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Abstract 
 

Climate change is going to negatively impact every person on the planet. There are several 

international agreements which aim to mitigate climate change; the most significant of these 

is the Kyoto Protocol, under which NZ appears in line with suggested emissions reduction 

targets. However, some believe these targets are too conservative and that climate change 

will continue to escalate unless drastic measures are taken. NZ was discovered to be a 

significant contributor to global greenhouse gas emissions, and a major portion of those 

emissions arose from the transport sector. Emissions from the transport sector have been 

shown to be highly amenable to modification, and therefore a key target for policy. There are 

specific health benefits associated with reducing climate change via active transport policies 

such as implementing cycleways, but while Wellington Regional and City councils show a 

strong support for mode shift, there is a relative lack of action. 

 

The proposed Island Bay to City Cycleway in Wellington has been contentious, especially with 

regards to the second stage which passes through Newtown; many Newtown business owners 

signed a petition against it. We performed a case study on the perceptions of the Newtown 

business owners towards the Southern Suburbs to CBD Cycleway. We interviewed business 

owners until saturation, and performed qualitative analysis to elicit key themes. Cyclists’ 

safety, the negative impact on business, and uncertainty of uptake were major themes. 

Literature suggests that a cycleway is in fact likely to increase safety, either improve or have 

no negative effect on businesses, and dramatically increase cycling uptake in the area. 

Another more general theme was information disparity. It became evident that the underlying 

cause of the opposition by business owners was inadequate communication between policy 

makers and stakeholders. Improving communication is key to progress in implementing such 

climate change-mitigating policies. 
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1 Chapter 1: Climate Change 
 

Climate change is arguably the most significant health threat to face the world in the 21st 

century (1). Climate change already accounts for a significant proportion of disease; in 2005 

the World Health Organization (WHO) estimated that the changes in climate over the previous 

30 years had directly accounted for more than 150,000 deaths. Most of these deaths have 

occurred in developing countries (2). People in the poorest countries, who incidentally have 

contributed the least to greenhouse gas production, will experience the worst effects (3). 

 

Current international models used by the WHO estimate that climate change-associated 

mortality and morbidity will double by 2030 (2). Negative health effects are expected as a 

result of changes in temperature, precipitation, soil moisture and sea level (4). Direct effects 

on health include those as a result of increased extreme climatic events, such as droughts and 

flooding. There are also many indirect effects that implicate global health, through changes to 

food and water availability, land availability, population displacement/migration, national 

stability and geography of disease distribution. Many vector-borne diseases, including malaria 

and dengue fever, have been shown to have alterations in their area of viability due to 

temperature changes (5,6). 

 

Despite the significance of this issue, it appears that the global community has been slow to 

respond. The United Nations Environment Programme and the World Meteorological 

Organisation set up the Intergovernmental Panel on Climate Change (IPCC) in 1988 (7,8). The 

aim of the IPCC was to provide an objective assessment of current scientific data on climate 

change, with the intent of developing pragmatic response strategies (8). The first assessment 

report of the IPCC confirmed that the build-up of carbon dioxide, methane, 

chlorofluorocarbons and nitrous oxide in the atmosphere had resulted in a global greenhouse 

effect, and had been substantially increased by human activity. The report also predicted that 

the levels of carbon dioxide in the atmosphere would double by 2025-2050, and that there 

would be an associated increase in the average global temperature of 1.5⁰C - 4.5⁰C (9). 

 

This information was instrumental in the formation of the first international agreement on 

greenhouse gas emissions: the 1992 United Nations Framework Convention on Climate 

Change (UNFCCC) (10,11). This agreement recognised the human contribution to climate 

change, and aimed to restrict greenhouse gas emissions to a level that would prevent further 
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anthropogenic1 climate interference (12). This seemed like a lofty goal, and the second IPCC 

assessment report of 1995 suggested that international emissions-reduction targets were 

inadequate under the UNFCCC. The report also showed a continued increase in greenhouse 

gas levels in the atmosphere. It predicted that carbon dioxide emissions would need to drop 

to 1990 levels within 40 years, were carbon levels to remain anywhere close to the levels prior 

to industrialisation (4). As a response to this, the United Nations introduced the Kyoto 

Protocol in 1997, a contract whose purpose was to fortify the UNFCCC (13). 

 

1.1 The Kyoto Protocol 
 

The Kyoto Protocol is a binding international agreement, linked to the UNFCCC, which 

obligates its parties to follow set emission-reduction targets (13,14). The quota of 55 ratified 

nations was reached when Russia signed in late 2004, and the protocol entered into force in 

early 2005. The protocol places more stringent reductions on developed nations, recognising 

their disproportionate contribution to global emissions (14). Two commitment periods were 

outlined in the protocol: the first from 2008 to 2012, and the second from 2013 to 2020. 

During the first commitment period, 37 industrialised nations and various European countries 

agreed to a 5% reduction in greenhouse gas emissions against 1990 levels. During the second 

commitment period a reduction of 18% against 1990 levels was agreed to, however the 

composition of nations in this period was different to the first (13). These targets were 

designed to be met primarily through national reductions.  

 

Alternate pathways to meet targets are also included in the protocol, in the form of three 

market-based mechanisms. The first mechanism, “joint implementation”, allows a 

participating nation to earn emissions-reduction units via investment in an emissions-

reduction scheme in another participating nation. The second mechanism, “clean 

development”, allows a participating nation to earn emissions-reduction units through 

instituting an emission-reduction project in a developing nation. The third mechanism, 

“emissions trading”, allows those nations in emissions-deficit to trade their assigned amount 

of units, or carbon credits, to nations in emissions-surplus (13). 

 

New Zealand (NZ) ratified the Kyoto protocol in 2002, and agreed to an unconditional target of 

a 5% reduction in emissions against 1990 levels, by 2020. During the first commitment period, 

                                                           
1
 Anthropogenic = created by people or caused by human activity 
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NZ's target was to limit emissions to an average of 1990 levels each year (15). NZ’s position 

under the Kyoto Protocol is provisional, awaiting international review by the UNFCCC in late 

2014; however, the Ministry for the Environment anticipates NZ will meets its targets for the 

first commitment period, when carbon removal from land-use reforms and forestry are taken 

into account (16). A surplus of 90.8 million carbon credits is predicted, with a value of 

approximately $27 million dollars (17). 

 

1.2 The New Zealand Context 
 

Although in a carbon credit surplus in 2012, NZ was the fifth highest greenhouse gas emitter 

per capita in the developed world (16). NZ’s greenhouse gas emissions have increased by 25% 

between 1990 and 2012; this also represents one of the largest increases in gross emissions 

among developed nations (1,16). 

 

NZ emissions were confined to four main areas: agriculture, energy, industrial processes, and 

waste. The proportional contribution from each area fluctuates from year to year, however in 

2012 the contributions were 46%, 42%, 7%, and 5% respectively (see Figure 1 below) (16). 

Since 1990, agriculture has, on average, been the most significant source of emissions, 

although its proportional contribution has declined since 1990 (18). This reflects the significant 

increases that have occurred in the energy sector. Energy sector emissions have increased by 

over a third during the 1990 to 2012 period, and levels surpassed those from the agriculture 

sector in 2008 (16). Subsequent to 2008, the energy sector fell behind the agriculture sector 

due to the global recession, favourable milk prices, and investment in renewable energy (18). 

However, the relatively large average increase in emissions from the energy sector suggests 

that it could be a key target for emissions-mitigation schemes. 

 

The two main sources of emissions in the energy sector are road transport, and public 

electricity/heat-production. Road transport is the largest contributor at 38.7%, compared to 

19.6% from public electricity. Although public electricity/heat-production has a significant 

emissions contribution, NZ’s high reliance on renewable energy renders this contribution 

minimal by international standards (18). In contrast to this, NZ has one of the highest rates of 

car ownership among OECD countries, with more than 5 cars per 10 people, 25-30 cars per 

$1000GDP per capita, and one parking space for every two jobs (18,19). 
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Figure 1: New Zealand's greenhouse gas emissions in 2012 (by sector, in million tonnes of CO2 equivalent) (16) 

 

Furthermore, road transport emissions have increased by 68% between 1990 and 2012, 

representing one of the top four contributors to NZ’s increasing total emissions (18). In view 

of this, the road transport sector is arguably the sector in greatest need of greenhouse gas 

mitigation policy in NZ.  
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2 Chapter 2: Health Co-benefits of Mitigating Climate Change 
 

Despite clear evidence of the need to address climate change for long-term international 

health, barriers such as short-term cost and political viability limit the global response to this 

issue. Climate change policy within the transport sector can be made more beneficial and cost 

effective, by including a focus on promotion of active transport. Such policies lead to direct 

short-term improvements in population health, which in turn lead to improved wellbeing, 

workplace productivity, and decreased healthcare costs for the community involved (20). 

Transport policy is made more ‘palatable’ when there are predicted co-benefits for climate 

change and health (21). This offers a strong incentive for the development and application of 

dual-oriented policy. Policies that promote modes of active transport, such as cycling, have 

many direct and indirect effects on health; particularly important are resultant increases in 

physical activity, and decreases in air pollution (22). Diseases influenced by these factors are 

highly prevalent in the NZ population therefore policy changes of this nature may be highly 

beneficial to our national health status. 

 

2.1 Anthropogenic Air Pollution 
 

Anthropogenic air pollution is a broad term, which encompasses primary and secondary 

gaseous pollutants as well as small particles. Primary gaseous pollutants are those emitted 

directly from combustion sources, key examples are sulfur dioxide (SO2), nitrogen oxides (NO 

and NO2) and carbon monoxide (CO). Secondary gaseous pollutants are formed in the 

atmosphere from directly emitted pollutants; the most important of which is ozone (O3). 

There are also many particles in the atmosphere, which are small enough to be inhaled into 

the lung. Particulate matter (PM) is a term used worldwide in estimations of the concentration 

and effects of these small pollutant particles. Particulate matter has been studied extensively 

and has been consistently linked to serious health effects. It is considered to be a useful 

indicator of total air pollution. The main particle sizes implicated in human disease are PM10 

(<10μm diameter), and PM2.5 (<2.5μm). Both are associated with a significant increase in 

mortality, though PM2.5 is associated with the highest mortality rate overall. Anthropogenic 

air pollution in NZ comes from many different sectors, but domestic sources, fires for 

example, are the largest contributor. Motor vehicles also have a significant effect, accounting 

for 22% of the total health and social effects of air pollution (23).  
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Anthropogenic air pollution is a significant cause of morbidity and mortality; the majority of 

which results from increased respiratory and cardiovascular disease (24). In NZ it is estimated 

that anthropogenic air pollution is annually responsible for: 1,175 premature deaths, 607 

extra hospital admissions and 1.49 million days of restricted activity due to respiratory and 

cardiac illness (23). Because of to the nature of air pollution, this effect is generally described 

as a concentration-response relationship (24). Exposure is in relation to a defined area rather 

than to an individual person. There is a great deal of evidence to support the specific effects of 

particulate matter, particularly PM10. Areas with medium or high exposure to PM10 have a 

15% and 18% respective increase in mortality due to respiratory disease (25). This association 

between air pollution and cardiopulmonary disease is supported by many international 

studies. For example, a cohort study of six US cities found that people living in the most 

polluted city had an adjusted mortality-rate ratio of 1.36 compared to people living in the 

least polluted city (26). 

 

Children are a group of the population significantly affected by air pollution; it is estimated 

that for every 10μg/m3 increase in the concentration of PM10, there is a 1% increase in daily 

mortality of 0-4 year old children due to acute respiratory infection (24). Air pollution also has 

an impact on adult health; an American Cancer Society study shows that for every 10μg/m3 

increase in the concentration of PM2.5, there is a 6% increased risk of cardiopulmonary 

mortality and an 8% increased risk in lung cancer mortality (27). Ethnic disparities must also be 

considered, as Maori, in particular, are disproportionately represented in the adult premature 

mortality figures. 18.3% of air pollution related mortality is in the Maori population; a 

significant over-representation given that Maori are only 8.7% of the total adult population. 

This is consistent with the increased exposure to air pollution, the PM10-mortality exposure-

response function for Māori is nearly three times that of the whole adult population (28). 

However, the confidence intervals for the Māori adult and all adult response functions overlap 

so this finding may not be statistically significant. Regardless, it is of concern as this subgroup 

already experiences poorer health outcomes (23). 

 

A reduction in anthropogenic air pollution has the potential to have significant health benefits 

for the NZ population. One strategy to achieve this, which has been successfully demonstrated 

internationally, is to target transport policy: particularly with the aim of reducing motor 

vehicle usage (6,29). A NZ based study has shown that shifting 5% of vehicle kilometres to 

cycling would reduce vehicle travel by approximately 223 million kilometres each year. This is 
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predicted to annually save about 22 million litres of fuel and reduce transport-related 

greenhouse emissions by 0.4%. Of note, the health effects of this reduction would include 

approximately six fewer deaths per year, attributed directly to a reduction in local air pollution 

(6). 

 

The benefit of shifting towards active transport modalities is supported internationally. 

Modelling studies of the large London and Delhi populations assessed the effects of air 

pollution with the current emissions projection and compared this with interventions to 

reduce emissions. Switching to low emission cars was shown to directly reduce air pollution 

and lead to a saving in disability-adjusted life years (DALYs),2 in both cities. Switching motor 

vehicle transport to active travel, including cycling, was shown to have a far greater benefit in 

terms of air pollution and the DALYs it accounted for. With the assumption of “a doubling of 

the total distance walked, and an 8 fold increase in cycling from the very low baseline levels,” 

the London modelling assessment estimated an annual saving of 7332 DALYs and 530 

premature deaths per million population (29). 

 

2.2 Physical Activity and Non-Communicable Diseases 
 

Rates of non-communicable diseases currently faced by the NZ population can be significantly 

improved by regular physical activity; these include obesity, diabetes, cardiovascular disease, 

many types of cancer, and depression (29,30). Physical inactivity is an increasing problem in 

developed countries, and is now estimated to be the “fourth leading cause of death 

worldwide” (31). Rates of physical activity in NZ are low, with only 52% of the population 

meeting the baseline recommendations of 30 minutes 5 times per week. Physical activity 

levels are even lower in the Māori population, with just 47% of people meeting the baseline 

requirements (32). 

