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Programme Report overview 

 

What is the Programme Report for Public Engagement? 

The Programme Report presents a cohesive and integrated programme-level view. This 

programme report, written in advance of public consultation in November 2021, includes the 

results of the economic evaluation. The Programme Report is designed to include sufficient 

technical detail, but remain high-level enough to be accessible and digestible, given it forms 

components of the public consultation material.  

What isn’t it? 

The Programme Report is not a refreshed Programme Business Case and does not duplicate 

existing work that has been undertaken. The Report is not a mechanism to solve package-level 

issues, and its focus is at the programme level. The Programme Report is also not the engagement 

material itself.  

The focus of the economic evaluation is on transport benefits. Wider benefits relating to urban 

form and liveability, climate change, and social objectives, are not currently included as part of the 

economic evaluation. Urban development, as well as other wider benefits, are an important part of 

LGWM and the Programme is continuing to undertake analysis to better understand these benefits.  
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1 The opportunity to transform 

Wellington 

1.1 Introduction 

 Let’s Get Wellington Moving is an initiative between Wellington City Council, Greater Wellington 

Regional Council and Waka Kotahi New Zealand Transport Agency, together with Mana Whenua 

partners Taranaki Whānui ki Te Upoko o Te Ika and Ngāti Toa.
1

 Let’s Get Wellington Moving seeks 

to deliver an investment that supports Wellington’s aspirations for how the city and region looks, 

feels and functions.  

 The Programme has undertaken substantial planning, analysis, and consultation since its official 

inception in 2016. A draft Programme Business Case was released in 2019, summarising the 

integrated transport planning completed between 2015 and 2018, and identifying a preferred 

way forward for Wellington’s transport network.
2

 Let’s Get Wellington Moving is also developing 

several Indicative Business Cases and Single-Stage Business Cases for key Programme 

components. 

 Since the Programme Business Case, the need for a refreshed programme-level view has become 

apparent to reflect policy changes, new regional and city plans, and the Programme’s progress. 

As a result, the Programme has developed the Programme Report for Public Engagement to bring 

together package-level and cross-programme work, and synthesise what key changes in the 

strategic landscape mean for the Programme.  

1.1.1 Scope of Let’s Get Wellington Moving 

 Let’s Get Wellington Moving’s scope is to deliver a transformative, city-shaping investment 

focused within Wellington city. 

 The Programme’s geographical scope extends from Ngauranga Gorge to Miramar, including the 

Wellington Urban Motorway and connections to CentrePort, central city, Wellington Regional 

Hospital and Wellington International Airport.
3

 A number of core multi-modal corridors 

connecting the central city with suburbs to the north, south, east and west are also covered by 

parts of the Programme.  

 While the geographic scope defines where Let’s Get Wellington Moving’s investment and 

implementation will be focused, integration with the wider regional transport system is vital, as 

many journeys start and finish outside the Programme’s focus area. This includes trips from the 

region to Wellington’s central business district as the region’s employment hub, and through the 

central city to access important regional destinations like the port, hospital, and airport.  

 Let’s Get Wellington Moving’s scope covers a range of transport modes, and considers how the 

city has and could continue to develop alongside its transport system.
4

 Let’s Get Wellington 

Moving will impact journeys within the city, and to and from the wider region, but will not itself 

deliver infrastructure improvements across the region. These will be delivered by other projects, 

such as regional rail investment, upgrades to the ticketing system, new cycle ways, Te Ara Tupua 

shared path, bus network improvements, and developments to State Highway 58 (which connects 

the Hutt Valley to Porirua).
5

  

 

1

 LGWM, (n.d.), About us, https://lgwm.nz/about/about-us/ 

2

 LGWM, (2019), PBC Report, https://lgwm.nz/assets/Documents/Programme-Business-Case/LGWM-PBC-Report-21-June-2019-

Draft.pdf 

3

 GWRC, (2021), Draft Wellington RLTP 2021, https://haveyoursay.gw.govt.nz/65294/widgets/323162/documents/194256 

4

 LGWM, (n.d.), About us, https://lgwm.nz/about/about-us/ 

5

 GWRC, (2021), Draft Wellington RLTP 2021, https://haveyoursay.gw.govt.nz/65294/widgets/323162/documents/194256 
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 Significant progress has been made since Let’s Get Wellington Moving’s inception, and some 

elements of the Programme are being delivered earlier. However, other work is being 

progressively sequenced over the coming years and will be coordinated with other activity across 

the city to manage disruption.  

1.1.2 Vision and objectives 

 The Programme has developed a vision for Wellington, based on transport and urban design 

principles identified through stakeholder and community consultation in 2016, and the 

Programme Partners’ priorities for the region’s future. Let’s Get Wellington Moving’s vision is:
6

 

“A great harbour city, accessible to all, with attractive places, shared streets,  

and efficient local and regional journeys.” 

 To realise this vision, the Programme needs to move more people with fewer vehicles.  

 Let’s Get Wellington Moving has developed a set of investment objectives based on public 

consultation and the Partners’ priorities for the region’s success. The investment objectives have 

been updated to reflect key changes in the strategic context since they were set out in the 

Programme Business Case, such as the growing housing problem facing the city and region. Each 

investment objective has been assigned a weighting, as shown below. Let’s Get Wellington 

Moving aims to deliver a transport system that:
7

 

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

vehicles (carbon emissions and mode shift) (40%) 

• Enhances urban amenity and enables urban development outcomes (liveability) (20%) 

• Provides more efficient and reliable access for users (access) (15%) 

• Improves safety for all users (safety) (15%) 

• Is adaptable to disruptions and future uncertainty (resilience) (10%) 

1.1.3 Policy context 

 New Zealand’s population has grown strongly since 2013, largely driven by net migration.
8

 This 

has contributed to the strong economic growth the country has experienced in recent years. The 

New Zealand economy has weathered the impact of Covid-19 better than many other countries to 

date, and the country is continuing to navigate these uncertain times. However, New Zealand is 

grappling with a number of challenges. House prices have risen sharply since 2019, with housing 

becoming unaffordable for many – especially in Auckland and Wellington. The impacts of climate 

change are already damaging ecosystems with significant economic, social, and environmental 

consequences.
9

 These early impacts are all the more reason to look to a zero-carbon future.
10

 

 Central and local Government policy has developed within, and is responding to, this context. 

Commitments to address these issues include the enactment of the Climate Change Response 

Amendment Act in 2019, introduction of the National Policy Statement on Urban Development in 

2020, as well as finalisation of the Wellington Regional Growth Framework and Wellington 

Regional Land Transport Plan in 2021. This means the wider policy and planning environment 

Let’s Get Wellington Moving sits within has evolved since the Programme began in 2016. Let’s 

Get Wellington Moving has not remained static in response; instead, its direction and focus has 

shifted to reflect New Zealand’s current priorities. 

 

6

 LGWM, (n.d.), Our Vision, https://lgwm.nz/about/our-vision/ 

7

 LGWM, (2021), Revised LGWM objectives and proposed weightings – Draft GWRC Report 

8

 Statistics New Zealand, (2020), New Zealand’s population passes 5 million, https://www.stats.govt.nz/news/new-zealands-

population-passes-5-million 

9

 WCC, (2019), Te Atakura: First to Zero, https://www.zerocarboncapital.nz/assets/Modules/DocumentGrid/J008785-Zero-

Carbon-Plan-final-WEB.PDF 

10

 WCC, (2019), Te Atakura: First to Zero, https://www.zerocarboncapital.nz/assets/Modules/DocumentGrid/J008785-Zero-

Carbon-Plan-final-WEB.PDF 
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 Detail behind key changes in the policy environment relevant to Let’s Get Wellington Moving is 

provided in Appendix 1: LGWM and the policy environment.  

1.1.4 Since the Programme Business Case 

 Since the Programme Business Case was released, Let’s Get Wellington Moving has defined and 

progressed a three-year delivery programme. Safer Central City Speeds were implemented in July 

2020, reducing the speed limit to 30 km/hour on most inner-city streets.
11

  

 In December 2020, a Programme Health Check was completed to understand the building blocks 

needed for the successful delivery of Let’s Get Wellington Moving.
12

 One of the Health Check’s 

recommendations was for the Programme’s investment objectives to be reconfirmed, to ensure 

the objectives reflect key changes in the strategic landscape. This work was undertaken in early 

2021.  

 Through the development of the Indicative Business Cases in 2020 and 2021, more information 

is now known about some of the notable interventions in the Programme. A good example of 

this is the consideration of mass rapid transit. At the Programme Business Case stage, the 

proposed mass rapid transit route in the Recommended Programme of Investment and the 

Indicative Package followed a single spine: starting at the train station, travelling via the Quays 

and an interchange at Courtenay Place, through the Basin Reserve, to the Hospital and Newtown 

and, from there, on to Kilbirnie, the airport and Miramar.  

 Since then, further work to investigate likely mass rapid transit speeds in the Wellington city 

context, and development feasibility constraints in the south and east, showed the Programme 

Business Case route for mass rapid transit was unlikely to deliver faster journeys from the 

airport, nor optimise development potential and new housing capacity associated with 

investment in mass rapid transit. As a result, the potential route and stop locations for mass 

rapid transit are being worked through to understand how to optimise the development potential 

unlocked by investing in mass rapid transit. 

 During 2021, the Programme’s decisions have begun to take shape. A preferred option for the 

Golden Mile has been selected. The Programme is also undertaking consultation throughout 

2021 on other elements of the three-year delivery programme, including Thorndon Quay and 

Hutt Road, the Cobham Drive Crossing and State Highway 1 Safer Speeds. 

 In November 2021, public engagement will be undertaken on Programme options including mass 

rapid transit, improvements to State Highway 1 at the Basin Reserve and Mt Victoria Tunnel, and 

travel demand management pricing. The outputs of public engagement will inform an Indicative 

Business Case for these key elements of the Programme, and the post-consultation update of 

this Programme Report.  

1.2 Strategic context 

 Wellington is New Zealand’s vibrant, compact, fast-growing capital city; the country’s centre of 

Government; and a hub for high-skilled jobs and creative industries. The city is also an economic 

powerhouse, generating 66% of the region’s gross domestic product.
13

 Wellington has 

experienced strong economic and population growth in recent years, as more and more people 

have been drawn to the high quality of life the city can offer.   

 

11

 LGWM, (n.d.), Three-year programme, https://lgwm.nz/our-plan/three-year-programme/ 

12

 LGWM, (2021), Health Check, https://lgwm-prod-public.s3.ap-southeast-2.amazonaws.com/public/Documents/LGWM-final-

report-December-2020.pdf 

13

 Ministry of Business, Innovation and Employment, (2021), Modelled Territorial Authority GDP 2021 release, 

https://www.mbie.govt.nz/business-and-employment/economic-development/regional-economic-development/modelled-

territorial-authority-gross-domestic-product/modelled-territorial-authority-gdp-2021-release/ 
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 But this growth has not come without consequences. The region’s infrastructure is under strain, 

evidenced by increasingly limited housing stock, a series of burst water and sewage pipes, 

worsening congestion on its roads, and public transport approaching capacity. The need to curb 

emissions will only continue to grow, given the need to meet climate change obligations and the 

Wellington region’s vulnerability to the effects of climate change.
14

  

 While Let’s Get Wellington Moving is at its core a transport programme, it is also a catalyst for 

transforming the city, building on and enhancing its natural assets and character, and giving 

people safe and easy options to move around. 

 Investing in the city’s transport network will help to address these challenges, delivering a range 

of transport benefits. Potential benefits include a contribution to reduced carbon emissions, 

more efficient and reliable access across a range of transport modes, improved safety and 

resilience, as well as enhanced urban development and urban amenity. 

1.2.1 The opportunity for transformation  

 The scale of development and urban transformation required in Wellington to accommodate the 

city’s forecast growth is huge. It will change the face of the city. The vision for Wellington is one 

where more people can live in the city – in the central business district and its suburbs – with 

access to active and public transport options that allow them to get around, live their lives and 

get to work without reliance on private, single occupancy vehicles.  

 In the central city, high-density housing centred around mass rapid transit stations will help 

accommodate the projected growth of the city. Key mass rapid transit stations will form the 

foundation for not just housing, but also employment; education; shops; community, cultural 

and recreational facilities; and health and social services. Once in the central city, safer speed 

limits, improvements to intersections, and fewer private vehicles on the road, will make it easier 

for pedestrians, cyclists, and those using public transport to get around. This type of 

development will be important to accommodating growth, ensuring the city is liveable and easy 

to move around, and enabling people to live an active and low-emissions lifestyle.  

 Supporting this urban form and liveability, will be city infrastructure capable of coping with, or 

adapting to, forecast growth and risks posed by natural disasters and climate change. Three 

waters and utilities infrastructure must respond to the city’s changing urban form and projected 

growth. A shift towards medium and high-density housing will fundamentally change the urban 

form of the city, and Wellingtonians’ lifestyles. With more people living in apartments, additional 

and improved shared open and green spaces will be needed. In addition to improved transport 

and utilities, new social infrastructure, including schools, healthcare, and sports and community 

facilities, will be needed to support the projected growth. New ways of providing social 

infrastructure could be explored, like central city schools taking advantage of local community 

and cultural facilities such as libraries and marae. This would allow them to exist on smaller 

footprints and connect better with the wider city.  

1.3 The path to transforming Wellington 

 The Programme has undertaken a comprehensive options assessment process to shape up and 

determine options which meet Let’s Get Wellington Moving’s investment objectives and 

affordability threshold. The Programme will take four options through to public engagement.  

 The Do Minimum option has been used to assess ‘what will the outcome be if we don’t take 

action?’ This provides a point of comparison to understand what would be achieved, and what 

benefits would be realised, by investing and implementing each option.  

 

 

14

 WCC, (2019), Te Atakura: First to Zero, https://www.zerocarboncapital.nz/assets/Modules/DocumentGrid/J008785-Zero-

Carbon-Plan-final-WEB.PDF 
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 Under the Do Minimum case, safer central city speeds, implemented by Let’s Get Wellington 

Moving, are already in place and the individual Partner organisations continue with planned 

initiatives as part of their business as usual operations including: regional State Highway 

improvements and rail upgrades, increased bus capacity and integrated ticketing for public 

transport, and improvements to active mode infrastructure. 

 Without further investment in Wellington’s transport network, a range of factors are forecast to 

worsen, including an increase in vehicle kilometres travelled in the central business district, 

demand outstripping public transport capacity, and longer and more unreliable public transport 

journeys. 

1.3.1 Options for transforming Wellington 

 Figure 1 below outlines the components of the Programme. Some elements of the three-year 

programme are common to all shortlist options. The medium to long-term elements of Let’s Get 

Wellington Moving are the key differentiators between the Programme options.   
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Figure 1: Description of Programme components 

  

 

 

1.3.2 Travel demand management  

 Investment in transport infrastructure alone won’t necessarily deliver the travel behaviour change 

Let’s Get Wellington Moving is seeking to achieve. Alongside transport infrastructure investment, 

travel demand management can be a useful tool to influence travel behaviour and choices.  

Source: Programme Shortlist Options Report, Engagement Programme Options Board Paper 
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 Travel demand management approaches can be applied to encourage behaviour change and 

mode shift away from single-occupancy vehicles to either public transport or active modes, 

supporting the Programme’s objectives to reduce reliance on private vehicles, increase mode 

shift and reduce carbon emissions.  

 Travel demand management approaches can be applied to the shortlisted Programme options 

for two purposes: to support the long-term achievement of the Programme’s benefits, and to 

support the smoother delivery during construction. 

 As key decisions around travel demand management are being worked through, it has not yet 

been assessed as part of the Programme economic evaluation, which is summarised on page 14. 

1.3.3 Determining Programme options for public engagement 

 Figure 2 outlines the options evaluation process the Programme has undertaken to determine 

options for public engagement.  
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Figure 2: Process to develop options for public engagement 

 

 

 

Source: Engagement Programme Options Board Paper, Summary – Business Case Option Evaluation Process 

Evaluated Programme shortlist options

Through additional multi-criteria analysis, identified the emerging technically preferred 

option, V1A

1

2

Applied Programme affordability threshold to V1A, and the other shortlist options to 

determine which options were affordable. 

Multi-criteria assessment on refined shortlist and economic assessment of this shortlist

Undertook further modelling and analysis on emerging technically preferred option

i ii iii iv

IP V1 V1A V1BRPI V2 V3 V3A

Refined the Programme shortlist based on the affordability threshold

Options i and ii are affordable versions of V1A, while V3 and V3A have been carried forward 

as Options iii and iv.

Developed Programme longlist options

Developed a preliminary longlist of options, built up from package-level options which explored the 

full breadth of technical solutions. 

V1 V1A V2 V3 V3A

Identified Programme shortlist options

V1A

Evaluated longlist options through multi-criteria assessment using set criteria:

• Investment objectives

• Environmental and social impacts

• Mana whenua values

• Design, delivery, and operation

1 2

Key

Analysis prior to applying the affordability envelope Analysis as part of the affordability envelope

Identified options for public engagement

Let’s Get Wellington Moving Partners confirmed they are committed to the same 

Programme affordability threshold as agreed to for the Indicative Package (plus 

inflation). The Options Evaluation Process was extended to consider the impact of this. 
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 Options i, ii and iv were taken forward from the multi-criteria assessment for detailed economic 

evaluation. Option iii did not progress to economic evaluation as it scored lowest against the 

Programme’s objectives in the multi-criteria assessment. 

Summary of economic evaluation  

 Economic benefits were estimated based on each option’s modelled impact on Wellington’s 

transport system, including the extent of mode-switching from the road network to public and 

active transport, reduced environmental impacts, and health benefits. These benefits were 

compared to the economic costs of delivering each option. 

 Options i, ii and iv were modelled as part of the economic evaluation. The Programme has 

developed base results and ‘upside’ results through the economic evaluation, yielding benefit-

cost ratios  of approximately 0.4 to 0.6 across the modelled options.  

 The Programme is cognisant that BCRs of approximately 0.4 under the base results are low. 

However, through the Cost-Benefit Analysis modelling process, several limitations have been 

identified which contribute to these outcomes (see Section 4.3.3).  

 The upside results were prepared as a test to understand the impact of addressing these 

limitations, and suggest the benefit-cost ratios could rise if these issues are fully addressed in 

subsequent, more detailed analysis.  

 Further, the economic evaluation to-date focuses only on transport benefits, and does not 

consider broader benefits that LGWM could deliver, as shown in Figure 3. The Programme 

expects the benefit-cost ratios could rise further once these additional benefits have been 

considered.  

Figure 3: Focus of economic evaluation 

 

 

 Given these limitations, the Programme considers the results presented herein as preliminary 

only and subject to further refinement.  

 As the Programme progresses and decisions are made and refined, further sensitivity testing will 

be conducted. Future sensitivity testing could consider the impacts of TDM and public transport 

crowding benefits, staging and phasing, land value uplift and alternative land use scenarios.   

Source: LGWM 
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1.4 The urban development system 

 Achieving urban transformation requires multiple individuals, organisations and businesses 

carrying out different roles and functions. Let’s Get Wellington Moving is only one piece within 

this system. Other critical enablers and decision-makers are social infrastructure providers, 

utilities, wider transport infrastructure, developers, and planning. The coordinated efforts of 

these components will be critical to achieving urban transformation. Figure 4 provides an 

overview of the wider urban development system. 

Figure 4: Wider urban development system 

 

 

 

 

 

 

 

 

 

 

 

 

1.5 How will works be delivered? 

 This is a transformational, complex, and long-term Programme, of a scale never before delivered 

in Wellington. Let’s Get Wellington Moving is a whole-of-network transport and city-shaping 

solution, so its success is reliant not just on realising benefits from individual components of the 

Programme, but also through getting the order, pace, and way in which these packages are 

delivered, right. Integration with other infrastructure investment in Wellington, and 

considerations around market and workforce capacity, consenting, and engineering difficulty are 

also critical. The way in which the transport system and city are transformed, and how this is 

managed, is vital to realising benefits, managing disruption, and ensuring the Programme is 

affordable.  

Managing disruption and the transition  

 A Programme set to transform Wellington doesn’t come without its trade-offs: construction 

disruption will be a reality. Let’s Get Wellington Moving’s focus is in and around the central city, 

and key suburban centres. Many Wellingtonians call the houses, businesses and organisations in 

these areas home, work, frequented destinations, or critical services. This is also where many of 

the city’s busiest transport corridors are located. Let’s Get Wellington Moving is also a long-term 

programme, with improvements planned in both the short-term, and medium to long-term. This 

means managing Programme-related disruption and the evolution to the ‘future Wellington’ is 

critical to the success of the Programme, city, and region during construction – and long after 

construction is complete.  

Source: LGWM 
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Timeline and sequencing 

 The sequencing for delivery of the Programme is critical to keeping the transport network 

operating during construction and managing disruption. Sequencing is also a key mechanism by 

which the Programme can deliver on its investment objectives and benefits. By staging works to 

unlock modes, routes and locations in a strategic sequence, the Programme can prioritise the 

works that deliver the greatest benefits.  

 Based on these interdependencies and considerations, initial high-level staging has been 

developed as set out below.  

• The three-year programme (approx. years 0-3). These are mainly works considered 

essential early interventions that have short lead times, interdependencies, or are needed 

to prepare for the delivery of the major programme components. Most are works that 

should be progressed as soon as possible under any delivery or funding models due to the 

high benefits and enabling nature to facilitate travel behaviour change.  

• Medium-term programme (approx. years 4-12). This includes some of the most significant 

delivery elements of the Programme, such as mass rapid transit. These works tend to have 

longer lead times, are more complex and have a number of interdependent projects 

needing to be delivered to enable reliability of the network during delivery.  

• Longer-term programme (approx. years 11-20+). The longer-term programme includes 

elements that have very long lead times or have significant precursor projects.  

The entity to take this forward 

 The Partnership between Wellington City Council, Greater Wellington Regional Council and Waka 

Kotahi was created to jointly establish a vision and objectives for Let’s Get Wellington Moving, 

and the best way for Wellington to achieve this with support from mana whenua partners. As the 

Programme moves from investigation and optioneering into delivery, it will be important to 

consider the form and function of the entity to take the Programme and the packages forward. In 

identifying the right entity(ies) to deliver Let’s Get Wellington Moving, there are a range of 

factors to consider including funding sources, the role of the Programme in urban development, 

and ownership and operation of the transport infrastructure once construction is complete. Work 

is currently being undertaken by the Programme and Partners to explore the entity and delivery 

model options for the next stage of Let’s Get Wellington Moving.  

1.6 Financial implications 

 Programme costs include phased capital investment, on-going operating and renewal costs, 

alongside lost parking income and the cost of financing. The costs are built up from work 

package and project information, which are a work in progress, subject to change, and will 

continue to be refined and updated.  

 Due to the scale of the Programme and other financial pressures facing the funding Partners, a 

staged approach to funding commitment is occurring. For the purposes of engagement, a 

Programme affordability threshold of $7.4 billion over 30 years has been agreed by the Let’s Get 

Wellington Moving Board. Further work will be undertaken around funding during the Indicative 

Business Base stage.   

1.7 Next steps and looking towards 2022 

 Following public engagement, it is anticipated the Final Programme Report will be developed. 

Further analysis at the package-level will support enhanced urban analysis in early 2022, moving 

towards IBC sign off in mid-2022.  
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 A key decision the Programme and Government will make following public engagement is 

whether priced travel demand management will be implemented to influence travel behaviour 

and choice, and if so, when.  

 Programme Partners are working through an enduring cost allocation split to fund Let’s Get 

Wellington Moving. Partners have individual processes to confirm funding and commitment, such 

as Long-Term Plans for Councils and the National Land Transport Fund for Waka Kotahi. 

Confirmation around larger elements of the Programme such as Mass Rapid Transit and Strategic 

Highway Improvements will help to progress more detailed work on specific funding sources and 

tools. 

 There is a clear role for Let’s Get Wellington Moving to play in urban development alongside 

other key infrastructure players and agencies. Let’s Get Wellington Moving is actively exploring 

opportunities and partnerships to execute on urban development opportunities. 

 As LGWM moves towards delivery, the Programme and Partners will continue to explore the 

entity and delivery model options for the next stage of Let’s Get Wellington Moving and shape up 

an appropriate option.   
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2 Introduction 

2.1 Why are we here? 

 Let’s Get Wellington Moving (LGWM or the Programme) is an initiative between Wellington City 

Council (WCC), Greater Wellington Regional Council (GWRC), and New Zealand Transport Agency 

(Waka Kotahi), together with mana whenua partners Taranaki Whānui ki Te Upoko o Te Ika and 

Ngāti Toa.
15

 The Programme seeks to deliver an investment that supports Wellington’s 

aspirations for how the city and region looks, feels and functions.  

 LGWM has undertaken substantial planning, analysis, and consultation since its official inception 

in 2016. A draft Programme Business Case (PBC) was released in 2019, summarising the 

integrated transport planning completed between 2015 and 2018, and identifying a preferred 

way forward for Wellington’s transport network.
16

 LGWM is also developing several Indicative 

Business Cases (IBCs) and Single-Stage Business Cases (SSBCs) for key programme components. 

 Since the PBC, the need for a refreshed programme-level view has become apparent to reflect 

policy changes, new regional and city plans, and emerging findings from the mass rapid transit 

(MRT) and Strategic Highways Improvements (SHI) IBC work as the Programme has progressed. 

As a result, the Programme has developed the Programme Report for Public Engagement (the 

Report) to bring together the package-level and cross-programme work, and synthesise what key 

changes in the strategic landscape mean for LGWM.  

2.1.1 Purpose of this Report  

 This Report tells the ‘programme story’ of LGWM, presenting a cohesive and integrated 

programme-level view. It summarises the refreshed case for change for Wellington’s transport 

network and sets out the options for transforming Wellington. This ‘programme story’ will 

support public engagement, set to begin in November 2021. 

 The Report demonstrates why Wellington can’t continue with a ‘Do Minimum’ option, the 

rationale for LGWM, how this meets the Programme’s investment objectives and vision, how 

LGWM can be delivered, and its financial implications. While the Programme Report will draw on 

the individual packages, it focuses on the programme level and does not address package-level 

options and trade-offs. 

 The PBC remains an important part of the LGWM context, informing where the Programme is 

today and as such, content from the PBC has been included where relevant. However, this Report 

is not a refreshed PBC, as the strategic context, and central, regional, and local Government 

priorities have changed over the intervening months.  

2.2 What is the scope of LGWM? 

 LGWM’s scope is to deliver a transformative, city-shaping investment focused within Wellington 

city, while also benefiting the wider region. LGWM is more than a transport programme. It is a 

key enabler for urban development, and sustainable growth in the Wellington region.   

 

15

 LGWM, (n.d.), About us, https://lgwm.nz/about/about-us/ 

16

 LGWM, (2019), PBC Report, https://lgwm.nz/assets/Documents/Programme-Business-Case/LGWM-PBC-Report-21-June-2019-

Draft.pdf 



 

Let’s Get Wellington Moving | Draft Programme Report for Public Engagement Page 19 of 116 

 

 The Programme’s geographical scope extends from Ngauranga Gorge to Miramar, including the 

Wellington Urban Motorway and connections to the port, central city, hospital and airport.
17

 A 

number of core multi-modal corridors connecting the central city with suburbs to the north, 

south, east and west are also covered by parts of the Programme.  

 While the geographic scope defines where LGWM’s investment and implementation will be 

focused, integration with the wider regional transport system is critical, as many journeys start 

and finish outside the LGWM focus area. This includes trips from the region to Wellington’s 

central business district (CBD) as the region’s employment hub, and through the central city to 

access important regional destinations like the port, hospital, and airport.  

 LGWM’s scope covers a range of transport modes, and considers how the city has and could 

continue to develop alongside its transport system.
18

 Transport modes in scope include walking, 

cycling, public transport (PT) (including buses and mass rapid transit), and private vehicles.
19

 

Parking provision is also in scope. The Programme will impact journeys within the city, and to 

and from the wider region, but will not itself deliver infrastructure improvements across the 

region. These will be delivered by other projects, such as regional rail investment, upgrades to 

the ticketing system, new cycle ways, Te Ara Tupua shared path, region-wide bus network 

improvements, and improvements to State Highway 58, which connects the Hutt Valley to 

Porirua.
20

  

 LGWM is a transformative, multi-decade transport and urban development programme which 

aims to future-proof the city’s transport network to manage growing demand. Significant 

progress has been made since the Programme’s inception, and some elements of the Programme 

are being delivered earlier. However, other work is being progressively sequenced over the 

coming years and will be coordinated with other activity across the city to manage disruption.  

2.3 The vision for Wellington  

2.3.1 What is LGWM’s vision? 

 LGWM has developed a vision for Wellington, based on transport and urban design principles 

identified through stakeholder and community consultation in 2016, and the Programme 

Partners’ priorities for the region’s future. LGWM’s vision is:
21

  

“A great harbour city, accessible to all, with attractive places, shared streets,  

and efficient local and regional journeys.” 

 To realise this vision, the Programme needs to move more people with fewer vehicles.   

 

17

 LGWM, (2019), PBC Report, https://lgwm.nz/assets/Documents/Programme-Business-Case/LGWM-PBC-Report-21-June-2019-

Draft.pdf 

18

 LGWM, (2019), PBC Report, https://lgwm.nz/assets/Documents/Programme-Business-Case/LGWM-PBC-Report-21-June-2019-

Draft.pdf 

19

 Ferries, freight and passenger rail, cable cars and ridesharing are not in LGWM’s scope.  

