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Current Issues and Actions 

Wellington City Council

Wellington City Council has a Walking Policy1 and a Cycling Policy2 
prepared in accordance with the city’s 2006 Transport Strategy.  The 
‘strategic intent’ of the walking policy is, “To develop Wellington as a city 
where walking is considered to be a safe and convenient choice for all or 
part of every trip.”  The ‘strategic intent’ of the cycling policy is, “To make 
cycling safer and more convenient for those who choose to cycle.”  Both 
documents set out a series of objectives, policies and actions with an 
explanation of the rationale behind these.

Each of the policy documents includes a draft implementation 
programme setting out the proposed actions, timing and cost.  From 
this action list the Council has assigned priorities and each year officers 
will seek funding to implement the actions based on these priorities.

Generally funding will come from three budgets; two of these 
budgets have gone through the LTCCP consultation process -cycling 
implementation ($225,000 / year for the next 10 years), and walking 
implementation ($400,000 / year for the next 10 years).  The third 
budget, which is in response to submissions on the draft LTCCP, is the 
additional funding for strategic combined walking and cycling projects 
($250,000 in 2009-2010 and $500,000/year for the following nine 
years), which was approved by the Council in June 20093.

In announcing this additional funding, the Council specifically referred 
to the Great Harbour Way as one of three projects that would be targeted 
as strategic combined walking and cycling projects.

Similarly to Greater Regional Council’s cycling policy document, 
Wellington City’s Cycling Policy includes reference to the Great Harbour 
Way, noting that it supports the concept as an important regional 
connection but noting that its development would be “challenging and 
expensive.”  Together with several other key cycling initiatives described, 
the document notes that they should be seen as “regional projects 
and responsibility for their development lying with all the national and 
regional authorities rather than just Wellington City Council.”  While the 
Great Harbour Way is however not specifically identified in the Draft 
Implementation Programme of either the Cycling or the Walking Policy 
documents, the additional strategic funding changes the situation.

Between Oriental Bay and Miramar there is a mixture of facilities for 
cyclists. Between the intersection of Oriental Pde/ Carlton Gore Road 
and Greta Point there are on-road kerbside cycle lanes and a dedicated 
footpath for pedestrians on the seaward side only. From Greta Point to 
the Miramar cutting there is a footpath on one side of the road and a 
shared footpath/cycleway on the opposite (seaward) side. There is also 
a shared path along the Wellington Waterfront, although with the 
increasing level of use along the waterfront, Wellington Waterfront 
is investigating an alternative route for cyclists in some sections, 
particularly at pinch points such as at Shed 5 / Queens Wharf area.
1  Walking Policy, Wellington City Council, November 2008.

2  Cycling Policy, Wellington City Council, November 2008.
3  Pers comm. Paul Barker, WCC

The Oriental Bay promenade until a few years ago had a white line 
delineating pedestrians only on one side and a shared pedestrian/cycle 
route on the other.  However, Council deemed that this was ineffective 
and the line was not reinstated following the upgrade works in Oriental 
Bay.

There is no footpath around the Miramar Peninsula and WCC do not 
see the need to provide one4.  Instead, given the low traffic volumes 
and winding nature of the route, vehicular traffic could be calmed by 
a reduced speed limit or by other physical traffic calming measures.  
Apart from Cobham Drive, the vehicle speed limit is 50kmph from the 
Interislander Ferry Terminal around the Miramar Peninsula and around 
the South Coast. 

Wellington City Council has recently completed a seaward side footpath 
from the eastern end of Lyall Bay Parade to Owhiro Bay. Consideration 
was given to widening parts of this footpath to accommodate cycling 
however they considered it not appropriate as they couldn’t justify 
widening the existing section of footpath through difficult narrow 
section like east of Houghton Bay.

There are some particularly difficult sections of the proposed GHW 
route in Wellington City.  Some situations are complex and expensive to 
resolve (eg. Aotea and Waterloo Quays, Thorndon Quay, Kaiwharawhara 
– Interislander Ferry Terminal, SH2).  WCC staff have investigated several 
options and solutions in association with road upgrades, some of which 
will be short to medium term whereas others will only be able to be 
implemented in part or in stages and over a fairly long time frame.