 

Physical inactivity, or low physical activity, was shown to account for 2.8% of DALYs in 2010, 

and about 3.2 million deaths (30). Inactivity directly accounts for 10% of breast and colon 

cancers, 7% of diabetes, and 6% of chronic heart disease (33). These diseases all account for a 

significant proportion of poor health in NZ. 

 

                                                           
2
 Disability Adjusted Life Years (DALYS) are a way of objectively quantifying disease burden, in terms of 

mortality and morbidity. One DALY can be considered as the loss of one healthy year of life. This is a 
useful economic tool, which allows comparison between different disease states. (109) 
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The Ministry of Health Annual survey found that 31% of NZ adults are obese, and a further 

34% are overweight. Furthermore, there is a substantial inequality within the distribution of 

this disease; 48% of Māori and 68% of Pacific adults are obese.3 Diabetes rates are high in NZ, 

affecting 5.8% of all NZ adults; disease rates are also higher in the non-European population, 

with a prevalence of 7.8% in Māori, and 12.5% in Pacific Islanders.  Rates of Ischaemic Heart 

Disease (IHD) are also high; 5% of NZ adults are currently diagnosed with this condition. Again, 

the distribution of disease shows marked inequalities; men are 1.7 times as likely as women, 

and Māori 1.8 times as likely as non-Māori to develop IHD (32). 

 

The low rates of physical activity in NZ, and the potential health benefits of increasing them, 

show a need for the development of physical activity-oriented policy. Worldwide 

interventions to improve physical activity show that such initiatives are more effective when 

partnered with other agencies, including the transport sector. Policy targeting urban design 

and infrastructure is an efficient way to increase the physical activity of a community (34). 

 

An important determinant of the success of such interventions is their role in addressing the 

obesogenic environment. In the context of physical activity, this refers to the availability of 

safe and enjoyable environments, including parks, sports grounds, and also activity centres 

such as gyms and swimming pools. Individuals from safe, connected neighbourhoods were 

found to do more physical activity, and were less likely to be obese, than individuals from 

more deprived neighbourhoods (35). Therefore, to ensure that development of infrastructure 

has a positive effect on equity, the deprivation and availability of resources in different areas 

needs to be considered. These suggested methods to improve the rates of physical activity in 

NZ align well with the international Ottawa Charter for health promotion. Objectives of this 

document include building healthy public policy, creating supportive environments, 

strengthening community actions, and developing personal skills (36). 

 

Cycling has been shown to be an effective way to improve physical activity, and can be 

promoted by transport policy changes targeting climate change mitigation. Rates of cycling in 

NZ are particularly low, accounting for less than 1% of total trips under 7km. This is a decline 

from the 1990’s, where cycling was estimated to be the mode of transport for 3.6% of short 

total trips. An Auckland based study estimated the national health effects of shifting 5% of 

short trips currently taken by cars to bicycles (6). This transition was shown to save 116.5 

                                                           
3
 High Body Mass Index (BMI) itself accounts for 3.8% of global DALYs (32) 
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deaths, and annual health costs of $200 million dollars. International evidence from a recent 

American study showed that a cycleway costs around $235 (USD) per user annually, but has 

medical savings of $622 per person due to the increased engagement in physical activity. This 

shows it is both an energy and financially-efficient way to travel (37). 

 

2.3 Safety 
 

An increase in cycling also has potential health risks, the main risk being the potential increase 

in traffic accidents. Multiple international and national studies have demonstrated that the 

substantial health improvements far outweigh the effect of an increase in traffic accidents 

(6,38,39). Despite this, fear of injury or death from cycling in a ‘car-dominant’ city, has been 

shown to be a strong psychological barrier to cycling uptake (40). 

 

Shifting 5% of short trips taken by vehicles to cycling is predicted to increase the total number 

of annual hospital discharges in NZ from 77 to 109, with fatalities increasing from 3.5 to 5 per 

year. However, there is a ‘safety-in-numbers’ effect, whereby the risk-benefit ratio improves 

with a greater level of cycling. As the level of cycling increases, the proportion of people 

getting injured will decline. “It’s estimated that a doubling in the prevalence of cycling is 

associated with approximately a 34% reduction in death rate per km cycled” (6). Interventions 

that increase the safety of cycling, including implementation of infrastructure such as 

cycleways, can decrease the risk of injury, and also reduce the psychological barrier to cycling. 

Part of the ‘safety-in-numbers’ effect is attributable to the increased infrastructure that 

supports large cycling populations. Motor vehicles are implicated in most serious cycling 

injuries in NZ, and as described by Macmillan et al., “those involving a light vehicle are 

amenable to changes in commuting patterns.” A considerable increase in cycling can directly 

reduce vehicle numbers on the road, therefore leading to a reduction in motor vehicle 

accidents (40). It is likely that this would also improve the perception of cycling and cycle 

safety. 

 

2.4 Equity 
 

Māori and Pacific populations often carry a higher burden of disease. If implemented 

appropriately, transport policy could help reduce this extra burden on Māori and Pacific 

peoples. Cycling is an economical form of transport, costing less than private car or public 
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transport. International data suggests cycling is a particularly equitable form of transport, with 

similar rates across all income groups, in countries with high levels of cycling, such as Germany 

or the Netherlands, and in countries with low rates comparable to those of NZ, including the 

U.S. and U.K. (41). Māori and Pacific people are over-represented in the more deprived areas 

of NZ, where it is known that the environment is generally less supportive of physical activity 

(35). This means that the location of infrastructure is an important consideration when 

developing transport policy.4 

 

  

                                                           
4
 Equity is discussed further on pg. 33, particularly in the context of Wellington, and in the discussion on 

pg. 51. 
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3 Chapter 3: Transport Policies to Mitigate Climate Change 
 

Modifying current and future transport policy is vital for the mitigation of greenhouse gas 

emissions. According to the IPCC, growth in the transport sector has the potential to outweigh 

all mitigation measures unless transport emissions can be decoupled from economic growth 

(42). However, in the realm of personal transport activity, there is continuing and ever-

expanding growth and impact. The matter is further complicated by the reality that transport 

has become enveloped in a complex matrix of economic, political, social, spatial and 

technological influences (43).  

 

So, how then can governing bodies best tackle this problem? Banister et al suggest a 

sustainable mobility paradigm. This involves an approach to policy focused on: 

 the reduction in the need for transport 

 promotion of modal shift 

 land use and planning 

 increasing the efficiency of vehicles through the advancement of technologies (44) 

 

3.1 International Transport Policy 
 

The notion of modal shift, in particular, claims much support internationally.  It calls for 

transport policy measures that will result in a reduction in car use through the promotion of 

public transport, walking and cycleways, effectively creating a new transport hierarchy (44). 

 

However, while passenger transport is acknowledged as a significant sector in terms of 

greenhouse gas production, it is not, in any way, an easy topic to address. As has been 

mentioned, there is a complex web of influences at play. For modal shift, individual behaviour 

and attitudes remain a considerable barrier to successful implementation of policy. Rajan 

considers solutions for this matter falling into two broad categories: structural and 

motivational (43). Structural policies attempt to alter the environmental context in which 

decisions about transport are made. They can be further subdivided into ‘push’ or ‘pull’ 

measures which change peoples’ transport behaviours: 

 

 ‘Push’ measures attempt to promote modal shift by increasing the cost or decreasing 

the availability of personal vehicle usage. Examples of such policy measures include 
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increased fuel and vehicle taxes, road tolls, priced parking, vehicle-free zones and car-

free days. 

 ‘Pull’ measures attempt to promote modal shift by providing financial incentives for 

reduced vehicle use and offering attractive alternatives. Examples of such policy 

include the development of well-designed and efficient public transit options, reduced 

fares for public transit, improved walking and cycling infrastructure, road space 

reallocation or promoting car sharing. (43) 

 

Meanwhile, motivational approaches rely on information provision, social modelling, 

conformity pressures and the shifting of norms to encourage individual and societal behaviour 

change. Measures include advertising and educational campaigns, role model endorsement 

along with positive promotion of alternative transit options, employee or community 

programmes encouraging cycling uptake and so forth (43). 

 

Overall, it is clear that the transport sector, in particular personal transport, has an important 

role to play in the mitigation of climate change. As Banister et al have demonstrated, there are 

many ways in which policy can be used to facilitate this role. In particular, policy aimed at 

encouraging modal shift has gained much international support. There are countless examples 

of international, national and local governing bodies developing and utilizing such policies to 

promote modal shift; we shall outline a few examples here. 

 

3.1.1 Environmentally Sustainable and Healthy Urban Transport (ESHUT) (45): 

 

ESHUT is a WHO co-sponsored initiative in Asia and the Western Pacific. It demonstrates how 

international bodies have become involved in policy promotion and development. It aims to 

address greenhouse gas emissions, air and noise pollution, road traffic injuries and second-

hand smoke; as well as increasing opportunities for physical activity and encouraging health 

and social equity by ensuring safe and equal access to urban public transport. ESHUT 

promotes the sustainable mobility paradigm and thus has been involved in a number of 

activities promoting modal share. Examples of such activities include a focus on making bicycle 

friendly cities via the provision of cycle lanes, cycle rental services and bicycle parking 

facilities. 
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3.1.2 Arequipa, Peru (45): 

 

The city of Arequipa has reorganised its transport system with the major goals of reducing 

greenhouse gas emissions from transport sources and addressing key public health issues 

(such as traffic-generated air pollution, injuries and barriers to healthy physical activity). Policy 

has been multifaceted and incorporates a modified public transport system with a modernised 

low emission fleet, as well as the development of new cycling and walking infrastructure. 

 

3.1.3 ‘Bicing’ Barcelona, Spain (39): 

 

Bicing is a bicycle-sharing program initiated in Barcelona, Spain in March 2007 in an attempt 

to encourage modal shift through promoting and improving access to cycling as an alternative 

form of transport. The program has proven to be incredibly successful and a study by Rojas-

Rueda et al has shown that low cost public bicycle sharing systems aimed at encouraging 

commuters to cycle are worth implementing in other cities, not only for the health benefits 

but also for potential co-benefits such as a reduction in air pollution and greenhouse gases. 

 

3.1.4 Aguascalientes, Mexico (45): 

 

The city of Aguascalientes, Mexico has taken to urban design policy to tackle transport issues 

resulting from increasing sprawl, high personal transport use and inefficient public transport 

networks. City policy makers and developers have planned a new development for 40,000 

residents that will address structural factors via the completion of higher density, wider 

sidewalks, 9 km of bike lanes and better parking distribution, as well as redesigned 

intersections and traffic calming on main streets. Planners project that the development will 

lead to a substantial increase in the proportion of local trips made on foot or bicycle, and trips 

to destinations outside the community that are made by public transport will increase. 

 

3.1.5 European Union (41): 

 

An analysis by Pucher and Buehler has demonstrated the successes of the Netherlands, 

Denmark and Germany in implementing policy that has led to significant modal shift within 

their populations. They have outlined how a multifaceted approach to transport policy is 
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required for such success. Elements of structural (both push and pull measures) and 

motivational measures are clearly utilised. These included: 

 provision of separate cycle facilities in the form of cycleways 

 traffic calming measures 

 cycle rights of way in road rules 

 promotional events to boost enthusiasm for cycling 

 public education and training 

 taxes and restrictions on car ownership and use 

 land-use policies, ensuring more bikeable trips are made possible 

They found that the most important approach to making cycling safe and convenient in Dutch, 

Danish and German cities is the provision of separate cycling facilities. 

 

3.2 National Transport Policy 
 

The New Zealand Transport Strategy aimed to have an affordable, integrated, safe and 

sustainable transport system by 2010. This included an integrated mix of transport modes to 

ensure environmental stability. The latest NZ Transport agency (NZTA) strategy, has 2 key 

features which are consistent with these aims: increase choice of transport modes and reduce 

the adverse environmental effects due to land transport (46). This strategy supports the 

installation of cycleways, as they encourage both intermodal transport and a reduction 

in carbon emissions from private vehicles, thereby helping to create a healthier environment.  

 

In 2006, a Ministry of Transport report, Getting there - on foot, by cycling, was released. This 

report discussed potential ways of encouraging cycling and walking in communities around 

NZ. It produced three main goals: encourage community environments and transport systems 

that support walking and cycling, get more people choosing to walk and cycle, and improve 

safety for pedestrians and cyclists. It is important to note that this initiative was subject to 

business case approval (47). 

 

3.2.1 Policies regarding transport modeshare in NZ  

 

The majority of road usage is by car drivers, with people aged between 35-64 spending two 

thirds of their total travel time driving (48). Vehicles transporting goods for national and 

international trade also account for a large proportion of road usage. Public transport has 
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moderate uptake in NZ, with 37% of New Zealanders have using this mode of transport in the 

past year (49). By contrast, biking accounts for only 2% of total time travelled, demonstrating 

its minor role in NZ transportation (50). 

 

NZ infrastructure and city planning, as governed by local and national authorities, has been 

largely targeted at car users (51). This emphasis reflects the current use of transport modes in 

the NZ population. Although international evidence supports the multiple benefits of modal 

share, it is not an option that has had much traction in NZ. Rather, reports have focussed on 

reducing congestion and incidence of motor vehicle accidents (52). 

 

The NZ energy efficiency strategy of 2011-2016 also alludes to the importance of promoting 

and funding alternative means of transport in NZ. Largely, however, the focus of this report is 

on the efficiency of motor vehicles and a more integrated use of rail, sea and airports for 

transporting goods to national and international markets (53). 

 

3.2.2 Broader national policy relevant to cycling 

 

The Urban Design Protocol of 2005, written by the Ministry for the Environment, identifies 

seven key qualities labelled the seven C’s, which combine to form high quality urban design. 

The first aspect is Context, under which the most relevant idea is the consideration of the 

health impacts on the population living and working there. Choice is another design concept 

that discusses the ability to choose a variety of lifestyle options including mode of transport. 

