$          4,806,358$         
Package C - B -$                       -$                       -$                         -$                  -$               -$                       

New user Health and environment benefits for walking
Benefit 4.40$                        OR (whatever is smaller) 1,250$                 
Duration 460 trips (230 days) 1

Workplace School - Primary School - SecondaryCommunity (Marketing) Workplace School - Primary School - SecondaryCommunity (Marketing)Total
Package A -$                       -$                         -$                  -$               -$                  -$                  -$           -$                  -$                     

Package B -$                       -$                         -$                  -$               -$                  -$                  -$           -$                  -$                     

Package C -$                       -$                         -$                  -$               -$                  -$                  -$           -$                  -$                     

Package D -$                       -$                         -$                  -$               -$                  -$                  -$           -$                  -$                     

Package E -$                       4,994,796$              2,488,781$        3,215,946$    -$                  1,623,542$       808,970$   1,103,407$       3,535,920$          

Package C-B -$                  -$                     

New user Health and environment benefits for cycling
Benefit 2.20$                        OR (whatever is smaller) 2,500.00$           
Duration 460 1

Workplace School - Primary School - SecondaryCommunity (Marketing) Workplace School - Primary School - SecondaryCommunity (Marketing)Total
Package A -$                       -$                         -$                  -$               -$                  -$                  -$           -$                  -$                     

Package B -$                       -$                         -$                  -$               -$                  -$                  -$           -$                  -$                     

Package C -$                       -$                         -$                  -$               -$                  -$                  -$           -$                  -$                     

Package D -$                       -$                         -$                  -$               -$                  -$                  -$           -$                  -$                     

Package E -$                       511,515$                 191,445$           4,398,916$    -$                  665,066$          248,914$   835,914$          1,538,874$          

Package C-B -$                  -$                     

Package E Package E

Package E



Vehicle Operating Costs Accident Cost Savings (Mid-block Only)
Update Factor 1.1
Benefit 0.25-$                        cent/km assume 41.5km/h from WTSM outputs and 0% gradient Update Factor 1.09

Urban mid-block =b0*Q^b1*L assume b1 = 1.0 for the purpose of this calculation, this reduce the equation to exposure.
Reduced VKT b0 0.0000299 Assume travel is predomenately on Primary and Secondary Collectors
Trip Factor Workplace 460 ~230 days

Trip Factor School 386 ~193 days Rural mid-block =b0*L*AADT*365/10^8
Trip Factor Community 460 ~230 days b0 8 National Strategic (High Volume)

Workplace (km) School - Primary (km) School - Secondary (km)Community
Package A -                         -                           -                    -                 Cost per injury crash 275,000$            50km/h
Package B -                         -                           -                    -                 Cost per injury crash 585,000$            100 km/h
Package C -                         -                           -                    -                 

Package D -                         -                           -                    -                 Assume 20% Rural mid-block (Motorway) 80% Urban Mid-block
Package E -                         1,147,668-                1,217,023-          9,536,112-      

Package C-B -                         Exposure (AADT reduced * L)
Workplace (km*AADT(reduced))School - Primary (km)School - Secondary (km)Community

VOC Package A -              -                      -                          -                          
Workplace School - Primary School - SecondaryCommunity Total Package B -              -                      -                          -                          

Package A -$                       -$                         -$                  -$               -$                       Package C -              -                      -                          -                          
Package B -$                       -$                         -$                  -$               -$                       Package D -              -                      -                          -                          
Package C -$                       -$                         -$                  -$               -$                       Package E -              2,973.23-             3,152.91-                20,730.68-              
Package D -$                       -$                         -$                  -$               -$                       Package C-B -              
Package E -$                       284,679$                 301,883$           2,365,432$    2,951,994$            

Package C-B -$                       -$                       Benefits

Workplace School - Primary School - Secondary Community Total
Impact on Greenhouse Gases (% of VOC) Package A -$           -$                  -$                     -$                     -$                 

Greenhouse Gases Package B -$           -$                  -$                     -$                     -$                 

Percent of VOC 4% Package C -$           -$                  -$                     -$                     -$                 

Package D -$           -$                  -$                     -$                     -$                 

Workplace School - Primary School - SecondaryCommunity Total Package E -$           19,558$            20,740$               136,367$             176,664$         

Package A -$                       -$                         -$                  -$               -$                       Package C-B -$           -$                   
Package B -$                       -$                         -$                  -$               -$                       

Package C -$                       -$                         -$                  -$               -$                       

Package D -$                       -$                         -$                  -$               -$                       

Package E -$                       11,387$                   12,075$             94,617$         118,080$               

Package C-B -$                       -$                       

Travel Time Savings (Decongestion Benefits)

Update Factor 1.54

Network Time 
Saving per 
vehicle removed 
(Peak)

0.51 hours This has been used for the school and workplace

Network Time 
Saving per 
vehicle removed 
(Daily)

0.24 hours This has been used for the community

Commuting to/from work 7.80$                        Table 15 MBCM

Other non-work travel purpose 6.90$                        Table 15 MBCM

Trip Factor Workplace 460 ~230 days

Trip Factor School 386 ~193 days

Workplace School - Primary School - Secondary/TertiaryCommunity Total
Package A -$                       -$                         -$                  -$               -$                       

Package B -$                       -$                         -$                  -$               -$                       

Package C -$                       -$                         -$                  -$               -$                       

Package D -$                       -$                         -$                  -$               -$                       

Package E -$                       3,273,428$              3,471,245$        2,614,634$    9,359,307$            

Package C-B -$                       -$                       



Monetised Benefits and Costs Manual Method
Annual Benefits to LGWM during periods of disruption

Part A: Select diversion rates (this caluclation uses MBCM Table 5, Table 6, Table 7)

EEM Diversion Rates

Workplace
Standard Score Reduction in car as driverCar as passenger Public TransportCycling Walking
Low SL 0% 0% 0% 0% 0%
Medium SM -6% 26% 26% 12% 36%
Alternative (with public transport/compnay measures or improvements)Score Reduction in car as driverCar as passenger Public TransportCycling Walking

Low AL 0% 0% 0% 0% 0%

Medium AM -6% 26% 52% 6% 16%

Medium (Other) AM (Other) -6% 26% 74% 0% 0% We have created

High (Parking) AH (Parking) -8% 26% 57% 8% 9% We have created

High (Parking Other_ AH (Parking/Other) -8% 26% 74% 0% 0% We have created

High (Other) AH (Other) -14% 26% 74% 0% 0% We have created
High AH -14% 26% 57% 8% 9%

School
School type Reduction in car as driverCar as passenger Public TransportCycling Walking
Primary SP 0% -10% 0% 17% 83%
Secondary/intermediateSS 0% -10% 55% 6% 39%

Community
Reduction in car as driverCar as passenger Public TransportCycling Walking

Low CL -2% -0.2% 42% 25% 33%
Standard CS -4% -0.5% 39% 25% 36%

Part C: Calculate total population and trip data, and total employment that could implement a travel work plan)
Part D: Calculate package target audience = total population × private vehicle mode share (× percentage of target audience with a workplace travel plan)

Diversion rate have been assigned based on MBCM rates and those achieved in the critical review (see Diversion Review Tab for more information) Target Age 20-69 69% https://forecast.idnz.co.nz/wellington/population-age-structure

Workplace Package TDM Scoring Community (Marketing, Communication, Incentives)

Package Area From Area To Total Target PopulationDiversion Rate

Reduction in car 
as driver Car as passenger Public Transport Cycling Walking Package Area Total Target PopulationDiversion Rate

