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1 Introduction 
1.1 Overview 
Let’s Get Wellington Moving (LGWM) is a joint initiative between Wellington City Council (WCC), Greater 
Wellington Regional Council (GWRC), and Waka Kotahi NZ Transport Agency (Waka Kotahi). These 
organisations are supported by our mana whenua partners Taranaki Whānui ki Te Upoko o Te Ika and 
Ngāti Toa Rangatira. The vision for LGWM is to build a great harbour city, accessible to all, with 
attractive places, shared streets, and efficient local and regional journeys. To realise the vision, the 
LGWM partners are working together to deliver a transformational city-shaping transport investment 
programme focused on enabling efficient and effective movement by moving more people with fewer 
vehicles. 

The LGWM programme’s geographical scope extends from Johnsonville to Miramar in the east, 
including connections to the central city, port, regional hospital and international airport, and a number of 
core multi-modal corridors connecting the central city with suburbs to the north, south, east and west. 
However, the programme is set within a wider city and regional context when it comes to trips, networks, 
land use and outcomes.  

The LGWM Programme Business Case (PBC)1, published in June 2019, identified Mass Rapid Transit 
and Strategic Highways as key components of the recommended programme of improvements. 
Complementing and supporting those is a substantial programme of investment in public transport, 
walking, cycling and amenity/ place making to provide enhanced travel choice with a strong focus on the 
central city and effective and efficient connections between the central city and key sub-urban centres. 
This programme of public transport, walking, cycling, and amenity improvements is collectively known as 
People-Friendly City Streets. 

The approved Indicative Business Case (IBC)2 for People-Friendly City Streets identified a programme 
of 19 corridors for investment in walking, cycling, public transport, safety and placemaking across the 
City to be delivered in two tranches over ten years as shown in Figure 1. The scope of People-Friendly 
City Streets projects is to deliver public transport, walking, cycling, safety and amenity improvements to 
address known level of service gaps. 

The Johnsonville/ Ngā Ūranga corridor (inset in Figure 1) is centred on two distinct environments: 
Johnsonville, and the Ngā Ūranga Gorge. The project aims to achieve mode shift for people travelling 
between Johnsonville and the CBD by enhancing bus and cycle connections, improving access to bus 
stops, and providing safety improvements for vulnerable road users. The project will look for 
opportunities to bring the LGWM mana whenua values and narratives to life, through placemaking and 
additional greening.  

 
1 https://lgwm-prod-public.s3.ap-southeast-2.amazonaws.com/public/Documents/Programme-Business-
Case/LGWM-PBC-Report-21-June-2019-Draft.pdf 
2 https://lgwm-prod-public.s3.ap-southeast-2.amazonaws.com/public/Projects/City-streets/City-Streets-Final-Draft-
IBC17.7MB.pdf 
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1.2 Purpose of this Report 
This Single Stage Business Case (SSBC) briefly revisits the case for investment in the Johnsonville/ Ngā 
Ūranga corridor as set out in the approved IBC. The scope for the corridor, identified at a high level in 
the IBC as “bus route improvements between the Johnsonville Bus Hub and Hutt Road with associated 
cycling enhancements, walking to improve bus stop access and safety improvements” is refined in this 
SSBC. The SSBC also outlines a programme of proposed interventions along with an indicative 
implementation strategy for the next steps. 

 

Figure 1 People-Friendly City Streets project map  
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2 Background 
The approved People-Friendly City Streets IBC amalgamated two sub-projects, Johnsonville and the 
Ngā Ūranga Gorge, into a single corridor (Figure 2) because of the importance of the Ngā Ūranga Gorge 
and its transit function to Johnsonville.  

 

Figure 2 Project overview map 

Despite this, the two environments are very different from a transport and urban environment 
perspective. Johnsonville is a major suburban centre in Wellington City, and therefore has both high 
place and movement values. Ngā Ūranga Gorge, on the other hand, is almost exclusively a movement 
corridor. This is reflected in the One Network Framework (ONF) classification for these roads, as 
illustrated in Figure 3. The two environments are being addressed together within this business case as 
they form a single bus or cycle journey between Johnsonville and the Wellington CBD (via the LGWM 
Thorndon Quay and Hutt Road project). This will enable coordination and efficiencies in the delivery of 
the business case, design and construction across the two areas to be realised. 
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Figure 3 - ONF relationship to study streets 

From a mana whenua perspective the Waitohi (Johnsonville) and Ngā Ūranga area is significant as an 
early route to and from Porirua and there are ongoing connections to sites of significance and the awa. 
For example, the Waitohi steam at the bottom of the Gorge is associated with the historical Ngā Ūranga 
Pā, which is linked to important ancestors. At present, these sites are not evident to users of the Gorge. 
The narrative of Waitohi has been recently integrated within the library development in the suburban 
centre. 

2.1.1 Johnsonville 
Johnsonville is a major commercial centre and an important transport interchange for bus and rail with 
access to the state highway network. It is the most significant centre between Wellington City Centre and 
Porirua, and as such attracts a high number of employment, education, commercial and social trips from 
throughout the northern suburbs, as well providing an alternative to Wellington City Centre for shopping 
and employment trips from Broadmeadows, Khandallah and Ngaio. 

The core of Johnsonville is the Johnsonville Triangle (the Triangle), comprising the area bound and 
serviced by Johnsonville Road, Broderick Road and Moorefield Road. This area includes many of 
Johnsonville’s key destinations, such as Johnsonville Shopping Centre, the railway station and bus 
interchange and Waitohi Community Hub (which includes a library, community centre and swimming 
pool). The roads forming the Triangle are identified as Main Streets and City Hubs under the ONF, 
reflecting their importance as a place and destination, supporting varied community and commercial 
interactions, as well as providing for through movement. There is potential for sense of place and greater 
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amenity to be reinforced with streetscaping in the future as a part of the redevelopment of the Shopping 
Centre. There are also a number of primary schools, as well as Onslow College and Raroa Normal 
Intermediate School within a short walk of the Johnsonville Triangle area which add to the core city 
commuter and commercial centre user groups regularly moving through this area. 

All three roads forming the Triangle are used by buses travelling to, from and through Johnsonville. 
These bus routes are shown in Figure 4. The bus interchange area consists of three stops spread over 
100 metres of Moorefield Road between Waitohi and the railway station, but this is a temporary provision 
while WCC and GWRC investigate how to deliver an effective multi-modal transport hub that enhances 
connections between bus services, the railway station, vehicular parking, walking and cycling. No bus 
priority is currently in place around the Triangle, and services are therefore impacted by general traffic 
congestion. 

 

Figure 4 Bus routes through the Johnsonville/ Ngā Ūranga corridor 

The Johnsonville Railway Station is the terminus for the Johnsonville Line with regular services into 
Wellington Station. To access the railway station, users make trips by other modes within the wider 
Johnsonville area. These are often short-distance local trips rather than long-distance park-and-ride type 
trips, as the Kapiti Line has railway stations that are more accessible from State Highway 1 and provide 
more direct services into Wellington City Centre as well as north to Kapiti. 

Paneke Pōneke, Wellington City’s Bike Network Plan, identifies Johnsonville Road, Broderick Road and 
Moorefield Road as primary cycle routes. At present, some sections of the Triangle have cycle 
infrastructure, but this is in the form of advance stop boxes and painted cycle lanes without physical 
separation from general traffic, which does not meet current guidelines given the volume and speed of 
vehicular traffic and complexity of movements in the area. Furthermore, the cycle infrastructure is not 
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fully connected and there are key gaps. In some locations on Johnsonville Road, cycle routes switch 
multiple times between on-road cycle lanes and shared paths, creating a confusing route for cyclists to 
navigate and creating a risk of conflicts with other modes.  The objectives of the People-Friendly City 
Streets programme include improving the accessibility, safety and attractiveness of walking. While this is 
not a primary focus for interventions along this corridor, walking is considered as a part of improving 
access to bus stops and the interaction between pedestrians and cyclists in shared environments. 

2.1.2 Ngā Ūranga Gorge 
Ngā Ūranga Gorge (the Gorge) carries Centennial Highway, designated State Highway 1 from the 
Johnsonville Interchange (which provides access to Johnsonville Road) to the Ngā Ūranga Interchange. 
At the Ngā Ūranga Interchange, access is provided to State Highway 2 to the Hutt Valley and Hutt Road 
while Centennial Highway/ State Highway 1 becomes the Wellington Urban Motorway, which carries 
State Highway 1 and State Highway 2 from the Hutt Valley into Wellington City Centre. Through the 
Gorge, State Highway 1 brings vehicles from approximately 150 metres elevation to near sea level over 
a distance of approximately 2.8 kilometres. Through the study area, the gradient of the Gorge is 
approximately 8%. Although there is some industry within the Gorge, it is primarily used for through 
movement and the road is therefore identified as a Transit Corridor under the ONF. This section of State 
Highway 1 has a variable speed limit as part of the Smart Motorway, though it is not in fact defined a 
motorway. The maximum speed limit within the Gorge is 80 km/h and it is identified as a High-Volume 
State Highway in the One Network Road Classification (ONRC).  

The topography of the Gorge is a key constraint to the provision of transport infrastructure. The sides of 
the Gorge are steep and there are several cuttings and terraced slopes. Minor rockfall and small-volume 
landslip incidents have been recorded through the Gorge, some of which have impacted traffic (including 
people on bicycles). This constraint, and the limited viable alternative routes, means that several modes 
compete for limited space. As demonstrated in Figure 5, travel into Wellington City Centre from the north 
is predominantly by road and rail, with the proportions of bus passengers, pedestrians and cyclists being 
significantly lower than travel from other parts of the city. However, buses are still a significant travel 
mode particularly in suburbs that are not directly serviced by rail, such as Newlands and Churton Park. 
The northern suburbs that are not serviced by rail also contain a large proportion of Wellington’s 
greenfield growth areas, which will lead to increased transport demand through Ngā Ūranga Gorge. 
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Figure 5 – Mode share for traffic accessing Wellington City Centre in the morning peak, 2019 (Source: Wellington Regional 
Mode Shift Plan) 

As one of only two road connections between Johnsonville and the south (including Wellington City 
Centre), vehicular traffic from the northern suburbs and beyond is highly dependent on this route for 
accessing Wellington City Centre. In 2019, State Highway 1 was used by approximately 40,000 vehicles 
per day in each direction. It is also used by several bus routes including the high-frequency Route 1 
(Johnsonville – Island Bay). However, there are currently no bus priority measures in place, leaving 
services unable to avoid the impacts of general traffic congestion. The corridor will become increasingly 
important for providing high-frequency and high-capacity public transport options for Wellington’s 
growing northern suburbs. 