Connections places a high priority on alternative means of transport such as walking and 

cycling, and their integration with other transport means, in order to reduce travel time and 

reduce environmental impact. Finally, Custodianship places emphasis on the protection of the 

environment, with development to help mitigate the effects of man-made hazards (54). These 

concepts demonstrate the applicability of cycleways when striving for high quality urban 

design. 

 

3.3 New Zealand Political Party Policies on Climate Change 
 

In NZ, the four major political parties are: National, Labour, Green and the Maori Party.  
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These parties have a common overall goal of reducing NZ’s contribution to climate change, 

and all consider the climate in their policy formation. Each party has a different approach and 

degree of focus on this global issue. 

 

3.3.1 National Party: 

 

National policies are largely focused on reducing the government's financial deficit, building a 

competitive economy, developing improved public services and rebuilding Christchurch (55). 

In regards to natural resources, National plans to explore natural gas and oil deposits, whilst 

maintaining environmental standards. This aligns with National’s economic goals. National 

does want to increase environmental reporting so that national and regional authorities are 

achieving their environmental targets. Infrastructure targets for National involve improving 

highways and vehicle access. There are also plans to introduce electric trains in Auckland for 

the first time (56). 

 

3.3.2 Labour Party: 

 

Labour plans to build local communities and invest in growth and jobs at a regional level. 

There is no specific mention of the projects involved. However, a $200 million investment, 

over four years, will go into regional development for projects that create jobs and growth 

(57). In addition, Labour has specific policy plans for protecting the environment. These 

involve introducing a national policy statement on the protection of water quality in NZ and 

increasing marine protection, including reserves. Furthermore, Labour does not want to invest 

in lignite development (58). 

 

3.3.3 Green Party: 

 

The green party has many policies regarding climate change and environmental protection in 

NZ. These include reducing greenhouse gas emissions to a scientifically credible level for in 

prevention of climate change, and aims to benefit current and future generations. The Green 

Party believe that climate change mitigation will help to reduce Maori health disparities. The 

Green Party also aim to introduce policy that makes ‘polluters’ accountable for pollution 

production, through appropriate pricing schemes. Finally, the Green Party believes there is a 

need for more investment into research regarding climate change and prevention (59). 
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3.3.4 Maori Party:  

 

This party supports a NZ free from nuclear power and genetic engineering. Improvement of 

public transport, developing sustainable buildings and use of emission free vehicles are all part 

of Maori Party policy. The Maori Party plans to introduce cross party conversation regarding 

oil exploration in NZ. They also want a moratorium (temporary prohibition) on 1080 poison 

drops. Another priority of the Maori Party is mitigating the impact of emissions pricing on low 

and medium income consumers through development of affordable and sustainable energy 

services for household users (60). 

 

Each governmental party has a different central focus, and range of accompanying policies. 

The National Party places greater emphasis on economically oriented policy whereas, the 

Green Party is the most environmentally active. Each party approaches climate change and 

environment protection with differing levels of emphasis and with different mitigation 

strategies. 

 

3.4 Summary 
 

NZ road transport and its policy centres around cars, which make up the majority of transport 

modeshare. Efficient road infrastructure is important to support local community, and provide 

a competitive environment for businesses. Many policies surrounding future transport 

support the need for more fuel efficient vehicles and increased use of public transport. These 

methods align with governmental aims to lower petrol consumption in NZ, in order to lower 

NZ exposure to the volatile oil market. The government has also stated that protecting the 

environment, promoting physical activity and promoting modal shift in the transport sector 

will be beneficial to the nation for multiple reasons. Current policy and planning for future 

road transport development includes a focus on infrastructure to promote modeshift to active 

transport options. 
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Plans and Policies: What are they for and what do they mean? 

 

Greater Wellington Regional Council 

 

Regional Land Transport Strategy 2010-2040 (RLTS) 

This is the overarching transport document for the Greater Wellington 

Region. It is prepared under the Land Transport Act 1998 and is the strategic 

transport document that guides the development of the Wellington Region’s 

transport system including public transport, roads, walking, cycling and 

freight for the next ten years and beyond. 

 

Regional Cycling Plan 2008 

This is a series of implementation plans and corridor plans that have been 

developed to translate the RLTS vision, objectives, outcomes and policies on 

cycling into specific projects. 

 

Wellington City Council 

 

Wellington Towards 2040: Smart Capital 

This outlines the Council’s strategic plan for Wellington City over the next 30 

years, including a vision and goals. 

4 Chapter 4: The Wellington Context 
 

New Zealand is a country globally recognized by its ‘clean and green’ image, though there has 

been some controversy about the accuracy of this reputation (61,62). Wellington City, as the 

capital of NZ, identifies its unique position to take a leadership role in climate change 

mitigation, and, in the words of the City Council, “[Serve] as a centre of excellence for urban 

planning, resilience and ecological sustainability”. The Wellington City Council highlights the 

importance of cities leading the charge in climate change mitigation, rather than relying on 

national policy (63).  
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4.1 Wellington City Emissions 
 

Compared to national averages, Wellington is already seen as a leader in many facets of 

climate change mitigation.  Wellington has a lower carbon footprint than the rest of NZ on 

average. For example, the city generates 6.2 tonnes of greenhouse gas emissions per person, 

compared to the national average of 18 tonnes per person (63). However, the city recognizes 

the need to reduce emissions even further, and thus outlined ambitious targets in a 2010 

report on climate change. The city is aiming for 30% reduction in emissions from 2001 levels 

Wellington Transport Strategy 2006 

This is the Council’s plan for the future development of Wellington City’s 

transport system. It includes plans, budgets, and implementation 

information. 

 

Wellington City Cycle Policy 2008 

This outlines the cycling-specific planning as set out in the Wellington 

Transport Strategy 2006. It includes detail on cycling in Wellington, the 

context set by other policies and strategies, and a framework for the 

development of infrastructure. 

 

Long-Term Plan 2012-22 

This is prepared in accordance with the Local Government Act and covers 10 

years until the 30th of June, 2022. It describes the city’s activities and 

community outcomes; provides for integrated decision-making and a 

coordinated use of resources; and gives a long-term focus for decisions. 

 

District Plan 2010 

This contains rules that affect the development of land or land-use and 

promotes the sustainable management of natural and physical resources. 

 

Climate Change Action Plan 2013 

This outlines the strategies for Wellington City regarding carbon constraints, 

the reduction of greenhouse gas emissions, climate impacts, extreme 

weather events and sea-level rise. 
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by 2020, with the Council itself aiming for a 40% reduction from their own 2003 levels. By 

2050, both the city and the council have aimed for a reduction of 80% (64).  

 

4.2 Climate Change Mitigation in Wellington 
 

In order to meet these ambitious targets, many changes will need to be made to regional and 

national policies. The New Zealand Energy Strategy outlines that by 2040, it will be possible to 

reduce the country’s transport emissions to 1990 levels, however this is partly reliant on the 

development of new fuels (53). These new fuels, however, are only expected to be available 

by 2020, and there is no guarantee that they will be available at all. As such, Wellington is 

somewhat dependent on national and international developments. Even with the 

development of new technologies and support from national bodies, an aggressive 

implementation of climate change mitigation strategies will need to occur. Wellington City’s 

population is forecast to increase by over 20 percent in the next 20 years (63) and, in the 

Wellington Region, with this increase in the population, as well as economic growth “road 

demand and CO2 emissions are forecast to increase 13.9% and 13.6% respectively” (65). As 

such, the coordination of many different sectors within Wellington, alongside clearly defined 

and measurable goals, is required.  

 

Climate change mitigation needs to be treated as a priority, and the city needs to know which 

avenues of climate change mitigation will be most effective. Wellington City Council 

recognises the implications of climate change and “the need to put climate change, 

sustainability of resources and the environment at the forefront of planning for the future” 

(63).  

 

The meeting of ambitious emissions goals not only requires national, regional and municipal 

direction, individuals also need to take meaningful and responsible action. The Long-Term 

Plan for Wellington City includes educating residents and business on the importance and 

means of reducing emissions (66). The Wellington Regional Land Transport Strategy (RLTS) 

2010-2040 says, “People’s travel choices will recognise the risk and impact of climate change 

and diminishing non-renewable resources” (65). Research has shown that Wellingtonians 

already have more concern for the environment than the average New Zealander. In the 2010 

Nielsen Quality of Life survey 82 percent of Wellingtonians agreed or strongly agreed that they 

would change their lifestyle to help prevent global warming if they knew it would make a 

http://wellington.govt.nz/~/media/your-council/plans-policies-and-bylaws/plans-and-policies/a-to-z/climatechange/files/climatechange2013.pdf
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difference. This compares to 76 percent for the total NZ wide survey group (67). However, 

when surveyed on perceived efforts of local governments or businesses in The 2013 

Wellington Residents Monitoring Survey, only 43% of Wellingtonians agreed or strongly 

agreed that Wellington is working to reduce its greenhouse gas emissions (64). This indicates a 

clear desire for change from the status quo. 

 

4.2.1 Climate Change Mitigation through the Transport Sector 

 

As highlighted earlier in this report, changes within the transport sector can be particularly 

effective as a means for climate change mitigation. In Wellington in 2010, four hundred and 

twelve thousand tonnes of CO2, and 35% of the city’s emissions, were due to land transport. 

This was second only to emissions from buildings and energy at 42% (68). 

 

In line with this, the vision of the RLTS is: “To deliver an integrated land transport network 

that supports the region’s people and prosperity in a way that is economically, 

environmentally and socially sustainable” (65). Wellington Towards 2040: Smart Capital, 

indicates that the need to respond to climate change is a big challenge in Wellington’s near 

future. The strategy outlines four major goals: two of which, “connected city” and “eco-

friendly city”, directly address transport as a major avenue for change (63).  

 

As such, there are a number of regional and city initiatives to shift towards a more 

environmentally sustainable future. The regional website promotes carpooling as a good 

means of reducing car numbers and congestion, linking to the website letscarpool.govt.nz to 

allow people to find means of carpooling all across the region, and beyond (69). Carpooling is 

also mentioned in the city’s Climate Change Action Plan 2013, however, with less information 

about how the city is encouraging this (64). 

 

Both the Regional and City Councils also aim for more vehicles that will run on renewable, 

non-polluting and sustainable fuel sources. The RLTS states that the Regional Council will 

“advocate for improved fuel efficiency and for alternative fuels”, and, “build infrastructure 

that supports electric vehicles” (65). In 2012, the City Council undertook a pilot project with 

eight Mitsubishi i-MiEV electric cars, and ran an exhibit outside Te Papa as part of a shift for 

alternate fuel sources. The City Council also aims to optimise its own vehicle fleet as a priority 

for 2013-2015 (64). 
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Telecommuting is also promoted as a viable alternative to driving, with use of new 

technologies such as Skype and other forms of online communication. Recent research in 15 

international countries showed that in areas of high Internet access, young people were less 

likely to have drivers’ licenses (70). Two recent developments within the central Government, 

the ultra-fast broadband initiative and the rural broadband initiative, will provide even better 

Internet access throughout the Wellington Region (63). 

 

4.3 Mode Shift towards Cycling 
 

The focus of this report is on modal shift away from private car use, and towards active 

transport, in particular, cycling. The RLTS, The Long-Term Plan, The District Plan and The 

Wellington Transport Strategy all place importance on this goal (65,66,71,72). The RLTS, as the 

overarching transport document for the region, outlines the importance of walking and cycling 

for short trips, and providing viable means to do this through safe, convenient and pleasant 

networks (65). This is mirrored in the city’s Long-Term Plan, which states, “People want 

Wellington to be a more pedestrian and cycling friendly city”. The Wellington City Cycle Policy 

states, ““Every opportunity should be taken to ensure cycling is a viable option for short trips 

to and from suburban centres”…”educational centres”… ”recreational centres and facilities” 

(66). 

 

A shift to active transport, in particular, cycling, is supported by those in the health sector, due 

to the dual benefits of climate change mitigation and health promotion (21).  This has been 

discussed in detail earlier in the report. Wellington leads the country in the percentage of 

people who take public transport, walk, run or cycle to work. In the central city, this 

proportion is as high as 65% of residents (63). Over the previous ten years, car use has 

dropped by almost 10 percent, likely the result of increased residential living in the inner city 

(63). However, there is much room for improvement. 

 

The RLTS has a 2020 Strategic Target of increasing “active mode share up to 30% of all trips in 

urban areas”. This is the same target as set by the NZ Transport Strategy, though the national 

target is set at 2040. In the Wellington Region in 2005-2009, this was at 26% (65). 

 

Mode of transport chosen for a trip to work is a good parameter for mode share, as it is 

measured in the New Zealand Census, among other surveys. In the Wellington Region in 2006, 
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13% of people travelled to work by active transport. The RLTS aims for this to be 16% by 2020 

(65).  Data for Wellington City, however, shows a slightly better picture. Figures from the 2013 

Census show that 21% of people commuted to work by walking, running or cycling; this is 

compared to 42% of people commuting via private vehicle. Of this, only 3.5% of people cycled 

to work (73). Over the last 20 years in Wellington City, the number of people choosing to cycle 

to work has steadily increased. This goes against the regional trend (74). 

 

When looking at all trips within the Wellington Region, however, the percentage that are 

made by bicycle is very small, though vary between sources. The State of Cycling report puts 

the mode share of all trips by cycle in the region at only 1%. This rises to 1.5% when looking at 

trips less than 5km. For the Wellington Region between 2008-2012, the Household Travel 

Survey data puts this number slightly higher at 4% (75). Whichever source you look at, they all 

tell us the same thing. Currently, within Wellington, and in NZ generally, cycling mode share is 

very small. 

 

The percentage of trips made by cycle, however, particularly into the CBD is expected to rise, 

with an increased population in Wellington, increased fuel prices, and a shift towards more 

eco-friendly, sustainable, modes of transport (43,64).  