Reduction in 
car as driver Car as passenger Public Transport Cycling Walking

Central Wellington (LGWM area and surrounding suburbs)Central Wellington (LGWM area) 155                   SM -9 2 2 1 3 Central Wellington (LGWM area and surrounding suburbs)32,340                  CL -647 -65 299 178 235

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)Central Wellington (LGWM area)3,017                AM (Other) -181 47 134 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)Central Wellington (LGWM area)1,227                SM -74 19 19 9 27 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)26,441                  CL -529 -53 244 145 192

Southern suburbs (Island Bay, Newtown, etc)Central Wellington (LGWM area)1,259                SM -76 20 20 9 27 Southern suburbs (Island Bay, Newtown, etc)21,792                  CL -436 -44 201 120 158

Western suburbs (Karori, Wadestown, etc)Central Wellington (LGWM area)1,476                SM -89 23 23 11 32 Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0

Porirua and Kapiti CoastCentral Wellington (LGWM area)2,987                AM (Other) -179 47 133 0 0 Porirua and Kapiti Coast 0 0 0 0 0 0

Hutt Valley and WairarapaCentral Wellington (LGWM area)4,000                AM (Other) -240 62 178 0 0 Hutt Valley and Wairarapa 0 0 0 0 0 0

Central Wellington (LGWM area and surrounding suburbs)Central Wellington (LGWM area) 155                   SM -9 2 2 1 3 Central Wellington (LGWM area and surrounding suburbs)32,340                  CL -647 -65 299 178 235

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)Central Wellington (LGWM area)3,017                AM (Other) -181 47 134 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)Central Wellington (LGWM area)1,227                SM -74 19 19 9 27 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)26,441                  CL -529 -53 244 145 192

Southern suburbs (Island Bay, Newtown, etc)Central Wellington (LGWM area)1,259                SM -76 20 20 9 27 Southern suburbs (Island Bay, Newtown, etc)21,792                  CL -436 -44 201 120 158

Western suburbs (Karori, Wadestown, etc)Central Wellington (LGWM area)1,476                SM -89 23 23 11 32 Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0

Porirua and Kapiti CoastCentral Wellington (LGWM area)2,987                AH (Other) -415 108 307 0 0 Porirua and Kapiti Coast 15,463                  CL -309 -31 143 85 112

Hutt Valley and WairarapaCentral Wellington (LGWM area)4,000                AH (Other) -556 145 411 0 0 Hutt Valley and Wairarapa 24,166                  CL -483 -48 223 133 175

Central Wellington (LGWM area and surrounding suburbs)Central Wellington (LGWM area) 159                   AH (Parking) -13 3 7 1 1 Central Wellington (LGWM area and surrounding suburbs)32,340                  CL -647 -65 299 178 235

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)Central Wellington (LGWM area)3,085                AH (Parking/Other) -247 64 183 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)Central Wellington (LGWM area)1,255                AH (Parking) -100 26 57 8 9 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)26,441                  CL -529 -53 244 145 192

Southern suburbs (Island Bay, Newtown, etc)Central Wellington (LGWM area)1,287                AH (Parking) -103 27 59 8 9 Southern suburbs (Island Bay, Newtown, etc)21,792                  CL -436 -44 201 120 158

Western suburbs (Karori, Wadestown, etc)Central Wellington (LGWM area)1,509                AH (Parking) -121 31 69 10 11 Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0

Porirua and Kapiti CoastCentral Wellington (LGWM area)3,054                AH (Other) -425 110 314 0 0 Porirua and Kapiti Coast 15,463                  CL -309 -31 143 85 112

Hutt Valley and WairarapaCentral Wellington (LGWM area)4,090                AH (Other) -568 148 421 0 0 Hutt Valley and Wairarapa 24,166                  CL -483 -48 223 133 175

Central Wellington (LGWM area and surrounding suburbs)Central Wellington (LGWM area) 169                   AH (Parking) -14 4 8 1 1 Central Wellington (LGWM area and surrounding suburbs)32,340                  CL -647 -65 299 178 235

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)Central Wellington (LGWM area)3,291                AH (Parking/Other) -263 68 195 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)Central Wellington (LGWM area)1,339                AH (Parking) -107 28 61 9 10 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)26,441                  CL -529 -53 244 145 192

Southern suburbs (Island Bay, Newtown, etc)Central Wellington (LGWM area)1,373                AH (Parking) -110 29 63 9 10 Southern suburbs (Island Bay, Newtown, etc)21,792                  CL -436 -44 201 120 158

Western suburbs (Karori, Wadestown, etc)Central Wellington (LGWM area)1,610                AH (Parking) -129 33 73 10 12 Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0

Porirua and Kapiti CoastCentral Wellington (LGWM area)3,258                AH (Other) -453 118 335 0 0 Porirua and Kapiti Coast 15,463                  CL -309 -31 143 85 112

Hutt Valley and WairarapaCentral Wellington (LGWM area)4,363                AH (Other) -606 158 449 0 0 Hutt Valley and Wairarapa 24,166                  CL -483 -48 223 133 175

Central Wellington (LGWM area and surrounding suburbs)Central Wellington (LGWM area) 169                   AH (Parking) -14 4 8 1 1 Central Wellington (LGWM area and surrounding suburbs)32,340                  CL -647 -65 299 178 235

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)Central Wellington (LGWM area)3,291                AH (Parking/Other) -263 68 195 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)Central Wellington (LGWM area)1,339                AH (Parking) -107 28 61 9 10 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)26,441                  CL -529 -53 244 145 192

Southern suburbs (Island Bay, Newtown, etc)Central Wellington (LGWM area)1,373                AH (Parking) -110 29 63 9 10 Southern suburbs (Island Bay, Newtown, etc)21,792                  CL -436 -44 201 120 158

Western suburbs (Karori, Wadestown, etc)Central Wellington (LGWM area)1,610                AH (Parking) -129 33 73 10 12 Western suburbs (Karori, Wadestown, etc)14,000                  0 0 0 0 0

Porirua and Kapiti CoastCentral Wellington (LGWM area)3,258                AH (Other) -453 118 335 0 0 Porirua and Kapiti Coast 15,463                  CL -309 -31 143 85 112

Hutt Valley and WairarapaCentral Wellington (LGWM area)4,363                AH (Other) -606 158 449 0 0 Hutt Valley and Wairarapa 24,166                  CL -483 -48 223 133 175

Central Wellington (LGWM area and surrounding suburbs)Central Wellington (LGWM area) 159                   AH (Parking) -13 3 7 1 1

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)Central Wellington (LGWM area)3,085                AH (Parking/Other) -247 64 183 0 0

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)Central Wellington (LGWM area)1,255                AH (Parking) -100 26 57 8 9

Southern suburbs (Island Bay, Newtown, etc)Central Wellington (LGWM area)1,287                AH (Parking) -103 27 59 8 9

Western suburbs (Karori, Wadestown, etc)Central Wellington (LGWM area)1,509                AH (Parking) -121 31 69 10 11

Porirua and Kapiti CoastCentral Wellington (LGWM area)3,054                AH (Parking/Other) -244 64 181 0 0

Hutt Valley and WairarapaCentral Wellington (LGWM area)4,090                AH (Parking/Other) -327 85 242 0 0

Step 1: Workplace Target Population (refer to Target Population Tab for inputs)