The Gorge is identified as a primary cycle route (C1) in Paneke Pōneke, Wellington City’s Bike Network 
Plan. This is primarily due to the direct connection it provides between Johnsonville and Wellington City, 
the connectivity requirements of nearby suburbs and the lack of viable alternative routes. The route up 
Ngā Ūranga Gorge includes 140 metres of elevation change, which is considerably less than other 
options (for example, the Ngaio Gorge with 208 metres of elevation change). At the bottom of the Gorge, 
the cycle route connects into the Hutt Road cycleway and will connect into Te Ara Tupua, a shared path 
that will provide a safe, off-road walking and cycling connection between Wellington and Lower Hutt. 
Cycle infrastructure is currently provided in the form of a shared path on either side of State Highway 1. 
Waka Kotahi has been implementing minor improvements to the paths. Though walking is not a primary 
focus for interventions along this corridor, it is necessary to consider it as cycling infrastructure includes 
existing shared paths also used by pedestrians. 

State Highway 1 is a crucial component of the national and regional road network. It provides connection 
to key economic areas across New Zealand including airports, harbours and city centres while 
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supporting freight movement and tourism in the wider region. At a regional level, it is the only state 
highway providing access to Wellington City Centre, Wellington International Airport, and the 
Interislander ferry to the South Island. It is one of only two main road routes out of Wellington, after the 
state highway first diverges north of the city centre at Ngā Ūranga interchange, with State Highway 2 
providing access to the Hutt Valley and State Highway 1 continuing through the northern suburbs, 
Porirua and along the Kapiti Coast.  

Within the project extents, State Highway 1 is a six-lane arterial that descends through the Ngā Ūranga 
Gorge from Johnsonville. It provides a key link to the city centre from Johnsonville, Porirua and beyond, 
and in addition to freight and general traffic, is used by pedestrians, cyclists, and buses. 

As noted earlier, the Ngā Ūranga area is of significance to mana whenua. At present, this historical 
context is not evident to users of the Gorge. 

2.1.3 Future Growth 
The WCC Spatial Plan (2021) identifies Johnsonville as one of four key short-term (0-10 years) growth 
areas and Newlands as a key medium-to-long-term (10-20 years) growth area. Figure 6 shows past and 
projected population growth for the wider area (including Johnsonville, Newlands, Churton Park, 
Broadmeadows, Paparangi, Grenada Village and Woodbridge). Since 2013, the area’s population has 
increased by approximately 5,000 people, making it the fastest growing area of Wellington City. The area 
is projected to grow by a further 5,000 people by 2031 and 10,000 people by 2048. 

 

Figure 6 – Past and projected population growth for Johnsonville and surrounds (June 2021 estimate) 

The Spatial Plan also anticipates that Johnsonville will be recognised as a metropolitan centre in the 
updated District Plan, which will enable more intensive development and higher buildings in and around 
the Triangle. This change could result in buildings as high as eight stories being developed in 
Johnsonville, greatly increasing employment and commercial space. As shown in Figure 7, much of 
Johnsonville is intended to form a walkable catchment based around the Triangle. 
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Figure 7 – Johnsonville and surrounds (WCC Spatial Plan) 

Growth in population, employment and commercial activity stands to greatly increase the amount of 
activity in Johnsonville and place further demand on the local transport network. While increases in 
employment will help to keep some employment trips within Johnsonville, it will also attract movement 
from outside the northern suburbs. Wellington City Centre will also remain a major destination for 
employment and other purposes. This will further increase the transport demand within the whole of the 
Johnsonville/ Ngā Ūranga corridor that could intensify the conflict between modes and heightens the 
need to design strategically (and in a fit for context way) to integrate movement and place. To 
accommodate this demand, and to align with the desired outcomes of reducing the carbon emissions 
from the transport system, the Spatial Plan contains a hierarchy of transport modes which places 
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walking, cycling and public transport as the highest priorities, and private motor vehicles as a low priority. 
The People-Friendly City Streets investment objectives strongly align to this framework. 

2.1.4 Future Changes to the Transport System 
There are two projects currently under development which may affect the current state of the study area 
and affect the direction of this SSBC. The recommendations of both the Multi-Modal Network Plan 
(MMNP) and the Wellington City Speed Limit paper are unknown at this point, however, as this SSBC 
evolves, efforts will be made to align its outcomes and proposals with the intent of these documents.   
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3 Purpose of the Strategic Case 
The strategic case aims to: 

Set out the strategic context for the Johnsonville/ Ngā Ūranga project 

Confirm the problems, opportunities, and benefits that the Johnsonville/ Ngā Ūranga project is aiming to 
address, and the supporting evidence base 

Confirm the investment objectives of the Johnsonville/ Ngā Ūranga project 

4 Strategic Context 
4.1 Let’s Get Wellington Moving Organisational Overview 
LGWM is a multi-billion-dollar transport and urban investment programme covering the area from 
Johnsonville to Miramar. 

LGWM is overseen and directed by a Partnership Board. Ultimately responsible for the success of the 
programme, the Partnership Board takes advice from a Governance Reference Group to inform and 
make decisions. 

The members of the Partnership Board are: 

• Dave Brash, Independent Chair 

• Nigel Corry, GWRC Chief Executive 

• Robyn Elston, Waka Kotahi National Manager System Design 

• Brett Gliddon, Waka Kotahi General Manager Transport Services 

• Sara Hay, WCC Chief Financial Officer 

• Barbara McKerrow, WCC Chief Executive 

• Luke Troy, GWRC General Manager Strategy. 

The Board appointed Sarah Gardner as Programme Director. 

  

Strategic Case 
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4.2 Mana Whenua Partnership 
LGWM is working toward a strong and enduring partnership with mana whenua. As part of the Crown, 
LGWM has Treaty of Waitangi obligations to iwi in the Wellington region. Iwi with interests in Wellington 
are: 

• Taranaki Whānui ki te Upoko o te Ika represented by the Port Nicholson Block Settlement Trust 

• Ngāti Toa represented by Te Rūnanga o Toa Rangatira. 

Mana whenua are represented in the governance of LGWM through the Governance Reference Group 
and in the operations through the Iwi Partnerships Working Group. 

4.2.1 Mana Whenua Values 
Mana whenua have developed a set of values for the programme and are working in partnership with 
LGWM to ensure these are given effect to through the delivery of the programme. The values are 
explored in detail in the Mana Whenua Aspirations Plan; a stepping stone to mana whenua values being 
translated in a thoughtful and enduring way in the built environment.  

At present, the mana whenua values are: 

1. TONGI A sense of place  

2. WAI-ORA Respect the role of water  

3. PŪNGAO-ORA Energy  

4. HAU-ORA Optimising health and wellbeing  

5. WHAKAMAHITANGA Use of materials  

6. MANAAKITANGA Support a just and equitable society  

7. WHAKĀHUATANGA Celebrate beauty in design  

8. AROTURUKI Ongoing monitoring of design and outcomes 
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4.3 People-Friendly City Streets as part of the Let’s Get Wellington Moving Programme 
To deliver on the vision of LGWM of a great harbour city, accessible to all, with attractive places, shared 
streets, and efficient local and regional journeys, LGWM has five programme objectives as shown in 
Figure 8. 

What outcomes are we seeking? 

Liveability Access 
Carbon emissions 
and mode shift 

Safety Resilience 

What are our objectives? 
A transport system that … 

Enhances urban 
amenity and 
enables urban 
development 
outcomes 

Provides more 
efficient and 
reliable access for 
users 

Reduces carbon 
emissions and 
increases mode 
shift by reducing 
reliance on private 
vehicles 

Improves safety 
for all users 

Is adaptable to 
disruption and 
future uncertainty 

Figure 8 – LGWM objectives 

 

To achieve the LGWM outcomes and vision, the programme is split into three main components: 

• Transformational Programme consisting of Mass Rapid Transport (MRT), Strategic Highway 
Improvements (SHI), Travel Demand Management (TDM) and Urban Development 

• Three Year Programme consisting of the Golden Mile, Thorndon Quay and Hutt Road, Cobham 
Crossing and Central City Pedestrian Improvements 

• People-Friendly City Streets Programme consisting of walking, cycling, public transport, safety 
and placemaking improvements to 19 corridors across the city. 

Each component of the programme will enable or support transformational change in the way people live 
and move through and within Wellington.  

Wellington’s streets are a critical component of the LGWM vision. The streets form an essential part of 
the city, connecting people, places, and businesses; enabling character; and providing spaces for people 
to interact with and enjoy. 

The endorsed People-Friendly City Streets IBC primarily focused on improving the levels of service for 
public transport and active modes, and placemaking, to help move more people with fewer vehicles. 
With the recommended package targeting safety and making public transport and active travel more 
accessible for people travelling into, from, and through Wellington. 

The People-Friendly City Streets investment objectives, listed below, have been developed to be well 
aligned with the LGWM investment objectives and are adapted to reflect the unique contribution that will 
be made to the wider LGWM programme. This includes a strengthened focus on the connection between 
liveability/ place and walking. 
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• Create a more people friendly and liveable city with attractive streets and places where people 
can move safely and easily when walking 

• Reduce reliance on private vehicle trips by making strategic PT corridor safe, more efficient and 
reliable, with easy connection points 

• Reduce reliance on private vehicle trips by creating connected, safe and efficient access by bike 

• Create a low carbon future transport system which is more resilient, supports growth and is 
adaptable to disruption by providing safe and attractive transport choices. 