 

Aside from the multitude of climate change and health benefits outlined earlier in this report, 

cycle lanes, and cycling as a mode of transport, have been shown to have a number of 

additional benefits. Cycling can positively affect quality of life, economic development and 

resilience. It is cheap,  quiet, has a minimal effect on the built environment, and can facilitate 

social inclusion (43,76).  With improved cycling infrastructure, a city also becomes less reliant 

on oil supply (43). Wellbeing can further be enhanced with cycle lanes by facilitating social 

networks providing additional means for people to access places of work and other facilities 

within their communities. Without access to appropriate infrastructure (such as cycleways) 

people may not choose active transport for shorter trips, instead relying on private vehicles 

(65). In 2012, when residents of the Wellington Region were asked about their motivations to 

cycle, they were commonly stated to be for “Exercise/fitness” (51%), “Cost/to save money” 

(47%), “Convenience/quicker” (29%) (75). Cycle lanes can also provide another means of 

transport for those without the access or ability to drive a car, such as children and those 

without a driver’s license. 
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Clearly there are a lot of benefits for a mode shift towards cycling, so what are the Regional 

and City Councils of Wellington doing? 

 

4.3.1 Region’s Plans for Cycling 

 

The Regional Land Transport Strategy 2010-2040 (RLTS) outlines the vision that: 

“People will generally walk or cycle for short and medium length trips. 

Pedestrian and cycling networks will be convenient, safe and pleasant to 

use” 

 

Aligned with this vision, the RLTS expressed goals for: 

 Increased mode share for pedestrians and cyclists 

 Improved level of service for pedestrians and cyclists 

 Increased safety for pedestrians and cyclists (65).  

 

While the RLTS outlines the overarching goals and visions for cycling, The Regional Cycling Plan 

is the document outlining goals and organisations to achieve this (77). The Regional Cycling 

Network map was developed under this plan to show routes that link the region’s centres. An 

analysis of the report was carried out in 2004 to detect areas of inadequacy and suggest 

improvements. The State of Cycling Report outlines 44 areas in the region that have had cycle 

infrastructure improvements over the last decade, however, the  Regional Council gives no 

indication of where and when future improvements might be made, aside from a small 

diagram of the whole region (75). (RLTS) From the Cycling Network map in 2012, the 

Wellington Region was estimated to have approximately 44km of on-road cycle lanes and 

68km of sealed shared paths. This is for a region spanning 2132 km² in size, and encompassing 

the capital city of NZ (78). Clearly there is much room for improvement. 

 

The Regional Cycling Plan does outline that in order for the cycling network to be improved, a 

network that identifies important local routes and connections needs to be determined, and 

in order for this to happen, a review of the current cycling network needs to be conducted. 

Within this review, “Road space allocation” and “Segregated cycle facilities on high speed/high 

volume routes” were to be considered as part of this plan, with the deadline of December 

2010 (65). 
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One of the points on the Regional Cycling Plan states, “Implement improvements to address 

any deficiencies identified through the above cycling network reviews.” However, under 

timeline only states, “ongoing” and cost, “To be determined” (77).The Plan was released in 

2008. 

 

One positive initiative of the Regional Council, in partnership with city councils, is the 

development of the Journey Planner website and mobile app, to allow people to plan 

desirable routes anywhere in the Wellington Region (79). 

 

4.3.2 City’s Plans for Cycling 

 

Wellington Council’s Transport Strategy 2006 focuses primarily on encouraging public 

transport and walking as modes of transport, but “recognises some people prefer to cycle”. 

The policy aims to support these people through the promotion of a safe and convenient 

network but also aims to ensure “conflict between different groups is managed appropriately” 

(65). 

 

Wellington Towards 2040 also outlines the goal of being a connected city of cycle networks. 

As the Wellington City Council states, it “endorses an interlinked network of on-road lanes and 

off-road paths” and “emphasises that quality, well-located facilities is key to making cycling 

safer, more convenient and fun in Wellington” (74). 

 

Currently, within Wellington City, there are a number of bus lanes that are shared between 

bikes and buses. The Wellington City Council Cycling Policy, “Proposes to place significant 

emphasis an expanded bus priority network as a means of delivering a cycle network.” It 

outlines the aim of creating a network of cycle routes that are suited to novice and 

inexperienced cyclists (74). 

 

In addition, the council outlines a number of opportunities to provide dedicated parallel 

routes to the existing cycle lanes or proposed bus/cycle lanes, such as Tory Street, Hanson-

King Streets, Dover to Rintoul Streets and the Tawa Porirua stream trail. The feasibility of 

these routes needs to be investigated. However, given the strong environmental focus of 

transport reports within the city,  currently, Wellington has only an “estimated 11.1m of bike 

lanes per square km”, and only 26km of cycleways, despite 684km of urban and rural roads 
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(66,80).As Jean Beetham notes in her thesis, “There is clearly a gap between policy and 

practice in regards to the provision of cycleways in Wellington” (43). 

 

Another indicator of a nation, region or a city’s level of action is the amount of funding that is 

allocated for particular goals. Disappointingly, in the 2010/2011 financial year, while the 

region spent $400,000 on cycling facilities in the area, the New Zealand Transport Authority 

decreased the amount it spent compared to the previous three years, giving the total spent in 

the region as $865,000. This $865,000 was only 0.2% of the National Land Transport Fund 

expenditure in 2010/11 (75). If we take cycling mode share at the lowest estimate that we 

have, at 1%, it could be expected that the percentage of transport funding allocated to cycling 

would match this. Additionally, if the Council has a goal to increase cycling mode share and 

promote sustainable transport options, it could be realistic to expect an even higher 

percentage of funding. While the Regional and City councils do rely partly on central 

government for funding, the RLTS outlines advocating for adequate government funding as a 

key action for the implementation of safe and effective cycling facilities. 

 

In 2008, Wellington City spent only $70,000 on cycling facilities, though in recent years, this 

amount has increased to $1.8M in 2013 and now $4.3M for the 2014/15 budget, an increase 

of 230percent (According to the City Council, this dramatic increase in funding will be used for 

implementing safe cycle routes citywide, and will helpfully assist Wellington with its climate 

change mitigation goals (81,82). 

 

4.4 Island Bay Cycleway 
 

One particularly important development currently underway in Wellington City is the Island 

Bay Cycleway, a cycle lane that will cover the 6km from Shorland Park in Island Bay to 

Waitangi Park in the Wellington CBD. The council states that this is “to make cycling from the 

southern suburbs safer and easier” (83). The route has been split into four sections, and while 

the exact route has not yet been determined, it will run through the suburbs of Island Bay, 

Berhampore and Newtown before reaching the CBD. 

 

As discussed earlier in the report, there are high level of nitrogen dioxide in many of our cities, 

particularly around motorways and other car-dense areas. For example, the air quality 

monitoring station in Newtown, on the corner of Riddiford and Hall Streets, recorded an 



27 
 

average of 36. 8 µg/m3 over the 2010-2012, placing it very close to the WHO’s unsafe level of 

40µg/m3 (84,85). As such, anything that will decrease car use in the Newtown area, reducing 

emissions, could be very beneficial. 

 

 

Figure 2: The four sections of the Island Bay to city Cycle Route [adapted from (83)] 

 

The route has been selected for a number of reasons, including Island Bay’s population, the 

likely future growth of this population, and its geography(83). We speculate that, on top of 

this, the route has been chosen as the southern suburbs have the highest cycling rates in the 

city (86) (however, this has not been explicitly stated by the Council). As such, the Council 

recognises this as a good area to start with.  

 

According to the Council website, “Combined with other future improvements, the Island Bay 

to city cycleway will: 

 “encourage more people in the southern suburbs to cycle around their neighbourhoods, 

and between the suburbs and the city” 

 “help reduce congestion, make Wellington a more liveable city, and bring a range of 

environmental, health and social benefits for Wellingtonians” (83) 
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Indeed, success in the implementation of this route is of utmost importance, as it is the first of 

19 proposed cycle routes from various suburbs into the central city. The central city is an 

important location within Wellington, as it provides 68% of all Wellington employment, and 

52% of the region’s GDP (63). 

 

While the only references we could find for these 19 strategic routes were a quote from 

mayor Celia Wade-Brown on the Wellington City Council webpage (87)and some newspaper 

articles (88) correspondence with Council members as indicated that they have recently 

commissioned a review of proposed routes, along with suggestions for improvement 

(personal correspondence), however this information has not yet been publicly released. If 

then, the Island Bay Cycleway is seen as a case-study for the implementation of future 

cycleways, it’s important that barriers are properly addressed. Major problems with the 

implementation of this cycleway could delay plans for future cycleways. 

 

The proposed route for the Island Bay cycleway has been a very contentious issue. Section 2, 

from Wakefield Park to John Street, is currently under discussion. Encompassing the medical 

school and Wellington Hospital, this is of great local relevance to us as medical students, local 

residents and future health professionals. A citizens’ advisory panel has narrowed down the 

options to two routes, and recommend that both be built (89): 

 Adelaide Road (from Dee Street), Luxford Street, Rintoul Street, Waripori Street, Russell 

Terrace and Riddiford Street to the John Street intersection 

 Adelaide Road (from Dee Street), Stoke Street and Hanson Street to the John Street 

intersection. 

 

 

Figure 3: Proposed cycle routes for section 2 of the Island Bay to City cycleway [adapted from (90)] 
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Routes have been selected based on a list of criteria, including convenience, cost, and safety, 

along with keeping parking loss to a minimum. Topography, use of the route by buses and 

directness were also major considerations (89). These routes will now be considered by the 

Wellington City Council at a meeting on 21st August before any final decisions are made. 

 

There are a number of considerations and barriers that need to be addressed, however, for 

the successful implementation of the cycleway. 

 

4.5 General Barriers to Cycling in Wellington 
 

The Greater Wellington Regional Council outlines some barriers to cycling. These include 

weather conditions, general inconvenience, having too much to carry and hilly terrain 

(65).Indeed, as stated in the report, Wellington Towards 2040, “Wellington is one of the 

windiest cities in the world, and it rains about a third of the time” (63). However, despite 

Wellington’s reputation as “the windy city”, only 7% of people surveyed described weather as 

a barrier to cycling (91). 

 

To address the barrier of inconvenience, the City Council has a number of objectives and 

policies, including Policy 3.3 “Those who choose to cycle will have provision for securing their 

cycle near their destination in the central area” and advocating, “for accessible public 

transport options for cyclists e.g. carriage of bikes on buses” (74). 

 

In terms of the hilly terrain, this is one reason that selecting appropriate streets for a cycle 

lane is very important. However, a study commissioned by the Council and undertaken by 

Copenhagen Architect Jan Gehl described Wellington as having great potential for cycling in 

the central city due to reasonably flat topography. Additionally, Gehl suggests that, “public 

transport could offer the possibility of carrying bikes back up-hill” in areas that have steeper 

topography (92). 

 

4.5.1 Cycling Demand and Uptake 

 

Of course, a major challenge for modal shift and cycle lane implementation is perception of 

cycling. Is cycling seen as an acceptable means of transport, and are people likely to cycle if a 

cycle lane is implemented? We know that the Regional and City Councils support cycling as a 
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mode of transport, and that 82% of Wellingtonians would change their lifestyle in order to 

combat climate change (67), however, if a cycling lane is built, how many people will actually 

cycle? Two recent studies have investigated demand for cycling within Wellington City. Both, 

also looked at demand for a cycleway between Wellington City’s southern suburbs and the 

city centre, a route covered by the Island Bay cycleway (43,93). 

 

A study conducted in 2013 by environmental scientist Jean Beetham interviewed Wellington 

residents via online survey and street intercept, and classified all participants into ‘stages of 

change’ as outlined by Prochaska and DiClemente (94). According to their responses, each 

group was given a score out of seven for perception of cycling, and willingness to cycle. All 

groups stated a very favourable opinion of cycling, with the lowest mean score belonging to 

the ‘precontemplation’ group (6.62).  Willingness to cycle ranged between 4.29-6.77, though 

even the lowest group ‘precontemplation’, scored on average higher than the neutral score of 

4. As Beetham stated, “Potential cyclists indicated that they would be likely to cycle for 

transport more often if a cycle path connecting Wellington’s southern suburbs and city centre 

was constructed” (43). 

 

A study by Tom Pettit carried out between March and June 2014 found similar results. Pettit 

assessed local demand for and likelihood of cycling uptake given appropriate infrastructure. 

Throughout the city, 79% of those surveyed supported or strongly supported cycleways to 

increase cycling, and over 85% of respondents supported cycleways to decrease crashes. 

Specific to Island Bay, the percentage of people supporting cycle lanes was also very high, at 

75% and over 90% respectively. Pettit found that 76% of the population over age 18 would 

consider cycling if improved infrastructure, such as separated cycle lanes, was provided. 

Finally, while 31% of respondents said that their preferred mode of travel was by bike, only 9% 

were currently travelling by bike, indicating that while the desire to bike exists, external 

barriers were preventing them from doing so (93). 

 

Beetham and Pettit identified safety, both real and perceived, as a major barrier to cycling in 

Wellington City, with Pettit stating, “The Wellington research verifies international research 

that shows the most important issue to non-cyclists, when making the decision to cycle or not, 

is safety”. Beetham states, “By far the predominant comment, by people in all stage-of-change 

groups, was that they would cycle, or cycle more frequently, if it was safer. (91respondents)” 

(43). 
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4.5.2 Cycling Safety 

 

Safety concerns have doubled over the period between 2003-2008 (65), a Ministry of 

Transport document states, “Residents’ perceptions of how safe it is to cycle in Wellington 

have become more negative in recent years” (43). In the Transport Perceptions Survey in 

2012, only 22% of respondents rated cycling as “safe” or “very safe”, and this number has 

decreased since previous surveys. Forty-nine percent of respondents thought cycling was, 

“unsafe” or “very unsafe” (91). In light of this, the Island Bay cycleway could be a good means 

of increasing cycling and will likely improve perceptions of cycle safety, as research has shown 

this association (95). 

 

Indeed, it is important to note that safety barriers includes both real and perceived safety. 

Indeed, Jean Beetham, states, “Transport cycling is suppressed primarily because of a 

perceived lack of safety” (43).  

 

Unfortunately, perceptions about the lack of cycling safety are informed by negative cycling 

statistics. Cycling is second only to motorcycling as the riskiest transport mode in NZ, both by 

time spent travelling and distance travelled. Wellington is also the most dangerous city in NZ 

in which to cycle. 2007 was the worst year in a decade for cycle safety, with 149 cyclist 

casualties in the Wellington Region (75). Information from the Crash Analysis System (CAS), 

relating to on-road cycle crashes, shows that in the 2007-2011 period, cyclists were involved in 

12% of all injury crashes and 14% of fatal and serious injury crashes, this is much higher than 

the percentage of trips being taken by cycle, reported in The State of Cycling document as 

roughly 2.6% (75). 

