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Executive Summary

This programme business case updates the approved 2015 Programme Business Case to reflect
the current strategic context and changes made to the network through the Council’'s approved
strategic document ‘Paneke Poneke - Bike Network Plan’. It considers the impact of lessons
learned from cycle infrastructure delivery since adoption of the 2015 business case. It identifies a
new indicative programme and delivery plan to ensure that it remains optimal and continues to
provide strategic alignment and value for money.

This document details an updated evidence base, problems and benefits, optioneering and
economics. A refreshed programme for delivery is also proposed with an outline plan on how the
Council proposes to manage delivery moving forward.

Strategic Bike Network

The strategic bike network was adopted on
10 March 2022 following public
consultation in late 2021. Primary and
secondary network definitions follow the
national One Network Framework
guidance and have been applied by
starting with the central area, suburban
centres and locations of schools. The
primary network connects the main centres
and the central city, and the secondary
network extends the primary network to
near schools. The total centreline length of
the strategic network is 166 km.

Central Area and Centres
— Primary Network
--- Desired Primary Network
Secondary Network
Te Ara Tupua Cycleway
* Schools

The primary network (C1) has a centreline
length of 74 km which is 45 percent of the
strategic network. The draft secondary
network (C2) has a centreline length of 82
km which is 55 percent of the strategic
network.

At December 2020, 23 km (14%) of the
strategic network was in place.

Network Assessment

kel The Wellington Bike Network Model was
used to provide a high-level view of the
uplift in cycling volumes and benefits that
result from changes in Wellington City’s cycle network in each of the nine areas.

Figure 1 Strategic Bike Network

The creation of the network is conservatively estimated to increase safety and more than double
cycling numbers.

WCC'’s portion of the network is 110km and is estimated to cost $350 million to deliver. At this price
point, the Council’'s programme has a benefit cost ratio of 2.1.

Applying the Waka Kotahi 2021-24 Investment Prioritisation Method?, the programme has been
assessed as having a profile Very High / High / Low (Priority 2).

1 https://www.nzta.govt.nz/planning-and-investment/planning-and-investment-knowledge-base/202124-nltp/2021-24-nltp-investment-
prioritisation-method/determining-the-priority-order-of-an-activity-or-combination-of-activities/
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Network Delivery

Let’'s Get Wellington Moving is responsible for delivering most of the routes to and through the city
centre. The Council is responsible for the remainder.

Evaluation of strategic delivery approaches has demonstrated that a programme prioritised on
achieving the most uptake first is preferred.

The preferred programme approach has a five-year focus on accelerating network development
with our refreshed approach to delivery having four key elements:

¢ finishing what we have started

e arapid transition programme

¢ longer-term street transformations
e complementary initiatives.

Our approach focuses on the new ‘transitional’ delivery method that delivers ‘temporary’ schemes
to test, build support, and refine designs for future changes, allowing us to move faster. This is
supported by a small programme of agile investments to allow us to respond to unplanned or
unknown (at this time) opportunities through:

e build back better
e other smaller improvements.

An indicative delivery programme has been proposed over fifteen years to align with the budget
made available in the Councils 2021-31 Long-term Plan. The indicative programme will be
regularly updated to reflect the developing circumstances.
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Purpose of this document

This programme business case refresh:

e reviews and updates the approved 2015 business case to reflect the current strategic
context and changes made to the network through the Council’s approved strategic
document ‘Paneke Poneke - Bike Network Plan’ (adopted 10 March 2022 following public
consultation in late 2021)

e considers the impact of lessons learned from cycle infrastructure delivery since adoption of
the 2015 Programme Business Case and embeds and tests the adopted programme and
delivery plan to ensure that it remains optimal and continues to provide strategic alignment
and value for money.

This document details an updated evidence base, problems and benefits, optioneering and
economics. A refreshed programme for delivery is also proposed with an outline plan on how
council proposes to manage delivery moving forward.

WELLINGTON CITY COUNCIL Wellington Bike Network — PBC Update 6



Strategic Case

2015 Programme Business Case

The 2015 Wellington Cycle Network Programme Business Case (PBC2015) proposed investment in
cycling infrastructure, education and promotion aimed at:

e Providing a high Level of Service for people who bike within an integrated transport network;

e Improving cycling infrastructure and facilities so that cycling makes a much greater
contribution to network efficiency, effectiveness and resilience;

e Ensuring cycling is a viable and attractive transport choice;

¢ Reducing the crash rate, and the number and severity of crashes involving people on
bikes; and

¢ Improving Wellington’s sustainability, liveability and attractiveness.

At the time of developing the PBC2015 the Government, through the National Land Transport
Fund (NLTF) and Urban Cycleway Fund administered by Waka Kotahi New Zealand Transport
Agency, provided an additional $100 million of funding for urban cycleways with the aim of
accelerating completion of urban cycle networks to support a step-change in cycling participation.
The PBC was developed based on utilising the Urban Cycleway Programme funding source over
the 2015-2018 period.

Context to the 2015 PBC

In 2015 Wellington City had more than 25,000 school children, 20,000 businesses employing over
100,000 workers, and 200,000 residents who require transport options within a geographically and
spatially constrained city. In addition, transport connections and enhanced mode choice between
Porirua, Hutt Valley and the central city were seen as critical for visitors, tourists, residents and
workers alike. With the transport network over capacity during peak periods it was considered
important to improve the quality of mode choices to increase the number of people who bike and
thus contribute towards creating an efficient transport network.

PBC2015 identified three key problems and benefits. The problems were:

1. Poor uptake due to the perception that cycling is unsafe and inconvenient is reducing
cycling’scontribution to the transport system.

2. Unforgiving infrastructure and poor road user behaviour is resulting in significantly higher
thanaverage rates of harm to people on bikes.