Package A Package A

Package B Package B

Package C Package C

Package D Package D

Package E Package E

Package C - B



School Package TDM Scoring

Primary Intermediate/ Secondary/Tertiary

Package Area Total Target PopulationDiversion Rate
Reduction in car 
as driver Car as passenger Public Transport Cycling Walking Package Area Total Target Population

Reduction in 
car as driver Car as passenger Public Transport Cycling Walking

Central Wellington (LGWM area and surrounding suburbs)634 SP 0 -63 0 11 53 Central Wellington (LGWM area and surrounding suburbs)4442 SS 0 -444 244 27 173
Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)11019 SS 0 -1102 606 66 430
Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)0 0 0 0 0 0 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)5511 SS 0 -551 303 33 215
Southern suburbs (Island Bay, Newtown, etc)0 0 0 0 0 0 Southern suburbs (Island Bay, Newtown, etc)2789 SS 0 -279 153 17 109
Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0 Western suburbs (Karori, Wadestown, etc)1655 SS 0 -166 91 10 65
Porirua and Kapiti Coast 0 0 0 0 0 0 Porirua and Kapiti Coast 0 0 0 0 0 0
Hutt Valley and Wairarapa 0 0 0 0 0 0 Hutt Valley and Wairarapa 0 0 0 0 0 0
Central Wellington (LGWM area and surrounding suburbs)634 SP 0 -63 0 11 53 Central Wellington (LGWM area and surrounding suburbs)4442 SS 0 -444 244 27 173
Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)11019 SS 0 -1102 606 66 430
Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)0 0 0 0 0 0 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)5511 SS 0 -551 303 33 215
Southern suburbs (Island Bay, Newtown, etc)0 0 0 0 0 0 Southern suburbs (Island Bay, Newtown, etc)2789 SS 0 -279 153 17 109
Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0 Western suburbs (Karori, Wadestown, etc)1655 SS 0 -166 91 10 65
Porirua and Kapiti Coast 0 0 0 0 0 0 Porirua and Kapiti Coast 0 0 0 0 0 0
Hutt Valley and Wairarapa 0 0 0 0 0 0 Hutt Valley and Wairarapa 0 0 0 0 0 0
Central Wellington (LGWM area and surrounding suburbs)634 SP 0 -63 0 11 53 Central Wellington (LGWM area and surrounding suburbs)4442 SS 0 -444 244 27 173
Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)11019 SS 0 -1102 606 66 430
Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)0 0 0 0 0 0 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)5511 SS 0 -551 303 33 215
Southern suburbs (Island Bay, Newtown, etc)0 0 0 0 0 0 Southern suburbs (Island Bay, Newtown, etc)2789 SS 0 -279 153 17 109
Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0 Western suburbs (Karori, Wadestown, etc)1655 SS 0 -166 91 10 65
Porirua and Kapiti Coast 0 0 0 0 0 0 Porirua and Kapiti Coast 0 0 0 0 0 0
Hutt Valley and Wairarapa 0 0 0 0 0 0 Hutt Valley and Wairarapa 0 0 0 0 0 0
Central Wellington (LGWM area and surrounding suburbs)634 SP 0 -63 0 11 53 Central Wellington (LGWM area and surrounding suburbs)4442 SS 0 -444 244 27 173
Northern suburbs (Tawa, Johnsonville, Ngaio, etc)0 0 0 0 0 0 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)11019 SS 0 -1102 606 66 430
Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)0 0 0 0 0 0 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)5511 SS 0 -551 303 33 215
Southern suburbs (Island Bay, Newtown, etc)0 0 0 0 0 0 Southern suburbs (Island Bay, Newtown, etc)2789 SS 0 -279 153 17 109
Western suburbs (Karori, Wadestown, etc)0 0 0 0 0 0 Western suburbs (Karori, Wadestown, etc)1655 SS 0 -166 91 10 65
Porirua and Kapiti Coast 0 0 0 0 0 0 Porirua and Kapiti Coast 0 0 0 0 0 0
Hutt Valley and Wairarapa 0 0 0 0 0 0 Hutt Valley and Wairarapa 0 0 0 0 0 0
Central Wellington (LGWM area and surrounding suburbs)634 SP 0 -63 0 11 53 Central Wellington (LGWM area and surrounding suburbs)4442 SS 0 -444 244 27 173
Northern suburbs (Tawa, Johnsonville, Ngaio, etc)2063 SP 0 -206 0 35 171 Northern suburbs (Tawa, Johnsonville, Ngaio, etc)11019 SS 0 -1102 606 66 430
Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)1580 SP 0 -158 0 27 131 Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)5511 SS 0 -551 303 33 215
Southern suburbs (Island Bay, Newtown, etc)678 SP 0 -68 0 12 56 Southern suburbs (Island Bay, Newtown, etc)2789 SS 0 -279 153 17 109
Western suburbs (Karori, Wadestown, etc)781 SP 0 -78 0 13 65 Western suburbs (Karori, Wadestown, etc)1655 SS 0 -166 91 10 65
Porirua and Kapiti Coast 0 SP 0 0 0 0 0 Porirua and Kapiti Coast 0 SS 0 0 0 0 0
Hutt Valley and Wairarapa 0 SP 0 0 0 0 0 Hutt Valley and Wairarapa 0 SS 0 0 0 0 0

Summary (Annual Benefits)

Walking & Cycling VOC

Travel Time 
Savings 
(Decongestion) Vehicle EmissionsCrash cost savingsTotal Secondary School Benefits

Package A (D) 3,643,167$             3,740,501$           9,727,033$           149,620$       220,876$          17,481,198$           7,361,464$         
Package B (D) 4,547,715$             5,979,688$           12,212,093$         239,188$       349,965$          23,328,649$           7,361,464$         
Package C (D) 4,467,688$             6,214,948$           12,712,174$         248,598$       363,528$          24,006,936$           7,361,464$         
Package D (D) 4,474,714$             6,427,857$           13,008,718$         257,114$       375,802$          24,544,204$           7,361,464$         
Package E 4,344,494$             6,520,682$           14,076,083$         260,827$       382,179$          25,584,265$           7,361,464$         
Package C - B 4,467,688$             5,147,233$           11,524,360$         205,889$       301,974$          21,647,145$           

New user Health and environment benefits for walking
Benefit 4.40$                        OR (whatever is smaller) 1,250$                 
Duration 460 trips (230 days) 1

Workplace School - Primary School - SecondaryCommunity (Marketing) Workplace School - Primary School - SecondaryCommunity (Marketing)Total
Package A 252,008$              202,479$              3,811,841$    2,131,137$       111,170$           65,815$             1,239,027$   731,204$                2,147,215$           

Package B 252,008$              202,479$              3,811,841$    3,179,327$       111,170$           65,815$             1,239,027$   1,090,843$             2,506,855$           

Package C 85,897$                202,479$              3,811,841$    3,179,327$       37,892$             65,815$             1,239,027$   1,090,843$             2,433,577$           

Package D 91,630$                202,479$              3,811,841$    3,179,327$       40,421$             65,815$             1,239,027$   1,090,843$             2,436,107$           

Package E 91,630$                1,831,130$           3,811,841$    3,179,327$       40,421$             595,203$           1,239,027$   1,090,843$             2,965,494$           

Package C-B 37,892$             2,433,577$           

New user Health and environment benefits for cycling
Benefit 2.20$                        OR (whatever is smaller) 2,500.00$           
Duration 460 1

Workplace School - Primary School - SecondaryCommunity (Marketing) Workplace School - Primary School - SecondaryCommunity (Marketing)Total
Package A 214,377$              20,736$                293,219$       2,915,065$       74,113$             26,960$             381,239$      1,107,884$             1,495,952$           