Achieving the goal of locating the GHW along the coastal edge in this 
part of the city increases the complexity and cost. While it is appropriate 
for the GHW to have this as a long term aim, WCC officers believe that 
given the complexity and high costs involved the GHW is likely to remain 
on the Hutt Road and Thorndon Quay for quite some time (i.e. beyond 
10 years).

The Aotea and Waterloo Quays road upgrade work is proposed to be 
implemented in stages with the first stage from Wellington Railway 
Station to the north end of Waterloo being implemented over the next 
three years.  Extensions beyond this along Aotea Quay are programmed 
in the 7-8 years following.  The aim of the Aotea and Waterloo Quays 
work is to create a quality and welcoming gateway to the city, and to 
provide a greatly improved route for visitors off cruise ships and people 
using the Interislander Ferry service, and to improve access to the port

The work will involve removal of sections of rail siding, changes to 
the carriageway, new footpaths and tree planting.  The GHW could be 
incorporated in this work and while the route would not be along the 
coastal edge it could be located on the seaward side of the quays by 
increasing the width of the proposed footpath along this edge.

The route through the Interislander Terminal and marshalling area also 
poses significant difficulties.  One solution could be to use the columns 
and superstructure of the elevated motorway to suspend a new structure 
that would enable cyclists and pedestrians to cross from Hutt Road to 
the proposed new works on Aotea Quay.
4  Pers comm. Paul Barker, WCC

Thorndon Quay is another problem area, especially in terms of accidents 
to cyclists, which is also a problem along the Hutt Road between Ngaio 
Gorge (Spotlight) and Rangiora Avenue (Placemakers).  There is no cycle 
lane in Thorndon Quay and most of the crashes are caused by vehicles 
not being aware of cycle traffic when turning into angle parks.  The 
Council are considering ways to reduce crashes, particularly in the 
commuter peak period 7.00-9.00am.

One of the issues manifest around the Miramar Peninsula and the 
South Coast, where much of coastal platform is narrow and residential 
properties have limited areas for parking, is vehicles, trailers and boats 
parked informally along the coastal edge.  In places the Council has 
placed bollards along the edge to prevent parking but to restrict parking 
along this edge would require a bylaw, which is a formal process, 
requiring public consultation.  Given the restricted space along much 
of the South Coast and Miramar Peninsula such measures will generate 
widespread public debate.  Unlike the Hutt City Eastern Bays Residents 
associations (who also have an umbrella group to co-ordinate collective 
responses to the coastal road design issues), the Wellington coastal 
residents associations do not have the same level of co-ordination when 
responding to particular issues such as traffic speed, parking, footpath 
repairs, etc. Rather it occurs on an individual basis or by a group of 
individuals.

Consideration needs to be given to those that have walked or cycled 
the GHW from the central city to Owhiro Bay to get back to the central 
city. Public transport is available for pedestrians in Island Bay, but cyclist 
would undoubtedly cycle along Happy Valley Road through to Brooklyn 
to complete the circuit.  Work may be needed along this busy, fast 
section of road to make it a more enjoyable experience for cyclists.

As part of its road safety programme WCC works with the NZ Police 
to improve road safety for cyclists.  With support from Penny Farthing 
Cycles and Mud Cycles, WCC has provided discount vouchers to cyclists 
caught riding at night without lights or fluro gear.  Cyclists stopped who 
are infringing are provided with a free light to get home and a discount 
voucher to purchase a proper bicycle light from the two retailers.

Also WCC has just launched a free bells for bikes programme in association 
with Penny Farthing Cycles where they will hand out vouchers for free 
bells which will be provided to those cyclists completing a survey form 
and sending it in to Council with details of age of the rider, address, 
etc.