20

 GWRC, (2021), Draft Wellington RLTP 2021, https://haveyoursay.gw.govt.nz/65294/widgets/323162/documents/194256 

21

 LGWM, (n.d.), Our Vision, https://lgwm.nz/about/our-vision/ 
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2.3.2 What is LGWM aiming to achieve?  

 The Programme has developed a set of investment objectives based on public consultation and 

the Partners’ priorities for the region’s success. The investment objectives have been updated to 

reflect key changes in the strategic context since they were set out in the PBC, such as the 

growing housing problem facing the city and region. LGWM aims to deliver a transport system 

that:
22

  

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

vehicles (carbon emissions and mode shift) (40%) 

• Enhances urban amenity and enables urban development outcomes (liveability) (20%) 

• Provides more efficient and reliable access for users (access) (15%) 

• Improves safety for all users (safety) (15%) 

• Is adaptable to disruptions and future uncertainty (resilience) (10%). 

2.4 How did we get here? 

2.4.1 LGWM and the policy environment 

 New Zealand’s population has grown strongly since 2013, largely driven by net migration.
23

 This 

population growth has contributed to the strong economic growth New Zealand has experienced 

in recent years. The country’s economy has weathered the impact of Covid-19 better than many 

others and New Zealand is continuing to navigate these uncertain times. However, the country is 

also grappling with a number of challenges. House prices have risen sharply since 2019, with 

housing becoming unaffordable for many – especially in Auckland and Wellington. The impacts 

of climate change are already damaging ecosystems with significant economic, social, and 

environmental consequences. These early impacts are only more the reason to look to a zero-

carbon future.  

 Central and local Government policy has developed within, and is responding to, this context. 

Commitments to address these issues include the enactment of the Climate Change Response 

(Zero Carbon) Amendment Act in 2019 (Zero Carbon Act) in 2019, introduction of the National 

Policy Statement on Urban Development (NPS-UD) in 2020, as well as finalisation of the 

Wellington Regional Growth Framework (WRGF) and Wellington Regional Land Transport Plan 

(RLTP) in 2021. This means the wider policy and planning environment LGWM sits within has 

evolved since it began in 2016. The Programme has not remained static in response; instead, its 

direction and focus has shifted to reflect New Zealand’s current priorities. 

 Detail behind key changes in the policy environment relevant to LGWM is provided in Appendix 

1: LGWM and the policy environment.  

 

22

 LGWM, (2021), Revised LGWM objectives and proposed weightings – Draft GWRC Report 

23

 Statistics New Zealand, (2020), New Zealand’s population passes 5 million, https://www.stats.govt.nz/news/new-zealands-

population-passes-5-million 
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Climate Change  

 Political commitments to climate change and carbon emissions reduction are driving an 

increased focus on the value and importance of a low carbon society
24

 – most notably with the 

enactment of the Zero Carbon Act in 2019, which commits New Zealand to cutting carbon 

emissions to net zero by 2050.
25

 The Act also establishes the Climate Change Commission (the 

Commission or CCC), an independent body to provide advice and monitoring to help successive 

Governments meet long-term climate goals.
25

 This Act requires the Government to provide an 

Emissions Reduction Plan in response to the Commission’s report by 31 December 2021.
26

  

 The Ministry of Transport’s (MoT) proposal for the transport sector’s contribution to reducing 

emissions relies heavily on reducing light vehicle kilometres travelled through minimising trip 

distances, and making it easier, safer and more attractive for people to walk, cycle, or use public 

transport for a range of trips.
27

 This will decrease dependence on private vehicles and reduce 

emissions. Embedding emissions reduction requirements into investment decision-making is 

expected to become increasingly common.
28

  

 In the Wellington region, WCC has adopted Te Atakura – First to Zero, a blueprint to make the 

City a zero-carbon capital by 2050.
29

 As part of this, WCC has committed to a 43% reduction in 

emissions by 2030. This decarbonisation priority is reflected in the Government Policy Statement 

on Land Transport 2021 (GPS) and Wellington RLTP 2021. The RLTP is targeting a 35% reduction 

in transport-generated emissions by 2031.
30

 The Plan identifies Wellington’s land transport 

system in 2018 was responsible for 1.2 million tonnes of carbon dioxide emissions and, that by 

2030, the aim is for this to be reduced to 0.83 million tonnes.
31

 Both Councils have declared a 

climate emergency
32

 to reflect the urgency of this problem.
33

   

 Transport has a key role to play in climate change mitigation and adaptation, especially in 

Wellington where transport emissions comprise a large proportion of total emissions.
34

 The 

decarbonisation of transport will be an important part of the transition, including moving away 

from private vehicles towards lower carbon modes such as walking, cycling, and public transport. 

This is a key aim of LGWM.  

Growth and Urban Development 

 The urban form of New Zealand’s cities and towns needs to support social, economic and 

cultural wellbeing, of which access to quality, affordable housing is an important part.
35

 The NPS-

UD, released in 2020, recognises planning system constraints have contributed to high land 

prices and unaffordable housing – key challenges facing Wellington.
36

  

 

24

 LGWM, (2021), LGWM Technical Assessment: Working Paper 3 – Strategic Context – Assessing the impact of strategic shifts  

25

 Climate Change Response (Zero Carbon) Amendment Act 2019 

26

 See s 5X(3)(a) to (b) Climate Change Response Act 2002 which require emissions budgets for 2022 to 2025; 2026 to 2030; 

and 2031 to 2035. 

27

 MoT, (2021), Transport Emissions: Pathways to net zero by 2050, 

https://www.transport.govt.nz/assets/Uploads/Report/HikinateKohuparaSUMMARYREPORT.pdf; At p 19, note a “very high” 

reliance upon theme 1 for pathway 4 following receipt of the Climate Change Commission’s 2021 draft advice.  

28

 Waka Kotahi, (2020), Final Assessment Design Report, https://www.nzta.govt.nz/assets/planning-and-investment/docs/final-

assessment-design-report-june-2020.pdf 

29

 WCC, (2019), Te Atakura: First to Zero, https://www.zerocarboncapital.nz/assets/Modules/DocumentGrid/J008785-Zero-

Carbon-Plan-final-WEB.PDF 

30

 GWRC, (2021), Draft Wellington RLTP 2021, https://haveyoursay.gw.govt.nz/65294/widgets/323162/documents/194256 

31

 GWRC, (2021), Draft Wellington RLTP 2021, https://haveyoursay.gw.govt.nz/65294/widgets/323162/documents/194256 

32

 WCC, 2019, Wellington declares ecological and climate emergency, https://wellington.govt.nz/news-and-events/news-and-

information/our-wellington/2019/06/climate-emergency  

33

 GWRC, (2021), Climate change: Our biggest challenge, https://www.gw.govt.nz/climate-change/ 

34

 AECOM, (2020), Wellington City Greenhouse Gas Inventory 2019/20, https://wellington.govt.nz/-/media/environment-and-

sustainability/sustainability/files/ghg---summary-report-

wellington2020.pdf?la=en&hash=344AE9B6388039A70185CC30686667437C6D7376 

35

 National Policy Statement on Urban Development 2020  

36

 National Policy Statement on Urban Development 2020 

https://www.transport.govt.nz/assets/Uploads/Report/HikinateKohuparaSUMMARYREPORT.pdf
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 The NPS-UD removes overly restrictive barriers to development to allow growth up and out in 

locations with good access to existing services, public transport networks, and infrastructure.
37

 

One of the NPS-UD’s key policies is intensification in areas of high demand and access, which 

LGWM can support by encouraging urban development in the right locations, and improving 

access to certain areas through investment in transport infrastructure.   

 At a regional level, the WRGF has been developed to provide direction on how Wellington can 

sustainably accommodate forecast population and employment growth over the coming 

decades.
38

 This includes higher density development, as well as better access to public transport 

services with increased frequency, capacity and reach.  

 The Framework notes a key move is to ‘fully unlock the urban development potential of current 

and future rapid transit orientated corridors, particularly LGWM’.
39

 It also recognises the 

importance of making the region’s housing and urban areas more affordable and liveable, and 

providing housing choice in ‘walkable neighbourhoods’.
40

 These step changes will help 

Wellington city continue to be the economic, social, and cultural hub of the region.
41

  

 At a city level, WCC has developed Our City Tomorrow: He Mahere Mokowā mō Pōneke – A Spatial 

Plan for Wellington City (Our City Tomorrow or Spatial Plan), to respond to growth and 

development challenges facing Wellington.
42

 The Spatial Plan’s vision for Wellington is a liveable, 

exciting, and inclusive city – a city that celebrates diversity and mana whenua culture, provides 

accessible and affordable housing, allows people to live close to nature, and where people, 

businesses and communities thrive.
43

 This means directing and supporting growth in and around 

the central city, and in suburban centres, to ensure new development occurs in areas well-

serviced by public transport.
44

 This will support a reduced need to travel by car and, emissions 

reductions in Wellington city. 

 Our City Tomorrow was adopted in June 2021. Key changes include a freeing-up of planning 

rules, so buildings of up to six storeys can be built in inner-city suburbs, and along existing or 

proposed high frequency public transport routes (excluding high-character areas).
45

 New 

buildings in the central city must now have a minimum six-floor height to maximise the use of 

land.
46

 These changes will be important to realising Our City Tomorrow’s vision for Wellington, 

and align with the NPS-UD.   

 

37

 LGWM, (2021), LGWM Technical Assessment: Working Paper 3 – Strategic Context – Assessing the impact of strategic shifts  

37

 Climate Change Response (Zero Carbon) Amendment Act 2019 

38

 New Zealand Government, WRGF: Draft Framework Report (February 2021), https://wrgf.co.nz/wp-

content/uploads/2021/03/Draft-Framework-Report.pdf 

39

 New Zealand Government, WRGF: Draft Framework Report (February 2021), https://wrgf.co.nz/wp-

content/uploads/2021/03/Draft-Framework-Report.pdf 

40

 New Zealand Government, WRGF: Draft Framework Report (February 2021), https://wrgf.co.nz/wp-

content/uploads/2021/03/Draft-Framework-Report.pdf 

41

 WCC, (2015), Wellington Urban Growth Plan – Urban Development and Transport Strategy 2014-2043, 

https://wellington.govt.nz/~/media/your-council/plans-policies-and-bylaws/plans-and-policies/a-to-z/wgtn-urban-growth/wgtn-

urban-growth-plan2015.pdf 

42

 WCC, (2021), Our City Tomorrow: He Mahere Mokowā mō Pōneke – A Spatial Plan for Wellington City, 

https://experience.arcgis.com/experience/26d22f28f04146709528714a4c4a2689 

43

 WCC, (2021), Our City Tomorrow: He Mahere Mokowā mō Pōneke – A Spatial Plan for Wellington City, 

https://experience.arcgis.com/experience/26d22f28f04146709528714a4c4a2689 

44

 WCC, (2021), Our City Tomorrow: He Mahere Mokowā mō Pōneke – A Spatial Plan for Wellington City, 

https://experience.arcgis.com/experience/26d22f28f04146709528714a4c4a2689 

45

 WCC, (2021), Spatial Plan adopted, https://wellington.govt.nz/news-and-events/news-and-information/our-

wellington/2021/06/spatial-plan-update-2 

46

 WCC, (2021), Spatial Plan adopted, https://wellington.govt.nz/news-and-events/news-and-information/our-

wellington/2021/06/spatial-plan-update-2 

https://secure-web.cisco.com/1LSln6vS43AWcqX73gsq7SGoFAofPgzP4tJh4_sKp2pJs8kp8U9d7z5diZJ_Is1SQ0TDzX6C6-92NpZHiEIwQc6ptFJ8ECTrzrKLqYS7Gt4R7gcMYHwsWEan6pAGyblH-oOLqcBGElcZpFAHCuE__YTnOHaUQ7KIHmhUedBIETrM5FC7RPDYrzIY6jll6IeNwwBSKMaWdHEfI0vYuQV28QID-bqVx8OvQCIOZLCWVy7zVdJK6-37n_j8jKrVIHcyIb9IkiLQOfbzB04cdvHFyp9FQa3CEdjl4SG-q4QuadEw6eBW-dvZQiWSDdK0ktuVM/https%3A%2F%2Fwrgf.co.nz%2Fwp-content%2Fuploads%2F2021%2F03%2FDraft-Framework-Report.pdf
https://secure-web.cisco.com/1LSln6vS43AWcqX73gsq7SGoFAofPgzP4tJh4_sKp2pJs8kp8U9d7z5diZJ_Is1SQ0TDzX6C6-92NpZHiEIwQc6ptFJ8ECTrzrKLqYS7Gt4R7gcMYHwsWEan6pAGyblH-oOLqcBGElcZpFAHCuE__YTnOHaUQ7KIHmhUedBIETrM5FC7RPDYrzIY6jll6IeNwwBSKMaWdHEfI0vYuQV28QID-bqVx8OvQCIOZLCWVy7zVdJK6-37n_j8jKrVIHcyIb9IkiLQOfbzB04cdvHFyp9FQa3CEdjl4SG-q4QuadEw6eBW-dvZQiWSDdK0ktuVM/https%3A%2F%2Fwrgf.co.nz%2Fwp-content%2Fuploads%2F2021%2F03%2FDraft-Framework-Report.pdf
https://secure-web.cisco.com/1LSln6vS43AWcqX73gsq7SGoFAofPgzP4tJh4_sKp2pJs8kp8U9d7z5diZJ_Is1SQ0TDzX6C6-92NpZHiEIwQc6ptFJ8ECTrzrKLqYS7Gt4R7gcMYHwsWEan6pAGyblH-oOLqcBGElcZpFAHCuE__YTnOHaUQ7KIHmhUedBIETrM5FC7RPDYrzIY6jll6IeNwwBSKMaWdHEfI0vYuQV28QID-bqVx8OvQCIOZLCWVy7zVdJK6-37n_j8jKrVIHcyIb9IkiLQOfbzB04cdvHFyp9FQa3CEdjl4SG-q4QuadEw6eBW-dvZQiWSDdK0ktuVM/https%3A%2F%2Fwrgf.co.nz%2Fwp-content%2Fuploads%2F2021%2F03%2FDraft-Framework-Report.pdf
https://secure-web.cisco.com/1LSln6vS43AWcqX73gsq7SGoFAofPgzP4tJh4_sKp2pJs8kp8U9d7z5diZJ_Is1SQ0TDzX6C6-92NpZHiEIwQc6ptFJ8ECTrzrKLqYS7Gt4R7gcMYHwsWEan6pAGyblH-oOLqcBGElcZpFAHCuE__YTnOHaUQ7KIHmhUedBIETrM5FC7RPDYrzIY6jll6IeNwwBSKMaWdHEfI0vYuQV28QID-bqVx8OvQCIOZLCWVy7zVdJK6-37n_j8jKrVIHcyIb9IkiLQOfbzB04cdvHFyp9FQa3CEdjl4SG-q4QuadEw6eBW-dvZQiWSDdK0ktuVM/https%3A%2F%2Fwrgf.co.nz%2Fwp-content%2Fuploads%2F2021%2F03%2FDraft-Framework-Report.pdf
https://secure-web.cisco.com/1LSln6vS43AWcqX73gsq7SGoFAofPgzP4tJh4_sKp2pJs8kp8U9d7z5diZJ_Is1SQ0TDzX6C6-92NpZHiEIwQc6ptFJ8ECTrzrKLqYS7Gt4R7gcMYHwsWEan6pAGyblH-oOLqcBGElcZpFAHCuE__YTnOHaUQ7KIHmhUedBIETrM5FC7RPDYrzIY6jll6IeNwwBSKMaWdHEfI0vYuQV28QID-bqVx8OvQCIOZLCWVy7zVdJK6-37n_j8jKrVIHcyIb9IkiLQOfbzB04cdvHFyp9FQa3CEdjl4SG-q4QuadEw6eBW-dvZQiWSDdK0ktuVM/https%3A%2F%2Fwrgf.co.nz%2Fwp-content%2Fuploads%2F2021%2F03%2FDraft-Framework-Report.pdf
https://secure-web.cisco.com/1LSln6vS43AWcqX73gsq7SGoFAofPgzP4tJh4_sKp2pJs8kp8U9d7z5diZJ_Is1SQ0TDzX6C6-92NpZHiEIwQc6ptFJ8ECTrzrKLqYS7Gt4R7gcMYHwsWEan6pAGyblH-oOLqcBGElcZpFAHCuE__YTnOHaUQ7KIHmhUedBIETrM5FC7RPDYrzIY6jll6IeNwwBSKMaWdHEfI0vYuQV28QID-bqVx8OvQCIOZLCWVy7zVdJK6-37n_j8jKrVIHcyIb9IkiLQOfbzB04cdvHFyp9FQa3CEdjl4SG-q4QuadEw6eBW-dvZQiWSDdK0ktuVM/https%3A%2F%2Fwrgf.co.nz%2Fwp-content%2Fuploads%2F2021%2F03%2FDraft-Framework-Report.pdf
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Land Transport 

 Land transport planning and funding in New Zealand is guided by the Land Transport 

Management Act (LTMA) 2003, which seeks to contribute to an effective, efficient, and safe land 

transport system. The Wellington RLTP 2021 is developed under the LTMA and sets the high-

level direction for the development of the region’s transport network. It sets a long-term vision 

seeking, “A connected region, with safe, accessible and liveable places – where people can easily, 

safely and sustainably access the things that matter to them – and where goods are moved 

efficiently, sustainably and reliably”.
47

  

 The GPS sets out how the National Land Transport Fund (NLTF) will be allocated to achieve the 

Government’s transport priorities. Integrated planning, which recognises decisions about 

transport systems, urban development, and land use, all impact each other, is an important part 

of the GPS.
48

 The GPS signals around $3.8 billion from the NLTF will be directed to LGWM from 

2021/22 to 2041/42.  

 The GPS is guided by four strategic priorities, which LGWM aligns with:
49

 

• Safety: LGWM contributes to this by seeking to reduce deaths and serious injuries, 

especially for those who walk or cycle. 

• Providing people with better travel options: The Programme seeks to improve transport 

choice for people, by improving the efficiency and reliability of a range of modes.  

• Improving freight connections to link production with distribution: LGWM aims to better 

enable and maintain access to CentrePort (Wellington’s Port) and the prospective Multi-User 

Ferry Precinct. 

• Supporting emissions reduction through the transport system: Mode shift enabled through 

LGWM towards lower emissions modes could support emissions reduction. Higher density, 

mixed-use and transit-oriented development will also help reduce emissions by making 

public and active transport more attractive. 

 Consistent with the GPS 2021 priorities, the Wellington RLTP identifies several headline targets, 

including reducing transport-related deaths and serious injuries by 2030, minimising transport-

generated carbon emissions, and increasing active travel and public transport mode share. A 

package of regional rail investment and LGWM will be crucial to achieving these national and 

regional priorities and targets, and as such are ranked first and second, respectively, in the 

RLTP’s significant projects list.
50

 

 LGWM is just one transport investment happening in the Wellington region, as part of a wider 

regional transport investment programme. While LGWM focuses on improvements within 

Wellington city, it complements other State Highway and regional investments to improve the 

safety, efficiency, resilience, access, and choice for transport in and out of Wellington city. Detail 

on other investment is provided in Appendix 1: LGWM and the policy environment.  

 

47

 GWRC, (2021), Draft Wellington RLTP 2021, https://haveyoursay.gw.govt.nz/65294/widgets/323162/documents/194256 
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2.4.2 LGWM’s history 

 Wellington’s transport system has been the subject of much investigation and planning since the 

mid-2000s. A strategic study into the Ngauranga to Airport corridor in 2007 identified key 

transport challenges for the area.
51

 In 2008, the Ngauranga to Wellington Airport Corridor Plan 

defined transport network improvements within the corridor to respond to the challenges 

identified by the 2007 study.
52

 

 A key element of the plan was the ‘Basin Bridge proposal’ – a package of major highway 

improvements at the Basin Reserve to reduce traffic delays, improve passenger transport, 

walking, and cycling, by separating north-south flows from east-west traffic. Following the 

inability to gain resource consent for the Basin Bridge proposal, the LGWM partnership was 

established in 2016 to develop an integrated and multi-modal improvement programme for the 

Ngauranga to Airport corridor, which responds to Wellington’s long-term transport needs.
53

 

 Figure 5 provides an overview of key historic and upcoming milestones for the Programme, as 

well as important changes in the policy environment LGWM sits within.   

The recommended programme of investment and the indicative package 

 Following its establishment, LGWM developed a PBC, the draft of which informed a Ministerial 

announcement in June 2019. The PBC established a Recommended Programme of Investment 

(RPI) to deliver on the investment objectives and, in particular, enable and support future growth 

by enhancing Wellington’s liveability, and transport accessibility, safety, and adaptability.
54

  

 The RPI was further assessed for affordability and an Indicative Package (IP) was identified by the 

funding Partners as a more affordable way forward, while performing well against the investment 

objectives.
55

 At a total estimated capital cost of $3,665 million,
56

 the IP comprised some 

components of the RPI. The PBC recommended proceeding to detailed investigation of the IP and 

the RPI.
57

  

 Detail on the components included within the RPI and IP is provided in Appendix 2: The 

recommended programme of investment and the indicative package. 

Since the PBC 

 Since the PBC was released, the Programme has defined and progressed a three-year delivery 

programme. Safer Central City Speeds were implemented in July 2020, reducing the speed limit 

to 30 km/hour on most inner-city streets.
58

  

 In December 2020, a Programme Health Check was completed to understand the building blocks 

needed for the successful delivery of LGWM.
59

 One of the Health Check’s recommendations was 

for the Programme’s investment objectives to be reconfirmed, to ensure the objectives reflected 

key changes in the strategic landscape. This work was undertaken in early 2021.  
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 Through the development of the IBCs in 2020 and 2021, more information is now known about 

some of the notable interventions within LGWM. A good example of this is the consideration of 

MRT. At the PBC stage, the proposed MRT route in the RPI and the IP followed a single spine: 

starting at the train station, traveling via the Quays and an interchange at Courtenay Place, 

through the Basin Reserve, to the hospital and Newtown and, from there, on to Kilbirnie, the 

airport and Miramar. Since then, further work to investigate likely MRT speeds in the Wellington 

urban context, and development feasibility constraints in the south and east, showed the PBC 

route for MRT was unlikely to deliver faster journeys from the airport, nor optimise development 

potential and new housing capacity associated with investment in MRT. As a result, the potential 

route for MRT has been reconsidered from the point of view of optimising the development 

potentially unlocked by investing in MRT. 

 During 2021, the Programme’s decisions have begun to take shape. A preferred option for the 

Golden Mile has been selected. The Programme is also undertaking consultation throughout 

2021 on other elements of the three-year delivery programme, including Thorndon Quay and 

Hutt Road, the Cobham Drive Crossing, and State Highway 1 (SH1) Safer Speeds. 

 In November 2021, public engagement will be undertaken on Programme options, including 

MRT, improvements to SH1 at the Basin Reserve and Mt Victoria Tunnel, and travel demand 

management (TDM) pricing. Feedback from public engagement will inform an IBC for these key 

elements of the Programme, and the post-consultation update of this Programme Report.  
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Figure 5: Overview of LGWM history and next steps 
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3 Strategic context 

3.1 Why is change needed? 

 Wellington is New Zealand’s vibrant, compact, fast-growing capital city; the country’s centre of 

Government; and a hub for high-skilled jobs and creative industries. The city is also an economic 

powerhouse, generating 66% of the region’s gross domestic product (GDP).
60

 Wellington has 

experienced strong economic and population growth in recent years, as more and more people 

have been drawn to the high quality of life the city can offer.   

 But this growth has not come without consequences. The region’s infrastructure is under strain, 

evidenced by increasingly limited housing stock, a series of burst water and sewage pipes, 

worsening congestion on its roads, and public transport approaching capacity. The need to curb 

emissions will only continue to grow, given the need to meet climate change obligations and 

Wellington’s vulnerability to the effects of climate change.
61

  

 While LGWM began because of a need to address Wellington’s transport problems, the 

opportunity for transport investment as a catalyst for transforming the city has been a key part 

of the Programme. LGWM builds on and enhances the city’s natural assets and character, giving 

people safe and easy options to move around. The Ministry of Housing & Urban Development 

(HUD) summarised this well in their recent Discussion Document on the Government Policy 

Statement on Housing & Urban Development (GPS-HUD).
62

 

“We need our communities to be well equipped to meet long-term climate, social, environmental, 

cultural, and economic challenges and opportunities. 

We haven’t planned well for our communities to grow to meet our ongoing needs sustainably. Many 

of our communities lack the critical features that would better enable environmental, economic, 

and social resilience and are poorly equipped to mitigate and adapt to the effects of climate 

change. Local planning systems and mechanisms are also not typically well versed in responding to 

and embracing the cultural and intergenerational connection Māori have to the whenua. 

As our cities and towns have grown, we have enabled low density development and provided 

infrastructure to support that. As a result, our population is now largely car dependent, our roads 

are congested, and we’ve hampered our capacity to build enough houses. A lack of investment in 

urban design, and prioritising vehicle movement over walking, cycling, and place-making has 

created communities that are hard or unsafe for people to get around and access services. Low 

density urban areas can also make pursuing employment more difficult, work-life balance harder 

and result in worse public health outcomes. 

Whilst some people prosper in our urban areas, these people tend to be wealthier and can locate 

themselves closer to transport links and employment. Others struggle to participate and thrive in 

cities when high living costs push them out towards the fringes, where limited or expensive 

transport choices isolate them from a larger number and variety of jobs. This disparity of 

opportunity in our cities and urban areas hampers economic growth, affecting people’s incomes 

and the buoyancy of our national economy. 

The way that our towns and cities are growing, and our behaviour in the places we live is also 

causing challenges to our climate and environment. We generate high levels of greenhouse gas 

emissions and air pollutants because of homes that are not energy efficient (including burning coal 

or wood for heating in older buildings), and because of transport systems and land-use planning 

that encourages private car use. We also have problems with poor water and air quality, which are 
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already impacting on the health of our ecosystem and on our ability to live comfortably in the 

places we enjoy. 

As the climate continues to change, it will place many homes, buildings, places, and communities 

at risk, including from extreme weather events, drought, fires, warmer temperatures, and rising 

sea levels. Most of our cities, as well as many of our rural communities, are located by the coast or 

rivers, which means we will be exposed to greater hazards such as flooding and coastal 

inundation.” 

 

3.1.1 Wellington today – the opportunities and challenges 

Wellington is a great place to live 

 Wellington is an employment and educational hub. Opportunities span a range of industries, 

particularly those that are highly skilled and higher-paying, such as professional services, public 

administration, financial services, information media and high-value manufacturing. As such, the 

median household disposable income in the region is $83,405, compared to the national 

average of $67,847.
63

 GDP per capita is also higher at $74,785, compared to $64,079 

nationally.
64

  

 Wellington City has a reputation as one of the world’s most liveable cities. Wellington’s liveability 

is based on its core characteristics like the harbour, coastline, the green belt nesting the central 

city and inner suburbs, the strength of the creative sector and its role as the capital city, and 

home to Parliament. A quality of life survey conducted by Nielsen in 2020 found 76% of 

Wellingtonians said they were proud of the look and feel of Wellington city, and 89% thought the 

city was a great place to live.
65

 This has attracted many people to the city, contributing to strong 

economic growth. GDP growth has averaged 3.7% annually over the past decade,
66

 and the labour 

market is fairly buoyant, with unemployment in the June 2021 quarter at 4.0% - the same as the 

national figure of 4.0%.
67

 Labour force participation is also higher in Wellington than New Zealand 

as a whole.  

But housing availability is declining 

 However, the region is facing a number of challenges, including housing access. Low interest 

rates, continued demand, and limited housing supply have driven increases in residential 

property prices and made buying and renting unaffordable for many. Both Wellington city and 

the wider region are facing a lack of housing to meet current needs. In 2018 over 8,000 people 

in the region were categorised as ‘housing deprived’ with this most severe for Māori. While house 

price inflation has recently come off highs seen across 2020 and early 2021, Wellington property 

prices still rose 13.7% in the year to September 2021.
68

 There is a risk this is pushing some 

prospective buyers out of Wellington city and into the wider Wellington region. In the year to 

September 2021, areas such as Carterton, Masterton, South Wairarapa, and Porirua saw greater 

median house price increases relative to Wellington City, fuelled by increased demand.
69
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 in house prices between early 2020 and early 2021 – driven in part by comparatively better 

affordability.
70

 Moreover, levels of service on the region’s transport network are declining, with 

journey times becoming longer and less reliable.
71

 This makes it harder for Wellingtonians to 

access key employment, community and recreation destinations.  

Covid-19 is having a lingering impact 

 Moreover, Covid-19 has accelerated the shift towards working from home, making it more 

practical to live further away from the central city and reducing the need to travel. Combined 

with lower international visitor numbers, there is a risk the central city is losing its vibrancy and 

attractiveness. 

 Growth may occur in areas outside of the city, reducing the city’s compactness, inclusivity, and 

connectedness and hindering achievement of the Programme’s vision for Wellington city. Growth 

could stagnate or even decline if the region struggles to attract and retain talent, and people 

choose to move elsewhere.  

