
 

Our Views on the Golden Mile Concepts 
Wellingtonians have always said they want a compact walkable city. The Golden Mile is the 
entertainment and retail heart of Wellington where people walk, shop, meet, live, and play. It is 
already a great corridor for people and is well used, but we believe with a number of changes 
this space can be greatly improved and future proofed. We have outlined the changes in 
priorities and design principles we think should be adopted in order for the Golden Mile to 
become a benchmark development for city centre life. 
 
We agree that the status quo must not continue. Connect Wellington is strongly in favour of 
removing private motor vehicle access from all stretches of the Golden Mile (Concept 2-3) as 
this allows more space, better connectivity and a better experience for people using and moving 
along the Golden Mile. We also strongly oppose Concept 1 - while this will have significant 
improvements to aspects of the Golden Mile it falls far from the potential to reflect what a 
modern city centre can be. On balance a variation on Concept 3 appears to be the best option 
proposed in terms of bus efficiency, public space amenity, pedestrian realm economic benefits 
(as per Golden Mile Short List Report) and the targeted users’ accessibility.  We have serious 
concerns however about the current bus stop removals in Option 3 as this will reduce 
accessibility. 
 
We also strongly believe the Golden Mile must be seen in context of the rest of the city. 
Changes made to the Golden Mile must support and encourage a high quality urban 
environment throughout the city.  For example, there is scope to move some buses off the 
Golden Mile, and create a second public transport spine through the city - this could be a key 
way of improving efficiency and accessibility of public transport.  Equally moves to reduce traffic 
on the Golden Mile must not result in less friendly environments for people who walk or cycle on 
other streets. Golden Mile changes must be part of a general approach to reorientate the city 
towards a more people-focussed rather than vehicle-focussed approach to accessibility. 
 
Finally we urge designers of public spaces to recognise that Wellington is a maritime rather than 
a mediterranean climate.  Although nothing beats Wellington on a sunny day, there is scope to 
design public spaces which can also be utilised when the weather is less desirable. This 
includes covered spaces which overlap with the veranda along roadsides and structures which 
provide shelter from prevailing wind directions. This also means designing shelter at bus stops 
for example so they provide shelter from prevailing wind and rain. 

https://lgwm.nz/assets/Documents/Technical-Documents/Golden-Mile/Golden-Mile-Short-List-Report-June-2020.pdf


Priorities and Principles 
1. Very High Priority: Pedestrians on the Golden Mile 

The movement of people along, across and to points on the Golden Mile, plus a positive 
atmosphere and experience in the public space. 

2. Very High Priority: People arriving to / departing from the Golden Mile - 
Accessibility 
People of all ages, abilities, demographics, reasons (e.g. deliveries) and arriving by all 
transport modes must be able to appropriately access the Golden Mile. This may be 
access along the Golden Mile, to the end of adjacent side streets, or access only at 
certain times of day. 

3. High Priority: Amenity and Visual Appearance 
We want Wellington’s Golden Mile to become the benchmark for a shopping and 
entertainment corridor and a great place for downtown residents, achievable only with 
suitable investment into public realm improvements. Public art, seating, planting and 
lighting are important in activating spaces, as well as larger open spaces which can be 
activated by public events or pop up spaces. Designing public space so that it works in 
Wellington’s climate, and for Wellington's prevailing winds, is important. 

4. High Priority: Bus efficiency improvements 
Efficiency and reliability of public transport must be improved to encourage greater 
uptake; however efficiency includes the ease of starting and finishing journeys not just 
the speed a public transport vehicle travels through the CBD. Bus stop spacing must 
enable access by all potential users not just those with an ‘average walking speed, and 
reflect the fact that the CBD is a start or finish point for trips for many people using public 
transport’. Easy connections to other public transport modes must also be 
allowed/retained - e.g. transfers, cable car, MRT, ferries, trains. 

5. High Priority: Cycling and micromobility devices (e.g. e-scooters) 
These users must be given safe, direct and connected routes to get around the city to 
maximise uptake. These users need dedicated lanes - not shared spaces with 
pedestrians creating conflict, or being thrown in bus lanes. Cycle/micromobility access to 
the Golden Mile as a destination is very important, but dedicated infrastructure should 
only be considered in stretches where there is adequate width available to do so safely 
for all. Furthermore the Strategic Cycle Network should not use the Golden Mile as a 
primary through route, so any infrastructure here should focus on providing access to the 
Golden Mile, with the through users located elsewhere. This aligns to the goal of access 
to the Golden Mile and creating positive spaces for people being the top priority. 

  



People and Place > Transportation Corridor 
It is important to balance the experience of pedestrians using the Golden Mile - e.g. moving 
along/across, accessing businesses, using the public spaces - with people’s access to the 
corridor, e.g. by public transport, bicycle, drop off. We think the Golden Mile as a destination 
must be protected and improved for people, and that this should be given a higher priority than 
pushing as many people through the Golden Mile as possible by fast and noisy buses. 
 