3. Anunappealing environment for people on bikes is reducing transport and recreation
choices for Wellingtonians.

The three benefits of investments were identified as:
1. Greater transport network efficiency, effectiveness and resilience.
2. Wellington is a more sustainable, liveable and attractive city.
3. Improved safety for people on bikes.

From these problems and benefits five investment objectives were developed which guided the
PBC development:

e Achieve a high Level of Service for cyclists within an integrated transport network.

e Improve cycling infrastructure and facilities so that cycling makes a much greater
contribution to network efficiency, effectiveness and resilience.

e Cycling is a viable and attractive transport choice.

e The crash rate, number, and severity of crashes involving people on bikes are reduced.
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e Provide transport choices by increasing the opportunity for people to ride bikes so as to
improve the sustainability, liveability and attractiveness of Wellington.

Through the PBC process and accompanying master planning (endorsed at the September 2015
Transport and Urban Development committee meeting) the cycle network was agreed to consist of
a range of infrastructure, facilities and non-asset investments to improve participation in cycling
and safety issues concerning cycling in Wellington. The cycling transport infrastructure would
involve a range of solutions (i.e. protected lanes or shared paths outside the road corridor) as well
as supporting facilities such as bike corrals within the CBD or other higher density areas.

The PBC identified six geographical and catchment areas (north, south, east, west, CBD and
Wellington Hutt corridor) which were identified and used as the basis for understanding the current
and potential demand for cyclists. PBC2015 identified a broad range of interventions including
policy, education and infrastructure improvements developed through the catchment and corridor
(within catchment area) based approach. In total, a long list of 12 programme options (summarised
below) were assessed with the options made up of different investment scenarios involving the six
geographic catchments, different timeframes and including the following complementary activities:

e Minor safety improvements — aimed at high-risk crash sites across the full network;
e Wrap around infrastructure:
o End-of-trip amenities;
o Cycle parking facilities;
o Promotion and education to increasing awareness of cycle safety and user benefits;
o Bike hire schemes;
o Ability to take bikes on Public Transport; and

o Potential ‘cycle central’.

Table 1 PBC2015 Options

Indicative cost (un-
Option Name Description escalated) for 21
year programme

1 Do-minimum Targeted minor safety works across network $29 mill

2 Minor capital Minor cycleway infrastructure delivered by $57 mill
improvements Council only

3A Equitable areas Provides routes balanced across catchment $101 mill

areas

3B Prioritised Progressive delivery of routes by catchment $101 mill
packages by area  areas

3C Prioritised Routes prioritised by level of service $101 mill
packages by deficiencies
Level of Service

3D Centres and Provides routes based on servicing centres, $101 mill

neighbourhoods schools, amenities and increasing
demographic uptake

3E Weighted Cycle network developed using a prioritisation $101 mill
prioritisation of the following: 1. Strategic routes (main
corridors within the catchment area), 2. Level
of Service gaps and deficiencies, 3. Equity

4 Accelerated Prioritised routes based on ability to implement $101 mill
programme full network within nine years

5 Level of Service Based on Wellington City Council prioritisation $101 mill
deficiencies of Level of Service deficiencies

6 Minimum network Initial network wide upgrade to minimum $120 mill
upgrades standard then upgrade over time
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Indicative cost (un-
Option Name Description escalated) for 21
year programme

7 Promotion and Targeted minor safety works across the $76 mill
education network supported by intensive education and
marketing campaign
8 High Level of Delivers very high-quality Level of Service > $200 mill

Service upgrade cycling infrastructure across the network

Through a multi-criteria assessment against investment objectives and an assessment of strategic
fit, effectiveness and benefits and costs Option 3E was adopted as the preferred approach. Option
3E was selected because:

o it aligned with the principles of the Urban Cycle Programme - as its aim was to identify and
implement infrastructure and activities to increase cycling participation along high priority
transport corridors and cycling as a more attractive transport mode.

e it addressed current Level of Service gaps and deficiencies along high priority transport
corridors. Whilst not providing all of the planned infrastructure along these corridors it was
expected that the investment during the three-year period of the Urban Cycle Programme
the improvements would be considerable and that other corridors and catchments could be
treated in future years.

PBC2015 envisaged that the cycle network for Wellington could be completed over the next two
decades and consist of primary, secondary and tertiary routes as well as shared road space likely
resulting in over 200 kilometres of network.

The adopted programme has a short-term focus on the planning, design and construction of
cycleways in the following areas:

e CBD to Ngauranga transport corridor (as part of the Wellington to Hutt Valley cycleway);
¢ Wellington CBD transport corridor; and
e Wellington eastern transport corridor.

It then prioritises investment in cycling infrastructure based on the following three aspects, with
further work on developing a programme to respond to those aspects left to subsequent business
case phases:

1. Strategic routes (main corridors within catchment areas): Those corridors that are able to
make the biggest contribution to network efficiency, effectiveness, and resilience based on
forecast/potential demand. Considerations regarding this aspect will include, but not be
limited to the following:

o Current and potential number of people who bike;
o Number of bike kilometres travelled (network efficiency);

o Number of people who bike on the route and the percentage of travel on this route on
bikes;

o Increased access to appropriate transport mode choice;

o Key connections between residential areas schools, local centres, employment, sport
and recreation, hospitals and other high usage areas of the city; and

o Closing network gaps between strategic routes.

2. Level of Service gaps and deficiencies: Addressing the most severe and largest gaps in the
desired level of service:

o Function;

o Hierarchies of levels of service; and
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o Deficiencies in inconvenience and safety (non-provision or inadequate).

3. Equity: A principle to be applied when prioritising catchment areas, focusing on spreading

investment in a reasonably equitable manner across catchment areas:

o Equity of access; and

o Equity of coverage across the city’s urban areas.

The level of funding envisaged for the programme is as shown in Table 2 below.