Climate change is a growing concern 

 Climate change is of growing national and regional concern. The Zero Carbon Act established the 

CCC and set a target to reduce net greenhouse gas emissions to zero by 2050.
72

 WCC has 

adopted Te Atakura – First to Zero, which seeks to make Wellington city a zero-carbon capital by 

2050.
73

 Action is needed now to meet these commitments. While emissions in Wellington are 

gradually declining even as the population grows, the current pathway does not put the city on 

track to meet these emissions targets. Transport will have a key role to play in the transition to a 

low-emissions society. This is especially true in Wellington city, where transport accounts for 

almost half of all greenhouse gas emissions.
74

  

 Low-lying and flood-prone areas like Mākara, Kilbirnie and Tawa face challenges now. Some of 

the reclaimed land in the CBD is being taken back by the sea, where basement pumps are 

beginning to be swamped by the water table.
75

 Insurers are also increasingly adamant they will 

not cover for climate change, because it is not an unexpected or accidental event.
76

  

The city’s infrastructure is ageing 

 Wellington’s infrastructure network is facing a raft of challenges, particularly around water 

infrastructure. For example, in December 2019 a wastewater pipe under the CBD collapsed, 

resulting in closed roads and sewage spilling into the harbour.
77

 Since then, several pipes in the 

CBD and neighbouring suburbs have burst, causing both safety issues and substantial 

disruption. Without intervention, these issues will only worsen as the city’s infrastructure 

continues to age.   
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Investment is needed to address forecast population growth 

 The Wellington region’s population is forecast to grow by 200,000 over the next 30 years, with 

50,000 to 80,000 of this projected to be in Wellington city.
78

 Other forecasts suggest growth in 

the Wellington region may be as much as an additional 240,000 people in the Wellington region 

in 30 years’ time.
79

 About two-thirds of the regional growth is expected to reside in existing 

urban areas, especially near transport routes.
80

 Both Wellington city and the wider region’s 

population is also expected to age, which will increase the need for safe and accessible transport 

services.
81

 While the Wellington region continues to have plenty to offer, these challenges need to 

be addressed to ensure the city and region thrives – especially in light of forecast population and 

employment growth. LGWM’s investment in the city’s transport network will play an important 

role in enabling these challenges to be addressed.  

3.1.2 Wellington’s transport network today 

An effective transport network is the lifeblood of Wellington 

 Wellington’s transport network supports people to get where they’re going. Whether they are 

travelling by bike, bus, train, ferry, foot or car; for work, leisure or life’s errands; from, to, 

through or within Wellington city; people are dependent on access to a transport system that is 

efficient, reliable, equitable, and resilient. The transport system plays a key role in facilitating 

growth in Wellington, including supporting further intensification in the central city and 

improving quality of life.
82

 

 The region’s transport system provides vital access for people and freight to key destinations 

including the CBD, airport, hospital, and port. It also links Wellington to the rest of New Zealand. 

The transport network covers virtually all modes, including walking, cycling, public transport, 

rail, freight, private vehicles, and ridesharing. It also includes other elements such as network 

management, information services, and parking provision.
83

 

Wellington has high public transport and active mode usage compared to New Zealand 

 Wellingtonians are less reliant on private vehicles than those in other areas. At the 2018 

census,
84

 45% of Wellington residents used a private vehicle to travel to work, 21% took public 

transport, and another 23% walked, jogged or cycled.
85

 In comparison, 69% of New Zealanders 

travel to work in a private vehicle, while just 6% used public transport and 7% used an active 

mode.
86

 When it comes to getting to places of education in Wellington, even more people use 

active modes and public transport.
87

 As a result, the Wellington region has the highest public 

transport usage per capita in New Zealand, and the largest active mode share of the country’s 

main urban areas.
88
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 The Wellington region’s high uptake of public transport and active modes supports transport 

network efficiency, reliability, and resilience. It is also critical to reducing transport generated 

carbon emissions and getting closer to meeting the region’s and country’s emissions targets. 

However, impediments to mode shift will limit LGWM’s ability to achieve its vision of Wellington 

as a more liveable and carbon neutral city.  

But several factors are limiting the uptake of public transport and active modes  

 While active modes are reliable and support transport network resilience, like public transport, 

they are not always seen as a suitable alternative to private vehicles because of the risk of injury 

or death. Of the more than 4,000 crashes in Wellington over the past 10 years, cyclists and 

pedestrians made up nearly half of all serious injuries, and 38% of all deaths.
89

 Nearly one in 

three people would prefer to cycle, but less than one in 10 regularly do.
90

 Without intervention, 

walking and cycling will continue to be less attractive options, and deaths and serious injuries 

will remain unacceptably high.
91

 Barriers to the use of active modes also limit the health and 

environmental benefits these modes offer.  

 Public transport is not always seen as a suitable alternative to private vehicles. While public 

transport is generally considered to be safe, it does not always allow people to go where they 

want to go; at the times they want to travel; or with the flexibility they need to change plans or 

make multi-stop trips.
92

 

 More importantly, public transport does not always provide competitive journey times. Travelling 

between suburbs using public transport can take over twice as long as the same trip in a private 

vehicle. This not only makes public transport less attractive, but also presents barriers to 

equitable access, as those able to afford private vehicles are more readily able to reach 

destinations, including key services and places of employment.  

 As the population grows, so too does transport demand. Without intervention, growth in demand 

for public transport will outstrip capacity.
93

 Already, around 5,000 people travel on bus services 

that can be defined as crowded.
94

 On certain corridors, such as from Karori and the eastern 

suburbs into the central city, people have to wait as full buses pass their stop, until one arrives 

with capacity to allow them on board. As a result, more and more Wellingtonians are travelling 

earlier or later to avoid crowding on peak time services. With 20-30% growth in public transport 

demand to the central city forecast over the next 10 to 15 years, these issues are likely to get 

worse.
95

 

 If public transport and active modes are not perceived as desirable alternatives to private 

vehicles, the transport system is not providing its users with real choice, and people will 

continue to be incentivised to use private vehicles.   
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Congestion is compromising the efficiency and reliability of the transport network 

 Buses, cyclists, freight, services vehicles and private vehicles all compete for limited space on 

Wellington’s constrained transport corridors, as Figure 6 shows.
96

 For example, through Mt 

Victoria towards the CBD during the morning peak, 44% of traffic is people in cars and 41% is 

people on buses, while the remainder are pedestrians, cyclists, or people in taxis, light 

vans/trucks, or heavy trucks. Although trains operate on dedicated corridors and are not caught 

up in traffic congestion, because trains terminate at Wellington Station at the northern end of the 

CBD, journeys to destinations further south can be slow and unreliable.
97

  

Figure 6: People and vehicles by corridor and mode, morning peak from 7am to 9am, inbound 

towards Wellington CBD 

 

 Wellington’s current reliance on private vehicles is contributing to traffic and congestion, 

resulting in slower and more unreliable journey times for all modes.
98

 This makes it harder for 

people to get to their destinations on time, and can lead to losses in productivity and leisure 

time.
99

 Moreover, employment growth in the CBD and inner suburbs is expected to outstrip 

population growth in these areas.
100

 This will increase the number of people commuting into the 

area to access jobs, which will add pressure to the transport system.  

 Although congestion on Wellington’s road network has remained relatively stable during the 

morning peak period (7am–9am) between 2013 and 2018, this peak is now starting earlier and 

finishing later, with a rise in volumes between 6am-7am and 9am-10am.
101

 Weekend congestion 

is also becoming problematic, particularly in the CBD and around key recreational destinations.
102

 

Without better transport options for Wellingtonians, the road network will become increasingly 

crowded, travel times will be longer and more variable, and further peak spreading could occur.  

 Wellington is a nationally significant freight hub, which plays a critical role in moving imported 

products to consumers in the lower North Island and South Island.
103

 However, congestion 

around CentrePort and the inter-island ferry services is hindering the port’s growth and the 
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efficiency of the supply chain between the North and South Islands.
104

 Without intervention, levels 

of service will progressively decline, reducing the reliability of goods reaching the port, airport 

and other destinations, and compromising the overall reliability of the nation’s distribution 

system.  

Climate change and resilience are additional challenges 

 In addition, the transport system needs to play a role in addressing the threat of climate change 

and supporting the transition to a low-emissions New Zealand. While gross emissions in the 

Wellington region fell by 5% between 2001 and 2019, transport emissions rose by 14% across 

the same period. Transport is the biggest source of emissions in the Wellington region, 

accounting for 40% of all emissions in the region, and 48% of emissions in Wellington city.
105

 

Wellington city in particular needs to drive emissions reductions in the region, as those in the 

wider region are less able to switch to alternative, lower emissions modes.  

 The transport network is vulnerable to disruption from unplanned events, including accidents, 

natural disasters, and severe weather events. Climate change risks are also increasing the 

vulnerability of the system. Much of this is driven by Wellington’s geography – the region sits 

above the Wellington Fault, leaving it especially vulnerable to earthquakes. Although Wellington’s 

topography has helped to keep its urban area compact, it also reduces network resilience.
106

  

The transport network is also impacting liveability 

 As the region has continued to grow, so has demand for travel to, through and from the city. 

Around a third of trips during the morning and evening peaks are to/from Wellington CBD, as 

the CBD is a key generator of trips during peak times
107

 Demand for travel through Mt Victoria 

has also risen. Between 35% (morning and evening peaks) and 45% of vehicles (inter-peak and 

weekends) exiting the Mt Victoria Tunnel are heading towards the Terrace Tunnel.
108

 The region’s 

transport network needs to be able to respond to the population growth forecast, especially 

north of Wellington city.
109

  

 Liveability and amenity are being hindered by growing demand for transport services, 

competition for space on corridors, and continued reliance on private vehicles. Some transport 

corridors have limited footpath space, high transport volumes and congestion, creating air 

pollution, as well as noise and vibration.
110

 This reduces the safety, pleasantness and 

attractiveness of city streets for shopping, education and leisure activities, and walking and 

cycling, disincentivising the use of these active modes.  

 The current transport network and levels of reliance on private vehicles do not support 

Wellingtonians’ aspirations for how the city looks, feels, and functions. Liveability and amenity 

will worsen without intervention, impacting people’s quality of life and their ability to access jobs 

and facilities. Increased noise, pollution and severance will reduce the attractiveness of the 

central city as a place to visit, live and work in, potentially constraining productivity and 

economic growth.
111
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3.2 The benefits and opportunities of the Programme 

 Investing in the city’s transport network will help to address these challenges, delivering a range 

of transport benefits, as well as enabling wider opportunities for the Wellington region. Potential 

benefits include reduced carbon emissions; more efficient and reliable access across a range of 

transport modes; improved safety and resilience; and enhanced urban development and urban 

amenity. 

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

vehicles 

 Walking, cycling, and public transport are attractive options for journeys to, from, within and 

through the central city. People regularly choose to use these modes over private vehicles (i.e. 

mode shift occurs) because they offer good levels of service, competitive travel times relative to 

private vehicles, and are pleasant ways to get around. As such, mode share for journeys into 

Wellington city increasingly shifts towards walking, cycling, and public transport. This also helps 

to shift regional mode share away from private vehicles.  

 Shifting away from carbon intensive transport modes (private vehicles) towards more carbon 

efficient modes (active modes and public transport) also supports us to meet emissions targets 

at a city, regional and national level. Increased uptake of lower carbon transport modes will 

support Wellington to achieve a zero-carbon future, and contribute to climate change mitigation 

and adaptation.
112

  

 The opportunity of compact, liveable urban form such as those around fixed public transport 

stations results in lower carbon emissions. When shops, jobs and entertainment are nearby there 

is far less need to travel long distances using transport modes that are unsustainable.   

 Inviting more people to live in Wellington City has environmental benefits, given our low carbon 

lifestyle compared to many places. A credible ability to further densify the inner city is required 

to support newcomers to choose walking, cycling or other zero carbon transport. 

Provides more efficient and reliable access for users 

 Travel across a range of modes is more efficient, reliable, and accessible. Public transport 

operates more frequently and via dedicated corridors, offering greater capacity, as well as 

improved travel times and reliability. For those who walk or cycle, new and improved routes with 

higher quality infrastructure make journeys more efficient, with fewer delays at intersections. 

This makes public transport and active modes more attractive options for both commuting and 

non-commuting trips, providing people with real choice and improving equity of access for 

Wellingtonians. People will be able to access employment more easily and reliably, community, 

educational and recreational destinations via a range of modes.  

 In addition, transport network improvements mean Wellingtonians who need to use private 

vehicles, such as emergency services, freight, tradespeople, or those who are mobility impaired, 

can access destinations more reliably. 

 Improved efficiency and reliability of access across the transport network will help to support 

forecast population and employment growth in the Wellington region, as more people will live 

within a 30 minute journey time of the central city, and key economic and recreation 

destinations such as the CBD, hospital, and Victoria University Campus in Kelburn.   
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Improves safety for all users 

 People feel safe using the transport network irrespective of the mode they are using. Separation 

of modes via dedicated corridors, lower speed limits in the central city, and more intuitive 

intersections lead to reduced harm. In particular, there is a reduction in deaths and serious 

injuries for pedestrians and cyclists in and around the central city. Accordingly, perceptions of 

safety improve, which in turn supports greater uptake of active modes. 

Is adaptable to disruptions and future uncertainty 

 The transport system is more resilient and able to withstand accidents, natural disasters, and 

other unplanned events without causing major disruption. Access to critical facilities within the 

city is enhanced via greater transport options and choice, and improved design of new 

infrastructure. Additional transport capacity also improves resilience (for example, road 

shoulders to allow emergency access, or emergency vehicles using bus priority lanes when 

needed). This means fewer journeys are impacted when disruption occurs, or are impacted less 

severely. 

 The network is also more able to withstand low frequency events, such as a major earthquake, 

by providing alternative routes or strengthening existing routes. The location of infrastructure is 

carefully considered to improve its resilience to climate change.  

Enhances urban amenity and enables urban development outcomes 

 Wellington is a connected, vibrant, and liveable city. Intensification around core public transport 

corridors supports a compact urban form, enabling greater reductions in carbon emissions, as 

more people live in the city, and can use public transport or active modes. The city’s compact 

urban form places homes close to social and economic opportunities which are supported by a 

range of transport options. 

 Within the context of population growth and limited housing stock, there is a need to 

accommodate growth and enable greater housing capacity in Wellington, to meet current and 

future community needs. In Wellington city, the opportunity to provide for a significant share of 

that growth – focussed close to the central city, along key public transport corridors, with good 

travel choice and access – is significant. 

 LGWM seeks to enable urban development by making development easier and more efficient, in 

line with existing planning controls and the Draft Spatial Plan for Wellington city. There is a clear 

link between investment in transport infrastructure and urban development; areas which become 

more accessible due to infrastructure investment typically see an uplift in land values, 

encouraging development. LGWM Programme partners are working with other entities to identify 

opportunities for delivering urban development and housing to address housing shortages. 

 The benefits of investment in road infrastructure are typically broad and include areas that are 

made more accessible by road, as well as those which benefit from reduced congestion of the 

transport network. On the other hand, the benefits of investment in public transport tend to be 

concentrated around a 10-minute walking radius of the corridor. This concentrated nature of 

value uplift offers opportunity to influence where development and intensification occurs. 

Through the selection of public transport routes and node locations, investment in transport 

infrastructure can influence the city’s shape.  

 This is an opportunity to address Wellington’s housing supply challenges by encouraging 

development in places which have existing services and infrastructure, and are easily accessible 

by public transport.  

 LGWM could also improve amenity value by encouraging the development of urban green spaces, 

such as parks and playgrounds. Te Aro for example, is well-placed to support urban green 

spaces, by removing congestion on its streets, and through development enabled by transport 

investment. Green space plays a role in helping neighbourhoods be pleasant places to live, work 

and play. Better quality streetscapes can also help to encourage increased uptake of active 

modes.   
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 While transport infrastructure can be a big contributor to, and catalyst for, urban development, 

this city-shaping development and intensification relies on others, including investment in other 

infrastructure, such as water. The significant investment LGWM is undertaking is an opportunity 

to collaborate to improve the resilience of Wellington city’s infrastructure, including through co-

investment with other service providers like three waters.  
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4 The path to transforming Wellington 

 Investment in Wellington’s transport network is a critical enabler to addressing many of the 

issues affecting the city. LGWM has identified four options which address these challenges, 

helping to make Wellington more liveable, safe, accessible, resilient, and climate-friendly, while 

remaining affordable for Programme Partners. These options have been developed through a 

robust options evaluation process, which involved developing shortlist Programme options, 

evaluating the shortlist options, and understanding the impact of affordability on the options.  

 LGWM will seek to ensure the views of the Programme Partners, public, and LGWM Board are 

balanced and communicated clearly during engagement and decision-making. Four options will 

be communicated during engagement, so the public has a genuine opportunity to shape the way 

forward through engagement.  

4.1 The future if we don’t act  

 The Do Minimum option has been used to assess ‘what will the outcome be if we don’t take 

action?’ This provides a point of comparison for the options, to understand what is achieved and 

what benefits are realised by investing and implementing them.  

 Under the Do Minimum case, safer central city speeds, implemented by LGWM, are already in 

place and each Partner continues with planned initiatives as part of its business as usual (BAU) 

operations including, regional State Highway improvements and rail upgrades, increased bus 

capacity and integrated ticketing for public transport, and improvements to active-mode 

infrastructure. 

The opportunity to make a step-change and shape the city for the future is missed 

 LGWM plays a vital role in urban transformation, enabling Wellington to be a city that embraces 

the future and grows to meet the needs of its burgeoning population. It’s a vibrant, compact, 

and liveable city full of workplaces, shops, restaurants, bars, apartments, parks, and green 

spaces. The city’s streets, built form, and open spaces reinforce Wellington as a place built for 

people. 

 Wellington promotes housing availability, making the city a magnet for New Zealanders, visitors, 

and new arrivals wanting to call the city home. The central city flourishes as the economic 

powerhouse of the Wellington region, generating economic and social benefits that extend well 

beyond the central city and into the outskirts of the region.  

 Residents, both new and old, enjoy the health and environmental benefits of walking and cycling 

and – most importantly – of living in a compact city that hums with activity, life, and vibrancy. 

The local and regional economies are low-carbon and thriving. 

 But that future could easily be out of reach if Wellington’s forecast population growth isn’t 

accommodated as envisaged, and if transport doesn’t function as an enabler of that growth.  

 Housing availability – already constrained – is squeezed further, forcing people out of the city 

and possibly the region, meaning overall economic growth stagnates. The compact and buzzing 

CBD becomes a memory, as the transport system worsens, congestion grows, and people look 

elsewhere for a great lifestyle and ready access to employment. This harms not just Wellington 

city but also the region. 

 At the same time, the existing public transport system and walking and cycling networks are 

struggling to provide people with a convenient and viable alternative to private transport, means 

carbon emissions are stubbornly slow to drop.  
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 Wellington – a vibrant, diverse, productive, and flourishing city – 

gradually sees its desirability reduce. Without the enablement of 

urban transformation, the future Wellington is fragmented, 

sprawled, unable to attract and retain talent, and a place where it 

is harder for people to obtain a thoroughly enjoyable quality of 

life.  

Meanwhile the performance of Wellington’s transport system 

continues to worsen 

Figure 7: Statistics on Wellington’s transport system  

 Without investment in Wellington’s transport network, the city’s 

growing population continues to pile onto Wellington’s already 

constrained transport network.  

 More people means more demand. In 2036, 20% to 30% more 

people enter the CBD on public transport during the peak but, 

with limited ability to accommodate this demand, the only option 

is to provide more and more buses. With more buses loaded on 

to the same constrained corridors, public transport journey times 

become increasingly slower and unreliable.  

 Adding to this, without dedicated corridors for public transport, 

greater numbers of buses also compete with increasing numbers 

of private vehicles on the roads, exacerbating travel times and 

reliability. This poor and declining level of service means the 

attractiveness of public transport declines and people are not 

encouraged to shift away from private vehicles. Finding suitable 

parking also becomes more challenging. 

 The uptake of active modes is hindered, as cyclists continue to 

compete for space on roads designed solely for motor vehicles, 

enduring increasing safety risks (resulting from increasing 

numbers of vehicles) and a poor travel experience.  

 With declining levels of service for public transport and active 

modes, mode shift is not enabled and the ambition to move more 

people with fewer vehicles is not realised.  

 Instead, increased traffic and congestion on the roads means 

worsening travel times and reliability for both public and private 

transport. Peak period congestion starts earlier and ends later, 

and Wellingtonians spend more time getting to and from their 

destinations. The resulting losses in productivity, and reduced 

leisure and personal time, affects everyone. This is especially 

challenging for users such as trades and services, who rely on 

private vehicles and are unable to use public transport or active 

modes as alternatives. The limited ability to accommodate 

growing freight movements leads to slower and less reliable 

freight journeys, and Wellington’s port is less able to fulfil its role 

as a freight hub for central New Zealand and beyond.  

Increased car demand to and 

through the CBD, particularly at 

peak times, leading to an 

increase in travel times, less 

reliable travel times and further 

peak spreading with congestion 

starting earlier and finishing later 

Public transport journeys into 

the CBD at peak take longer 

and are more unreliable: 

From Island Bay: Between 30 

and 45 min (10 to 20% increase 

in time and variability in 2036 

compared to current) 

From Miramar: Between 25 and 

40 min (10 to 20% increase in 

time and variability) 

From Karori: Between 20 min to 

35 min (10 to 20% increase in 

time and variability) 

From Johnsonville: Between 20 

to 40 min (10 to 30% increase) 

Vehicle kilometres travelled to 

and through the CBD could 

increase by up to 10%, 

particularly outside of peak 

periods  

Key bus corridors are already 

experiencing bus-on-bus 

congestion at peak times. By 

2036, with 20% to 30% more 

demand for public transport into 

the CBD at peak, travel times 

and reliability will worsen. 

Already in 2019, 40% of bus 

passengers are on services 

considered to be crowded.  

Private vehicle journeys into 

and through the CBD at peak 

take longer and will be less 

reliable: 

Johnsonville to Airport: 35 to 40 

minutes (15% to 25% increase in 

time and variability in 2036 

compared to current) 

Airport to Johnsonville: 30 to 35 

minutes (10% to 20% increase) 

Johnsonville to Hospital: 25 to 

30 minutes (15 to 25% increase) 

Hospital to Johnsonville: 20 to 

25 minutes (5% to 10% increase) 
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4.2 The options for transforming Wellington  

4.2.1 Shaping up options for public engagement 

 The Programme has undertaken a comprehensive options assessment process to shape up and 

determine which options meet LGWM’s investment objectives and affordability envelope. 

Through this, the Programme has identified a refined shortlist, which will be consulted on with 

the Public. This process is outlined in Figure 8. 

 The multi-criteria analysis (MCA) used the following criteria: 

• Investment objectives: carbon emissions and mode shift, liveability, access, safety, and 

resilience. 

• Environmental and social impacts: noise and vibration; heritage and archaeology; social; 

economic (including business disruption); landscape and visual; and contaminated land. 

• Mana whenua: values developed by iwi partner representatives, including: 

o Whakapapa: a sense of place 

o Wai-ora: respect the role of water 

o Pūngao-ora: energy 

o Hau-ora: optimising health and wellbeing 

o Whakamahitanga: use of materials 

o Manaakitanga: support a just and equitable society 

o Whakāhuatanga: celebrate beauty in design.  

• Design, delivery, and operation: engineering difficulty, property difficulty, and scalability of 

network and services (network fit).   

 The assessment also considered other relevant factors applicable at each stage of the 

assessment, including: 

• Strategic fit: how well each option aligns with local, regional, and national strategies and 

plans. 

• Economics: economic evaluation of each modelled option 

• Risk assessment: risk profile of each option, across areas such as consenting, property, 

funding, and construction 

• Delivery timeframes: time to complete each option 

• Long-term urban development: the potential of each option to support future growth, or a 

higher than forecast growth scenario 

• Carbon emission outcomes: the ability of each option to reduce carbon emissions 

• Stakeholder and public engagement. 
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Figure 8: Process to develop options for public engagement 

 

Evaluated Programme shortlist options

Through additional MCA identified the emerging technically preferred option, V1A

1

2

Applied Programme affordability threshold to V1A, and the other shortlist options to 

determine which options were affordable. 

MCA on refined shortlist and economic assessment of this shortlist

Undertook further modelling and analysis on emerging technically preferred option

i ii iii iv

IP V1 V1A V1BRPI V2 V3 V3A

Refined the Programme shortlist based on the affordability threshold

Options i and ii are affordable versions of V1A, while V3 and V3A have been carried forward 

as Options iii and iv.

Developed Programme longlist options

Developed a preliminary longlist of options, built up from package-level options which explored the 

full breadth of technical solutions. 

V1 V1A V2 V3 V3A

Identified Programme shortlist options

V1A

Evaluated longlist options through an MCA process using set criteria:

• Investment objectives

• Environmental and social impacts

• Mana whenua values

• Design, delivery, and operation

1 2

Key

Analysis prior to applying the affordability envelope Analysis as part of the affordability envelope

Identified options for public engagement

LGWM Partners confirmed they are committed to the same Programme affordability 

threshold as agreed to for the IP (plus inflation). The Options Evaluation Process was 

extended to consider the impact of this. 

Source: Engagement Programme Options Board Paper, Summary – Business Case Option Evaluation Process 
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 Since the PBC was released, the Programme has defined and progressed a three-year delivery 

programme, and reconfirmed its investment objectives to ensure the objectives reflect key 

changes in the strategic landscape. Through the development of the IBCs in 2020 and 2021, 

more information is now known about some of the notable interventions within LGWM. Elements 

of the RPI have evolved; for example, the MRT route no longer follows a single spine after further 

investigation showed this route was unlikely to optimise MRT-driven development potential. 

4.2.2 Assessing the emerging technically preferred option  

 In August 2021, LGWM undertook economic modelling on V1A, which was the emerging 

technically preferred option prior to the Programme affordability threshold being applied.  

 The analysis showed the benefits for V1A accrue primarily to public transport and active mode 

users, while car and light vehicle users gain only a small proportion of the benefits or experience 

disbenefits. These results align with the Programme’s investment objectives, which seek to 

achieve mode shift away from private vehicles and towards lower-emissions modes (i.e., walking, 

cycling and public transport).  

 Public Transport Users: The modelling suggested people using public transport will be able to 

get to and from their destinations more quickly. Journeys will be comparatively faster with more 

corridors prioritised for public transport, accompanied by slightly faster boarding and reduced 

wait times for services. Those commuting during the morning (7am to 9am) and evening (4pm to 

6pm) peaks see the biggest reductions in journey times. More efficient and reliable levels of 

service make public transport a more attractive option, encouraging Wellingtonians to shift away 

from private vehicles and towards public transport. 

 Road Users: Those travelling by private and commercial vehicles will be able to do so more 

safely with fewer crashes on roads, but often at the cost of longer average travel times. LGWM 

seeks to entice people out of cars, and onto public transport or active modes. The prioritisation 

of certain corridors for public transport and active use, means those who remain on the road 

network will have longer average trip times when travelling to or through Wellington. 

 Active Mode Users: The substantial increase in walking and cycling demand results in large 

health benefits for active transport users. Walking and cycling benefits are distributed across the 

city but are concentrated in the CBD – especially along the Golden Mile where pedestrians and 

cyclists will be prioritised through the removal of general traffic along this route, wider 

pedestrian spaces, and dedicated areas for cyclists. 

4.2.3 Refining the options with an affordability lens 

 The MCA assessment showed V1A aligned most favourably with LGWM’s objectives. However, 

prior to the adoption of a preferred programme, wider factors, including affordability, needed to 

be considered. Accordingly, the refined shortlist was assessed to understand where options sat 

against a Programme affordability threshold determined by the LGWM Board. The affordability 

threshold of $7.4 billion is based on the threshold agreed to by the LGWM partners for the IP, 

with the impact of inflation accounted for.  

 After the affordability threshold was applied to the shortlist options: 

• V1 was not progressed as it performed worse than V1A and its cost estimate was well 

above the affordability threshold. 

• V1A was above the threshold but was modified to produce two versions of V1A, leading to 

Options i and ii. 

• V2 was not taken forward as it was above the affordability threshold, and no changes could 

be made to improve affordability while retaining the desired outcomes of this option.  

• V3 and V3A fell below the affordability threshold and were carried forward as Options iii 

and iv, respectively.  
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Summary of multi criteria assessment  

 Table 1 shows how each option ranked against criteria used in the MCA. Options i and iv were 

identified as cost ‘bookends’ for the refined shortlist and taken forward for further analysis to 

demonstrate the corresponding benefits. Option ii was also progressed, given it performed well 

in the MCA. Option iii was not taken forward for detailed economic analysis, as it did not perform 

well against the Programme’s objectives.  

Table 1: Summary of MCA assessment 

MCA criteria Option i Option ii Option iii Option iv 

Programme objectives 2
nd

  1
st

  4
th

  3
rd

  

Mana whenua values; 

Environmental and social impacts 

2
nd

 = 1
st

  2
nd

 = 2
nd

 = 

Design, delivery, and operation 2
nd

 = 1
st

  2
nd

 = 3
rd

  

 

The refined options 

 The refined options are explained through the diagrams and tables on the following pages. 

Figure 9 outlines the scope of the Programme options.  
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Figure 9: Description of Programme components 

 

 

 

COMMON TO ALL OPTIONS

MRT

Either: dedicated Light Rail Transit (LRT) 

to Newtown and shared running to Island 

Bay; Enhanced Bus to Miramar and 

existing services to the Airport (with some 

bus priority treatment) and other eastern 

suburbs, OR dedicated Bus Rapid Transit 

(BRT) to Newtown and Miramar, and 

shared running to Island Bay, the Airport 

and other eastern suburbs.

