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AM peaks The morning commuter period, typically§@am on weekdays.
CBD3 Centralbusinessdistrict; in this report, usually refers to Wellington CBD.
EV(electric vehicle)d powered entirely by electric battery, producing no tailpipe emissions.

FIGS(Freight Information Gathering Systen§A national data source providinghformation
about freight movement, including port and road volumeand tonnage.

GHG(greenhousegas)a%9 K=K KM; @ 9K ! -n 9F< E=L@9F= L@9L
and climate change.

HCV(heavycommercial vehicle) 8 Trucks andbuses,weighing over 3.5 tonnes.
Hybrid vehicle 8 A vehicle powered by both a combustion engine and an electric motor.

HTS3 The New ZealandHousehold Travel Surwe An annual Ministry of Transport survey
collecting trip details (egorigin, mode, purpose, distance) from a sample of households to
understand travel patterns and inform transport models and policy

In-vehicle time & The time spent inside a vehicle (car, bus, train), excluding walking, waiting,
and transfers.

Inter -peak 8 The period betweemPAMand PMpeak travel times, usuall@am to 3pm or to
4pm, as indicated

Mode shared The proportion of tripsthat are made by a specific transport mode.

Multimodal 8 Involving more than one mode of transport in a singleurney or across a
network (eg walk + bus + train).

Off-peak 8 Any time outside peak commuting periods, including evenings and weekends.

PM peakd The afternoon commuter period, typicallyd&pm on weekdaysbut 3pma6pm or
3pm to 630pm in some instances, as indicated

PT (public transport) 8 Transport servicesavailable to the publicsuch as buseandtrains.

RLTP3 Regional Landlransport Plan This ts the direction for transport in the region for
the next 10 to 30 years arftl MA < = K L @vesthen®BiAtleF-AKAGFAK LJ9FKHGJ |

SH1 / SH2 State Highway 1 and State Highway 2, the maastern and easterrcorridors
linking the Wellington Regiorwith the rest of the North Island.

Snapper 3 The electronic ticketing systencurrently used on public transport in the
Wellington Region.

TA(territorial authority) 8 A local council areaThere are eight TAs in the Wellington Region:
Wellington CityPorirua City,) L HAL A | G Bt City,"UppgeLHUtACity, South Wairarapa
District, Carterton District, and Masterton District.

Total journey time 3dincluding walking to stops, waiting, irvehicle travel, and any transfers.

VKT (vehiclekilometrestravelled)d A measure of total distance travelled in a given area over
a specifictime period.
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WTSMS Wellington Transport Strateg Model, a 4tage transport model thais used to
forecast changes in travel demand across the region (by mode) and is used to develop and

assess transport policies and project§urtherinformation is availableat
wellingtontransportanalytics.co.nz

June2025h Status: Finalh
Our refRLTP 2027 State of Transport Network Report


https://wellingtontransportanalytics.co.nz/tools

2@AK J=HGJL HJGNA<=K 9F =NA<=F; = :9K= LG AF>C(
2027 Regional Land Transport Plan. It summarises recent trends, patterns,iasights about
L@= J=?AGFAK LJ9FKHGJL KQKL=E 9F< @A? @DA? @LK

1AF; = TRIPJ] L@= J=?AGFAK LJ9FKHGJL KQKL=E @9k
changing economic drivers, new patterns of work commuting, and increased focus on

emissions reduction and equity. CO\AUI® accelerated several existing trends that have

impacted transport, including more flexibility in timing and location of work and online

shopping.

The insights presented here will support the development of a transport network that
enables regional growth and contributes to strategic goals, including:

1 Expanding the reach and capacity of the public transport network

1 Improving travel time efficiency and reliability on state highways, local roads, and
public transport

1 Supporting housing and economic development
Enhancing road safety, especially for vulnerable users

Providing people with better travel choices, including safe and convenient options for
walking and cycling

1 Strengthening the resilience of the transport system

Many of theinsightsin this report aresupported byinteractive maps.

Explore the full set of interactive maps here

) =Q AFKA? @LK

Population

1 Thepopulation of the Wellington Regiorgrew at a slower rate than otheregionsin
New Zealandoetween 2013 and 2023

1 Growth rates have varied across the regiémat times Wellington Citfwhichis home
LG FRG6 G> L @= J =seeh ®F MAgkestlyrowtiratebiit mdterec@dlyk
Wairarapa has grown at the fastest ratalthough from a lower base
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T

TheJ = ? ApBpulatién is ageing, with 30% growth ithe number of people agedver
65yearsin the last 10 years. The median age is 38 years, up from 32 years in 1996.

The number of children aged under d&ars has decreased slightly over the last 10
years

Migration is the main driver of population growth in the Wellington Region

Employment

T

T

The economies in different parts of the region have different strengths/focuses, and
the employment patterns reflect this

Relative to elsewherén New Zealanda high proportion of residents in the Wellington
Region (nearly 40%) work in professional servicesth most of these workers having
someability to work from home

In Wairarapa, around 40% of people work in primary industries, manufacturing,
construction and tradesd with less flexibility in work location.

-N=J FPG6 G> La@inWalkinGtechGBDAK BG: K

Travel patterns

T

T

Around 80% of trips are for nework purposes with shopping and leisure trips
accounting for the largest proportion of tps.

Three-quarters of trips start and end in the same territorial authority, with the
majority of these tripsd particularly outside of Wellington City being car trips.

In contrast,most rail trips cross between areasith over85%starting or endngin the
Wellington CBD» and 75% of bus trips take place within Wellington City

Mode choicevaries basedn trip purpose. Trips tavork and toeducation have the
highest public transport and active mode share, while shopping and leisure trips are
more likely to be by car.

Around 30% of car trips are less tharkRometres.

Mode share

T

Between 85%and 90% of journeys to work outside of Wellington City are by private
car, as a driver opassenger

Around 50% of journeys twork in Wellington City are bypublic transport, walking or
cycling. In Wellington CBDhe noncar mode share increagsto neary 65%

Over the last 10 years, the nexar mode sharehas increased fojourneys to
workplacesin Wellington CB reflecting thehigh level of public transport
accessibility to the CBD angrowth in the populationwithin walking distances but
has decreasecelsewheredue tothe largely low densitycar-oriented nature of
development

Around 50% of journeys to education are by public transport, walking or cycling, with
Wellington City having the highest neoar mode share
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1 On key corridors in Wellington City, buses account for less than 2% of vehicles but
move up to 50% of passengers during peak times

1 Despite recent growth, theff-peak and weekend public transport mode share is still
low compared to peak periodsa function ofdifferent travel patterns meaning public
transport is not a viable alternativdéor many offpeak and weekend journeys

Highway network performance
1 SH1 and SHare congested heading towards Wellington CBD at peak times

1 Over the last 10 years, the greatest increaseamgestion hasbeenduring the pre-
peak (before 7am), ofpeak and weekend periods, as vehicle volumes have increased
and peoplealter their time oftravelto avoid the mostcongesked times

1 Speeds andravel times are highly variable along key state highway and local road
corridors at peak times

Public transport travel times

1 Bus travel times are slow and unreliable, particularly at peak times but also
throughout the offpeak and weekends.

1 Bus travel times are uncompetitive compared to private can most corridors,
particularly during the offpeak.

1 Rail travel times aresimilar, and sometimes fasteithan private car travel times at
peak times

Public transport traffic volumes and crowding
1 Bus patronage has rebounded tabovepre-COVID levels.

1 Inter-peak and weekend bus demand has grown at a faster rate than peak demand,
with weekend volumes over 30% higher than in 2019

1 Rail patronagehas remainedaround 25% lower thanpre-COVID levels due to
increased working from homerail reliability issues in 2024 / 202thd improved car
travel times to Wellington from Kapiti and Porirua following the opening of the
Transmission Gully motorway

1 Morning peak bugpassengevolumes are 10%ower, and rail20% lower on Fridays
compared to other weekdays

Around75% ofL @= J b higseEclt within Wellington City

Some bus services on core corridors are crowded at peak times in Wellington City,
however spare capacity exison other corridors and outside of peak times

f JGMF< Tfé6 G> L @=313500pedkduse pHiBdrisrBitateast
once perweek.
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State highway traffic volumes

i State highway volumes have generally increased at the same rate as populati@ar
the last 20 years

1 The fastest growthn state highway traffic volumesas been seen outside of
Wellington City due to higher population growth rates and limitegublic transport
alternatives.

1 Lower growth rates in Wellington Citgre due to attractivepublic transport
alternativesand constrained highway corridors

1 Traffic gowth has been focussed on the pngeak, offpeak and weekends, with
limited peak period growth due to congestion.

1 VKT per capita hae remained relativelystable over the last 20 years

Walking andcycling

1 Cycling accounts for around 4% of journeys to work in Wellington City, but less than
1% elsewhere in the region.

1 Walking accounts for around 16% of journeys to work in Wellington City, but less than
4% elsewhere.

1 As aproportion of journeys to work, wlking has increased, partly due to increased
land useintensification, meaning thatmore peoplelive within walking distance of
their work location.

Freight
1 Road freight vehicle numbers have risen at a rate equal to GDP growth
{ Data gaps limit understanding df @= J Fr&ightGlé&wa &nd industry needs.

1T $J=A?@L ; GFLJA: ML=K 9 | yherdied CQefissiohs@en J =? A C
though HCVs account for onl§% of the vehicle fleet

Emissions

1 Since2000, per capita transporgenerated emissions have decreased by 16%
However, in absolute terms transporigenerated emissions have increased by 5%

1 Petrol emissions have decreased by 10%ut diesel emissions have increased by 40%
since 2000, the result of a 75#crease in the light commercial vehicle fleet

f EV uptake remains modest4% ofthe regioPAK HJ AN9 L= ; 9J KfullpAF; DM<
electric and 10% are hybrid€V uptake is highest in Wellington City and lowest in
Wairarapa.

Accessibility and equity
1 Public transportaccess to major centres outside Wellington City remains limited,
particularly outside of peak periods
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1 Public transport use is relatively low in lowncome and deprived areas, where car
dependency is high because theublic transportF =L OGJ C G>L=F <G=KFAL
to desired destinations at suitable times

Safety

1 Road deaths and serious injuries have decreased by 14% twetast20 yearsPer
capita, thedecrease is neare80%

TheJ = ? AuBbBrfakeas have some of = O 8 = 9AdWesFrates kf DSIs per capita

In Wairarapad and South Wairarapa in particularates of DSIs are 2 to 3 times higher
than the rest of the regiomlue to higher VKTper capitaand a higher proportion of VKT
occurring on roads with speed limits greater than 50kph compared to more urban
areas

1 Vulnerable usersespeciallymotorcyclists, pedestrians and cyclisisemain at higher
risk and are overepresented in DSIs relative tiheir number of trips

1 Alcohol and drugs are a factor in over 40% of DSIs

| GFKA<=J®J AOGRK T RT§

Wellington City versusrest of region

1 Recent transport trendsighlight differencesbetweenWellington City (andVellington
CBD) and the rest of the region, withhigh and growing PT / active modghare oftrips
in Wellington City balanced against a low and declining PT / active mode share of trips
outside of Wellington City.

1 There are multiple reasons for these differencéshe location of population and
employment, the frequency, reach and competitiveness of the PT netwarkl the
costand convenienceof driving to Wellington CBD compared to destinations
elsewhere in the region.

i Efforts to increase public transport and active mode share across the region will
depend heavily on aligning land use and transport planning. In areas outside
Wellington City, current travel patterns reflect existing ledensity land use and
limited transport options. Shifting these patterns will likely require incremental
change, supported by more compact urban form and better access to frequent public
transport. Within Wellington City, there are also opportunities to strengthen and grow
public transport patronage, especially for trips to destinations outside the central city

Integration of transport and land use planning

1 A more compact urban form, with higher density housing, mixed use employment and
services in close proximity to public transport withrough time & enable lower car
ownership, lower car usage and greater use of public transport and active modes.
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1 The integration of transport and land use plannir@gwith transport enabling more
compact urban form or intensification stimulating improved transport link§has the
ability to move more people with fewer vehicles, reduce emissions, improve network
efficiency, deliver economigrowth andsupport health benefits

Public transport levels of service

1 The improvements required to increaskhe attractiveness of public transport as a
travel choice within the Wellington Regiovary from one part of the regiod and
mode dto another.

1 Increasing the networkeach, increasingservice frequenes, improving travel times
and competitiveness compared to the private cancreasing the apacity of services
and improving servicereliability could all be part of a suite of public transport
improvementsto generatemode shift and increase PT patronage

1 Consideration should be given tdeveloping a full understanding of future network
constraints and barriers, to developargeted interventionsacross the region taleliver
mode shift.

Active modes

1 Walking and cgling (and micronobility) combined has seen the highesgrowth rate of
all modesfor work tripsinto the WellingtonCBD

1 Consideration should be given tanderstanding thepotential for further growth, both
in Wellington City and outside of Wellington City where the active mode share of trips
has declined in recent years

1 Improved integration of active modes angdublic transportshould be consideredo
increase the network reach and attractiveness of both modes

Short and long-distance trips

1 Car trips less than 2km in length account for around 30% of trips only 5% of
vehicle kilometres travelled however they generally occur in busy urban areasd
havea significantimpact on congestion.

1 Whilst the 10% oftotal cartrips longer than 20km account for 40% of vehicle
kilometres travelled a significant proportion othese trips will beundertaken in un
congested conditions.

1 Consideration should be given tthe strategic priorities and targets when developing
interventions. Should the focus be on reducing emissions then focusing on the longer
trips is important as that is where a large proportion of the VKT and emissions comes
from, however if the focus iseighted more towardsreducing congestion, improving
public health and promoting accessibility the this might require a greater focus on
shorter distance trips

June2025h Status: Finalh
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Demand management

1 Wihilstparts ofthe state highwayand local road networkoperate at capacity during
peak periods sufficient capacity does exisbn most of the networkoutside of peak
periods.

1 Crowdingis observedon certainpublic transport services and corridors gtarticular
times of the day However, sufficient capacity exists at other times of the day.

1 Alongside the consideration ahfrastructure and capacitymprovements,
considerationshould alsobe givento using pricing toolsd such as congestion
charging time of use chargingparking managemend to managetravel demandand
congestionduring peak periods tanaximise the efficiency of the current transport
network and assetsdeliver safe and reliable journeys for those who have to travel at
peak times and encourage people tdake alternative modes such as public transport,
walking and cycling to move more people with fewer vehicles

Flexible working patterns

1 Peak period rail patronage is5 lower than preCOVIDwith peak period bus
patronage around 5% lower than pr€OVIDdue toa shift to working from homerail
reliability issues and improvedtate highway travel times due to the opening of the
Transmission Gully motorway

1 This trend is apparent across thaeveloped world Due to havinga high proportion of
professional servicegobs, workers in the Wellington Region are more likely to be able
to work from homecompared to other jurisdictions in New Zealand

1 Working from home is now embedded in many businesses in the Wellington Region
and thereforethe current travel patternscan to some extenbe consideredthe new
normal. Future planningshould focus ordelivering growth from this new normal
through population growth and improved levels of servicavith flexibility to adjust
shouldflexible working patternsevolvethrough time.

Off-peak and weekend travel

1 While offpeak and weekend use of buses is growing (and now exceedsGDa/1D
levels),public transporttravel and the public transport mode sharaluring these times
remains significantly lower than during peak periogsdue to a number of factors such
asdifferent travel patterns at weekends meaning PT is less competitive in terms of
travel time compared to the private car, the cost of weekend parking drigher
vehicle occupancies.

1 Consideration should be given to the extent to which PT service improvements focus
on peak periodenhancementsversus offpeak and weekendmprovements that would
deliver frequent and reliable albay service.

1 Frequent, fast, alday services on core routes would encourage additionaban
developmentalong major PT corridorswith housing likely to be of a higher density
with lower levels of car ownershig;ontributing positively towards increasingnode
shift and reducing emissions
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Equitable access to public transport

1 The public transport network is largely designed gervicecommutersheadinginto
Wellington CBD during peak periodSSome areas outside of Wellington City have high
levels of deprivation but low levels of PT usage and high car dependency as public
transport does not take them where they want, when they want.

1 Consideration should therefore be given to understanding the unique travel patterns
in different parts of the region to design a transport network that provides improved
travel choice for people living in deprived areasr who experience other barriers to
transport, with a focus orreducing transport inequality.

Commercial vehicles and emissions

1 The light commercial and heavy commercial vehicle fleet has grown at a rate 2 to 3
times fasterthan the corresponding population growth rate, in line with economic
growth, contributing to an increase in transport generated emissians

1 Due to their higher engine size, these vehicles account for up to 30% of daily emissions
but only 5% to 10% of the vehicle fleet, and therefore consideration should be gieen
this fleet when developing decarbonisatiomnd emissions reduction strategies.

Safety

1 There ae differences in theates and causes of DSIs between Wairarapa agst of
the region(Wairarapa ha 2 to 3 times more DSI per capithan elsewherg and
differences in rates of DSIs between different users (motorcyclists and cyclists
more vulnerable)

1 Consideration should be given to prioritising safety improvements farinerable users
across the region, along with a specific focus on improving road safety in Wairarapa.

Monitoring RLTP 2027 progress

91 Afurther RLTP 2027 consideration will be using the evidence bpsesented in this
report to inform a monitoring framework and set of indicators against which progress
will be measured in thduture.

June2025h Status: Finalh
Our refRLTP 2027 State of Transport Network Report 10



June2025h Status: Finalh
Our refRLTP 2027 State of Transport Network Report

11



Key insights andconsiderations for RLTP 2027
The key insights are as follows:

f Low population growth . The Wellington RegiopAK HGHMD9 L AslBWerti@a K 2 J G
the rest of New Zealandverthe last 10 years

1 Employ ment growth . The number of employed people increasetdl % between 2001
and 2023, whereas the total population increased 23%.

1 Population growth driven by m igration . With low natural population increase e
J =2 AGF AK cHaBd¢iMdif9ehby @iFration, whichhas been highly variable
from year to yeamand difficult to predict.

1 Lower growth in Wellington City, higher growth in Wairarapa . The distribution of
recent growth hasnot been uniformwith higher growthAF 59 AJ9J9H9 9F< )
lower growth in Wellington City.

1 Infrastructure has stimulated growth . Growthin KLpiti and Horowhenuawasdriven
in part byinfrastructure improvements (ncluding Transmission Gully anl L HA L A
Expressway.

1 Working from home trends stimulated growth in Wairarapan the period 2020 to
2023

1 The cost ofhousing and housing development has affected growth in Wellington
City. Lower growth in Wellington Cityvaspartly driven by thehigh costof housing
relative tothe rest of theregion.

1 The demographic make-up of the region variesacrossareas) L HALA 9F< 59 A
have a high proportion of older people, with more th&30% of the populatioraged
over 65years In contrast,Wellington City has high proportion of young adults.
Porirua hasa high proportionof children and young peoplagedunder 20 years.

f 2@= J=?AGFAK HGHMRMsAdIFa 38% incdease i pePsons aged
over 65yearsin the Wellington Region over the last 10 years

1 The number of children has declined. The region has seea decline inthe number of
children under the age of 9 years

1 Employment categories vary between Wellington City and the rest of the region.
Wellington Cityhas45% of employedeoplein professional serviceanany of whom
are able to work remotelycomparedwith 25% to 35% elsewherdén Wairarapathe
majority of residents are employed in manufacturing, trades and primary industries.