Table 2 2015 PBC forecast budget

Ngaurangato CBD | $2,880,000 $3,000,000 $3,120,000 | 9,000,000

CBD Package $4,320,000 $4,500,000 $4,680,000 | $13,500,000
@ Eastern Package | $1,920,000 $2,000,000 $2,080,000 |  $6,000,000
S Tisland Bay $1,500,000 | _ $1,500,000
1 “Minor Works $2,277,000 $2,467,000 | $4,745,000
&  “Sub Total $11,397,000 $9,500,000 $13,847,000 | $34,745,000
2018-2025 (years 4-10) | $11,020,000 $11,939,000 | $22,959,000
2015 to 2025 - 10 year | $23,137,000 $9,500,000 $25,066,000 | $57,703,000
sub total
2025-2036 (years 11-21) | $22,000,000 $21,297,000 | $43,297,000
2015 to 2036 ~ $45,137,000 $9,500,000 $46,363,000 | $101,000,000

Programme Total

The next steps envisaged following support of the PBC, as shown in the figure below, was to:

e Prepare three Indicative Business Cases and Detailed Business Cases for the CBD,

Ngauranga to CBD (Hutt) and Eastern Urban Cycle Programme packages, commencing

October 2015.

e Confirm the preferred communications strategy, commercial strategy and consenting

approach for implementation of the programme, noting that this should be integrated with

the promotional and educational elements of the programme.

e Further development of the Master Plan.

o Commence preparation of the Indicative Business cases for the northern, southern and
western catchments in 2017/18.

WELLINGTON CITY COUNCIL
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Changes since the 2015 PBC

This section of the PBC refresh summarises the key changes that have occurred since 2015 which
have triggered the desire to revisit the PBC.

Key changes affecting the PBC since 2015 include:
¢ Bike network refreshed and updated

e Strategic changes in national and regional direction, particularly in relation to climate
change and greenhouse gas emissions reduction with a heightened focus on the value and
importance of a lower carbon economy and society.

¢ Anincreased uptake in cycling but not at a pace to support climate change goals
e A significant uptake in e-mobility

o Despite urban cycleway programme opportunities, business as usual project delivery has
led to slower than anticipated project development and delivery

¢ Uncertainties around Let’'s Get Wellington Moving scope impacted the overall direction for
roll-out of the cycle programme

o Costincreases due to scope creep
¢ New ability to apply tactical urbanism approaches to project delivery

¢ WCC’s adoption of a new Spatial Plan which confirms urban densification aligned to the
National Policy Statement on Urban Development. This has significant implications for
urban development and mobility.

These issues are discussed further in the following sections.

Bike network refresh

Wellington’s strategic bike network was originally defined in the 2015 Cycleways Master Plan and
Programme Business Case (Figure 3) and a stylised version was developed to show indicative
delivery staging in 2018 (Figure 4).

An issue with the 2015 network map is that there was significant uncertainty, beyond the core
routes, on the appropriate priority for cyclists on undefined parts of the network. Hence in the
current update of the network map we have nominated streets which complete the network. In
doing so, we have applied network definitions from the One Network Framework for primary and
secondary strategic connections as shown in the following table.

WELLINGTON CITY COUNCIL Wellington Bike Network — PBC Update 12



Table 3 One Network Framework Definitions for Cycling

Cycling

Class

Strategic Significance

Description

c1

Primary strategic oycling network, intended 1o suppon
gh volumes of oyclist mavemnnt

The primary gic cycle provides the back of the ovarall cycle natwork catering for hagher
volumes of cycle movernenl, longer and more efficient Journeys (CONNECHNg BCrOes Iwnshins of between
sublrbs), and connectng 1o key locations of employment and education

c2

The secondary strategic cyce networtk provides the collector function within the network, joining local streets
and roads 10 the primary strategic cycle routes. They aso support key local cyclo movement providing
ConNections 1o schools, local shopping contres, suburban workpiaces and pubic ranspor. This class can
alsy be applied to off.road cyding routes such as cycle paths throagh parks whare the route fulfils the

h ofa y cycling cormick

c3

Every omer street of path thal forms part of the
completad cycing network but s not pan of the prmary
e secondary . |Locassed cycing

Wong and Acoss resicential stroets, Nistlast kiomete
1o provide link ko primary and secondary cycling
netwarks.

This chess covers all olher routes that could form part of & compleled cycing network but are not idensified as
primary of secondary sirategic networks, This class includes residentsl streals where e volume and
average speed of traffic can create a sade envionment for cycling. Thes class may also inckude any off-road
roAtes, SUch &S Pt hrough parks whar cycing is paaressible but not part of the siraegic cycing network.
The type of journey undartaken on these roules is prmanly utility cyding for the purpose of gedling o an
activity at the jourmeys end.

CR

Cyaling Reglonal These are rural cyclng routes that
can be used for either ullity oycling providing
et linking 1o key
or for O boURSM PUTp such
a5 road cychng and cycle toursm . NZ Cycle tralls,
Excludes specialist cycing facilibes such as mountain
bike parks.

These roules coour Mossy in Me rural contoxt and provide for langer cycle joumeys that can be utilty cycling
10 8chool or work, or cycling actvity that is undertaken for the purpose of recreasion of tounsm, Le. %o
experience the journey rather than 1o reach the destnation. These routes include all the off-road sectons of
the NZ cyclo trail, as well a5 the touring stages of that network, the pleces of the road netwark that provide
Ank botwaen the off-road portons.  This class can also be used for routes known 10 be popular &s raining
orcults with road cycllaty. Excluded from this class and fram inclusion in the cyde network overall are
specialist cyding facilties such as the trais within mountain bike parks.
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Figure 4 Stylised Network Map 2018 showing staging

The network definitions have been applied by starting with the central area, suburban centres and
locations of schools. The primary network was applied to connect the main centres and the central
city, and then the secondary network to extend the primary network to near schools. The total
centreline length of the strategic network is 166 km.

The primary network (C1) has a centreline length of 74 km which is 45 percent of the strategic
network. The draft secondary network (C2) has a centreline length of 82 km which is 55 percent of
the strategic network.