Package B 214,377$              20,736$                293,219$       4,348,828$       74,113$             26,960$             381,239$      1,652,792$             2,040,860$           

Package C 194,855$              20,736$                293,219$       4,348,828$       67,364$             26,960$             381,239$      1,652,792$             2,034,111$           

Package D 207,860$              20,736$                293,219$       4,348,828$       71,860$             26,960$             381,239$      1,652,792$             2,038,607$           

Package E 207,860$              187,525$              293,219$       4,348,828$       71,860$             243,818$           381,239$      826,396$                1,379,000$           

Package C-B 67,364$             2,034,111$           

Package C Package C

Package A Package A

Package B Package B

Package D Package D

Package E Package E



Vehicle Operating Costs Accident Cost Savings (Mid-block Only)
Update Factor 1.1
Benefit 0.25-$                        cent/km assume 41.5km/h from WTSM outputs and 0% gradient Update Factor 1.09

Urban mid-block =b0*Q^b1*L assume b1 = 1.0 for the purpose of this calculation, this reduce the equation to exposure.
Reduced VKT b0 0.0000299 Assume travel is predomenately on Primary and Secondary Collectors
Trip Factor Workplace 460 ~230 days

Trip Factor School 386 ~193 days Rural mid-block =b0*L*AADT*365/10^8
Trip Factor Community 460 ~230 days b0 8 National Strategic (High Volume)

Workplace (km) School - Primary (km)School - Secondary (km)Community
Package A 6,275,236-             46,524-                  1,864,005-      6,893,860-         Cost per injury crash 275,000$            50km/h
Package B 11,911,682-           46,524-                  1,864,005-      10,284,576-       Cost per injury crash 585,000$            100 km/h
Package C 12,860,117-           46,524-                  1,864,005-      10,284,576-       

Package D 13,718,447-           46,524-                  1,864,005-      10,284,576-       Assume 20% Rural mid-block (Motorway) 80% Urban Mid-block
Package E 13,718,447-           420,744-                1,864,005-      10,284,576-       

Package C-B 8,555,682-             Exposure (AADT reduced * L)
Workplace (km*AADT(reduced))School - Primary (km)School - Secondary (km)Community

VOC Package A 13,641.82-      120.53-                     4,829.03-                14,986.65-              
Workplace School - Primary School - SecondaryCommunity Total Package B 25,894.96-      120.53-                     4,829.03-                22,357.77-              

Package A 1,556,572$           11,540$                462,366$       1,710,022$       3,740,501$             Package C 27,956.78-      120.53-                     4,829.03-                22,357.77-              
Package B 2,954,693$           11,540$                462,366$       2,551,089$       5,979,688$             Package D 29,822.71-      120.53-                     4,829.03-                22,357.77-              
Package C 3,189,952$           11,540$                462,366$       2,551,089$       6,214,948$             Package E 29,822.71-      1,090.01-                  4,829.03-                22,357.77-              
Package D 3,402,861$           11,540$                462,366$       2,551,089$       6,427,857$             Package C-B 18,599.31-      
Package E 3,402,861$           104,366$              462,366$       2,551,089$       6,520,682$             

Package C-B 2,122,237$           5,147,233$             Benefits

Workplace School - Primary School - Secondary Community Total
Impact on Greenhouse Gases (% of VOC) Package A 89,736$        793$                       31,765$                98,582$                220,876$       

Greenhouse Gases Package B 170,337$      793$                       31,765$                147,070$              349,965$       

Percent of VOC 4% Package C 183,900$      793$                       31,765$                147,070$              363,528$       

Package D 196,174$      793$                       31,765$                147,070$              375,802$       

Workplace School - Primary School - SecondaryCommunity Total Package E 196,174$      7,170$                    31,765$                147,070$              382,179$       

Package A 62,263$                462$                     18,495$         68,401$             149,620$                Package C-B 122,346$      301,974$       
Package B 118,188$              462$                     18,495$         102,044$          239,188$                

Package C 127,598$              462$                     18,495$         102,044$          248,598$                

Package D 136,114$              462$                     18,495$         102,044$          257,114$                

Package E 136,114$              4,175$                  18,495$         102,044$          260,827$                

Package C-B 84,889$                205,889$                

Travel Time Savings (Decongestion Benefits)

Update Factor 1.54

Network Time 
Saving per vehicle 
removed (Peak)

0.51 hours This has been used for the school and workplace

Network Time 
Saving per vehicle 
removed (Daily)

0.24 hours This has been used for the community

Commuting to/from work 7.80$                        Table 15 MBCM

Other non-work travel purpose 6.90$                        Table 15 MBCM

Trip Factor Workplace 460 ~230 days

Trip Factor School 386 ~193 days

Workplace School - Primary School - Secondary/TertiaryCommunity Total
Package A 2,387,567$           132,699$              5,316,593$    1,890,175$       9,727,033$             

Package B 3,942,952$           132,699$              5,316,593$    2,819,850$       12,212,093$           

Package C 4,443,033$           132,699$              5,316,593$    2,819,850$       12,712,174$           

Package D 4,739,577$           132,699$              5,316,593$    2,819,850$       13,008,718$           

Package E 4,739,577$           1,200,063$           5,316,593$    2,819,850$       14,076,083$           

Package C-B 3,255,219$           11,524,360$           



Monetised Benefits and Costs Manual Method
Annual Benefits for Parking Levy

Part A: Select diversion rates (this caluclation uses MBCM Table 5, Table 6, Table 7)

EEM Diversion Rates

Workplace
Standard Score Reduction in car as driverCar as passenger Public Transport Cycling Walking
Low SL 0% 0% 0% 0% 0%
Medium SM -5% 26% 26% 12% 36%
Alternative (with public transport/compnay measures or improvements)Score Reduction in car as driverCar as passenger Public Transport Cycling Walking
Low AL 0% 0% 0% 0% 0%
Medium AM -5% 26% 52% 6% 16%

Medium (Other) AM (Other) -5% 26% 74% 0% 0% We have created

High (Parking) AH (Parking) -5% 26% 57% 8% 9% We have created

High (Parking Other_ AH (Parking/Other) -5% 26% 74% 0% 0% We have created
High (Other) AH (Other) -13% 26% 74% 0% 0% We have created
High AH -13% 26% 57% 8% 9%

School
School type Reduction in car as driverCar as passenger Public Transport Cycling Walking
Primary SP 0% -9% 0% 17% 83%
Secondary/intermediateSS 0% -9% 55% 6% 39%

Community
Reduction in car as driverCar as passenger Public Transport Cycling Walking

Low CL -1% -0.2% 42% 25% 33%
Standard CS -3% -0.5% 39% 25% 36%

Part C: Calculate total population and trip data, and total employment that could implement a travel work plan)
Part D: Calculate package target audience = total population × private vehicle mode share (× percentage of target audience with a workplace travel plan)

Diversion rate have been assigned based on MBCM rates and those achieved in the critical review (see Diversion Review Tab for more information) Target Age 20-69 69% https://forecast.idnz.co.nz/wellington/population-age-structure

Workplace Package TDM Scoring Community (Marketing, Communication, Incentives)

Package Area From Area To Total Target PopulationDiversion Rate

Reduction in 
car as driver Car as passenger

Public 
Transport Cycling Walking Package Area Total Target PopulationDiversion Rate