The provision of bells for bikes raises the issue of ‘cycling etiquette’. The 
significant growth in cycling in Wellington, and if GHW helps to further 
stimulate this growth, is something that will need to be addressed to 
improve both perceived and real safety issues for shared paths. The 
need for education in relation to etiquette is beginning to manifest 
itself elsewhere; for example in New Plymouth where there is conflict 
between cyclists and pedestrians along the city’s award-winning shared 
Coastal Pathway.
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Access to the waters edge at Kumutoto

Seatoun Beach

Sculptures along the route- Waitangi Park Oriental Parade, a wide popular promenade

Taputeranga Marine Reserve, South Coast. Wild coast, Red Rocks.
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Several initiatives already implemented, underway and planned by HCC 
feed directly into the GHW concept.  Not only are these initiatives aligned 
with the GHW concept, but they also provide an excellent template that 
could be used elsewhere.

HCC prepared a cycling strategy first in 1991 but as the uptake to 
cycling was low, little on the ground progress was made until 2006 
when the Council finalised the current Cycling Strategy5.  In 2008 the 
Council engaged consultants GHD to review the strategy to provide an 
implementation plan for the cycling network.

GHD’S implementation report6 provides a priority ranking, together 
with a rough order of costs for developing the cycle network in Hutt 
City.  In preparing this report, GHD reviewed the previous 1991 and 
1998 cycling strategies and implementation plans, and also the 2004 
Regional Cycling Strategy prepared by Wellington Regional Council.

The report looks at the needs of cyclists, the facilities required and the 
deficiencies that exist, and sets out the priorities for the physical works 
and budget estimates to achieve the cycling network.  The Eastern 
Bays Shared Cycle Path is ranked fairly high in priority as is the Petone 
Esplanade.  To implement the Eastern Bays Shared Cycle Path, the 
Council in its LTCCP has allocated substantial funding over the next 10 
years.  This funding is supplemented by a NZTA subsidy of 58%.  

The Council has been progressively upgrading and improving pedestrian 
and cycle access and routes along Marine Drive around the eastern bays.  
It is a shared route and in many places the coastal platform is extremely 
narrow, which places significant constraints on developing solutions 
to accommodate pedestrians and cyclists.  In addition, often these 
solutions are generally costly to implement.  For most stretches along 
Marine Drive, it is not simply a matter of forming a new pathway but it 
first requires construction of a new sea wall in order to enable widening 
of the corridor on which a new shared pathway can be built.

Each community in the eastern bays has a residents group who take a 
keen interest in the provision of safe pedestrian and cycle access along 
Marine Drive and the eastern bays.  These groups are widely consulted 
by HCC staff when developing plans and priorities as is the Eastbourne 
Community Board, which acts as an umbrella group for the various 
residents associations.

HCC’s approach to the Marine Drive work, which was developed after 
consultation with the community, is an incremental one where they have 
been working progressively around the eastern bays to improve access 
and safety as opposed to focusing just on priority areas.  The rationale 
behind this approach is that often when the focus is on priority areas, 
these areas are fixed but those areas not deemed priority often fail to 
get attended to.  Given the extent and costs involved in implementation 
and that any upgrading will remain in place for many decades, this 
systematic approach to implementation definitely has merit.

5  Hutt City Cycling Strategy, Hutt City Council, 2006 

6  Report on Hutt City Cycle Strategy: Implementation Plan, GHD, July 2008

The Council’s approach to the eastern bays was to commission urban 
designer Graeme McIndoe in 1998, and to establish the ‘Eastern Bays 
Marine Drive Steering Group’ to develop a design guide for Marine 
Drive.  The steering group consists of representatives from each of 
the residents associations from the various bays together with other 
interest groups (eg. The East Harbour Environmental Association and 
the Eastbourne Community Board). The Steering Group meets annually 
to establish priorities and develop design solutions for each stage of 
this ongoing project.  The design guide7 was commissioned because it 
was considered that eastern bays Marine Drive “deserves special care 
in design because of the valued quality of the bays that it links, and its 
significance as an access route”.  The guide focuses on the “design of 
sea edge, specifically the sea wall, walkway and associated elements, 
including lighting, between Port Road and Browns Point (Windy Point).  
Its scope includes the design of the elements and landscape located 
on both sides of Marine Drive.”