The key considerationgor the RLTRare as follows:

1 Apublic transport network that cat ers for a changing demographic. An aging
population and fewer children could result in different requirements for PT services,
such adess demand for school services, higher -@i¢ak demand, and more demand
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for services to key destinations such as local community centresealth servicesand
potentially more demand forTotal Mobilityservices

Transport that enables population and economic growth . Population and
employment growthacrossthe region over the last 10 to 20 years has beefluenced
by transport investment projects such as Transmission Gully, Mackays to FReka
Expresswayand rail improvements in the east 2010s. Transport investment ould
further enable and influence the distribution of population and employment growth
within the region.

Atransport network that caters for different employment types and locations.
Different employment categories have different travetquirements, whichresults in
different propensitiesto use public transportor the private carto travel to work or

from home. Consideration should be given to the unique employment characteristics
in different parts of the region when developing the future transport network

Designing a transport network that is equitable and caters for people from

differen t socio-economic areas. Transport needs vary acrossocic-economicgroups.
Residents ohigh deprivationareasare likely to have different travel patternand
financial constraints Areas with high deprivatiorcan have high car ownership and low
PT usage, potentially a function of the PT network not catering kmcal needs The
extent to which the future transport network is equitable should be considered when
developing RLTP 2027

Purpose and structure

The purpose of this chapter is to provide an understanding of the following within the
Wellington Region to inform the development of the RLTP 2027:

T

T
T
T
T
T

historical population growth

9?= KLJIJM; LMJ= G> L @= =? AGFAK HGHMDO9LAGF

employment industries of the resident population
ethnicity
recent migration trends

car ownership

The data is presented in a tabular format with key insights, together with links to more
detailed Statistical Area 28A2 GIS mapsFor presentational purposes Wairarapa TAs have
been aggregated as Masterton, Carterton and South Wairarkgrgely exhibit similar trends.

Population growth

Over the period between 1996 and 2023, the population of the Wellington Region grew by

27%-) LHALA ! G9KL K9O L@= @A? @=KL ?2JGOL@ JI9L-=

of 15%(Table1.1).
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Table1.1. Wellington Regiorpopulation growth, 1996 to 2023.

Item 1996
Wellington City 163,000
Porirua City 48,000
) LHALA ! ( 39,000
Lower Hutt City 99,000
Upper Hutt City 38,000
Wairarapa 39,000
Region 427,000
2 @=

Year

Change in population
2023 Absolute Percentage
211,000 48,000 29%
61,000 13,000 27%
58,000 19,000 49%
114,000 15,000 15%
48,000 10,000 26%
51,000 12,000 31%
543,000 116,000 27%

J=?2AGFAK fabsi(BPb)PomARM@Fto 2018witd lower growth between

199652001 200652013,and 201&2023(Figurel.1).
Figurel.1. Wellington Region population growth rate, 1996 to 2023.

2.5%
Annual growth rate

2 Ou
O“ \ I
Ou

1996-2

-0.5%

B Kapiti Coast District
m Wellington City
B Porirua City
Lower Hutt City
W Upper Hutt City
W Wairarapa

Wellington Region

L i

2001-2006

2006-2013 2013-2018 2018-2023

In absolute terms, eaclnter-censusperiod had significant variations in growth rates

between areas Between 1996 and 2006, bojh L H@ohsAand Wellington City grew strongly
Between 2013 and 2023 growth rates have been highesMairarapa Upper Hutt Porirua,

and) L HA L AFigur&@K L
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Figurel.2. Population growth, by area 1996 to 2023

B Wellington Cit
Population growth = y

3000 peryear W Kapiti Coast District
Porirua City
Lower Hutt City
W Upper Hutt City
2,000 W Wairarapa
1,000 ‘

1996-2001 2001-2006 2006-2013 2013-2018 2018-2023

2 @= J =72 AGF AK grélvdh-anab averdg6 atd %@§rdwvth peryearsince 1996which
could beconsidered as glausible futuregrowth scenaria

The distribution of growth has been both uneven over the last 30 yeavith periods of
relatively rapid growthand geographical differences. Future growthill continue to bedriven
by a combination of macreeconomic conditions, housingosts,housingpolicies,
infrastructure constraints and investment

Over the last 10 years, Wellington Region has experienced a lowepopulation growth rate
compared to the rest of New Zealand

Over the period 2013 to 2023, the population of the Wellington region grew by around 10%:
7% between 2013 and 2018, and 3% between 2018 and 2023.

Whilst this trend mirrors what was seen in New Zealand over the same period, the Wellington
Region hal lower growth rates than the New Zealand average across both time periods.

Of relevance, Auckland and Canterbury have seen growth rates around double what was seen
in Wellington Region, with consents in the Wellingt®&egionalsolaggingthose elsewhere in
New Zealand
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Figurel.3. Population change by region.

Region Tasman
Waikato
Canterbury
Northland
Bay of Plenty
Gisbome
Taranaki
Otago

West Coast
Auckland
Manawatt-Whanganui
Hawke's Bay 5yearsto 2018
B 5 yearsto 2023

Marlborough
Nelson

Wellington Region

Southland

-2% 0% 2% 4% 6% 8% 10% 12% 14% 16% 18%
Percentage change

Theregion has grown at a slower rate thanany other regionsd and New Zealand as a whole
dover the last 10 years

It is likely that Auckland will remain the main driver pbpulation growth in New Zealand
followed by Canterbury due to more affordable housing (relative to other majmban areas)
and significant land available for development

Using transport investment as a means of catalysinghan development to gnerate
economic and population could help the Wellington Region remain attractive and
competitive relative to other parts of New Zealand

5=DDAF?LGF 0=?AGFAK HGHMD®élhAISFIO@arK 9?=< KA?FA

Over the period 2013 to 2023, the population of the Wellingi®agionincreased by around
10%. The growth in persons aged 15 toy®arsand 30 to 64vearsbroadly mirrored the
regional averageof 1%, howeverthe population ofchildren agedunder 15 yearslropped by
3%andthe number of oldempersonsagedover 65yearsincreased by 30%
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Figurel.4. Change in Wellington region population by age group, 2013 to 2023 (%)

Growth in population by age group, 2013 to 2023
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2@= J=?2AGFAK H ®sasNsOHe pobhuBaFon Af il we2ernAduftrissand this is
likely to continue, with implicatiors for public transport service planning and provision; for
example, there could be more demand for gieak services to key destinations such as
medical centres and supermarkets

The drop in children under 15 over the last 10 years is a trend that will need to be monitdred
recent declines in fertility rates suggest that this trend could continue, which would diswe
implications for the provision of school transport

Porirua has a high proportion of children 9 F< ) LHAL A 9 F gahg®phopodtiond H9 @9
of older people

Across the Wellington Region, around 16% of people are aged over 65, 18% aged under 15 and
the majority (66%) aged between 15 and 6Bhere arelarge differences acrossareas:

1 Wellington City has the greatest proportio(28%)of younger adultsaged 15 to 29
years,driven by

o Tertiary-level study
0 Youngermrofessional workers

1 Wellington CityA proportion of children (14%agedunder 15 year$ andolder people
(12%agedover 65 yeargis lower than the regional average
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9 Across the rest of theerritorial authorities, between 18% and 22% of residents are
aged under 15/ears.

1 In Lower Hutt, Porirua and Upper Hutt, between 14% and 16% of the population are
aged over 65, whilstin L H A LWaira@apbaaround 22% of the population are aged
over 65years

T ' F ) CoHsAdvex 25% of the population is aged over 65.

Figurel.5.Population of Wellington Region by age group, Census 2023

% of total TA population
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Thedifferences in age profile across the region are illustrated in the agmder pyramids for
Wellington City and the rest of the region

5=DDAF?LGF ! ALQAK HQJ9EA< @9K 9 , attibutbleto: MD? = /
students and young professional workerd$n contrast, the rest of the region has a high

proportion of children and older adults, and a low proportion of young adults. The pyramid

>GJ L@= J=KL G> L @= =2 AGF K@GOK 9 | :AL=A 9; .
losses at those young adult agepotentially to Wellington City but also farther afield.

There are no significant differences in the age profiles between males and females.
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Figurel.6. Age pyramids for Wellington City and the rest of the region, 2023.
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The ageing population ilWairarapaand) L H@ohsA(and potentially lower growth in
persons of working agegould have implications fortravel patterns andpublic transport
network design

Porirua, Lower Hutt andJpper Hutt have the highest proportion of children aged under 15,
with implications for the design of PT services for schaols

Migration is the major driver of L @= J =p@pal&ienAytowth

Overthe last 30 years there have been a number of migration wairethe Wellington Region
(Figure 1.7). Over 2014 to 202bie region hadstrong international net migration Over those
years, heregionreceived35,000more inward than outward migrantsin other periods there
has been net emigrationSince2017, population growth hadargely beendriven by
international migration, rather thaninternal migration or natural population increase.

Figurel.7. Net internal and external migration, 1995 to 2025.

1995 2000 2005 2010 2015 2020 2025

@ Net internal migration @Net international migration @ Net Migration
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Over the last 5 years, the = ? An@tErdl Kicrease in the populationgxcessbirths over
deaths) has remained constant at around 1,500 per year. International migration has been a
stronger driver of population growth.

Wellington City has a disproportionate share of net international migration, due to high
student numbers and it being the centre of government and employment within the region
Elsewhere in the region, migration is more balanced between international awmhestic
migration.

" F ) CoBistUWpper Hutt and Wairarapa, nelomestic migration has been greater than net
international migration, a function of people retiring to these areas (particularly Wairarapa
9 F < ) QoasipfloA elsewhere in New Zealand and the Wellington Region, and younger
families moving from Wellington City to these areas.

International migration is driven by multiple factor$ government policy, macreeconomic
conditions, skill shortages, thattractiveness of New Zealantklative to other countriess
with some of these factors outside of our control

The competitiveness of the Wellington Regi@rnn terms of housing affordability, job
opportunities and having a safe, reliable and efficient transport netwaikvill be critical in
attracting migrants and driving economic growth.

Across theregion, around 63% of peoplelentify asNew Zealandeuropean, with a further
pro A<=FLA>QAF? 9K +LGJAJl pr o6 etkiicgrBups® FJ] XXO
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Figurel.8. Cultural identity Wellington Region residents bierritorial authority, 2023

Cultural Identity, 2023
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1 Wellington City (18%) and Lower Hutt (16%) have the highmstportion of their
population identifying as Asian

In Porirua, 20% of the population identify as Pasifika and 19%tas GJ A

South Wairarapa and Carterton have the highest proportion (over 80%) identifying as
New Zealandeuropean

Differentcultural groups might have different actual (or perceived) barriers for using public
transport or walkingor cyclingand this needs to be considered when developing a transport
network that is equitable and can offer transport choices.

Employment

27,000 employees commute daily from outside of Wellington City to jobs in Wellington City

Across the Wellington Region, thereere 23,000 employed peoplat the time of the 2023
census equating to68% of the population aged 15 or more yeafihose numbers have grown
from 209,000 in the 2001 censu85%o of the population aged 15 or more year$here are
differences in the number of employees depending on whether they are categorised at their
place of residence or place of work.
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Wellington City is the only TA where there are more people commuting into the TA for work
than both living and working in the TA, reflecting a significant inflow of commuters into the
city from elsewhere in the region

Table1.2. Employees by place of residence and workplace

Ratio of
employees b
Item Employees by Emplpyees by Difference Wofkp?/ace '[oy
workplace residence
employees by
residence
Wellington City 154,300 126,600 27,700 1.22
Lower Hutt 52,600 58,600 -6,000 0.90
Upper Hutt 17,800 24,800 -7,000 0.72
Porirua 24,400 31,000 -6,600 0.79
) LHALA 22,100 27,500 -5,400 0.80
South Wairarapa 5,700 6,300 -600 0.90
Carterton 4,400 5,300 -900 0.83
Masterton 13,600 13,800 -200 0.99
Region 294,900 294,900 1.00

By place of workplace location, Wellington City accounts for 154,000 (55% of total) of
employees but only 126,600 (40%) when assessed by placesafience- this shows that
there isa netinflow of 27,700 workers into Wellington City from elsewhere in the region to
their place of work.

The opposite can be seen elsewhere in the region, with significantly more workers by place of
residence compared to workers by workplace location, the exception being Masterton (and to
a lesser extent Wairarapa as a whole) due to its relative isolation pamed to the rest of the
region.

The difference is greatest for Upper Hutt, with almost 30% fewer employees by workplace
location compared to employees by place of residence, due to people commuting both from
Upper Hutt to Lower Hutt and to Wellington CBBPorirua and) L Hbave Around 20% fewer
employees by workplace compared to employees by plaafresidence

There are significant commuter flowbetween territorial authorities with the dominant
movement being toWellington City from elsewhere in the region

If this trend were to continuethe result would be increased demand between Hutt
Valley/KLpiti CoastPorirua and Wellington City, requiring an assessment of whether
additional rail capacity along the corridor (over and above what is currently committed via
LNIRM) would be required to accommodate this increased demand, noting that increased
working from home as a result o€OVIDhas changed travel behaviours

1 Note that because some employees will work part time and wdrém home, this does not imply that there are 27,700 employees
travelling from outside of Wellington City to a place of work in Wellington City every day
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significant levels of investment to unlock growth and carry additional demand during the
peak of the peak

Under an alternative scenarizvhere employment growth shifts to the regional centreshere
might be a lesser requirement for additional peak period capacity to Wellington CBD and a
greater need for additional PT capacity to service regional centres

Urban residents in professional services, Wairaraparesidents in primary sector and trades

Across the Wellington Region, there are around4Z®0 employed persons working in a mix of
industriesat the 2023 censuslhe increase in the number @mployed people (41% increase
since 2021) has been greater than the increase in the total population size (23% increase).

Figurel.9. Employment by work category and place of residence, Census 2023

Employment by work category and place of residence

(% of total)
Region [ ] [
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m Retail and Leisure Education and Health Care
m Other

Mostemployees who live in Wellington City work in professional servidesofessional
servicesstheEGKL HGHMD9J K=; LGJ >GJ * GO=JCo&tMLLIJ . G.
residents, accounting for around 35% of total resident employees

In South Wairarapa, Carterton and Masterton, primary, manufacturing, construction and
tradesaccount for the largest proportion of resident employees at between 35% and 40%
Professional services dominate in Wellington City, trades in Wairarapa

By location of workplace5 = DDAF? L GF O0=?AGFAK T xf JJRPRP =EHDGC
variety of industries with a slightly different compaosition than by place of residenklf of
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jobs in Wellington City are in professional servicds South Wairarapa and Carterton, over
40% are in primary, manufacturing, construction or trades

Figurel.10. Employment by work category and workplace location, Census 2023

Employment by work category and location of workplace, 2023
(% of total)
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m Professional Services, Finance, Admin = Primary, Manufactoring, Construction, Trades
® Retail and Leisure Education and Health Care
m Other

Different industry types have differentapacitiesto work from home, different working hours
and different working requirements Peopleworking in professional services may have
regular work times, reliabldransport connections between home and thel€BDworkplace
and the ability to work from homePeopleworking intrades, manufacturing, or the primary
sectormay have nonstandard work hours, ndlexibility in work location, need to carrytrade
tools, and a work location notaccessible by public transport.

The different travel characteristics and patterrgparticularly relating to manufacturing /
employment centreswith high proportions of shift workers, e.g. retail, hospital, and airpait
need to be considered when developing the future transport network to provide transport
choices
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Income and equity

Porirua and Lower Hutt account for the majority of decile 9 and decile 10 (most deprived)
areas

Figurel.11. Number of residents byareaand New Zealand Bprivation Index2 decile.
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Porirua and Lower Hutt have the highest levels of deprivation within the Wellington Region,
however significant variations in deprivation exist between and within territorial authorities:

1 In Wellington City, the greatest proportion of people live in ledeprivation areas, with
the lowest proportion living in deciles 9 and 10 (most deprived).

1 In Porirua, there aresignificantcontrasts, with deciles 1 and 2 (least deprived) and
deciles 9 and 10 (most deprived) each accounting for over 30% of the population

1 Lower Hutt like Porirua, hasa significant proportion of the population living in decile
1or 2 (least deprivedjnd decile 9or 10 (most deprived) However, nany people livein
decile 3 to 7 areas

f 3HH=J &MLL/ )LHALA ! GO9KL 9F< rbl&velyevéd HI
numbers of people living in areas between deciles 1 to 8, with relatively few people
living in decile 9 and 10 areas.

People living in areas of high deprivation could & different travel patterns and
characteristics to those in more affluent areasaccessibility to jobs and services by PT for

2EHINZ
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https://www.ehinz.ac.nz/indicators/population-vulnerability/socioeconomic-deprivation-profile/

areas of high deprivation should be considered when developing the future transport
network to ensure it is equitable and provide transport choices

Significant regional income disparities

Average household income varies significantly across the regiémound 20% of households
have an income over $200ker year, whilst 20% have less than $5Qkigure1.12).

Figurel.12. Household income by TA, Census 2023.

Households by income bracket and TA
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Wellington City has the highest average incomes, with nearly 30% of households earning over
$200k and 63% earning over $100k

) L H@ohstand Wairarapahave around 30% of households with an income less than $50,000
athis is likely to be a result of these areas having a higher proportioolder people with
New Zealand Superannuation as the main income source

Across the whole of the region, around 40% to 50% of households have an average income
between $50k and $150k

Incomeimpactson travel patterns In the public transportsystem, dfordability is an
important factor, but other frequency,quality, and competitiveness of travel timeselative to
cartravel are also important.

Vehicle ownership varies across the region

Motor vehicle ownership varies significantly across the regidm Wellington City, 40% of
households have two or more carspmpared to 55% to 60% elsewhere in the regi(figure
1.13)
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Wellington City has the lowest car ownership in the region, averaging 1.4 cars per household. Around
15% of households have no car, and 45% have just one. This reflects its compact urban form, high
parking costs (particularly in the CBD), and a strong piglitansport network.

In contrast, Porirua, South Wairarapa and Carterton have the highest car ownership, averaging 1.9
cars per household, with over 20% of households owning three or more cars. In Upper Hutt, Porirua
and Wairarapa, twecar households are more common than or@ar households.

Outside Wellington City and Lower Hutt, only around 5% of households arefies. High car
ownership in these areas largely reflects leslensity urban form, which encourages reliance on
private vehicles. Other contributing factors may include the type alotation of employment, and
the limited practicality or competitiveness of public transport for accessing jobs, services and
recreation.

Figurel.13. Household @r ownership 2023
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Key insights andconsiderations for RLTP 2027
The key insights are as follows:

1 Most trips are not undertaken for work purposes. Onlyabout 20%of trips are
commuting. The rest are mainly for shopping, leisure, or othrelasons,often at off-
peaktimes or weekends

1 Weekend travel has grown. Weekends acount for 30% of weell trips and most of
thesetrips are by car.

9 Short car trips are common. About 30% of car trips are less than 2 km but these only
contribute 2% of vehicle kilometres travelled.

1 Car use dominatesoutside Wellington City. In Wellington Citypnly 60% ofdaily
trips aremade by car, compared to over 80%lsewhere This is likely a result i
number of factors includingurban density andaccess to public transport

1 Wellington City drives PT and active mode use About 80% of bus and 85% of rail
trips start or end in WellingtonCitf§ =N=F L @GM? @ GFDQ fP&6 G> L
lives there 25% of trips in Wellington Citgre made on foot compared t010% to 15%
elsewhere.

1 Mode choice depends on trip purpose Trips to education and work have the highest
public transport and active mode share, while shopping and leisure trips are more
likely to be by car.

1 Most trips stay within the same area. Walking, cycling, buand cartrips mostly take
placewithin the same territorial authority while rail trips are more likely to cross
boundaries.