Reduction in 
car as driver Car as passenger Public Transport Cycling Walking

Central Wellington (LGWM area and surrounding suburbs)Central Wellington (LGWM area) 458                   AH (Parking) -22 6 13 2 2

Northern suburbs (Tawa, Johnsonville, Ngaio, etc)Central Wellington (LGWM area)8,894                AH (Parking/Other) -431 112 319 0 0

Eastern suburbs (Seatoun, Miramar, Kilbirnie, etc)Central Wellington (LGWM area)3,619                AH (Parking) -176 46 100 14 16

Southern suburbs (Island Bay, Newtown, etc)Central Wellington (LGWM area)3,710                AH (Parking) -180 47 103 14 16

Western suburbs (Karori, Wadestown, etc)Central Wellington (LGWM area)4,352                AH (Parking) -211 55 120 17 19

Porirua and Kapiti CoastCentral Wellington (LGWM area)8,806                AH (Parking/Other) -427 111 316 0 0

Hutt Valley and WairarapaCentral Wellington (LGWM area)11,791              AH (Parking/Other) -572 149 423 0 0

Summary (Annual Benefits)

Walking & Cycling VOC

Travel Time 
Savings 
(Decongestion)

Vehicle 
Emissions

Crash cost 
savings Total

Secondary 
School Benefits

Package A -$                        -$                      -$                      -$                   -$                -$                        -$                     
Package B -$                        -$                      -$                      -$                   -$                -$                        -$                     
Package C (Parking Levy) 183,975$                3,709,402$           5,689,711$           148,376$           213,846$        9,945,310$             -$                     
Package D -$                        -$                      -$                      -$                   -$                -$                        -$                     
Package E (Wider) -$                        -$                      -$                      -$                   -$                -$                        -$                     
Package C - B -$                        -$                      -$                      -$                   -$                -$                        

New user Health and environment benefits for walking
Benefit 4.40$                        OR (whatever is smaller) 1,250$                 
Duration 460 trips (230 days) 1

Workplace School - Primary School - SecondaryCommunity (Marketing) Workplace School - Primary School - SecondaryCommunity (Marketing)Total
Package A -$                      -$                      -$                   -$                -$                   -$                   -$               -$                        -$                      

Package B -$                      -$                      -$                   -$                -$                   -$                   -$               -$                        -$                      

Package C 150,138$              -$                      -$                   -$                66,231$             -$                   -$               -$                        66,231$                

Package D -$                      -$                      -$                   -$                -$                   -$                   -$               -$                        -$                      

Package E -$                      -$                      -$                   -$                -$                   -$                   -$               -$                        -$                      

Package C-B -$                   -$                      

New user Health and environment benefits for cycling
Benefit 2.20$                        OR (whatever is smaller) 2,500.00$           
Duration 460 1

Workplace School - Primary School - SecondaryCommunity (Marketing) Workplace School - Primary School - SecondaryCommunity (Marketing)Total
Package A -$                      -$                      -$                   -$                -$                   -$                   -$               -$                        -$                      

Package B -$                      -$                      -$                   -$                -$                   -$                   -$               -$                        -$                      

Package C 340,582$              -$                      -$                   -$                117,744$           -$                   -$               -$                        117,744$              

Package D -$                      -$                      -$                   -$                -$                   -$                   -$               -$                        -$                      

Package E -$                      -$                      -$                   -$                -$                   -$                   -$               -$                        -$                      

Package C-B -$                   -$                      

Parking Levy

Step 1: Workplace Target Population (refer to Target Population Tab for inputs)



Vehicle Operating Costs Accident Cost Savings (Mid-block Only)
Update Factor 1.1
Benefit 0.25-$                        cent/km assume 41.5km/h from WTSM outputs and 0% gradient Update Factor 1.09

Urban mid-block =b0*Q^b1*L assume b1 = 1.0 for the purpose of this calculation, this reduce the equation to exposure.
Reduced VKT b0 0.0000299 Assume travel is predomenately on Primary and Secondary Collectors
Trip Factor Workplace 460 ~230 days

Trip Factor School 386 ~193 days Rural mid-block =b0*L*AADT*365/10^8
Trip Factor Community 460 ~230 days b0 8 National Strategic (High Volume)

Workplace (km) School - Primary (km)School - Secondary (km)Community
Package A -                        -                        -                      -                  Cost per injury crash 275,000$            50km/h
Package B -                        -                        -                      -                  Cost per injury crash 585,000$            100 km/h
Package C 14,954,253-           -                        -                      -                  

Package D -                        -                        -                      -                  Assume 20% Rural mid-block (Motorway) 80% Urban Mid-block
Package E -                        -                        -                      -                  

Package C-B -                        Exposure (AADT reduced * L)
Workplace (km*AADT(reduced))School - Primary (km)School - Secondary (km)Community

VOC Package A -                   -                            -                          -                          
Workplace School - Primary School - SecondaryCommunity Total Package B -                   -                            -                          -                          

Package A -$                      -$                      -$                   -$                -$                        Package C 32,509.24-       -                            -                          -                          
Package B -$                      -$                      -$                   -$                -$                        Package D -                   -                            -                          -                          
Package C 3,709,402$           -$                      -$                   -$                3,709,402$             Package E -                   -                            -                          -                          
Package D -$                      -$                      -$                   -$                -$                        Package C-B -                   
Package E -$                      -$                      -$                   -$                -$                        

Package C-B -$                      -$                        Benefits

Workplace School - Primary School - Secondary Community Total
Impact on Greenhouse Gases (% of VOC) Package A -$               -$                        -$                      -$                      -$                   

Greenhouse Gases Package B -$               -$                        -$                      -$                      -$                   

Percent of VOC 4% Package C 213,846$       -$                        -$                      -$                      213,846$          

Package D -$               -$                        -$                      -$                      -$                   

Workplace School - Primary School - SecondaryCommunity Total Package E -$               -$                        -$                      -$                      -$                   

Package A -$                      -$                      -$                   -$                -$                        Package C-B -$               -$                    
Package B -$                      -$                      -$                   -$                -$                        

Package C 148,376$              -$                      -$                   -$                148,376$                

Package D -$                      -$                      -$                   -$                -$                        

Package E -$                      -$                      -$                   -$                -$                        

Package C-B -$                      -$                        

Travel Time Savings (Decongestion Benefits)

Update Factor 1.54

Network Time 
Saving per vehicle 
removed (Peak)

0.51 hours This has been used for the school and workplace

Network Time 
Saving per vehicle 
removed (Daily)

0.24 hours This has been used for the community

Commuting to/from work 7.80$                        Table 15 MBCM

Other non-work travel purpose 6.90$                        Table 15 MBCM

Trip Factor Workplace 460 ~230 days

Trip Factor School 386 ~193 days

Workplace School - Primary School - Secondary/TertiaryCommunity Total
Package A -$                      -$                      -$                   -$                -$                        

Package B -$                      -$                      -$                   -$                -$                        

Package C 5,689,711$           -$                      -$                   -$                5,689,711$             

Package D -$                      -$                      -$                   -$                -$                        

Package E -$                      -$                      -$                   -$                -$                        

Package C-B -$                      -$                        



Monetised Benefits and Costs Manual Method
Average Annual Benefit Summary Table (Stage 1 - excluding time)

Walking & CyclingVOC Travel Time Savings (Decongestion)Vehicle EmissionsCrash cost savingsTotal Secondary School Benefits
Package A 2,157,096$    2,478,627$     6,688,719$       99,145$         146,500$       11,570,088$        5,197,856$             