The guide sets out a series of design principles described in words and 
diagrams and then focuses on specific elements – the sea wall, footpath, 
lighting, planting, and street furniture.  It concludes with comments 
on specific locations along the route.  The Council has allocated funds 
in its LTCCP to progressively tackle stretches of the route, engaging 
Graeme McIndoe to prepare developed design solutions for specific 
sections, which have then been subsequently engineered and detailed 
by consultants GHD.

The sea wall design (a double cantilever curve wall), has been 
particularly successful in the areas where it has been used (eg York 
Bay).  It provides an elegant solution to dissipating sea and wave 
action while extending the road platform width to accommodate a 
shared walkway and cycleway.   The cost is high, at around $3000 per 
lineal metre.

The Council has developed concept plans for a 400m section of 
Marine Drive between Days Bay and Windy Point where a 3.0m wide 
‘recreational promenade’ along the seaward edge is proposed at a cost 
of $1.5M.  A new sea wall will be constructed to accommodate the 
increased width required for the promenade, which is proposed to be 
essentially at road level.  It will be elevated nominally above the road 
with a kerb and channel, a safety barrier comprising stanchions and 
tensioned stainless steel wires, and two sets of steps to provide beach 
access. There is no budget allocation in the current 10 year LTCCP for 
this stage of the project.

In addition to this work, the Council have recently engaged GHD to 
update the costs for the remainder of the Marine Drive works from 
Seaview to Days Bay.

Traffic speed along Marine Drive is another issue Hutt City Council is 
addressing.  Currently there are both 70km and 50km speed zones 
along different parts of Marine Drive.  Consideration is currently being 
given to reducing the existing 70 km zones to 60 km.
7  Eastern Bays Marine Drive Design Guide, prepared with the Eastern Bays 
Marine Drive Steering Group for Hutt City Council by Graeme McIndoe, October 1998.

Another Hutt City Council initiative, in conjunction with NZTA, is the 
proposed 3.0m wide shared walkway and cycleway at Petone.  This 
will enable walkers and cyclists to cross from the Petone foreshore via 
a pedestrian and cycle bridge south of the Petone vehicle overbridges 
that provide access to and egress from SH2.  This work is regarded as an 
interim measure in the Council’s ‘Beach to Bush’ project and is scheduled 
for construction in 2009.

The Hutt River Trail has been a long running project under the direction 
and coordination of Greater Wellington Regional Council and involving 
Hutt City and Upper Hutt City Councils, together with Rotary Club of 
Hutt City who have had a pivotal, ‘hands on’ role in the development of 
the trail.  The River Trail is a walking and cycling route that ties in well 
with the GHW concept; the two trails link at Seaview on the eastern 
side of the Hutt River.  

The Hutt River Trail is a metalled surface that caters for both walkers 
and cyclists.  However, teh sealing with asphalt of a 1.2 km section of 
trail along the crest of the eastern stop bank from the Ava Rail Bridge 
to the Estuary Bridge resulted in a four-fold increase in use.  Long-term, 
Hutt City Council staff envisage that the Hutt River Trail would comprise 
two separate tracks, one metalled and one sealed. 

The section of the GHW at Seaview where it passes along the eastern 
side of the Hutt River is of low quality, partly because of the adjoining 
‘industrial’ type activities but also because of the demolition building 
materials that have been used to reinforce the river edge.  While this 
section of the proposed GHW route is already used by cyclists and 
pedestrians, and there is adequate space to enhance it by providing 
a properly formed surface and introducing areas of tree planting, the 
visual impact of the rubble used along the river edge creates a somewhat 
neglected and derelict appearance.