1 People are travelling less. The average number of trips on weekdagscreased from
4.6 in 2001 to 4.1 in 201Bkely a result of increased inreommerce remote working,
and other lifestyle changes.

The keyconsiderationsfor the RLP 2027 are as follows:

1 Balance between peak and offpeak. Given changes in working patterns,
consideration should be given to the balance of investment between the peak affd
peak/ weekend travelO@A; @ E9C= MH EGKL G> L@= J=?AGF

1 Opportunities to increase PTuptake outside of Wellington City. Thereis significant
potential to grow public transport mode share in the wider regiowhere usage
remain low.

i Targeting short distance trips . Greater use of walking and cycling for short trips
could help reduce emissions and improve health outcomes.
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Purpose and scope

People travel for a range of different purpose&swvork, leisure, busines$ at different times of
the day and ordifferent days of the week.

The purpose of this chapter is to understand:

Reasons fotravel

The modes that people use to travel for different purposes
Timesand days when people travel

The mode people choose, and how this varies across the Wellington Region

= =2 =2 A -

Differences in travel patterns between different modes and at a spatial level

Household Travel Survey analysis

The sample rate of thélew ZealandHousehold Travel Survey (HTS) is relatively low, which
can limitits ability to representtravel within specific regions or supopulations.

Furthemmore, the HTSJata is trip-based rather than journeybased. Aourneyfrom home to
school gchool dopoff) and then on to work will be reported as two trips, ode. A; C 3 H3" JC
- >>A 9 F § GG.E#8ights In tripchaining thereforecannot be easilyderived.

Analysis of HTS datahould thereforebe used indicatively andcomplementedby other data
sourceswhere possible.That said analysisfrom the HTScan give valuable and ofterunique
insight into travel behaviour.

Only 20% of trips are to work

People travel for a wide of reasor{figure2.1). The leading trip purposesn the Wellington
Region areshopping, social/entertainmentto work, and pickup/drop-off.
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Figure2.1. Purpose of trips.
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they can be interpreted as the last leg ofsinglejourney, rather than serving a unique purpose

Nevertheless, ommuting tripsto and from workstand outbecause

1 They tend to be highly directional, witlurban centreshosting the largesinumber of
jobs and attracting the largest number of trips.

Many of the trips to worKand to education) happen around the same time of day.

Onaverage, commuting trip distances are longer than trip distances for most other
purposes.

1 If done by cartrips to work usually require the car to be parkddr the entire duration
of the working hours,often inlocations where spacés limited and costly.

The high temporal and spatial density afommuting trips, combined with the low efficiency
of the singleoccupant car commuter trig means that the road network near major
employment centresis at ornearcapacity during peak periods.

We should keep in mind that within oneategory such as shopping, there will be significant
variations between the exact nature of such tripgor example, ahopping trip could consist
of driving across the region to buy a fridge, or it could be a walk to the dairy around the
cornerfor a bottle of milk.

Prevalence oftrip purposes depends on time of day
Figure2.2 showsthe distribution of trips by purposesand time of day.

TJ AHK OA L @meAgivhdieGrsvel did not occuyare includedhereto complete the
picture. The occurrence of these tripsicreases throughout the morningnd midday and has
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a broad peak betweer2pm and8pm. Trips to work and educatiorpeak around the same time
in the morningfrom 6am to10am, with the total number of trips peaking between 3pm and

5pm, coinciding with school children and commuters returning home and people
undertaking leisure/shopping trips

Figure2.2. Purposeof trip, by time of day.

B To Work

M Social visit, entertainment, personal

m Shopping
Recreational
For Work
M Education
B Accompany Someone else

B Home

Number of trips (unscaled)

5 6 7 8 9 10 11 12 13 14 15 16 17 18 19 20 21 22
Time of day

Trips to education or place of work have the highest PTshare of trips

The HTS also allows us to examine which modes people use for the different sort of trips they
make. The results vary significantly from one tripurpose to the other(Figure2.3).

June2025h Status: Finalh

Our refRLTP 2027 State of Transport Network Report 31



Figure2.3. Modedistribution by trip purpose
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Light Vehiclg(LV)is the mostused mode(for both drivers and passengerscross most
purposes but varies fronabout 45% for recreational trips to close to 90% fpick up/drop off
trips.

The car modeshare for trips to work is comparatively low at less than 60%, partly due to the
low car passenger modeshare of 7%and low overall vehicle occupangyother trip purposes
such as shopping and entertainment have much higher implied car occupancy (ratio of car
drivers to car passengers)

Public transport has a relatively high share of trips to educati@specially secondary school
and tertiary education)and trips to work but low share oghopping, recreatonal, andother
trips.

Active modes (pedestrian and bicycle) make up the majority of recreational trips and also
account for a high proportion of trips to educatiofespecially primary schooljrips to work.

Journey-to-work trips have a low car occupancy, highlighting a potential opportunity to
increasecar occupancy and/or encourage single motor vehicle occupants to use alternative
modesto improve the efficiency of the transport network

Car occupancy is significantly higher for shopping and entertainment trips than for
commuting. This makes private cars more competitive and convenient per person for these
trip types, compared to public transport. While there is merit in encouraging gregteblic
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transport use for such trips, it is also important to recognise that in some cases the private
car will remain the most efficient option
Most trips have relatively short trips lengths

Trips distancesare mostly short, with the most common distances varying by mod€&igure
2.4). Light vehicle and cycle trips show a similar distribution up &bout 15km. The trip
length distribution peaks at

1 1to 2kmtrip distance for light vehiclarips.

1 2to 3 km trip distance for public transport trips
9 Oto 1km trip distance for walking trips

1 1to 2 km trip distance focycletrips.

Publictransport trips are generallylonger

Figure2.4. Trip length distribution by mode
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Car trips below about 2 km have the potential to besubstituted by walking trips for many
people.Car tripsin the range of km to 10km have the potential tobe substituted for cycling
or public transport, depending on their destinationpurposeand other factors.

Longer car tripscould potentially be substituted bypublic transporttrips, although this is
dependent on the trip purposes and would be dependent on the improviategration of bus
and rail networks

Half of trips less than 2km are by car

Analysis of modalistribution within bands oftrip length shows thatshort trips (up to 2
kilometres) aredone either by caor by walkinga about half each Figure2.5). For trips longer
than 2kilometres, 60% to 65%are by car drivers or passengefBublic transport trips have
their highest share of around 11% for trips longer than 10km. The cycling mode share is
highest for trips between Zm and 5km (about 2.2%), followed by &m to 10km about

1.6%)

Figure2.5. Mode choice by trip distance
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The majority of trips stay within the TA they started in

The Wellington Transport Strategy Model (WTS#Wpws that75% oftrips start and end
within a single territorial authority Figure2.6). Nearly all walking trips remain within a
territorial authority, and most rail trips cross from ongerritorial authority to another.
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Figure2.6. Mode share distributiorfor trips staying within a TAand trips from one TA to another
number (left) and percentage (right).

@ Car Driver & Passenger @Bus ®Rail @Walk @ Bicycle @ Car Driver & Passenger ®Bus ®Rail ®Walk @ Bicycle
100%

1.5M
80%
60%
1.0M
40%
0.5M
20%
0.0M - 0%
Trip within TA Trip to/from Trip within TA Trip to/from
outside TA outside TA

Most kilometres travelled are by car or public transport

Unlike the number of trips, the number ofilbometres travelledare dominated by longer trips
which are mostlyby car or public transport (Figure2.7 and Figure2.8). For example, only 10%
of car trips are more than 20km long, but they contribute 40% of VKT

With the exception of long trips of 20km or more, the distribution of cyclimigp lengthsis
similar to cars.

June2025h Status: Finalh
Our refRLTP 2027 State of Transport Network Report 35



Figure2.7. Proportion of klometres travelledby mode and trip length.
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Figure2.8. Proportion of trips by mode and trip length.
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Three-quarters of trips are by car, but lower in Wellington City

Across the Wellington Regioi@4% of trips aredone by car, but the proportion varies by area
(Table2.1). In Wellington City the proportion is 63%, compared wi@3% to 85% elsewhere.
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Table2.1. Trip modeshare, by originarea

Light Vehicle (pergBus Total person trips
Wellington City 100%
Lower Hutt City
Upper Hutt City
Porirua City
Kapiti Coast Distrig
Wairarapa

Region Total

WellingtonCity&K DGO=J ;9J EG<= K@9J= J=>D=:; LK

1 Limited road capacity and parking in the CBD make public and active transport more
competitive and affordable than driving.

i Strong bus and rail connections provide viable alternatives to the car.
1 2@= ; ALQAK ; GEH9; L MJ:9F >GJE KMHHGJLK 09T
options.
Most light vehicle trips stay with in the area

During the AM peakbam to 9am)a GML R & G >light v@hsicle(LWiAips GdrtAnd

end within Wellirgton City Figure2.9). : GML f R8 G> L@= J=?2AGFAK LJ
outside Wellington CityMostLVtrips are internal (vithin the areathey started in. Most of the

LV trips that crosgrom one area to another are to or from Welgton City. Those

distribution s vary little across the day.

Figure2.9. Light vehicle demandAMpeak.

Wellington City: Wellington City;

Destination

Most rail trips start or end in Wellington City

During the morning peak, 86% &f @= J ¥afl #igB3 Endl ih Wellington Cityincluding40%
from Hutt Valleyand Wairarapaline/l 9 F< T X6 > J G(EiguteZ9).lntheHAL A DAF
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afternoon peak, 79% of trips start in Wellington City. About 75% of all rail trips cross at least
one TA boundary

Figure2.10. Raildemand, AMpeak.
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Most bus trips start and end in Wellington City

Wellington City internal trips dominate regional bus trav@figure2.11). In the morning peak,
82% of bus trips both start and end in Wellington City the afternoon peak, thgroportion

is 74%. Most remaining bus trips are internal to othemeasd very few cross from one area to
another.

Figure2.11. Busdemand, AMpeak.

Origin 2 SN Destination

ct Bi’s"tllaistﬁi'et—
=\Vairarapi
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Trip rates have decreased over the last 2 decades

Household trip ratess the number of trips made per persoacan be estimated based on the
New ZealandHousehold Travel Survey (HTS) Weekday tip rates have decreasedver the last
2 decades In 2001the average number of wekday tripswas4.6per personand that
decreasedto 4.1in 2018.Thisdecreasehaspotentially been driven bya combination of
factors, including growth in e-commerceand remote working, even before COVIDhe trend
of falling trip rates mirrors trends reported for other countries.
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Key insights andconsiderations for RLTP 2027
The key insights are as follows:

1 Wellington CBD is themain commuter destination . It attracts aound 40% otthe
commuter trips, drawing workers from across the regioibut 77% of these trips
originate within Wellington City itself.

1 Most people work and study close to home OutsideWellington City, most journey-
to-work and journeyto-education trips start and endvithin the sameterritorial
authority.

1 Mode share patterns are diverging. Since 2001WellingtonCBD has seen a shift
towards public and activanodes (from 50% to 65%), while other arehaveseen
increasing car mode sharef commuting trips

1 Cars dominate outside Wellington City. The private car accounts for around 90% of
journeys to work with destinations outside of Wellington City

1 Active and public transport use is strongest for education trips . Students(primary,
secondary, and tertiary levelare more likely than workers to walk, cycle, or use public
transport, particularly in Wellington Cityand Wairarapa.

1 Employees in the Wellington region have a high propensity to work from home.
Compared to other parts of New Zealand, the concentration of government activity in
5=DDAF?LGF ! " J=KMDLK AF fFPRO G> L @= =?AC
figure significantly higher than Auckland and Wellington

The key considerationgor the RLTRare as follows:

1 Opportunities outside of Wellington City to increase PT and active mode share
Most nonWellingtonCBD destinations still have high car mode shargairneys to
work, and considerationshould be given to generatingmode shift outside of
Wellington Cityand CBD

1 Integration of transport and land use . Outside of Wellington Citylower housing
density and dispersed employment locations limit the effectiveneasd viability of
public transportas means of travelling to work, and considering should be given to
better integratingland use and public transport as a means of increasing rcar
mode share of journeys

1 Respond to new work patterns. Growth in fexible and hybrid workhas resulted in a
change in travel patternsn the Wellington Region, and consideration should be given
to how theJ = ? ApBifiddtiénsport can respondto these changing travel patterns.

Purpose andscope

As part of each New Zealand Census, people are asked how they get to work and education, if
applicable. The censusis a rich source of information about the modes people use to access
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work (journey towork, JTW)and education(journey to education, JTE)This chapter presents
insights from he 2023census and also looks intdrends and changes through timeglooking
back to as far as 1996.

As discussed in the previous chaptdrips to workhave unique travebnd mode share
patterns.

The key questions that this chapter answsare:
1 How doesthe mode of travel to work vary across the Wellington Regidn
1 Which area have a high number of people working from horfie
1 How have patterns changed over time?
1

Which areas generate a high car PT- or activemode share of journey to work (JTW)
trips?

1 Which destinations attract high car or PT- or activemode share of journey to work
(JTW) trips?

Data Limitations

In order to inhibit identification of individuals, Statistics New Zealaridkes stepsto

anonymise the data, which means data will be supressed if it relates to a very small number
of people. This means that thdTWEducation data can be misleading when analysing less
used modes and/or locations. In these cases, aggregated data should be used, if available.

Over the years, census questions and methodologies have changed slightly. For example,
between 2013 and 2018, theensusa Bde oftravelto workAl M= KLAGF ; @9 F?2=< >
usedonc= FKMK <9QA LG AEG<= MKM9DDQ MK=< LG LJO9N-:

In this context time series interpretation should be restricted to understanding high level
patterns, rather than detailed analysis.

Census journey to work data historical area definition

For time series dating back to 1996 the available journey to work data is aggregated to areas
as per maps irFigure3.1. For consistency and comparability, the data from recent census are
aggregatedunderthe same definition
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Figure3.1. Journey to work data aggregation areas
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Share of people working from home more than doubled after COVID

For 2018 and 2023, the census asked how people usually get to work. This means that people
shouldindicateawG J C 9 L onl@Gikey phedominantlywork from home. Therefore,

hybrid workers who work from home less than 50% of their workdays will not be captured in

this categoryFGJ H=GHD= O@G OGJC >JGE @GE=/71 L@= a; GE
@GE= 9<<J=KKJl KG L@= AF>GJE9LAGF 9: GML L @=A1

These limitations aside, th@umber of people predominantly working from homstill more
than doubled in the Wellington region from 25,000 2018(about 9% of all workersjo 56,000
in 2023(about 19% of all workers)

Wellington CBD is the key employmentlocation , with 40% ofL @= J S6bA GF A K

As reflectedSection0, Wellington CBD is thé@ = ? Ap@rRafyl€mployment centre,with
around 80,000 people working therdHowever more than twice as many peopleabout
200,000) work elsewhere in the region.

The majority of trips to work start and end in the samearea
Most people workin their areaof residence The exception idVellington CBDwhichdraws
significant numbers ocommuters fromother parts ofthe region especiallyPorirua, Lower
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Hutt, and Upper Huti(Figure3.2). Commuting from Hutt Valley to Poriruar) L H@ohsfand

vice versais less frequentCommuting from Wellington City to elsewhere in the region is also
limited.

Whitby/Pukerua Bay and Lower Hutt Central have especially high shares of workers
commuting to Wellington City around 40% of work trips from those areas.

) L H@ohsAUpper Hutt, and Wairarapahe areas furthest from Wellington Cithave lower
proportions of commuters heading to Wellington City.

Figure3.2. Journey to work trips byorigin and destination
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Trends in commuting trips

The rumber of car commuters has increasdzetween 1996 and 2023xcept for trips to
Wellington CBD where the number has declin@elgure3.3). The number of car commuters to
Lower Hutt Central is now similar to the number for Wellington CEBIar commuters to
Porirua and Paraparaumu have almost doubldxttween 1996 and 2023.

Reasonsfor the divergent trends between Wellington City and elsewhere include

1 The road network for commuting trips into Wellington CBD during the morning peak is
at capacity (see chapter 10) with net growth in demand only able to be accommodated
by public transportand active modes

1 The number of car parks available to commuters in Wellington CBD has decreased, and
the cost of parking has increased
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Figure3.3. Change in ommuter car trips to regional destinations over time
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Growth in non-car mode share limited to Wellington CBD

Census journeyto-work information showsconsistent growth in the noacar mode share for
people working in Wellington CBBince 199GFigure3.4) butthe opposite trend in all other
areas over the last 10 years

Fortrips to WellingtonCBD, the ar mode share has decreased from aroun@% in 1996 to
about 34% in 2023The decrease was for both car drivers apdssenges. The fall in car
mode share was balanced by increasispublic transport andactive modes Active modes
had a high relative increasgbut from a low base

Factors that have contributed to théalling car mode share fowellington CBDnclude:

i Parking and road network capacity constraints limit the number of car trips into the
CBD.

Bus and rail offer good alternatives for trips into the CBD.

Increasing population density in the CBD and nearby suburbs has increased walk
mode share.

1 Anincrease in safeycle facilities combined with the increasing availability oftekes
is helping to make cycling more attractive.

In most other parts of theregion, the JTWtrends have shown increasingar mode sharesver
the last 10 yearsExceptionare other areas of Wellington City (outside the CBD) and Hutt City,
where the camode sharehas remainedsteady.
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Likely explanations for the decrease in nezar mode sharen most areasinclude:

1 New residential zones often at greater distance from employment centres, making active
modes less attractive and motorised modes more realistic.

1 Public transportis not a good alternative for many origins/destinations due to relatively
poor coverage andow service frequency.

Figure3.4. Mode share fojourneys to workin Wellington CBD1996 to 2023.
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Figure3.5. Mode shareof journeys to work by workplacelocation, 2013and 2023
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For people travelling to work in the Wellington CBD, all growth has been in
non-car modes

The total number of commutersnto Wellington CBDncreased from 50,000 to around 70,000
between 1996 and 202F(gure3.6). All of that growth has been in norcar modes.The

number of drivers dropped from 24,000 1996to 21,000in 2023 The number of car
passengers dropped from 5300 to 2400

Over the same periodhe number of
1 bus commuters almost doubled from 8100 to 14,900
1 rail commuters almost doubled from 6900 to 13,500
1 walkers more than doubled 5700 to 13,000
1 cyclists quadrupled from 900 to 3600

Between 2018 and 2023, the numbermdople journeying to workdecreased across all
modes except cyclingdue to the increase in working from home.

Figure3.6. Trips to work in Wellington CBBy mode, 1996 to 2023
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Spatial patterns in commuting
Exploration of thejourney-to-work dataat a local level shows that

1 Walking is the dominant mode fopeople traveling short distances, oftefrom the
residential areas near the main centres

i Bus is thedominant mode for most of the outer suburbs of Wellington Chyt is less
important in the otherterritorial authorities.

1 Railisused alongthe main rail corridors, covang quite large areaswhereother
modesare used to access the railway stations.
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Car mode shargenerallyincreases with distancérom workplace.One notable
exception are trips into the Wellington CBD, whetgps from some northern suburbs
have ahigher car mode share than trips from further awagwards Porirua and the
Hutt Valley, due todifferences inaccess to the rail network

Cyclinguptake is highest in thaVellington suburbs in mderate distancesto the
workplaces in theCBD around 20% from Berhamporefor example

Journey to education

Regional journey to education mode share, 2018 to 2023

The journey to education question in th2018 and 2023ensusscovers primary, secondary
and tertiary education, and hence relates to transport behaviour covering a wide range of
ages.Theinformation shows:

1
1
1
1
1

)l

Journeysto education dropped from 124,000 to 120,000

Drop in walking mode share from 28% to 23%.