Travel behaviour

change

Incentives and education 

initiatives to encourage 

people to travel outside 

of peak hours, reduce 

travel by single-

occupancy private 

vehicles, and reduce the 

need to travel

Cobham Drive crossing 

and SH1 safer speeds

Improving safety for 

pedestrians and cyclists 

to cross and connect with 

the Evans Bay cycleway

Central city pedestrian 

improvements

Small intersection 

changes to make it safer, 

quicker and easier for 

pedestrians to cross

Thorndon Quay and 

Hutt Road 

improvements

Making this corridor safer 

and more attractive for 

bus users, pedestrians 

and cyclists

Golden Mile 

improvements

Making bus travel 

through the central city 

faster and more reliable, 

and improving safety and 

amenity for pedestrians 

along this corridor

Safer central city speeds

Reduced the speed limit 

to 30 km/h on most 

central city streets

Priced TDM

(1) A targeted charge on commuter 

parking to encourage commuters to use 

public transport, walking and cycling; or 

(2) congestion pricing. A key decision the 

Programme will make following 

consultation is whether priced TDM will 

be implemented and in what form.
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City streets

Rolling programme of public transport, 

walking, cycling, safety and amenity 

improvements to improve travel 

choices across the central city and 

multimodal connections to suburban 

centres. This programme begins in the 

short-term and extends into the 

medium to long-term.

SHI

A combination of the elements below, 

included to varying degrees across the 

options:

• Basin Reserve improvements (grade-

separation or at-grade solution)

• New Mt Victoria Tunnel

• Mt Victoria Active Modes Tunnel

VARY BETWEEN OPTIONS

M
E
D

I
U

M
 
T

O
 
L
O

N
G

-
T

E
R

M
 
P
A

C
K

A
G

E
S

Source: Programme Shortlist Options Report, Engagement Programme Options Board Paper 
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 Table 2 provides an overview of the components of each of shortlist options and refined shortlist options. 

Table 2: Overview of components for the shortlist and refined shortlist options 

  
Source: Programme Shortlist Options Report, Engagement Programme Options Board Paper 

*Two alignments are being considered for the Mt Victoria Tunnel under Options i and ii. The first alignment runs parallel to the existing tunnel and provides dedicated space for pedestrians and 

cyclists. The second option is a longer, diagonal tunnel that would relocate traffic out of the existing tunnel, allowing the existing tunnel to be converted for solely pedestrian and cyclist use.   

Components / Options

Shortlist options Refined shortlist

V1 V1A V2 V3 V3A i ii iii iv

Three-year programme

City streets

LRT from City to South

Dedicated lanes to Newtown; shared running to Island Bay

LRT to Airport and East

Enhanced bus to East

Dedicated lanes to Miramar; existing services to Airport

BRT to Newtown, Miramar and Airport

Existing services to Island Bay and other eastern suburbs

Grade-separating the Basin 

At-grade solution for the Basin

New Mt Victoria Vehicle Tunnel

Mt Victoria Active Modes Tunnel

Terrace Tunnel duplication

Trenching of Te Aro Tunnel

Long tunnel from the Terrace to Kilbirnie

Priced TDM

Can be applied to each option

* *
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 The features of the refined shortlist are outlined in the following four figures. 

Figure 10: Option i – South coast light rail and new public transport tunnel 

  

MRT

Provided via dedicated LRT from 

Wellington Station to Newtown; services 

extend to Island Bay in general traffic. 

Continuous dedicated bus lanes from 

Cambridge Terrace to Miramar via Mt 

Victoria Tunnel. Bus priority treatment 

along Calabar Road to Airport, and 

existing bus services to other eastern 

suburbs. 

Travel behaviour change

Cobham Drive crossing 

and SH1 safer speeds

City centre pedestrian 

safety improvements

Thorndon Quay and Hutt 

Road improvements

Golden Mile 

improvements

Safer central city speeds

Priced TDM City streets

SHI

Grade-separation of the Basin Reserve, 

including extension of Arras Tunnel. Mt 

Victoria Tunnel: either the existing 

tunnel is converted to an active modes 

tunnel and a new diagonal tunnel is 

constructed, OR the existing tunnel is 

used for vehicles only, and a new active 

modes and zero-emissions public 

transport tunnel is built.

MEDIUM TO LONG-TERM PACKAGES

THREE-YEAR PROGRAMME

Option i offers 

improvements to all 

modes of transport, 

futureproofs networks 

and provides high quality 

public transport along 

corridors identified for 

potential growth in urban 

development. 

Source: Programme Shortlist Options Report, Engagement Programme Options Board Paper 
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Figure 11: Option ii – Bus rapid transit to the sea and the skies 

 

 

MRT

Provided via BRT from Wellington Station 

to Newtown; services extend to Island 

Bay in general traffic. Continuous 

dedicated BRT lanes from Cambridge 

Terrace to Miramar and the Airport via 

Mt Victoria Tunnel, with BRT services 

extending to other eastern suburbs.

Travel behaviour change

Cobham Drive crossing 

and SH1 safer speeds

City centre pedestrian 

safety improvements

Thorndon Quay and Hutt 

Road improvements

Golden Mile 

improvements

Safer central city speeds

Priced TDM City streets

SHI

Grade-separation of the Basin Reserve, 

including extension of Arras Tunnel. Mt 

Victoria Tunnel: either the existing 

tunnel is converted to an active modes 

tunnel and a new diagonal tunnel is 

constructed, OR the existing tunnel is 

used for vehicles only, and a new active 

modes and zero-emissions public 

transport tunnel is built.

MEDIUM TO LONG-TERM PACKAGES

THREE-YEAR PROGRAMME

Option ii is an alternative 

approach to improving 

public transport, with 

increased investment in 

public transport to 

Newtown and the eastern 

suburbs. 

Source: Programme Shortlist Options Report, Engagement Programme Options Board Paper 
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Figure 12: Option iii – South coast light rail 

 

MRT

Provided via dedicated LRT from 

Wellington Station to Newtown; services 

extend to Island Bay in general traffic. 

Improved bus priority infrastructure 

between Cambridge Terrace and 

Wellington Road, and continuous 

dedicated bus lanes from Wellington 

Road to Miramar. Bus priority treatment 

along Calabar Road to Airport and 

existing bus services to other eastern 

suburbs.

Travel behaviour change

Cobham Drive crossing 

and SH1 safer speeds

City centre pedestrian 

safety improvements

Thorndon Quay and Hutt 

Road improvements

Golden Mile 

improvements

Safer central city speeds

Priced TDM City streets

SHI

Grade-separation of the Basin Reserve, 

including extension of Arras Tunnel. 

Existing tunnel continues to be used for 

vehicle traffic with pedestrian facilities 

removed, and a new active modes tunnel 

with dedicated cycling and pedestrian 

facilities is constructed.

MEDIUM TO LONG-TERM PACKAGES

Option iii is similar to 

Option i, but does not 

include the potential for a 

new Mt Victoria Vehicle 

tunnel. 

THREE-YEAR PROGRAMME

Source: Programme Shortlist Options Report, Engagement Programme Options Board Paper 



 

Let’s Get Wellington Moving | Draft Programme Report for Public Engagement Page 48 of 116 

 

Figure 13: Option iv – South coast light rail via Taranaki Street 

 

MRT

Provided via dedicated LRT from 

Wellington Station to Newtown; services 

extend to Island Bay in general traffic. 

Improved bus priority infrastructure 

between Cambridge Terrace and 

Wellington Road, and continuous 

dedicated bus lanes from Wellington 

Road to Miramar. Bus priority treatment 

along Calabar Road to Airport and 

existing bus services to other eastern 

suburbs.

Travel behaviour change

Cobham Drive crossing 

and SH1 safer speeds

City centre pedestrian 

safety improvements

Thorndon Quay and Hutt 

Road improvements

Golden Mile 

improvements

Safer central city speeds

Priced TDM City streets

SHI

At-grade improvements at the Basin 

Reserve, such as minor changes to 

general traffic lane configuration. 

Existing tunnel continues to be used for 

vehicle traffic with pedestrian facilities 

removed, and a new active modes tunnel 

with dedicated cycling and pedestrian 

facilities is constructed.

MEDIUM TO LONG-TERM PACKAGES

THREE-YEAR PROGRAMME

Option iv is similar to 

option iii, but does not 

include the Arras Tunnel 

extension to provide 

grade-separation near the 

Basin.

Source: Programme Shortlist Options Report, Engagement Programme Options Board Paper 
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Travel demand management 

 Investment in transport infrastructure alone won’t necessarily deliver the travel behaviour change 

LGWM is seeking to achieve. Alongside transport infrastructure investment, TDM can be a useful 

tool to influence travel behaviour and choices.  

 LGWM seeks to move more people with fewer vehicles. TDM approaches can be applied to 

encourage behaviour change and mode shift away from single-occupancy vehicles to either 

public transport or active modes supporting LGWM’s objective to reduce reliance on private 

vehicles, increase mode shift, reduce carbon emissions, and enhance liveability. TDM 

programmes also contribute to these objectives by encouraging more efficient travel, including 

travelling at different times.  

 TDM approaches can be applied for two purposes: to support the long-term achievement of the 

programme benefits and to support smoother delivery during the programme construction 

works.  

 The Programme has investigated both priced and non-priced TDM approaches, including two 

priced approaches: a commuter parking levy and congestion pricing. At this stage, a congestion 

pricing system appears to have advantages over a commuter parking levy: the price directly 

affects all drivers, it can be used to influence behaviour at particular locations and times, and it 

impacts all traffic, rather than just parked cars. However, further work is required on congestion 

pricing to understand its effectiveness and impacts, including on equity. 

 The use of pricing schemes is likely to be some way off and will involve further engagement with 

Wellingtonians. Both congestion pricing and a commuter parking levy would need legislation to 

enable their implementation. Before priced schemes are introduced, consideration must be given 

to the capacity and performance of public transport services and active mode infrastructure to 

provide viable travel alternatives to private vehicles. 

Commuter Parking Levy 

 The Programme has investigated applying a Commuter Parking Levy to reduce the number of 

commuters driving to the CBD in the morning peak by placing a charge on the use of off-street 

commuter car parks.  

 The levy could be applied to two sets of parks. The first is car park owners and operators, and 

would apply to each carpark a provider has in use at 10am on weekdays. The second set is the 

occupiers of ‘private’ parks – those people who use parks in commercial buildings. In this way, 

the levy targets commuters specifically. International analysis on price elasticity and some 

Wellington survey work shows at the recommended price(s), a 9% reduction in cars looking to 

park in the CBD, and an up to 4,500 decrease in morning peak hour motor vehicle trips to the 

CBD could be possible.
113

  

 

113

 LGWM, (2021), Travel Demand Management Communications Document 
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 Indicatively, the recommended price point is in the 

order of a 50% increase in current annual costs for 

parking, which vary across the city.
114

 The proposed 

option is a levy amount set at $2,500 per annum in the 

Thorndon/Lambton Quay area and a $1,750 per 

annum levy in Te Aro and Pipitea.
115

 A map of the 

proposed geographic area for the parking levy is 

shown in Figure 14. 

 A commuter parking levy is likely to take four years to 

implement depending on the time taken to prepare, 

introduce and pass legislation, and any Wellington-

specific instrument to be approved. As such, the 

earliest possible start year for the parking levy is 2025, 

and a phased introduction is proposed.  

 It is anticipated that, following the successful 

development and implementation of enabling 

legislation, the commuter parking levy would be 

managed by WCC. It is predicted to generate up to $26 

million in gross revenue per annum once fully 

introduced.
116

  

Congestion Pricing 

 The Programme is also investigating congestion 

pricing, which arguably has benefits over other forms 

of priced TDM. The investigation into congestion 

pricing has not yet progressed to the same level of detail as the commuter parking levy. 

However, early stage research suggests it could involve a price for vehicles entering a CBD 

cordon at certain times, possibly using number plate recognition technology as used on toll 

roads in Auckland and Tauranga. This could result in a 10-15% reduction in the number of 

vehicles entering the CBD in the morning peak.
117

   

 If congestion pricing is implemented in Auckland, Wellington will have the opportunity to learn 

from that experience. Considerable further work is needed to inform any congestion pricing 

scheme in the Wellington context, including questions such as: 

• Who is driving? Where do they live? Where are they going? 

• What are the equity considerations?  

• What or who will exemptions apply to?  

• What price point will result in the greatest value in terms of achieving mode shift outcomes 

and being fair? 

• What would the impact on freight and service vehicles be? 

• What type of scheme (cordon, area, or arterial pricing) would achieve the best outcomes? 

Where should the geographic boundaries lie? Should it include the state highway?  

• Is it affordable? Is the net revenue position positive? 

• What enabling legislation would be required? 

• Could other priced approaches be used, for example: charging emissions to affect carbon 

and local air emissions objectives. 

 

114

 LGWM, (2021), LGWM Travel Behaviour Change SSBC 

115

 LGWM, (2021), LGWM Travel Behaviour Change SSBC 

116

 LGWM, (2021), LGWM Travel Behaviour Change SSBC 

117

 LGWM, (2021), LGWM Travel Behaviour Change SSBC 

Figure 14:  Proposed geographic area 

for the parking levy 



 

Let’s Get Wellington Moving | Draft Programme Report for Public Engagement Page 51 of 116 

 

 At this stage, a congestion pricing system appears to have advantages over a commuter parking 

levy: the price directly affects all drivers, it can be used for particular locations and times, and it 

affects all traffic, rather than just parked cars.  

 The use of pricing schemes might be some way off, and no decisions have been made yet to 

recommend that any particular system be introduced. Before priced schemes are introduced, 

consideration must be given to the capacity and performance of public transport services and 

active mode infrastructure, to provide viable travel alternatives to private vehicles.  

 Further detail on the Programme’s considerations for TDM is available in Appendix 5: Travel 

Demand Management (Travel Behaviour Change). TDM is not included in the economic 

evaluation, as inputs and assumptions to assess TDM are not yet available. It is anticipated TDM 

would increase the Programme’s benefits, supporting infrastructure investment to move more 

people with fewer vehicles.  
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4.3 Assessing the refined options 

4.3.1 Approach to assessing the refined options 

Approach to the economic evaluation 

 The Programme has undertaken economic evaluation of the refined shortlist through Cost-

Benefit Analysis (CBA). CBA is a tool to support decision-makers, and is widely used in the 

appraisal of public infrastructure projects to assess the total benefits generated for society by 

government investment, relative to the costs incurred to society in generating those benefits. 

The CBA evaluates the expected costs and benefits and helps to determine the likely net 

economic welfare gain to society from an intervention.  

 Options i, ii and iv have been assessed through a CBA. The CBA focuses only on transport 

benefits, as these can be more reliably quantified and monetised within the current tools 

available to the Programme. However, the benefits LGWM could deliver are much broader than 

transport benefits. They include wider considerations such as improvements to the liveable 

urban form, increased housing availability, additional environmental benefits, and the 

achievement of social objectives. An overview of these benefits is provided in Figure 15. 

 These other benefits are not included in the initial CBA given the practical challenges in credibly 

quantifying and monetising these. However, as the Programme progresses, further analysis will 

be conducted to better understand the value, nature, and distribution of these benefits.  

Figure 15: LGWM’s benefits  

 

 An overview of the full economic evaluation process is outlined in Figure 16. 

Focus of CBA 

Climate Change 

Benefits 

LGWM’s 

contribution to 

meeting climate 

change targets 

Social Benefits 

LGWM’s 

contribution to 

social benefits 

Transport 

Benefits 

Benefits assessed 

per Waka Kotahi 

guidelines 

Urban Form 

Benefits 

Land value uplift 

(LVU)  

Liveability 

Source: LGWM 
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Figure 16: Economic evaluation process 

 

Approach to assessing benefits 

 The economic appraisal tool used to assess conventional transport-related economic benefits, 

contains a set of calculations per Waka Kotahi’s Monetised Benefits and Costs Manual (MBCM). 

The conventional transport-related economic benefits appraised to date can be broken down into 

the following: 

• Public transport user benefits: including travel time savings (reduced in-vehicle time 

(IVT), access/egress time and wait times), and transfer penalties (the perceived travel costs 

incurred by public transport users who are required to change within modes (e.g. bus to 

bus) or between modes). 

• Road user benefits: including travel time savings, savings in vehicle operating costs 

(VOCs), and improved road safety. 

• Active mode user benefits: incremental benefits from making walking and cycling more 

attractive. 

• Non-user benefits: including environmental benefits (emissions reductions) and 

incremental net fare revenue. 

• Wider economic benefits (WEBs): including agglomeration and output change in 

imperfectly competitive markets. 

Approach to assessing costs over the life of the Programme  

 Cost estimates have been developed for projects across the work packages and collated for a 

programme view. Costs incurred to deliver the Programme and maintain operations include 

phased capital investment, incremental on-going operation and maintenance and through-life 

capital renewals, as well as forecast lost parking income.  

 At this point in time, while package-level IBCs are being developed, P50 cost estimates are 

considered appropriate to adopt for the purposes of the economic evaluation. P50 cost estimates 

refer to a confidence level of 50% regarding the probability of the cost not being exceeded and 

adopt a set of assumptions around cost contingency. 

2. Spatial analysis 

4. CBA modelling 

The Wellington Transport Strategy Model (WTSM or the Strategic 

Transport Model) was used to understand the impact of the 

programme on Wellington’s transport network, producing transport 

modelling outputs.  

These transport modelling outputs were processed in an interactive 

mapping tool to sense-check the spatial distribution of the outputs 

and identify any unintuitive results which could skew or bias the CBA.  

The forecast costs of implementing LGWM were estimated by the 

Programme and incorporated into the CBA model. 

The CBA incorporates costs and benefits, including those derived 

from the transport modelling outputs. These outputs are measures of 

net economic worth, including the BCR and NPV.  

1. Transport modelling 

3. Cost estimates 
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 Costs have been considered over the Programme delivery period and a 40-year operational 

period (2020/21 - 2073/74), which is appropriate for this project, as prescribed in the MBCM.
118

  

 How the Programme will be financed is still under consideration; consequently, any interest 

expense that could be incurred over the life of the Programme has not been included in the 

whole-of-life-cost (WOLC) for CBA purposes.  

Programme investment costs 

 Programme investment costs are the capital expenditure costs to deliver the interventions, which 

include design costs and consultancy fees, Waka Kotahi managed costs and consent monitoring 

fees, as well as physical works such as ground works, core infrastructure costs, and allowances 

for traffic services and traffic management. 

 MRT and SHI are the most cost-intensive packages within the Programme. For Option i, they 

comprise 46% and 40% of the capital investment requirements respectively (real $). The 

equivalent figures for Option ii are 43% each for MRT and SHI. Under Option iv, MRT comprises 

71% of costs and SHI comprises 11%, reflecting the minor at-grade improvements at the Basin 

Reserve under this option. Engagement options have specific MRT modes and include fleet costs 

if existing buses will not be used.  

 Given the extensive property take required to enable the delivery of MRT and SHI, property 

acquisition costs are an important component of Programme costs. Current package cost 

estimates include an approximate $642 million allowance for property acquisition under Option 

i. The equivalent figures for Options ii and iv are $678 million and $480 million, respectively. 

With the dynamism of the Wellington housing market, property costs will need to be reassessed 

throughout this phase of planning. 

Whole-of-life costs 

 Real WOLC (non-inflation adjusted) have been considered over a 40-year operational period, 

which is appropriate for this programme as prescribed in the MBCM, to the 2073/74 financial 

year and discounted to present values (2021 real $) using a 4% discount rate. WOLC includes: 

• Capital renewals (asset replacement costs over the 40-year operational period, driven by 

economic useful life of relevant asset classes and only for incremental increases in renewal 

costs) 

• Services costs (operating expenditure associated with the cost of running the light rail MRT 

service, such as personnel costs, rail electricity, and security) 

• Operating costs (incremental operating expenditure associated with all interventions, 

including MRT stations). 

Approach to weighing up benefits against costs 

Benefit-cost ratio 

 The results of the CBA – the total present value of benefits to costs over the evaluation period – 

are expressed as a ratio, called the BCR.   

 

118

 Section 6: Financial implications later in the report looks at a different time period of 30 years (including both investment 

and operational phased) for affordability purposes and takes into account financial implications, such as interest charges. 

Affordability has been assessed over 30 years to maintain consistency with the IP analysis, the March 2019 Cabinet paper, and 

early Partner decisions. 
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 A BCR above 1.0 indicates a project’s expected benefits exceed its expected costs (i.e. a net 

benefit is generated to society from the project).
119

 On the other hand, a BCR below 1.0 indicates 

the expected benefits are insufficient to cover the expected costs. A BCR below 1.0 does not 

always mean the investment should not proceed. Often, some benefits – like those in Figure 15 –

cannot be monetised and are therefore not included in the BCR. These other benefits can be 

expressed qualitatively to ensure they form part of the wider assessment. 

Net present value 

 The final outputs of the CBA model are determined using a Discounted Cash Flow (DCF) 

assessment, over the 40 years from project completion.
120

 This allows a project’s benefits and 

costs to be expressed in NPV terms.  

Economic evaluation assumptions  

 For the purposes of the economic evaluation, the evaluation period commences 1 July 2020. The 

investment is assessed over a period of 54 years, to 2073/74. The implementation period and 

upfront capital expenditure is assumed to occur over the first 14 years, with the remaining 40 

years considered the operational period. 

 Benefits begin to be realised in 2034/35; any potential benefits that could be realised earlier if 

projects are completed prior to this date have not been accounted for. Work is still being 

undertaken on possible staging and phasing. 

 A ramp-up profile has been applied to all benefits: 79% in the first year of benefits realisation, 

increasing to 95% in the second year, and ramping up to 100% thereafter. 

 Transport modelling data has been provided for 2036/37 and 2046/47, assessed against the Do 

Minimum scenario for the same periods. A profile has been created between these periods, and a 

growth rate of 1% per annum applied from 2046/47 until 2073/74, to maintain consistency with 

package-level work.
121

 

 Benefits have been modelled based on Waka Kotahi’s MBCM Version 1.5, issued 1 August 2021. 

A key change in the latest MBCM relates to an updated methodology to assess benefits 

associated with reducing carbon emissions. The results reflected in this Report for Options i, ii 

and iv are based on the updated methodology. For detailed assumptions, see Appendix 7: 

economic evaluation assumptions. 

 For purposes of this economic evaluation, the core results presented in this Report include an 

adjustment to the transport modelling outputs to address a limitation in the Strategic Transport 

Model recognised by the Programme transport modelling team. The Strategic Transport Model 

contains only a small number of zones in the CBD and is not granular enough to reflect modal 

changes as a result of LGWM. As a result, trip times within the CBD are likely being overstated. 

The adjustment made reduces travel times for journeys to/from the CBD to partially account for 

this limitation in the Model. We expect this adjustment has generated a small improvement in 

the BCR (approximately 0.02 based on earlier analysis conducted for V1A).  

 There is an opportunity for LGWM to conduct more detailed modelling within the CBD at a later 

stage (using the AIMSUN model – a microsimulation model), but until this occurs adjustments to 

the model outputs need to be considered.  These limitations and opportunities for improvement 

are discussed further in Section 4.3.3. 

 

119

 There are other measures of net economic worth, such as NPV and Economic Internal Rate of Return (EIRR).  

120

 The evaluation time periods for infrastructure projects are typically significant, largely to reflect the long economic lives of 

the principle assets involved, and to reflect that benefits flow long after service commencement/opening. 

121

 There are several bases for extrapolation rates beyond the final modelled year in transport CBAs, including long-term 

historical growth in patronage, population, or other indicators. In this case, the 1% annual growth rate is consistent with 

historical population data for the Wellington region sourced from Statistics New Zealand, which show a compound annual 

growth rate in population from 1996 (earliest consistent timeseries data available) to 2020 of 1% per annum.  
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4.3.2 Economic evaluation results for the refined shortlist 

 Options i, ii and iv were modelled as part of the economic evaluation. The base results of the 

economic analysis for these options are summarised in Table 3. The Programme has also 

considered ‘upside’ results, which relate to ‘what-if’ scenarios. The upside results are 

preliminary only and are not presented in detail due to their indicative nature. As such, the base 

and the upside results should not be considered a ‘floor’ and a ‘ceiling’ on the economic 

outcomes. The Programme anticipates this indicative range could change with further analysis. 

 In addition, a carbon sensitivity has been modelled to understand the impact of an alternative 

carbon price profile on carbon emission reduction benefits and resulting BCRs. As shown in 

Figure 15, these results focus only on the transport benefits. 

 The base results assume no change in land use (i.e. ‘static’ land use). Static land use assumes, 

relative to the Do Minimum, the implementation of LGWM does not change the population 

distribution within the Wellington region, and associated impacts related to employment shifts 

are not captured. For each option, a more detailed overview is included on the following pages 

with a detailed breakdown of benefits included in Appendix 6: Detailed benefits – base results. 

 Across each option, most benefits accrue to public transport or active mode users, while car and 

light vehicle users see either disbenefits or a small share of the benefits. This aligns with the 

Programme’s investment objectives, which seek to achieve mode shift away from private vehicles 

and towards lower-emissions modes (i.e. walking, cycling and public transport).  

 Benefits (excluding WEBs) are similar across Options i and ii, with the key difference being 

smaller disbenefits for road users under Option i. These disbenefits include changes in travel 

times, which are a component of WEBs. As the travel time disbenefits for road users are smaller 

under Option i than Option ii, WEBs are greater under Option i.  

 Costs are similar across Options i and ii, and as a result, when the costs of each option are 

compared to their benefits, the BCRs of Options i and ii are similar. Option iv delivers fewer 

benefits across the board, with minor at-grade improvements at the Basin as opposed to grade-

separation under the other modelled options. However, it is the lowest cost option, and as a 

result has a BCR similar to that of the other options.  

 When the ‘upside’ results are considered, a BCR of between approximately 0.4 and 0.6 may be 

possible, based on sensitivities around CBD trips and land use. The Programme is cognisant that 

the BCR of 0.4 under the base results is low. Through the CBA modelling, a number of 

limitations have been identified which contribute to a lower BCR, including the limited 

granularity in the way the CBD is set out in the Strategic Transport Model and the exclusion of 

transport benefits related to land use changes associated with LGWM (see Section 4.3.3). These 

are not uncommon issues on major transport projects, and require time to test and adjust. The 

upside results were developed to understand the potential impact of addressing these limitations 

and suggest the BCR could rise if these issues are addressed more fully in subsequent analysis.  
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Table 3: Economic evaluation results summary: base results (static land use) 

Economic evaluation summary: Base Results Option i Option ii Option iv 

Benefits (real present value 2021 $ millions)    

Public transport users 469 485 447 

Road users (123) (221) (300) 

Active transport users 779 773 743 

Non-user benefits 89 86 82 

Total benefits (excluding WEBs) 1,214 1,123 973 

WEBs 126 50 50 

Total benefits (including WEBs) 1,340 1,173 1,023 

Costs (P50 real present value 2021 $ millions)    

Upfront capital costs 2,907 2,751 2,228 

Capital renewals 117 140 94 

Service costs  97 60 116 

Operating costs 256 238 218 

Lost parking income 123 123 123 

Total costs 3,500 3,312 2,781
122

 

Benefit-cost ratio (excluding WEBs) 0.34 0.33 0.35 

Benefit-cost ratio (including WEBs) 0.38 0.35 0.37 

 

 The following paragraphs provide context to the results and types of benefits produced by the 

Programme, while the A3s on pages 62-64 provide a snapshot of the base results for each 

modelled option.  

Public transport user benefits 

 The benefits to public transport users centre around savings in travel times.
123

 Travel time 

savings comprise: 

• In-vehicle time (IVT): time spent on a public transport service travelling between an origin 

and destination.  

• Access and egress time: time spent walking to/from a public transport service.  

• Wait time: time spent waiting for public transport services.  

• Boarding penalties: perceived cost of time spent boarding and alighting from public 

transport services.  

 

122

 Adding the costs above yields are slightly different result to the figure reported in the ‘Total costs’ line due to rounding 

differences.  

123

 In transport planning and economic evaluation, people are assumed to value the sense of time, waiting, access and egress 

times, higher than in-vehicle times (i.e. one minute of waiting time might be valued at 1.5 minutes equivalent of in-vehicle time. 

A reduction and/or elimination of these elements of total journey time can be significant in mode switching and benefits 

generation.  
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 People using public transport will be able to get to and from their destinations more quickly, 

particularly under Options i and ii. Journeys will be comparatively faster with more corridors 

prioritised for public transport, accompanied by reduced wait times for services. Those 

commuting during the morning (7am to 9am) and evening (4pm to 6pm) peaks see significant 

travel time savings. Those travelling from the south under all options see similar benefits, while 

Wellingtonians travelling to and from the eastern suburbs see greater benefits under Options i 

and ii, relative to Option iv. More efficient and reliable levels of service make public transport a 

more attractive option, encouraging Wellingtonians to shift away from private vehicles and 

towards public transport. 