Conversely, the Hikoikoi Reserve located on the opposite (western) 
side of the Hutt River mouth has a totally different character.  While 
a dredging operation is located at the tip of the river mouth, it is 
contained and separated from the rest of the area which has been 
transformed by Hutt City over the past 20 years.  Formerly, it was largely 
a neglected and uninviting stretch of coast but today it comprises areas 
of extensive native tree and shrub plantings, large areas of open grass, 
dune restoration and walkway links.

The eastern (Seaview) side of the river mouth needs a similar focus and 
commitment.  While the landscape treatment would be different to 
what has been achieved at Hikoikoi, it could incrementally, over time, 
be vastly improved.  

H
u

tt
 C

it
y 

C
o

u
n

ci
l

Hutt City Council
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The Council has embarked on a ‘visioning’ exercise for Seaview, 
‘Vision Seaview Gracefield 2030’.  The project scope includes potential 
enhancement of the pedestrian and cycle paths in the area and 
connections with other paths such as the GHW.  As Seaview is 
placed between Petone and Eastbourne, it has an important role to 
play, not just functionally but also aesthetically. The Vision project is 
expected to be completed by March/April 2010.”

Waiwhetu Stream discharges into the mouth of the Hutt River at 
Seaview and potentially there could be a link from the GHW along 
Waiwhetu Stream.  GWRC currently has a significant rehabilitation 
project underway in Waiwhetu Stream, which was once regarded as one 
of the most polluted waterways in New Zealand. 

Waiwhetu Stream is locally significant waterway in terms of its 
association and importance to iwi, as a recreational link, and as a 
waterway. It provides a wealth of interpretation opportunities. H
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New section of sea wall on Marine Parade provides a wide hard shoulderViewing platform on the promenade

Path adjacent to the shore at Petone Entrance to Eastbourne
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Greater Wellington Regional Council
GWRC, through its Regional Land Transport Strategy (RLTS) and its Long 
Term Community Plan (LTCCP), encourages people to use active modes 
of walking, running or cycling for trips less than 2 km. 

The vision for walking and cycling in the Regional Land Transport Strategy 
(RLTS) 2007 – 2016, is: 

“People will generally walk or cycle for short and medium length trips.  
Pedestrian and cycling networks will be convenient, safe and pleasant to use.” 

Walking is the appropriate mode for short (2km and less) local trips and 
for connections between modes and at either end of longer journeys by 
other modes.  
 
The appropriate role for cycling is the safe and efficient movement of 
people between many origins and many destinations, over short to 
medium distances, as an alternative to private cars8. 

In 2008 the Council adopted two plans that are very relevant to the GHW 
– the Regional Walking Plan and the Regional Cycling Plan9.  These plans 
seek to achieve increases in total walking and cycling trip numbers in 
the region across all trip purposes.  This is in line with the New Zealand 
Transport Strategy 2008

Both plans set out the responsibilities of the various agencies – 
GWRC, the territorial authorities and NZTA, and outlines the roles 
and involvement of the various advocacy groups.  Each plan outlines 
respective action programmes setting out responsibilities, timing, cost, 
funding and targets.

The Regional Cycling Plan has a specific section on the GHW noting 
the Regional Council’s support for the concept and highlighting the 
significant gap in the route between Petone and Ngauranga.10

One of the Regional Council’s goals in relation to cycling is to decrease 
the number of cycling accidents.  Since 2003 the number of accidents 
has increased, with two thirds of cycling accidents caused by vehicles 
and one third by cyclists themselves 11.  A recent report notes that there 
has been a significant increase in the numbers of cyclists hospitalised as 
a result of accidents and that cyclists are disproportionately represented 
in the numbers admitted to hospital because of accidents. 

The Wellington region, has one of the highest pedestrian crash casualty 
rates in New Zealand (13% in 2003), which is not surprising given the 
high percentage of pedestrians in the region who walk to work.12

The increase in cycling in the region since 1986 has also meant that there 
has been a steadily increasing number of cyclists overall.  Wellington is 
8   The Wellington Regional Transport Strategy 2007-2016, Greater Wellington  
 Regional Council, 

9  Regional Walking Plan, Greater Wellington Regional Council, November 2008;  
 Regional Cycling Plan, Greater Wellington Regional Council, December 2008.