Increase in busnode share from 18% to 20%.

Increase in car passenger (38% to 40%) and car (8% to 9%) mode share.
Train mode share remains steady about 5%.

Cycling remains steady about 3%.

Figure3.7. Mode share foljourneysto education, 2018 and 2023.
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Journey to education mode share varies by age and area

Breaking down the journey to education data into therritorial authority of residenceallows
insights into subregional patterns. Theage group 5 to 9 years a good proxy for primary
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schoolstudents. The 180-19 yeas agegroup is dominated by secondary edcation students
but alsoincludes sometertiary students.

At a local level, the results are impacted by the location of education institutions. For
example, Carterton District does not include secondary or tertiary level education
institutions. The node share proportions differ widely betweeareasand age groupgFigure
3.8). Younger children ofteriravel to school in carsOlder children often use public transport
including school busesWalking mode share is relativelgven acrossage grougs but is
highestin Wellington City for both aggroups.

Cycle mode share is higher for younger childrédmn exceptionis) L HAL A ! GO9KLJ] O @=.
mode share is higher for oldeshildren.

Figure3.8. Mode share fojfourneysto education, byage group and territorial authority.
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Key insights andconsiderations for RLTP 2027
The key insights are as follows:

i Traffic volumes have broadly grown in line with population growth . Since 2000,
traffic volumes across theegion have increased by about 26%, in line with population
growth.

1 Growth isuneven across time and location. Traffic has grown fasteoutside of
Wellington City, andfasterduring off-peak, weekend, and countepeak direction
during peak times, than during traditionapeaks.

1 Peak congestion is spreading At key locationsn the WellingtonRegion the peak
starts earlier, lasts longer, and congestion continues into the irfgeak period.

1 Flow breakdown limits volumes . Atsome locations traffic volumes fall during peak
hours due to hypercongestion, with speeds sometimes dropping to below 10 km/h.

1 Commercial vehicle traffic is rising . Light and heavy commercial vehicles volumes
have grown 2 to 3 times faster than private cars, driving increased diese) use
emissions and road maintenance needs.

1 VKT per capita is flat Despite regional growth, vehicle kilometres travelled per capita
in Wellington have remainedtable and are lower than in Auckland or Christchurch.

The key considerationgor the RLTRare as follows:

1 Considerall-day and weekend network performance. Demandhas grownoutside of
traditional peak periods which may have implications for how network performance
is assessed and managed.

1 Arange of tools could optimise network efficiency during peak periods . Highway
congestion is an issue during peak periods heading towards Wellington City;
additional capacity to cater for peak period demand is likely to be costly, and
therefore along with infrastructure investment, otherabls such agparking and
congestionpricing should be considered for managing peak period demand to ensure
that those who need to drive during peak periods can do so efficiently

Purpose andscope

This chapter examines road traffic volumes and congestion patterns across the Wellington
Region. It explores key trends in traffic, including weekday and weekend traffic growth,
commercial vehicle movements, peak spreading, congestion, and network constsai

Understanding these trends is essential for planning future transport investments and policy
responses in the 2027 Regional Land Transport Plan.

The analysis explores growth and patterns in highway and local road traffic volumes across the
Wellington Region. It draws on:
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local roads.

1 Petrol and diesel fuel consumption trends.
1 Vehicle fleet and ownership trends.

The focus is on road network performangcthough thecommentary acknowledges interactions
with public transport, other travel modes, and population growth where those factors are
relevant.

Changes intraffic volumes in the Wellington region

The highway network plays a critical role anabling the efficient movement of goods, freight
and people within the Wellington Region

Figure4.1 shows the relative size of vehicle numbers moving between parts of the region, based
on March 2025 dataThe largest flowsdetween areasrepresented by the broadest connections

are those that link Wellington City and Lower Hutt, Porirua and Wellington, and Upper Hutt and
Lower Hutt.

3TomTomMove O/D Analysiittps://move.tomtom.com/dashboard
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Figure4.1. Vehicle flows between areas within Wellington Region, March 2025.

ORIGIN DESTINATION

Traffic volumes have increased over the last 25 years at a similar rate to
population growth

Over the past 25 years, traffic volumes in the Wellington Region have varied from year to year,
partly driven by economic activity, but overall have grown in line with population siggglre

4.26 ¥ =LO=-= 'PRPR 9F< TPRIFJl L@= J=?2AGFAK HGHM
highway traffic volumes at 15 monitoring sites with continuous monitoring over that period

also increased by 26%.

Beginning in 2020, COUI®-related disruptions caused temporary reductions in traffic
volumes, but by 2023volumes had generally returned to longerm growth trends.
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Figure4.2. Traffic volume at20state highway sites and Wellington Region population size scaled to
year 2000.
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Growth rates have varied across the region, with higher growth outside of

Wellington City and outside of peak periods
Growth in traffic volumes has been uneven across the region. The western corridor (Tawa
Porirua) L HQ@oash and the eastern corridor (Hutt Valley and Wairarapa) experienced higher
growth than WellingtonCBD Higher growth on those main corridors is linked bhigher rates of
population growth, different travel patterns influenced by low density urban form and dispersed
employment locationsthat favoursthe private motor vehicle limited viable and competitive
public transport alternatives for trips other than to Wellington CRBIDd 8in the case of the
western corridor to Otaks significant transport investment that has reduced travel times and
stimulated growth.

Over the las25 years average daily traffigenerallyincreasedbut the magnitude of increase

varied across the regionAcross 20 sites that provide continuous monitoring of traffic since

year 2000, the changes in average daily volumes ranged from 3% decrease (SH1 at Ngauranga
Interchange southbound) to 60% increase (S8i&t PLuatahanui East) between 2000 and

2024. Trendsfrom four parts of the regiorare illustrated by the sites included iRigure4.3

1 Cobham Drive in Wellington Cityad little growth in traffic volume and by 2024 was
the same level as in 2000, liketpnstrained bycapacity limits.COVIDmpacted traffic
volumes at this site over 2020, 2021, and 202@re than sites further from Wellington
CBD

1 SH2 in LoweHutt (TMSsite north of Block Roadhad an overalll4% increase over
2000 to 2024.
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1 SH1 at Tawancreased34% overall, with much of that increase occurring after
Transmission Gully opened in 2022.

1 SH2in WairarapaTMSsite south of Waiohine River bridge) increaseabre than at
other sites across the regiorgorrelating with highthan-average population growth.

Figure4.3. Highway traffic volumerends at selected sites, scaled to 2000.

Relative to 2000

Ave across 20 sites
Region population

2000 29005 2010 701 E 2020
2000 £2UU0 2010 ZU 1o 2020

Source: TMS. Sites 200906 (SH2 Sth of Waiohine River Brialge),1058 (SH1 at Tawa College), 210969 (SH2
North of Block Road, Lower Hutt), 0IN01078 (Cobham Drive, Wellington City).

Local roads have seen variable growth rates, with the highest growth linked
to locations of significant residential development

Trends in local road traffic volumes are broadly consistent with the trends on state highways
but vary more from site to site. The change irday traffic volumes at local road sites varied
between a 30% decrease to a 40% increase over the 12 years to Zb4largest observed
increases were on roads that link significant housing developments, such as Churton Park,
Whitby, and some areas within Upper Hutt, to the rest of the network. Traffic decreased by a
small amount on roads in mature residential areadth limited development over the last
decade, including much of Wellington Cityvhich is representative of a general trend of
declining trip rates over the last 10 to 20 years.

On average, local road volumes at monitored sites in Wellington City decreased about 5% and
increased about 10% in Porirua and Upper Huigure4.4).
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Figure4.4. Change in local road traffic volume, 2012 to 2024, by territorial authority and location.
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Two local roads in Lower Hutt with different purposes and vehicle mixeBhe Esplanade and
Oxford Terraced show different timeof-day traffic flow profiles Figure4.5). These sites are
presented to illustrate the highly variableharacteristics of local roads.

At The Esplanade, 16% of vehicles on weekdays are heavy velickftecting the

importance of the route for commercial activity at Seavieswand it is a major corridor for
people and freight travelling into Wellington for businessraffic at this locationshowsllittle
variation between peak and ofpeak volumes.During peak periodsmany driverstake
alternative routesto avoid congestion onThe Esplanadesin this respect the demand (people
wanting to use the corridor)s greater in the peak periods tén the observedvolumes.

Oxford Terrace is a more local connectdonly 4% of vehicles are heavy vehicles at Oxford
Terraced and shows more pronounced peak

June2025h Status: Finalh
Our refRLTP 2027 State of Transport Network Report 55



Figure4.5. 5-day average traffic volume at 2 local road sites in Lowerttihugust 2024.
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Traffic volumes have grown fastest in the pre peak, with higher rates of
growth outside of Wellington City

Morning peak traffic growth has been limited¥owth has been higher in the prpeak period
(before 7am) and intetpeak periods Figure4.6). The Terrace Tunnel and Ruahine Street have
seen low growth outside of the prpeak over the last 12 years, a reflection of the capacity
constrained nature of these corridors; in the case of the Terrace Tunnel southbound and
Ruahine Street, peak period voines have decreased.

Growth rates on the western corridor (SH1, Tawa) have been higher than those on the Eastern
corridor (SH2, Kelson) due to higher population growth and greater investment in roading
infrastructure on SH1 compared to the Hutt Valley.
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Figure4.6. Traffic volume change€012 to 2024by timeof day.
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Theduration of the congested AM peak at the Terrace Tunnéhas lengthened
over the last 10 years

Examining one higkvolume location in more detail reveals how peak traffic volumes have
changed over the last decade. At the Terrace Tunnel, the morning peak in Marchs2&2&d 15
minutes earlier than in 2014igure4.7). The AM peak duratiarwidened by 15 minutes and
remained close to peak levels until late morning.

The PM pealktarted 15 minutes earlier in 2023 than in 2014, and the peak duration extended by
30 minutes. Those changes are consistent with the leiegm growth in traffic volumes and key
corridors operating at capacity at peak times and for much of the inferak period.

4Peak duration is defined in this analysis as the period whemibbites volumes remain above 90% of the maximum
15-minute volume.
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Figure4.7. Peakdirection traffic volumes at The Terrace tunnel, March 2014 and 2023.
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2014 2023

Flow breakdown is lowering traffic volumes during peak periods

In some circumstances, peak traffimlume fallsand speedreduceswhen demand exceeds
capacity. Within the Wellington Region, this phenomenon, sometimes caligder congestion
can be seen at a number &fcations, one being State Highway 2 south of Whakatiki Street in
Upper Hutt during the AM peak 2023, 2024 and 2025igure4.8).

The location is a key pinch point where traffic frosemeUpper Huttlocations merge towards
Lower Hutt and Wellington City. From about 6:30am on weekdays, traffic volume at this site
exceeds capacity and flow is disrupted so much that fewer vehidaspass despite demand
remaining high.

Hyper congestionis confirmed in travel speeds and travel times at the same siiy(re4.8).
Starting at about 6:30am, this section of State Highway 2 reaches maximum capacity in the
southbound direction. Despite high demand, the vehicle cowtgcreases as flow breakdown
reduces the effective capacity (slower speeds = lower capacities) and volumes and speeds
remain low until thepeak period ends about 8:30am. Compared with 2 years earlier, the effect
was more pronounced in March 2025, with average vehicle speeds reduced to abduh/tOat
7:15am and 7:30am.
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Figure4.8. Weekday traffic volumes (peak direction) at State Highway 2 south of Whakatiki Street
(Upper Hutt), March 2014, 2019, 2023, 2024, and 2025.

o—2025

Southbound (peak direction) Northbound (peak direction)

While congestiorhas clear downsides for car occupanigmay also act as a natural incentive
for people to consider alternative travel modes change the time at which they might travel.

Figure4.9. Vehicle count and average speed from 5am to 11am on weekdays, Stage Highway 2 south
of Whakatiki Street (Upper Hutt), 1st week of March 2023 and 2025.
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Traffic volumes at the State Highway 2 site in Upper Hutt, ike TerraceTunnel site, reveal
peak spreading and growth in intepeak traffic volumes.
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Weekend traffic volumes are as high as weekday traffic volumes at many
locations on the state highway network

Weekend traffic volumes have increased aark now comparable taveekdayvolumesin some
locations, particularly at bottlenecks suchsalrhe Terrace tunnel to the Mount Victoria tunnel
within Wellington City.

Vivian Street (within that key Wellington City route) remains at capacity from 7am to 6pm on
Monday to Friday and from 10am to 5pm on Saturday and Sun@agure4.10).

In contrast, other state highway sites that are less constrained, sucBlkd4at Paraparaumu and

SH2 at Upper Hutt, show clearer morning and afternoon peaks and have clearer peaks during AM
and PM peaks on weekdays and from late morning till raiffernoon on weekendsKigure4.11

and Figure4.12).

Figure4.10. Vivian Street average daily traffic, by day of week and time of day.
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Traffic volume per hour

8:00 a.m. 11:00 a.m. 2:00 p.m. 5:00 p.m. 8:00 p.m.

Figure4.11. SH1 at Paraparaumu average daily traffic, by day of week and time of day.

Traffic volume per hour
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Figure4.12. SH2 at Craigs Flat in Upper Hutt average daily traffic, by day of week and time of day.

Traffic volume per hour

8:00 a.m 11:00 a.m 2:00 p.m 5:00 p.m. 8:00 p.m.

Selected locations on the state highway network are congested all day

High level aalysis of TomTom and Google Mapsngestion data has been undertaken to
understand how congestion vaes by time of day for a series of key locations on the state
highway network.Some routes, such as Cobham Drive inbound, operate at relatively high levels
of congestion across the day on weekdays and weekends, while other routes are congested at
peak times only(Figure4.13).
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Figure4.13. Congestion level by hour on weekdays and weekends.
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Counter-peak traffic volumes have increased at a faster rate than peak

direction traffic volumes

Counter-peak traffic (reverse commuting) is growing faster than pedkection traffic, driven
by employment growth outside Wellington City and limited public transport alternatives for
those trips(Figure4.14).
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Figure4.14. Peak direction versus countepeak directiontraffic growth, 2012 to 2024.
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Heavy vehicle volumes have grown at 2 or 3 times the rate of light vehicle
traffic volumes
Heavy vehicle (larger trucks and buses) on key state highway corridors have grown at double

the rate of light vehiclegFigure4.15). Theincrease in roadfreightislikely driven byeconomic
activity and mode transfer from rail to road.

Figure4.15. Growth in light (primarily cars) and heavy vehicle volumes on state highwayeekdays,
2012 to 2024.
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The light commercial vehicle(vans and utesjleet has also grown rapidlyNationally,
between 2012 and 202the LCMleet increasing by 75%, compared to a 25% increase in
private cars(Figure4.16).

Figure4.16. New Zealand vehicle fleet by type
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Over the last 20 years, petrol sales have decreased by 10% but diesel sales
have increased by 30%

Trends in vehicle fleet mix and fuel consumption are significant for understanding emissions
and longterm transport sustainability.

Despitepopulation growth of 20%, petrol sales in the Wellington Region have decreased by 15%
over the past two decaded~{gure4.17). The fall in petrol consumption reflects increasing

vehicle efficiency, growth in electric vehicles, and some shift towards public transport and active
transport.

However, the fall in petrol consumption is also driven by a transition to diesel vehicles. Diesel
sales have increased by 30% and now contribute abod¥#lof fuel sales (by volume) across
the region.
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Figure4.17. Petrol and diesel sales (volume in millions of litres) in Wellington Region.
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The growth in diesel consumptioshown inFigure4.17reflects the growth in light and heavy
commercial vehiclesThe number of light commercial vehicles (vans and utes) in the region
increasedby around75%over the same periodwhile the number of light private vehicles (cars)
decreased by 25%. Commercial vehicles (including light commercials, trucks, and buses) now
account for 25% of motor vehicle travel.

Light vehicle ownershipper capitaincreased byl6% over the lastwo decades in Wellington
Region but has remained lower than in Canterbury and Aucklaegions The rate of increase in
WellingtonRegionwas lower than in those other two regionghe increase iWellington

RegoF AK N= @A ; Deeurr€®dih=niWelidwteh City andlsewhere.

Heavy commercial vehicles are an important element of economic activity but bring
, @IDD=F?=K LG L@= 1J=7Wkedieasds. EirdthEakkyWehitles arE kighOGJ C
carbon emitters. Heavy commercial vehicles account for about 5% of trips in the region but
account for about 25% of emissions. Second, heavy vehicles contribute a disproportionate
amount of wear and tear on roadd:hird, heavy vehicles are a significant contributor tioe

=?2 AGFAK Jtkedive ydars to 3uh@D24, trudks ere involved in 5% of @= =2 AGFAl
injury crashes and 6% of DSIs.

5=DDAF?LGFAK 4)2 H=J ; 9HALY9 MF; @9F?=< (

5=DDAF?LGFAK 4)2 H=J ; 9HAL9 AK 9: GML TP6 DGO:=:
Christchurch, reflecting its compact urban form and strong public transport network. Despite
population and economic growth over the last 2 decades, per capita VKT has remastedule

in the region,reflecting a shift towards more sustainable transport modes or shorter trips
(Figure4.18).
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Figure4.18. VKT per capita Wellington City, Auckland, Christchurch, and New Zealand.
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Key insights andconsiderations for RLTP 2027

The key insights are as follows:

T

Public transport use has rebounded post-COVID Total public transportboardingsin
2024rebounded to abovepre-COVID levels, driven lgrowth in bus use during inter
peak and weekenderiods.

Peak demand has declined Commuterpatronageat peak timesis lower than before
COVIDespecially on Mondays and Fridagad particulady on rail.

Bus patronage above pre COVID rail 25% below. Bus patronage is 5% higher than
pre-COVIDevels, but rail patronage remainabout 25% below 2019 leve]ss a high
proportion of rail passengers are peattme commuterswith increased flexibility to
sometimes workfrom home.

Bus patronage growth driven by off -peak demand. Inter-peak (10%) and weekends
(30%)are higher than preCOVIDwith morning peak around 10% lower

Lower peak period patronage on Fridays. Peak period rail boardings are 20% lower
on Fridays (compared to the rest of the weedtd busboardings10% lower

Wellington City dominates bus travel. Wellington City accounts for&% of the
J=?AGFAK :.MK : G9J<AF?K

Per capita public transport use is highest in Wellington City (94 boardings per
resident annually) and lowest in Wairarapa (under 10 per residefdjgely reflecting
the nature of the urban environment in Wellington City and bus service frequencies

Buses are crowded at peak times in Wellington City Around 50% of bus passengers
arriving into Wellington CBDn the AM peak aren crowded serviceswith some
crowding at other times of day on core corridors but spare capacity on other corridors
and outside of Wellington City

Some rail services are crowded during the peak of the peak, however there is also
spare capacity. Around 50% of services on thelKiti and Hutt Valley lines are
crowded in thebusiest partof the AMpeak However, there is spare capacity due to
reductions in peak period demand compared to pt€OVID.

A quarter of residents use public transport every week. 23% of residents use public
transport weekly, and 21%f those usersare high-frequency users who account for
42% of allpublic transporttrips.