The People-Friendly City Streets programme proposes to treat 50% of the central city network and 46% 
of the public transport network in scope for People-Friendly City Streets. This covers parts of the network 
that currently have a ten-year social cost of injuries of around $300m. The People-Friendly City Streets 
programme is envisaged to lead to around 3,000 new daily cycle users and, through improvements to 
public transport reliability, over 4,000 new daily bus trips leading to mode share uplifts of 3.7% for trips 
from Wellington city to the central city and a reduction in transport-related CO2 emissions of over 1,000 
tonnes per annum. The People-Friendly City Streets projects are shown in Figure 1. 

As the package is implemented, there are opportunities to integrate People-Friendly City Streets 
solutions with the wider LGWM programme and other investment priorities of partner agencies, to deliver 
a holistic and multimodal transport system. These opportunities include: 

• Progressing People-Friendly City Streets improvements ahead of major disruption from the 
LGWM Transformational programme, to ensure quality travel choices are available during 
construction of these major system upgrades 

• Developing interim bus improvements along the agreed MRT route until the MRT is built to help 
improve the efficiency and attractiveness of bus journeys accessing the city 

• Supporting the Golden Mile improvements by providing connected improvements for walking and 
cycling in particularly but also bus connectivity linking into the Golden Mile from the strategic 
corridors 

• Leveraging People-Friendly City Streets opportunities to support and enhance LGWM travel 
behaviour change package, e.g. improved bus and cycling levels of service delivered through 
People-Friendly City Streets will support travel behaviour change efforts to reduce car use 

• Complementing other major infrastructure services works/ planned upgrades in affected corridors 
to minimise disruption, optimise construction efficiencies and project benefits e.g. seeking 
integration with Wellington City Council’s cycle network improvements. 

4.4 Relevant Regional/ Local Policies and Strategies 
All of the ‘vision’ level strategic influences on the future form of Wellington City and its transport system 
that guided the People-Friendly City Streets IBC remain relevant to this project. These are: 

• Wellington Regional Land Transport Plan (2021) 

• Wellington Regional Public Transport Plan (2021) 

• Our City Tomorrow (2017) – Developed by WCC 

• Wellington City Spatial Plan (2020) 

• Paneke Pōneke – Bike Network Plan (2021) 
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• Te Atakura blueprint (2019) and implementation plan (2020) 

• Draft Bus Priority Action Plan (2019) 

• WCC Parking Policy (2020) 

• Draft Mana Whenua Aspirations Plan (2022). 

In addition, several key guidance documents have been produced following the People-Friendly City 
Streets IBC that are of relevance, these include LGWM draft Urban Design Framework and 
accompanying Spatial Integration Study (2022), Gehl Public Space Public Life study (2021), WCC Green 
Network Plan (2020) and WCC Te Aro Tātou Traffic Circulation Plan Investigation (2021). WCC is also in 
the preliminary stages of updating the design guides for hard and soft landscape works within the city. It 
is noted that many of these documents, including Te Aro Tātou and the Gehl study are focused on the 
central area of Wellington City Centre and are therefore less applicable to this project. 

All support a low carbon, compact, liveable, vibrant city with a reduced reliance on the private vehicle 
and increased take up of walking, cycling and public transport as a means for moving around the city. 

4.5 Relevant National Policies and Strategies 
The People-Friendly City Streets programme and the Johnsonville/ Ngā Ūranga project responds to 
many key national policies and strategies including: 

• The Government Policy Statement on Land Transport 2021 seeks a more inclusive transport 
system with better travel options in our towns and cities which support healthy and safe people 
whilst transitioning to net zero carbon emissions. 

• The Climate Change Response Act 2002, as amended by the 2019 Zero Carbon Amendments, 
and Emission Reduction Plan (draft) which sets a domestic greenhouse gas emissions reduction 
target for New Zealand to reduce net emissions of all greenhouse gases (except biogenic 
methane) to zero by 2050 along with the Government’s plan to achieve this. The plan includes 
reducing reliance on cars and supporting people to walk, cycle and use public transport. 

• Keeping Cities Moving: A plan for mode shift which is a Waka Kotahi plan to deliver on social, 
environmental, and economic outcomes by growing the share of travel by public transport, 
walking and cycling. The People-Friendly City Streets programme is explicitly referenced as a 
focus area in the Waka Kotahi Wellington regional mode shift plan. 

• Road to Zero: New Zealand has committed to decisive action on road safety under Road to Zero: 
New Zealand's road safety strategy for 2020–2030. Road to Zero adopts a vision of a New 
Zealand where no one is killed or seriously injured in road crashes, and a target for reducing 
annual deaths and serious injuries by 40 percent by 2030. 

4.6 Key Stakeholders 
The key stakeholders identified for the Johnsonville/ Ngā Ūranga project are summarised in Table 1. The 
project phasing for engagement and approach depends on the level of interest and influence of the 
stakeholder, as well as existing relationships. The project has pursued early engagement with several 
stakeholders, in particular bus operators, to identify the problems they currently encounter along the 
corridor. 

More detailed information on the stakeholder engagement approach is detailed in the Draft 
Communications and Engagement Plan and will be progressively developed throughout the project. 
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Table 1 – Key Stakeholders and Approach to Engagement 

Key Stakeholder Project Phasing for Engagement 

Transport Advisory Group 
Strategic case engagement 
Long list engagement 
Short list engagement 

Taranaki Whānui Strategic case engagement 
Short list engagement 

Ngāti Toa Rangatira Strategic case engagement 
Short list engagement 

Elected members (local and central) Short list engagement 

Johnsonville Community Association Short list engagement 

Johnsonville Shopping Centre (Stride 
Property) 

Evidence gathering 
Short list engagement 

NZ Bus Evidence gathering 
Short list engagement 

Newlands Coach Services (Mana 
Coach Services) 

Evidence gathering 
Short list engagement 

Tranzurban Evidence gathering 
Short list engagement 

Wellington Free Ambulance Short list engagement 

Wellington Fire Service Short list engagement 
 

Other stakeholders that have been identified include NZ Police, KiwiRail, Cycle Wellington, Living 
Streets, Generation Zero, Taxi Federation, Sustainable Business Network, Grey Power Wellington and 
Mana Tawa, businesses (including Business Association and Chamber of Commerce) and the general 
public.  
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4.7 Key Constraints, Dependencies and Assumptions 
4.7.1 Key Constraints 
The most significant constraint to the Johnsonville/ Ngā Ūranga project is the physical limitations of the 
space available to provide transport options and the poor quality of user experience based on the urban 
quality attributes of composition, connectedness, activity and comfort. In both Johnsonville and Ngā 
Ūranga, there are several lengths of constrained corridor where transport modes compete. In 
Johnsonville, this is the product of conflicting trip purposes and movements within a built-up area where 
vehicle movements are prioritised and there are places with low streetscape amenity. In the Ngā Ūranga 
Gorge, this is largely a product of topography and, with this, comes steep slopes and confinement; 
walking and riding in close proximity to the highway with limited connections. In addition to limiting what 
can be provided along the corridor, these factors also limit alternative routes. In particular, the Gorge is 
critical for transport by bus, private vehicle, and active modes due to a lack of viable alternatives. As a 
high-speed multi-lane divided highway has been provided for vehicular traffic, this limits the locations 
where the Gorge can be crossed by cyclists and pedestrians, creating local severance. This is apparent 
for bus stop access but also for accessing key routes like the Wakely Road shared path, which cannot 
be safely and lawfully reached by cyclists travelling from the Jarden Mile intersection towards Newlands. 

As Johnsonville is a major activity centre and transport interchange area, parking is likely to prove a 
contentious issue for stakeholders and the public. The Johnsonville/ Ngā Ūranga project may impact 
parking in some locations as a result of competition for space by other modes. However. parking is a 
wider issue that is affected by other planned projects in Johnsonville including bus/ rail interchange 
improvements and the Shopping Centre redevelopment. This will need to be managed in accordance 
with the WCC Parking Policy, which has objectives in line with those of LGWM. This is reflected in its 
identified parking hierarchy for suburban centres, which applies to Johnsonville. 

The two sections of the corridor represent disparate environments from each other, and each has a 
different role within Wellington City and the wider region. While they were originally considered as 
separate sections, they were amalgamated during the development of the People-Friendly City Streets 
IBC, so they could be to be approached holistically as one project. 

Finally, the project is financially constrained due to the budget available in the City Street Programme of 
$20 million (excluding contingency). The budget was estimated based on indicative interventions which 
do not include, for example, significant earthworks within Ngā Ūranga Gorge – which would likely 
increase costs substantially. Though the budget will not limit problem identification, it may limit the 
solutions that can be recommended. 

4.7.2 Dependencies and Interfaces 
The project baseline is premised on two important factors: 

• That historical travel behaviours and patterns will resume after COVID-19 

• That travel behaviour patterns do not change significantly following the opening of the Te Ara Nui 
o Te Rangihaeata Transmission Gully Motorway on 30 March 2022 (this continues to be 
monitored). 

The project interfaces with several existing projects that are currently in the planning or implementation 
phase. Many of these projects are closely aligned with the Johnsonville/ Ngā Ūranga project in terms of 
their objectives and the problems they address but differ in their scope (geographic or otherwise). 
However, the project is not dependent on any of these. 

The Johnsonville part of the project interfaces with the following projects, which have been progressed to 
various stages: 
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• Johnsonville Connections Transitional Cycleway Project (WCC) 

• Ngaio to Johnsonville Transitional Cycleway Project (WCC) 

• Johnsonville bus/ rail interchange improvements including double-tracking (being investigated by 
GWRC and WCC) 

• Johnsonville Road/ Moorefield Road intersection improvements investigation (currently underway 
by WCC) 

• City-wide Speed Management proposal (WCC) 

• Johnsonville Shopping Centre redevelopment (plans being developed by the owner, Stride 
Property) 

• Wastewater application to Infrastructure Acceleration Fund 

• Bus layover and turning facility improvements (GWRC/ WCC/ Stride Property). 