At December 2020, 23 km (14%) of the strategic network was in place.
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A tertiary network has not been applied to the rest of the network, however these are the links that
connect the strategic network to all destinations within the city. Figure 5 shows the updated
Strategic Bike Network which was adopted by Council on 10 March 2022.

Central Area and Centres
— Primary Network '
--= Desired Primary Network .
Secondary Network
Te Ara Tupua Cycleway
* Schools

Figure 5 Wellington Strategic Bike Network (March 2022)
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National Policy Shifts

There are a number of key national policies and strategies which provide an updated direction for
the cycle network PBC. These policies and strategies include:

Transport Outcomes Framework and Government Policy Statement on land transport 20212
guides transport investment in the land transport network. The Government sees that the
purpose of the transport system is to improve people’s wellbeing, and the liveability of places. It
does this by contributing to five key outcomes:

o Inclusive access: Enabling all people to participate in society through access to social and
economic opportunities, such as work, education, and healthcare.

o Economic prosperity: Supporting economic activity via local, regional, and international
connections, with efficient movements of people and products.

o Healthy and safe people: Protecting people from transport-related injuries and harmful
pollution and making active travel an attractive option.

o Environmental sustainability: Transitioning to net zero carbon emissions, and maintaining or
improving biodiversity, water quality, and air quality.

o Resilience and security: Minimising and managing the risks from natural and human-made
hazards, anticipating, and adapting to emerging threats, and recovering effectively from
disruptive events.

The GPS 2021 proposes to prioritise transport investment in safety; better travel options in our
towns and cities; greenhouse gas emission reductions and improved freight connectivity.

Supporting the GPS investment priorities, Waka Kotahi have outlined additional detail through
other strategies and plans such as:

Arataki® — is the Waka Kotahi ten-year view of what is needed to deliver on the Government’s
current priorities with a focus on improving urban form, transforming urban mobility and
significantly reducing harms as well as tackling climate change and supporting regional
development.

Emissions Reduction Plan* — is the Government’s plan that will set out how New Zealand will
meet its first emissions budget (2022-2025) and set the path towards meeting our long-term
climate targets. It is a key step in the country's transition to a low emissions future.

The National Policy Statement on Urban Development (NPS-UD)® - aims to ensure that New
Zealand’s towns and cities are well-functioning urban environments that meet the changing
needs of our diverse communities.

Keeping Cities Moving: A plan for mode shift® — is the Waka Kotahi plan to deliver on social,
environmental, and economic outcomes by growing the share of travel by public transport,
walking and cycling. As a key deliverable of this national plan, Waka Kotahi has recently led
the development of a Wellington regional mode shift plan, with input from key central and local
government partners.

2 https:/Awww.transport.govt.nz/multi-modal/keystrategiesandplans/gpsonlandtransportfunding/gps-2021/
3 https:/iwww.nzta.govt.nz/planning-and-investment/planning/arataki

4 https://www.mpi.govt.nz/consultations/emissions-reduction-plan/
5 https://www.hud.govt.nz/urban-development/national-policy-statement-on-urban-development/
6 https:/Awww.nzta.govt.nz/walking-cycling-and-public-transport/keeping-cities-moving/
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The updated cycle network and programme goals of reducing reliance on the car by providing
attractive cycling alternatives remains very well aligned to the transport system outcomes and
strategic priorities sought by Government.

Climate Change

Since the completion of the 2015 PBC Wellington City Council has declared a state of climate and
ecological emergency, adopting Te Atakura blueprint (2019) and associated implementation plan
(2020). The blueprint and plan commit WCC to ensuring Wellington City becomes a net zero
carbon city by 2050 — including more than halving carbon emissions by 2030. Land transport
emissions are responsible for one third of Wellington’s emissions — thus is a key action area.
Making it safe and easy to cycle, walk, and use public transport for everyday trips will be a key part
of reducing emissions in Wellington.

An increased uptake in cycling but not at a pace to
support climate change goals

Updated analysis of the impact and role of cycling has been undertaken to inform this PBC refresh.
The different ways Wellington commuters chose to travel to work in 2018 are shown in Figure 6.

4% 4% 3%

0% 10% 20% 30% 40% 50% 60% 70% 80% 90% 100%

M Private vehicle mWalk mBus = Worked at home Bicycle Train Other

Figure 6 Journey to Work Mode Share (2018 Census)

Figure 6 shows that while driving in a private vehicle was the most used mode of travel by
Wellingtonians for commuting in 2018, more people overall used other modes or worked from
home.

The number of people cycling as their main means of commuting to work has increased from 3.54
percent in 2013’ to 4.02 percent in 2018.8

A 2021 residents’ monitoring survey shows that about 10 percent of children aged 5 to 15 cycle to
school at least once a week. According to the 2018 Census, slightly more than half of the people
who use cycling as their main means of travel to education fall in the under-15 age range. The data

7 Statistics New Zealand, Census data, 2013
8 Statistics New Zealand, Census data, 2018
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show a gender disparity among children cycling, with nearly three boys to every girl biking to
school. This is a strong indicator that network quality continues to be a barrier to use.

Without significant improvements to existing cycling infrastructure, cycling use has been growing
steadily over the past 20 years. However, this pace of change is not the big change required within
the context of our climate emergency.

Transport monitoring surveys carried out across the

central city have observed a strong increasing trend in Cycling trends

the number of people on bikes in most corridors. The

trend suggests the number of people cycling will further 15% annual growth 2020 2021
increase with Wellington’s forecast growth. However,

improved cycling infrastructure is needed to make sure 41% growth 2012 2021

this growth accelerates and protects health and safety.
Figure 7 Growth in Bikes to and from the CBD
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e-mobility is having an impact

E-bikes have accelerated the uptake of cycling because people can much more easily ride longer
distances, up hills and in windy weather. They also encourage more women to cycle.® Imports of e-
bikes have increased'® and anecdotal evidence from local cycle shops shows growing sales.
Demand surveys from three key Wellington corridors in 2020 identified that up to 50 percent of
bikes on these routes are now electric.