 

At both the Regional and City Council levels, cycle safety is stated to be of great concern 

(65,72,75) though stated to be of only medium concern nationally (96). The RLTS outlines a 

goal of, “Increased safety for pedestrians and cyclists” (65) and the first policy of Wellington 

City Cycle Policy Report, Policy 1.1 states “Every opportunity to make the city as safe as 

possible for cyclists must be explored” (74).  

 

Actions outlined within the policy report that will allow the city to achieve this outcome, 

include adopting best-practice guidelines for cycle network planning, lowering speed limits, 

safety and awareness campaigns - targeting both motorists and cyclists, and undertaking 

studies to identify dangerous routes and intersections (74).  
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The next policy states, “Cycle-friendly traffic-calming measures will be implemented as 

required to moderate motorists’ speeds”. Then, perhaps ambitiously, “Every opportunity must 

be taken to make improvements to the cycle network, to make the routes safer and more 

convenient”. Finally, in line with the desire for separated cycleways “On main corridors, 

cyclists will have an option of riding free of general traffic by using dedicated cycle facilities 

where practical or by using dedicated bus lanes” (74). 

 

As Beetham found, “Road safety improvements were identified as the key change required to 

encourage the uptake of transport cycling” (43).A Land Transport NZ commissioned study 

backs this up, identifying “lack of cycle lanes” as a particularly large barrier to cycling (97).This 

reinforces the information discovered by Pettit and Beetham in their recent cycling-demand 

research, based in Wellington. 

 

It is imperative that steps are taken to improve cycle safety, as safety issues are likely to be 

compounded in the future due to more vehicle traffic (74). 

 

4.5.2.1 Initiatives for Increasing Cycle Safety 

 

The Greater Wellington Regional Council supports a number of initiatives that aim to improve 

cycle safety by addressing both real and perceived issues.  The cycle skills ‘Pedal Ready’ 

programme is funded by Sport Wellington and available free to schools within the Wellington 

Region.  It works at improving bike handling skills as well as providing bike and helmet safety 

checks for children.  

 

Adults can learn cycling skills through the “Active a2b” programme. This involves a three-hour 

workshop and has been running for the previous two years, though capacity is limited to 20 

spaces per year. 

 

Of greater capacity is the “bike buddies” scheme started in 2010. In this initiative, new cyclists 

are matched with experienced riders in order to learn the best routes for commuting, cycle 

skills and tips. In 2012, 134 bike buddies and 120 bike mentors were part of the programme. 
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With the aim of addressing the relationship between bus drivers and cyclists, bus/bike 

workshops have been set up in the region running three times per year.  These workshops 

involve up to 20 bus drivers and cyclists at a time and allow drivers and cyclists to switch 

places in order to experience the road from other’s perspective.  In addition, both groups 

learn skills for co-existing safely on our roads (75). 

 

4.5.3 Equity 

 

On a broader scale, any infrastructural change, and particularly one that could have a 

substantial effect on health and wellbeing, equity and access are important considerations. 

What will the changes do to those who are already the most disadvantaged? Will the changes 

help to reduce or widen inequalities? Equity is a major consideration as addressed in the 

Ottawa Charter (36), and, perhaps more relevant to the NZ context, the Treaty of Waitangi 

(98). The Wellington City Council states, “Everyone, regardless of age, culture, or ability must 

have access to city life and be able to participate in civic activities and healthy communities“ 

(63). 

 

4.5.3.1 Access to a bike 

 

A barrier to cycling, as highlighted by Pettit, was lack of access to a bicycle. Pettit found that 

those who were classified as “dedicated cyclists” said that lack of access to a working vehicle 

was their main barrier to cycling (93). This is also reflected in a report from the Greater 

Wellington Regional Council that states that not having a bicycle is a major barrier to cycling in 

the region (75). The NZ Household Travel Survey showed that in 2007-2011, only 47% of 

surveyed households in Wellington had access to a working bicycle (75). In her study, Jean 

Beetham found that for those in the ‘contemplation’ group regarding likelihood of cycling, lack 

of gear was mentioned as a barrier in just over 20% of responses (43). However, Regional 

Council research suggests that lack of bike ownership may not actually be a big barrier to 

cycling, rather, symptomatic of a lack of interest or willingness to cycle. As Beetham states, “It 

is more likely to follow from a lack of safe cycling facilities rather than being a major distinct 

barrier in itself” (43). Nevertheless, access to a bike is an important consideration with mode 

shift towards cycling. 
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4.5.3.2 Cost of Cycling 

 

Due to the relatively low cost of cycling, promoting cycling and cycle lanes could be seen as a 

good way to address inequalities. Car ownership involves many costs, including initial 

purchase, registration, warrant of fitness, and maintenance. A bicycle is typically much 

cheaper to purchase and maintain. 

 

With data from the 2013 Census, suburbs within Wellington have been given a social 

deprivation score, taking into account income, employment, qualifications, home ownership, 

support, living space and transport. A score of 1000 is the mean, and anything greater than 

this is considered more deprived. The Island Bay cycleway will connect a number of suburbs, 

including Island Bay-Ohwiro  (score= 927) Mt Cook (1039), Newtown (1024), Berhampore 

(1024), and Wellington Central (995). For reference, the most deprived area in Wellington City 

is identified as Kilbirnie with a score of 1044, and the least deprived is Seatoun-Karaka Bays-

Breaker Bay with a score of 888 (73). 

 

Although studies on cycling demand and likelihood of uptake in Wellington did not classify 

respondents according to income or socioeconomic status, it could be hypothesized that 

residents of more deprived areas may cycle more and benefit more from the addition of a 

cycleway due to the lower cost. Research from the Regional Council however, makes this 

hypothesis more tenuous. In both NZ, and the Wellington Region, cycling for transport is most 

commonly associated with those with higher incomes (75,97,99). Additionally, international 

research suggests that wealthier people tend to use cycling infrastructure more than poorer 

people (100). 

 

4.5.3.3 Access to other services within the city 

 

The Wellington Regional Transport Strategy highlights, “The ability of people to access health 

services is another important relationship between the transport system and public health. 

The region’s transport network needs to connect people with health services (ranging from 

local GP clinics to the regional hospital in Newtown) by providing a range of transport options. 

It is important that those without access to a private vehicle are not disadvantaged in terms of 

access to health care. The affordability of public transport services plays a role in this.”  An 

objective of the RLTS is “Improve access, mobility and reliability”, ensuring that access within 

the region is improved for all groups (65).  With this in mind, cycling and cycle lanes can 
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provide another means of access to health services for those without access to a private 

vehicle, provided people have the equipment and physical ability to do so. 

 

4.5.3.4 Cycleways and disability 

 

The RLTS describes the importance of having a transport network with, “ease for social 

participation and interaction for all” (65). With any changes to transport infrastructure and 

mode shift, we need to consider those who may be unwilling or unable to use a particular type 

of transport. As Wellington-based Dr Esther Woodbury discusses in her PhD the car can be a 

tool of independence for those who have physical disabilities and that, “cars play a vital role in 

improving social participation and inclusion for people with mobility impairments” (101). 

While a mode shift towards cycling may actually advantage those who rely on cars for 

transport, for example, by decreasing congestion and competition for remaining car parks, the 

impact of loss of and location of remaining car parks for this group of people needs to be 

considered. In addition to this, we need to consider the effect that an aging population may 

have on the demand for different modalities. Poor eyesight and impaired mobility may 

prevent elderly people, in particular, from cycling. It is important to note that physical fitness 

promoted through the use cycle lanes may improve a person’s mobility and decrease their 

likelihood of physical disability. This issue cannot be explored with great detail in the context 

of this review, however is important to be aware of. 

 

4.5.3.5 Māori 

 

Article three of the Treaty of Waitangi details equity or oritetanga. However, in NZ, people 

who identify as Māori are overrepresented in many statistics of poor health and low socio-

economic status. Therefore, achieving equitable outcomes for Māori is of great importance. In 

Wellington City, 7.6% of the population identify as Māori(73). In addition, Māori make up a 

greater percentage of the population in the suburbs that the Island Bay cycleway connects, 

including Island Bay-Owhiro Bay (9.1%), Berhampore (10.5%), Newtown (10.2%), and Mount 

Cook 11.1%) (73). 

 

Unfortunately, the studies investigating demand for cycling lanes and likelihood of cycling 

uptake in Wellington communities did not characterise responses via ethnicity. Therefore, 

information on ethnicity specific likelihood of cycling uptake is uncertain. It should also be 
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noted that, on average, Māori people tend to have a larger whanau structure than Pakeha, 

thus perhaps making it more difficult to travel by bicycle especially if a whanau has young 

children. While not specific to Māori, 6% of people surveyed in the Transport Perceptions 

survey identified “children factors” (6%) as a significant barrier to cycling (91). This may be an 

important barrier to cycling for Māori and therefore should be considered.   

 

  



37 
 

5 Chapter 5: The Case Study 
 

5.1 Introduction 
 

Previous studies have shown that business owners on the path of a cycleway often have 

several concerns. These include, fear of loss of carparks, fear that shoppers will have problems 

accessing their shops, space concerns, and loss of business (43). 

 

With particular reference to Section 2 of the Island Bay cycleway, business owners in the 

Newtown region are key stakeholders and indeed have some concerns. Jimi Meanger, a 

Newtown business owner, created a petition opposing the cycleway and collected 65 

signatures from business owners on Riddiford Street. Major concerns were that the Newtown 

section of the cycleway would replace customer car parks in the shopping centre, therefore 

reducing the accessibility of businesses to customers. These concerns were also sparked by 

the controversy and opposition to Section 1 of the cycleway, in Island Bay (102).  

 

In the media, concerns of business owners were quoted; “People won’t be able to do their 

shopping on bikes”. Many business owners were also concerned about parking “…we need 

more parking, not less” and others were concerned about traffic flow “Traffic congestion 

caused by cars, buses, emergency services and deliveries to retailers is already problematic on 

Riddiford St” (103). 

 

Many of the barriers outlined within this report have been addressed, or in the very least, 

identified by the Council and some goals for improvement have been made. However the 

ideas and concerns of these business owners are yet to be systematically characterized. 

Relevant questions are: Are there other concerns that haven’t been mentioned? How 

common are the concerns that have been raised? Are these concerns widespread, or just the 

voice of a vocal few? 

 

Considering these questions, we decided to conduct interviews with business owners on 

Riddiford Street in Newtown, and used qualitative analysis to look at key themes. Our major 

goal was to explore their concerns to see if these could be addressed. It is clear that cycleways 

can provide a good strategy for climate change mitigation, along with many health co-
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benefits. However, to avoid continued resistance to cycleways in Wellington, we must address 

the concerns of local stakeholders. 

 

5.1.1 Aims 

 

To assess the opinions of Riddiford Street Business owners surrounding the proposed 

cycleway from Island Bay to the Central Business District (CBD). 

 

5.2 Methods 
 

5.2.1 Data Collection 

 

Information was gathered from responses to open-ended questions asked in face-to-face 

interviews with individual business owners. The interviews were conducted by groups of two 

medical students and took place in the businesses on Riddiford Street. During the participant 

selection process, we allocated pairs to different sections along Riddiford Street in order to 

create a sample that represented a wide range of businesses as well as allowing good 

geographic representation of the street. Businesses were selected at random within the 

sections as the pairs came across them. Interviews continued until saturation of information 

occurred, that is we were able to predict the type of comments we would hear and no new 

ideas were brought up during the interviews. This occurred at 19 interviews. 

 

The questionnaire was formulated to provide information on the Newtown business owners’ 

perceptions of the proposed cycleway, its effects on their business and their ideas 

surrounding cycling in general. A copy of the questionnaire can be seen in Figure 4. The 

interviews were recorded on to Dictaphones, and notes were taken at the time of the 

interview. The two interviewers then independently transcribed the recordings. 
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Figure 4: Newtown Business Owners' Questionnaire 

 

5.2.2 Data Analysis  

 

Analysis was conducted in three stages, in order to enhance rigor. Individually, the 

transcriptions were coded into key ideas. The two interviewers then grouped the key ideas 

together into themes, alongside explanations and direct quotes. This was done as per the 

template in Appendix A. In the third stage, the information from all interviews was analysed as 

a group and the themes were refined to more accurately convey the findings. This was done 

visually in hard copy format, using a ‘cut and paste’ technique whilst noting which interview 

the information had been sourced from. The group then discussed each of the ideas from 

individual interviews until appropriate themes were agreed upon. Subcategories were also 

created to allow for greater distinction within themes.  Ideas from the business owners that 

were applicable to multiple categories were copied and displayed under all relevant key 

themes or subcategories. 

 

In order to assess the relative importance of the themes identified, the number of times a 

theme was mentioned across all interviews was noted as well as the emphasis each business 

owner had placed on a particular theme. Emphasis was gauged by ranking the themes from 

each interview, with the most emphasised idea being allocated two points and the second 

allocated one point. We also identified themes that did not fit in the most emphasised or 

frequently mentioned categories from an interview but were deemed important or unique. 

 

5.3 Findings 
 

5.3.1 Frequency 
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The most frequently mentioned theme was ‘safety’. This encompassed both cyclist and 

motorist safety, as well as cyclist education.5 The second most frequently mentioned theme 

was the ‘road user attitudes’, or attitudes of both cyclists and motorists on the road. Concern 

regarding the potential impact of the cycleway on retail business was the third most 

frequently mentioned theme, featuring in 11 of the 19 interviews. This was followed by the 

health benefits of cycling. Traffic and practicality of implementation were equally mentioned 

by 9 businesses as important factors in the cycleway. Cycling uptake, cost savings and losses, 

environmental benefits, development and lack of information were the least mentioned 

themes. The frequency findings are displayed below in Figure 5. 