Around 13% of morning rail passengers at Wellington Station transfer to buses.
The leading destinations for those transferring passengers aeeondary schod,
tertiary educationcampuses the regional hospitaland the IGolden Milé

Bus-to-rail transfers are low . Only about 10%of peopleboardingtrainsin the
morning peak travel to the station by bus
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1 Half of all bus boardings occur at just 5% of stops This hghlightsthe uneven
distribution of demandand service provision

1 Frequency of PT usedecreases with distance from Wellington reflecting increasing
rail mode share of trips and increasingorking from home

1 School buses are a large part of peak time volumesOver 25%of passengers in the
AM peak are children using school buses

The key consideration$or the RLTRare as follows:

1 Targeted buscapacity at peak times and on key corridors. Bus capacity during the
peakof the peak in Wellington City is affecting the ability to accommodate more
passengers on key corridors in Wellington City, and consideration shouldjiiven to
how to deliver targeted capacity improvements during peak periods to increase
patronage, whilstacknowledging that spare capacity exists on some corridors at peak
times, during the offpeak and outside of Wellington City

1 A flexible approach to additional rail capacity. Rail patronagehas remained20% to
25% below preCOVIDevelsas demand has been impacted bycreased working from
home, rail punctuality,and periods of buses replacing trainsome spare capacity
during the peak shoulderswill likely delay fora periodthe need for increasedapacity
on peaktime serviceswhich will be dependent on economigrowth, population
growth and changes in working patterns

1 Improving levels of service in Wellington City vs improving levels of service
elsewhere in the region. Wellington City has &igher PT modesharethan other TAs
in the Wellington Region for aumber of reasons, and consideration should be given
to balancing the need to improve levels of services in Wellington @igugh capacity
and priority improvementson core corridorsagainstimproving network reach and
levels of service outside of Wellington City order to achieve desired regional mode
share objectives

1 Balancing peak period and off-peak service investment. Whilst patronage growth
has been driven over the last 5 years by an increase irpetik bus tripsthe PT mode
share of trips is still lower during the offeak compared to peak periods;
consideration should be given with the advent of increased working from home to
balancing peak period improvements against further improvements to the-ddy
network to generatemode shift and behaviour change

9 Improving the bus mode share of access to rail stations Over 6,000 people drive to
park-and-ride sites inWellington Region each dayotential for gowth in park-and-
ride islimited, and thereforeincreasing rail patronage will depend oancouraging and
enablingmore people to access the rail netwonka bus andactive modes

Purpose and scope

2@AK ; @9HL=J =P9EAF=K L@= JGD= G> HM: DA; LJOF
network by analysing usage patterns, performance, and capacity constraints.
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It provides insights into how PT meets current and future needs and informs regional
transport planningand includes consideration of the following:

Public transport usage patterns
1 Total passenger volumes and lornggrm trends
1 Spatial distribution of usage across the region
1 Temporal variations by season, day of the week, and time of day
1 Passenger demographics and travel frequency
Network performance and capacity
1 Service availability and frequency across different routes
1 Crowding hotspots and constraints affecting user experience
1 Transfers between bus and rail
Changing travel trends
1 Impact of remote work orpeak and offpeak travel
1 Growth in offpeak and weekend travel
1 Shifts in commuter behaviours and mode choice
Future growth and strategic considerations
1 Population growth and its implications for PT demand
1 Expected pressure points on key corridors
1 Opportunities for service improvements
The following key questions are answered:
How has PT usage changed over time, and what are the main drivers of these trends?
Which areas and routes experience the highest passenger demand?
How do travel patterns differ by time of day, day of the week, and season?
Who are the main users of public transport, and how frequently do they travel?
Where are the greatest capacity constraints, and how do they affect service reliability?

How has flexible working influenced PT demand, particularly at peak times?

=4 =4 4 4 A A -2

What are the expected future growth patterns, and how should the network adapt?

Trends and current state

. M: DA; LJ9FKHGJL AK 9 ;JM; A9D H9JL G> ©b@= 5=I
million passenger boardingsin202] MH >JGE rr EADDAGF Ff Q=9JK
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per capita usage of public transport is 37% higher than in Auckland, based on patronage
numbers reported by Metlinkand Auckland Transpoft

Census data shows that in 2023, 15.5% of Wellington Region residents used public transport
for their journey to work, compared with a national average of 5.2%, 2.7% in Canterbury, and
7.7% in Auckland.

On the key corridor into Wellingto@BDfrom north of the city, public transportaccounted for
41% of tripsduring the AM peak and 24% averaged across all times in 2024.

The most recentesultsfrom the Household Travel Survey reinforce the importance of public
transport in the region and the changing patterns of use:

1 The public transport modesharein Wellington Region, at 4.6%, is higher than any
other region. Auckland is next highest, at 3.9%.

1 Bus users in the region make more frequent trips per week compared to rail users.

Many households use a mix of transport options, with muttiodal travel (eg,
combining bus and walking or train and cycling) becoming more common.

1 2@= HJIJGHGJLAGF G> L@= J=7?AGFAK-wdktripd\(egz FL K N
shopping, social visits, and leisure) has increased over time, reflecting a shift in travel
patterns.

5=DDAF?LGF ! ALQ 9; ; GMFLK >63 @&GKL@=G>J =L.?2@=G RIAK? /
passenger boardings were in Wellington City in 20&4#g(re5.1). Half of those Wellington City
boardings were on three corbusroutes: numbers 1, 2, and 3Vellington City also accounts

>GJ 9: GML @9 D> L @ muck HgheBthah Kny dtlfeAdlea. HG\@\kr all&de K
portion of those boardings are commuters returning to other parts of the region at the end of

the working day.

5 https://www.metlink.org.nz/about-us/performanceof-our-network#network-patronage-data

6 https://at.govt.nz/about-us/reports-publications/at-metro-patronage-report

7 Infometrics. https://rep.infometrics.co.nz/wellington-region/census/indicator/meansof-travel-to-work-by-place-of-residence

8 https://www.transport.govt.nz/area-of-interest/public-transport/new-zealandhouseholdtravel-survey
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Figure5.1. Bus and rail passenger boardindsy trip origin, 2024.
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Overall, Wellington Region had 68 public transport boardings personin 20243 48 bus
boardings and 20 rail boardings.

Per capita use of buses is higher in Wellington City than other parts of the region. On average,
there were 94 bus boardings p@ersonper year in Wellington City in 2024, compared with 31
in Lower Hutt and less than 20 elsewhergigure5.2).

Compared to bus journeys, rail journeys are typically long and traverse multiple territorial

authorities. For that reason, the geographical distribution of total rail boardings showrthe

left-hand side ofFigure5.2 do not reflect the geography of rail passenger residence.

Restricting the analysis to passenger boardings before middeght-hand side ofFigure5.2)
=LL=J J=HJ=K=FLK L@= ?7=G?J9H@Q G> H9KK=F?=1J

highest in Wellington City, per capita use of rail is maeenly spread across the region. Rates

are highest (indicated by rail boardings before midday) in Lower Hutt, Porirua, and Upper

Hutt.
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Figure5.2. Bus and rail passenger boardings per capita, at all times of day and mornings only, 2024.
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Public transport usage iWellington City islominated bycommuterstravelling to the central
city from outer areasExcluding Wellington Station and theentral city reveals that outer
areas of Wellingtorstill have higher per capita usagef buses tharmother parts of the region
but lower rail usaggFigure5.3), broadly reflecting service provision.

9 SuburbslWellington CentralAIPipiteaA andITe Ardd2 @AK AF; DM<=K L @= | %GD<=F + ADMelingtbnr9 E: L GF / M9
Station, Thorndon Quay, and Taranaki Street.
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Figure5.3. Bus and raiboardingsper capita, by area (excluding/ellingtonCBD, 2024.
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holiday/non-holiday patterns. Weeksvithout holidays €choolholidays, tertiary education
breaks or public holiday9 had an average 083000 passenger boardings per wegknd
reaching as high a860,000 passenger boardings the busiest week (generally in March and
May) Weeks that included holidays were on averag2% lowerthan other weeks

Lower patronage on Fridays

Rail usage is tightly focused on weekday peaikne commuting, whereas bus usage is more
evenlyspread across times and days. In the middle of the day on weekdays, bus patronage

J=E9AFK 9L 9:GML rfd8 LG FPG G>Talle®@f) Weeken@sAK E9F

havebecomerelatively more important for bus usaged weekends nowaverage 43% of the
weekday patronage For comparisonjn 2019average dailybus patronageon weekendswas
only 32% ofthe averagefor weekdays.

In contrast, rail passenger numbemutside peak times are low, reaching only 15% to 20% of
L@= O==CAK E9 P-AhdaiMErioddnd dro@vd 10%Rd 15% at weekendsble
5.2).
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Table5.1. Bus passenger boardings as percentage of weekly maximum, 2024.

Bam Jam 8am 9am 10am 1lam 12pm 1pm 2pm 3pm 4pm Spm Gpm Vpm  8pm
Mon 21% | 82% 849 37% 28% 29% 30% 30%  35% | 81% 65% /6% 34%  15% 9%
Tue 24% | 89% 100% @ 42% 32% 33%  34%  34%  39% | 83% 69%  80% 38%  18% 11%
Wed 23% | 83% 87/%  45% 33% 33%  34%  36%  42% /9% 68% /8%  38%  18% 11%
Thu 24% | B9% 88% 45% @ 33% 30%  36% 2 35%  41% | &/% 0% @ /8% 39%  19% 12%
Fri 22% | 83%  99% @ 42% 32% 34%  35%  39%  41% | 83%  e5%  e6%  39%  19% 12%
sat 2% 7% 13% 19% 23%  26% 26% 26% 28%  25%  25% 22%  17% 11% 8%
Sun 0% 3% 8% 13% 15% 17% 19% 19% 19% 18% 18% 16% 10% 6% o%

Table5.2. Rail passenger boardings as percentage of weekly maximum, 2024.

6am Jam  Bam 9am 10am 1lam 12pm 1pm 2pm 3pm 4pm  Spm  Gpm  Jpm  8pm
Mon 36% | 8/% 62%  21% 14% 14% 15% 16% 22%  30% = 0% 6/%  25% 11% 5%
Tue 42% [100% - 72% @ 27% 16% 17% 18% 22%  28%  57% & 81%  76% | 30% 13% 6%
Wed  41% | 100%  72% @ 27% 16% 16% 17% 19%  27% = 5H4% | 80% V6% @ 31% 14% 7%
Thu 39% [PEs%S 2% | 25% 16% 16% 17% 19%  26% @ 56% & 76% V4% @ 31% 15% 9%
Fri 31% | 75%  58% @ 24% 17% 18% 19% 21%  27%  51%  60%  54%  26% 14% 9%
Sat 3% 5% 7% 9% 11% 12% 12% 13% 14% 16% 15% 15% 12% 7% 4%
Sun 1% 2% 4% 6% 7% 7% 8% 8% 8% 8% 8% 7% 6% 3% 2%

The differences in usage patterns between rail and bus services reflect the distinct roles each
mode plays in the public transport network catering to different trip purposes as well as
differences in accessibility, flexibility, and service coverage.

Weekday commuting to and from Wellingto@BDis more prominentin train patronagethat

bus.Raill GML=K 9J= <=KA?F=< HJAE9JADQ LG K==JN= LC
capacity peaktime services. In contrast, buses provide more comprehensive coverage across

the region, catering to a wider range of trip purposes, including shopping, socisity,

education, and offpeak work shifts. The Household Travel Survey found that half of rail trips

in the Wellington Region are for work, compared with otigird of bus trips.

Trends since 2019

Although overall bus patronage has returned to pf@OVID levels, there are clear differences
across days of the week.

On weekdays, bus passenger numbdrave remainedsubstantially lower in the early part of

the AM peak The fall was largest on Mondays and Fridays. On weekdays in 2024, about 2600
fewerpeople boarded buses in the hour starting 7am than 5 years earlieable5.3). That is a
27% decreaseTable5.4).
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Table5.3. Change in average daily number of public bus passengers 2019 to 2024, by day of week and
hour.

6am 7am 8am 9am 10am l1llam 12pm 1pm 2pm 3pm  4pm 5pm 6pm 7pm 8pm
Mon -45 -1,854 -774 -99 232 361 502 514 612 1,040 42 -1,359 -552 -41 139
Tue -13 1,739  -446 -15 252 317 592 556 739 1,093 310 -1,077 -426 -35 172
Wed 80 -1,368 -48 292 421 493 665 794 776 1,525 693 -614 -167 96 232
Thu -32 -1,730 -331 -14 142 203 477 476 574 1,135 291 -876 -422 -30 105
Fri -285 [-2,499 -1,197 -111 156 255 519 425 574 897 -175 -975 -325 -63 96
Sat 114 170 283 399 551 602 816 862 986 1,103 1,023 882 544 381 312
Sun 109 171 275 504 655 744 860 877 918 957 865 761 563 357 202

Table5.4. Average daily bus passengers in 2024, relative to 2019, by day of week and hour

6am Jam 8am 9am 10am 1llam 12pm 1pm 2pm 3pm 4pm S5pm 6pm  Tpm  &pm
Mon 99% = B0%  92% 98% 107% 111% 114% 114% 116% 10%9% 100% = B85%  86% 98% 113%
Tue 100% | 82% @ 96% 100% 107% 108% 115% 114% 121% 106% 104% = 89%  91%  98% 114%
Wed 103% | 86% 101% 105% 111% 112% 116% 115% 113% 121% 109% 93% 96% 104% 117%
Thu 999 | B2%  96% 101% 104% 105% 112% 111% 117% 108% 103% & 91% 91% 99% 107%
Fri 90% | 73%  B89%  98% 104% 106% 113% 110% 114% 106% 98% = 8B8% 92% 97% 107%
Sat | 192%  121% 118% 118% 120% 120% 126% 128% 133% 137% 134% 133% 127% 130% 135%
Sun 146% 128% 134% 137% 137% 139% 139% 141% 144% 140% 141% 148% 147% 134%

Similar falls in bus patronage occurred in the afternoon peak, especially in the hour starting
at 5pm. Again, the fafl werelargest on Mondays and Fridays. It may be that many people who
prior to COVID would have commuted to work by bus at peak times 5 days per week, have
changed their travelto-work patterns and are now more likely to work from home on
Mondays and Fridays.

On midweekdays Tuesday/Wednesday/Thursday, bus passenger numbers fell in peak times,
but by less than on other weekdays. In fact, numbers increased on Wednesdays in the hour
starting at 8am.

This pattern aligns with findings from the 2023ensugourney-to-work data. The data show
that while use of public transport has remained high in the Wellington Region, the number of
people working from home doubled between 2018 and 2023. That increase in working from
home and the decrease in weekday peak panhage likely reflects a trend to hybrid working
arrangements, with more people commuting fewer days per week. Tensusesults

support the conclusion that public transport demand remains strong blas shifted away

from a strict fiveday commuting model.

On midweekdays Tuesday/Wednesday/Thursday, bus passenger numbers fell in peak times,
but by less than on other weekdays. In fact, numbers increased on Wednesdays between 8am
and 9am.

In contrast, interpeak bus patronage has increased moderately to above {€8VID levels.

The largest increases were early anud-afternoon, especially on Wednesdays. In the hour
starting 3pm on Wednesdays, an average of 2300 more people boarded buses in 2024 than 5
years earlier, which was a 24% increase. Bus patronage in the hour starting 3pm is heavily
influenced by school buservices. Unlike many adults traveling for work, school children

have very little flexibility to avoid or change the timing of their scheday travel.
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The changes in average daily bus boardings between 2019 and 2024 across times of day are
also shown foweekdays Figure5.4) and weekendsKigure5.5). The largestalls were early in
the early part of themorning peak pefore8am) and late in the afternoon peak gfter 5pm).
Passenger numbers in the hours starting 8am, 3pm and 4pm were either slightly down or up
in 2024 from 5 years earlier, reflecting the times that school buses operate.

Weekendbus boardings were higher at all times of day in 2024 compared with 5 years earlier
(Figureb5.5). On Saturdays between 2pm and 6pm and on Sundays between 12pm and 6pm,
about 500 to 1000 extra passengers per hour usedes During those weekend hours,
passenger numbers are now similar to weekday ireeak numbers.

Figure5.4. Weekday bus boardings, by time of day, 2019 and4£202
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Figure5.5. Weekend bus boardings by time of day, 2019 and 202

bam 8am 10am 12pm 2pm Apm 6pm

Per capita usage of public transport in the region grew gradually for many years until 2018
(Figure5.6). Changes in counting rules mean that numbers from 284&8vards are not
directly comparable with earlier years. However, it is cleaat COVIDmpacted both bus and
rail usage in 2020 and subsequent years. Bus usage per capita recovered and by 2024
returned to approximate the same as pr€OVID levels. In contrast, rail usage has remained
about 25% below preCOVID levels. The different pe€tOVID rebounds of bus and rail are
related to differences in the timing and purposes of rail and bus travel. Compared with bus
usage, rail usage is more tightly focused on petikie commutingfor adult passenger®ver
longer distances.

Similar trends are evident in monthly patronage data. By early 2024, bus passenger numbers
had recovered to preCOVID levels and have remained about 5% above those lefRas.
patronage trends aresubject to counting rule changes over recent years, [siatistics

published by Metlink indicates that overall patronage oalendar year 2024 was about 25%
below 2019 leveld.0Passenger numbers oall rail lines have beemmpacted by increased
remote working, andthe ) L HIihdhAs likely been impactedby somelevel of mode shift with

the opening of Transmission Gully.

10 Metlink https://www.metlink.org.nz/about-us/performanceof-our-network#network-patronage-data
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Figure5.6. Passenger boardings per capita.
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Note: Counting rule changes in 2018 mean that data before and after that year are not directly comparable.

Despite changes in definitions of peak periods in 2019, the ldegn trends in bus and rail
patronage show generally increasing volumes on both modes at both peak anepetik
times (Figure5.7). The longterm trends have been interrupted in recent years, with gféak
bus patronage growing and rail patronage generally remaining well below @@VID levels,
especially at peak times.
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Figure5.7. Bus and rail patronage, peak and gffeak, year to June 2020 to 2024.
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Spatial variation

Bus boardings are concentrated at a small number of locations. During the AM p&@% of
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during the AM peak.

Service frequencies are highest on core bus routes

Service frequency is relatively high within most parts of Wellington City and on the west and
east spinegFigureb.8). Between 7am and 7pm, there are at least 6 services per hour on

1 many routes within Wellington City
71 the west spine north to Porirua

1 the east spine north to Upper Hutt
1

some branches ofthose spines, including links to Titahi Bay, Waitangirua, Eastbourne,
and Stokes Valley
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Demographics of bus users

The analysis below focuses on data available from the Snapper card system, which includes
passenger type, frequency of use, and transfers between servi¢ége Snappercard system
reflects travel by most public transport users bl#cks usagedata for userswho do not use
Snapper, often including young childrerGold Cardcholders, andusers who payash fares.

Adults account for 60% of bus trips in Wellington City, with children accounting for a higher
proportion of daily trips outside of Wellington City

The largesigroupsof buspassenges, by number of trips in 2024re Adult (8% of
boardings), Child (8%), Senior %), and Tertiary (6%).'?> Those groups accounted fordo of
bus passenger boardings in the regioRigure5.9).

Figure5.9. Bus passenger typesby territorial authority, 2024.
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The mix of passenger types varies greatly across the region. In Wellington City, which
accounts for threequarters of the region's bus trips, a high proportion&§%) of bus

passengers are adults. In the rest of the region, only 35% are adults. Wellington City also has a
higher proportion of Tertiary (7%) bus passengers than the rest of the region (2%). Wellington
City has a lower proportion of Child bus passenge?8%) than the rest of the region (42%).