The uptake of cycling is not consistent across the city

Knowing where and how Wellingtonians live, work, shop, study, take part in recreational activities
and travel currently will help us to reassess how the programme can support future cycle growth
and ensure the bike network enhances the wider transport network and supports growth and good
connections along existing routes.

Main corridors into the city from suburbs, including Thorndon, Newtown, Ngauranga, Kilbirnie and
Kelburn, have been monitored annually to find out how many people are cycling along these

9 Speed surveys of powered transport devices, Via Strada 2021 (completed for Waka Kotahi)
10 https://www.stuff.co.nz/dominion-post/wellington/121625298/number-of-ebike-imports-hits-record-high-could-soon-overtake-new-cars
11 speed surveys of powered transport devices, Via Strada 2021 (completed for Waka Kotahi)
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routes. An increasing number of people on bikes are entering the city via these corridors, as shown
in Figure 8. Note that the dips seen in 2020 were impacts from the first Covid-19 lockdown, and
2021 saw record highs on the Thorndon, Kilbirnie and Newtown routes. 2022 surveys were
cancelled due to the Covid Omicron outbreak.

Weekday Morning 2-Hour (7 am to 9 am) Max Volumes

w——Thormndon e===Newtown «—=Ngauranga ====Kilbirnie Kelburn

2000 2002 2004 2006 2008 2010 2012 2014 2016 2018 2020

Figure 8 Growth in cycling on key corridors to the CBD

Propartion of population (SA2 area) Figure 9 shows the areas to the south and east

of the central city that have high numbers of

residents who cycle to work. As New Zealand’s

capital and third-largest city, Wellington has a

&% 7 6% strong business and commercial hub. A large

| R portion of the number of people cycling in
Wellington is made up of those who cycle to
work. This shows there is a need to provide
effective connections between residential areas
where there is high demand and the central city
where most workplaces are based.

Figure 9 Proportion of population who bike to work (2018 Census)
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Figure 10. The suburbs within and surrounding the central city have the highest levels of residency,
along with Karori and Tawa. Suburbs within the southern and eastern areas also have relatively

Population (Census 2018)
I - 1500

1501 - 2500

B 2501 - 3500
.3501 4565

high residency levels.

Figure 10 Distribution of Wellington's population (2018 Census) Figure 11 Locations of employment (2018 Census)

There are about 121,000 employed residents in Wellington.'? Where they work is shown in Figure
11.

The areas within and surrounding the central city — including Wellington central, and Te Aro have
high levels of employment. The Mt Cook, Newtown, Miramar, Kilbirnie, Ngauranga and
Johnsonville areas also have relatively high employment levels.

With three universities, three polytechnics, and a number of private training establishments,
Wellington has a large tertiary student population. While this sector is currently suffering from the
impact of Covid-19, we anticipate a strong recovery.

The highest numbers of students live in Wellington central, Te Aro and Mt Cook. Aro Valley and
Kelburn also have a relatively high number of students.

Safety remains a critical issue

Barriers to cycling remain, most notably poorly designed or maintained infrastructure and unsafe
motorist behaviour. Safety for people who cycle remains a main priority, with the number of
reported road crashes involving people on bikes continuing to remain unacceptably high in
Wellington (Figure 12).

12 Statistics New Zealand, Census data, 2018
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Figure 12 Annual injury crashes involving cyclists (CAS)

In 2020 there were 56 reported traffic crashes involving people on bikes, with 10 serious injuries
and 46 minor injuries. It should be noted that many cycle crashes are unreported.

A Transport Perceptions study carried out by Greater Wellington Regional Council in 2019
revealed that only about 28 percent of the respondents from Wellington City reported feeling safe
while cycling, as shown in Figure 13. This compares poorly to the 64 percent perception of positive
safety for pedestrians.

46% 20% %

& Veory Sat sat lewtral nsafe @ Vory |

Figure 13 Perceptions of walking and cycling safety (GWRC)

Furthermore, a 2021 Residents Monitoring Survey revealed that only 23 percent of participants
agreed that cycling in the city was safe for themselves, and even worse, just seven percent agreed
that cycling in the city was safe for their children. Men were about twice as likely to agree that they
felt safe cycling compared to women. The survey also revealed that children aged 5-15 were more
likely to walk, scooter, or skateboard to school than ride a bike.
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Business as usual project delivery has led to slower
than anticipated project development and delivery -
requiring a new approach

The 2015 PBC preferred option envisaged delivering significant levels of infrastructure along three
key corridors to address level of service gaps and deficiencies along these corridors. While it would
not provide all of the planned infrastructure along the subject corridors it was expected that the
investment during the three-year period of the Urban Cycle Programme would be considerable.
The preferred programme then allowed for the ability to provide infrastructure from year four to the
other three catchments and geographical areas.

In the period since the PBC 2015 levels of delivery and anticipated outcomes from the cycle
programme have not been as anticipated due to:

o Slower than envisaged project development and delivery
e Project costs increasing above initial estimates
¢ A fragmented and unconnected network — e.qg.:
o Hutt Road is still separated from the CBD by Thorndon Quay
o Evans Bay is not yet half complete, so is unable to fully leverage the other investments
made on Cobham Drive and throughout Kilbirnie
o Very little bike-friendly network exists within the CBD as yet

This has occurred in part due to:

o Consultation on a project-by-project basis leading to a misalignment and lack of line-of-
sight back to the confirmed strategic network and long-term plan which in turn has
introduced significant political risk which often slowed progress.

e Business-as-usual processes for project development taking longer than expected due to
the protracted and somewhat repetitive consultation processes that were used, and to a
lesser extent protracted decision-making.

e Constraints on contractor resources and difficulties in getting contractors resources
committed to project delivery.

e Scope creep from that envisaged by the PBC, an example of this was the rock revetment
work added to the Cobham Drive project.