Cyclist and pedestrian safety issues along State Highway 1 through Ngā Ūranga Gorge have previously 
been addressed by Waka Kotahi through implemented and planned projects. While these have only 
included minor works and not addressed the wider issues in the Gorge, they have provided incremental 
improvements. These include 

• Ngā Ūranga Gorge rockfall protection works, which were undertaken on the shared path on the 
southbound side of State Highway 1 completed in 2020 

• Ngā Ūranga Gorge shared path improvements project, which includes the repair and upgrading 
of the shared paths on the western side completed in 2021 

• Ngā Ūranga Gorge shared path improvements project, which includes the repair and upgrading 
of the shared paths on the eastern side, to be implemented in 2022. 

Paneke Pōneke, the Bike Network Plan includes several routes that will intersect with the Johnsonville/ 
Ngā Ūranga corridor. Key among these are Newlands Road, which is planned to become a primary route 
when it is upgraded by WCC in the period 2021-2031. The Wakely Road shared path, which is a 
secondary cycle route providing an alternative to the Gorge for accessing Newlands, has recently been 
upgraded with additional improvements to its connection to Ngā Ūranga Gorge as part of the Ngā 
Ūranga Gorge shared path improvements project. 

In addition, the Johnsonville/ Ngā Ūranga project interfaces with the Thorndon Quay and Hutt Road 
project (TQHR), which also forms part of the LGWM programme. The scope of the TQHR project 
includes the Centennial Highway/ Hutt Road/ Jarden Mile intersection where it is proposed to improve 
public transport and active modes infrastructure. The TQHR project also proposes changes to the truck 
turn around facility approximately 250m north of the Hutt Road intersection to enable turning movements 
for vehicles up to semitrailer size that can no longer access properties due to the proposed solid median 
on Hutt Road. The TQHR project also provides a walking and cycling connection to Te Ara Tupua which 
once complete, is expected to result in an increase on cycling volumes on Ngā Ūranga Gorge, in both 
directions. 

The State Highway 1/ State Highway 2 West-East Connection (Petone to Grenada Link Road) project is 
proposed to provide improved connectivity between Porirua and Petone in the Hutt Valley. Following a 
re-evaluation of the original design, the project has been put forward for funding, which is anticipated in 
2028. However, there are other smaller projects that aim to improve the resilience of the existing 
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highways that could be undertaken in the shorter term to improve existing conditions. When this project 
is completed it will provide alternative journey options between Porirua and the Hutt Valley. 

To improve safety along the Ngā Ūranga Gorge, a guardrail replacement project is currently planned. 
This project will involve the replacement of an existing post system along the southbound carriageway 
that is in a poor condition. The rails to be replaced include those between the slope protection concrete 
barriers to approximately 100m north of the rail overbridge. There may be opportunities to incorporate 
these safety improvements into the project to reduce the safety risk to vehicles in the Ngā Ūranga 
Gorge. Whether incorporated into the project or not, interfacing consideration between this project and 
the guardrail replacement project will be needed as the replacement of the barrier could impact the 
provision of bus and cycle infrastructure along the southbound carriageway. 

4.7.3 Assumptions 
In the development of this SSBC it has been assumed that the interfacing projects that are currently 
planned will be implemented at a future date. It is assumed that the Johnsonville/ Ngā Ūranga project will 
need to tie into these works, but an effort has been made to avoid scope overlap in order to maximise 
return on investment. 

The Ngā Ūranga Gorge shared path improvements project is anticipated to be complete before any work 
stemming from this SSBC commences. As such, the construction design for these improvements is 
taken as the starting point for the SSBC. 

4.7.4 Key Elements Outside Scope 
There are key elements that will affect the success of the Johnsonville Ngā Ūranga corridor that will not 
be directly addressed by the project, as they are considered outside the scope. It is intended to 
collaborate and integrate with other projects where possible, to jointly realise benefits. This includes: 

• Streetscape works to support the redevelopment of Johnsonville Shopping Centre 

• Pedestrian/ cycle access and bus stop changes around the Centennial Highway/ Hutt Road/ 
Jarden Mile intersection (including the connection between Te Ara Tupua and the Hutt Road 
path) which form part of the TQHR project. 

• Improvements to alternative routes to the Gorge, including Wakely Road shared path, except at 
its interface with State Highway 1. 

• Improvements to the Johnsonville/ Moorefield Road roundabout 

• Poor cycle infrastructure on connecting routes, for example on Newlands Road and in the area of 
the Moorefield Road/ Bassett Road/ Middleton Road/ Helston Road roundabout, which may 
prevent some cyclists from accessing the project area.  

Some of the benefits of this project will therefore not be realised until future works are undertaken. This 
project can help to inform works outside its scope, hence the importance of managing interfaces and 
effectively communicating across them. A Working Group has been set up to ensure there is integration 
and collaboration across projects planned for Johnsonville over the next couple of years, that will impact 
on transport movements. 

4.8 Problems, Opportunities and Benefits 
4.8.1 Problem Statements 
The People-Friendly City Streets IBC identified three problem statements which guide all projects that 
form part of the programme. These are: 
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• Journeys are slow and less predictable, due to modes competing for space in constrained 
corridors, which is hindering the uptake of multimodal options further exacerbating poor safety 
and health outcomes along with declining transport levels of service 

• Wellington’s future transport system and places will become less accessible and attractive with 
growing demand for travel through, from, and in the central city threatening Wellington’s position 
as a great harbour city and the economic and cultural heart of the region 

• The attractiveness of public transport, walking and cycling relative to the private car is not yet 
sufficient to stimulate a step change in mode shift away from private vehicles. 

These problem statements apply differently to the various People-Friendly City Streets projects. As such, 
a separate set of problem statements has been derived for the Johnsonville/ Ngā Ūranga corridor using 
investment logic mapping (ILM). This has defined three problems to be addressed on the Johnsonville/ 
Ngā Ūranga corridor. These problem statements are as follows: 

• Problem 1: Poor walking and cycling connections result in an unsafe, and in some locations, 
hostile, environment 

• Problem 2: Lack of bus priority leads to congestion, which delays bus services, impacts 
efficiency and reliability, and limits mode share 

• Problem 3: Poor access to bus stops limit accessibility and prevents greater uptake of public 
transport while impacting economic vitality and sense of place. 

These problem statements are explored in further depth below. At present, data measures of amenity 
and pedestrian/ cyclist activity in the corridor is incomplete. However, there is observational and 
anecdotal evidence to define these problems in detail. It is intended that further data will be collected in 
order to fill this gap in understanding and support the economic case. 

4.8.2 Problem 1 Summary 

Problem: Poor walking and cycling connections result in an unsafe, and in some locations, 
hostile, environment. 

Causes 

• Both Johnsonville and Ngā Ūranga Gorge are constrained environments where 
several modes compete for space 

• State Highway 1 is a major highway carrying large volumes of high-speed traffic 
• Crossing points of State Highway 1 are few and a long distance apart 
• There are limited alternative routes between the northern suburbs and Wellington 

City. Active mode users have few route choices. 
• The State Highway 1 gradient is five degrees and the climb is three kilometres. 

This is the shortest climb of all route options to Johnsonville. 
• Two sections of the Ngā Ūranga shared path are less than one metre wide. It is 

not possible for pedestrians and cyclists to safely pass each other in these 
sections 

• Johnsonville is a major activity centre and transport interchange, leading to: 
o High traffic volumes 
o High density of access and intersections 
o Short time restrictions for on-street parking 

• The Centennial Highway/ Hutt Road/ Jarden Mile intersection has poor cycling 
infrastructure. This is within the scope of the Thorndon Quay and Hutt Road 
project but has an effect on cycling activity and behaviour within the Gorge. 
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Problem: Poor walking and cycling connections result in an unsafe, and in some locations, 
hostile, environment. 

• Placemaking, amenity and human experience are poorly integrated with the 
transport system 

Effect 

• Cycle routes are disconnected 
• Cyclists need to negotiate many accesses and intersections in Johnsonville 
• Cycling and walking infrastructure along State Highway 1 are narrow shared 

paths that provide little to no separation between vulnerable users and high-
speed vehicular traffic. 

• Cyclists and other devices (e.g. scooters) may travel at unsafe speeds down the 
Gorge 

• The steep and long gradient of the Gorge discourages use for uphill cyclists, 
although this is partially mitigated by the growing number of people using e-bikes 

• Narrow shared spaces may not be able to accommodate mobility-impaired users 
and an unsafe, low quality experience results in a narrower range of users in 
general. 

Consequences 

• Risk of death or serious injury to cyclists and pedestrians due to intermodal 
conflicts as a result of: 
o Complex vehicle movements crossing cycle routes 
o Cyclists and other modes losing control and potentially falling into the road 

due to gradients or striking other users or objects (e.g. bridge abutments) 
o Cyclists and pedestrians travelling in both directions on narrow shared paths 
o Cyclists may choose to ride on the road with vehicular traffic travelling at 

speeds up to 80 km/h on State Highway 1 
o Possibility of rockfall on path 

• Perceived safety risk and unattractive routes discourage cycling, which results in: 
o Reduced health benefits from active travel 
o More vehicular traffic, creating more delay and more emissions 
o Reduced benefit from other cycling investment, for example Te Ara Tupua 

project 
• Mobility-impaired users may be unable to reach destinations independently or 

need to take circuitous routes. Similarly, less confident and experience-motivated 
users (including those willing to accept slower travel times) are not encouraged to 
mode shift.  

 

There are a range of issues with cycling routes in the Johnsonville Triangle and the Ngā Ūranga Gorge. 
Active travel routes are narrow, disconnected and poorly separated from other modes, making active 
modes unattractive and creating safety issues. This leads to low take-up of active modes and increases 
the amount of vehicular traffic, which further escalates these issues. 

The Triangle is important for both movement and place, but they are currently in conflict rather than 
being integrated. The cycling network is disconnected, and users face regular interactions with vehicle 
movements in and out of accesses, intersections and on-street parking. The level of cycle infrastructure 
provided is variable. Broderick Road has cycle lanes over its full length (Figure 9). Cycle lanes are also 
provided along much of Johnsonville Road, but north of Broderick Road the road is lined with short-
duration on-street parking (e.g. P10 and P30). Observational surveys will be undertaken to determine 
parking turnover and utilisation. In two locations, on Johnsonville Road the cycle lanes become a shared 
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path, convoluting the trip for cyclists. Cycle infrastructure on Moorefield Road is disconnected, with 
shared path connections between Broderick Road and Wanaka Street and between Frankmoore Avenue 
and the roundabout at Johnsonville Road, but no cycle infrastructure through the bus interchange area at 
Waitohi Community Hub, where the road must be used instead (Figure 10). The effective width of the 
shared paths is narrow at several points due to the presence of street furniture and street signage. 