12 public transport boardings in mornings is assumed to indicate the geography of passenger residence. Afternoon boarding®are m
likely to represent passenger work or education locations. Rail passenger boardingSdnjorsare not recorded in data available for this
analysis.
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In many parts of the regionthe majority of bus passengers ahildren. For example, in
Porirua, 46% of bus passenger boardings before midd Q O=J= | ! @AD<AK - FDQ
9F< II'é 0O0=J= |1 1=FAGJA/ | 2=JLA9JQA GJ GL@=JKsy

Bus usage prpersonis much higher in Wellington City than in the rest of the regiross all
major age groupsAmongadults, Wellington City residents take an average9#bus
boardings per yearcompared with 14 irthe rest of the regionForchildren agedup to 18
years,the figures are99versus33boardings per person per yeaflder people aged 65 or
more yearsin Wellington City average 64 boardings per year, compared with just 12 in the
rest of the region(Figure5.10). This indicates consistently high peperson bus usagén
Wellington Cityacrosschildren, adults, and seniors. lnontrast, inthe rest of the region,
children make more use of buses per persoiman adults or seniors

Figure5.10. Bustrips per person per year, by passenger type, 2024.
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Note: In this analysi®f per capitaboardings,ChildcomprisesH9 KK=F? =] LQH#KLG! @ABAAGFk!
| B < = JAll ethfers passenger types are assumed to dmaults aged 18&r moreyears.

The passenger demographic patterns shown above are consistent with the cefimsed
findings on means of journeyo-work. Across the region, 16% of people reported using public
transport to travel to work in 2023, compared with 5% for the whole of New Zedl

Within Wellington Region, the proportion was highest in Wellington City (20%) and Lower
Hutt (16%)*3

13 Infometrics. https://rep.infometrics.co.nz/wellington-region/census/indicator/meansof-travel-to-work-by-place-of-residence
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The number of adult and other passengers boarding buses in eacimilBute period on
weekdays is shown ifrigure5.11. In 2019, the number of adult passengers boarding buses
peaked at about 2400 at 8:00am and 2300 at 5:00pm.

In 2024, the timing of those peaks was the same, but the peaks had reduced by about 20%:
about 1900 adult passengers at 8:00am and 2000 at 5:00pm. All other passengers (senior or
child categories) show a different pattern. The morning peak is more shafpbused on

7:45am to 8:30am. The afternoon peak is much earlier than for adultsmlbute periods

starting 3:00pm to 3:30pm. Peak levels for these other passengers were about 10% higher in
2024 than in 2019.

Figure5.11. Adult bus passengers and other passengers by time of day on weekdays, 2019 and 2024.
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Figure5.12. Proportion ofemployed peopleusing public transport as means of journey to work, 2023.
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The farther away from Wellington CBD people live, the longer the trip distance, the greater
the share of rail users and the lower the frequency of PT usage

3K9?= G> 5=DDAF?LGF 0=?AGFAK HM: -Dejuenck J 9 FKHGJ L

travellers but there are also many occasional (leinequency) users. An analysis of Snapper
card usage in March 2024 found that 127,000 unique Snapper cards were usedesat)

=] MOLAF? LG I'rré G> L@= J=?2AGFAK J=KA<=FL
travelled on just 1 or 2 days per week. Hiffiequency users who travelled on 5 or more days
per week made up 21% of all Snapper cards but accounted for 42%ldfips.

TheJ =2 AGFAK HM: DA; LJ9FKHGJL MK=JK E9<= 9F
an average of 2.9 days per wedkiequency of usevas higher than average among

1 Peak-time travellers- on average 5.%oardingsper week
1 Child passengers6.4boardingsper week

1 People boarding inPorirua(6.0boardingsper weelk, Lower Hutt(5.6)and Upper Hutt
(5.4).

Many people use public transport infrequently. Across the region, 49% of public transport
users travelled only 1 or 2 days per week. Frequent travellers (5 or more days per week)
comprise only 21% of public transport users, btliey account for42% of passenger

9N

boardings. Child passengers have particularly high frequency of use. 32% of child passengers

travelled 5 or more days per week, compared with only 14% of adult passengers. Those
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differences in frequency of usage reflect differences in flexibility in travel. School children
generally have less flexibility in travel patterns than adult passengers.

The analysis revealed that frequency of usagksovaries geographically. Residents of areas
nearer WellingtonCBD(Wellington City, Porirua, Lower Hutt) tend to have high frequency of
public transport usage. In contrast, residents of areas further awayl( H@ohasfand
Wairarapa) tend to be infrequent travellers. Only 8% of Wairarapa public transport users
travelled 5 or more days per week, compared with 22% in Wellington City and Lower Hutt
(Figure5.13). The pattern of decreasing frequency of public transport usage in the areas
furthest from WellingtonCBDis also evident in thewverageof number ofdays of travel per
week and number ofrips per week Figure5.14).

Figure5.13. Days of public transport usage per week, by territorial authority.
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Figure5.14. Weekly public transport boardings and travel days per person, by territorial autharity
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Usage overlaps across days and times

The analysis of Snapper card usage in March 2024 also revealed that most public transport

users travel across multiple times and dayFor example, the majority of people who travel at
weekends also travel atveekday peak*or off-peak times (Figure5.15). Although public

transport usage is highest at peak times, most of the people who travel at peak times also use
public transport offpeak or at weekends. 14,000 people (14% of public transport users) per

week travel at all three categories: weekday peatkeekday offpeak and weekend. These
HOLL=JFK J=>D=; L L@= AEHGJL9F; = G> L@= J=?AGF

1 Diverse trip purposes. Public transport serves a wide array of trip purposes beyond
commuting, including shopping, social visits, and leisure activities. This diversity
underscores the system's role in supporting various aspects of daily life.

1 Temporal flexibility . The data indicates that many users do not restrict their travel to
specific times. For instance, individuals who commute during weekday peaks also use
public transport during offpeak hours and weekends, reflecting the system's
adaptability to users' varyng schedules.

i Spatial variation . The overlaps across time categories implies that public transport
users often travel to multiple locations, not just between home and work. This spatial
variation highlights the importance of a weltonnected network that allows for a wide
range of origins and destinations.

14 |n this instance|peakAis defined atthe 3 hours before 9am and the 3 hours before 6pm.
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Figureb.15. Weekly number of public transport users in each time period and combination of time
periods.

2 SS1SYR

Around 13% ofpeople alighting from trains at Wellington Station in the morning peak
transfer to connecting bus services

Ananalysis of raito-bus and busto-rail transfers at railway stations in March 2024 showed
that a anall number of passengers use both bus and rail at weekday morning peak times.

At Wellington Station, an average of 1600 passengers arriving by rail in the morning peak
period (13% of passengers arriving at that time) transferred to asldar their onward journey
(note that under the current fare settings, this is not a free transfer aaadharged as two
separate trips).

The leading destination bus stop for those passengers was on Kelburn Parade, serving

Victoria Universityof WellingtolAK ) =D: MJF ; 9EHMKgK -L@=J D=9<AF
Reserve (near schools), Wallace Street (near Massey Univerdigllington Regional Hospital

in Newtown, and bus stops on th&olden Mileg(Figure5.16)
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Figure5.16. Destinations for ralto-bus transfers at Wellington Station in AM peak, March 2024.
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Currently, transfers between trains and buses require a separate fare when using Snapper,
except when using 80 day rail pasand travelling on a bus trip covered under the terms of
this pass.

In the 2-hour morning peak period, the proportions of passengers boarding trains after
transferring from a bus were between 9% and 18% at Porirua Station, Paraparaumu Station,
Petone Station, Upper Hutt Station, Waikanae Station, and Waterloo Statfolnalysis of

those transfers reveals that transfers are particularly important for certain groups of public
transport users. For example, a high proportion of passengers who transfer from bus to rail at
Waterloo $ation in the AM peak are from Wainuiomatgigure5.17).

15 At this stage Snapper30-day rail passes generally include freeansferto or from busesat Wellington Station. Otherwise, transfers
between bus and rail generally requirafare for each mode.
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Figure5.17. Origins for busto-rail transfers at Waterloo Station in AM peak, March 2024.
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Those numbers and proportions highlight the importance of bas-rail and raitto-bus
transfers in commuter travel. Many passengers use services that connect between modes at
those rail stations despiteneeding to pay two faresn many instances

Bus network capacity and constraints

Crowding deters people from using public transport because of dissatisfaction with standing
and not being seated, reduced ability to use journey time productively and discomfort with
physical closeness to other passengetCrowding also results invould-be passengersailing

to board servicesor waiting for a later servicethoughdata are not available to quantify

those effects.

Two metrics have been used to understand the capacity of the bus network:

1 Volume-to-seating capacity ratio (V/C ratio) - effectivelythe ratio of passengers on
board to the number of seat, expressed as an average across all services passing a

16 Haywood L, Koning M, Monchambert G. 2017. Crowding in public transport: Who cares andlwangportation Research Part A: Policy
and Practice https://hal.science/hat01517820/document
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particular location on the approach to urban areast is recognised internationally that
a ratio of 85%is the level above which people start to experience crowding and might
not be able to find a seat

Number / percentage of people on crowded services 8the number of people (and
percentage relative to total patronage) of people on services where the V/C ratio is
greater than 85%

Table5.5 and Table5.6 below shows inbound and outbound V/C ratios by hour and
corridor/area for March 2024.

Table5.5. Bus service voluméo-seatedcapacity ratio, inbound, March 2024.

Wellington Corridors Lower Hutt
Porirua (High
Molesworth / Wellington |(Titahu Bay Street,

Oriental | Hataitai Bus| Adelaide Taranaki Salamanca | Glenmore Murphy City Corridors ! Waterloo

Parade Tunnel Road Street Willis Street Road Street Street Hutt Rd Combined | Mungavin) |Kapiti Road| Road)
5am 40% 31% 31% 26% 8%
6am 34% 49% 44% 56% 33% 29% 45% 45% 45% 43% 24% 23% 31%
Tam 55% 67% 61% 44% 43% 47% 62% 65% T2% 60% 33% 13% 39%
8am T0% 64% 67% 59% T3% 64% 3% T8% 67% 67% 53% 24% 51%
Sam 34% 46% 36% 40% 44% 34% 68% 48% 49% 44% 42% 30% 42%
10am 20% 52% 26% 33% 28% 22% 62% 28% 40% 34% 32% 12% 30%
1lam 24% 40% 27% 39% 25% 29% 48% 33% 33% 32% 16% 12% 30%
Noon 14% 45% 23% 55% 15% 32% 35% 20% 25% 29% 17% 14% 29%
1pm 20% 32% 27% 47% 17% 37% 34% 17% 25% 29% 14% 9% 31%
2pm 20% 40% 20% 34% 12% 47% 28% 32% 21% 27% 23% 17% 28%
3pm 18% 43% 55% 49% 12% 49% 33% 32% 16% 36% 25% 40% 36%
4pm 12% 30% 33% 36% 14% 59% 24% 25% 21% 30% 10% 12% 19%
5pm 17% 38% 39% 29% 17% 52% 39% 25% 20% 30% 11% 6% 13%
6pm 13% 25% 18% 28% 8% 40% 28% 15% 13% 20% 6% 10% 12%
Tpm 8% 24% 16% 16% 6% 25% 14% 6% 11% 15% T% 2% 16%
8pm 3% 16% 15% 21% 4% 25% 20% 7% 11% 14% 6% 10% 16%
9pm 5% 17% 10% 12% 4% 11% 11% 0% 9% 10% 11% 0% 9%
10pm 1% 14% 8% 2% 2% 3% 6% 3% 4% 6% 3% 8%
11lpm 0% 6% 6% 15% 2% 5% 4% 0% 1% 4% 0% 5%

24% 44% 34% 39% 25% 40% 44% 38% 35% 36% 22% | 16% | 29%

Table5.6. Bus service voluméo-seated capacity ratio, outbound, March 2024.

Wellington Corridors Lower Hutt
Wellington (High
Molesworth / City Porirua Street,
Oriental | Hataitai Bus | Adelaide Taranaki Salamanca | Glenmore Murphy Corridors |(TitahuBay /| Kapiti Waterloo
Parade Tunnel Road Street Willis Street Road Street Street HuttRd Combined | Mungavin) Road Road)
Sam 12% 0%
Bam 1% 14% 17% 22% 49% 7% 11% 38% 15% 13% 5% 10% 12%
Tam 9% 23% 18% 39% 49% 22% 25% 419% 12% 18% 6% 12% 15%
8am 19% 31% 16% 41% 5% T2% 21% 56% 16% 31% 17% 54% 20%
Y9am 20% 24% 19% 32% 8% 68% 24% 48% 18% 29% 19% 20% 17%
10am 23% 34% 19% 34% 17% T8% 45% 37% 16% 31% 20% 12% 22%
1lam 34% 43% 20% 29% 18% T7% 44% 39% 26% 35% 15% 12% 27%
Noon 26% 43% 33% 41% 22% T6% 55% 54% 29% 40% 17% 12% 30%
1pm 20% 50% 26% 48% 26% 61% 58% 50% 31% 38% 18% 9% 33%
2pm 34% 51% 38% 58% 40% 59% 68% 52% 52% 49% 34% 23% 36%
3pm 53% 62% 51% 38% 44% 50% 62% 46% T4% 55% 48% 35% 48%
4pm 41% 65% 58% 70% 62% 46% T1% T4% 67% 63% 44% 18% 38%
5pm 48% 61% 59% 63% 62% 64% 73% 66 50% 59% 27% 30% 32%
6pm 38% 40% 40% 39% 47% 43% 55% 64% 43% 44% 20% 13% 27%
Tpm 25% 46% 33% 52% 29% 37% 46% 59% 39% 39% 21% 13% 26%
8pm 26% 57% 43% 34% 27% 42% 60% 45% 44% 13% 17% 18%
9pm 16% 55% 31% 33% 30% 43% 67% 30% 37% 38% 18% 2% 17%
10pm 17% 38% 32% 20% 23% 24% 49% 24% 21% 28% 13% 16%
11pm 8% 25% 12% 5% 12% 13% 22% 8% 10% 13% 5% 4%
28% 46% 33% 43% 30% 58% 52% 53% 38% 41% | 23% | 18% | 28%

It shows the following:

M

During peak periods particularly between 8am to 9arathe averageV/C ratio for
many corridors in Wellington City including the routes in from the east (bus tunnel)
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and west (Karori) are over 75%, levels at which people are likely to experience
crowding and have to start standinghis average across services will mask the fact
that some services will operate with spare capacity whilst other services will have V/C
ratios over 100%

Even during the ofpeak, particular corridors such the bus tunnel, Glenmao®reet,
Salamanca Road and Taranaki Street have high V/C ratios, a function of high levels of
all day demand, reduced service frequencies in the-p#ak and high student usage on
some routes

Outside of Wellington City, the average V/C ratios are generally lower at around 50%
during peak periods, witthigher V/C ratios aligning with the times that school children
travel to and from school

In order to understand how manypeople travel on crowded services, theumber of
passengeron services where the V/C ratio is greater than 86&6 been estimated.

Table5.7 and Table5.8 below show for each corridor the number of persons services with
VIC ratios greater than 85% and the percentage of total patronage that these accounts for.

Table5.7. Persons on services where V/C ratio is greater than 85% (inbound / outbound combjned)
Average Weekday, Meh 2024

Wellington Corridors Porirua Lower Hut
Molesworth /| Wellington (Titahu (High
Oriental | Hataitai Bus| Adelaide Taranaki Salamanca| Glenmore Murphy City Corridors| Bay / Kapiti Street,
Parade Tunnel Road Street Willis Street Road Street Street Hutt Rd Combined [Mungavin)l Road | Waterloo
5am S - o = =
6am 40 39 - - - 34 - - 113 - - -
7am - 361 356 37 - - 181 52 551 1,538 - - 104
8am 81 553 314 115 276 639 522 195 674 3,369 107 71 151
9am - 117 - - 68 316 273 42 196 1,012 110 - 39
10am 44 36 106 - 403 34 - 39 662 - -
1lam 32 - 32 - 278 - - - 342
Noon - 115 - 351 32 34 - 532 - - -
1pm 70 - - - 224 33 - 36 363 - - 73
2pm - 135 - 112 - 233 189 - - 669 30 - 125
3pm 40 341 165 297 - 239 168 - 411 1,661 189 46 326
4pm 42 436 66 167 75 213 231 75 371 1,676 81 - 137
5pm 42 609 94 91 198 233 265 125 347 2,004 32 - 38
6pm 111 75 40 55 - 86 41 125 533 - -
7pm - - 33 - - - - - 33 27
8pm 42 43 - - - 97 - - 182 -
9pm - 66 - - 66
10pm 33 - - 33
11pm - - - - - - - - - - - - -
205 2,891 1,188 1,145 672 3,129 2,244 564 2,750 14,788 576 117 993
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Table5.8. Percentage of people on crowded services (inbound / outbound combine#lyerage
Weekday, March 2024

Wellington Corridors
Lower Hutt
Porirua (High
Molesworth /| Wellington (Titahu Street,
Oriental | Hataitai Bus| Adelaide Taranaki Salamanca| Glenmore Murphy City Corridors| Bay/ Kapiti | Waterloo
Parade Tunnel Road Street Willis Street Road Street Street Hutt Rd Combined [Mungavin)l Road Road)
5am 0% 0% 0%
6am 0%)| 18% 23% 0% 0% 0%)| 32% 0% 0% 9%)| 0% 0%)| 0%
7am 0% 42% 46% 11% 0% 0% 429 16% 46% 32% 0% 0% 9%
8am 29% 459 37% 18% 53Y 62% 81% 56Y 48% 49% 10% 8% 10%
9am 0% 239 0%)| 0% 23% 42% 61% 19% 259 25% 14% 0% 5%
10am 0% 11% 9% 36% 0% 72% 11% 0% 8% 23% 0% 0% 0%
1lam 0% 8% 0% 1194 0% 48% 0% 0% 0% 12% 0% 0% 0%
Noon 0%)| 0% 0%)| 319% 0% 58% 12% 41% 0% 18% 0% 0%)| 0%
1pm 0% 18% 0% 0%)| 0% 43% 129% 0% 7%)| 13% 0% 0% 16%
2pm 0% 31% 0% 32% 0% 40% 67% 0% 0% 20% 5% 0% 24%
3pm 27% 65% 19% 54% 0% 40% 43% 0% 519% 399 30% 9% 499
4pm 23% 45% 10%4 32% 17% 31% 43% 26% 30% 30% 11% 0% 11%
5pm 17% 46% 13% 17% 34% 39% 42% 34% 26% 32% 5% 0% 2%
6pm 0% 17% 17% 15% 21% 0% 21% 259 219 17% 0% 0%)| 0%
7pm 0%)| 0% 0% 28% 0% 0%)| 0%)| 0%)| 0%) 2%)| 16%4 0%)| 0%
8pm 0% 20% 19% 0% 0% 0% 51% 0% 0% 15% 0% 0% 0%
9pm 0% 0% 0% 0% 0% 0% 57% 0% 0% 8% 0% 0%)| 0%
10pm 0% 0%)| 0% 0%) 0% 0% 40% 0%)| 0%) 6% 0% 0%)| 0%
11pm 0% 0% 0% 0% 0% 0% 0% 0% 0% 0% 0% 0% 0%
9% 31% 15% 21%) 16% 42%) 40%) 22%) 24%) 26%] 8% 1% 8%

The analysis shows the following:

1 Around 1,000 people travel throughlt Victoria bus tunnelalong Glenmore Street and
along Hutt Roadon crowded services in the morning, accounting for over half of all
bus passengers entering the CBD \izese locations

1 Glenmore Streetroute 2),SalamancaRoad (niversity services) and to a lesser extent
Taranaki Street andHataitai bus tunnel have significantnumber of people travelling
on crowded services at all times of the day

1 Overall, 25% of people on Wellingtddity services at the observed locations and
around 10% of people travelling on Lower Huhd Porirua services at the observed
locations are travelling on crowded services

Figure5.18 below showsall busservices entering Wellington CBD between 5am and 9am
categorised by V/C ratio. It clearly shows how crowding builds during the peak perath
the worst crowding and highesV/C ratios seen between.45am and 8.30ambut that even
during the peak of the peak some services on particular corridoperate with some spare
capacity.
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Figure5.18. AM peak buservices entering Wellington CBD categorised by V/C radarch 2024.