As a consequence of the slower delivery there is insufficient data and evidence to confidently
demonstrate that projects will deliver the claimed uptake in benefits and safety outcomes.

In 2018 Waka Kotahi established the Innovating Streets for People programme to trial a new way
of designing and delivering transportation infrastructure to help deliver the government’s goals to
create liveable cities and thriving regions and was a flagship programme for the national mode shift
action plan.

The programme was the first in New Zealand targeted at building capability in the rapid reallocation
of street space using a technique called tactical urbanism. It has enabled councils, with the support
of Waka Kotahi, to speed up projects that would normally take years to implement. The programme
aims to make it easier for councils to deliver:

e temporary, or semi-permanent, physical changes to streets
e improvements that test a permanent fix and prototype a street design
e activations that help communities re-imagine their streets.

The Brooklyn Hill cycleway was trialled in 2021 as part of the programme. Using a tactical
urbanism approach the project team was able to deliver temporary changes to the corridor
relatively quickly and provide a basis for determining a pathway to permanence. This approach has
shown that adopting a more agile pathway to permanence can have a significant impact on the
rate at which street space can be reallocated and benefits realised much sooner than might
otherwise be achieved. It is expected that this approach will reduce the time needed to plan and
consult on the permanent changes thereby accelerating the pathway to permanence.
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Uncertainties around Let’s Get Wellington Moving
scope impacted the overall direction for roll out of the
cycle programme

With the CBD being a key destination providing cycle connections too and through the CBD is a
critical component of the overall cycle network. However, since 2015 given the complex interaction
of all parts of the transport system, it has been difficult to establish clear accountabilities between
stakeholders and partners for their respective responsibilities for delivering parts of the transport
system.

Let's Get Wellington Moving (LGWM) is a joint initiative between Wellington City Council (WCC),
Greater Wellington Regional Council (GWRC), and Waka Kotahi NZ Transport Agency (Waka
Kotahi). The vision for LGWM is to build a great harbour city, accessible to all, with attractive
places, shared streets, and efficient local and regional journeys. To realise the vision, the
LGWM partners are working together to deliver a transformational city-shaping transport
investment programme focused on enabling efficient and effective movement by moving more
people with fewer vehicles. Since the Programme Business Case (PBC) was published in June
2019 and wish subsequent work on specific Indicative Business Cases, including City Streets
(which represents a substantial programme of investment in public transport, walking, cycling and
amenity/place making to provide enhanced travel choice with a strong focus on the central city and
effective and efficient connections between the central city and key sub-urban centres) there is
now greater clarity of what components of the cycle network will be led by LGWM and which by
Council.

LGWM'’s City Streets programme will address most routes leading to and thorough the central area
with either the Mass Rapid Transit and Strategic Highway or City Streets programmes delivering
parts of the connections to the south. The programme is also expected to address Mt Victoria and
the link to the east. In total LGWM is responsible for delivering 33 km (20%) of the network. WCC
is responsible for the remaining 110 km (66%) as shown in Figure 14 below.

We note that Waka Kotahi have recently approved the WCC transitional cycleways on two city
streets routes to ensure early gains are enabled prior to the consideration of this updated
programme business case.
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Figure 14 LGWM and WCC delivery responsibilities
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Conclusion

What experience shows us since adoption of the 2015 PBC is that the original programme was
developed based on a ‘plan it and build it once’ approach. In constrained urban environments with
competing modes and functions (place versus movement), the approach to developing cycle
infrastructure is timely and complex with often many compromises which, on a project-by-project
basis either lead to scope and cost increases to address additional demands, and/or led to deferral
or protracted planning while complexities were worked through.

The importance of cycling has continued to be recognised by the Council. In March 2022 the
Council adopted a new strategic bike network plan which recognised more than the primary routes
identifying a secondary network of key connectors and enablers of cycle journeys.

In the time since 2015, whilst the demand for cycling and e-mobility has increased, the need to
accelerate the availability and attractiveness of alternatives to the private car has become more
pressing with the adoption of urgent national and city climate goals. Since 2015 there has been a
negligible impact on the safety (perceived or actual) which remains a significant barrier to the
uptake of cycling.

Positively, since 2015, Waka Kotahi has introduced a more flexible and enabling approach to
infrastructure provision through its Streets for People programme?®3. Trials of the tactical urbanism
approach on Brooklyn Hill have shown that a new approach to delivery can provide quick and
effective changes coupled with a longer-term pathway to permanence.

For these reasons it is considered appropriate to reflect on the 2015 PBC approach to ensure that
it is fit for the challenges ahead.

Council’s level of maturity around significant programme management has also advanced over the
last few years. A corporate Project Management Office has been established and an Investment
Delivery Framework, which aligns with the better business case approach, has been created and is
now being used for all projects.

13 https:/iwww.nzta.govt.nz/roads-and-rail/streets-for-people/
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Investment objectives & KPls

Updated Investment Objectives

The original 2015 PBC problem statements and investment objectives have been reviewed and
updated to capture the changes and lessons learnt since 2015. The most important change is the
addition of a focus on carbon emissions reduction achieved through modal shift reflecting Council’s
adoption of Paneke Poneke - Bike Network Plan (March 2022). The original and updated problem
statements and investment objectives are presented below.

Significantly, the original investment objectives have been replaced with a single overarching
investment objective as shown in Table 5. This is supported by an extensive suite of key
performance indicators which are aligned to Waka Kotahi benefits framework which capture the
specific outcomes to be delivered by the programme. The relationship between the 2022
investment objective and KPI’s is outlined in subsequent sections.