 

 

Figure 5: The frequency of themes mentioned across all interviews 

 

5.3.2 Emphasis  

 

The theme emphasised the most across interviews was the potential impact of the cycleway 

on business. Overwhelmingly, this was perceived as a negative impact. The second most 

                                                           
5
 Safety as a theme had a total frequency of 21, greater than the 19 interviews. This is because safety as 

a theme incorporated both positive and negative views, as well as ideas surrounding cyclist safety 

education. For example, if a business owner mentioned both negative views and cyclist education, we 

counted this as two separate mentions of safety. 
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emphasised theme was cyclist safety, with both positive and negative perspectives. The 

practicality of implementing the cycleway was the third most emphasised theme. Respect 

between cyclists and drivers, and uncertainty surrounding uptake of the cycleway were fourth 

and fifth respectively.  

 

Other themes emphasised by business owners were misinformation, lower costs of cycling to 

the individual, the great cost of a cycleway to the government, the environmental benefits of 

cycling and the role of cycling as a form of transport in NZ compared with its role in other 

countries. The emphasis findings are displayed below in Figure 6. 

 

 

Figure 6: Emphasis placed by Newtown business owners on the key themes 

 

5.3.3 Key Themes 

 

5.3.3.1 Safety 

 

Cycle safety was the most emphasised theme. Business owners were concerned about safety 

and were interested in improving it, although the perception of how to achieve this differed 

between individuals. The need for education of cyclists also featured when discussing cycle 

safety. 
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“They can cycle without fear of being scraped by a car or bus” 

 

“[Cycleways will cause] more congestion, more aggressive driving because 

there will be traffic jams and probably more bikers getting hurt because of 

that” 

 

"I love the idea of having a safer route because I actually don't bike to the 

mountain bike trails because I'm scared of the cars" 

 

5.3.3.2 Negative Impact on Business 

 

The second most emphasised theme identified in the interviews was the potential negative 

impacts of a cycleway on the income of small businesses. It was the second most emphasised 

theme across the interviews and the second most frequently mentioned idea. 

 

The main issue for business owners is the perception that introduction of a cycleway will 

remove parking currently available for potential customers. 

 

“Immediate parking for customers who just want to stop, grab a quick 

takeaway coffee. That's not going to happen anymore. If it goes ahead…I 

could lose quite a bit of business” 

 

"It will hinder the business by taking away the car parking spaces” 

 

5.3.3.3 Practicality of Implementation 

 

A common outlook shared by business owners was that the roads of Newtown are too narrow 

to safely accommodate a cycleway without interfering with the flow of traffic. 

 

“I have seen a car stop for another car coming down. You’re going to put 

cycleways there, where are the buses going to go? That’s crazy.” 

“Fire engines, cop cars and ambulances already have a hard path to go 

through.”  
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Another perception amongst Newtown business owners was that NZ roads, particularly those 

in Wellington, have not historically been designed or constructed to incorporate cyclists. 

 

“In Holland and Europe, roads were built with bikes in mind.”  

 

The business owners also believed that it would be a difficult task to alter the Newtown 

infrastructure and implement a cycleway whilst addressing the issues of safety, parking and 

maintaining the flow of traffic. 

 

5.3.3.4 Road User Attitudes 

 

Another theme commonly highlighted by business owners was the attitudes of both cyclists 

and drivers, and the idea of mutual respect between the two groups. This was divided into 

three subcategories: attitude of cyclists, attitude of motorists and mutual respect. 

 

Many business owners viewed cyclists’ attitudes negatively. 

 

“You get cyclists who think they own the road” 

 

“Some cyclists are a bit crazy so it’s dangerous for everybody” 

 

However, most business owners acknowledged that changes in attitude needed to occur 

within both groups in order for the cycleway to be effective. 

 

“One of the main issues is safety and compatibility between the cyclists 

and the motorists” 

 

“There needs to be more education about it. They [cyclists] need to show 

courtesy as well as to drivers. It should go both ways” 

 

5.3.3.5 Uncertainty of Uptake  
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Uncertainty of uptake was another idea strongly emphasised by business owners in Newtown. 

We subdivided this theme into three categories: usage of the cycleway itself, cyclists 

disregarding the cycleway and weather barriers.  

 

The greatest concern expressed was that merely constructing a cycleway would not be 

sufficient to promote and encourage cycling amongst the population. 

 

“My main concern is that it [the cycleway] is going to get watered down 

or… not utilised, that would be my biggest fear… the whole theory is, build 

it and people ‘will come’, but… you really need to encourage them to make 

use of it” 

 

One of the desired outcomes of implementing a cycleway is increased physical activity, leading 

to an improvement in health. However, one business owner believed that a cycleway alone 

would not provide encouragement for people to take up cycling 

 

“They not gonna get healthy because you put the bike road, you know. It 

can be empty as well” 

 

In contrast, another interviewee believed that having a cycleway would motivate more people 

to cycle. 

 

“People will use a cycleway if there is one coming through” 

 

With both the wind and the rain, Wellington weather is known to be somewhat 

temperamental. Business owners saw this as another potential barrier to cycling uptake. 

 

“Who wants to ride their bike when it’s pissing down with rain?” 

 

Finally, an interesting point raised was that cyclists would not stay within the cycleways. There 

were opposing views on cyclists being able to use both the cycleway and the car lanes. 

 

“Cyclists are happy that there isn’t a cycle lane here because they can just 

whizz around and go around the traffic” 



45 
 

“There’s people that will want to ride on the road, let them, cause they’re 

experienced riders.” 

 

5.3.3.6 Information Disparities 

 

A key issue observed throughout the interview process was the level of knowledge 

surrounding the cycleway. Whilst lack of information was not specifically mentioned, it was 

clear when analysing the interviews that information regarding the cycleway differed greatly 

between business owners and was not always consistent with information released by the 

council. 

 

“The first we’d heard of it…they would come and put it outside here along 

the road [Riddiford Street] and there would be no parks” 

 

“They raise way of [the cycleway] going through Adelaide road…”  

 

“I think it’s all resolved now?” 

 

5.3.3.7 Other themes 

 

Two themes frequently mentioned but not strongly emphasised were the potential health 

benefits that could be obtained from a cycleway and the positive and negative effects on 

traffic. These topics were cited but not further explored by the interviewees. 

 

“Because the more people bike, and exercise, the healthier people are 

going to be” 

 

“Traffic will get less usage of the road…it will cause more 

congestion…traffic jams” 

 

“The main advantages are better traffic flow and safety for all participants" 

"They make there be less congestion on the roads"  

 



46 
 

Other minor themes that were mentioned in the interviews were the lower costs of cycling to 

the individual, the great cost of a cycleway to the government, the environmental benefits of 

cycling and the role of cycling as a form of transport in NZ compared with its role in other 

countries. 

 

5.4 Discussion 
 

5.4.1 Key Themes 

 

5.4.1.1 Safety: Positive and Negative 

 

Newtown business owners identified safety as an important factor when considering cycling 

and the implementation of the cycleway. The majority of business owners thought that cyclist 

safety would be increased by use of the cycleway. This is in keeping with research which has 

shown there is a “safety in numbers” effect, whereby implementation of interventions, such 

as a cycleway, decrease the risk of injury and reduce the psychological barrier of fear. It’s 

estimated that doubling the prevalence of cycling is associated with a reduction of 

approximately one third in the death rate per km cycled (6). Another study from Portland, 

Oregon interviewed cyclists about their experience of cycling on a cycle way that had been 

constructed two years previously. They found that 71% of respondents agreed with the 

statement “The cycle track has made this section of SW Broadway SAFER for me as a cyclist” 

(104). 

 

Whilst the majority of business owners thought the cycleway would increase safety, a few 

thought safety would be negatively affected. A study by Lindsay et al. states that the fatalities 

from cyclist injuries may increase from 3.5 to 5.0 annually, with a shift in short urban car trips 

(<7km) to cycling of 1% to 5%. However, the rate of cyclist fatalities per 100,000,000 km 

cycled will actually decrease from 2.19 to 1.32 (6). In other words, whilst the study shows that 

an increase in cycling will increase the absolute number of injuries, but the proportion of 

cyclists injured will actually remain the same or decrease. Overall, the study concludes that 

the health benefits from increasing cycling rates will heavily outweigh the cost of injury from 

road crashes. These health benefits include effects from increased physical activity, reduced 

air pollution and the safety in numbers effect on injuries. The study calculated a benefit-cost 

ratio of 3:1 for just a 1% substitution of short car trips to cycling, and over 40:1 when 30% of 
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trips were substituted (6). In keeping with the business owners’ perception, overall, research 

suggests that the cycleway will have a positive effect on cycle safety. 

 

We have previously identified a few initiatives run regionally and locally for increasing cycle 

safety in this report. We were unable to find any evidence reviewing the effectiveness of 

many of these programs. An example by the Regional Council, is the development of the 

Journey Planner website and mobile app, to allow people to plan desirable routes anywhere in 

the Wellington region. We recommend that more research needs to be undertaken to 

ascertain which interventions are most effective in improving safety and increase the capacity 

for these initiatives. 

 

5.4.1.2 Impact on Business 

 

The majority of business owners interviewed, emphasised that implementing a cycleway 

would have a negative impact on their business. A major concern was that if a cycleway was 

implemented, it would result in a reduction of the available on-road carparks. This implies that 

business owners believe a large proportion of their customers travel by car to their 

businesses. In order to address this concern, it is important to understand the current 

behaviours of customers. A study conducted by Fleming et al looked at the economic impacts 

of transport and road space reallocation in shopping areas located in New Zealand cities. This 

showed that whilst sustainable transport users (walking, cycling and public transport) spent on 

average $12 less per trip than car users, they visited more frequently and spent more time in 

the area. As a consequence, sustainable users spend the same or more than car users, in a 

month (51). This is consistent with other research, internationally and in Wellington (43,105). 

Fleming et al. also found that whilst sustainable users made up 37% of the participants 

surveyed, they contributed 40% of total spend. This shows that the sustainable users made a 

higher economic contribution than their mode share. These findings suggest that the benefit 

to businesses of encouraging more sustainable transport journeys to shopping areas, 

outweighs the cost of re-allocating car parks.  

 

The business owners were also concerned that the loss of car parks would affect ‘passing 

trade’. Fleming et al found that the majority of people, shopping in arterial areas, such as 

Newtown, intended to visit the area already and passing trade accounted for less than a third 

of purchases. This implies that if well sign-posted alternative parking is available, the removal 
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of on-street parking directly outside shops, will not necessarily affect passing or local trade 

(51). 

 

International evidence also supports the idea that a cycleway will have a neutral or positive 

effect on local business. A study in Seattle surveyed businesses before and after a bike lane 

was constructed in two different locations. Overall, the findings were that the changes to 

these areas did not have a negative economic impact on businesses (105). The Valencia Street 

Bike Lane Merchant Survey in San Francisco also looked at the impact of bike lanes on 

businesses four and half years following their construction. This area has similar demographics 

to Newtown as it is primarily a low income, working class, immigrant neighbourhood. When 

business owners were asked in general what the impact on business and/or sales had been 

after installation, 65.4% responded that the bike lane had a positive effect, while another 30% 

did not think that the bike lane had any effect. Only one individual said that the bike lanes had 

a “slightly negative effect” (106). Furthermore, research has also been conducted that 

quantifies an increase in retail sales after the implementation of bike lanes (107). 

 

Although the causality of the increase in sales is arguable, it is important to note that many of 

these studies found that business owners did not observe a negative impact on their business 

and/or sales. This provides an illustration of the potential effects following implementation of 

a cycleway in Newtown.  

 

5.4.1.3 Practicality of Implementation  

 

The practicality of implementing a cycleway in Newtown was another theme strongly 

emphasised by business owners. There is a perception that the planning for New Zealand 

transport infrastructure has previously been focused on incorporating the needs of cars and 

other motorised vehicles, rather than bicycles. This idea is supported by a survey conducted in 

2009 which found that the majority of local authorities and decision makers within NZ 

government were largely focused on problems faced by car drivers in regards to transport 

issues in NZ (51). Both the historic decisions surrounding infrastructure and the prioritisation 

of other road users, means that it can be very difficult to implement cycleways. These results 

correspond with the aforementioned concerns from Newtown business owners. Business 

owners felt that implementing a cycleway would make it difficult to maintain the existing 

functionality of Newtown - including concerns for safety, parking and the flow of traffic. Issues 
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mentioned were narrow roads and busy intersections in the Newtown shopping area. 

Business owners felt that they would be directly affected by this reduction in functionality, as 

it is perceived that the majority of customers travel to their businesses by car, rather than by 

bike. 

 

5.4.1.4 Road User Attitudes 

 

Our findings identified the attitudes between cyclists and other road users as a key issue 

surrounding the proposed cycleway. There are numerous examples in the literature and 

media regarding these attitudes. An Australian study surveyed 1830 cyclists in Queensland, 

finding that 76% of men and 72% of women reported being harassed by motorists in the 

previous 12 months (108). Whilst there is research acknowledging the existence of the 

negative attitudes between cyclists and other road users, we found little evidence on how to 

effectively reduce this or what effect a cycleway would have on these attitudes. As many of 

the business owners recognised, this is an important area to address and it needs more 

research in order for cyclists and motorists to share the road in a safe and respectful manner.  

 

5.4.1.5 Uncertainty of Uptake  

 

The implementation of the Island Bay to City cycleway aims to improve cycling infrastructure 

in Wellington. The present barriers affecting cycling are shown in a recent survey and these 

include poor road infrastructure, poor road maintenance, cycle safety, unsafe drivers, 

weather, and difficulty in carrying heavy items (93). Putting this cycleway into effect is likely to 

remove some of the barriers preventing people from cycling or making it difficult for cyclists 

currently.  

 

Selecting an optimal route - that is ideally flat, with direction and safety elements included, 

has been shown to be important in implementing a successful cycleway (93). These factors 

can promote a greater uptake of cycling and increase the use of the cycleway. This research is 

relevant to the findings of our study, as business owners were uncertain whether a cycleway 

would increase the uptake of cycling or not. It is important to note that some barriers such as 

weather and the inconvenience of cycling are unavoidable, so will still apply, even with the 

implementation of the proposed cycleway.  
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A Wellington study conducted earlier this year, found that 76 percent of respondents over 18 

would consider cycling in some circumstances, given that safe, separated infrastructure was 

provided – whether for recreation, errands or commuting (93). 