10  Page 5, Regional Cycling Plan, Greater Wellington Regional Council, December  
 2008.
11 pers comm, Simon Kennett, GWRC
12  Page 16, Regional Road safety Strategy, Greater Wellington Regional Council,  
 September 2004.

the only region in New Zealand where cycle commuting has increased 
over the last 20 years.  Based on census data since 1986, the Dunedin 
region also recorded growth in cycling, but over the past two census 
periods cycling in the Wellington region has continued to grow while 
Dunedin remained static and more recently it has declined.  In the other 
regions cycle commuting has declined over the same 20 year period.  
Recreational cycling has however boomed in New Zealand overall.

While several reasons have been put forward as to why this has occurred, 
it cannot be put down to one specific reason or even a collection of 
factors; some of the reasons speculated are Wellington’s climate, the 
attraction of the waterfront development, or the fact that the Wellington 
region has the lowest level of car ownership in the country and it is the 
region with the highest level of public transport use.  The suitability of 
mountain bike technology versus the traditional bicycle has also helped 
drive this increase.

The Regional Council conducts regular surveys of travel behaviour to 
monitor progress towards achieving the identified targets.  A benchmark 
survey was conducted in 2001, “that indicated that 44% of people made 
trips of less than one kilometre by way of walking or cycling and 33% 
made trips made trips of between one and two kilometres by the same 
modes.”13

Surveys were conducted in 2004 and 2006 and an update survey was 
conducted in 2009.  The 2004 and 2006 surveys revealed the following:

“(a) In both surveys, just under 40% of Greater Wellington residents 
16+ years of age made a short trip up to one kilometre in an “average 
24-hour day” during the survey period.  74% of the trips made by these 
residents were by active mode (i.e. walking or cycling), with this result 
being identical in 2004 and 2006.

(b) In 2006, 71% of residents made a short trip between one and two 
kilometres in an ‘average day’ during the same period.  27% of the trips 
made by these respondents were by active mode, up from 19% in 2004.

(c) In the 2006 survey, the ‘net’ result converted to 89% of residents 
who made any short trip up to two kilometres in an ‘average day.’  42% of 
the total short trips made were by active mode.”13

In the latest, 2009 survey an additional objective was added:

“(f) To measure the public’s interest in using a wide and safe, 
shared pathway (for walking, running and cycling) between Petone and 
Wellington.  Two possible options are to be explored: the first involves 
developing the pathway alongside SH2; the second involves a new 
pathway on the seaward side of the railway, protecting users from the 
effects of motorised traffic and rail traffic. “13

While the overall results of the surveys are relevant and provide 
important background to the aims and objectives of GHW, Objective (f) 
is particularly significant.  

13  Short Trip Active Mode Research: 2009 Update Survey, prepared for Greater 
Wellington Regional Council by Patrick Farrell, Peter Glen Research, June 2009.
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Hutt River

Hutt River Trail
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While the latest survey results show an overall decrease of 2% in the 
total number of short trips made by the survey participants, active 
mode travel has continued to increase, especially for trips between 1 
and 2 km.  The survey showed that active mode travel now accounts for 
78% of all trips up to 1km and 47% of trips between 1 and 2 km.

The surveys include information and analysis on the time of day short 
trips are made , purpose of the trip, reasons for not walking or cycling 
for short trips, and details on cycle ownership.  They also include details 
on what would encourage people to walk or cycle short distances and 
factors that make it easier for people to walk or cycle short distances.  
Interestingly, 98% of the weekend cyclists surveyed were mainly 
recreational cyclists, with equal numbers describing themselves as ‘on-
road recreational cyclists’ versus ‘off-road/mountain bikers’.