Package B 2,650,486$    4,297,281$     8,708,942$       171,891$       251,345$       16,079,945$        5,197,856$             

Package C 2,670,531$    4,526,689$     9,200,048$       181,068$       264,571$       16,842,907$        5,197,856$             

Package D 3,051,692$    4,821,936$     10,619,803$     192,877$       282,697$       18,969,006$        6,625,318$             

Package E 3,494,194$    5,225,095$     11,933,720$     209,004$       306,862$       21,168,876$        6,625,318$             

Package C - B 2,670,531$    3,458,974$     8,012,234$       138,359$       203,017$       14,483,115$        5,197,856$             

Package E (Wider) 5,074,794$    2,951,994$     9,359,307$       118,080$       176,664$       17,680,840$        4,806,358$             
Package C (Parking 
Levy) 183,975$       3,709,402$     5,689,711$       148,376$       213,846$       9,945,310$          -$                        

Cost -                               
Total Y1 Y2 Y3 Y4 Y5 Y6 Y7 Y8 Y9 Y10 Average -                               

Package A 49,258,000 3,430,000 3,446,000 5,873,750 5,676,500 5,874,250 5,002,000 4,934,750 4,937,500 5,140,250 4,943,000 4,925,800                   2,000,000                   
Package B 53,678,000 5,030,000 3,631,000 6,058,750 6,026,500 6,224,250 5,352,000 5,284,750 5,287,500 5,490,250 5,293,000 5,367,800                   2,000,000                   
Package C 56,513,000 5,355,000 4,056,000 6,818,750 6,221,500 6,419,250 5,547,000 5,469,750 5,472,500 5,675,250 5,478,000 5,651,300                   2,000,000                   
Package D 66,813,000 6,442,500 5,243,500 8,231,250 7,134,000 7,331,750 6,584,500 6,407,250 6,410,000 6,612,750 6,415,500 6,681,300                   2,000,000                   
Package E 81,741,000 8,177,500 6,872,500 9,936,000 8,789,500 8,593,000 7,971,500 7,795,000 7,798,500 8,002,000 7,805,500 8,174,100                   2,000,000                   
Package C - B 52,093,000     5,209,300                   2,000,000                   
Fares -                     -                       2,000,000        2,000,000        2,000,000              2,000,000             2,000,000                   2,000,000                   2,000,000                   2,000,000                   NPV: 11,970,771$              2,000,000                   

2,000,000                   

Step 1 Calculation
Value Costs

Year (from 1 July of) Year
Discount factor 

(X%)

Growth Rate 
(from 2018 

being 1)
Benefit Factors Cost Factor

Enduring 
Secondary School 

Benefits
Cost Benefits Cost Benefits Cost Benefits Cost Benefits Cost Benefits Wider Benefits Cost Benefits Cost Benefits Revenue

2020 0 1.000 1.016
2021 1 0.962 1.023
2022 2 0.925 1.031 1.00 1.0 0 4,925,800$             11,570,088$           5,367,800$             16,079,945$           5,651,300$             16,842,907$           6,681,300$             18,969,006$           8,174,100$             21,168,876$              17,680,840$              5,209,300$             14,483,115$           

2023 3 0.889 1.039 1.00 1.0 0.04 4,925,800$             11,778,002$           5,367,800$             16,287,859$           5,651,300$             17,050,821$           6,681,300$             19,234,018$           8,174,100$             21,433,888$              17,873,094$              5,209,300$             14,691,029$           

2024 4 0.855 1.047 1.00 1.0 0.08 4,925,800$             11,985,916$           5,367,800$             16,495,773$           5,651,300$             17,258,735$           6,681,300$             19,499,031$           8,174,100$             21,698,901$              18,065,348$              5,209,300$             14,898,944$           1,896,233$            

2025 5 0.822 1.054 1.00 1.0 0.12 4,925,800$             12,193,831$           5,367,800$             16,703,688$           5,651,300$             17,466,649$           6,681,300$             19,764,044$           8,174,100$             21,963,914$              18,257,603$              5,209,300$             15,106,858$           1,221,500$            

2026 6 0.790 1.062 1.00 1.0 0.16 4,925,800$             12,401,745$           5,367,800$             16,911,602$           5,651,300$             17,674,564$           6,681,300$             20,029,057$           8,174,100$             22,228,926$              18,449,857$              5,209,300$             15,314,772$           2,159,867$            14,850,412$              

2027 7 0.760 1.070 1.00 1.0 0.20 4,925,800$             12,609,659$           5,367,800$             17,119,516$           5,651,300$             17,882,478$           6,681,300$             20,294,069$           8,174,100$             22,493,939$              18,642,111$              5,209,300$             15,522,686$           1,328,785$            9,945,310$             24,110,863$              

2028 8 0.731 1.078 1.00 1.0 0.24 4,925,800$             12,817,573$           5,367,800$             17,327,430$           5,651,300$             18,090,392$           6,681,300$             20,559,082$           8,174,100$             22,758,952$              18,834,366$              5,209,300$             15,730,601$           1,328,785$            9,945,310$             28,490,709$              

2029 9 0.703 1.086 1.00 1.0 0.28 4,925,800$             13,025,488$           5,367,800$             17,535,344$           5,651,300$             18,298,306$           6,681,300$             20,824,095$           8,174,100$             23,023,965$              19,026,620$              5,209,300$             15,938,515$           1,328,785$            9,945,310$             28,426,659$              

2030 10 0.676 1.093 1.00 1.0 0.32 4,925,800$             13,233,402$           5,367,800$             17,743,259$           5,651,300$             18,506,221$           6,681,300$             21,089,107$           8,174,100$             23,288,977$              19,218,874$              5,209,300$             16,146,429$           1,328,785$            9,945,310$             28,362,610$              

2031 11 0.650 1.101 1.00 1.0 0.36 4,925,800$             13,441,316$           5,367,800$             17,951,173$           5,651,300$             18,714,135$           6,681,300$             21,354,120$           8,174,100$             23,553,990$              19,411,129$              5,209,300$             16,354,343$           1,328,785$            9,945,310$             28,298,561$              
Total 10.000 49,258,000$                 125,057,021$              53,678,000$                 170,155,589$              56,513,000$                 177,785,207$              66,813,000$                 201,615,629$              81,741,000$                 223,614,328$                  185,459,842$                  52,093,000$                 154,187,292$              11,921,525$             49,726,551$              152,539,814$               

Present Value Costs

Year (from 1 July of) Year
Discount factor 

(X%)
Cost Benefits Cost Benefits Cost Benefits Cost Benefits Cost Benefits Wider Benefits Cost Benefits Cost Benefits Revenue

-1 1.040
0 1.000
1 0.962 4,554,179$             11,029,998$           4,962,833$             15,329,336$           5,224,945$             16,056,683$           6,177,237$             18,083,536$           7,557,415$             20,180,716$              16,855,501$              4,816,291$             13,807,046$           -$                       -$                        -$                          

2 0.925 4,379,018$             10,877,791$           4,771,955$             15,042,953$           5,023,985$             15,747,600$           5,939,651$             17,763,932$           7,266,745$             19,795,663$              16,507,026$              4,631,049$             13,568,171$           -$                       -$                        -$                          

3 0.889 4,210,594$             10,723,740$           4,588,418$             14,758,687$           4,830,755$             15,441,305$           5,711,203$             17,445,687$           6,987,255$             19,413,899$              16,162,978$              4,452,931$             13,330,011$           1,620,908$            -$                        -$                          