The gaps in the cycle network in the Triangle have both direct and indirect impacts on the amenity of 
these streets as public spaces and the pedestrians that use them. Where cycle routes enter areas of 
shared space, the likelihood of conflicts between the two modes increases. Pedestrians often do not 
expect footpaths to be shared with cyclists in environments that have high levels of commercial and 
social activity. In addition to injury risk from crashes, there are risks of interpersonal conflict that can 
render spending time in these spaces unpleasant. 

 

 

Figure 9 Painted cycle lanes on Broderick Road past on-street parking and frequent vehicle crossings 
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Figure 10 Poor on-road cycling environment through the bus interchange area in front of Waitohi 

All three of the Triangle roads have high traffic flows, each carrying in the range of 10,000 – 15,000 
vehicles per day. In peak hours, these roads are often heavily congested with long queues forming at 
intersections. Although there are cycle boxes in advance of the stop lines at most of these intersections, 
queued vehicles can limit cyclists’ ability to reach them. There is a safety risk to cyclists interacting with 
this level of traffic, given the high density of accesses and intersections and the high turnover of on-
street parking. Crash records from Waka Kotahi’s Crash Analysis System (CAS) between 2012 and 
2022 identifies 14 crashes involving cyclists in the Johnsonville Triangle, including two serious crashes. 
Frequent factors in these crashes were vehicles striking cyclists when turning left or changing lanes to 
the left, or right-turning vehicles failing to give way to on-coming cyclists. As cycle crashes are generally 
under-reported and there can be many near misses for every crash, this suggests considerable safety 
issues in the area. 

The IBC indicates that there is a medium level of service (LOS) gap for cycling in Johnsonville, based on 
the Danish LOS method. The existing cycle infrastructure is not sufficient for the level of activity and 
vehicular traffic in Johnsonville, which will only become more of an issue as the population of the 
northern suburbs grows and Johnsonville intensifies. Paneke Pōneke, the Bike Network Plan has 
targeted Johnsonville Road, Broderick Road and Moorefield Road as primary cycle routes, designations 
that are poorly aligned with the LOS that is currently provided. Waka Kotahi Cycle Network Guidance 
suggests that cycle lanes without physical separation from general traffic are not appropriate for roads 
with more than 10,000 vehicles per day, and Paneke Pōneke indicates a preference for cycle paths for 
roads with more than 5,000 vehicles per day. The shared path sections in their current form are also not 
appropriate for a suburban centre environment due to the impact to pedestrian activity. Addressing the 
cycle environment also provides an opportunity to enhance user experience and accessibility for 
pedestrians. 

Ngā Ūranga Gorge forms a markedly disparate environment from the Johnsonville Triangle, and this is 
evident in the cycling environment. Exiting Johnsonville, the urban fabric suddenly drops away and 
cyclists find themselves on narrow shared paths beside the high-speed, high-volume State Highway 1 
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carrying approximately 40,000 vehicles per day in each direction.. Proximity to traffic remains an issue, 
but it is no longer about navigating complex and unpredictable vehicular movements and is rather about 
maintaining separation from vehicles travelling up to 80 km/h traffic while negotiating a steep gradient 
and watching out for rockfall. The connectivity of the cycle network remains poor due to severance 
caused by State Highway 1, which only enables crossing at the top and bottom of the Gorge and at the 
Newlands interchange. 

The topography of the Gorge is a significant constraint to the provision of walking and cycling 
infrastructure. The narrow width of the corridor is primarily allocated to through traffic lanes, which leaves 
little space available for active modes. While there are bi-directional shared paths on either side of the 
state highway, these are well below the standard that is appropriate for either cyclists or pedestrians 
travelling next to a high-speed high-volume road. Ideally, bi-directional shared paths along an important 
cycle connection such as the Gorge should be 2.5 to 4.0 metres in width, as per Waka Kotahi Cycle 
Network Guidance. However, both paths are less than 2.0 metres wide over much of their length. 
Furthermore, no distance or protection, which is strongly recommended for high-volume, high-speed 
roads, is provided between the paths and the adjacent traffic lanes. The risk is increased as a result of 
cyclists reaching high speeds when travelling downhill and can be compounded by rockfall and landslip 
events. While events such as these have been relatively minor in the past, site visits have found that 
material can accumulate on the path as a result of even light rain, increasing the likelihood of cyclists 
losing control. The present infrastructure therefore creates an unsafe environment for cyclists and 
pedestrians.  

A summary of the current constraints, and recent improvements for cyclists within the Ngā Ūranga Gorge 
is provided in Figure 11. As noted, the recent improvements have only included minor works that have 
provided incremental benefit. There are still safety and severance issues along the improved sections. 

There are several locations where the cut slopes that line the corridor limit the shared paths to very 
narrow widths, in some cases less than 1.0 metre wide. Because the cut slopes rise steeply from the 
edge of the shared paths, this results in an even narrower effective width as cyclists cannot use the 
whole width of the path due to their handlebars extending out. This is most extreme on the western side 
of State Highway 1 beneath the North Island Main Trunk overbridge, where the shared path provides 
around 0.8 metres of width between the bridge abutment and the live traffic lane (Figure 12). This width 
is not much wider than many bicycle handlebars, creating a high risk of cyclists accidently striking the 
bridge abutment and veering into traffic. This width is also insufficient to provide passage for many 
wheelchairs and mobility scooters,and could create difficulties for prams or pedestrians carrying bags or 
other implements. Nor is it sufficient to enable cyclists or pedestrians to safely pass each other if they 
should meet while travelling in opposing directions. Even for a single unopposed pedestrian or cyclist, 
the experience of travelling on a narrow path with next to no clearance to a vertical wall on one side and 
State Highway 1 traffic on the other is extremely unpleasant. Other narrow locations include on the 
eastern side opposite Abattoirs Road, where rockfall fencing limits the path width, and on the off-ramp 
into Johnsonville, where the shared path width also drops below 1.0 metres and is subject to rockfall 
hazard. In 2018, media reported on a single-cyclist loss-of-control crash that occurred on a narrow 
section of shared path during the morning peak that left the cyclist in serious condition and resulted in 
the state highway being backed up. In media and public fora, cyclists have described the Gorge route as 
“precarious” and “sketchy”. Some cyclists have been observed to prefer riding with traffic rather than use 
the shared paths when travelling downhill, as their speed differential to the traffic is less. 
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Figure 11 Ongoing cycling improvements and existing constraints in Ngā Ūranga Gorge 

These risk factors create a low amenity environment for cyclists and pedestrians. In addition to safety 
concerns, trips along this corridor are made more unpleasant by the noise and air pollution produced by 
the high traffic volumes on the state highway. As a gorge lined with high bluffs, noise is amplified and air 
pollution is not as easily removed by wind.  

Ngā Ūranga Gorge is identified as a primary cycle route in Paneke Pōneke. However, the IBC indicates 
that there is a high LOS gap for cycling in the Gorge based on the Danish LOS Method. In their present 
state, the shared paths provide a low level of service for walking and cycling, particularly for safety. 
Between 2012 and 2022 there were 19 recorded crashes involving cyclists in Ngā Ūranga Gorge, 
including four serious crashes. Frequent factors in these crashes were vehicles turning left or changing 
lanes to the left, or cyclists losing control when achieving high speeds on the downhill gradient. As with 
the Johnsonville Triangle, there are likely many more unreported crashes and regular near misses. In 
particular, cyclist loss-of-control crashes are unlikely to be reported if no other parties are involved and 
injuries are minor. 
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Figure 12 Shared path on the western side of State Highway 1 under the North Island Main Trunk 

Despite the issues, cycle commuter surveys at the Centennial Highway/ Hutt Road/ Jarden Mile 
intersection indicate that the number of cyclists using the route averages more than 200 per weekday. 
Traffic camera footage from the pump station at Abattoirs Road shows 196 cyclists and 22 pedestrians 
travelling in the Gorge on 11 May 2022. Of these, 60 cyclists travelled southbound on the eastern side of 
the Gorge between 7am and 9am, and a further 60 cyclists travelled northbound on the western side of 
the Gorge between 4pm and 6pm. No cyclists were observed to travel northbound on the eastern side of 
the Gorge, although six cyclists were observed to travel southbound on the western side. Over the 
course of the day, four cyclists were observed using the traffic lane to travel downhill, and two cyclists 
were observed to be walking uphill while pushing their bicycles. 

Given the high safety risk within the Gorge, it is anticipated that latent demand for cycling is high and 
there may be many cyclists using alternative, less direct routes. An important alternative route that is 
used by some cyclists is the Wakely Road shared path, which is accessed a short distance up the Gorge 
and connects to the suburb of Newlands on the eastern side of State Highway 1 to Johnsonville. This 
path was recently upgraded by WCC and is marked as a secondary cycle route in Paneke Pōneke. This 
path has its own issues, as it is also steep, poorly surfaced (Figure 13) and is poor from a CPTED 
standpoint due to being isolated and dark at night. However, it is a popular route and is preferable to the 
Gorge for many pedestrians and cyclists, particularly those whose journey starts or ends in Newlands. 
The Ngā Ūranga Gorge shared path improvement project includes widening the shared path at the 
connection point to Wakely Road. It should be noted however, that there is currently no safe or legal way 
for people to cycle uphill to the Wakely Road shared path, though it is anticipated that many people do 
this.. There is no crossing from the west side of State Highway 1, and on-road sections of the downhill 
cycle route past Glover Street are clearly intended to be one-way – though there is no wayfinding 
signage to warn cyclists of this and nor is it clear where the one-way section begins and ends.  