 

The importance of education and appropriate promotion of the cycleway should be noted, as 

this is crucial to ensure maximum utilisation of this intervention.  

 

5.4.2 Communication 

 

Wellington Towards 2040: Smart Capital is a document that was developed by the Wellington 

City Council (WCC) in 2011 which explicitly states a desire for community participation and 

engagement in city planning, through improving transparency and accountability of those 

making decisions. Objectives of becoming more proactive in engaging the community in the 

development and delivery of services and facilities has also been described. This involves 

making engagement more accessible to those who will be affected by proposed changes (63). 

 

While the Council has stated their desire to engage stakeholders, some business owners 

believed that this had not occurred to a satisfactory standard with regards to the Island Bay to 

City cycleway. Communication was emphasised by a small number of business owners in the 

interviews, however, there was a strong feeling among interviewees, that businesses had not 

received adequate information or consultation on the proposed plans. This apparent lack of 

communication contributed to the uproar among some of the business owners.  

 

As a result of our interviews, we have identified a lack of communication between the council 

and the business owners as an important theme. The city council has previously been 

criticised for ‘over-consultation’ leading to a perceived ‘consultation fatigue’. However, we 

would recommend a higher level of effective consultation with the relevant communities, thus 

ensuring that major stakeholders in the project are adequately informed throughout the 

planning process. Members of the community are interested in being consulted and involved 

in the development of the project. Moreover, it would be advantageous for those managing 

the project to consider looking into both NZ and international research on the implementation 

of cycling infrastructure, in order to help predict and avoid complications. 
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5.4.3 Responsibility  

 

Another barrier to implementing the cycleway is determining which organisation is primarily 

responsible for managing the proposed cycleway. While the Regional Cycling Plan identifies 

which agencies have authority (in this case, Territorial Authorities and Road Controlling 

Authorities), it does not clearly outline who these groups actually are. The plan states that 

whilst it is the responsibility of each agency to pro-actively progress to action, commitment 

from many agencies will be needed to deliver an effective solution. It is therefore important 

that the multiple agencies involved are effectively communicating with each other and 

working towards a common goal. This will enhance the quality of the project and improve the 

efficiency of the process. 

 

As mentioned earlier, the amount of funding in the transport sector dedicated to cycling 

facilities nationally has previously not been representative of the proportion of cyclists using 

the roads. However, figures from the recent 2014/15 budget report show that Wellington has 

increased its spending by 230 percent. In order to achieve substantial mode shift from cars to 

sustainable transport modes, we support the continuation of increased funding regionally and 

nationally on cycling facilities. 

 

5.4.4 Accessibility and Equity   

 

Accessibility is important to consider in regards to implementation of a cycleway. It relates to 

equity and can be discussed in terms of current access to cycling, access to the proposed 

cycleway and the indirect consequences of a cycleway. For example, reduced accessibility to 

shopping facilities due to a loss of on-street carparks. It is also essential to consider the effects 

on the most disadvantaged groups within our society using the principles stated in the Ottawa 

Charter and the Treaty of Waitangi. The Wellington City Council has attempted to address 

these ideas, stating: “Everyone, regardless of age, culture, or ability must have access to city 

life and be able to participate in civic activities and healthy communities” (63). 

 

Implementation and use of the cycleway is also dependent on access to bicycles. Research has 

shown that 46% of households in NZ own a bicycle (49). Pettit has also highlighted that lack of 

access to a working bicycle was a barrier across all groups. In addition, almost 30% of Pettit’s 

study population said they would cycle more if they owned a working bicycle (93). Therefore, 

strategies to improve access to bicycles have the potential to increase access to cycling for all 
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individuals, for example, a policy to introduce bicycle and helmet subsidies in order to make 

biking more accessible to those of low socioeconomic status.  

 

As the proposed cycleway covers a range of suburbs with differing levels of deprivation, the 

Island Bay to City cycleway improves the accessibility to city life and the ability to participate 

in the community. 

 

It is paramount to consider the indirect effects of the cycleway on accessibility. The removal of 

car parks in Newtown may lead to reduced accessibility for specific groups within the 

community, especially the elderly and disabled. This issue has been identified in other studies 

and is applicable to the proposed Island Bay to City cycleway. A study reviewing the 

installation of the cycleways in Portland identified reduced accessibility for handicapped 

individuals due to an inability to park and/or drop-off on the curb of streets (104). These 

indirect consequences need to be taken into account when implementing the Island Bay to 

City cycleway, in order to minimise their negative impacts on our society. 

 

A specific focus on achieving equitable outcomes for Māori is required in the implementation 

of the cycleway. As mentioned earlier, Māori have poorer health outcomes than non-Māori 

and are overrepresented in low socioeconomic groups. We considered strategies following the 

Ottawa Charter Framework and the Treaty Understanding of Hauora in Aotearoa-New Zealand 

(TUHA-NZ). At a community level, we propose marae based cycle education sessions and 

culturally appropriate cycle awareness campaigns. Biking events such as Iron Māori encourage 

community engagement and participation. Additionally, local iwi should be consulted for their 

thoughts and suggestions on the project. Taranaki Whānui ki te Upoko o Te Ika (Taranaki 

Whānui) represent iwi originating in the Wellington region, including Te Ātiawa, Ngāti Tama, 

Ngāti Ruanui and Taranaki. Ngāti Toa should also be included among those consulted, as the 

Waitangi Tribunal have acknowledged their mana whenua interests in the region (63). 
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Figure 7: Deprivation Index for Wellington (New Zealand Deprivation Index 2006) 

 

5.4.5 Strengths and Limitations  

 

An expected limitation of the study was that medical students carried out the interviews. As 

medical students, we have been taught about the potential health benefits of increased 

physical activity through cycling. This may have resulted in the introduction of interviewer 
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bias. To minimise the effects of this, open-ended and impartial set questions were used to 

allow business owners to voice their opinions with minimal influence from the interviewers. 

The use of set questions also strengthened the study design as they improved consistency 

between interviews. Prompts were provided as an option for interviewers to ensure that 

sufficient data was collected from each business owner. 

 

Multiple interviewers posed another limitation when it came to analysing the data. It was 

difficult to compare the emphasis placed on each theme by business owners as different 

interviewers were involved. To overcome this, interviews were recorded and transcribed. This 

ensured other members of the group could read the word-for-word transcriptions of each 

interview. We also developed a systematic ranking process, as discussed in methods, allowing 

us to standardise findings.   

 

A strength of the study was using multiple levels of analysis. This was achieved by having the 

data analysed first by individuals, followed by in pairs, and finally, amongst the wider group. 

This improved rigor of the study. In order to not lose context of the comments, we continually 

referred back to the original narratives. Another strength of the study was that we collected 

data until saturation was achieved. This helped to ensure that adequate and quality data was 

collected.  

 

5.4.6 Ethical Considerations 

 

Our project attempted to address the topic of barriers to climate change mitigation policy. As 

we have discussed, climate change is a pressing issue for global health. In order to tackle this 

issue we must undertake a globally collaborative effort to reduce the anthropogenic causes of 

climate change. However, several ethical issues exist and must be considered, especially when 

it comes to policy aimed at mitigating the effects of climate change. Such issues exist at all 

levels; from the question of whether or not to address climate change in the first place, to the 

local level policy implementation disputes. At the global level, issues exist with the distribution 

of benefits and harms of climate change. It is commonly seen that people in the poorest 

countries, who incidentally have contributed the least to greenhouse gas production and reap 

minimal benefits, will experience the worst effects. In addition, the issue of positive rights, 

such as access to a safe, clean environment and healthy lifestyles must be considered as 

climate change may negatively impact these rights. Ethical issues may also be observed more 
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locally when it comes to the implementation of climate change mitigation policy. Some 

policies have the potential to infringe on individual rights and freedoms and may be 

considered paternalistic by some. As a result, opposition may arise and thereby act as barriers 

to the policy implementation.  Fair and transparent processes for the implementation of such 

policy must therefore be undertaken to ensure such issues are minimized. 

 

Several ethical concepts and approaches are relevant to addressing these issues. At the 

broader global and national levels, ideas of utilitarianism, communitarianism, and an 

anthropocentric approach play a significant role in the debate of whether or not to address 

these issues. With regard to utilitarian theory, addressing climate change and promoting 

healthy co-benefits through policy implementation leads to a significant amount of good for 

the whole global population. Communitarianism is another concept applicable at the broader 

level. It describes the ideas of common good, shared values, ideals and goals of a community. 

It emphasizes that many goods are held and enjoyed in common, in this case being a healthy 

and clean environment. An anthropocentric approach may also be taken to address these 

issues, with particular emphasis on the instrumental value of the environment to mankind at 

present and for future generations. Perhaps of more relevance to our case study though are 

the ethical issues at the local policy level. Such issues arise both in the development and 

implementation of these policies and include: equity, cost-benefit, Treaty of Waitangi 

considerations (e.g. Māori input and values), fair process and distributive justice. In our 

project we have had a significant focus on fair democratic process, equity and Treaty of 

Waitangi considerations, which ultimately shine through in our conclusions and 

recommendations. 

 

5.5 Conclusion  
 

Climate change is an undeniable and pressing issue that affects us all. Even if New Zealand 

manages to meet international guidelines to reduce carbon emissions, these efforts may still 

not be sufficient to mitigate all threats posed by climate change. The transport sector is a 

large and increasing contributor to these emissions, however, it is also very amenable to 

change and thus a key target for climate change policy. Cycleways are an example of a cost-

effective approach to encourage modal shift and reduce carbon emissions. They also have the 

advantage of providing many health co-benefits, such as the direct effects from increased 

physical activity and the indirect effects from decreased air pollution. 
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There are many barriers to implementing climate change mitigation policies, despite research 

supporting their effectiveness and necessity. This can be seen in the case of the Island Bay to 

City Cycleway in Wellington. Our case study identified five key issues surrounding the 

cycleway from the perspective of Newtown business owners: safety, effect on business, 

practicality of implementation, attitudes of road users, and uncertainty of uptake. These 

barriers are consistent with findings in the literature. However, further research indicates that 

many of the identified concerns are unlikely to have a significant impact in practice. Evidence 

suggests that the cycleway is in fact likely to increase safety, improve or have no negative 

effect on businesses and dramatically increase cycling uptake in the area. We therefore 

postulate that the root cause of the opposition by business owners in Newtown is a lack of 

adequate communication between policy makers and stakeholders. If the communication 

between these parties was improved and all contributors worked towards a common goal, we 

believe some of the barriers to implementation of climate change policy will be reduced. 

 

 

  



57 
 

6 References 
 

1.  Metcalfe S, Woodward A, Macmillan A, Baker M, Howden-chapman P, Lindsay G, et al. 
Why New Zealand must rapidly halve its greenhouse gas emissions. N. Z. Med. J. 
2009;122(1304):72–95.  

2.  Patz JA, Campbell-lendrum D, Holloway T, Foley JA, Nin E. Impact of regional climate 
change on human health. Nat. Publ. Gr. 2005;438(November):310–7.  

3.  Campbell-Lendrum D, Corvalán C. Climate Change and Developing-Country Cities: 
Implications For Environmental Health and Equity. J. Urban Heal. Bull. New York Acad. 
Med. 2007 May;84:i109–17.  

4.  IPCC Second Assessment: Climate Change 1995. 1995.  

5.  Haines A, Kovats RS, Campbell-lendrum D, Corvalan C. Climate change and human 
health: Impacts, vulnerability and public health. Public Health. 2006;120(7):585–96.  

6.  Lindsay G, Macmillan A, Woodward A. Moving urban trips from cars to bicycles: impact 
on health and emissions. Aust. N. Z. J. Public Health. 2011 Feb;35(1):54–60.  

7.  Global Issues: Climate Change [Internet]. United Nations. 2014. Available from: 
http://www.un.org/en/globalissues/climatechange/index.shtml 

8.  History [Internet]. Intergov. Panel Clim. Chang. Available from: 
http://www.ipcc.ch/organization/organization_history.shtml 

9.  IPCC Overview. 1990 p. 51–62.  

10.  First steps to a safer future: Introducing The United Nations Framework Convention on 
Climate Change [Internet]. United Nations Framew. Conv. Clim. Chang. 2014. Available 
from: http://unfccc.int/essential_background/convention/items/6036.php 

11.  United Nations. United Nations Framework Convention on Climate Change. 1992 p. 1–
33.  

12.  Background on the UNFCCC: The international response to climate change [Internet]. 
United Nations. 2014. Available from: 
http://unfccc.int/essential_background/items/6031.php 

13.  Kyoto Protocol [Internet]. United Nations Framew. Conv. Clim. Chang. 2014. Available 
from: http://unfccc.int/kyoto_protocol/items/2830.php 

14.  Kyoto Protocol to the United Nations Framework Convention on Climate Change. 1998.  

15.  The Kyoto Protocol [Internet]. Minist. Environ. 2010. Available from: 
http://www.mfe.govt.nz/issues/climate/international/kyoto-protocol.html 

16.  New Zealand’s Greenhouse Gas Inventory & Net Position Report 1990-2012. 2014.  



58 
 

17.  New Zealand’s net position under the Kyoto Protocol [Internet]. Minist. Environ. 2014. 
Available from: http://www.mfe.govt.nz/issues/climate/greenhouse-gas-
emissions/net-position/index.html 

18.  New Zealand’s Greenhouse Gas Inventory 1990-2012. 2014.  

19.  Kenworthy JR. Transport Energy Use and Greenhouse Gases in Urban Passenger 
Transport Systems: A Study of 84 Global Cities. 2003.  

20.  Giles-Corti B, Foster S, Shilton T, Falconer R. The co-benefits for health of investing in 
active transportation. N. S. W. Public Health Bull. 2010;21(5-6):122–7.  

21.  Shaw C, Hales S, Howden-Chapman PP, Edwards R. Health co-benefits of climate 
change mitigation policies in the transport sector. Nat. Clim. Chang. Nature Publishing 
Group; 2014;4(6):427–423.  