4 0.855 4,048,649$             10,568,106$           4,411,940$             14,476,693$           4,644,957$             15,137,934$           5,491,542$             17,129,032$           6,718,514$             19,035,607$              15,823,435$              4,281,665$             13,092,758$           1,003,984$            -$                        -$                          

5 0.822 3,892,931$             10,411,137$           4,242,250$             14,197,115$           4,466,304$             14,837,613$           5,280,328$             16,814,186$           6,460,110$             18,660,954$              15,488,464$              4,116,985$             12,856,593$           1,706,974$            -$                        12,466,767$              

6 0.790 3,743,203$             10,253,066$           4,079,087$             13,920,085$           4,294,524$             14,540,458$           5,077,239$             16,501,352$           6,211,644$             18,290,093$              15,158,126$              3,958,640$             12,621,683$           1,009,767$            8,086,652$             19,604,833$              

7 0.760 3,599,234$             10,094,117$           3,922,199$             13,645,727$           4,129,350$             14,246,576$           4,881,960$             16,190,722$           5,972,735$             17,923,168$              14,832,471$              3,806,384$             12,388,189$           970,930$               7,832,147$             22,437,051$              

8 0.731 3,460,802$             9,934,500$             3,771,345$             13,374,153$           3,970,528$             13,956,062$           4,694,193$             15,882,473$           5,743,014$             17,560,307$              14,511,545$              3,659,985$             12,156,256$           933,587$               7,585,258$             21,680,926$              

9 0.703 3,327,694$             9,774,413$             3,626,293$             13,105,469$           3,817,816$             13,669,006$           4,513,647$             15,576,770$           5,522,129$             17,201,630$              14,195,384$              3,519,216$             11,926,024$           897,680$               7,345,773$             20,949,101$              
10 0.676 3,199,706$             9,614,046$             3,486,821$             12,839,770$           3,670,977$             13,385,487$           4,340,045$             15,273,765$           5,309,739$             16,847,245$              13,884,019$              3,383,862$             11,697,620$           863,153$               7,113,490$             20,240,851$              

Total 38,416,010$                 103,280,914$              41,863,141$                 140,689,987$              44,074,140$                 147,018,724$              52,107,046$                 166,661,455$              63,749,301$                 184,909,283$                  153,418,948$                  40,627,009$                 127,444,352$              9,006,983$               37,963,321$              117,379,529$               

Standard BCR: BCR 2.7 BCR 3.4 BCR 3.3 BCR 3.2 BCR 2.9 BCR 3.1 BCR (excluding revenue) 4.2
BCR (including Wider Benefits) 5.3 BCR (including revenue) 17.2

BCR excluding PT Fare insentives: BCR 3.9 BCR 4.7 BCR 4.6 BCR 4.2 BCR 3.6 BCR 4.4
BCR (including Wider Benefits) 6.5 BCR (Parking Levy + Package C) 5.7

Incremental BCR: BCR A/B 10.9 BCR B/C 2.9 BCR C/D 2.4 BCR D/E 1.6

Parking Levy

Step 3: Benefits

Parking Levy

Step 4: Calculate BCR and sensitivity tests

Step 3: Capital and Operational Costs 

Package C - B

Package A Package B Package C Package D Package C - B

Package A Package B Package C Package D Package E

Package E



Monetised Benefits and Costs Manual Method
Average Annual Benefit Summary Table (Stage 2 - Pathways through time 2022 2023 2024 2025 2026 2027 2028 2029 2030 2031

Walking & CyclingVOC Travel Time Savings (Decongestion)Vehicle EmissionsCrash cost savingsTotal Secondary School Benefits
Package A 2,157,096$     2,478,627$     6,688,719$        99,145$          146,500$        11,570,088$            5,197,856$           

Package B 2,650,486$     4,297,281$     8,708,942$        171,891$        251,345$        16,079,945$            5,197,856$           

Package C 2,670,531$     4,526,689$     9,200,048$        181,068$        264,571$        16,842,907$            5,197,856$           

Package D 3,051,692$     4,821,936$     10,619,803$      192,877$        282,697$        18,969,006$            6,625,318$           

Package E 3,494,194$     5,225,095$     11,933,720$      209,004$        306,862$        21,168,876$            6,625,318$           

Package (C-B) 2,670,531$     3,458,974$     8,012,234$        138,359$        203,017$        14,483,115$            5,197,856$           

Package A (D) 3,643,167$     3,740,501$     9,727,033$        149,620$        220,876$        17,481,198$            7,361,464$           

Package C (D) 4,467,688$     6,214,948$     12,712,174$      248,598$        363,528$        24,006,936$            7,361,464$           

Cost
Total Y1 Y2 Y3 Y4 Y5 Y6 Y7 Y8 Y9 Y10 Average

Package A 49,258,000 3,430,000 3,446,000 5,873,750 5,676,500 5,874,250 5,002,000 4,934,750 4,937,500 5,140,250 4,943,000 4,925,800              

Package B 53,678,000 5,030,000 3,631,000 6,058,750 6,026,500 6,224,250 5,352,000 5,284,750 5,287,500 5,490,250 5,293,000 5,367,800              
Package C 56,513,000 5,355,000 4,056,000 6,818,750 6,221,500 6,419,250 5,547,000 5,469,750 5,472,500 5,675,250 5,478,000 5,651,300              
Package D 66,813,000 6,442,500 5,243,500 8,231,250 7,134,000 7,331,750 6,584,500 6,407,250 6,410,000 6,612,750 6,415,500 6,681,300              
Package E 81,741,000 8,177,500 6,872,500 9,936,000 8,789,500 8,593,000 7,971,500 7,795,000 7,798,500 8,002,000 7,805,500 8,174,100              
Package C - B 52,093,000     5,209,300              

Package A/B 1,600,000        185,000              185,000           350,000           350,000                     350,000                350,000                 350,000                 350,000                 350,000                 
Package B/C 325,000            425,000              760,000           195,000           195,000                     195,000                185,000                 185,000                 185,000                 185,000                 
Package C/D 1,087,500        1,187,500           1,412,500        912,500           912,500                     1,037,500             937,500                 937,500                 937,500                 937,500                 
Package D/E 1,735,000        1,629,000           1,704,750        1,655,500        1,261,250                  1,387,000             1,387,750              1,388,500              1,389,250              1,390,000              2022 2023 2024 2025 2026 2027 2028 2029 2030 2031

Year 1 Year 2 Year 3 Year 4 Year 5 Year 6 Year 7 Year 8 Year 9 Year 10

Step 4: Calculate BCR and sensitivity tests

Sensitivity Tests First-Last Leg Improvements 2025
 -  Yellow Cells can be adjusted for sensitivity tests Parking Levy 2026 Improvements 2025

Growth: 0.778% Note: enter growth rate 0.778% Based on LGWM Indicative Business Case
Package Price 100%

Diversion Rate 0.0% Factor increases the diversion rates in forecast

Reach 100% Note: this adjusts the target population

Discount Factor 4%
Decongestion Benefits 100% Changes the travel time saving per person removed

Enduring Secondary School Benefits 4.0%
Benefit Factors Manual Note: will spread the cost factor over the 10 years

Value Costs
Pathway 1 Pathway 2 Pathway 3 Pathway 4 Pathway 5 Pathway 6

Year (from 1 July 
of)

Year
Discount factor 

(X%)