Recent counts undertaken on the Newlands overbridge from camera footage over a 24 hour period 
showed 35 cyclists using the bridge to access Newlands. Only three cyclists were counted exiting 
Newlands towards the western side of the Gorge (noting that downhill cyclists tend to use the eastern 
side of the Gorge and also have the option to use Wakely Road). On the same survey day (11 May 
2022) 113 cyclists were counted cycling uphill in the Gorge, and 77 cycling downhill. This suggests some 
cyclists favouring Wakely Road for the journey to Wellington as opposed to using the Gorge, though 
these numbers may also include cyclists who have not taken the same route in both directions or taken 
their bicycle on a train or bus. 
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Another alternative route is the Ngaio Gorge, which though also steep and narrow, carries far less traffic 
than State Highway 1. However, this route involves significantly more elevation change than Ngā Ūranga 
Gorge (208 metres as opposed to 140 metres) and there are no shared paths available, forcing cyclists 
to ride on the road, thereby exposing them to risk of direct conflict with passing vehicles – particularly 
when travelling uphill due to the large speed differential.. Under WCC’s transitional cycleways 
programme, improved cycleways are proposed to be provided through Ngaio Gorge and to improve the 
connection between Ngaio and Johnsonville. 

 

Figure 13 Wakely Road shared path where it meets the Ngā Ūranga Gorge 

 

The present quality of walking and cycling connections in Johnsonville Triangle and the Gorge therefore 
make for unpleasant and unsafe journeys, ultimately making travel by active modes unattractive. This 
discourages cycling, impacting personal health and leading to more journeys by private vehicle and 
having a negative impact on emissions outcomes. This then has further impacts on the corridor as a 
public space. Increases in the number of private vehicles exacerbates severance and safety issues to 
pedestrians and cyclists, and results in additional noise and air pollution. These all make spaces 
unpleasant, reducing their attractiveness to pedestrians and public transport users as well. The impact to 
public transport users forms part of Problem 3. 

The poor quality of cycle connections also impacts the benefits provided by other cycling investment. For 
example, Te Ara Tupua, the walking and cycling link between Wellington and Lower Hutt passes the 
bottom of the Ngā Ūranga Gorge, but its benefit to residents of the northern suburbs is limited if they do 
not perceive there to be an attractive connection that can get them there. 
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4.8.3 Problem 2 Summary 

Problem: Lack of bus priority leads to congestion, which delays bus services, impacts 
efficiency and reliability, and limits mode share. 

Causes 

• Both Johnsonville and Ngā Ūranga Gorge are constrained environments where 
several modes compete for space 

• State Highway 1 is a major highway carrying large volumes of high-speed traffic 
• Limited West-East connectivity options forcing traffic onto the state highways 
• Signalised intersections in Johnsonville and the Centennial Highway/ Hutt Road/ 

Jarden Mile intersection do not provide bus priority 
• There is insufficient queueing space on the State Highway 1 exit to Hutt Road to 

allow buses to avoid congestion 

Effect 

• Congestion at signalised intersections 
• Lane blocking on State Highway 1 southbound 
• Delays to bus services, causing longer and less reliable journeys with greater 

travel time variability 

Consequences 

• Bus travel is perceived as less attractive than private vehicle travel, which 
discourages use of public transport and results in: 
o Reduced mode shift and a higher private vehicle mode share 
o Unfavourable emissions outcomes 
o Air quality impacts 
o Reduced benefit from other public transport investment 

• Socio-economic impacts to people and businesses affected by delayed bus 
journeys 

• Bus operators cannot predict how long journeys will take, limiting the service they 
can provide and overall system capacity 

• Vehicles may make undesired movements to bypass queueing, leading to further 
congestion 

 

The Bus Priority Action Plan (2019) identifies the Johnsonville/ Ngā Ūranga corridor as one of eight 
priority corridors for bus travel in Wellington. This plan identifies significant delays along Route 1 
between the Johnsonville bus interchange area and the Hutt Road intersection. Due to the impacts of 
COVID-19, travel patterns in Wellington, and particularly bus use, had not reverted to pre-pandemic 
levels as of March 2022, though the national half-price fare scheme that began on 1 April is likely to have 
increased patronage. The Bus Priority Action Plan congestion and delay data are thought to represent a 
more realistic scenario that current measurements on which to base the analysis within this strategic 
case. Therefore, the Bus Priority Action Plan, rather than more recent data, has been used for bus delay 
information except where otherwise stated. Figure 14 and Figure 15 quantify these delays in terms of 
travelling speed in the peak hours. 
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Figure 14 - Morning (8am-9am) inbound journey delays (WCC Bus Priority Action Plan) 

 

Figure 15 - Evening (5pm-6pm) outbound journey delays (WCC Bus Priority Action Plan) 

Within Johnsonville, where speed limits are currently set at 50 km/h, average speeds are less than 20 
km/h during both the morning and evening peak. These delays originate from various factors including 
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intersection delays, blocking of lanes and accesses by queueing traffic, and side friction from vehicles 
entering and exiting parking spaces and accesses. Because there is no bus priority infrastructure within 
Johnsonville, buses are caught in congestion. Further travel time data from April 2022 shows that 
journeys around the Triangle during the peak hour are slow (average speeds shown in Table 2), 
impacting the reliability of bus services that are caught in traffic. Complaints to WCC demonstrate 
instances of people who have been left waiting at Johnsonville bus stops for extended periods of time. 

Table 2 – Average peak travel speeds in Johnsonville Triangle (average of four weekdays, April 2022) 

Road AM PM 

Johnsonville Road south of 
Broderick 

Northbound: 15 km/h 
Southbound: 17 km/h 

Northbound: 9 km/h 
Southbound: 23 km/h 

Broderick Road between 
Johnsonville Road and 
Shopping Centre 

Eastbound: 13 km/h 
Westbound: 20 km/h 

Eastbound: 9 km/h 
Westbound: 12 km/h 

Broderick Road between 
Shopping Centre and Moorefield 
Rd 

Eastbound: 9 km/h 
Westbound: 17 km/h 

Eastbound: 12 km/h 
Westbound: 13 km/h 

Moorefield Rd Northbound: 23 km/h 
Southbound: 17 km/h 

Northbound: 15 km/h 
Southbound: 20 km/h 

 

On State Highway 1, bus journeys are impacted by congestion both inbound to Wellington City Centre 
and outbound in both the morning and evening peak. Congestion often originates at the Johnsonville 
Interchange and the Ngā Ūranga Interchange when joining and leaving the state highway but can extend 
back over a much longer distance, eventually leading to lane blocking. Delays are most significant 
inbound in the morning, where average speeds can be as low as 21-30 km/h over much of the length, 
well below the 80 km/h speed limit. As no bus priority is currently in place, buses are subject to the same 
delays as other vehicles and services become unreliable with significant travel time variability as a result. 

The congestion on State Highway 1 has many sources, and much of it is due to the volume of traffic that 
enters and exits at the Johnsonville and Ngā Ūranga interchanges. This is most evident inbound to 
Wellington in the morning peak, where vehicles exiting to Hutt Road can queue back onto the mainline 
state highway. Traffic camera footage from 11 May 2022 found that these queues can reach as far as 
Abattoirs Road and potentially further, as shown in Figure 16. While these queues were not observed to 
be consistent throughout the morning peak, several bus services were observed to experience delay as 
a result of them. A further source of delay is queueing at the Centennial Highway/ Hutt Road/ Jarden 
Mile intersection, particularly the left slip lane onto State Highway 2. Tranzurban and Mana/ Newlands 
have noted that bus drivers often move into the right lane when approaching the intersection to avoid 
queues in the left lane, before moving back into the left lane at the end of the queue. 

The proposed West-East link road (connecting State Highway 1 at Grenada to State Highway 2 at 
Petone), is expected to take some of the traffic turning left from State Highway 1 onto State Highway 2, 
which could reduce the left turn queue at the Hutt Road intersection. The reduction in queuing traffic will 
potentially reduce bus delays. This is likely to improve the efficiency and reliability of the bus services. 
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Figure 16 Queueing southbound towards the Hutt Road exit at 8:25am on 11 May 2022, demonstrating effects of congestion on 
bus services 

Congestion in Ngā Ūranga Gorge is highly variable and can propagate quickly if queues enter the 
mainline state highway. When this occurs, the congestion can be exacerbated by motorists attempting to 
avoid delays. For example, the Waka Kotahi Journey Manager has noted that drivers have been 
observed to attempt to bypass congestion on the mainline State Highway 1 by exiting for Newlands 
Interchange but then joining traffic entering the state highway from Johnsonville to re-join the mainline. 

Figure 17 and Figure 18 show average travel time and variability for the morning peak (inbound) and 
evening peak (outbound), respectively, as developed by the Wellington Bus Priority Programme 
Business Case. This is pre-pandemic data and therefore demonstrates the scale of the issue better than 
more recent travel time measurements. 
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Figure 17 – Average travel time and variability, morning inbound to Wellington City Centre (Wellington Bus Priority Programme 
Business Case) 

 
Figure 18 – Average travel time and variability, evening outbound from Wellington City Centre (Wellington Bus Priority 
Programme Business Case) 

Without bus priority infrastructure, buses are also much more likely to come into conflict with other 
vehicles. This can be observed in crash records in CAS for both Johnsonville Triangle and the Gorge. 
Between 2012 and 2022, there were 12 recorded crashes involving buses in the Johnsonville Triangle, 
one of which was serious. These crashes were mainly due to close quarters manoeuvring, for example 
collisions with parked vehicles and because of overtaking by buses or other vehicles. In the same period, 
there were eight recorded crashes involving buses in Ngā Ūranga Gorge. These were all minor injury or 
non-injury crashes and mainly occurred due to overtaking and lane change manoeuvres by buses or 
other vehicles. 

Discussions with bus operators have raised several further issues that impact their ability to keep 
services to schedule. These are summarised in Figure 19 and Figure 20. In Johnsonville, this includes a 
lack of stacking space for turns at intersections, lack of layover space at stops, and the presence of 
obstructions such as trees and building overhangs. In the Gorge, operators note that congestion can 
dissuade drivers from entering the Glover Street bus stop unless they see someone waiting – meaning 
users are sometimes missed. 
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Figure 19 - Summary of delay-related issues in Johnsonville raised by bus operators 

Bus operators also raised concerns about bus layover space that can be used between services. Ideally, 
layover spaces allow bus drivers to access amenities like toilets and places to eat or rest while also 
being situated within a short distance of route start points. At present, bus drivers layover on 
Johnsonville Road and Broderick Road, and operators have expressed a desire for these to be retained 
and improved. 