 Public transport benefits are marginally offset by an incremental increase in fare costs to 

customers. This impact occurs through two channels: providing new stations in different fare 

zones, such that the fare cost of a trip is lower or higher for existing users of the public 

transport network; and by diverting trips from the road network to the public transport network, 

increasing the total volume of fare-paying trips under each option relative to the Do Minimum.
124

  

 Figure 17 and Figure 18 illustrate the anticipated increase in annual in public transport trips in 

2046 and the change in trip times across the options, compared to the Do Minimum. Option i is 

expected to attract more public transport usage in 2046, relative to Option ii. However, on 

average Option ii drives a marginally higher reduction in trip times of 9%. This means relative to 

Option i, the overall annual benefit generated in travel savings for Option ii is $0.5 million higher 

in 2046 (discounted 2021$), and $15 million greater over the 40-year evaluation period. Travel 

time savings benefits experienced under Option iv are approximately $1.2 million less in 2046 

than Option ii.  

Figure 17: Increase in annual public transport 

trips (in 2046) 

     

Figure 18: Decrease in average public transport trip 

times (%, 2046) 

 

 

Road user benefits 

 Those travelling by private and commercial vehicles will be able to do so more safely. Under all 

modelled options, car use decreases as motorists and passengers shift to public transport and 

active modes. This is expected to reduce the number and total social cost of road crashes, 

representing benefits to society through reduced fatalities, as well as fewer serious and minor 

injuries. When this is monetised, reduced fatalities and casualties decrease ambulance and 

hospital in-patient costs, as well as costs related to a reduced quality of life, workplace 

productivity, and funeral costs. The basis for monetising this benefit relies on calculating the 

change in vehicle kilometres travelled (VKTs) across the network between the Do Minimum and 

each modelled shortlist option.  

 

124

 For the purposes of the economic evaluation, the ‘rule of half’ has been applied resulting in an estimated expense to public 

transport users that is half the value of the estimated increase in public transport fare revenue. The principle of the rule of half 

states the ‘average’ benefit to diverted or generated trips is equal to one-half of the unit benefit accruing to an existing public 

transport user. 
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 However, savings in accident costs are offset by disbenefits for road users. The existence of 

disbenefits for road users is intuitive for a transport programme chiefly targeted at encouraging 

the uptake of active modes and public transport. As a result, active management and 

communication around the Programme’s objectives will be important. 

 The impact from LGWM on private vehicle tips and average increases in trip times in 2046 (the 

latter due to prioritising key corridors in the CBD for public transport use), are captured in Figure 

19 and Figure 20. Option i is anticipated to result in 12.6 million fewer private vehicle trips in 

2046 compared to the Do Minimum. However, as key corridors are being prioritised for public 

transport in the CBD, private vehicle users will experience increased congestion. Average trip 

times under Option i are expected to increase by 0.9%. Under Option iv road users experience 

the smallest reduction in annual trips and a marginally higher average trip time. Paragraph 220 

outlines the CBD trips adjustment undertaken as part of the economic evaluation.  

Figure 19: Change in private vehicle trips 

(reduction in trips in 2046) 

 

Figure 20: Change in private vehicle trip times 

(increase average % trip times, 2046) 

 

 Almost all car user disbenefits are for trips originating and/or ending in the CBD, where 

pedestrians, cyclists and public transport are particularly prioritised modes. Most of the impacts 

are felt by car users, as opposed to those travelling in light and heavy commercial vehicles. 

Those travelling in commercial vehicles are relatively less impacted, as they have proportionally 

fewer trips beginning and/or ending in the CBD. Instead, they are more likely to travel to and 

from other areas (for example, the airport or areas with heavy industrial concentration), which 

are less impacted by travel time increases.  

 Beyond increasing time spent in private vehicles travelling, the Programme is expected to 

increase variability in travel times. This means travel times will be less consistent or dependable. 

A trip taken at 9am on Monday, and the same trip at the same time on Wednesday may take 

different durations. The same trips across different times of the day may also be more variable in 

duration.  

 In addition to the value road users place on travel times, they also value not driving in congested 

conditions. Road users will also experience additional costs from increased congestion, including 

an increase in operating costs for vehicles, and disbenefits relating to delays and not being able 

to spend this time on other activities.
125

  

 Operating costs for vehicles include fuel, tyres, maintenance, depreciation of the capital cost of a 

vehicle, and other costs associated with operating a vehicle. These costs are much higher under 

Option iv relative to the other options, given Option iv drives a lower reduction in annual private 

vehicle trips – with more cars on the road, overall VOCs incurred are greater. The structural 

change to the road network leads to, on average, slower travel speeds, less efficient fuel 

consumption, and consequently a net increase in VOCs. 

 

 

125

 In transport modelling, congestion costs for road users are typically calculated by multiplying the time people spend in traffic 

due to delays by the value of time (an assigned financial value for times split by user (for example, private traveller, business 

traveller, light commercial vehicle, and heavy commercial vehicle).  
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Active mode user benefits 

 The substantial increase in walking and cycling demand results in large health benefits for active 

transport users. Walking and cycling benefits are distributed across the city but are concentrated 

in the CBD – especially along the Golden Mile where pedestrians and cyclists will be prioritised 

through the removal of general traffic along this route, wider pedestrian spaces, and dedicated 

areas for cyclists. Benefits for walking are typically for very short-distance trips.  

 Benefits are also centred around the hospital where, under all options, improvements along the 

route from the Basin Reserve to the hospital are provided.  

 Figure 21 and Figure 22 show the expected increase in total annual walking and cycling trips 

taken in 2046, compared to the Do Minimum, and what this translates to in relation to an overall 

increase in kilometres walked and/or cycled.
126

 Walking benefits are similar across all three 

modelled options, as the interventions which encourage less driving and more walking of short-

length trips are similar. However, cycling benefits are greater under Option i and Option ii, 

compared to Option iv. While all modelled options include an active modes tunnel, under Option 

iv the cycling improvements are on a smaller scale at the Basin Reserve, given grade separation 

is not occurring under this option. 

Figure 21: Increase in the number of total 

walking and cycling trips (in 2046) 

 

Figure 22: Increase in total walking and cycling 

kilometers travelled (in 2046) 

 

Non-user benefits 

Environmental benefits 

 Environmental benefits can be generated where investment in public and active transport 

infrastructure leads to a reduced number of cars on the road and movements towards optimal 

travelling speeds. All modelled options deliver benefits from decreases in all emissions types, 

including carbon and air pollutants like nitrogen oxide and particulates. Environmental benefits 

are similar across all modelled options.  

 Section 4.3.4 outlines the carbon sensitivity analysis undertaken as part of this economic 

evaluation. 

Wider economic benefits  

 WEBs are improvements in economic output resulting from a project intervention that are not 

captured in conventional transport benefits, which generally measure economic welfare impacts 

for users and providers of the transport system. Two WEBs acknowledged in Waka Kotahi’s 

MBCM are agglomeration and output change in imperfectly competitive markets (OCICM).  

 

126

 Option ii drives the largest increase in the total number of walking and cycling trips of all modelled options, because of a 

higher percentage increase in short distance trips. However, as many of these trips are of a shorter distance, Option ii does not 

result in the largest increase in total walking and cycling kilometres travelled.  
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Agglomeration benefits 

 Agglomeration benefits result from firms and workers being located in close proximity 

(‘agglomerating’). In the context of a transport intervention, agglomeration benefits can be 

generated by reducing travel times between major employment centres. 

 LGWM contributes to agglomeration by enabling intensification around Wellington City, which 

leads to urban development and economic growth. Businesses are attracted to development 

opportunities around MRT stations with assumed foot traffic, creating stronger knowledge links 

with businesses in a closed space.  

Output change  

 OCICM arises from a reduction in transport costs causing an increase in production or output of 

goods or services that use transport. These benefits are above and beyond travel time savings, 

so are estimated independently.  

 In conventional transport CBA, the market for transport is assumed to be perfectly competitive. 

Perfect competition is a theoretical market structure entirely influenced by supply and demand. 

This means greater efficiency due to improved transport services proportionally reduces costs 

for firms and increases output.  

 In reality, markets are imperfectly competitive. This means supply and demand are not the only 

factors that affect a market – factors such as barriers to entry, including the costs of establishing 

a business – also affect markets. Under imperfect competition, improvements in transport 

services lead to a more than proportionate reduction in costs for firms and increase in output. 

This increase in output over and above what is captured in conventional transport benefits is the 

OCICM. 

 OCICM is measured as a proportion of benefits that accrue to business users. Under the 

modelled options, the OCICM is negative (a disbenefit) because of the increase in travel times for 

road users in the CBD. 

4.3.3 Limitations of the economic evaluation and future considerations   

 A significant amount of work has been undertaken to identify and refine the options available, 

assess the options through MCA, and develop transport modelling required for economic 

evaluation purposes. However, as noted above, there are limitations and caveats on the base 

economic evaluation results across the modelled options. core limitations, along with 

opportunities for improvement are outlined in Table 4.  
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Table 4: Limitations of the base results 

Limitation Opportunities for improvement 

The Strategic Transport Model 

contains only a small number of 

zones in the CBD and is not 

granular enough to reflect 

modal changes as a result of 

LGWM. As a result, trip times 

within the CBD are likely being 

overstated. 

Travel times for trips within the CBD have been revised down to 

partially mitigate this issue. This adjustment is included in the 

base results. 

There is the opportunity for LGWM to further refine the definition 

of CBD Zones in the Strategic Transport Model, and/or conduct 

more detailed modelling within the CBD at a later stage (using the 

AIMSUN model – a microsimulation model). This may be 

considered at the Detailed Business Case (DBC) stage.  

Base results assume no change 

in land use (i.e. static land use 

assumptions). Transport 

impacts (trips, journey times 

etc.) do not reflect potential 

changes in the future 

distribution of population and 

employment LGWM could 

influence. 

Conduct land-use transport interaction (LUTI) analysis to 

understand the impact of LGWM-driven transport improvements 

on population and employment distribution, bespoke for each 

Programme option. LUTI modelling ensures that predicted 

changes in population and employment are consistent with 

changes in accessibility caused by the Programme. 

 

 These limitations present opportunities for future improvements to the modelling process to 

provide a better understanding of the costs and benefits of the Programme options. The upside 

results suggest addressing the limitations could increase the estimate of benefits delivered by 

LGWM.  

 As the Programme progresses and decisions are made and refined, further sensitivity testing 

needs to be conducted. Future sensitivity testing could consider the impacts of TDM and public 

transport crowding benefits, staging and phasing, and land value uplift (LVU) and additional land 

use scenarios.  

 Monetised benefits are limited to those specified in Paragraph 203; additional benefits are 

illustrated in Figure 15. Work related to social, environmental and liveability benefits is 

underway. As such, this work is not included in the Programme Report, but is expected to 

provide a richer view of the benefits of LGWM.  

 For modelling purposes, it is assumed benefits begin to be realised from 2034/35. The CBA does 

not currently account for the possibility of benefits being realised sooner than this, because of 

quick-win projects within the Programme. 

 Current cost estimates are a work in progress, and will continue to be refined, including through 

the package business case process and outcomes of public engagement. Each option has a 

specified MRT delivery mode and has been costed to that mode – there may be refinement within 

each option and mode, but it is expected that MRT costs will not be materially different from the 

costings adopted. 

 The BCRs produced as part of this economic evaluation should not be compared to the BCR 

included in the PBC, as material assumptions differ between them. As the Programme has 

evolved, more information has become available, enabling more robust analysis. Costs included 

in the BCR are now more comprehensive, while monetised benefits have only been included 

where there is certainty around their inputs and resulting values.  
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What does Option i deliver? Base results: weighing up benefits against costs

Option i offers improvements to all modes, futureproofs 

networks and provides high-quality public transport along 

corridors identified for potential growth in urban 

development. It includes a light rail system from the city 

centre to Island Bay, grade-separation at the Basin to provide 

additional space for light rail and buses, a Mt Victoria Active 

Modes tunnel, and, for vehicles, either a new Mt Victoria 

diagonal tunnel or the existing tunnel. Investment in bus 

services will establish continuous bus priority lanes from the 

Miramar peninsula to Wellington Station via the Basin.

Under the base results, the indicative BCR is 

0.38, including WEBs. Transport related 

benefits are only one part of the picture –

LGWM is also a city-shaping initiative, aiming 

to attract urban development and improve 

liveability. There is significant cost to 

delivering transformational programmes. The 

NPV is $(2.2)b. The results shown here are 

base results.

Option i will deliver a range of benefits, particularly for those who walk, cycle, or use public transport

Public transport journeys will be 

comparatively faster with more corridors 

prioritised for public transport, accompanied 

by slightly faster boarding and reduced wait 

times for services. Under the base results, 

net benefits to public transport users are 

valued at $469m, including:

Costs over the life of the Programme

The table below shows the costs of Option i. Costs have been 

considered over the programme delivery period and a 40-year 

operational period (2020/21 - 2073/74). Real WOLC (non-inflation 

adjusted) have been considered over 40 years and discounted to 

present values (2021 real $) using a 4% discount rate. The total 

WOLC is $3,500 million.

Option i costs (real present value 2021 $ millions)

P50 Costs $ millions

Upfront capital costs 2,907

Capital renewals 117

Service costs 97

Operating costs 256

Lost parking income 123

Total Costs 3,500

Public transport users Road users Active transport users

Benefits delivered by Option i (real present value 2021 $ billions)
The economic evaluation results indicate Option i could yield total benefits of $1.34b (present value). Most benefits accrue to public 

transport or active mode users, while car and light vehicle users see either disbenefits or a small share of the benefits. This aligns with the 

Programme’s investment objectives, which seek to achieve mode shift towards walking, cycling and public transport. 

Option i generates non-user benefits of $89m, including reduced 

carbon emissions of $12m, other environmental benefits of $8m, 

and incremental fare revenue of $69m. Appendix 7 provides further 

detail on the benefits Option i is expected to deliver, while section 

4.3.2 includes definitions of each benefit.

Benefit-cost ratio

$390m from 

reduced in-vehicle 

time

$72m from 

reduced wait 

times

$42m from 

reduced 

access/egress 

times, but some 

boarding penalties

$(35)m from 

incremental 

fare costs to 

customers

$210m from savings 

in accident costs

$(178)m from 

reduced travel 

time reliability

$(15)m from 

congestion 

increment and 

vehicle operating 

cost savings 

Those who remain in private vehicles will 

experience longer average trip times. Net

disbenefits to car and light vehicle users 

are valued at $(123)m. Excluding crash 

savings, 8% of impacts are felt by those 

using commercial vehicles, and 92% by 

those in cars. Net disbenefits include:

$(140)m from 

increased travel 

times

Walking and cycling trips are projected to 

grow by 18% by 2046 as a result of Option i, 

resulting in large health benefits for active 

transport users of $779m. 

WEBs also result from Option i, as shown 

below:

$149m from 

agglomeration 

benefits

$506m from 

walking 

benefits

$(23)m from the 

output change in 

imperfectly 

competitive 

markets

$273m from 

cycling benefits

Economic Assessment of Option i – base results

Net present value (real present value 2021 $ billions) 

1.3

-$0.4bn

$0.0bn

$0.4bn

$0.8bn

$1.2bn

$1.6bn

Wider economic benefits

Non-users

Active transport users

Road users

PT users

Total benefits

0.38

0.0

0.1

0.2

0.3

0.4

WEBs impact

BCR (excl. WEBs)

BCR (incl. WEBs)

1.3

-2.2

-$4bn

-$2bn

$0bn

$2bn

Lifecycle costs

Upfront costs

Benefits incl. WEBs

NPV incl. WEBs
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What does Option ii deliver? Base results: weighing up benefits against costs

Option ii provides many of the benefits of Option i. but 

presents an alternate approach for improving public 

transport. It offers increased investment in public transport 

in the eastern suburbs, and less in the southern corridor 

beyond Newtown. Improvements to the Basin Reserve and Mt 

Victoria tunnel proposed in Option i are also included here. 

Although this option also provides improvements to all modes 

of transport, it is less focussed than Option i on stimulating 

intensified urban development. 

Under the base results, the indicative BCR is 

0.35, including WEBs. Transport related 

benefits are only one part of the picture –

LGWM is also a city-shaping initiative, aiming 

to attract urban development and improve 

liveability. There is significant cost to 

delivering transformational programmes. The 

NPV is $(2.1)b. The results shown here are 

base results.

Option i will deliver a range of benefits, particularly for those who walk, cycle, or use public transport

Public transport journeys will be 

comparatively faster with more corridors 

prioritised for public transport, accompanied 

by slightly faster boarding and reduced wait 

times for services. Under the base results, 

net benefits to public transport users are 

valued at $485m, including:

Costs over the life of the Programme

The table below shows the costs of Option ii. Costs have been 

considered over the programme delivery period and a 40-year 

operational period (2020/21 - 2073/74). Real WOLC (non-inflation 

adjusted) have been considered over 40 years and discounted to 

present values (2021 real $) using a 4% discount rate. The total 

WOLC is $3,312 million.

Option i costs (real present value 2021 $ millions)

P50 Costs $ millions

Upfront capital costs 2,751

Capital renewals 140

Service costs 60

Operating costs 238

Lost parking income 123

Total Costs 3,312

Benefits delivered by Option ii (real present value 2021 $ billions)
The economic evaluation results indicate Option ii could yield total benefits of $1.17b (present value). Most benefits accrue to public 

transport or active mode users, while car and light vehicle users see either disbenefits or a small share of the benefits. This aligns with the 

Programme’s investment objectives, which seek to achieve mode shift towards walking, cycling and public transport. 

Option ii generates non-user benefits of $86m, including reduced 

carbon emissions of $12m, other environmental benefits of $7m, 

and incremental fare revenue of $68m. Appendix 7 provides further 

detail on the benefits Option ii is expected to deliver, while section 

4.3.2 includes definitions of each benefit.

Benefit-cost ratio

$393m from 

reduced in-vehicle 

time

$85m from 

reduced wait 

times

$40m from 

reduced 

access/egress 

times, but some 

boarding penalties

$(34)m from 

incremental 

fare costs to 

customers

$211m from savings 

in accident costs

$(209)m from 

reduced travel 

time reliability

$(29)m from 

congestion 

increment and 

vehicle operating 

cost savings 

Those who remain in private vehicles will 

experience longer average trip times. Net 

disbenefits to car and light vehicle users 

are valued at $(221)m. Excluding crash 

savings, 9% of impacts are felt by those 

using commercial vehicles, and 91% by 

those in cars. Net disbenefits include:

$(194)m from 

increased travel 

times

Walking and cycling trips are projected to 

grow by 18% by 2046 as a result of Option 

ii, resulting in large health benefits for 

active transport users of $773m. 

WEBs also result from Option ii, as shown 

below:

$78m from 

agglomeration 

benefits

$502m from 

walking 

benefits

$(28)m from the 

output change in 

imperfectly 

competitive 

markets

$271m from 

cycling 

benefits

Economic Assessment of Option ii – base results

Net present value (real present value 2021 $ billions) 

1.2

-$0.4bn

$0.0bn

$0.4bn

$0.8bn

$1.2bn

$1.6bn

Wider economic benefits

Non-users

Active transport users

Road users

PT users

Total benefits

0.35

0.0

0.1

0.2

0.3

0.4

WEBs impact

BCR (excl. WEBs)

BCR (incl. WEBs)

Public transport users Active transport usersRoad users

1.2

-2.1

-$4bn

-$2bn

$0bn

$2bn

Option ii

Lifecycle costs

Upfront costs

Benefits incl. WEBs

NPV incl. WEBs
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What does Option iv deliver? Base results: weighing up benefits against costs

Option iv is a lower cost option for improving Wellington’s 

transport network. It includes light rail transit to Island Bay, 

as well as enhanced bus priority to the eastern suburbs and 

Airport. Unlike the other options, Option iv does not include 

the Arras Tunnel extension to grade-separate the Basin; 

instead, improvements at the Basin are minor and at-grade.

A new Mt Victoria Active Modes tunnel would be constructed, 

while vehicles would continue to use the existing tunnel. 

Under the base results, the indicative BCR is 

0.37, including WEBs. Transport related 

benefits are only one part of the picture –

LGWM is also a city-shaping initiative, aiming 

to attract urban development and improve 

liveability. There is significant cost to 

delivering transformational programmes. The 

NPV is ($1.8)b. The results shown here are 

base results.

Option iv will deliver a range of benefits, particularly for those who walk, cycle, or use public transport

People using public transport will be able to 

get to and from their destinations more 

quickly, with benefits concentrated in the 

CBD. The distribution of public transport 

benefits is similar to Option i. Under the base 

results, net benefits to public transport 

users are valued at $447m, including:

Costs over the life of the Programme

The table below shows the costs of Option iv. Costs have been 

considered over the programme delivery period and a 40-year 

operational period (2020/21 - 2073/74). Real WOLC (non-inflation 

adjusted) have been considered over 40 years and discounted to 

present values (2021 real $) using a 4% discount rate. The total 

WOLC is $2,781 million.

Option iv costs (real present value 2021 $ millions)

P50 Costs $ millions

Upfront capital costs 2,228

Capital renewals 94

Service costs 116

Operating costs 218

Lost parking income 123

Total Costs 2,781

Benefits delivered by Option iv (real present value 2021 $ billions)
The economic evaluation results indicate Option iv could yield total benefits of $1.02b (present value). As with Option i, there is net mode-

switching from private vehicles to public and active transport because of LGWM. Network changes result in some disbenefits for those who 

continue to use the road network – all road user disbenefits are for trips originating and ending in the CBD. 

Option iv generates non-user benefits of $81m, including reduced 

carbon emissions of $12m, other environmental benefits of $8m, 

and incremental fare revenue of $61m. Appendix 7 provides further 

detail on the benefits Option iv is expected to deliver, while section 

4.3.2 includes definitions of each benefit.

Benefit-cost ratio

$340m from 

reduced in-vehicle 

time

$73m from 

reduced wait 

times

$66m from 

reduced 

access/egress 

times, but some 

boarding penalties

$(31)m from 

incremental fare 

costs to 

customers

$210m from savings 

in accident costs

$(215)m from 

reduced travel 

time reliability

$(59)m from 

congestion 

increment and 

vehicle operating 

cost savings 

Those who use private vehicles will experience 

longer average trip times, with an additional 

200k hours p.a. under Option iv, relative to 

Option i. Net disbenefits to car and light 

vehicle users are valued at $(300)m, shown 

below. Excluding crash savings, 11% of 

impacts are felt by those using commercial 

vehicles, and 89% by those in cars. 

$(236)m from 

increased travel 

times

Walking and cycling trips are projected to 

grow by 17% by 2046 as a result of Option iv, 

which is expected to result in large health 

benefits for active transport users of 

$743m.

WEBs also result from Option iv, as shown 

below:

$81m from 

agglomeration 

benefits

$515m from 

walking 

benefits

$(31)m from the 

output change in 

perfectly 

competitive 

markets

$228m from 

cycling benefits

Public transport users Road users Active transport users

Economic Assessment of Option iv – base results

Net present value (real present value 2021 $ billions) 

1.0

-$0.4bn

$0.0bn

$0.4bn

$0.8bn

$1.2bn

$1.6bn

Wider economic benefits

Non-users

Active transport users

Road users
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4.3.4 Carbon sensitivity 

 The Climate Change Commission (CCC) has developed a set of emissions budgets and 

corresponding recommendations to enable a zero-carbon future. The budgets call for a national 

reduction in emissions from 74.9 Mt CO2-e in 2019 to 69.5 Mt CO2-e by 2025, 59.7 Mt CO2-e by 

2030, and 47.9 Mt CO2-e by 2035. Modelling undertaken by the Commission suggests that a 

carbon price of around $250/tonne by 2035 would be required to eliminate fossil fuel emissions 

from sectors where low-emissions alternatives are available.  

 Nationally, the decarbonisation of transport will be a key part of achieving emissions budgets, 

given the sector currently contributes around 21% of total emissions. Emissions in the sector 

have also trended upwards, rising by around 15% between 2010 and 2018. The Commission’s 

recommendations for transport centre upon reducing reliance on vehicles, rapidly increasing the 

uptake of electric vehicles, and working towards the decarbonisation of heavy transport and 

freight. Notably, the Commission is looking to phase out imports of light internal combustion 

engine (ICE) vehicles by 2035 at the latest.  

 Achieving this will require a shift away from investment in roads towards active modes and 

public transport, including decarbonisation of the national bus fleet and rail fleet (which will 

require significant investment). Of the $4 billion spent on land transport in 2017, only 15% was 

allocated to public transport initiatives, while 2.5% was directed to walking and cycling projects. 

Environmental benefits in transport analysis 

 The inclusion of externalities is an important part of the economic assessment of transport 

projects. Including externalities (whether positive or negative) in CBA internalises costs and 

benefits into the decision-making process that do not have market prices. 

 Environmental impacts are one such externality. Negative environmental externalities refer to 

environmental costs such as emissions or noise generated from a project, while positive 

externalities (i.e. benefits) can be generated where road traffic decreases and travelling speeds 

increase as a result of reduced car use (e.g. as motorists and car passengers shift to public 

transport). 

 Investment in public and active transport infrastructure typically leads to a reduced number of 

vehicles on the road. This leads to a reduction in negative externalities such as emissions of 

carbon dioxide and other greenhouse gases, and air pollutants such as nitrogen oxides and 

particulates. 

LGWM is predicted to reduce carbon emissions 

 As part of a wider update to the MBCM in August 2021 (version 1.5 of the MBCM), Waka Kotahi 

updated its approach to estimating both volumes of carbon dioxide equivalent (CO2-e) emissions 

and the CO2-e price. The key levers in the updated MBCM in estimating carbon benefits for 

transport interventions include the carbon price, fleet composition and average speed (which 

determine the resource cost), while VKTs provide an estimate of the volume of travel by vehicles.  

 The following table and figures illustrate the anticipated reduction in carbon emissions. 

Table 5: CO2 reduction in 2036 and cumulative reduction to 2074 (tonnes) 

Option Option i Option ii Option iv 

Annual reduction in 2036 5,077t 4,319 5,007t 

Cumulative reduction by 2074 233,881t 232,094t 234,256t 

 

 Figure 23 illustrates the cumulative reduction in CO2 equivalents (t) over time. As there is less 

than 1% difference in impact between the options, the forecast reductions appear similar across 

the options. 
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Figure 23: Cumulative reduction in carbon dioxide equivalent emissions, relative to Do Minimum 

 

Source: Programme analysis of WSTM outputs 

Sensitivity analysis 

 For all modelled options, the net environmental benefit from reduced CO2-e emissions is valued 

at $12 million, in real present value terms. This is based on carbon prices provided in the MBCM. 

 Sensitivity analysis has been undertaken using alternative forecasts of carbon prices based on 

the CCC’s Climate Policy Analysis (C-PLAN) model.  

 Applying this alternative carbon price profile (which is higher than MBCM), the reduction in CO2-

e emissions across options rises to $97 million in real present value terms – an almost eightfold 

increase. While this change in the value of emissions reduction has a three percent increase on 

the overall BCR across all options, it demonstrates the BCRs’ sensitivity to the carbon price 

assumption. Table 6 demonstrates the resulting impact on the benefit 

 This sensitivity indicates how benefits rise as a higher carbon price profile is applied, with an 

associated increase in the BCR of each option. 

Table 6: LGWM carbon benefits (real present value 2021$ millions) and BCR impact 

Carbon benefit Option i Option ii Option iv 

CO2-e reduction benefit 11.82 11.63 11.83 

CO2-e benefit using sensitivity prices 96.96 97.01 97.20 

BCR – base results (MBCM carbon pricing) 0.38 0.35 0.37 

BCR – using sensitivity prices (CCC pricing) 0.40 0.37 0.39 
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5 How will this be achieved?  

5.1 Realising the benefits of urban renewal  

5.1.1 The opportunity for transformation 

 The scale of development and urban transformation required in Wellington to accommodate the 

city’s forecast growth is huge. It will change the face of the city. The vision for Wellington is one 

where more people can live in the city – in the CBD and its suburbs – with access to active and 

public transport options that allow them to get around, live their lives and get to work without 

reliance on private, single occupancy vehicles.  

 In this future Wellington, MRT – be it light rail or rapid busway – connects the city, running from 

Wellington station, through the CBD, to the hospital, and the southern suburbs. MRT or 

enhanced bus priority will improve connectivity with the airport and eastern suburbs. MRT is 

complemented by improvements to other public transport modes, walking, cycling, safety, and 

amenity, which makes it easier and more enjoyable for people to get around, to, from, and 

within the central city.  

 In suburban centres, medium-density housing, enabled through the Spatial Plan, and community 

facilities develop around MRT stations, which act as the nucleus for urban intensification. These 

dense and connected developments allow more people to live within walkable access to efficient 

and reliable public transport that takes them quickly to the city, their jobs, and key destinations. 

Once in the central city, safer speed limits, improvements to intersections, and fewer private 

vehicles on the road, make it easier for pedestrians, cyclists, and those using public transport to 

get around. 

 In the central city, high-density housing centred around MRT stations helps to accommodate the 

projected growth of the city. Key MRT stations form the foundation not just for housing, but also 

employment; education; shops; community, cultural and recreational facilities; and health and 

social services. This type of development will be key to accommodating growth, ensuring the city 

is liveable and easy to travel, and enabling people to live an active and low-emissions lifestyle.  

 Supporting this urban form and liveability, would be city infrastructure capable of coping with, or 

adapting to, forecast growth and risks posed by natural disasters and climate change. Three 

waters and utilities infrastructure must respond to the city’s changing urban form and projected 

growth. A shift towards medium and high-density housing will fundamentally change the urban 

form of the city, and Wellingtonians’ lifestyles. With more people living in apartments, additional 

and improved shared open and green spaces will be needed. In addition to improved transport 

and utilities, new social infrastructure, including schools, healthcare, and sports and community 

facilities, will be needed to support the projected growth. New ways of providing social 

infrastructure could be explored, such as central city schools taking advantage of local 

community and cultural facilities such as libraries and marae. This would allow them to exist on 

smaller footprints and connect better with the wider city.  