H Crowded, standing, V/C ratio >100%
Crowded, some standing, V/C ratio 85% to 100%

150% Seated, V/C ratio <85%

100%

50%

0%
5:41AM 6:35AM  7:00AM  7:16AM 7:33AM 7:47AM 8:02AM 8:16AM 8:28AM 8:42AM 8:58AM

Rail network capacity and constraints

Analysis of crowding on the rail network has focussed people on services arriving into
Wellington before 9am on a weekday (Tuesday to Thursday) morropdine.

Table5.9 below shows:
1 Number of seats available
1 Number of passengers
1 Averageno of passengers / no of seats ratio across all services
1

Number of passengers travelling on crowded services (defined as having a V/C ratio
greater than 85%)

1 Percentage of total passengers travelling on crowded services
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Table5.9. Rail passengers arriving into Wellington Statigéam to 9am) March 2024.

Hutt
Valley | Kapiti | Melling [Johnsonvill{ Wairarapdg
Line Line Line Line Line All Lines
Number of seats 6200 6600 1000 3000 1200 18100
Number of passengers 5200 4800 500 1200 600 12400
Average V/C Ratio 84% 73% 50% 40% 50% 69%
Number of passengers on
crowded services 2600 2000 0 300 0 4800
Percentage of passengers
travelling on crowded servicd 50% 42% 0% 25% 0% 39%

The analysis showthe following:
1 The Hutt Valley line has theighestaverage V/C ratio at 84%, followed by thegfti line.
1 Both lines see around 50% of passengers arriving on services where the V/C ratio is
greater than85%, denoting some crowding
1 There is no significant crowding observed dme Melling, Johnsonville or Wairarapa
lines.

It should be noted that for many servicethe 85% V/C ratio might only be reached at the

couple of stops prior to Wellington Station, with passengers boarding further up the line
experiencing uncrowded conditions until close to their arrival into Wellingtolt should be

noted that the Matangi units have a total capacity 30% greater than the seated capaaitgt

that standing on a rail service is generaiperceived as being D=KK MF<=KAJ9: D=A
on a bus service.
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Figure5.19. Rail V/C ratios by services, 5am to 9am arrivals into Wellington StatMarch 2024

Passengers

600

400
200 ‘
0

5:15AM 6:38AM 6:58AM 7:23AM 7:34AM 7:47AM 7:55AM 8:10AM 8:26AM 8:37AM 8:54AM

Most people seated, V/C ratio <85% Some standing, V/C ratio 85% to 100%
W Standing, V/C ratio >100%

The analysis shows that whilst some 1sgces have V/C ratios above 100%ith two services,
one from Hutt Valley and one fromLKiti arriving around 820am with seated V/C ratios
exceeding 130%, there are other seces throughoutthe morning peak period that do have
sufficient capacity.
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Key insights andconsiderations for RLTP 2027
The key insights are as follows:

1 Active mode shareof journeys to work is higher than the national ave rage. 10% of
peoplein the Wellingtonregioncommute to work by bike or on foot compared to 6%
across New Zealand

1 Active mode share remains highest in Wellington City. 16% ofpeople walk to work
and 4% cyat to work in Wellington City due to a relatively high percentage of the
population living in close proximity to Wellington CBD and good cycle connections
from many suburbs to the CBD

1 Active mode shareis low elsewhere in the region. In Porirua, K_piti, Hutt Valley and
Wairarapa only4% ofemployed peoplewalk or cyck to work, a function oflonger
journeys,low density development and employment generally not being within close
HIGPAEALQ G>.2H@=QHD =09AIK= 9@GE@IN= Hpd G> L @=
only 21% ofactive modeJTW.

1 Walking and cycling are mostly used for short trips . Active mode is particularly
common fortravel to education andhasstrong weekday peak patterns.

1 Cycling varies with the seasons and weather. There has been overall growth in
cycling but numbers are lower in winter monthsnd on days with rain.

The key considerationgor the RLTRare as follows:

1 There are significant benefits to boosting walking and cycling . Investment in
walking and cyclingnfrastructure andencouraging use of these modesipports
mode shiftgoals, public healthand safetybenefits, and emissions reduction.

1 Increasing active mode share of journeys to work outside of Wellington City and
CBD There is aig differencebetween the propensity to travel to work by foair bike
in Wellington City and outside of Wellington City; consideration should be gite
how to improve the active mode share of journeys to work outside of Welling&BD
including integrating transport land use, and how to build on the investment in
Wellington City to develop the cycle network

9 Focus on core corridors and integration with rail outside of Wellington City . One
approach outside of Wellington City could be to focus on core corridors and
connections topublic transportnodes.

9 Focussing on shorter distance trips to free up highway and PT capacity for longer
distance trips. Focussing initiatives on encouraging more shorter distance trips to be
made by bikeor on foot could help free up capacity for car and PT trips and improve
the efficiency of the transport network

1 Increasing travel choice is important . Someone who cycles one day might take PT
another day and drive at the weekend, artde design of the future transport network
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should focus on providing people with improved travel choicées achievethe desired
levels ofbehaviourchange

Purpose andscope

Walking and cycling play important roles ihe5 =DDAF? LGF 0=? AGFAK LJ9F!
offering sustainable, healthy, and efficient alternatives to motor vehicle travel. These active

modes contribute to reducing congestion, improving physical and mental health, and

supporting climate goals by loweringransport emissionsHowever, active mode travel is

generally only feasible for short trips.

This chapter examines trends and patterns related to walking and cycling in the region. It
provides an overview of infrastructure, usage patterns, and demographic insights, drawing on
data from sources such as th@ensus travel surveys, and automated counters. The analysis
considers walking and cycling for travel to work, to education, and for recreation.

Cycling mode share: national overview and regional trends

Cycling remains a minor mode of transport in New Zealand, accounting for approximately
2.1% of totaltravel time in 20232024, according to the New Zealand Household Travel
Surveyl’However, participation rates indicate potential for growth: around 10% of urban

New Zealanders cycle at least once a week for transport purposes, and about 33% of people
reported cycling at least once in the past yealany of thosecycle trips are for recreational
purposes only.

In Christchurch, he number of cyclists has increased in recent years, following the
development of major cycle routes. Cycle counters across Christchurch record&dmllion
counts in 2024, up from 3.8 million in 2023 and 3.6 million in 2622.

Auckland's cycling mode share has remained low at around 1% from 2015 to 2022. However,
there are signs of an upward trend. From July 2023 to June 2024, Auckland Transport's
automatic cycle counters recorded a 10.2% increasethe number of bicyclesgompared to

the previous year?

These trends suggest that while cycling currently plays a minor role in New Zealand's
transport landscape, targeted infrastructure investments and supportive policies can lead to
increased cycling participationthoughgenerallyonly for short journeys.

Current state of walking and cycling in Wellington

59DCAF? 9F< ; Q; DAF? HD9Q 9 EGJ= KA?FA>A; 9FL
than in most other partsof New Zealandthough this regional average is heavily influenced

by high rates of active transport in Wellington Cit€ensus data consistently shows that the

region has some of the highest rates of walking and cycling as a means of travel to work and
education. In the 2023 census, 11% of employed people in Wellington Region reported that

17 Ministry of Transport. New Zealand Household Travel Surveyps://www.transport.govt.nz/statistics-and-insights/householdtravel

18 Christchurch City Councihttps://www.newsline.ccc.govt.nz/news/story/christchurckhits-cycling-milestone

19 Auckland Transport. https://at.govt.nz/cyclingvalking/researchmonitoring/monthly -cycle-monitoring

June2025h Status: Finalh

Our refRLTP 2027 State of Transport Network Report 97



they walk, jog, or cycle to work or education, compared to 6% across the whole of New
Zealand.

However, the pattern varies greatly within the regioiVellington City stands out as having
much higher rates of active transport for travel to work than other parts of the region. 16% of
employed people who live in Wellington City reported that they walk or jog to work, and
another 4%cycle. All other areas within Wellington Region had rates that were below the New
Zealand average.

2@= ; GEH9; L MJ: 9F >GJE G> L @= dWding®br@itkKk E9AF ;
combined with relatively short commuting distances and investmentsaitive transport
infrastructure, have contributed to higher rates of active transport as a means of travel to

work.

High rates of walking and cycling to work in Wellington CBD

Walking as a mode of journey to work (JTW) is particularly common in Wellington City, where

short distances and footpaths make it a more convenient mode than vehicle modes for many
H=GHD=¥ pHh6 G> 5=DDAF?LGF ! AL QAKorkir2R2BEigufeL K J =
6.1). Cycling mode share in JTW is also higher in Wellington City, at 4%, reflecting the impact

of dedicated cycleways and other cycling infrastructure.

Figure6.1. Means of travel to work, 2023ensus
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Proportion of employed people

Walking and cycling to education varies greatly between areas

Mode ofJourneyto Education JTE) varies greatly across primary, secondary, and tertiary
education, butage-specific JTE data were not availabfeom the 2023 census time for the
analysis presented hereEven without the age breakdown, it is cleénom the 2023 census

that walking and cycling play an even greater role than they do for JTW. A quarter (24%) of
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education) reported walking, jogging or cycling to education at the 2023 census, compared

with 21% across the country. Again, Wellington City (32%) stands out as havgigehrates

L@9F GL@=J 9J=9Kg )LHALA ! G9KL "AKLJA;L O0O9L T
travelling to education on foot or by bicycleHgure6.2). All other areas within the region

were lower than the New Zealand average.

Figure6.2. Means of travel to education, 2023 census.
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People across a broad range of agegycle and walk

The 2018 censudata on means of journey to workonfirms that at most ages, Wellington
City has higher rates of cycling to work than the rest of the region. Howesytling is not
restricted to narrow age ranges; a substantial proportion of workiage peoplecycle atall
ages(Figure6.3). In Wellington City, the proportion of cyclistis highest inthe 40s age group.
In contrast, walking or jogging is more skewed to younger adult ageig(re6.4).
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Figure6.3. Cycling as means of JTW, by age group, 2018 census.
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Figure6.4. Walking or jogging as means of JTW, by age group, 2018 census.
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A high proportion of noawork trips areundertakenby active modes. The Household Travel
Survey found that 48% of recreation trips in the Wellington Region were on foot and 6% were
by bicycle.

June2025h Status: Finalh
Our refRLTP 2027 State of Transport Network Report 100



Most walking and cycling trips are short

Most walking trips are short distances. The Household Travel Survey found that 93% of
pedestrian trips are less than 2 km. 40% of bicycle trips are for less than 2 km and 8% are for
trips of over 10 km.

Trip purposes for walking and cycling are varied, but show clear work commute patterns

People in the Wellington Region walk and cycle for a broad range of trip purposes. The
Household Travel Survey found that the leadipgirposes of pedestrian trips are shopping
(22%), work (21%), recreation (20%) and social/entertainment (15%). Bicycle trips are for
recreation (31%), work (25%), social/entertainment (11%), and education (10%).

The daily profile of bicycle usat some monitoring locationdargely follows the pattern for
other modes. Asomehigh-volume sites in Wellington Citthe weekday profile shows clear
peaks centred around 8am and 5pmaligning with work commute patternsKigure6.5). Other
sites in Porirua and Hutt Valleyeak during the middle of the day, suggesting more
recreationalcycling at those locations Weekend bicycle numberat all monitored sitesare
highest across the middle part of the day, from 9am to 3§Rgure6.6).

Figure6.5. Weekday licycle count daily profile aselected sites, 2024.
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Source: EceVisio.
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Figure6.6. Weekend bicycle count daily profile at selected sites, 2024.
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Unlike other modes of transport, cycling shows strong seasonal variation. Across the 10
monitored sites bike numbers are highest in summenonths (especiallyJanuary and
February), and lowest in the winteespeciallyJuly and August) The number of bikes in
January is about double the number observed in Augubtdure6.7). In contrast, bus and
train patronageis more evenly spread across thear andis highest in months without
school or public holidaysnotably March and May.
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Figure6.7. Seasonality of bicycles, bus and rail patronagaonthly volume relative to peak month
2024.
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In additional to the seasonal patterns, the number of people cycling responds to-tlaygay
weather conditions. On two higtvolume bicycle routes into WellingtoBDs Oriental
Parade and Adelaide Roadlthe number of bikes was strongly related to daily rainfall
recorded in Wellington in 2024.

Relative to dry days (<0.1 mm rainfall), the average number of bikes per day during the AM
peak across the two sites was 37% lower on days with at least 10 mm of rain. In contrast, the
number of people using buses within Wellington City during the AM peals 6% higher on

rain days. If that pattern of fewer cyclists and more bus passengers on rain days applies
?=F=J9DDQ LG L-@workan®jeudédi€dutadNpgatern§ then about

4,000 cyclists leave the bike at honveéhen it raing 2,000 othem take the bus instead and the
other 2,000 either do not travel ansea different mode.

These findings highlight the neetb provide people withtravel choices acrossnultiple
modes. Planning should account for weathesensitive travel behaviour, and bgecognising
that people who walk or cycle on some dagse likely to be the same people whose public
transport or cars on other days

Trends in walking and cycling over recent years

Monitoring of bicycle numbersover the last six years shomixed trends at the sitesvith
consistent data within Wellington CityFigure6.8). Numbers on Oriental Parade, and on
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Cobham Drive have generally increased, but other sit€e@grndon Quay, Tasman Street,
Karori Tunnel, and Adelaide Road) have either remained stable or decreased.

The monitoring trends are subject to erroithe cycle counting equipment is not 100%
accurate, and construction of the cyclewayhaslikely resulted in cyclists taking alternative
routes that would have bypassed counting equipment.

Oncethese limitations are taking account of, the data suggests that for mature sections of
the cycle networkd Cobham Drive and Oriental Paradethere have been increassn cycle
ridership over the last 5 years that appear to be reflective of the investment in infrastructure
Those increases have occurratlring increased working from homeAn evaluationof the
impact of cycleway investment is beyond the scope of tlaisalysis butwill be importantin
informing planning decisions

Figure6.8. Average daily bicycle count at selected Wellington City sites, 20094.
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The Wellington CBD cordon surv@yecorded the number of people entering WellingtadBD

by each mode of transport during the weekday morning peak in March each year up t0,2021
though changes in methodology mean thdhe last two years are not directly comparable

with previous yearsOver the two decade2000 to 2019the number of pedestriansvasin the
range 12,000 to 16,000 on average between 7am and 9am on week&aysr€6.9). As a

mode share, pedestriangvere 17% in 2QA.9.

201n 2021, the Wellington City Cordon Survey was impacted by reduced commuter volumes due to COVID. The survey was fullpebando
in 2022.
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Figure6.9. Number of people entering Wellington CBD, 7am to 9am, March 2000 18.20
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Cycling has remained at a lower mode shaten walkingd2.7% in 2093 but that has

increased over the years. In 20, the cordon survey recorded an average ¢f® cyclists in
WellingtonCBDin the morning peak, up from about 1000 two decades earlier.

Thesepatterns of walking and cycling into the Wellington CBD highlight both the importance
and the opportunity of active modes in shaping a more sustainable and peefnleused
transport system. Pedestrian volumes have long formed a substantial share of the mgrn
peak, and the steady rise in cycling volumes over the past two decades suggests latent
demand is being unlocked, correlating with improved infrastructure.

Current and anticipated further improvements in activenode infrastructure and
encouragement to shift to those modes hold potential tssist with reducingcongestion and
emissions, and support public health benefits of physical activity, especially in areas outside
Wellington City, where active modes have remained at low levels.

Based on census data, Wellington City consistently has the highest rates of walking and
jogging to work, peaking at 19% of employed peoplen 2018 before falling to 16% in 2023
(Figure6.10. In the rest of the Wellington Region (outside Wellington City) the proportion of
people walking or jogging to work is at or below the New Zealand average of 4%.

Consistent with the national average, all parts of the Wellington Region saw a decline in
reported walking or jogging to work in the latest censu¥he 2018 and 2023 census questions

21 Excluding people who worked at home.
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asked aboutusual, rather thanon census daymode of journey to work so comparisons with
across censugears be interpreted with caution

Figure6.10. Walking or joggingas proportion of means of travel to work2001 to 2023.
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Walk trips as a proportion of journeys to education varies across the region, with

Walking is more prevalenthan cyclingas a means of journey teducation (primaryschool,
secondary schobandtertiary education). Across the region, 21% studentsused cycling for
their JTE, down from 26% at the 2018 cens&sgure6.11). The proportion walking to
education varied across the region, from as high as 29% in Wellington City down to 5% in
Carterton District.Until age-specific oreducation-levelresults for the 2023 census become
available, these results need to be interpreted in the contextdifferent student groups
across areaskor examplethere areno secondary school or tertiary level education locations
in Carterton District, so results for that locatiomclude students who do not have the
possibility of active mode travel to education
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Figure6.11. Walking or joggingas proportion of means of travel to education, 2018 and 2023.
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Wellington City has the highest cycle mode share of journeys to work

The proportion of peoplecycling to work across the Wellington Region has remained low, at
about 2%, over the past two decadekigure6.12). In the Wellington Region, 2.4% of

employed people reported biking to work in the 2023 census. Wellington City continues to
stand out with the highest cycling rates in the region, reaching 4.0% in 2018 and 4.1% in 2023,
up from 2.2% in 2001 and 2006.

DD L@= J=?2AGFAK L=JJALGJA9D 9ML@GJALA=K GL @-
work, with most showing declines from 2018 to 2023. Porirua, for instance, fell to just 0.4% in
2023.

These changes occurred despite a broader uptake djikes, which have become increasingly
popular for commuting, especially in hilly areas and for longdistance trips. Whileeensus
data does not separately capture-bike use, sales and import data suggest they are
reshaping who cycles and how far people are willing to ritte.

In some parts of the regiom particularly Wellington City there has been significant
investment in cycling infrastructure over the past decadebwever, much of the wider region
lacks connected and safe cycling routes, which magrtly explain the limited uptake outside
Wellington City.Other factorss especially the longer trip lengths outside Welljton Cityd are
also important influences on the uptake of cycling.

Programmes such as the Te Ara Tupua Wellington to Hutt Valley shared paththend
continued deliveryo5 =DDAF?LGF ! ALQ . 9F=C= fu&=C= : AC=
investments that should further increase theycle mode share of journeys to work.