Growth Rate 
(from 2018 

being 1)
Benefit Factors Cost Factor

Enduring Secondary 
School Benefits

Cost Benefits Cost Benefits Cost Benefits Cost Benefits Cost Benefits Cost Benefits

2019 0 1.000 1.008
2020 1 0.962 1.016 Note: The period of each package can be changed by change naming

2021 2 0.925 1.023 Pathway 2 Pathway 3 Pathway 4 Pathway 5 Pathway 6
2022 3 0.889 1.031 0.25 1.0 0.04 3,430,000$           11,778,002$        3,430,000$           11,778,002$        3,430,000$           11,778,002$        3,430,000$           11,778,002$        3,430,000$           11,778,002$        3,430,000$           11,778,002$        Package A Package A Package A Package A Package A
2023 4 0.855 1.039 0.75 1.0 0.08 3,446,000$           11,985,916$        3,446,000$           11,985,916$        3,446,000$           11,985,916$        3,446,000$           11,985,916$        3,446,000$           11,985,916$        3,446,000$           11,985,916$        Package A Package A Package A Package A Package A

2024 5 0.822 1.047 1.00 1.0 0.12 5,873,750$           12,193,831$        5,873,750$           12,193,831$        5,873,750$           12,193,831$        6,198,750$           15,106,858$        7,798,750$           17,466,649$        7,798,750$           24,890,312$        Package A Package A Package (C-B) Package C Package C (D)

2025 6 0.790 1.054 1.00 1.0 0.16 5,676,500$           12,401,745$        5,676,500$           12,401,745$        7,276,500$           16,911,602$        6,101,500$           15,314,772$        6,286,500$           17,674,564$        6,286,500$           25,184,770$        Package A Package B Package (C-B) Package C Package C (D)
2026 7 0.760 1.062 1.00 1.0 0.20 5,874,250$           12,609,659$        5,874,250$           12,609,659$        6,059,250$           17,119,516$        6,634,250$           15,522,686$        6,819,250$           17,882,478$        6,819,250$           25,479,229$        Package A Package B Package (C-B) Package C Package C (D)
2027 8 0.731 1.070 1.00 1.0 0.24 5,002,000$           12,817,573$        5,002,000$           19,247,949$        5,187,000$           17,327,430$        5,197,000$           15,730,601$        5,547,000$           18,090,392$        5,547,000$           25,773,687$        Package A (D) Package B Package (C-B) Package C Package C (D)
2028 9 0.703 1.078 1.00 1.0 0.28 4,934,750$           13,025,488$        4,934,750$           19,542,408$        5,284,750$           17,535,344$        5,129,750$           15,938,515$        5,479,750$           18,298,306$        5,479,750$           26,068,146$        Package A (D) Package B Package (C-B) Package C Package C (D)
2029 10 0.676 1.086 1.00 1.0 0.32 4,937,500$           13,233,402$        4,937,500$           19,836,867$        5,287,500$           17,743,259$        5,132,500$           16,146,429$        5,482,500$           18,506,221$        5,482,500$           26,362,605$        Package A (D) Package B Package (C-B) Package C Package C (D)
2030 11 0.650 1.093 1.00 1.0 0.36 5,140,250$           13,441,316$        5,140,250$           20,131,325$        5,490,250$           17,951,173$        5,325,250$           16,354,343$        5,675,250$           18,714,135$        5,675,250$           26,657,063$        Package A (D) Package B Package (C-B) Package C Package C (D)
2031 12 0.625 1.101 1.00 1.00 0.40 4,943,000$           13,649,230$        4,943,000$           20,425,784$        5,293,000$           18,159,087$        5,128,000$           16,562,258$        5,478,000$           18,922,049$        5,478,000$           26,951,522$        Package A (D) Package B Package (C-B) Package C Package C (D)
Total 49,258,000$            127,136,163$          49,258,000$            160,153,487$          52,628,000$            158,705,161$          51,723,000$            150,440,380$               55,443,000$            169,318,712$          55,443,000$            231,131,253$          

Present Value Costs
Pathway 1 Pathway 2 Pathway 3 Pathway 4 Pathway 5 Pathway 6

Year (from 1 July 
of)

Year
Discount factor 

(X%)
Cost Benefits Cost Benefits Cost Benefits Cost Benefits Cost Benefits Cost Benefits

2020 0 1.000

2021 1 0.962
2022 2 0.925 3,049,258$           2,699,088$           3,049,258$           2,699,088$           3,049,258$           2,699,088$           3,049,258$           2,699,088$           3,049,258$           2,699,088$           3,049,258$           2,699,088$           

2023 3 0.889 2,945,655$           7,983,039$           2,945,655$           7,983,039$           2,945,655$           7,983,039$           2,945,655$           7,983,039$           2,945,655$           7,983,039$           2,945,655$           7,983,039$           

2024 4 0.855 4,827,794$           10,490,154$        4,827,794$           10,490,154$        4,827,794$           10,490,154$        5,094,921$           12,996,184$        6,410,004$           15,026,274$        6,410,004$           21,412,730$        

2025 5 0.822 4,486,220$           10,334,904$        4,486,220$           10,334,904$        5,750,724$           14,093,161$        4,822,104$           12,762,454$        4,968,312$           14,728,970$        4,968,312$           20,987,546$        

2026 6 0.790 4,463,947$           10,178,537$        4,463,947$           10,178,537$        4,604,532$           13,818,900$        5,041,485$           12,529,937$        5,182,070$           14,434,765$        5,182,070$           20,566,874$        

2027 7 0.760 3,654,912$           10,021,273$        3,654,912$           15,048,788$        3,790,090$           13,547,252$        3,797,397$           12,298,789$        4,053,139$           14,143,765$        4,053,139$           20,150,862$        

2028 8 0.731 3,467,090$           9,863,321$           3,467,090$           14,798,144$        3,712,995$           13,278,330$        3,604,094$           12,069,159$        3,850,000$           13,856,070$        3,850,000$           19,739,644$        

2029 9 0.703 3,335,598$           9,704,880$           3,335,598$           14,547,613$        3,572,046$           13,012,239$        3,467,333$           11,841,185$        3,703,781$           13,571,767$        3,703,781$           19,333,344$        

2030 10 0.676 3,339,008$           9,546,137$           3,339,008$           14,297,438$        3,566,362$           12,749,075$        3,459,181$           11,614,993$        3,686,534$           13,290,937$        3,686,534$           18,932,072$        

2031 11 0.650 3,087,383$           9,387,268$           3,087,383$           14,047,848$        3,305,992$           12,488,926$        3,202,934$           11,390,705$        3,421,543$           13,013,653$        3,421,543$           18,535,929$        

Total 36,656,867$            90,208,601$            36,656,867$            114,425,554$          39,125,448$            114,160,166$          38,484,361$            108,185,534$          41,270,294$            122,748,328$               41,270,294$            170,341,129$          9006983.363 37963320.54 117379528.7

Standard BCR: BCR 2.5 BCR 3.1 BCR 2.9 BCR 2.8 BCR 3.0 BCR 4.1

BCR excluding PT Fare insentives: BCR 3.7 BCR 4.6 BCR 4.2 BCR 4.1 BCR 4.2 BCR 5.8
BCR including Parking Levy 3.1 3.2 4.1

Step 3: Capital and Operational Costs 

Package A

Package A Package A with disruption

Package A Package B

Package A Package (C - B)

Package A Package C

Package A Package C with disruption

Pathway 1

Pathway 2

Pathway 3

Pathway 4

Pathway 5

Pathway 6