 There is opportunity to transform Wellington city’s urban form into one where there is sufficient 

housing choice and supply, ample shared and green spaces, and accessible shared and 

community services, and where it is easy to get around via walking, cycling and public transport. 

In short, a liveable city.  
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But there are several challenges which need to be addressed to realise this opportunity 

 The kind of urban change required to make a meaningful difference to the challenges Wellington 

faces around transport, housing and climate change won’t be easy. Existing systems and 

legislation relating to urban development are not necessarily fit to address these issues, and the 

scale of change required will fundamentally change the face of the city. Challenges include:  

• Hearing and responding to community views on urban development, not just on the 

associated disruption, but development and transformation opportunities, including at 

MRT stations and as part of precinct planning.  

• Construction and infrastructure planned as part of LGWM occurs near heritage buildings, 

especially in Mt Victoria and Newtown. Working around buildings with heritage status, in 

addition to engineering, consenting, and workforce challenges, may be difficult.  

• Mana whenua cultural values will need to be protected during consenting and 

development, so urban transformation occurs in a culturally sensitive way. 

• Ensuring the Programme – or a new entity – has sufficient working capital to acquire land 

at the right times. Following public engagement and selection of a preferred option, more 

detailed investigation and design of the transport corridor will allow potential impacts on 

individual properties to be identified. 

• Existing lot sizes in the city and suburbs, and the fragmented ownership of these, does not 

lend some sites to medium and high-density development. There is an opportunity to 

acquire land along the MRT route and at stations to achieve more integrated urban 

development outcomes. The Urban Development Act (UDA) pathways for Specified 

Development Projects (SDPs) could help streamline the various acquisition and 

amalgamation activities that may need to be coordinated, and provide more certainty and 

coordination for developers and investors upfront.  

• Working to ensure statutory processes are fit-for-purpose and enable urban transformation 

to occur in a timely way. Without effective statutory and planning processes, there is a risk 

of underdevelopment, which could result in BAU lower densities, and make it harder to 

increase housing supply.
127

 

• Providing sufficient social infrastructure, community facilities, and green spaces, to 

support the growing city-based population. 

• Ensuring developers have sufficient appetite and ability to carry out the scale of 

development needed to support forecast growth and housing supply needs, and that the 

construction industry has sufficient capacity for it. Ensuring development is feasible and 

efficient will be key to encouraging private developers to take this risk. Demonstrating a 

clear pipeline of work will be important to attracting and retaining construction companies 

and developers in Wellington. 

• Managing disruption and minimising construction disruption fatigue, given the many 

projects set to occur in Wellington city over the next 30 years, including LGWM and the 

associated construction of new dwellings and other buildings, earthquake strengthening, 

and three waters infrastructure upgrades. Effective integration with the development of 

other infrastructure will be critical to realising urban transformation. For example, 

ensuring there is sufficient three waters capacity to accommodate development along the 

MRT route and provide developers with the confidence to invest.  
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5.1.2 The urban transformation system 

The wider system 

 Achieving urban transformation requires multiple individuals, organisations and businesses 

carrying out different roles and functions. LGWM is only one piece within this system. Other 

critical enablers and decision-makers are social infrastructure providers, utilities, wider transport 

infrastructure, developers, and planning. The coordinated efforts of these components will be 

critical to achieving urban transformation. Figure 24 provides an overview of the wider urban 

development system: 

Figure 24:  Wider urban development system 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 Like transport, utilities infrastructure also needs to be upgraded to provide for forecast 

population growth. Delivery of utilities and transport investment are strongly tied, so 

coordination can bring about significant efficiencies. Effective coordination of utilities and 

transport infrastructure is also crucial to giving private developers certainty their development 

will be able to be serviced by a network that has capacity for growth.
128

 Continued coordination 

and collaboration is required to ensure best public value outcomes in terms of construction 

effort, cost and disruption.  

 To provide housing for an additional 50,000 to 80,000 city residents,
129

 private developers will 

play an important role in delivering and realising urban intensification. Engaging this group will 

be important to understand their capacity, ability to finance, and appetite to undertake the kind 

of development that will deliver the volume and transformation sought. Aligning the interests 

and abilities of the development market with the vision for the Wellington region will be pivotal 

in realising the full potential of this transformation. Alongside this, is the question of who 

benefits from transformational development. Given the investment made by the Programme and 

others to enable development, value capture and the possible mechanisms for this, as well as 

value creation, will be important considerations. 
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 The form and extent of the urban density, design and mixed use will vary from suburb to suburb 

and will be influenced by community input, and by national and regional direction. Linking in 

with planning functions, including place-based planning, is critical to ensuring urban 

development is tightly integrated into the Programme. Place-based planning designs transport 

and urban development holistically and concurrently, starting from the position of ‘where does 

Wellington need to get to’, and then determining how we get there. Housing and urban 

development organisations such as Kāinga Ora and Panuku Development Auckland follow these 

principles,
130

 while Waka Kotahi’s urban design guidelines (Bridging the Gap) adopt these 

principles through its masterplan process.
131

  

The role of LGWM in urban development 

 The LGWM partners are working with a range of other key infrastructure providers to develop a 

roadmap for how housing and urban development can be delivered alongside transport, water, 

and other infrastructure.   

 The Wellington region needs significant investment in its three waters infrastructure, replacing 

ageing pipes across the city. There may be an ability to carry out the upgrades required to water 

pipes, and other infrastructure, including electricity, at a similar time to which the transport 

infrastructure is constructed. Some infrastructure changes will be required as a direct result of 

LGWM, such as relocating utilities from under the track bed of the MRT route.  

 Kāinga Ora, HUD, and LGWM Programme partners are together identifying opportunities for 

delivering urban development and housing at an increased pace to address current housing 

shortages and provide enough supply for the increasing population. 

 This includes the opportunities under new legislation such as the UDA, which could enable 

transport and water infrastructure, housing, and other community facilities to be consented and 

delivered together. 

5.2 How will works be delivered? 

 This is a transformational, complex, and long-term Programme, of a scale never before delivered 

in Wellington city. LGWM is a whole-of-network transport and city-shaping solution, so its 

success is reliant not just on realising benefits from individual components of the Programme, 

but also through getting the order, pace, and way in which these packages are delivered, right. 

Integration with other infrastructure investment in Wellington city, and considerations around 

market and workforce capacity, consenting, and engineering difficulty are also critical. The way 

in which the transport system and city are transformed, and how this is managed, is vital to 

realising benefits, actively managing disruption, and ensuring the Programme is affordable.  

 Delivering a Programme of this scale and complexity, both in terms of its construction and 

success once operational, requires more than infrastructure investment alone. The Programme 

has levers it can use to encourage behaviour that mitigates disruption during construction and 

helps to achieve the Programme’s objectives. For example, clear, transparent, and early 

communication around anticipated disruption will be important in managing the public’s 

expectations and helping the Programme retain its credibility and social licence. LGWM’s three-

year programme is centred around infrastructure improvements that better support people to 

walk, cycle and use public transport. These improvements will help to ensure Wellingtonians 

have good travel choices for journeys during construction of the larger elements of the 

Programme, and pave the way for the success of MRT and SHI. 

 

130

 Panuku Development Auckland, (n.d), The Panuku approach to placemaking, 

https://www.panuku.co.nz/images/assets/3676/1/the-panuku-approach-to-placemaking.pdf 

131

 Waka Kotahi, (2013), Bridging the gap: NZTA urban design guidelines, https://www.nzta.govt.nz/assets/resources/bridging-

the-gap/docs/bridging-the-gap.pdf 



 

Let’s Get Wellington Moving | Draft Programme Report for Public Engagement Page 72 of 116 

 

 The Programme is working through its Partners to understand planned infrastructure investment 

across utilities and transport over the next 30 years, including whether they overlap with LGWM’s 

geographical scope, whether investment has been committed to, funded, or consented, and the 

duration and nature of construction. For example, projects LGWM are accounting for include the 

multi-user ferry terminal,
132

 and regional rail upgrades to increase capacity, accessibility, and 

reliability.
133

  

5.2.1 Constructability 

Workforce and supply chain  

 LGWM will require a substantial workforce, of various skill sets, to deliver the volume and nature 

of construction required. Scaling up the workforce required to deliver the Programme could be a 

barrier to undertaking development at the desired pace, particularly given the constraints in the 

construction and related sectors. Current border restrictions and the use of infrastructure 

investment to stimulate the economy are creating capacity pressures, and exacerbating 

workforce shortages.
134

 Supply chain bottlenecks as a result of Covid-19, and associated 

increases in shipping costs, are expected to continue until at least the end of 2021 and into 

2022.
135

 Components of LGWM will also require specialist equipment, such as tunnelling 

equipment. Together with greater shipping costs, this is likely to make delivery more costly and 

challenging.  

 Other infrastructure LGWM needs to align with to manage disruption and achieve urban 

transformation may also face challenges scaling to deliver upgrades, especially if they need to be 

brought forward to align with the Programme. For example, the three waters sector is currently 

experiencing a workforce shortage, which is likely to be squeezed further with investment in 

LGWM, three waters projects, climate change, and other infrastructure.
136

 Determining the cost 

implications of bringing forward or delaying other investment to align with shared outcomes 

sought by investment in LGWM and other infrastructure upgrades will also be important, 

including who pays for any enhancements. 

 While the easing of border restrictions may help to plug some of these gaps, this may not 

happen before construction of early components of LGWM commences, and New Zealand will 

need to compete with many countries for this talent. Sourcing suitable accommodation for the 

many workers expected to come from outside the Wellington region or New Zealand will also be 

a challenge.   

 Delivering a well-sequenced and coordinated programme aligned with other major infrastructure 

projects will help enable a clear and reliable pipeline of work. This will encourage construction 

firms and other suppliers to retain or initiate a strong presence in Wellington, helping to provide 

the workforce needed to deliver the Programme, as well as other infrastructure activity in 

Wellington and the lower North Island. LGWM is working with utilities providers to gain visibility 

of major infrastructure work planned over the next 30 years, and understand opportunities for 

coordination.   
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 Given the long time-horizon of the major components of LGWM, there is an opportunity to link in 

with apprenticeships and training programmes at polytechnics and universities to develop some 

of the required workforce and skills locally. This is important given the specialist skills that will 

be required during both construction and operation (for example, ongoing operation and 

maintenance of the MRT system).  

Consenting 

 Consenting is both an important enabler and potential roadblock for the Programme, given the 

magnitude and complexity of the infrastructure LGWM will deliver. Nothing like this has been 

delivered in Wellington city before, and there is limited favourable precedent to support 

consenting decisions.
137

  

 Construction and infrastructure will run through the central city and surrounding areas, 

properties and schools and the Wellington Town Belt and the Pukeahu National War Memorial 

Park will be affected. The Programme will need to engage with communities, particularly along 

corridors where there is substantial disruption, or where heritage buildings are affected. 

Alignment with other infrastructure will also be important in managing disruption, and avoiding 

the risk of longer and more severe disruption, which could also damage LGWM’s social licence. 

Understanding the impacts of construction and infrastructure on mana whenua, including 

whether any sites of significance are affected, will be important. 

 LGWM also needs to respond to the impact of decisions in the policy environment. The Resource 

Management Act (RMA) is being reformed and separated into three new Acts, with the aim for 

each piece of legislation to be passed by the end of 2022.
138

 While this reform may ease some 

consenting challenges, this is not yet clear, and the new legislation will be untested. Similarly, 

the Climate Change Commission’s recommendations could impact consenting. Projects expected 

to generate higher emissions may face greater consenting challenges.  

 Given LGWM is a whole-of-network solution, the Programme is cognisant a whole-of-network 

approach to consenting will be more challenging, but likely more effective for LGWM. If 

consenting is done by package or component, there is a risk earlier components of the 

Programme are approved but later ones are not. This could undermine the benefits of the 

Programme and render it unable to deliver on investment objectives. As such, the Programme is 

investigating the suite of consenting approaches available.  

Engineering difficulty 

 A project of this scale and complexity brings with it risks around engineering difficulty. 

Wellington city faces geotechnical challenges, high groundwater in certain areas of the central 

city, and contaminated land.
139

 Some corridors in the Programme’s infrastructure are vulnerable 

to sea level rise, including the potential MRT route along the waterfront quays, and 

improvements at Cobham Drive. Construction disruption, including noise and vibration, will need 

to be managed carefully – to ensure people are safe, and can go about their daily lives without 

being significantly impacted.  

 In addition to geographical risks, LGWM will also be constrained from a workforce and 

consenting perspective. While one approach may be optimal from an engineering perspective, 

this may not be possible from a workforce or consenting perspective. There is also risk of 

unforeseen engineering challenges arising, which could result in cost overruns or scheduling 

delays.   
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5.2.2 Managing disruption and the transition  

 A Programme set to transform Wellington doesn’t come without its trade-offs: construction 

disruption will be a reality. LGWM’s focus is in and around the central city, and key suburban 

centres. Many Wellingtonians call the houses, businesses and organisations in these areas home, 

work, frequented destinations, or critical services. This is also where many of the city’s busiest 

transport corridors are located. LGWM is also a long-term programme, with improvements 

planned in both the short-term, and medium to long-term. This means managing LGWM-related 

disruption and the evolution to the ‘future Wellington’ is critical to the success of the 

Programme, city, and region during construction – and long after construction is complete.  

 The Programme is aware of the impacts of construction disruption. These include disruption to: 

• People’s journeys, including longer travel times, diversions, changes to public transport 

routes and reduced reliability for certain modes. This disruption will be most severe along 

transport corridors where improvements are required, but spill over or diverted traffic will 

impact other corridors. Ensuring people can continue to travel reliably and safely is top-of-

mind for the Programme. 

• Businesses, particularly those within the construction zone due to passing trade being 

diverted, limited access to their premises, or removal of loading zones and parks. Noise 

and vibration could reduce the amenity of streetscapes and discourage patronage, as well 

as being disruptive to work environments themselves, with an associated negative impact 

on productivity. The Programme is actively considering how to work with business owners 

and affected communities to mitigate the impacts of disruption. There are some significant 

implications from the approach taken, such as ensuring support for the approach rolled 

out from those affected directly, and from those affected by the cost of implementing any 

support. Under all approaches, regular, clear, and honest communication will be top of 

mind.   

• Those properties – residential, retail, and commercial – located close to works or that may 

be purchased as part of works, and which could be affected by access, noise, vibration and 

loss of amenity value. This will affect properties not just during construction, but also in 

the preceding years.  

• The environment. The scale of infrastructure to be built, services to deliver this (for 

example, the transportation of materials), and types of materials used, will create 

emissions.
140

 The Programme is measuring and considering embodied carbon (emissions 

associated with materials and construction). There may be some loss of green space – at 

least temporarily – and impacts on waterways. 

• Utilities, where diversion or relocation of utilities may result in disruption of supply to end 

users, and associated consequences for consumers and suppliers.  

• Access to key services, such as the hospital, port, and airport. The response times of 

emergency services could also be affected. Access to other services, such as schools, and 

community and recreation facilities also needs to be managed.  

• Events, such as A Very Welly Christmas and Wellington Round the Bays. These may need to 

occur in an alternative area, at a different time of year than usual, or be modified. 

 These impacts will not occur all at once, and where related to MRT and SHI, will not occur for 

some time. However, taken together, the potential impacts of disruption could affect 

Wellington’s economy, environment, and overall liveability. Disruption to businesses could lead 

to some businesses exiting Wellington, or a limited desire to expand while construction is 

ongoing. This needs to be managed effectively to avoid stifling economic growth and 

productivity. Construction disruption and disruption fatigue could harm the overall attractiveness 
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and liveability of the city, which could make it difficult to attract and retain talent while 

construction is ongoing – especially given other infrastructure development will be occurring at 

the same time.  

 It is paramount that the Programme effectively manages disruption and makes good use of the 

range of levers it has available to do so, including TDM. Disruption to Wellingtonian’s journeys 

will vary by mode, with those in private vehicles likely to be most disrupted.
141

 The three-year 

programme, with its aim of increasing public transport and active mode share, will encourage 

people to move away from private vehicles, thereby minimising disruption during the latter, 

more construction-intensive elements of the Programme. It is important appropriate levels of 

service continue to be provided with a push towards these modes: otherwise there is a risk 

Wellingtonians lose faith in public transport, or no longer find active modes safe and attractive – 

and long-term mode shift is undermined. Demand management measures to manage disruption, 

such as temporary bus lanes on other roads, and congestion charging, will also be considered.  

 Effective stakeholder engagement and communications will be critical to managing the impacts 

of disruption. Clear, transparent, and early communication around the types of impacts, when 

and where they might occur, and how they will be mitigated, will help Wellingtonians plan for 

disruption, to the extent possible. This might include spending time outside of Wellington, or 

avoiding certain areas when maximum disruption is expected. The Programme is working to 

understand the impact of disruption on specific corridors and sites, as well disruption that is 

more dispersed and harder to immediately identify.  

 Effectively managing disruption is closely linked to getting the timeline and sequencing of 

LGWM’s components correct. For example, delivering benefits early may also frontload 

disruption. There will also be a trade-off between the speed of construction and associated 

disruption, and the extent of disruption. Substantial disruption over a shorter period may be 

preferable to moderate disruption over a long timeframe. Less conventional ways to manage 

disruption may be more palatable, such as concentrating disruption for one week every month, 

as opposed to moderate but continuous disruption.  

 Selecting the right delivery model will also help to manage disruption, and mitigate risks around 

engineering difficulty. Delivery mechanisms that provide flexibility, an ability for contractors to 

adapt to changes in the environment (for example, unexpected engineering or supply chain 

challenges), and encourage contingency planning, will be important. Early contractor 

engagement and market sounding could be one mechanism for this.  

5.2.3 Timeline and sequencing for delivery 

Principles for sequencing and timelines 

 The sequencing for delivery of the Programme is critical to keeping the transport network 

operating during construction and managing disruption. Sequencing is also a key mechanism by 

which the Programme can deliver on its investment objectives and benefits. By staging works to 

unlock modes, routes and locations in a strategic sequence, the Programme can prioritise the 

works that deliver the greatest benefits.   
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 There are a variety of factors affecting sequencing, even after the preferred option is confirmed, 

and this will mean there are challenges in determining the Programme’s optimal staging. The 

Programme will consider factors including:  

• Funding availability and cashflows. This will impact how quickly the Programme can be 

progressed and which packages of works can be advanced concurrently, particularly for 

larger works.  

• Delivering on investment objectives and prioritising works that unlock the greatest 

benefits. For example, unlocking public transport, and walking and cycling routes to 

encourage and enable behaviour change and mode shift away from private vehicles. Early 

mode shift means Wellington starts experiencing these benefits early, and prioritising 

works that divert vehicles off the road helps to reduce disruption experienced in later 

stages of construction.  

• Network operability during and post-construction. This involves looking at how works 

can be sequenced and staged to minimise disruption and enable traffic management 

alternatives during construction, as well as how the network will operate as successive 

packages are delivered.  

• Interdependencies between Programme works. Some works must be completed (built or 

operational) before other projects can be completed. For example, if MRT to the south is 

reliant on a new Mt Victoria tunnel, then MRT cannot be delivered until a new tunnel is 

constructed.  

• Lead times to begin works. Some packages are more advanced than others and the pace 

of their progression will be influenced by the timing of key decisions, detailed business 

case development, design, consenting, engagement, property and enabling works. 

• Construction times. The timescales for the packages of works will be influenced by their 

engineering difficulty, the capacity of the workforce to deliver, and the availability of 

materials and specialist equipment.  

• Interdependencies with other infrastructure and planned works. This includes 

alignment with other infrastructure projects, but also enabling works to relocate or protect 

services and facilities before works commence.  

 How these factors are balanced and weighted requires careful and ongoing consideration, and 

trade-offs will need to be made. For example: is it more important to deliver public transport 

elements early, even if this means increased network disruption during construction? These are 

all legitimate considerations in the staging and sequencing of the Programme, and the 

importance of different factors will change over time.  

High-level sequencing plan 

 Based on these interdependencies and considerations, initial high-level staging has been 

developed as set out below for further development. 

• The three-year programme (approx. years 0-3). These are mainly works considered 

essential early interventions that have short lead times, interdependencies, or are needed 

to prepare for the delivery of the major programme components. Most are works that 

should be progressed as soon as possible under any delivery or funding models due to the 

high benefits and enabling nature to facilitate travel behaviour change.  

• Medium-term programme (approx. years 4-12). This includes some of the most significant 

delivery elements of the Programme, such as MRT. These works tend to have longer lead 

times, are more complex and have a number of interdependent projects needing to be 

delivered to enable reliability of the network during delivery.  

• Longer-term programme (approx. years 11-20+). The longer-term programme includes 

elements that have very long lead times, significant precursor projects. 
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Detailed sequencing and timelines 

 Planning for the three-year programme is well advanced; however, at this early stage, further 

investigation and design work is still to be done for the medium and longer-term programmes. 

Detailed sequencing and timelines will be developed following confirmation of the preferred 

option and its component packages.  

5.3 The entity to take this forward 

 The Partnership between WCC, GWRC and Waka Kotahi was created to establish a vision and 

objectives for LGWM, and the best way to achieve them with support from Mana Whenua 

partners. As the Programme moves from investigation and optioneering into delivery, it will be 

important to consider the form and function of the entity to take the Programme and the 

packages forward. In identifying the right entity(ies) to deliver LGWM, there are a range of factors 

to consider including funding sources, the role of the Programme in urban development, and 

ownership and operation of the transport infrastructure once construction is complete. Work is 

currently being undertaken by the Programme and Partners to explore the entity and delivery 

model options for the next stage of LGWM.  
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6 Financial implications 

6.1 How much will this cost? 

 Programme costs include phased capital investment, on-going operating and renewal costs, 

alongside lost parking income and the cost of financing. The costs are built up from work 

package and project information, which are a work in progress, subject to change, and will 

continue to be refined and updated.  

 For the purposes of engagement, a Programme affordability threshold of $7.4 billion over 30 

years has been agreed by the LGWM Board. The affordability threshold is based on the funding 

signalled by the IP as part of the PBC in 2019. It recognises the impact of inflation between the 

commencement date of the Programme assumed in 2019 relative to the commencement date 

now assumed. The cost estimate of each option against the affordability threshold is shown in 

Figure .  

 The affordability threshold provides an upper cost ceiling for considering Programme options to 

be financially viable at this stage, to ensure options engaged on are deemed affordable. Funding 

approvals will be subject to LGWM Board and funding Partner approval processes as the 

Programme progresses and cost certainty is achieved.  

 The affordability lens below is based on nominal through-life costs over the delivery period and 

an additional 30-year operational period. This maintains consistency with the IP analysis, the 

March 2019 Cabinet paper and early Partner decisions. This is not comparable to the cost 

component adopted for the CBA, which uses present value costs over an operational period of 40 

years, excludes potential costs from financing decisions, and does not include the costs of TDM 

(as benefits relating to TDM could not yet be assessed). These differences are deemed suitable 

as the economic evaluation addresses different assessment considerations.  

Figure 25: Option costs including capital investment, and operating and financing costs 

 

 

 The capital investment cost by package across options visually depicts the scale of each. 

Source: LGWM 



 

Let’s Get Wellington Moving | Draft Programme Report for Public Engagement Page 79 of 116 

 

Figure 26: Capital investment costs by package 

 

6.2 What are the implications for funders? 

 LGWM is a step change for Wellington, and represents a major investment for all three funding 

Partners. Due to the scale of the Programme and other financial pressures facing the funding 

Partners, a staged approach to funding commitment is occurring. The engagement affordability 

threshold has been agreed and further work needs to be undertaken around funding during IBC 

approval.  

 The following section reflects the approach to clarifying the affordability of the Programme, the 

elements to be funded by the Partner organisations, and the key financial arrangements to be 

employed as the Programme prepares to move to the next phase.  

6.2.1 Background 

 Following the development of the RPI in October 2018, the Programme’s financial analysis 

showed affordability challenges in the medium term. While the vision of the RPI was supported, it 

would need to be staged, with only the first stage having committed funding. 

 Following discussion between the funding Partners, the IP was developed for the first stage. At 

the time of development, the IP represented a $3.9b capital investment and a $6.5b funding 

requirement, including operating and financing costs (before accounting for Council financing 

costs) over 30 years.  

 In May 2019, following Cabinet endorsement, the IP was announced by the Minister of Transport, 

supported by the Mayor of Wellington and the Chair of the GWRC.  

 The Cabinet endorsement anticipated detailed business cases would be developed, and made a 

range of assumptions which would need to be explored through the indicative and detailed 

business case phases including: 

• A cost share of 60% central Government and 40% local Government. 

• NLTF to contribute the central government share. 

• Financing requirements for MRT. 

• An assumption the NLTF funding projections included petrol excise duty and road user 

charges increasing broadly in line with inflation over the 30 years. 

Source: LGWM 
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6.2.2 Funding and financing tools 

 The Programme has completed a comprehensive inventory of funding tools used internationally 

to inform consideration of which would provide the best solutions for LGWM. This inventory 

includes funding tools falling under the broad categories of ‘value capture’ and ‘user charging’.  

 For the projects within the three-year delivery programme, the Council Partners have included 

funding in their long-term plans using their existing rating tools, and Waka Kotahi is expected to 

include the central government share in the NLTP and fund it from the NLTF. A central financing 

mechanism, operated by LGWM, is not intended to be used for the three-year delivery 

programme, so it will be up to each funding Partner to determine the financing arrangements 

required for their own cashflow management for this phase, if any.  

 LGWM is not the only funding pressure Partners have. As the Programme prepares for the higher-

cost components of the Programme, funding and financing arrangements may need to be 

revisited. It is expected Councils will debt-fund these future phases. The March 2019 Cabinet 

paper signalled Waka Kotahi will use the NLTF on a PAYGO (pay as you go) basis, except in the 

case of MRT which was expected to be financed.
142

  

 Any use of new funding tools will need to go through the appropriate approvals and, in some 

cases, legislative change. It is expected further investigation into new funding tools will occur as 

part of clarifying the level of spend the funding Partners can commit to, and decisions on 

potential new funding tools are not expected until the IBCs are completed.  

6.2.3 Cost allocation 

 The final decision on cost allocation across the Programme has yet to be made. At the IP stage, 

the March 2019 Cabinet paper assumed a cost share of 60% central Government and 40% local 

Government but did not make assumptions of how the 40% local Government share would be 

allocated.  

 For the next phase of individual business cases, the Programme will use the interim agreed 

funding arrangement documented in Schedule Five of the 2020 LGWM Relationship and Funding 

Agreement (RFA) to allocate cost shares to funding Partners.  

 To assist Partners to agree a more enduring agreement for cost allocation, a Funding and 

Financing workstream and steering group have been established. Allocation of cost, including 

what each funding Partner will fund and over what time period, is expected to be developed once 

a preferred option has been identified at the programme and package levels, and will be 

informed by analysis from the package business cases. The cost allocation will consider the 

implications for various groups, including who benefits and who should bear costs, and may vary 

by phase (business case development, construction, and operation).  

6.2.4 Financial implications and equity 

 As the Programme moves through the development of the business cases, clarity around 

recommended Programme components, cost shares, and use of funding tools will improve. 

Before finalising the enduring funding approach for LGWM, the Programme will consider financial 

implications for a range of groups, including who benefits and who should bear costs.  
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7 Next steps 

7.1 Consultation in 2021 

 The Programme Report for Public Engagement refreshes the programme-level view of LGWM and 

the case for change. LGWM is committed to hearing and understanding Wellingtonians’ 

perspectives on the Programme and, as such, will engage with the Public on the Programme in 

November 2021. This Report will be a key input to material being prepared for engagement.  

 The Programme team has undertaken substantial technical work on the Programme and its 

elements. Given LGWM is set to fundamentally change Wellington’s transport network and urban 

form, it is important the community has an opportunity to provide feedback. All four refined 

shortlist options will progress to public engagement to capture views and feedback. 

 The Programme is particularly interested in the community’s views on the scale and intensity of 

urban development, as this is a key driver of decisions on which shortlist option is best for the 

future of Wellington.  

 The outputs of public engagement will sit alongside technical work in the decision-making 

process, helping to check assumptions used in the technical work are realistic from the public’s 

perspective, what needs to be investigated in more detail, and whether other work is required. 

This will help decision-makers identify a preferred option to progress through the business case 

process and implementation.  

7.2 Looking to 2022 

 Following public engagement, it is anticipated the Final Programme Report will be developed 

taking into account the outcomes of public engagement.  

 Further analysis at the package-level will support enhanced urban analysis in early 2022, moving 

towards IBC sign off in mid-2022.  

 A key decision the Programme and Government will make following consultation is whether 

priced TDM will be implemented to influence travel behaviour and choice and, if so, when. If 

chosen, TDM will likely only be implemented after improvements to active mode infrastructure 

and public transport have been made, so that private vehicle users have good alternatives 

available.  

 Significant technical work has now been undertaken to develop shortlist options which meet the 

Programme affordability threshold. Programme Partners are working through an enduring cost 

allocation split to fund LGWM. Partners have individual processes to confirm funding and 

commitment, such as Long-Term Plans (LTPs) for Councils and the NLTP for Waka Kotahi. 