The results with regard to the Petone to Wellington pathway, and the 
target group, reveal some interesting but not surprising results. The 
survey recorded the four greatest concerns of recent users as:

The pathway surface is uneven (72% consider it a concern)•	

The risk of a flat tyre when cycling (69%)•	

The existing pathway is too narrow (52%)•	

It is currently unsafe or dangerous (22%).”•	

Thirty-five percent of the respondents who had walked or cycled more 
than 2km in the seven days prior to the interview stated that they had 
used the existing pathway between Petone and Wellington seven days 
prior to the survey interview.  Usage was much higher among Lower 
Hutt residents than among people from Wellington, although this could 
be attributed to the way the survey sample was selected.

In relation to an alternative pathway, which was described as a ‘wide 
and safe, shared pathway developed as a new pathway on the seaward 
side of the railway line, protected from the effects of motorised traffic 
on State Highway 2 and rail traffic’, 65% indicated they would be likely 
to use this pathway, 43% at least once a month and 13% at least once 
a week.14

The Regional Council is also responsible for the five regional parks, and 
coordinates the development of the Hutt River Trail, which has steadily 
grown in extent and popularity over the past decade.  There is a direct 
link to the Hutt River Trail from the GHW at Seaview.

The Hutt City Council and NZTA proposals for the redevelopment of the 
interchange near Cornish Street, Korokoro, to provide pedestrian and 
cycle access over the busy SH2 on and off ramps to the foreshore will 
also assist in realising the proposed recreational link from the coast 
to Belmont Regional Park.  Belmont Regional Park offers an extensive 
network of walking and cycle trails.  East Harbour Regional Park also has 
a network of walking tracks and there are also sections in the southern 
part of the Park available to mountain bikers. Great Harbour Way, while 
a route in its own right, provides opportunities to link several of these 
regional recreation areas.

14  Page 20, ibid

Hutt River Trail
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East by West Ferries
The harbour ferry service run by East by West has an important and key 
role to play in the GHW concept.  It provides opportunities for people 
wanting to enjoy the GHW to customise their trips and include ‘loops’  
and sections of the route to be by-passed or avoided.  

Ferry services on the harbour have operated in the past but East by 
West has operated for 20 years and grown from strength to strength 
with new routes and services introduced. Often the introduction of new 
routes and services have been trialled over a specific period in order to 
assess potential and economic viability.

Based at Queens Wharf in the new Kumutoto development, East by 
West currently operates two boats, each with a crew of two, with the 
service running, weather permitting, seven days a week.  One boat 
can accommodate 91 passengers and the second, newer boat, 99 
passengers.

The second boat was purpose-built for the harbour service and there are 
plans to add a third ferry to the fleet in the short to medium term, which 
would further develop the Seatoun service and add further sailings to 
Days Bay.

During weekdays, the service has a pool of around 200 commuters daily 
in winter and 230-240 commuters in summer.  On each journey there 
are usually 2-3 people with bikes, often more.  Commuters with bikes 
have to load and unload their bikes on the ferries, often assisted by the 
crew.  However, some passengers with bikes who are unfamiliar with 
protocols of loading and unloading, find that getting their bikes on and 
off is not straightforward, especially if the rear gangway is not down.

East by West proposes to refurbish the back rails of the boat to better 
accommodate bike racks, enabling 4-6 bikes to be accommodated on 
each boat.  East by West are supportive of the GHW concept and would 
be prepared to look at ways the service could be improved to cater for 
cyclists who decide to incorporate a ferry journey in their route.

Currently the service includes Days Bay, Matiu / Somes Island and 
Seatoun.  With support from Hutt City Council, East by West ran a 
six month trial stopping at Petone Wharf.  While there were inherent 
difficulties servicing Petone, long term the company is still keeping its 
options open to reinstigate sailings as demand warrants.

Eastbourne is another destination that East by West would like to add 
to their service.  Unfortunately, the water is too shallow at Eastbourne 
Wharf and a report that investigated dredging options or construction of 
a finger from the wharf to enable the ferries to berth, ruled Eastbourne 
out, primarily because of the cost of implementing such measures.  

What the ferry service lacks are shelters for passengers at each 
destination; the small ‘bus shelter’ at Days Bay built by GWRC has 

proven to be a success.  Ideally, purpose-built shelters and facilities are 
required at all points where passengers embark/disembark. 