Table 4 Updated problem statements

2015 Problem Statements

2022 Problem Statements

Poor uptake due to the perception that cycling is unsafe
and inconvenient is reducing cycling’scontribution to the
transport system. (45%)

Poor road user behaviour and poor-quality infrastructure
is resulting in significantly higher than average rates of
harm to people on bikes (20%)

Unforgiving infrastructure and poor road user behaviour is
resulting in significantly higher thanaverage rates of harm
to people on bikes. (15%)

The lack of appropriate infrastructure and slow delivery to
create a cohesive/complete cycling network is reducing
the uptake of cycling (40%)

An unappealing environment for people on bikes is
reducing transport and recreation choices for
Wellingtonians. (40%)

Low cycling mode share is negatively affecting carbon
reduction and public health goals. (40%)

Table 5 Updated Investment Objectives

2015 Investment Objectives

2022 Investment Objectives

Achieve a high Level of Service for cyclists within an
integrated transport network.

Improve cycling infrastructure and facilities so that cycling
makes a much greater contribution to network efficiency,
effectiveness and resilience.

Cycling is a viable and attractive transport choice.

The crash rate, number, and severity of crashes involving
people on bikes are reduced.

Provide transport choices by increasing the opportunity
for people to ride bikes so as to improve the
sustainability, liveability and attractiveness of Wellington.

Create a strategic citywide network of connected bike
routes in order to improve safety for people on bikes,
increase the role of cycling in the transport network, and
improve environmental and health outcomes.

Updated KPIs and weightings

Since completion of the 2015 PBC Waka Kotahi has developed the Benefits Framework tool to
allow for consistent identification, measurement and monetisation of benefits throughout the
National Land Transport Programme (NLTP) and, as it is aligned with the Treasury’s Living
Standards Framework, can also be applied to crown-funded initiatives. It is a requirement of Waka
Kotahi to adopt the benefits framework in seeking co-investment from the NTLP.
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Consequently, the 2015 KPIs have been updated to align to the framework with baseline data
collected to reflect current values. The KPIs and their alignment to the Investment Objective are
shown in the table below along with baseline and target information.#

Table 6 Key Performance Indicators

citywide network of
connected bike
routes in order to
improve safety for
people on bikes,
increase the role of
cycling in the
transport network,
and improve
environmental and
health outcomes.

network of
connected bike
routes...

completion of the
strategic cycle
network (10.2.3)

Investment Objective Waka Kotahi Benefit | Baseline Target
(ref. no)
Create a strategic ...Strategic citywide | Percentage 16% (Dec 2020) 100% (Dec 2036)

...Improve safety for
people on bikes...

Reduction in annual
fatal and serious

76 DSl involving
people on bikes

68 DSl involving
people on bikes

injury crashes (1.1.3) | (2017-2021) (2037-2041)
Improvement in 28% (2019) Outcome measure
perception of safety only
and ease of cycling
(2.1.1)
... increase the role | Increase in 2900 (March 2021) | 4700 (2036)
of cycling in the throughput of cyclists
transport network... | (10.1.6)
Increase in cycling 3.4% (March 2021) | Outcome measure
mode share (10.2.1) only
Number of people 38,861 (2018) 151,300 (2018)
living within 500m of
a high-quality cycling
facility (10.2.4)
... improve Physical health $0 (Dec 2020) $1403 m (2062)
environmental and benefits from active
health outcomes modes (3.1.1)
Reduction of annual | Ot (June 2021) 282,550t (2062)

tonnes of CO,
equivalent emitted
(8.1.1)

In accordance with Waka Kotahi’s advice, some targets timeframes for the purpose of measuring
the benefits, have been set nominally five years after the planned completion of the strategic
network to allow for a lag in full uptake that has been seen in other locations in NZ.

Target values have not been set for two performance measures. We propose to monitor outcomes
for these measures annually.

The target for safety is conservatively based on a 10 percent reduction in crashes. This is based
on a broad factor obtained from the Monetised Benefits and Costs manual and is the same factor
utilised in the cost benefit analysis.

The target for throughput is conservatively based on the increase in cycling attributable to the
delivery of the LGWM network which primarily delivers access to and through the central area.
Base throughput is 62 percent higher under this scenario.

14 Target values have not been set for DSI crashes, perceptions of safety, increase in cycle throughput or mode share. It is proposed to
monitor outcomes annually for these measures.
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Updating the Economic Case

Introduction & baseline network assumptions

The optioneering work carried out for the previous PBC focussed on options for the delivery of the
full cycle network with an emphasis on leveraging off the urban cycleways programme funding as a
‘kick start’ in the short term.

A significant amount of work went into developing the full network and similarly for the updated
network as adopted by Council in March 2022 and discussed in previous chapters.

The economic case therefore focuses on:

e an updated presentation of the outcomes and costs delivered by implementation of the
new bike network in full; and

e an assessment of options for staging and delivery incorporating considerations of strategic
approaches (similar to those considered in the 2015 PBC) as well as new approaches now
available to Council leveraging of lessons learned.

Given the dynamic and everchanging nature of the transport system in Wellington, to assess the
new bike network it has been necessary to make several assumptions about the baseline network
for the purpose of assessment. These have been made in consultation with Waka Kotahi and are:

o The bike network is as built as at December 2020 plus all Evans Bay as complete - given
that this is in the final stages of a SSBC

e Te Ara Tupua (Petone — Ngauranga) is in place - given that this is a committed project in
the NLTP

¢ LGWNM City Streets corridors are in place - given recent approval of the IBC

¢ LGWM MRT corridors are in place - given the high expectation for this investment by the
LGWM partners

e LGWM Mt Victoria Tunnel-Ruahine St-Wellington Rd is NOT in place — given that the PBC
signalled this investment was likely to follow MRT investment (this is being reviewed as part
of the current IBC work)

Outcomes from the full strategic network

The Wellington Bike Network Model was used to provide a high-level view of the uplift in cycling
volumes and benefits that result from changes in Wellington City’s cycle network in each of the
nine areas. The model responds only to infrastructure and population changes; it does not account
for societal changes, such as:

¢ the normalisation of cycling in Wellington over the years

¢ the increase in e-bike usage

e changes to public transport crowding, pricing, or traffic congestion

e changes in employment or education patterns, such as remote working/learning
e changes in parking availability and cost.