Confirmation around larger elements of the Programme such as MRT and SHI will help to 

progress more detailed work on specific funding sources and tools. 

 There is a clear role for LGWM to play in urban development alongside other key infrastructure 

players, agencies, and iwi. LGWM is actively exploring opportunities and partnerships to execute 

on urban development opportunities. 

 As LGWM moves towards delivery, the Programme and Partners will continue to explore the 

entity and delivery model options for the next stage of LGWM and shape up an appropriate 

option.   
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8 Appendices 

8.1 Appendix 1: LGWM and the policy environment 

8.1.1 Climate Change  

Climate Change Response (Zero Carbon) Amendment Act 2019, November 2019 

 The Paris Agreement (the global agreement on climate change) commits all adopting countries to 

take action on climate change. New Zealand’s commitments to reduce greenhouse gas 

emissions, the Nationally Determined Contribution (NDC), will apply from 2021. New Zealand’s 

NDC is to reduce greenhouse gas emissions by 30% below 2005 levels by 2030.
143

 

 Political commitments to climate change and carbon emissions reduction are driving an 

increased focus on the value and importance of a low carbon society.
144

 In 2019, New Zealand 

enacted the Zero Carbon Act, joining a growing number of countries committing to cutting 

carbon emissions to net zero by 2050.
145

 The Act provides a framework for New Zealand to 

develop and implement clear and stable climate change policies, to support global efforts under 

the Paris Agreement to limit the global average temperature increase to 1.5 degrees Celsius 

above pre-industrial levels. The Act also established the Climate Change Commission, an 

independent body to provide expert, evidence-based advice and monitoring, to help successive 

governments meet New Zealand’s long-term climate goals. 

 The Commission’s Final Report, Ināia tonu nei: a low emissions future for Aotearoa, calls for a 

15% reduction in long-lived greenhouse gases by 2025, 38% by 2030, and 63% by 2035. The 

decarbonisation of transport is identified as an important part of the transition, including 

increasing the use of active modes and public transport, and switching to electric vehicles.  

 In the Wellington region, WCC has adopted Te Atakura – First to Zero, a blueprint to make the 

city a zero-carbon capital (net zero emissions) by 2050,
146

 and the decarbonisation priority is 

reflected in the priorities of the GPS and Wellington RLTP 2021.   

8.1.2 Growth & Urban Development 

National Policy Statement on Urban Development 2020  

 The NPS-UD 2020 came into effect in August 2020, setting out the objectives and policies for 

urban development in New Zealand’s towns and cities.
147

 It aims to ensure towns and cities are 

well-functioning urban environments that meet current and future community needs, and 

support social, economic and cultural wellbeing. The NPS-UD is part of the response to planning 

system constraints which have led to high land prices and unaffordable housing – a key 

challenge the Wellington region faces.   
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 The NPS-UD removes overly restrictive barriers to development to allow growth up and out in 

locations that have good access to existing services, public transport networks, and 

infrastructure. Major policies in the NPS-UD include:
148

 

• Intensification in areas of high demand and access. LGWM can support this by encouraging 

urban development in particular areas and improving access to certain areas through 

investment in transport infrastructure. 

• The removal of a requirement for developers to provide car parking through district and 

city plans.  

• Considering private plan changes where they would add to development capacity. 

• Giving greater consideration to the wider outcomes of good urban development, including 

access, climate change, and housing affordability. These are important areas LGWM aims 

to contribute to.  

• Working together to produce ‘Future Development Strategies’, which set out the long-term 

strategic vision for accommodating urban growth. 

• Using a strong evidence base for decisions and engaging with a range of stakeholders, 

including Māori.  

Wellington Regional Growth Framework 

 The Wellington region is facing a number of housing and urban development, transport and 

resilience challenges that will be exacerbated without collective and coordinated intervention and 

investment.
149

  

 Ten councils and seven iwi in the Wellington-Wairarapa-Horowhenua region have been working 

with central government to develop the region’s first WRGF (joint spatial plan) to understand how 

the region could sustainably accommodate a future population of 760,000 people (an increase of 

200,000) and an additional 100,000 jobs in the next 30 years.  

 Growth across the region is expected to be a mix of development in existing urban areas (about 

two- thirds) and future urban areas (about one-third). Both types of growth will need to have 

higher density at present, and provide better access to bus and rail services with increased 

frequency, capacity, and reach over time. Demand for safe and accessible transport services will 

increase, particularly given the highest proportion of growth is for people aged over 50 years.  

 The newly established Wellington Regional Leadership Committee oversees the key spatial 

initiatives and regional projects that will help realise the housing and infrastructure needs, as 

well as tackle the wider challenges around reducing emissions and adapting to climate change.  

 The Framework recognises LGWM as a key spatial initiative that is already underway, noting a key 

move is to, ‘Fully unlock the urban development potential of current and future rapid transit 

orientated corridors particularly LGWM’. It also recognises the importance of making the region’s 

housing and urban areas more affordable and liveable, and providing housing choice in 

‘walkable neighbourhoods.  
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Other publications in the growth and urban 

development landscape 

 Other strategies and vision documents 

developed for Wellington  are relevant to 

LGWM. These include: 

• Wellington Urban Growth Plan: Urban 

Development and Transport Strategy 2014-

2043 

• Planning for Growth (Draft Spatial Plan) 

• Towards 2040: Smart Capital & Central City 

Framework 

• Wellington City District Plan – Central Area  

• Housing Action Plan 2020-2022 

8.1.3 Land Transport 

Government Policy Statement on Land Transport 2021 

 Four strategic priorities guide GPS 2021: 

• Safety - Developing a transport system where no one is killed or seriously injured. 

• Better Travel Options - Providing people with better transport options to access social and 

economic opportunities. 

• Climate Change - Developing a low carbon transport system that supports emissions 

reductions, while improving safety and inclusive access. 

• Freight - Improving freight connections for economic development. 

 These directly link to LGWM and transport outcomes sought for the wider region.  

 Prioritising access to safe travel modes is a key outcome for the safety priority, and LGWM.  

 This links to Better Travel Options, which centres on implementing mode-shift plans in urban 

centres, including Wellington city. As part of the GPS, developing and delivering LGWM is a focal 

point for this priority. Initial work will centre on pre-construction, and ensuring cross-sector 

governance is well established. There may be an in-cycle amendment to the GPS to reflect 

LGWM’s progress, and to deliver central government’s share of the investment. Specific 

indicators to measure LGWM’s progress against this priority will also be developed. 

 Improving freight connections focuses on maintaining the roads and railways crucial to linking 

production with distribution. For LGWM, this means access to CentrePort and the prospective 

Multi-User Ferry Precinct are enabled and maintained.  

 All three priorities contribute to the efforts to combat climate change, with mode shift, in 

particular, supporting emissions reductions. Higher density, mixed-use and transit-oriented 

development will also help reduce emissions by making public and active transport more 

feasible.  

 LGWM displays clear alignment to these priorities. The GPS signals around $3.8 billion from the 

NLTF will be directed to LGWM from 2021/22 to 2041/42.   
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Wellington Regional Land Transport Plan 2021   

 Within the context of the GPS 2021 priorities, the Wellington RLTP 2021 sets the high-level 

direction for the development of the region’s transport network. It sets a long- term vision 

seeking, ‘A connected region, with safe, accessible and liveable places – where people can easily, 

safely and sustainably access the things that matter to them – and where goods are moved 

efficiently, sustainably and reliably’.
150

  

 The Wellington RLTP 2021 includes three headline targets that provide a strong signal about the 

focus for developing the regional transport network over the next ten years: 

• 40% reduction in deaths and serious injuries on Wellington’s roads by 2030. 

• 35% reduction in transport generated carbon emissions by 2030. 

• 40% increase in active travel and public transport mode share by 2030. 

 The region has also identified a set of 10-year transport investment priorities in response to the 

most urgent and significant problems facing the transport network that would prevent  the vision 

and objectives described in the plan being reached: 

• Public transport capacity: Build capacity and reliability into the Wellington region’s rail 

network and into Wellington city’s public transport network to accommodate future 

demand. 

• Travel choice: Make walking, cycling and public transport a safe, sustainable, and 

attractive option for more trips throughout the region. 

• Strategic access: Improve access to key regional destinations such as ports, airports and 

hospitals for people and freight. 

• Safety: Improve safety, particularly at high risk intersections and on high risk rural roads. 

• Resilience: Build resilience into the region’s transport network by strengthening priority 

transport lifelines and improving the redundancy in the system. 

 Guided by these priorities, a package of regional rail investment and the LGWM Programme are 

ranked first and second in the RLTP 2021. significant projects list. Together, these two areas of 

investment priority will be critical to contributing to the regional mode shift and emissions 

targets and will need to do much of the heavy lifting for the region.   
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Other transport investment 

 LGWM is not the only transport investment happening in the Wellington region. While LGWM 

focuses on improvements within Wellington city, it will complement and tie in with other State 

Highway and regional investments to improve the safety, efficiency, resilience, access, and 

choice of transport coming into Wellington city.  

 State Highway improvements: 

• Transmission Gully: The 27 kilometre four-lane motorway will provide a safer, more 

reliable, and resilient route between the Wellington region, the rest of the lower North 

Island, and central North Island.
151

 

• Peka Peka to Ōtaki: This bypass of Ōtaki and provision of a high-standard, four-lane 

expressway through the area will improve safety and increase the efficiency and reliability 

of freight and people movements between Wellington and the north, as well as for local 

trips.
152

   

• Ōtaki to North of Levin: This programme of works will improve the safety and resilience of 

the Ōtaki to north of Levin transport corridor, as well as planning to increase transport 

choice for the area’s growing population.
153

  

 Regional improvements:
154

  

• Rail service and infrastructure improvements, including: safety and capacity upgrades to 

long- distance rail services to support new trains for the Wairarapa and Manawatū lines; 

additional electric metro trains to meet demand; and infrastructure upgrades to improve 

capacity and enable peak-time train services every 10 minutes on the metro rail network. 

• Plans for a port and multi-user ferry terminal project would improve resilience and access, 

and could include a public transport hub.  

• A new harbourside walking and cycling link between Wellington and Lower Hutt - Te Ara 

Tupua Ngā Ūranga – Pito-one, will improve the safety and attractiveness of active modes 

along this route.
155

 

 A new integrated contactless ticketing system for Wellington region public transport will make 

taking public transport easier and a more attractive option. 
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8.2 Appendix 2: The recommended programme of 

investment and the indicative package 

 The components of the RPI, established in the PBC, are listed below. Of these, those in bold 

formed the IP: 

• Urban development land use changes integrated with transport, so people have better 

travel options where they live and work. 

• Better public transport with a dual spine on the Golden Mile and Waterfront Quays 

providing high-priority access to and through Wellington city, so people have more travel 

choices, and buses and trains are more reliable and attractive. This includes: 

o MRT from Wellington Station to Newtown, and Newtown to the airport.  

o Bus priority on Thorndon Quay and Hutt Road, providing better public transport 

connections to the north. 

o Rail network improvements.  

• High-quality, safe, connected, and prioritised walking and cycling, including: 

o A walkable city - accessibility and amenity improvements, setting safer speeds for 

vehicles, and walking improvements. 

o Connected cycleways - cycleways on Featherston St, Thorndon Quay, Courtenay Place/ 

Dixon St, Taranaki St, Willis St, Victoria St, Kent and Cambridge Terraces, and Bowen St. 

• Smarter transport network with: 

o Transition to an integrated transport network operating system with fully integrated 

ticketing.  

o TDM measures including Mobility as a Service, parking policy improvements and 

education and engagement. Road pricing that uses technology and integrated 

operations to change behaviour by charging more to drive into the city at peak times.  

• Multimodal State Highway improvements to relocate cars out of the central city and enable 

better public transport, walking and cycling, so people can get to key destinations, such as 

the hospital and airport, more reliably. This includes: 

o Improvements at the Basin Reserve. (In the IP: a package of minor Basin Reserve 

grade separation between north-south movements, east-west movements, and any 

mass transit corridors, to improve reliable access for all modes).  

o An extra Mt Victoria tunnel and widening at Ruahine Street/Wellington Road to 

improve access for buses, and dedicated walking and cycling facilities. 

o Shifting SH1 off Vivian St into a tunnel to unlock development potential.  

o Ngauranga to Aotea Quay widening, and a Second Terrace Tunnel. 

 



 

Let’s Get Wellington Moving | Draft Programme Report for Public Engagement Page 88 of 116 

 

8.3 Appendix 3: Definition of the Do Minimum  

 Under the Do Minimum option, improvements already completed by LGWM are in place and 

transport initiatives are undertaken by individual Partner Organisations as part of their BAU 

operations: 

Figure 27: Do Minimum 

 

 

 

Source: LGWM 

LGWM 

Waka Kotahi 

Safer Central City Speeds (implemented mid-2020) 

Metlink 

GWRC 

A new integrated 

contactless ticketing 

system for the Wellington 

region’s public transport 

to make taking public 

transport easier and more 

attractive. 

WCC 

Cycleways Master Plan, 

which guides the 

development of the new 

cycle network. 

KiwiRail 

Regional rail 

improvements (previously 

known as RS1), 

comprising mainly track 

infrastructure upgrades, 

and no significant capacity 

increases. 

• Transmission Gully: the 27 kilometre four-lane motorway will provide a safer, more 

reliable and resilient route between Wellington and the lower and central North Island 

• Peka Peka to Otaki: This bypass of Ōtaki and provision of a high-standard, four-lane 

expressway through the area will improve safety and increase the efficiency and 

reliability of freight and people movements between Wellington and the north, as well 

as for local trips. 

• Ōtaki to North of Levin: This programme of works will improve the safety and 

resilience of the Ōtaki to north of Levin transport corridor, as well as planning to 

increase transport choice for the area’s growing population. 

• Melling Interchange. 

• A new harbourside walking and cycling link between Wellington and Lower Hutt - Te 

Ara Tupua Ngā Ūranga – Pito-one, will improve the safety and attractiveness of active 

modes along this route. 

In the absence of LGWM, Metlink will increase the frequency of the existing bus network 

by a factor of 1.17. 
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8.4 Appendix 4: The pre-affordability lens shortlisted 

options  

 The following diagrams provide an overview of the shortlisted options: V1, V1A, V2, V3, and 

V3A. An outline of the refined shortlist is included in the main body of the Report.  
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 Figure 28: V1 – activating access to the North  

 

    

Activates access to the North with 

full State Highway upgrades, 

includes MRT to both the South 

(Island Bay) and East (airport), a 

city park through Te Aro, and a 

focus on active modes. 

Source: Programme Shortlist Options Report 

MRT 

MRT from Wellington Station to Island 

Bay via the CBD and hospital, and out to 

the airport and eastern suburbs. 

Travel behaviour change 

Cobham Drive Crossing 

and SH1 Safer Speeds 

City centre pedestrian 

safety improvements 

Thorndon Quay and Hutt 

Road improvements 

Golden Mile 

improvements 

Safer central city speeds 

Priced TDM 

Priced TDM (Congestion Charging or a 

Parking Levy) is an optional overlay on 

this option to influence travel behaviour. 

City streets 

Begins in the short-term and extends into 

the medium to long-term. Includes 

second public transport spine. 

SHI 

• Grade-separating the Basin 

Reserve 

• New Mt Victoria Tunnel 

• Mt Victoria Active Modes Tunnel 

• Trenching of Te Aro Tunnel 

• Duplication of the Terrace Tunnel 

MEDIUM TO LONG-TERM PACKAGES 

THREE-YEAR PROGRAMME 



 

Let’s Get Wellington Moving | Draft Programme Report for Public Engagement Page 91 of 116 

 

Figure 29: V1A – activating access to the CBD  

 

  

Activates access to the CBD with 

some State Highway upgrades, 

includes MRT to both the South 

(Island Bay) and East (airport), and 

a focus on active modes. 

Source: Programme Shortlist Options Report 

MRT 

MRT from Wellington Station to Island 

Bay via the CBD and hospital, and out to 

the airport and eastern suburbs. 

Travel behaviour change 

Cobham Drive Crossing 

and SH1 Safer Speeds 

 

City centre pedestrian 

safety improvements 

Thorndon Quay and Hutt 

Road improvements 

Golden Mile 

improvements 

Safer central city speeds 

Priced TDM 

Priced TDM (Congestion Charging or a 

Parking Levy) is an optional overlay on 

this option to influence travel behaviour. 

City streets 

Begins in the short-term and extends into 

the medium to long-term. Includes 

second public transport spine. 

SHI 

• Grade-separating the Basin 

Reserve 

• New Mt Victoria Tunnel 

• Mt Victoria Active Modes Tunnel 

MEDIUM TO LONG-TERM PACKAGES 

THREE-YEAR PROGRAMME 
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Figure 30: V2 – leveraging a long tunnel  

  

Leverages the position of a long 

vehicle tunnel bypassing the city 

centre to remove traffic from local 

roads. Includes MRT to the south 

(Island Bay) only, as with no new 

Mt Victoria tunnel, public transport 

improvements to the east are 

based on enhanced bus services 

and infrastructure. 

Source: Programme Shortlist Options Report 

MRT 

MRT from Wellington Station to Island 

Bay via the CBD and hospital, and 

enhanced bus to the airport and eastern 

suburbs. 

Travel behaviour change 

Cobham Drive Crossing 

and SH1 Safer Speeds 

 

City centre pedestrian 

safety improvements 

Thorndon Quay and Hutt 

Road improvements 

Golden Mile 

improvements 

Safer central city speeds 

Priced TDM 

Priced TDM (Congestion Charging or a 

Parking Levy) is an optional overlay on 

this option to influence travel behaviour. 

City streets 

Begins in the short-term and extends into 

the medium to long-term. Includes 

second public transport spine. 

SHI 

• Long tunnel from the Terrace to 

Kilbirnie 

• At-grade solution at the Basin 

Reserve 

• Mt Victoria Active Modes Tunnel 

MEDIUM TO LONG-TERM PACKAGES 

THREE-YEAR PROGRAMME 
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Figure 31: V3 – delivering public transport improvements, with an at-grade solution at the Basin  

Lower cost Programme focused on 

public transport improvements, 

including an MRT route to the 

South (Island Bay) only, with 

improved bus services and 

infrastructure to the east. The focus 

on active modes is maintained, and 

an at-grade solution is 

implemented at the Basin. 

Source: Programme Shortlist Options Report 

MRT 

MRT from Wellington Station to Island 

Bay via the CBD and hospital, and 

enhanced bus to the airport and eastern 

suburbs. 

Travel behaviour change 

Cobham Drive Crossing 

and SH1 Safer Speeds 

 

City centre pedestrian 

safety improvements 

Thorndon Quay and Hutt 

Road improvements 

Golden Mile 

improvements 

Safer central city speeds 

Priced TDM 

Priced TDM (Congestion Charging or a 

Parking Levy) is an optional overlay on 

this option to influence travel behaviour. 

City streets 

Begins in the short-term and extends into 

the medium to long-term. Includes 

second public transport spine. 

SHI 

• At-grade solution at the Basin 

Reserve 

• Mt Victoria Active Modes Tunnel 

MEDIUM TO LONG-TERM PACKAGES 

THREE-YEAR PROGRAMME 
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Figure 32: V3A – delivering public transport improvements, with grade separation at the Basin 

  

Lower cost Programme focused on 

public transport improvements, 

including an MRT route to the 

South (Island Bay) only, with 

improved bus services and 

infrastructure to the east. The focus 

on active modes is maintained, but 

unlike V3 the Basin is grade-

separated to improve levels of 

service at this pinch point. 

Source: Programme Shortlist Options Report 

MRT 

MRT from Wellington Station to Island 

Bay via the CBD and hospital, and 

enhanced bus to the airport and eastern 

suburbs. 

Travel behaviour change 

Cobham Drive Crossing 

and SH1 Safer Speeds 

 

City centre pedestrian 

safety improvements 

Thorndon Quay and Hutt 

Road improvements 

Golden Mile 

improvements 

Safer central city speeds 

Priced TDM 

Priced TDM (Congestion Charging or a 

Parking Levy) is an optional overlay on 

this option to influence travel behaviour. 

City streets 

Begins in the short-term and extends into 

the medium to long-term. Includes 

second public transport spine. 

SHI 

• Grade-separating the Basin 

Reserve 

• Mt Victoria Active Modes Tunnel 

MEDIUM TO LONG-TERM PACKAGES 

THREE-YEAR PROGRAMME 
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8.5 Appendix 5: Travel Demand Management (Travel 

Behaviour Change) 

 Investment in transport infrastructure alone won’t necessarily deliver the travel behaviour change 

LGWM is seeking to achieve. Alongside transport infrastructure investment, TDM can be a useful 

tool to influence travel behaviour and choices – including travelling at different times, or at times 

choosing not to travel 

 LGWM’s vision is to move more people with fewer vehicles. TDM approaches can be applied to 

encourage behaviour change and mode shift away from single-occupancy vehicles to either 

public transport or active modes, supporting LGWM’s objectives to reduce reliance on private 

vehicles, increase mode shift, reduce carbon emissions, and enhance liveability. 

 TDM approaches can be applied for two purposes: to support the long-term achievement of the 

Programme’s benefits and to support smoother delivery during the Programme’s construction 

works.  

Travel behaviour change 

 Travel behaviour change is a term that describes initiatives that can be used to influence 

people’s travel choices. Approaches can include: 

• Advertising and communication campaigns 

• App-based tools for planning journeys in real time 

• Integrated ticking to make using public transport easier 

• Working with employers to provide bike racks, showers, and flexible start times 

• School education and support programmes, such as walking school buses and bike to 

work/school day events 

• Providing timely and efficient transport services to public transport hubs 

• Encouraging carpooling 

 The Programme has investigated a range of travel behaviour change approaches and has 

developed staged packages.
156

 The first two packages involve:  

• Package A: Scaling up current TDM and preparing for disruption. This package is targeted 

at influencing the behaviour of people who live closer to the CBD and is an enabler for 

elements of the three-year programme, including works on the Golden Mile due to 

commence in late 2022.  

• Package B: Improving the first and last mile. This package is targeted at influencing the 

behaviour of people who live further away and travel to Wellington city by rail, connecting 

them with active and shared modes to get from home to the station, and from the station 

to their final destination.  

Priced travel demand management 

 In addition to this, there may be a need to get more people switching to other transport modes. 

The Programme may consider adding a price to private motor vehicle travel at particular times 

through some central city areas. The Programme has carried out work on two priced approaches: 

a commuter parking levy and congestion pricing. It may also be possible to use pricing to 

influence behaviour to benefit other outcomes; for example, achieving carbon and local air 

emissions outcomes. 

 

156

 LGWM, (2021), LGWM Travel Behaviour Change SSBC 
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 Commuter Parking Levy 

  The Programme has investigated applying a 

Commuter Parking Levy to reduce the number of 

commuters driving to the CBD in the morning peak 

by placing a charge on the use of off-street 

commuter car parks.  

 The levy could be applied to two sets of parks. The 

first is car park owners and operators, and would 

apply to each carpark a provider has in use at 10am 

on weekdays. The second set is the occupiers of 

‘private’ parks – those people who use parks in 

commercial buildings. In this way, the levy targets 

commuters specifically. International analysis on 

price elasticity and some Wellington survey work 

shows at the recommended price(s), a 9% reduction 

in cars looking to park in the CBD, and an up to 

4,500 decrease in morning peak hour motor vehicle 

trips to the CBD could be possible.
157

  

 Indicatively, the recommended price point is in the 

order of a 50% increase in current annual costs for 

parking, which vary across the city.
158

 The proposed 

option is a levy amount set at $2,500 per annum in 

the Thorndon/Lambton Quay area and a $1,750 per 

annum levy in Te Aro and Pipitea.
159

 map of the 

proposed geographic area for the parking levy is shown in Figure . 

 A commuter parking levy is likely to take four years to implement depending on the time taken 

to prepare, introduce and pass legislation, and any Wellington-specific instrument to be 

approved. As such, the earliest possible start year for the parking levy is 2025, and a phased 

introduction is proposed.  

 It is anticipated that, following the successful development and implementation of enabling 

legislation, the commuter parking levy would be managed by WCC. It is predicted to generate up 

to $26 million in gross revenue per annum once fully introduced.
160

  

Congestion Pricing 

 The Programme is also investigating congestion pricing, which arguably has benefits over other 

forms of priced TDM. The investigation into congestion pricing has not yet progressed to the 

same level of detail as the commuter parking levy. However, early stage research suggests it 

could involve a price for vehicles entering a CBD cordon at certain times, possibly using number 

plate recognition technology as used on toll roads in Auckland and Tauranga.
161

 This could result 

in a 10-15% reduction in the number of vehicles entering the CBD in the morning peak.
162

   

 If congestion pricing is implemented in Auckland, Wellington will have the opportunity to learn 

from that experience. Considerable further work is needed to inform any congestion pricing 

scheme in the Wellington context, including questions such as: 

• Who is driving? Where do they live? Where are they going? 

• What are the equity considerations?  

 

157

 LGWM, (2021), LGWM Travel Behaviour Change SSBC 

158

 LGWM, (2021), LGWM Travel Behaviour Change SSBC 

159

 LGWM, (2021), LGWM Travel Behaviour Change SSBC 

160

 LGWM, (2021), LGWM Travel Behaviour Change SSBC 

161

 LGWM, (2021), Travel Demand Management Communications Document 

162

 LGWM, (2021), Travel Demand Management Communications Document 

Figure 33:  Proposed geographic area 

for the parking levy 
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• What or who will exemptions apply to?  

• What price point will result in the greatest value in terms of achieving mode shift outcomes 

and being fair? 

• What would the impact on freight and service vehicles be? 

• What type of scheme (cordon, area, or arterial pricing) would achieve the best outcomes? 

Where should the geographic boundaries lie? Should it include the state highway?  

• Is it affordable? Is the net revenue position positive? 

• What enabling legislation would be required? 

• Could other priced approaches be used, for example: charging emissions to affect carbon 

and local air emissions objectives. 

 At this stage, a congestion pricing system appears to have advantages over a commuter parking 

levy: the price directly affects all drivers, it can be used for particular locations and times, and it 

affects all traffic, rather than just parked cars.  

 The use of pricing schemes might be some way off, and no decisions have been made yet to 

recommend that any particular system be introduced. Before priced schemes are introduced, 

consideration must be given to the capacity and performance of public transport services and 

active mode infrastructure, to provide viable travel alternatives to private vehicles.  

 As noted in Paragraph 198, TDM has not yet been included as part of the economic evaluation. 
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8.6 Appendix 6: Detailed benefits – base results  

 Benefits are categorised into PT users, road users, active mode users and non-users. 

 Benefits to PT users mainly comprise of savings in travel time savings, including:  

• IVT: time spent on a public transport service travelling between an origin and destination.  

• Access and egress time: time spent walking to/from a public transport service.  

• Wait time: time spent waiting for public transport services.  

• Boarding penalties: perceived cost of time spent boarding and alighting from public 

transport services. 

 PT user benefits are offset by increased expenditure on public transport fares, corresponding to 

higher PT patronage. 

 Road user benefits include travel time savings, travel time reliability benefits, impacts of driving 

in congested conditions, and VOCs. Road user benefits have been separated into impacts on cars 

and commercial vehicles (excluding savings in accident costs). 

 Active mode benefits relate to health benefits generated by the increased uptake of walking and 

cycling, while non-user benefits relate to carbon emissions, other environmental benefits and 

incremental fare revenue from transport services. 

 WEBs capture impacts on economic output that are not generally included in conventional 

benefits to users and non-users of the transport system. 

8.6.1 Option i: detailed benefits – base results 

 The economic evaluation results indicate this option could yield benefits of $1.34 billion (present 

value). Table 7 shows the value of the Programme’s benefits, in real present value 2021 dollars. 

Table 7: Benefits delivered by Option i (real present value 2021$ millions) 

Benefit Option i 

PT users 469 

Travel time 504 

  In-vehicle time 390 

  Access time – walking to PT 29 

  Access time – driving to PT 19 

  Wait time 72 

  Boarding penalties (6) 

Incremental fare expenditure (35) 

Road users (123) 

Travel time (140) 

  Cars (129) 

  Commercial vehicles (11) 

Travel time reliability (178) 

  Cars (157) 
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Benefit Option i 

  Commercial vehicles (20) 

Congestion increment savings (15) 

  Cars (14) 

  Commercial vehicles (1) 

VOC savings 0 

  Cars (5) 

  Commercial vehicles 5 

Accident costs 210 

Active transport users 779 

Health benefits – Walking  506 

Health benefits – Cycling 273 

Non-users 89 

CO2-e reduction 12 

Other environmental 8 

Incremental fare revenue 69 

Total conventional benefits 1,214 

WEBs 126 

  Static agglomeration benefits 149 

  Output change  (23) 

Total benefits incl. WEBs 1,339 
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8.6.2 Option ii: detailed benefits – base results 

 The economic evaluation results indicate this option could yield benefits of $1.17 billion (present 

value). Table 8 shows the value of the Programme’s benefits, in real present value 2021 dollars. 