Johnsonville/ Ngā Ūranga Strategic Case  Page 36 

 

Figure 20 - Summary of delay-related issues in Ngā Ūranga Gorge raised by bus operators 

While travel times through the corridor are a considerable issue, it is bus travel time reliability and 
variability that has the greatest impact. This has an impact on both users and operators. For users, lack 
of bus reliability creates difficulty in planning their journey, wasting user time. This results in both a social 
cost and an economic cost to users, which further impacts the businesses that employ them and shops 
and services that may lose business as a result. The attractiveness of bus travel as a mode is therefore 
reduced, leading to increased use of private vehicles, which leads to further congestion and negative 
emissions and air quality outcomes. On the operator side, travel time variability means that operators 
need to build additional time into their timetables to account for potential delays. This limits the number 
of services that can be completed by each bus and driver, which reduces the capacity of the public 
transport system. Reduced capacity and under-utilisation of the public transport system reduce the 
benefits delivered by wider system investment and increases the cost of delivering public transport. 
Provision of bus priority also has the potential to provide co-benefits to cyclists and pedestrians.  
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4.8.4 Problem 3 Summary 

Problem: Poor access to bus stops limit accessibility and prevents greater uptake of public 
transport while impacting economic vitality and sense of place. 

Causes 

• Footpaths and crossings are poorly aligned with routes between bus stops and 
key destinations 

• Poor quality of footpaths, e.g. widths, placement of dropped kerbs, interfaces with 
vehicle crossings and intersections 

• Bus stops are poorly positioned, i.e. there are unpaired bus stops, or paired bus 
stops are located some distance away from each other 

• Crossing points of State Highway 1 are few and a long distance apart 
• Poor wayfinding signage indicating direction and distance to key destinations 
• Limited bus stop amenity infrastructure (e.g. shelters, benches, bins, cycle 

parking)  
• Placemaking, amenity and human experience are poorly integrated with the 

transport system 

Effect 

• Circuitous and indirect routing to access bus stops 
• Bus stop access is not intuitive and users are not provided with the information 

they need 
• Bus stops are less pleasant places to wait for a bus and do not contribute to a 

quality urban environment – suburban centre amenity and sense of place 
• Lack of paired stops reduces the viability of bus use as a travel mode in some 

locations 

Consequences 

• Reduced sense of place in Johnsonville impacts economic vitality and user 
experience 

• Bus travel is perceived as less attractive than private vehicle travel, which 
discourages use of public transport and results in: 
o Reduced mode shift and a higher share of private vehicles 
o Unfavourable emissions outcomes 
o Air quality impacts 
o Reduced benefit from other public transport investment 

• Equity impacts to transport disadvantaged public transport users 
 

Access to bus stops is dependent on accessibility and user experience at bus stop themselves, as well 
as the multi-modal links between bus stops and public transport users’ ultimate origin/ destination. These 
trips can be by any mode, but they generally involve some distance travelled on foot, even if it is only to 
access a waiting or parked car, or a bicycle. Though they often form only a small part of the overall trip, 
they can greatly affect travel choices if they do not meet expectations in terms of accessibility and user 
experience. The Public Transport Design Guidance published by Waka Kotahi describes these 
connections as “critical to a viable and enjoyable public transport journey experience”. 

Currently, many of the bus stops on the Johnsonville/ Ngā Ūranga corridor are poorly connected to the 
wider pedestrian network. This discourages the use of bus services and increases the use of private 
vehicles, which compounds the issues discussed in Problem 2. Records of complaints received by WCC 
show concern about interactions between bus stop users and other modes, confusion around which bus 
stops serve which routes, and insufficient infrastructure to support journeys by disabled, mobility-
impaired and visually impaired users. Figure 21 shows the 400-metre walking catchments for bus stops 
in the Triangle and the Gorge. While bus stops in the Triangle provide good coverage of the major 
activity area, which is relatively compact, this masks the accessibility issues that are present. The bus 
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coverage in the Gorge is inconsistent and there are businesses that are outside the catchment of any 
bus stop. 

 

Figure 21 Walking catchment of bus stops in Johnsonville Triangle and Ngā Ūranga 

The locations of bus stops in Johnsonville relative to key destinations are shown in Figure 22. A 
summary of the current issues with access to bus stops is as follows: 

• The “Johnsonville Road at Disraeli Street” and “Johnsonville Road (near 147)” bus stop pair are 
not opposite each other, instead being separated by approximately 145 metres. The only 
crossing options around these stops are the Broderick Street signals and the Corlett Street/ 
Fraser Street signals 

• The “Johnsonville Road (Opposite Shopping Centre)” stop is located mid-block with the nearest 
crossings being 40 metres to the north and 100 metres to the south. Though it is unpaired, this is 
because the bus services that use it travel around the Triangle in a one-way loop 

• The Johnsonville bus interchange area is an interim solution developed as a part of the Waitohi 
community hub and is anticipated to be enhanced as a part of the bus/ rail improvements being 
investigated by WCC. 
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Figure 22 - Johnsonville bus stops and key destinations 

 

In the wider area, the placement of crossing points and footpath quality does not allow all key 
destinations to be reached using a relatively direct path over high quality infrastructure. There are many 
locations within the Triangle where footpaths are either narrow or partially obstructed. 

The locations of bus stops in Ngā Ūranga Gorge and some of the main issues raised by bus operators 
are shown in Figure 23. A summary of the current access to these bus stops is as follows: 

• The “Ngauranga Gorge (Kiwi Point)” bus stop is located on State Highway 1 outside the Abattoirs 
Road/ Stock Route access and is unpaired. Only northbound bus services can therefore be 
accessed in this location. The nearest stop to access southbound services are at Newlands 
Interchange, 1.1 kilometres to the north. However, if it is desired to access the high-frequency 
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Route 1, then these can only be accessed at Johnsonville and Ngā Ūranga interchange. 
Furthermore, this bus stop is highly exposed and lacks a shelter or any other amenity 
infrastructure (Figure 24). Bus operators have also noted that this stop is difficult for bus drivers 
to access due to awkward manoeuvring off State Highway 1 onto Abattoirs Road and into a slip 
lane. 

• The “Newlands Bus Depot” bus stop pair is located on Newlands Road to the east of Newlands 
Interchange. The 2022 shared path upgrades will add an uncontrolled crossing point on 
Newlands Road approximately 115 metres to the west of these bus stops. To the east, the 
nearest crossing is 650 metres up Newlands Road. The eastbound stop does not currently have 
a bus shelter. 

• “The Centennial Highway at Glover Street” and “Ngauranga Commercial Centre” bus stops can 
be considered to form a pair but are in fact several hundred metres apart on Centennial Highway. 
The nearest crossing facilities for these stops are at the Hutt Road intersection, which are of poor 
quality. However, they are proposed to be improved by the Thorndon Quay and Hutt Road 
project. Nevertheless, this is several hundred metres away. Passengers wishing to connect to 
Hutt-bound bus services from services travelling down the Ngā Ūranga Gorge at the Hutt Road/ 
Ngā Ūranga interchange must exit at the “Ngauranga – Hutt Road” bus stop, then make two 
crossings (including an uncontrolled crossing of the left slip lane to Hutt Road) to access the “Hutt 
Road at Centennial Highway” stop on the northern side of Hutt Road. Bus operators have noted 
frequent requests by passengers to be dropped off at the traffic signals at the bottom of 
Centennial Highway to avoid this manoeuvre. 
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Figure 23 - Ngā Ūranga Gorge bus stops and main issues raised by bus operators 

Furthermore, there are poor connections between the bus stops at the bottom end of the Gorge and 
other onward routes. These connections include to bus stops serving Route 83 that runs on Hutt Road 
and State Highway 2, and to Ngauranga Railway Station on the Melling and Hutt Valley lines. These 
connections are impacted by poor pedestrian crossings at the Centennial Highway/ Hutt Road/ Jarden 
Mile intersection. While this intersection is outside the scope of this project, it is within the scope of the 
Thorndon Quay and  Hutt Road project, making communication between the two projects essential to 
ensure any changes address the problems of both projects. Away from the intersection, there are parts 
of these connections that do fall within the scope of the Johnsonville/ Ngā Ūranga project. 

 

Figure 24 "Ngauranga Gorge (Kiwi Point)" bus stop showing lack of amenity infrastructure 

In general, the pedestrian network provides poor access between bus stops and nearby destinations. 
For many trips to access bus stops, it will be necessary to go a long distance out of the way to cross the 
road. Many bus stop pairs are some distance from each other, which may not be intuitive to users who 
are not already familiar with the area. Apart from the recently upgraded Johnsonville bus interchange 
area, little wayfinding information is currently provided that would enable bus users to find bus stops or 
their destinations. While there is limited general wayfinding signage for walking and cycling in the Ngā 
Ūranga Gorge, these do not combine directional and distance information in the same locations and are 
in some cases vague as to the routes they are indicating (Figure 25). 
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Figure 25 Example of wayfinding signage on Johnsonville interchange on-ramp in the Gorge 

Finally, many of the bus stops lack amenity infrastructure to make bus stops attractive places to wait, 
such as shelters, benches and bins, and they lack nearby secure cycle parking that would encourage 
journeys to access bus stops by bicycle. Bus stop connections and the bus stops themselves therefore 
provide a poor level of amenity for public transport users in terms of accessibility and user experience. 
Furthermore, many of these stops and connections do not perform well from a Crime Prevention 
Through Environmental Design (CPTED) standpoint due to design limiting surveillance. 

The time spent at a bus stop and the trips to or from a bus stop are equally part of a bus journey as the 
time spent on a bus. Poor connections therefore limit the attractiveness of bus travel, resulting in poor 
uptake of public transport and increasing dependence on private vehicle travel. As these connections 
become associated with the destination as well as the journey, they have an even more significant 
impact on attractiveness of bus services than time on the bus by limiting the wider sense of place and 
amenity of the area. 