Pedestrians and place should be given priority, but in certain situations this must be balanced to 
allow suitable access by other modes to the Golden Mile: 

● Buses need priority over other motorised vehicles along the Golden Mile road lengths. 
Design also needs to recognise that Wellington has a culture where people cross the 
road along its length, and this needs to be encouraged and supported. The spaces 
occupied by buses ought to be well-defined and clearly legible. Speeds should be kept 
low, with overtaking and other hazards for people on foot and on bicycles minimised.  

● Pedestrians need priority in the open spaces and should not be put in danger by other 
users  Where there are dedicated paths for people on bikes or micromobility devices 
along the Golden Mile, these paths are not continuous near bus stops and street 
crossing points where these users are crossing pedestrian spaces and therefore must 
always give way. This priority needs to be made clear to users of these paths. In general 
design needs to encourage a culture of responsibility so that motorised users take care 
around people on foot and on active modes, and those on active modes take care 
around pedestrians. The focus needs to be on awareness of others and a clear sense 
that in all situations we are all responsible for those more vulnerable than ourselves. 

● At bus stops people alighting and disembarking buses need priority and must not be put 
in danger by other users. If there are lanes for people on bikes or micromobility devices 
these users will not have priority near bus stops which is part of the pedestrian zone - 
these users must always give way to pedestrians transitioning between the general open 
space and the bus stop zone. Red paint is often used for this priority change in 
Wellington, or the break in the cycle path could be paved like the adjacent footpaths to 
reinforce it as pedestrian space. Any bus stop areas also need to be of adequate 
size/capacity so that the likely path of cycle or micromobility devices can fully separate 
from the waiting areas to minimise conflict. 
One method that is used overseas is the ‘floating bus stop’ which offsets the bus wait 
areas from the pedestrian thoroughfare areas, allowing the cycle and micromobility users 
to pass by away from buses and alighting / disembarking passengers: 
https://www.cycling-embassy.org.uk/dictionary/floating-bus-stop 

● Any dedicated cycling/micromobility paths need priority along clear stretches and should 
be separate from the pedestrian and bus priority areas. As previously mentioned this 
priority changes in areas where pedestrians may need access e.g. near bus stops and 
street crossing points. These dedicated paths should be included where there is enough 
width to safely do so for all corridor users. Any bicycle or micromobility device parking 
should also be out of the pedestrian thoroughfare. 

https://www.cycling-embassy.org.uk/dictionary/floating-bus-stop


● In general passing lanes for buses ought to be avoided; at times the proposals seem to 
treat buses as large cars which are seeking to get along the Golden Mile as quickly as 
possible. In fact, a central role for buses is to deliver and collect passengers who then 
become pedestrians, sometimes with small children or mobility challenges.  
Passing lanes inherently encourage higher speeds and dangerous over-taking to the 
detriment of those more vulnerable. Speeding up buses is best achieved by removing 
traffic, maintaining existing bus stop spacing, and looking at a second core route through 
the city.  

● Proposed bus stop spacing needs to be close enough to enable access to and from key 
destinations by those with a wide range of walking speeds and mobility. Start with what 
will work for people with children, those with shopping or luggage and those with 
disabilities that affect mobility. What works for these people will work for those with 
greater speed and mobility, but the reverse is untrue. Public transport speed needs to be 
seen as a city-wide issue rather than a Golden Mile issue, and measures beyond the 
Golden Mile prioritised ahead of reductions in access to public transport. We note that a 
bus stop spacing of 400m will likely not be 'accessible for all', so propose a spacing of 
closer to 150m as being more appropriate. We note that the proposed MRT route will be 
appropriate for putting transport higher priority, but not the Golden Mile.  

● Private motor vehicles must be kept off the Golden Mile to enable and reinforce the 
priorities for user access as discussed above. Private motor vehicles will be able to park, 
pick up or drop off along side streets for adequate Golden Mile access.. 

Services/Delivery Vehicles 
Access for service and delivery vehicles to Golden Mile businesses is extremely important. This 
can be achieved by ensuring these vehicles’ have priority access to side streets, and allowing 
service vehicles to access the Golden Mile itself overnight, within specified times and at low 
speed. 
 
We strongly support LGWM’s move to question existing access arrangements and propose new 
access guidelines for service and delivery vehicles. Cuba Mall is a thriving stretch of shopping, 
entertainment and other businesses who manage just fine despite not having a road for access 
right outside. This is achieved by vehicle access being allowed only outside core user hours, 
supplemented by smaller delivery tools like trolleys that can safely be used surrounded by 
pedestrians. A similar strategy seems appropriate for the Golden Mile with this vehicular access 
limited to overnight access to the Golden Mile itself, within specified times, while including 
loading zones at the end of all side streets adjacent to the Golden Mile for use at any time. 