Table 8: Benefits delivered by Option ii (real present value 2021$ millions) 

Benefit Option ii 

PT users 485 

Travel time 519 

  In-vehicle time 393 

  Access time – walking to PT 30 

  Access time – driving to PT 15 

  Wait time 85 

  Boarding penalties (5) 

Incremental fare expenditure (34) 

Road users (221) 

Travel time (194) 

  Cars (176) 

  Commercial vehicles (17) 

Travel time reliability (209) 

  Cars (185) 

  Commercial vehicles (24) 

Congestion increment savings (24) 

  Cars (22) 

  Commercial vehicles (2) 

VOC savings (5) 

  Cars (9) 

  Commercial vehicles 4 

Accident costs 211 

Active transport users 773 

Health benefits – Walking  502 

Health benefits – Cycling  271 

Non-users 86 

CO2-e reduction 12 

Other environmental 7 
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Benefit Option ii 

Incremental fare revenue 68 

Total conventional benefits 1,123 

WEBs 50 

  Static agglomeration benefits 78 

  Output change  (28) 

Total benefits incl. WEBs 1,173 
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8.6.3 Option iv: detailed benefits – base results 

 The economic evaluation results indicate this option could yield benefits of $1.02 billion (present 

value). Table 9 shows the value of the Programme’s benefits, in real present value 2021 dollars. 

Table 9: Benefits delivered by Option iv (real present value 2021$ millions) 

Benefit Option iv 

PT users 447 

Travel time 479 

  In-vehicle time 340 

  Access time – walking to PT 55 

  Access time – driving to PT 18 

  Wait time 73 

  Boarding penalties (7) 

Incremental fare expenditure (31) 

Road users (300) 

Travel time (236) 

  Cars (214) 

  Commercial vehicles (23) 

Travel time reliability (251) 

  Cars (190) 

  Commercial vehicles (25) 

Congestion increment savings (32) 

  Cars (29) 

  Commercial vehicles (3) 

VOC savings (27) 

  Cars (23) 

  Commercial vehicles (4) 

Accident costs 210 

Active transport users 743 

Health benefits – Walking   515 

Health benefits – Cycling  228 

Non-users 82 

CO2-e reduction 12 

Other environmental 8 
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Benefit Option iv 

Incremental fare revenue 63 

Total conventional benefits 973 

Wider economic benefits 50 

  Static agglomeration benefits 81 

  Output change  (31) 

Total benefits incl. WEBs 1,023 
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8.7 Appendix 7: economic evaluation assumptions   

8.7.1 General parameters and assumptions  

 Table 10 outlines key parameters that are applied throughout the CBA modelling, including for 

all cost and benefit calculations and in the DCF framework. 

Table 10: General parameters and assumptions  

Parameter Description Source 

Discount rate 4% per annum Waka Kotahi (August 2021) 

MBCM 

Base year for 

discounting 

FY21 Assumption 

Construction 

period 

FY21 to FY34  Based on capital cost 

estimates 

First year of 

benefits 

FY35 First year after end of 

construction period 

Appraisal 

period 

40 years of operation; final year of benefits is 

FY74 

Waka Kotahi (August 2021) 

MBCM 

Linear 

interpolation 

Benefits are estimated based on strategic 

transport modelling outputs for modelled years 

2036 and 2046. Between these years, linear 

interpolation is used to estimate benefits on an 

annual basis. 

Assumption 

Extrapolation 

growth rate 

The final modelled year for strategic transport 

modelling outputs is 2046 (mapped to financial 

year FY47 for benefit cashflows). Between this 

point and the final year of the appraisal period 

(FY74) benefits are extrapolated at a rate of 1% 

per annum. 

Assumption consistent with 

extrapolation rate applied in 

package-level economic 

assessment 

Benefits prior 

to first 

modelled year 

The first modelled year for strategic transport 

modelling outputs is 2036 (mapped to financial 

year FY37 for benefit cashflows). For years 

between the first year of benefits (FY35) and the 

first modelled year (FY37), benefit cashflows are 

estimated by decaying the FY37 benefit levels by 

1% per annum. 

Assumption consistent with 

extrapolation of benefits 

beyond the final modelled 

year 

Benefits ramp-

up 

Strategic transport model outputs reflect an 

equilibrium state where demand has adjusted to 

the new level of available supply. In practice, 

demand does not immediately adjust but ‘ramps 

up’ over time. Ramp up factors of 0.79 and 0.95 

are applied to the first and second years of 

project operation, respectively, being in this case 

FY35 and FY36. 

Douglas Economics Ltd, 

Patronage Ramp-Up Factors 

for New Rail Services, 

February 2003 
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Parameter Description Source 

Inflation / 

escalation 

Unit resource values for benefit and cost 

calculations are sourced from a range of 

publications and guidelines published at 

different points in time, quoting unit values in 

different prices. 

All unit values are escalated to March 2021 

dollars using quarterly price indexes sourced 

from Statistics New Zealand. 

All future cash flows in the detailed CBA are 

expressed in real 2021 dollars, with no inflation 

or escalation applied. 

Statistics New Zealand: 

Labour Cost Index (LCI) All 

Sectors Combined, All Salary 

and Wage Rates – for all 

values of time other than 

freight 

Producers Price Index (PPI) 

Outputs: Road Transport – 

for freight value of time 

Consumers Price Index (CPI) 

All Groups for New Zealand – 

all other parameters. 

Rule of half The ‘rule of half’ is applied when quantifying 

changes to consumer surplus for new or induced 

users of the transport network. The rule of half 

states that, on average, the change in consumer 

surplus to new and induced users is one half the 

change in consumer surplus to existing users of 

the network. The basis for this approximation is 

that the first new or induced user will realise the 

full extent of the improvement in the transport 

network, while the last new or induced user will 

realise only a negligible benefit, based on each 

user’s perceived cost of travel. This 

approximation reflects an assumption that the 

demand curve for the transport network is linear. 

The rule of half does not apply to the estimation 

of resource corrections and externalities which 

are not included in users’ perceived cost of 

travel. 

Transport and Infrastructure 

Council, Australian 

Transport Assessment and 

Planning (ATAP) Guidelines: 

T2 Cost Benefit Analysis, May 

2018, p. 32. 
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Parameter Description Source 

Expansion 

factors 

The strategic transport modelling outputs are 

provided for three partial periods of the day: 

AM peak (AM) 

Inter-peak (IP) 

PM peak (PM). 

To estimate annual outcomes, transport demand 

must be expanded from (1) partial periods of the 

day to a full 24-hour period on an average 

weekday; and then (2) from an average weekday 

to a full year. 

The following expansion factors were applied: 

 AM IP PM 

Public transport 406 1,835 406 

Car 402 585* 457 

Commercial 

vehicle 

424 1,181 483 

 

*The inter-peak expansion factor for car demand 

is lower than other modes because these inputs 

are provided for the full seven-hour (9am to 

4pm) inter-peak period. PT and freight demand 

inputs are for two-hour averages across this 

seven-hour period, and therefore higher factors 

are required to expand to all-day terms. 

Wellington Analytics Unit 

(within GWRC) 

8.7.2 Parameters and assumptions for benefit calculations  

Travel time savings 

 Travel time savings occur when a transport intervention results in shorter (lower cost) journeys 

for users. The approach to monetising travel time savings involves first calculating the volume of 

time saved for each origin-destination (OD) pair and then monetising this time saved using a 

value of time (VOT) parameter. 

 VOT by mode and vehicle type were sourced from the MBCM. These parameters are specified in 

2002 dollars, escalated to 2021 dollars using growth in the Labour Cost Index (LCI) sourced 

from Statistics New Zealand for car and PT users; and the road transport sector Producers Price 

Index (PPI) for commercial vehicle (CV) users. These are shown in Table 11.   
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Table 11: Value of time by mode, vehicle type and trip purpose ($ per person-hour)  

Mode/vehicle type Trip purpose VOT (2002 dollars) VOT (2021 dollars) 

Car driver Work $23.85 $35.89 

Commute $7.80
 

$11.74 

Other $6.85 $10.38 

Car passenger Work $21.70
 

$32.65 

Commute $5.85 $8.80 

Other $5.20 $7.82 

PT user Work $21.70 $32.65 

Commute $6.60 $9.93 

Other $4.25 $6.40 

CV user Work $28.10 $48.07 

 

 

 An assumption is required to map a VOT from the MBCM guidance to the strategic transport 

modelling outputs. As shown in Table 11, the VOT adopted for commercial vehicle users is the 

‘heavy commercial vehicle II’ class. 

 The demand outputs from the strategic transport modelling used in this CBA for cars and CVs 

represent the number of vehicles, rather than the number of users or persons. Therefore, the 

VOT must be adjusted from VOT/person (shown in Table 11) to VOT/vehicle using a vehicle 

occupancy parameter. 

 For car users, this parameter is drawn from the MBCM. For CV users, a conservative assumption 

is made that the occupancy of each CV is one person; this is consistent with the adoption of a 

higher VOT for CVs in Table 11. Occupancy parameters are shown in Table 12. 

Table 12: Occupancy parameters by mode/vehicle type (person per vehicle)  

Mode/vehicle type Persons per vehicle 

Car 1.5 

CV 1.0
 

 

 

 The MBCM provides VOT for three trip purposes: work, commute and other. The strategic 

transport modelling outputs vary in the extent to which trip purpose is reflected in the available 

data. Table 13 summarises the trip purposes provided in the data, and identifies which of the 

MBCM VOT categories is applied to each. As noted earlier, all CV trips are assumed to be for 

employer business. 

Source: Waka Kotahi, (August 2021), MBCM 

Source: Waka Kotahi, (August 2021), MBCM 
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Table 13: Trip purpose assumptions for car and public transport 

Mode/vehicle type Trip purpose present in transport data MBCM VOT category 

assigned 

Car Employer business Work 

Home-based education Other 

Home-based other Other 

Home-based shopping Other 

Home-based work Commute 

Non-home-based Other 

PT Commute to work Commute
 

Other Mixed
163

 

 

 

 The CBA also includes an assessment of reduced congestion costs associated with driver 

frustration, as outlined in the MBCM. As road link data was not used for the CBA, the detailed 

approach to estimating the congestion increment was not able to be applied. Instead, the 

maximum congestion increment was adopted, shown in Table 14. 

Table 14: Maximum congestion increment ($ per person-hour) 

Mode/vehicle type Trip purpose 2002 dollars 2021 dollars 

All road users Work $3.15 $4.74 

Commute $3.15 $4.74 

Other $2.35 $4.14 

 

 

Travel time reliability savings 

 Users of the transport network value an increase in the reliability of their journey time over and 

above a reduction in journey time itself. This trave time reliability saving is calculated based on 

the estimated reduction in the standard deviation of travel time for each OD journey. 

 All transport outputs were provided on an OD basis (rather than a road link basis). As a result, 

the reliability methodology outlined in the MBCM was not able to be applied. Instead, the 

approach adopted was based on the UK Department for Transport’s (DfT) Transport Analysis 

Guidance (TAG),
164

 outlined below. 

 

163

 ‘Other’ PT trips include both employer business and other personal trips. A fixed assumption is made based on previous 

modelling work provided by Wellington Analytics Unit (within GWRC) and its consultants that 3% of total PT trips are assumed to 

be for employer business. Therefore, the ‘work’ VOT is assigned to 3% of the total number of PT trips, with the residual share of 

trips (‘other’ share minus 3 percentage points) assigned to the ‘other’ VOT category. 

164

 UK Department for Transport (July 2021) Transport Analysis Guidance Unit A1.3: User and provider impacts, section 6.3, pp. 

13—14. 

Source: LGWM, Wellington Analytics Unit (within GWRC) 

Source: Waka Kotahi (August 2021), MBCM 
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 The change in the standard deviation of travel time is estimated as: 

Δ𝜎𝑖𝑗 = 0.0018(𝑡𝑖𝑗,𝑏𝑎𝑠𝑒
2.02 − 𝑡𝑖𝑗,𝑝𝑟𝑜𝑗𝑒𝑐𝑡

2.02 )𝑑𝑖𝑗,𝑏𝑎𝑠𝑒
−1.41

 

 Where: 

• Δ𝜎𝑖𝑗 is the change in standard deviation of travel time from origin i to destination j 

• 𝑡𝑖𝑗,𝑏𝑎𝑠𝑒 and 𝑡𝑖𝑗,𝑝𝑟𝑜𝑗𝑒𝑐𝑡 are journey times from i to j in the base and project cases, respectively 

• 𝑑𝑖𝑗,𝑏𝑎𝑠𝑒 is the distance per trip from i to j in the base case.
165

 

 The value of travel time reliability savings is then calculated as the product of the number of 

trips for each OD pair in the base and project case 

𝑇𝑇𝑅 = −
1

2
∑ Δ𝜎𝑖𝑗 ∙ (𝑇𝑖𝑗

𝑏𝑎𝑠𝑒 + 𝑇𝑖𝑗
𝑝𝑟𝑜𝑗𝑒𝑐𝑡

) ∙ 𝑉𝑂𝑇 ∙ 𝑅𝑅

𝑖𝑗

 

Where: 

• 𝑇𝑇𝑅 is the travel time reliability benefit 

• 𝑇𝑖𝑗
𝑏𝑎𝑠𝑒

 and 𝑇𝑖𝑗
𝑝𝑟𝑜𝑗𝑒𝑐𝑡

 are the number of trips from i to j in the base and project cases, respectively 

• 𝑉𝑂𝑇 is the value of time chosen for the relevant mode/vehicle type and trip purpose according 

to the same procedures in the section on Travel time savings. 

• 𝑅𝑅 is the reliability ratio.
166

 

Vehicle operating costs 

 VOCs refer to costs incurred by road users because of the use of road vehicles. These costs 

include fuel consumption, motor vehicle depreciation, insurance, tyres, maintenance, and repair, 

among other costs. Consistent with the MBCM, VOC savings are measured in two steps: first by 

calculating a unit VOC on a per-kilometre basis based on the speed and gradient of the road, and 

second by multiplying this unit VOC by the number of vehicle kilometres travelled (VKT). 

 The unit VOC is calculated using the following equation: 

𝑉𝑂𝐶𝑘𝑚 = 𝑎 + 𝑏𝑋 + 𝑐 log 𝑉 + 𝑑𝑋2 + 𝑒(log 𝑉)2 + 𝑓𝑋 log 𝑉 + 𝑔𝑋3 + ℎ(log 𝑉)3 + 𝑖𝑋(log 𝑉)2 + 𝑗𝑋2 log 𝑉 

 Where: 

• 𝑉𝑂𝐶𝑘𝑚 is the VOC per VKT 

• 𝑋 is the absolute value of the average gradient over a range of zero to 12% 

• 𝑉 is the average travel speed in km/h 

• log represents the natural logarithm 

• Parameters 𝑎 to 𝑗 are as specified in Table 15.  

  

 

165

 The TAG methodology is also for link-based data and assumes that the distance per trip does not change between base and 

project cases. For OD data used in the LGWM CBA, distance per trip does change between base and project cases, and so a 

simplifying assumption was made to adopt the base case distance for all reliability calculations. 

166

 The reliability ratio is the ratio of one unit of greater travel time reliability relative to one unit of travel time saved. Consistent 

with guidance provided by Transport for New South Wales (TfNSW) and others, the reliability ratio is fixed at one, i.e. each user 

is assumed to assign the same monetary value to a unit of time saved irrespective of whether it occurs because of a journey 

with a more reliable time or a shorter time. 
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Table 15: Parameters for calculating unit vehicle operating costs (July 2015 dollars) 

Parameter Car Commercial vehicle 

𝒂 22.630 0.878 

𝒃 -24.113 x 10
-2 

29.814 x 10
-2

 

𝒄 26.888 153.830 

𝒅 -274.79 x 10
-4 

6,744.4 x 10
-4

 

𝒆 -13.253 -60.644 

𝒇 21.932 x 10
-2 

-51.708 x 10
-2

 

𝒈 12.110 x 10
-4 

-389.28 x 10
-4

 

𝒉 1.618 56.989 

𝒊 -34.405 x 10
-3 

8.857 x 10
-3

 

𝒋 8.162 x 10
-3 

97.128 x 10
-3

 

 

 

 All strategic transport modelling outputs were provided on an origin-destination (OD) basis. Data 

was therefore not available to calculate a suitable gradient for each OD pair (as the journey 

between each origin and destination would include travelling across many road links with 

different gradients), nor to calculate other components of VOC outlined in the MBCM (such as 

those linked to volume-capacity ratios or road roughness). 

 In the equation above, a gradient of zero was adopted to calculate unit VOC; this approach is 

conservative, as the zero-gradient VOC curve provides a lower unit VOC at all speeds within the 

assessed range relative to VOC curves based on larger gradients (in absolute value). 

 The unit VOC calculated in 2015 dollars was escalated to 2021 dollars using the all-groups CPI 

for New Zealand, sourced from Statistics New Zealand. 

Environmental externalities 

 Environmental externalities are costs imposed on society at large as a result of users’ transport 

behaviour. In this CBA, five types of environmental externality were measured, being emissions 

of: 

• Carbon dioxide and other greenhouse gases expressed in equivalent terms (CO2-e) 

• Particulate matter 10 micrometres or less in diameter (PM10)  

• Nitrogen oxides (NOX) 

• Carbon monoxide (CO) 

• Hydrocarbons (HC). 

Prices 

 For all environmental externalities other than CO2-e, the volume of incremental emissions 

resulting from the transport intervention is measured (in tonnes) and then monetised using the 

prices shown in Table 16, which are escalated to 2021 dollars using CPI. These prices are 

assumed to remain constant (in real terms) throughout the evaluation period. 

Source: Waka Kotahi (August 2021), MBCM. Note: car and freight vehicle types as modelled in WPTM/WTSM use 

values specified in the EEM for PC and HCVI vehicle types, respectively. 
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Table 16: Emissions prices (June 2016 dollars) 

Pollutant Price ($/t) 

PM10 $460,012 

NOX $16,347 

CO $4.13 

HC $1,130 

Source: Waka Kotahi (August 2021) MBCM, Table 9, p. 59. 

 Incremental CO2-e volumes are monetised using a timeseries of prices that increase through the 

evaluation period. This reflects that the real cost of climate change resulting from emissions of 

CO2 and other greenhouse gases is projected to increase through time. For the core set of CBA 

results, the price timeseries is taken from the MBCM. For the carbon sensitivity (see Section 0) 

the price timeseries is taken from the NZ Climate Commission’s Climate Policy Analysis (C-PLAN) 

economic model. 

 For both sets of CO2-e prices, the timeseries is provided to 2050 (mapped to financial year 

2050/51). For the period beyond 2050/51 until the end of the appraisal period, prices are 

extrapolated based on the compound annual growth rate between 2046/47 (the final year of 

strategic transport modelling data) to 2050/51. Extracts from the two price series, including the 

extrapolation assumptions, are shown in Table 17. 

Table 17: Carbon dioxide price assumptions (2021 dollars per tonne CO2-e) 

Year Central case 

(MBCM) 

Sensitivity 

(Climate Commission) 

2036/37 $128 $442 

2046/47 $160 $1,131 

2050/51 $174 $1,358 

Extrapolation rate beyond 2050/51 

(% per annum)  

2.2% 4.7% 

Source: Waka Kotahi (August 2021) MBCM, Table 11, p. 61; and NZ Climate Commission (2021) C-PLAN results 

for low international emissions price sensitivity. 

Volumes 

 Incremental volumes for all types of environmental externalities were estimated based on a 

series of parameters proportional to vehicle kilometres travelled, extracted from Waka Kotahi’s 

Vehicle Emissions Prediction Model (VEPM) v6.2, in line with the latest MBCM guidance. 

 The per-kilometre parameters were estimated in VEPM for the Do Minimum and each project 

option, varying according to average travel speeds for each scenario and modelled year extracted 

from the WSTM outputs. Other variables in VEPM (such as fleet composition) were unchanged 

between scenarios. 

 The incremental volume of emissions is then calculated as: 

𝑉𝑒𝑚𝑖𝑠𝑠𝑖𝑜𝑛𝑠 = 𝑉𝐾𝑇𝑏𝑎𝑠𝑒 ∙ 𝑓𝑏𝑎𝑠𝑒 − 𝑉𝐾𝑇𝑝𝑟𝑜𝑗𝑒𝑐𝑡 ∙ 𝑓𝑝𝑟𝑜𝑗𝑒𝑐𝑡 
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 Where: 

• 𝑉𝑒𝑚𝑖𝑠𝑠𝑖𝑜𝑛𝑠 is the incremental volume of emissions (in tonnes) 

• 𝑉𝐾𝑇𝑏𝑎𝑠𝑒 and 𝑉𝐾𝑇𝑝𝑟𝑜𝑗𝑒𝑐𝑡 are the number of vehicle kilometres travelled (in kilometres) in the base 

and project cases, respectively 

• 𝑓𝑏𝑎𝑠𝑒 and 𝑓𝑝𝑟𝑜𝑗𝑒𝑐𝑡 are the per-kilometre emissions parameters described above (in tonnes per 

kilometre) in the base and project cases, respectively, estimated in VEPM. 

 Incremental volumes of emissions are then multiplied by the prices shown in Table 16 and Table 

17. 

Crash costs 

 When a transport project results in safer and/or less congested road conditions, savings tend to 

accrue in the form of reduced social costs of vehicle crashes. These crash savings are estimated 

in two broad steps: 

• Estimate the reduced number of crashes: the change in VKTs between the base and project 

cases multiplied by the rate of crash incidence (number of crashes per VKT). 

• Monetise the value of the reduced crashes by multiplying the reduced number of crashes 

by an economic cost per crash. 

 The number of observed crashes and social cost per crash were derived from MoT’s Social cost of 

road crashes and injuries report, while the number of VKTs used to derive rates of crash 

incidence was derived from MoT published data on road use. The selected social cost per crash 

was for urban road conditions in Wellington and was escalated to 2021 dollars using CPI. 

 The adopted parameters are shown in Table 18. 

Table 18: Crash cost parameters  

Type of crash Rate of incidence 

(Crashes per 100 million VKT) 

Social cost per crash 

(2019 dollars) 

Fatality 1.98 $4,955,000 

Serious injury 24.93 $679,000 

Minor injury 185.61 $102,000 

Source: Waka Kotahi (2020) Social cost of road crashes and injuries: June 2019 update, Table 9, pp. 16—17 and 

Table 11, p. 20; Waka Kotahi (undated) VKT, see: https://www.transport.govt.nz/statistics-and-insights/road-

transport/sheet/vehicle-kms-travelled-vkt.  

Active transport benefits 

 Active transport benefits comprise: 

• User benefits – avoided illness/disease and increased years of life that accrue to the user, 

as a result of switching from an inactive mode to an active mode. 

• Social benefits – reduced health system costs resulting from mode-switchers who take up 

active transport being healthier. 

 Active transport benefits are measured for net new users (i.e. new users minus lost users) to 

active modes in the project case, calculated as product of the total number of kilometres 

travelled by net new users and a per-kilometre benefit outlined in Table 19. These parameters 

are specified in 2018 dollars, and were escalated to 2021 dollars using CPI. 

https://www.transport.govt.nz/statistics-and-insights/road-transport/sheet/vehicle-kms-travelled-vkt
https://www.transport.govt.nz/statistics-and-insights/road-transport/sheet/vehicle-kms-travelled-vkt
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Table 19: Active transport parameters (2018 dollars) 

Mode Benefit for new user 

($/km) 

Maximum annual benefit per 

new user ($/year) 

Walking $4.40 $1,250 

Cycling $2.20 $2,500 

Source: Waka Kotahi (August 2021) MBCM 

Change in fare expenditure and revenue 

 An increase in the total amount of expenditure on PT fares (and therefore, the total amount of PT 

fare revenue collected) must be recognised in two ways in a transport CBA: 

• An increase in the economic producer surplus that accrues to the provider of the PT service 

or system. 

• An offsetting decrease in the economic consumer surplus that accrues to the users of the 

PT service or system. 

 Unlike other benefits, the change in fare expenditure and revenue was not calculated using OD-

level data, but instead was estimated by the Wellington Analytics Unit. 

 In the LGWM CBA, there is no modelled change in the per-user fare for any origin-destination 

pair. Therefore, there is no impact to fare expenditure by existing users of the PT system, but 

only to new PT users who switch from other modes. Therefore, the decline in consumer surplus 

due to fares was estimated as one half of the increase in the producer surplus from additional 

fare revenue provided by the Wellington Analytics Unit (within GWRC). 

Static agglomeration benefits 

 Agglomeration benefits are a type of wider economic benefit (WEB) that occur when major 

employment zones are brought ‘closer together’ due to a reduction in the generalised cost of 

travelling between them. In the LGWM CBA, agglomeration benefits are ‘static’ because there is 

no modelled change in land use assumptions – such as population and employment – between 

the Do Minimum and project cases. 

 Static agglomeration benefits are estimated in several steps, outlined below. 

 Step 1: The generalised cost of travel between all zones in the transport network is weighted to 

account for the purpose of travel: 

𝑔𝑖,𝑗
𝑠 =

∑ ∑ 𝑔𝑖,𝑗
𝑠,𝑚,𝑝

(𝑇𝑖,𝑗
0,𝑚,𝑝

+ 𝑇𝑖,𝑗
1,𝑚,𝑝

)𝑝𝑚

∑ ∑ (𝑇𝑖,𝑗
0,𝑚,𝑝

+ 𝑇𝑖,𝑗
1,𝑚,𝑝

)𝑝𝑚

 

 Where: 

• 𝑔𝑖,𝑗
𝑠

 is the average weighted generalised cost of travel from origin i to destination j under 

scenario s 

• 𝑔𝑖,𝑗
𝑠,𝑚,𝑝

 is the generalised cost of travel from origin i to destination j, for mode m under 

scenario s, specific to purpose of travel p 

• 𝑇𝑖,𝑗
𝑠,𝑚,𝑝

 is the number of trips from origin i to destination j, for mode m under scenario s for 

purpose of travel p, where s = 0 represents the Do Minimum case and s = 1 represents the 

project case. 
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 Step 2: The effective density of employment in each origin zone in the transport network is 

calculated: 

𝑑𝑖
𝑠 = ∑ ∑

𝐸𝑗
𝑠

𝑔𝑖,𝑗
𝑠

𝑚𝑗

 

 Where: 

• 𝑑𝑖
𝑠
 is the effective density of employment in origin zone i for scenario s 

• 𝐸𝑗
𝑠
 is employment in destination zone j for scenario s 

• 𝑔𝑖,𝑗
𝑠

 is the average weighted generalised cost calculated at Step 1. 

 Step 3: The relative change in productivity for each zone is calculated based on the relative 

change in the effective density of employment: 

Δ𝑃𝑖 = (
𝑑𝑖

1

𝑑𝑖
0)

𝜌𝑖

− 1 

 Where: 

• Δ𝑃𝑖 is the relative change in productivity for origin zone i 

• 𝑑𝑖
𝑠
 is the effective density of employment in origin zone i for scenario s, where s = 0 

represents the Do Minimum case and s = 1 represents the project case, calculated at Step 2 

• 𝜌𝑖 is the elasticity of productivity with respect to effective density of employment for origin 

zone i. 

 Step 4: The static agglomeration benefit of the transport intervention is calculated based on the 

relative change in productivity in each zone, the number of workers in each zone and the output 

per worker: 

𝐴 = ∑ Δ𝑃𝑖 ∙ 𝐺𝐷𝑃𝑊𝑖
0 ∙ 𝐸𝑖

0

𝑖

 

 Where: 

• 𝐴 is the static agglomeration benefit 

• Δ𝑃𝑖 is the relative change in productivity for zone i calculated at Step 3 

• 𝐺𝐷𝑃𝑊𝑖
0
 is the output per worker in zone i in the Do Minimum case 

• 𝐸𝑖
0
 is the number of workers in zone i in the Do Minimum case. 

 In practice, due to data constraints: 

• A constant elasticity of productivity with respect to effective density of employment was 

adopted for all zones due to a lack of industry-level employment data by zone 

• A constant output per worker assumption was adopted for all zones based on output and 

employment data for the Wellington region, as output data was not available at the zonal 

level. 

 These parameters and assumptions are outlined in Table 20.   
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Table 20: Economy-wide parameters for static agglomeration benefit 

Parameter Description Value 

𝝆 Elasticity of productivity with respect to effective 

density of employment 

0.065 

𝑮𝑫𝑷𝑾 Real output per worker (2021 dollars) for 

Wellington 

$154,018 

Source: Waka Kotahi (August 2021) MBCM; Statistics New Zealand, Business Employment Data March 2021; 

Statistics New Zealand, Regional Gross Domestic Product Year Ended March 2020. 

Output change in imperfectly competitive markets 

 Where markets are perfectly competitive, the unit price (P) of a good or service is the same as the 

marginal cost (MC) of producing that good or service. A reduction in the marginal cost is 

assumed to cause a consequent, proportional reduction in the price and there is no net change 

in output over and above the welfare benefits (consumer or producer surplus) that accrue from 

the reduction in cost. 

 In reality, markets are imperfectly competitive, meaning that P > MC and a reduction in MC does 

not necessarily result in a proportional reduction in P. In the transport context, this means that 

when the cost of travel is reduced because of a transport infrastructure intervention, there is a 

greater-than-proportional increase in output which exceeds the change in economic consumer 

and/or producer surplus captured in conventional transport benefits. 

 This OCICM benefit is the product of a parameter that represent businesses’ price-cost margin 

weighted for the elasticity of demand with respect to marginal cost; and the total value of 

business user benefits measured in the conventional CBA. 

 For the LGWM CBA, the parameter adopted is 0.107, which represents the net result of the 

average price-cost margin for the New Zealand economy (20%) and an elasticity of aggregate 

demand with respect to a reduction in transport costs of -0.6.
167

 The OCICM benefit is therefore 

estimated as 10.7% of business user benefits. 

 

167

 Waka Kotahi, (August 2021), MBCM 
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