Poor infrastructure to enable access to bus stops also has disproportionate impacts on transport 
disadvantaged users, who may not have other travel options available to them. This means that these 
users may be forced to endure discomfort and inconvenience where other users would simply change 
modes. In some cases, it can mean the difference between a transport disadvantaged user travelling at 
all. This makes travelling inequitable and can severely impact quality of life.  

4.8.5 Benefits 
Four primary benefits have been identified that can be achieved by addressing the three identified 
problems of the Johnsonville/ Ngā Ūranga project. These benefits are as follows: 

• Improved cycle and pedestrian safety 

• More people chose to cycle 

• A faster and more reliable bus system 

• A more accessible bus system. 



Johnsonville/ Ngā Ūranga Strategic Case  Page 43 

Table 3 demonstrates how these benefits relate to the problems and proposes KPIs to be used to 
measure success. 

Table 3 - Project problems, benefits and KPIs 

Problem Benefit KPIs 

Problem 1: Poor walking and 
cycling connections result in an 
unsafe, and in some locations, 
hostile, environment. 

Improved cycle and 
pedestrian safety 
and amenity 

KPI 1: Percentage of route with safe 
cycle infrastructure. 
KPI 2: Cyclist feedback. 
KPI 3: Measures of urban amenity 
(specifics to be confirmed) 

More people chose 
to cycle KPI 4: Forecast new cycle trips. 

Problem 2: Lack of bus priority 
leads to congestion, which delays 
bus services, impacts efficiency and 
reliability, and limits mode share. 

A faster and more 
reliable bus system 

KPI 5: Bus average travel time. 
KPI 6 Bus travel time reliability 
KPI 7: Customer satisfaction 
KPI 8: System occupancy 

Problem 3: Poor access to bus 
stops limit accessibility and prevents 
greater uptake of public transport 
while impacting economic vitality and 
sense of place. 

A more accessible 
bus network 

KPI 9: Bus stop boardings 
KPI 10: Passenger feedback 
KPI 11: Measures of urban amenity for 
bus stops (specifics to be confirmed) 

 

4.8.6 Opportunities 
The following opportunities have been identified to enhance the Johnsonville/ Ngā Ūranga project and 
other interfacing projects. 

• There is an opportunity to recognise the area’s significance to mana whenua. Within the Ngā 
Ūranga Gorge is Waitohi stream and its tributaries, which is currently not visually prominent 
(Figure 26). The site of Ngā Ūranga Pā near the stream at the bottom of the Gorge is linked to 
important ancestors including Te Wharepōuri and Honiana Te Puni. The name of the Gorge itself 
is often anglicised to ‘Ngauranga’and there is an opportunity to restore its correct spelling which 
has started with the change to the name of this project. There is also a connection to the Te Ara 
Tupua narrative around the formation of the harbour, Te Whanganui a Tara, with the Tupua 
Whātaitai, throwing himself off the west side creating Ngā Ūranga in his wake. There may be an 
opportunity to link amenity improvements through placemaking and wayfinding to tangible 
expression of mana whenua values. 

• The project will look for opportunities to bring the LGWM mana whenua values to life, for 
placemaking and to increase urban green infrastructure. 

• Stride Property is planning to redevelop the Johnsonville Shopping Centre, which could include 
changes to streetscapes. There is an opportunity for the Johnsonville/ Ngā Ūranga project to 
enable and future proof for this project, including shaping the underlying framework of the 
streetscape improvements. There may also be an opportunity to improve bus layover facilities 
within the development. At minimum, this would help to avoid sunk costs in the future.  
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• There is an opportunity to fast track the selection of the preferred option for Johnsonville/ Ngā 
Ūranga using tests, which can help to trial the effect of proposals by installing temporary 
infrastructure over one or two days. 

 

Figure 26 Existing Waitohi stream environment 

4.9 Investment Objectives 
The People-Friendly City Streets programme identifies four investment objectives that all projects are 
working towards. Each project is independently weighted towards the first three investment objectives, 
with the fourth being an outcome of the first three objectives. Therefore, the fourth investment objective 
has not been weighted as it largely comes about as a result of investment objectives 1 through 3 being 
achieved. This methodology is consistent across People-Friendly City Streets projects. The investment 
objectives and their weightings for this project are shown in Table 4. 

Table 4 – Investment objectives 

Objective Description Johnsonville/ Ngā Ūranga 
project weighting 

Investment objective 1 

Create a more people friendly and 
liveable city with attractive streets and 
places where people can move safely 
and easily when walking and cycling 

30% 

Investment objective 2 

Reduce reliance on private vehicle trips 
by making strategic PT corridors safe, 
more efficient and reliable, with easy 
connection points 

35% 
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Investment objective 3 
Reduce reliance on private vehicle trips 
by creating connected, safe and 
efficient access by bike 

35% 

Investment objective 4 

Create a low carbon future transport 
system which is more resilient, supports 
growth and is adaptable to disruption by 
providing safe and attractive transport 
choices. 

Outcome objective 

4.10 The Case for Change 
Johnsonville is one of the larger suburban centres in Wellington City. It is a primary employment and 
shopping destination for the northern suburbs and an important transport interchange with rail and bus 
connections. Considerable residential growth has taken place in the northern suburbs since 2013, and 
further growth is projected over the next several decades. To support this, the WCC Spatial Plan targets 
heavy intensification to develop Johnsonville into a metropolitan centre. This will increase travel demand 
within Johnsonville and throughout the wider area, in particular for travel to and from Wellington City 
Centre. 

At present, travel from Johnsonville, Tawa, Porirua and beyond to Wellington City Centre is highly 
dependent on rail and road, with other modes being used for only a minority of trips. Future travel 
demand is likely to further stress these modes. The road network is already congested during peak 
periods, with vehicles being subjected to significant delays on State Highway 1 through Ngā Ūranga 
Gorge and within Johnsonville Triangle. This congestion is likely to be exacerbated by population growth. 
As there is minimal bus priority through Johnsonville and the Gorge, bus services are already impacted 
by congestion, resulting in delays and, most critically, poor reliability, which affects the operators’ ability 
to provide the service and has a socio-economic impact on bus users and the businesses that depend 
on them for employ and custom. This decreases the attractiveness of bus travel as a mode. 

Bus travel is further affected by poor quality   connections to bus stops. Within Ngā Ūranga Gorge, stops 
are not easily accessed due to limited road crossings, which necessitate circuitous or unsafe routes for 
pedestrians and cyclists aiming to reach them. In Johnsonville, crossings and footpaths are not provided 
in a way that enables attractive and direct routes between bus stops and key destinations. By not 
enabling attractive access to bus stops, the attractiveness of bus travel is again decreased. 

The roads that form the Johnsonville/ Ngā Ūranga corridor have been designated as primary cycle 
routes to reflect that they are key routes that require high quality facilities to enable increased uptake of 
cycling. However, the cycle network includes some key gaps that render these routes unattractive. Many 
sections of these routes do not provide a standard of cycle infrastructure that users would perceive to be 
safe. Cyclists (and by extension, pedestrians, as many routes are shared) must deal with a range of 
complex vehicle movements, and the result is an identifiable trend of cyclists coming into conflict with 
vehicles. In Ngā Ūranga Gorge, cyclists must travel on narrow, shared paths adjacent to the high-speed 
(80 km/h), high-volume State Highway 1. The gradient of these paths and pinch point locations create a 
risk of cyclists falling into the road. As vulnerable users, there is a high probability of cyclists and 
pedestrians suffering serious injury or death if they come into conflict with vehicles. 

Throughout the corridor, amenity is an overarching issue for the highest priority modes of walking, 
cycling, and public transport. A sense of place is lacking from many sections of the corridor, and 
combined with safety, connectivity, and wayfinding issues this creates a poor user experience that 
impacts the attractiveness of travel by these modes. Though improving access and amenity for 
pedestrians is not the focus for this corridor, it forms part of the overall People-Friendly City Streets 
programme objectives and is an element that will be considered as part of improving bus stop access. 
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The project provides significant opportunity to address issues in the pedestrian network and achieve co-
benefits as a part of a multi-modal approach.  

There is therefore a need to improve transport connections for public transport and cycling to enable 
mode shift and improve the safety of vulnerable users. To achieve this, it is necessary to consider multi-
modal conflicts and priorities to integrate movement and place in the corridor. This will provide manifold 
benefits including reductions to vehicular emissions, improvements to Johnsonville’s identity, value to the 
community and economic vitality, and improvements to health and well-being. It will help to maximise the 
benefit from other public transport and cycling investment and enable the necessary growth in the 
northern suburbs.  

It is recommended that the economic case develops and assesses options to: 

• Upgrade cycle infrastructure in Johnsonville along Johnsonville Road, Broderick Road and 
Moorefield Road that is supported by intersection treatments and connect to the wider cycling 
network. 

• Improve the shared paths in the Ngā Ūranga Gorge to provide greater width and safe 
segregation from State Highway 1 traffic. 

• Provide bus priority measures at key locations throughout the project area, including at 
intersections and at locations where queueing commonly occurs. 

• Improve access to bus stops in the Johnsonville/ Ngā Ūranga project area. This could include 
changes to footpaths and crossings, relocation of bus stops, and upgrades to bus stop 
environments 

• Improve wayfinding and amenity for walking, cycling, and public transport throughout the project 
area. 
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Appendix A –ILM Cause/ Effect Analyses 
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Figure 27 Ngā Ūranga Interchange Cause/ Effect Analysis



 

 

 

 

Figure 28 Public Transport – SH1 Centennial Highway Cause/ Effect Analysis 

 

 



 

 

 

 

Figure 29 – Public Transport – Johnsonville Triangle Cause/ Effect Analysis 

 



 

 

 

 

Figure 30 Cycling – Johnsonville Triangle Cause/ Effect Analysis 

 



 

 

 

 

Figure 31 Cycling and Walking - Ngā Ūranga Cause/ Effect Analysis 
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