The ferry service and the GHW concept could mutually benefit and 
support each other in several ways.  As the GHW concept gains 
momentum, East by West need to be kept in the loop to explore ways 
that these mutual benefits can be achieved.
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Other Public Transport
Public rail and bus services in the Wellington region are co-ordinated 
through the Metlink network, which is funded by GWRC. The Wellington 
Regional Land Transport Strategy (RLTS) 2007-2016 has been prepared 
by GWRC, and describes the land transport needs of the region and how 
those needs are to be met. It covers roading, public transport, freight 
transport, cycling and walking.

Trains

Public train services are managed by Tranz Metro, the train operator 
co-ordinated through Metlink.  Tranz Metro currently provides train 
services on five lines: Johnsonville, Paraparaumu, Melling, Wairarapa 
and the Hutt Valley. These services all have different timetables, which 
approximately run every half an hour to hour, and more frequently 
during peaks times (peak hours are approximately 6-9am; 4-6pm week 
days).  

From July 2008, Metlink has been trialling ‘Freewheeling on the train 
a promotion which allows passengers to transport their bikes for free 
on all lines, in an attempt to promote more sustainable transportation 
behaviours.  Metlink has no plans to end this promotion.  Prior to this 
trial, passengers typically had to pay the equivalent of an additional fare 
to transport a bicycle on the train. Bicycles are not permitted on special 
services such as the extra trains which run when sports games are on at 
the Westpac Trust Stadium.

The biggest issue during the trial has been the inadequate capacity to 
meet demand. Carriages are always arranged in pairs (a two car set), 
and for every two car set there is only one baggage compartment for 
storing bicycles. Tranz Metro currently runs two types of electric trains 
and each baggage compartment can hold a maximum of two bicycles. 
During off- peak times, or on secondary lines (i.e. Melling Line), a train 
may only consist of one or two baggage compartments – hence a 
maximum capacity of 2-4 bicycles. The diesel-powered Wairarapa trains 
have additional storage capacity in baggage compartments for up to 5 
bicycles.  

Seven new two-car electric trains, in additional to the 48 trains currently 
on order will be added to the Tranz Metro fleet in the next few years.  
The capacity of these new trains to carry bicycles is not clear and will be 
set by Metlink based on how many can be safely transported without 
blocking access through the cars. In the new trains, the available space 
for bicycle storage will be shared between luggage, push-chairs and 
wheelchair users.  

A further issue is that there is no booking system for taking bicycles 
on the trains. Often, there may only be capacity for a few bicycles on a 
train so half a family or group has to wait for the next train. It has also 
been observed that there is higher demand for using the train service 
to transport bicycles out of the city, as opposed to bringing one into 
the city.  A survey of passengers using this service has been undertaken 
recently by Metlink and results will be made publicly available in August 
2009. 

Safe storage of bicycles is another issue. People generally do not like to 
leave bicycles at train stations as they are not perceived as providing 
a safe, secure storage facility; and the provision of such storage is 
somewhat limited or problematic to use.  GWRC has installed 74 bike 
lockers throughout the region – which can hold a total of 132 bikes. 
At this stage there are no plans to install more lockers. To complicate 
things, these lockers are not managed by GWRC, but by a range of 
organisations which include Tranz Metro, local councils, visitor centres 
and Lions Groups.  A charge may be incurred to lease the lockers and at 
some localities, where demand is high, there is a waiting list to secure 
one.  

In addition to bicycle lockers, Metlink have installed 10 bicycle storage 
racks at various locations and Tranz Metro have installed additional racks 
over and above this figure.  There are a mixture of long upright (umbrella 
type), long rack (holds approx 6-8) and short racks (hold 4 bikes).  Lockers 
are preferred because of enhanced security but they are more expensive 
to buy and maintain. There are plans to install additional rack storage 
systems.

Buses

There are currently no provisions for the transportation of bicycles on 
any of the Tranz Metro public bus services.  