Other Access Scenarios 
● Disabled parking (mobility parking) needs to have a high priority within the new regime - 

this would mean all side streets adjacent to the Golden Mile will need accessible parking 
to allow equitable access while being consistent to restrict all private motor vehicles 



● Hire vehicles like taxis and ride hailing services (e.g. Uber) should be restricted from the 
Golden Mile at all times just as private motor vehicles are, with considerable pick up and 
drop off space allocated on side streets adjacent to the Golden Mile. This will be 
particularly important along the edges of Courtenay Place (Allen, Blair and Tory streets) 
where space will be needed to service these vehicles and users in the evenings. This 
seems to be a much safer and tidier option for the Courtenay Place pedestrian 
experience, allowing the main corridor to be safer to cross with less vehicles, and 
allowing wider footpaths with no width required for taxi stands etc. 

● Emergency vehicle access is obviously essential and needs to be integrated into the 
final Golden Mile solution. If the road lanes are bus only and 1 lane each way there may 
need to be a method for emergency vehicles to bypass parts of the clogged road. We 
suggest all wide paving areas and closed side streets are able to be traversed in 
emergencies to ensure access is possible regardless of road traffic 

 

Public Spaces 
Wellington has the opportunity to greatly improve the visual appearance and amenity of the 
Golden Mile as a key corridor public space. Concept 3 provides the most space for the 
pedestrian realm by reprioritising the most space - previously parking and road space - to 
become wider footpaths and extra open space. 
 
According to the cost estimates concept 3 is the most expensive, but according to the Golden 
Mile Short List Options Report there are high indicative economic benefits associated with the 
additional pedestrian and urban realm improvements. According to table 6 in 8.2.2 in the report 
the base 40 year pedestrian realm economic benefit for option 3 is $56.6m-$84.9m, compared 
to only $3.7m-$5.6m for options 1 or 2. The high benefits of option (concept) 3 explode out 
much further when full consideration is given to the benefits of higher value planting and 
footpath widening benefits - $259m-$389m 40 year benefit for option 3 massively exceeding the 
$10.1m-$15.2m benefit for option 2. It is clear even within LGWM reporting that additional 
funding for pedestrian realm improvement pays very high dividends over time as evidenced by 
the stated estimated benefits. In the light of these very high benefits, we encourage LGWM to 
pursue the best outcome for the Golden Mile corridor even if the cost exceeds the current 
budget. 
 
A highly successful corridor for high quality visual appearance and amenity overseas is the 
Mariahilferstrasse in Vienna. Previously a heavily trafficked city centre street by cars, buses, 
taxis, delivery vehicles, this space has been entirely reprioritised for pedestrian experience. This 
has been done by using high quality paving (including on some stretches of the road), attractive 
seating and planting, and providing large amounts of flexible open space. A similar strategy 
could be appropriate on stretches of the Golden Mile and along/across key side streets. 
https://land8.com/mariahilferstrasse-unravels-the-hidden-possibilities-of-urban-design/ 
 
Again we encourage LGWM to see this as part of a wider city-transformation project. 

https://lgwm.nz/assets/Documents/Technical-Documents/Golden-Mile/Golden-Mile-Short-List-Report-June-2020.pdf
https://lgwm.nz/assets/Documents/Technical-Documents/Golden-Mile/Golden-Mile-Short-List-Report-June-2020.pdf
https://land8.com/mariahilferstrasse-unravels-the-hidden-possibilities-of-urban-design/


Transition Period Experience 
During construction of the Golden Mile improvements it is important to consider the experience 
for Golden Mile users, residents and businesses. 

● Business access must remain and negatively affected businesses should be supported 
during disruption. 

● Those who use the corridor for transport - whether by foot, bike, bus or car - must be 
given adequate alternative routes or means to traverse the city. Temporary alternative 
bus routes must be given appropriate amenity to not lessen the present user experience 
through the transition. 

● Residents close to the construction sites must also be considered, and such work should 
not occur outside of regular city construction working hours. 

Conclusion 
In summary, Connect Wellington is very enthusiastic about the proposed improvements to the 
Golden Mile. For an important pedestrian, public transport and business corridor such as 
Wellington’s Golden Mile we think the best project outcome should be progressed, which in our 
opinion is a variation on Concept 3 as this allocates the most funding and improvements to the 
public realm for all to enjoy. We encourage bold proposals which will modernise our city now 
and for future generations, and will continue to advocate for these. 

Who are Connect Wellington? 
At heart, we are a group of people who care deeply about how we all live and move in 
Wellington. We are driven by a belief that designing a city with our most vulnerable people and 
the environment in mind will benefit everyone. What's good for nature can also be what's good 
for people and communities. Win-win-win. The most important thing we are advocating for is to 
give people more choice. When the best choices are the easiest, people will change. 

How can you contact Connect Wellington? 
Aaron Miller @ Connect Wellington 
Email: hello@connectwellington.org.nz 
Postal: PO Box 11-708 Manners St, Wellington 6142 

mailto:hello@connectwellington.org.nz