22 statistics New Zealand reports that in the 12 months to March 202Bjke imports were valued at $184M, up from $27M 5 years earlier.
https://www.stats.govt.nz/news/electricvehicle-imports-continue-to-climb/
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The decline in reported cycling to work 2018 and2023in some areageflects the change in
how the census question was asked, focusing on trawelcensus dayather thanusual
commuting patterns. This change may have led to und@porting of biking, particularly
among occasional cycle commutersgncreased working from home will also have affected
commuter cycle demand between 2018 and 2023 in the same way it affected peak period
commuter bus and rail demand

Figure6.12. Cycling as proportion of means of travel to work among employed people, 2001 to 2023.
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Biking to education

Cycling as a means of JTE also varies across the region but shows a different pattern to
O9DCAF?K )LHALA ! G9KL 9F< 1GML@ 59AJ9J9H9 @9«
2023 Figure6.13). The high rates of cycling to education in those areaild berelated to

relatively flat terrain, less traffic congestion, which supports cycling as a travel mode, and

K; @GGDK DG; 9L=< >9JL @=JnVWeO@ton CityacdH owek@A,D < J = F AK
where school9 J = DG; 9L =< ; DGK swhlkihg@ofter@AnDre ViablE thakel @GE = K
mode, though more analysis is needed tmderstand the validity otthat possible

explanation.
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Figure6.13. Cycling as proportion of means of travel to education, 2018 and 2023.
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Infrastructure, health benefits and safety

The Wellington Region has seanbstantial investment in supporting people shift to active

EG<=K G> LJ9FKHGJL AF J=; =FL Q=9JKg #EBKkBGJ HJC
network plan in Wellington City, the Porirua Cycle Network, and #won to be completedle

Ara Tupua Wellington to Hutt Valley shared path.

Gaps in the network and barriers to walking and cycling remain, such as missing links, and
accessibility for different user groups, including people with disabilities.

Cycling and walking are less common in adverse weather in Wellington, though growth in e
bikes may partially address the traditional problem of cycling into headwiadd up hills.

Active mode transport is known to support physical and mental health, though there are also

safety concerns. As described in the Safety chapter, an average of 118 pedestrians and 75

;. Q; DAKLK 0=J= AFBMJ=< GF L@= JoZ2024Ghds& J G9 <K }
numbers were lower than 20 years earlier, despite growth in the number of people cycling.

23 https://lwww.transportprojects.org.nz/assets/BikeNetwork-plan/BikeNetworkProgressRepor2023. pdf
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Key insights andconsiderations for RLTP 2027

The key insights are as follows:

T

Non-car mode share is highest in Wellington City This reflectghe high frequencyof
public transportservicesand the relative attractiveness adlternatives todriving,
especially onceparking costsare factored in.

Buses move a large share oWellington CBDpeak commuters. During the 2hour AM
peak,buses make up jus2% of vehicleentering Wellington CBD butarry between
35% and 50% obeople.

Public transport mode share is lower elsewhere. During theAM peak, less than 10%
of inbound trips to regional centres like Hutt CBD and Porirua C8P by public
transport, reflecting lower service frequencylower density land usemore dispersed
employmentlocations, lessemployment focused on traditional business hourand
more affordable parking

Cyclecommuting isfocussed on Wellington City. In Wellington City, cycling
accounts for a higher share of inbound trips during the AM peak tloéfnpeak or
weekends, suggesting commuting is the main purpose for most cyclists

Peak vs offpeak patterns vary by location . In Wellington City, public transport use
is heavily concentrated in the weekday peak. Outside the city, bus usage is more
evenly spread throughout the day, with a higher share of discretionary, remmmuter
trips.

Weekend noncar mode share is low Across all corridors, only&0% of weekend

trips use public or active modes. This is partly due to different trip patterns, (@gre
travel to dispersed destinations like sports fields) and higher car occupancy on family
or group outings

The key considerationgor the RLTRare as follows:

T

Non-car mode share remains low outside Wellington City during peaks. There may

be opportunities to increase public and active transport use to regional centres during
peak times, particularly with targeted improvements in service frequency and
coverage

Opportunities to increase off-peak and weekend mode share While offpeak and
weekend PT use has grown, mode share remains lower than during peaks. Strategies
to improve convenience and appeal at these times could help support broader
network efficiency and emissions goals.

Trip purpose influences modal choice. Weekend and ofpeak travel patterns differ
from weekday commuting. Planning for multimodal transport may benefit from
considering a wider range of destinations and user needs
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Purpose and scope

The purpose of this chapter is to summarise volumes (car, PT and cycle) and mode share at
key locations (or aggregations of locationsgexpressed in terms of vehicles and persoaby
time of day and day of week to understand modal patterns.

Locations

A number of locations have been identified across the Wellington Region for which vehicles
and persons by mode have been collated and presented.

Cycle data is not available for all locations, and no reliable daily estimates of pedestrian
volumes are available for any location@able7.1).

Table7.1. Multi-modal key locations

Year

Name :
Bus Ralil Cycle Car

Wellington 3 Eastscreenline

Wellingtona Southscreenline

Wellingtona Westscreenline

Wellingtona North screenline

Lower Huttd Wainuiomata Hill Road

<< <<=

Lower Huttd SH2 /Eastern Hutt Road

Poriruad Mungavin Avenue

Poriruad Titahi Bay Road

<< << |</<|< =<

Wairarapad Remutaka Hill Y

< <|<|=<|<]<|=<<|=<

Several of the locations are aggregated together to represent volumes fropadicular
geographic location across different modes. These aggregations are referred to as
| K; J==FDAF=KA 9F< @9N= : == <=>AF=< 9K >GDDGC

T

= =4 4 A -

Wellington Eas® Oriental Parade (car, cycle), Bus Tunnel (bus), Mt Victoria Tunnel
(car, cycle)

Wellington Northd Hutt Rd (bus, car, cycle), SH1 (car), rail, Ngaio Gorge (car, PT, cycle)
Wellington Wesb Glenmore Street (car, bus, cycle)

Wellington Southd Adelaide Road (car, bus, cycle)

Wairarapads SH2 Remutaka Hill, Wairarapa Rail Tunnel

Upper Hutt to LowemHutt 8 SH2 (car), Eastern Hutt Rd (car, bus), Rail

For vehicle occupancy the following approximate assumptions have been made regarding
vehicle occupancy:

T
T

Weekday occupancy of 1.25 persons per light vehicle

Weekend occupancy of 1.50 persons per light vehicle

These occupancies should be taken as indicatiMellington Cordon survey occupancies
were around 1.35 in 201)but appropriate given the higHevel purpose of this analysis is to
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understand differences in mode share by time of day and acrossrdgion and reflect higher
occupancies at weekends due to different trip purposes

Figure7.1 below shows the number of people travelling along each corridaeross each
screenline(in both directions) for the following time periods:

1 Average AM peak hour (7am to 9am) inbound towards Wellington CBD or the regional
centre

Average weekday hour between 6am and 8pm (tuxay)

Average weekend hour between 6am and 8pm (ku@y)

Figure7.1. People per hour by corridor, mode and time of day.
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Nearly 14,000 people per hour head towards Wellington City in the AM peak from the north,
with over 50% doing so by PT due to the high number of rail commuters trips heading into
Wellington CBD

Outside of Wellington City, the corridor with the greatest volume is between Upper Hutt and
Lower Hutt with 5,000 people per hour heading southbound in the AM peak, mostly in light
vehicles(Figure7.2).
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Figure7.2. Mode share bycorridor and time period.
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The highest norcar mode shargmostly public transport)is seen on the Wellington City
corridors in the AM peak, ranging from over 50% (Wellington North) to 35% (Wellington West)
dthis is a result of public transport being an attractive proposition relative to the private car
when taking into account travelitne, frequency of service and costs (relative to the cost of
driving and parking)

Elsewhere in the region, PT mode share in the AM peak is nearer 10%, with the private car a
more attractive proposition for most trips due to lower parking charges outside of Wellington
City, lower density residential areas and more dispersed employmeriie effect of these

factors isthat it islesscost-effective to serve these areas with public transport

Weekend noncar mode share is low across the regiaeflecting different travelpurposes,
such asrecreation andshopping,that are less focussed on main centres of employmentd
arenot served as welby public transport Those differences could result public transport
beingless costeffective than driving especially foifamilies.

Mode share and location

This section shows the number of people crossing a screenline or travelling through a
location §in both directionsd by time of day and mode
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Wellington east screenline: 30% of peopleuse PT or cyclein the AM peak

In the hour startingBamon weekdays2000(30%)of the 7200 people crossing th&Vellington
eastscreenlineuse public transportor bike. The noncar mode share isower, at about10%,
in the inter-peak period and lower still 8 between5%and 8% - at weekends Figure7.4).

Figure7.3. Weekday node share on Wellington east screenline, inbound and outbound combined.
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Figure7.4. Weekend mode share on Wellington east screenline, inbound and outbound combined.
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Wellington north screenline: 20,000 peopleper hour in the AM peak, with 45% by PT

Nearly 20,000 people cross the Wellingtanrth screenline between 8am and 9aon
weekdays with around 45% doing so bgublic transportor cycle(Figure7.5). Rail isthe
dominant public transport mode.In the offpeak, the PT mode share of trips is lower at
around 15%.
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During weekends, between 12,000 and 14,000 people travel along the corridor every hour
between 11am and 4pniFigure7.6). Thenon-car mode share of trips is around 10%, due to
lower PT patronage (particularly rail) at the weekend and higher car occupancies

Figure7.5. Weekday mode share on Wellingtarorth screenling inbound and outbound combined.
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Figure7.6. Weekend mode share on Wellington north screenline, inbound and outbound combined.
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Wainuiomata Hill: 20%PT mode share
About 3500 people cross Wainuiomata Hill (in both directions) in pdabkurs, with around300
people 8%) travelling by bugFigure7.7).

Between 2500 and 3000 peopper hourmove through the corridor on weekend day
between 10am andpm, with peak volumes observed between midday and 2({Rrigure?.8).
The PT mode share of trips is around 2% to.3%
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Figure7.7. Weekday mode share on Wainuiomata Hill screenline, inbound and outbound combined.
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Figure7.8. Weekend mode share on Wainuiomata Hill screenline, inbound and outbound combined.
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Mungavin Avenue 5%use the buson weekdays

Between 8am and 9am and from 3pm to 6pm, around 2000 people travel along Mungavin
Avenue with 95% by car(Figure7.9). PT volumes are highest between 3pm and 5pm due to
children travelling back from school by bus

Compared to other locations within the Wellington Region, therditde peak/off-peak
variation in numbers travelling bybus,which could indicatethat discretionary non
commuter trips account for the majority of PT trips along the corridor

Weekend tweway volumes peak at around 2,000 people per hour, with PT mode share
around 2 or 3%{Figure7.10).
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Figure7.9. Weekday mode share on Mungavin Avenue, inbound and outbound combined.
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Figure7.10. Weekend mode share olMungavin Avenuginbound and outbound combined.

2,500

2,000

0 I I | | ‘ ‘ | ‘ ‘ ‘ ‘ ‘ ‘ |

0600 0700 0800 0900 1000 1100 1200 1300 1400 1500 1600 1700 1800 1900

1,5

8

1,0

8

5

5]

ECar MPT M Cycle

Titahi Bay Road:5% by bus on weekdays

Similar tothe Mungavin Avenue corridothe Titahi Bay Road corridor hasvo-way volumes
of 2100to 2300 people per hour on between 8am and 9am and 3pm to Gpmweekdays
dropping to around 150(er hourbetween 10am and 2pniFigure?7.11).

Two-way volumes of over 2000 people per hours between 10am and 5pm show that the
number of people travelling along the corridor at weekends is around 30% higher than during
the weekday offpeak and only marginally lower than the weekday peak peribiyure7.12).
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Figure7.11. Weekday mode share on Titahi B&oad inbound and outbound combined.

2,500

0e00 0700 0800 090 1000 1100 1200 1300 1400 1500 1600 1700 1800 1900

2,0

]

1,5

3

1,0

8

5

8

ECar MPT MCycle

Figure7.12. Weekend mode share on Titahi Bay Road, inbound and outbound combined.
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Upper Hutt to Lower Hutt: public transport mode share 0of20% during peaks but less than
5% at other times

About8000 peoplecross the Upper HutlLower Hutt corridor (both directionspetween 7am
and 8am, with around 20% doing so Ipublic transport (Figure7.13). The majority of those
are by rail.Rail accounts for a significant proportion of commuter tripsetween Hutt Valley
and Wellington Citybut mosttrips on this corridorwithin Hutt Valleyare by car.

At weekends, 6000 peopleger hourtravel along the corridor between 11am and 4pm, with
95% travelling by cafFigure7.14).
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Figure7.13. Weekday mode share between Upper Hutt and Lower Hutt, inbound and outbound
combined.
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Figure7.14. Weelend mode share between Uppétutt and Lower Hutt inbound andoutbound
combined.
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Remutaka Hill: half travel by rail in the AM peak

In the AM peak, 50% of people travelling between Upper Hutt and Wairarbpth(directions
combined) travel by train(Figure7.15). In the peak direction into Wellington, the rail mode
share is nearer 70%®uring the offpeak, around 600 peopleer hourcross Remutaka Hill
nearly allby car.

At the weekend, between 1000 and 1200 people cross Remutaka Hill by car eacltimisris
40% higher than during a typical weekday gfieak period due to higher traffic volumefor
recreationaltrips and higher vehicle occupancfFigure7.16).
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Figure7.15. Weekday mode share on Remutaka Hill, inbound and outbound combined.
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Figure7.16. Weekend mode sharen Remutaka Hillinbound and outbound combined.
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Key insights andconsiderations for RLTP 2027
The key insights are as follows:

1 Freight trends reflect economic activity . Heavy vehicle volumes closelyack
regional GDPhighlighting > J = Avta@bldikenabling and reflecting economic
growth.

1 Road freight is increasing. Overthe last13years heavy vehicle numbersn State
Highways 1 and 2 havesen by around 3@o, drivenby population growth, economic
growth and increasinge-commerce

1 Most freight moves by road. Road remains the dominant freight modeespecially for
shorter journeys within the regionNationally, 93% of freight is moved by road, and
only 5% by rail and 2% by coastal shipping

1 HCVsaccount for 30% of transport generated emissions. HCVs are estimated to
account for5% of regional VKT but around 30% of regional transport generated
emissions

1 Inward rail freight dominates . The majority of rail freight into Wellington comes from
L @= + 9 PAthanfanui region, with less outbound freight moving by rail, reflecting
the dominanceof log exports.

1 Freight reliability is an issue . Extreme weather eventgoad and rail network
vulnerabilities, and urban congestion affedhe resilience andpredictability of freight
journeys, especially during commuter peaks and on kgych points like Remutaka
Hiland& A? @09 Q p 9L R@9M

1 Data gaps persist Freight data is limited and fragmentedkeysources such as FIGS
and ERoad provideonly apartial view, and there has been no updated regional
freight study since 2017/2018.

The key considerationgor the RLTRare as follows:

1 Reducingenvironmental impact. Heavy commercial vehicles contributsignificantly
towards regional transport generated emissiong transition tolower emission freight
will require longterm planning across modes, vehicle technologies, and energy
systemsbut could deliver significant environmental benefits

1 Improving travel time variability . Congestionin the Wellirgton urban area affects
access to ferryerminals and inter-regional freight movements WhileTransmission
Gully has improved reliability on SH1, travel timasong the SH2 corridor remain
variable and improvementsvould benefit freight

f Improving rail integration and mode share 0 9 ADAK K@9J= G> >J=A?@
remains low and has declined further in recent yeal®wever itcontributesto a
significant proportion of exportdfrom CentrePortand there are potential
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opportunities to increase the rail mode shar® maximise efficient of the transport
network.

1 Better information . Improving freight datacould contribute to a more coordinated
strategic approach across the lower North Island and beyottdwould enable more
coordinated planning and help align investment with future freight demand and
sustainability goals.

Purpose and scope

This chapter explores current patterns and trends in freight within the Wellington Region.

Although the focus is on freight by land transpodtroad and rails>J =A? @L L @J GM? @ L
ports (both coastal shipping and international shipping} also of relevance, given its

connections with land transport but is beyond the scope of this report.

"EHGJL9F; = G> >J=A?@L AF 5=DDAF?LGFAK =

Freight isa key component oeconomic activity in the Wellington Region, supporting

businesses, supply chains, and trade flows acrdbs nation and internationallyy, 2 @= J =72 AC
strategic locationat the bottom of the North Island F< AF; DM<AF? GF= G> L C
urban areas, makes it a key freightb, with major freight flows moving nortksouth via State

Highway 1 an@, rail, the Cook Strait ferry networkand international air and sea freight.

The ANZ Heavy Traffic Ind&xwhich tracks heavy and light traffic flows as a proxy for
economic activity, reveals a strong correlation between heavy vehicle numbers and GDP
growth at the national level. This highlights the interdependence of freight movement and
economic performance. Rising freight volumes in Wellington region indicate increasing
economic activity. Conversely, disruptions to freight networks can have immediate economic
consequences.

5=DDAF ? L Gifteh$lve sedtersAifc@ding manufacturing, logistics, forestry, and
agriculture, rely on efficient and reliable transport infrastructure. CentrePort Wellington is an
AEHGJLO9FL H9JL396x L @= -sh@yéE s @dkekport connectivity as

is Wellington Airport.

Overview of freight in the region

In 2024, Wellington Region received 3@60tonnes of freight by rail and 23800tonnes by
international sea freight?® Freight tonnage by road is harder to estimate, but its importance is
indicated by a daily average of 2,900 heavy vehicles per day at the Ngauranga Interchange
(State Highway 1 and 2, both directions combined), equating to 3.4% of all vehicles at that

24 hitps://www.anz.co.nz/aboutus/economic-markets-research/truckometer/The index is based on flows of heavy vehicles weighing
more than 3.5 tonnes.

25 Ministry of Transport Freight Information Gathering System (FIGS)s://www.transport.govt.nz/statistics-and-insights/freight-and-
logistics/trade-trends/
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location. Nationally, more than 90% of freight is estimated to be moved by trucisth the
remaining 7% moved by rail and coastal shippirif).

The main commodities moved by freight in the region are agricultural products, logs,
manufactured goods, and consumer goods.

1 Logging and forestry traffic is significant along SH2 and SH58, contributing to
CentrePort and Napier Port trade volumes.

1 E-commerce activity has grown in recent years, contributing to commercial vehicles
on urban streets that were designed before that type of activity.

Key freight corridors and modes

2@= J=?AGFAK KL9L= @A?2@09Q F=LOGJC O1&phil 1&T7J
J=?2AGFAK J G9 <.Healreight @affic cohcrirated @langg the SH1 corriddrom
Palmerston NorthLevinWellington to the Cook Strait ferrieswith logging and agricultural
>J=A?@L HIJGEAF=FL GF 1&lI'J]l OAL@ C=QK >DGOK EGI
to the north.

Heavy vehicle numbers are monitoreak selected sites on local roads around the region.
Numbers are highest near urban centres of Wellington City, Porirua, and Lower IHigt(e
8.1) on the State Highway network

Many of the heavy vehicles within those urban centres are busearticularly Wellington City

- but the geographical pattern also reveals high numbers of heavy vehicles at Waione Street,
Lower Hutt, which represents freight volumes to and from the nearby Seaview industrial area
and port.

26 Deloitte (2022).New Zealand Ports and Freight Yearbook 202ps://www.deloitte.com/content/dam/assets-
shared/docs/industries/governmentpublic-services/2023/nzen-ports-and-freight-yearbook-2022.pdf
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Figure8.1. Heavy vehicls (HCVand buseg on local roadsd number and percentage of all vehicles.

Palmerston North, although outside the Wellington Region, functions as the primary logistics

hub for the lower North Island, linking Wellington Region with Taranaki, Hawkes Bay, and
GL@=J H9JLK G> L @= , GJ-PodservEsanBjer gnpdsexpdrD AF 2 L GF A |
gateway, handling containerised and bulk freight movements. The significance of Palmerston

North for road freight is emphasised in thehartbelownK @GOAF? | >D==LA JG9<
the Wellington Region from regions further north, as mrded in TonTom vehicle trip data

(Figure8.2). The flows from Manawatu/Whanganui, mostly from Palmerston North, are larger

into every part of the Wellington Region thdtows from either Taranaki or Hawkes Bay.
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