Accounting only for infrastructure and population changes is likely to represent a substantial
underestimate of demand since, in recent years, cycling mode share has increased steadily in the
absence of substantial improvements in cycle facilities.

In contrast, using only strategic corridors rather than every street likely leads to an overestimate of
demand and benefits for corridors that undergo changes. Therefore, the model strikes a balance
between overestimating and underestimating the predicted demand and benefits.

The model, its inputs, and key assumptions were peer reviewed in May 2021 by Flow
Transportation Specialists in Auckland. The peer review process confirmed that the model is fit-for-
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purpose as is but in addition identified several opportunities for model improvement. These have
either been implemented where possible and practicable in advance of the analysis outlined below

or earmarked for future model improvement.

Table 7 shows the costs, outcomes and monetised benefits for the revised strategic bike network
with a more detailed breakdown by are in Table 8. Safety benefits assume a 10% reduction in
crashes involving people on bikes based on guidance from the MCBM. A fuller explanation of

methodology and key assumptions is set out in Appendix 7.

Table 7 Bike network costs & outcomes

Percentage completion of the strategic cycle network

100%

20%

Network Delivered (km) 166 33 110
Kilometres of corridor changes per added daily cycle trips 0.011 0.004 0.016
Added daily cycle trips per km of corridor changes 95 269 62

. Not Not
Implementation Cost ($m/2022) applicable applicable $350.4m

66%

Reduction in annual fatal & serious injury crashes
involving bikes

1.15

0.35

0.66

Improvement in perception of safety and ease of cycling

Outcome measure only

Increase in throughput in cyclists (#)

15,737

8865

6872

Increase in cycling mode share (%)

Outcome measure only

Number of people living within 500m of a high-quality 151.300 Not Not
cycling facility ' applicable applicable
Physical health benefits from active modes ($m) 1403.67 728.69 674.84
Reduction of annual tonnes of CO; equivalent emitted 4923 2519 2405

emissions recorded in 2019

Change in daily cycling trips relative to base 110% 62% 30%

Added daily cycle distance (km) 153,139 78,343 74,797

Change in daily cycling distance relative to base 133% 68% 39%

Total emissions (tonnes CO2) over evaluation period 282,550 144,540 138,000
. 0 . .

Annual CO2z emissions as % of Wellington City land transport 1.3% 0.7% 0.7%

User benefits from improved facility $343.24m $183.48m $159.77m
Health benefits from added cycling $1403.67m | $728.69m $674.84m
Crash cost savings $24.44m $8.19m $13.24m
Total benefits $1771.35m | $920.36m $847.85m

Net benefits (benefits - costs) appll\il((:);bl e appll\il(c:);bl e $446.35m
Benefit Cost Ratio NOt NOt 2.1
applicable applicable

The assessed benefit cost ratio (BCR) of 2.1 for WCC'’s part of the strategic bike network is

considered conservative because:

e large scale on-street parking removal has not been included into the push factors that will
help facilitate the mode shift sought by the plan — this would likely increase benefits
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o decongestion benefits resulting from mode shift has not been assessed — this would likely
increase benefits

¢ monetised benefits for carbon reduction have not been calculated — this would be relatively
small but positive

e crash cost savings only assume a 10% reduction in crashes involving people on bikes — the
significant multi-modal corridor transformations sought by the programme, coupled with the
co-benefits from the future, complementary speed management programme mean we
expect safety benefits will likely be significantly more positive

e we have not assessed co-benefits resulting from improved walking, bus priority and urban
amenity changes that will also be delivered as part of this transformative programme —
these would likely increase benefits.

Table 8 shows a breakdown of the benefits and costs across the nine outer areas of the city’s
strategic bike network. This shows the area BCRs ranging from 7.6 to 0.2 when a disaggregated
view of the costs and benefits is used.
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Table 8 Bike network costs & outcomes by area

Number of people living within 500m of a high-quality cycling facility

Physical health benefits from active modes (Sm)

$214.24m

$38.53m

$131.03m

$52.06m

$80.16m

$33.20m

$8.27m

$8.00m

Network Delivered (km) 19.6 12.6 13.2 16.1
Kilometres of corridor changes per added daily cycle trips 0.007 0.010 0.014 0.015 0.015 0.026 0.054 0.060 0.218
Added daily cycle trips per km of corridor changes 146 97 73 68 66 38 18 17 5
Implementation Cost (5m/2022) $28.48m $10.46m $33.17m $28.56m $27.42m $18.44m $19.09m $13.71m $48.27m
Percentage completion of the strategic cycle network 6% 3% 12% 8% 8% 5% 3% 5% 10%
Total fatal & serious crashes involving bikes over 10 years 1 6 11 14 3 1 4 4 4
Reduction in annual fatal & serious injury crashes involving bikes 0.01 0.06 0.11 0.14 0.03 0.01 0.04 0.04 0.04
Improvement in perception of safety and ease of cycling Not calculated — lag measure

Increase in throughput in cyclists (#) 1415 | 48 | 1437 | 82 | 875 | 339 | 99 | 124 | 74 |
Increase in cycling mode share (%) Not calculated — lag measure

$8.54m

Reduction of annual tonnes of CO, equivalent emitted

810

126

460

159

279

136

27

25

32

Change in daily cycling trips relative to base 6% 6% 4% 0% 1%
Added daily cycle distance (km) 25,203 3,923 14,294 4,955 8,692 4,215 847 777 981
Change in daily cycling distance relative to base 13% 2% 7% 3% 1% 2% 0% 0% 1%
Total emissions (tonnes CO,) over evaluation period 46,500 7,240 26,370 9,140 16,040 7,780 1,560 1,430 1,810
Annual emissions as % of Wellington City land transport emissions 