22.  Rissel CE. Active travel: a climate change mitigation strategy with co-benefits for 
health. N. S. W. Public Health Bull. 2009;20(1-2):10–3.  

23.  Kuschel G, Metcalfe J, Wilton E, Guria J, Hales S, Rolfe K, et al. Updated Health and Air 
Pollution in New Zealand Study, Volume 1: Summary Report. 2012.  

24.  Cohen AJ, Anderson HR, Ostro B, Pandey KD, Krzyzanowski M, Künzli N, et al. Urban Air 
Pollution. Comp. Quantif. Heal. Risks. 2004. p. 1353–434.  

25.  Richardson E a, Pearce J, Kingham S. Is particulate air pollution associated with health 
and health inequalities in New Zealand? Health Place. Elsevier; 2011 Sep;17(5):1137–
43.  

26.  Dockery DDW, Pope III C, Xu X, Spengler JJD, Ware JJH, Martha F, et al. An Association 
Between Air Pollution and Mortality in Six U.S. Cities. N. Engl. J. Med. 
1993;329(24):1753–9.  

27.  Arden Pope III C, Burnett RT, Thun MJ, Calle EE, Krewski D, Thurston GD. Lung Cancer, 
Cardiopulmonary Mortality, and Long-term Exposure to Fine Particulate Air Pollution. 
JAMA. 2002;287(9):1132–41.  

28.  Hales S, Blakely T, Woodward A. Air pollution and mortality in New Zealand: cohort 
study. J. Epidemiol. Community Health. 2012 May;66(5):468–73.  

29.  Woodcock J, Edwards P, Tonne C, Armstrong BG, Ashiru O, Banister D, et al. Public 
health benefits of strategies to reduce greenhouse-gas emissions: urban land 
transport. Lancet. Elsevier Ltd; 2009 Dec 5;374(9705):1930–43.  

30.  Lim SS, Vos T, Flaxman AD, Danaei G, Shibuya K, Adair-rohani H, et al. A comparative 
risk assessment of burden of disease and injury attributable to 67 risk factors and risk 
factor clusters in 21 regions, 1990–2010: a systematic analysis for the Global Burden of 
Disease Study 2010. Lancet. 2012;380(9859):2224–60.  



59 
 

31.  Kohl HW, Craig CL, Lambert EV, Inoue S, Alkandari JR, Leetongin G, et al. The pandemic 
of physical inactivity: global action for public health. Lancet. Elsevier Ltd; 2012 Jul 
21;380(9838):294–305.  

32.  New Zealand Health Survey: Annual update of key findings 2012/13. Ministry of Health 
NZ; 2013.  

33.  Lee I-M, Shiroma EJ, Lobelo F, Puska P, Blair SN, Katzmarzyk PT. Effect of physical 
inactivity on major non-communicable diseases worldwide: an analysis of burden of 
disease and life expectancy. Lancet. Elsevier Ltd; 2012 Jul 21;380(9838):219–29.  

34.  Heath GW, Parra DC, Sarmiento OL, Andersen LB, Owen N, Goenka S, et al. Evidence-
based intervention in physical activity: lessons from around the world. Lancet. Elsevier 
Ltd; 2012 Jul 21;380(9838):272–81.  

35.  Smith DM, Cummins S. Obese Cities: How Our Environment Shapes Overweight. Geogr. 
Compass. 2009 Jan;3(1):518–35.  

36.  The Ottawa Charter for Health Promotion. World Heal. Organ. Ottawa: World Health 
Organization; 1986.  

37.  Younger M, Morrow-Almeida HR, Vindigni SM, Dannenberg AL. The Built Environment, 
Climate Change, and Health: Opportunities for Co-Benefits. Am. J. Prev. Med. 2008 
Nov;35(5):517–26.  

38.  Johan de Hartog J, Boogaard H, Nijland H, Hoek G. Do the health benefits of cycling 
outweigh the risks? Environ. Health Perspect. 2010 Aug;118(8):1109–16.  

39.  Rojas-rueda D, Nazelle A De, Tainio M. The health risks and benefits of cycling in urban 
environments compared with car use: health impact assessment study. BMJ. 2011;343.  

40.  Macmillan A, Connor J, Witten K, Kearns R, Rees D, Woodward A. The societal costs and 
benefits of commuter bicycling: simulating the effects of specific policies using system 
dynamics modeling. Environ. Health Perspect. 2014 Apr;122(4):335–44.  

41.  Pucher J, Buehler R. Making Cycling Irresistible: Lessons from The Netherlands, 
Denmark and Germany. Transp. Rev. 2008 Jul;28(4):495–528.  

42.  Sims R, Schaeffer R. Chapter 8: Transport. 2013.  

43.  Beetham J. Re-Cycling the Streets: Exploring the Allocation of Public Space for 
Transport. [New Zealand]: Victoria University of Wellington; 2014.  

44.  Banister D. Cities, mobility and climate change. J. Transp. Geogr. Elsevier Ltd; 2011 
Nov;19(6):1538–46.  

45.  Health in the green economy: health co-benefits of climate change mitigation – 
transport sector. 2011.  



60 
 

46.  NZ Transport Agency annual reports | NZ Transport Agency [Internet]. [cited 2014 Aug 
11]. Available from: http://www.nzta.govt.nz/resources/annual-report-nzta/2011-
12/01-our-strategy.html 

47.  Getting there - on foot, by cycle: Strategic Implementation Plan 2006-2009. 2006.  

48.  New Zealand motor vehicle registration statistics 2013. 2014.  

49.  Public Transport: Ongoing Household Travel Survey 2006-2009. 2010.  

50.  New Zealand Household Travel Survey 2009-2013: Cycling. 2013.  

51.  Fleming T, Turner S, Tarjomi L. Reallocation of road space: August 2013. 2013.  

52.  Government Policy Statement on Land Transport Funding 2012/13-2021-22. 2011.  

53.  New Zealand Energy Strategy 2011-2021: Developing our energy potential. 2011.  

54.  New Zealand Urban Design Protocol: The Seven Cs [Internet]. Minist. Environ. 2005. 
Available from: http://www.mfe.govt.nz/publications/urban/design-protocol-
mar05/html/page7.html 

55.  Our 2014 Priorities. 2014.  

56.  Our Plan [Internet]. Natl. Party. 2013. Available from: 
https://www.national.org.nz/plan 

57.  Regions [Internet]. Labour Party. 2014. Available from: 
http://campaign.labour.org.nz/regions 

58.  Protecting our natural environment [Internet]. Labour Party. 2014. Available from: 
http://campaign.labour.org.nz/environment_conservation 

59.  Climate Change Policy Summary: Kicking the Carbon Habit [Internet]. Green Party. 
2014. Available from: https://www.greens.org.nz/policysummary/climate-change-
policy-summary-kicking-carbon-habit 

60.  Policy Priorities: Taking it to the People. 2008.  

61.  Anderson C. New Zealand’s Green Tourism Push Clashes With Realities. New York 
Times. New York; 2012;  

62.  Preston N. Clean, green image of NZ “fantastical.”New Zeal. Her. Hamilton; 2012;  

63.  Wellington Towards 2040: Smart Capital. Wellington; 2011.  

64.  Wellington City’s 2013 Climate Change Action Plan. Wellington; 2013.  

65.  Wellington Regional Land Transport Strategy 2010-2040. Wellington; 2010.  

66.  Long-Term Plan 2012-22. Wellington; 2011.  



61 
 

67.  Quality of Life Survey 2010 Eight Cities Report. Wellington; 2011.  

68.  Greenhouse Gas Emission Reduction Targets [Internet]. Wellingt. City Counc. 2014. 
Available from: http://wellington.govt.nz/services/environment-and-
waste/environment/climate-change/greenhouse-gas-emission-reduction-targets 

69.  Greater Wellington Regional Council. Greater Wellington Regional Council Homepage 
[Internet]. 2014 [cited 2014 Jul 31]. Available from: http://www.gw.govt.nz/ 

70.  Sivak M, Schoettle B. Recent Changes in the Age Composition of Drivers in 15 
Countries. Michigan; 2011.  

71.  Wellington City District Plan. Wellington; 2010.  

72.  Transport Strategy: Providing quality connections. Wellington; 2006.  

73.  Statistics New Zealand. Wellington City Community Profile [Internet]. 2014. Available 
from: http://profile.idnz.co.nz/wellington 

74.  Cycling Policy: December 2008. Wellington; 2008.  

75.  State of Cycling Report: Wellington region 2001-2012. Wellington; 2012.  

76.  Elster J. Cycling and Social Inclusion. London; 2000.  

77.  Regional Cycling Plan. Wellington; 2008.  

78.  Story: Wellington Region [Internet]. Te Ara Encycl. New Zeal. 2012 [cited 2014 Jul 31]. 
Available from: http://www.teara.govt.nz/en/wellington-region/page-17 

79.  Cycling & Walking Journey Planner [Internet]. Wellington; 2009. Available from: 
http://www.journeyplanner.org.nz/ 

80.  Green City Index: Results for Wellington, 2013. Wellington; 2013.  

81.  Wellington City Council’s Annual Plan 014/15. Wellington; 2013.  

82.  We Support Cycling [Internet]. Wellington; 2014. Available from: 
http://wellington.govt.nz/services/parking-and-roads/cycling/we-support-cycling 

83.  Island Bay to City Route [Internet]. Wellingt. City Counc. Wellington; 2014. Available 
from: http://wellington.govt.nz/services/parking-and-roads/cycling/island-bay-to-city-
cycle-route 

84.  Ambient air quality (nitrogen dioxide) monitoring network: Site metadata report 2007-
12. 2013.  

85.  Ambient air quality (nitrogen dioxide) monitoring network: Annual report 2007 to 
2012. 2013.  



62 
 

86.  Cycle Aware Wellington. Census data visualised [Internet]. 2014 [cited 2014 Jul 20]. 
Available from: http://cyclingwellington.co.nz/2014/05/census-data-visualised/ 

87.  Wellington City Council. Capital’s Cycling in Line for Triple Funding Boost [Internet]. 
2013 [cited 2014 Aug 4]. Available from: http://wellington.govt.nz/your-
council/news/2013/12/capitals-cycling-in-line-for-triple-funding-boost 

88.  Forbes M, McBride K. Wellington “worst place in NZ to ride.”Dom. Post. Wellington; 
2013;  

89.  Citizens’ Advisory Panel Report: Newtown-Berhampore Cycle Route. Wellington; 2014.  

90.  Wellington City Council. Citizens’ Advisory Panel [Internet]. 2014 [cited 2014 Jul 31]. 
Available from: http://wellington.govt.nz/services/parking-and-roads/cycling/island-
bay-to-city-cycle-route/wakefield-park-to-john-street/citizens-panel 

91.  National Research Bureau. Transport Perceptions. Wellington; 2012.  

92.  Gehl J. City to waterfront: public spaces and public life study. Wellington; 2004.  

93.  Pettit T, Dodge N. Cycling demand analysis . 2014.  

94.  Prochaska JO, DiClimente CC. Transtheoretical therapy: Toward a more integrative 
model of change. Psychother. Theory, Res. Pract. 1982;19(3):276–88.  

95.  Xing Y, Handy S, Mokhtarian P. Factors associated with proportions and miles of 
bicycling for transportation and recreation in six small US cities. Transp. Res. Part D 
Transp. Environ. 2010;15(2):73–81.  

96.  Safer Journeys Strategy 2010-2020. Wellington; 2009.  

97.  Sullivan C, O’Fallon C. Increasing cycling and walking: an analysis of readiness to 
change. Wellington; 2006.  

98.  Treaty of Waitangi- Te Tiriti O Waitangi. 1840.  

99.  McKim L, Singleton R. The paradox of affluence and active commuting in New Zealand. 
10th Int. Conf. Eur. Soc. Ecol. Econ. Reims - Brussels - Lille; 2013.  

100.  Goodman A, Sahlqvist S, Ogilvia D. Who uses new walking and cycling infrastructure 
and how? Longitudinal results from the UK iConnect study. Prev. Med. 2013;57(5):518–
24.  

101.  Woodbury E. Auto-mobile: Disabled Drivers in New Zealand. University of Otago; 2012.  

102.  O’Neil A. Island Bay residents angry over cycle path. Stuff. Wellington; 2014;  

103.  Webb P. Retailers rally against cycle lanes [Internet]. The Wellingtonian. 2014 [cited 
2014 Jul 24]. Available from: http://www.stuff.co.nz/dominion-post/news/local-
papers/the-wellingtonian/10251619/Retailers-rally-against-cycle-lanes 



63 
 

104.  Monsere C, Dill J, McNeil N, Clifton K, Foster N, Goddard T, et al. Lessons from the 
Green Lanes: Evaluating Protected Bike Lanes in the U.S. 2014.  

105.  Rowe K. Measuring the Economic Impact of Bicycle Facilities on Neighborhood Business 
Districts. Seattle; 2013.  

106.  Drennen E. Economic Effects of Traffic Calming on Urban Small Businesses Table of 
Contents. 2003.  

107.  Strategies for Revitalizing Our Downtowns and Neighborhoods: Evaluating California 
Main Street Programs. 2002.  

108.  Heesch KC, Sahlqvist S, Garrard J. Cyclists’ experiences of harassment from motorists: 
findings from a survey of cyclists in Queensland, Australia. Prev. Med. 2011;53(6):417–
20.  

109.  Metrics: Disability-Adjusted Life Year (DALY) [Internet]. World Heal. Organ. World 
Health Organization; [cited 2014 Aug 8]. Available from: 
http://www.who.int/healthinfo/global_burden_disease/metrics_daly/en/  

 

 

 



A-1 
 

Appendix A  Interview Analysis Template 

 

Positives: 

Statement Explanation Quote 
example 
Improve Health 

People will be doing more 
exercise if they ride bikes 
more often as opposed to 
driving their car.  

“If we had more cycleways 
around more people will be 
cycling. They will reduce 
pollution at the same time 
as increasing their own 
exercise”. 

 

Negatives: 

Statement Explanation Quote 
 
 
 
 
 

  

 

Narrative: 

To provide context for the analysis please provide 1-2 illustrative narratives that arose 

during your interview. 

 


