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EXECUTIVE SUMMARY

1. INTRODUCTION

1.1 This Report

This is the Final Report (Executive Summary) of the Auckland Passenger Transport Performance
Benchmark Study for the (then) Auckland Regional Council (now Auckland Council) by consultants
lan Wallis Associates in conjunction with McCormick Rankin Cagney.

1.2 Study Objectives and Scope

The overall study objective wad ¢ 2 06 SYOKYIFN] GKS STFAOASyOe | yR
LI a&aSyYy3aISNJ NI yaLR2 NI LISNF2NXYEFyOS 3FAyad airYAtl NJ
It was agreed at an early stage in the study that:
§ It should compare the dAWNB Y i k NEOSY i LISNF2NXIyOS 27F ! Y[ Q3
performance in 13 other cities internationally (details below).
T ¢KS RIGF O2ftSOGA2Y YR lylLteéeasSa F2NJ!'Y[ I|yYyR
main aspects: the PT contribution to thwerall transport task (eg mode shares), and PT
system performance in terms of effectiveness and efficiency.

9 The work should compare system performance across cities and modes, should assess the
158 FIFOG2NER WRNAGAYIQ NBf lefdditigsSto thiSexier? arl y OS )
information was available), and should comment on the policy implications for further
RSOSt2LIYSyd 2F !''Y[Qa t¢ aegadasSvyo

1.3 Comparator Cities

¢CKS LISNF2NXIYOS 2F 1Y[Qa t¢ aecadsSy ¢ a OPAYILASNES R
(metropolitan areas) as listed in Table 1. The selection of these cities was based on a number of
factors, including:

1 Populations in broadly similar range to AKL (mostlyc @ million).

1 General similarity to AKL in terms of era of urban dewelent, population densities, car
ownership, economic development, etc.

1 Data availability.

f CANBRG LINBFSNBYyOS F2NJ !'dzadNItAlFY YR b% OAGAS
frequently compared (Brisbane, Perth, Adelaide).

Application of these fetors resulted in the selection of cities in NZ (Wellington), Australia (5 cities)
and the western seaboard of Canada (4 cities) and USA (3 cities).

2. lttw!L{![ hC '!/Y[!Db5Q{ /!ww9be¢ t! ]
PERFORMANCE

Table 2 provides a summary of the key findiggy G KS LISNF2NXI yOS 27F | dzO ¢
services compared with the PT systems and services in the other 13 cities (metropolitan areas)
examined in this project, under the following headings:

A: Passenger Market

IWA/N 117/Rep/1295
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PT Services Types, Levels and Qlity
Fares and Ticketing Systems

Cost Efficiency and Effectiveness
Financial (Cost Recovery) Performance.

moow

3. APPRAISAL OF FACTORS INFLUENCING PERFORMANCE DIFFERENCES

Tablg 3 (migdle Acolumn) summarises our apQraisaI of constraigt§ and other faotgr'ebuting to_ 3
UKS 3SYSNIrffte LI222N LISNF2NXYIyYyOS 2F !1dz01ftlyRQa Odzl
outlined in Table 2). This appraisal is arranged under five main headings:

(1) PTspecific policies and service provision

(2) Multi-modal policy agects

(3) Land use aspects and land use/transport integration

(4) PT cost efficiency aspects

(5) PT planning and regulatory arrangements.

4. th[ L/, 5Lw9/ ¢Lhb{ ¢h Latwh=z9 1! /Y[
PERFORMANCE

In the light of our appraisal of constraints and other fastomfluencing the current AKL PT system
performance, the right hand column of Table 3 outlines the potential policy directions that would
O2yiNAROGdziS (G2 2@0SNO2YAYy3I OdzZNNByd O2yadNIAydGa | yF
These suggested policy diremts are generally (although not in all cases) consistent with the
transport policy directions currently being pursued or proposed for the Auckland region, in particular

as specified in the following policy documents:

1 Auckland Regional Public Transport 22860 (ARTA)

1 Auckland Transport Plan 2009 (ARTA in collaboration with other authorities in the AKL
region)

9 Auckland Regional Land Transport Strategy 22040 (ARC)
9 Auckland Passenger Transport Network Plan 22085 (ARTA).

We note that policies under stions A, B and C of Table 3 are all likely to have impacts on patronage
and mode shares, those under section D are likely to primarily influence the (gross) costs of PT
service provision, while those under section E are likely to influence both systentivaffess
(including patronage) and cost efficiency.

5. PRIORITY AREAS FOR FURTHER PERFORMANCE APPRAISAL

This project was intended to provide an initial performance analysis and benchmarking appraisal
across a wide range of aspects, which would producechegikl results and identify those aspects

for which more detailed research/analysis would be most -@ffctive. The final section of the

report therefore provides a set of recommendations on priority areas for further performance
appraisal/benchmarking wér which will then lead to the further development of policies to
SYyKIFIyO0S GKS STFFSOiA@SySaa |yR O02ai STFFAOASyOe 27
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TABLE 1COMPARATOR CITIES AND KEY PT STARISTICS
Country Metro Area Service fea | PT Modes Passenge
Population Heavy Rail Light rail Bus Ferry Boardings
(Millions® /Population
NZ Auckland 1.33 * * * 44
Wellington 0.43 * * * 74
Australia | Brisbane/SEQ 2.82 * * 65
Perth 1.66 * * * 77
Adelaide 1.19 * * * 59
Melbourne 3.96 * * * 124
Sydney 5.46 * * * 110
Canada | Edmonton 0.75 * * 141
Ottawa 0.79 * * 168
Calgary 1.04 * * 146
Vancouver 227 * * * * 133
USA Honolulu 0.72 * * 97
Portland 158 * * 70
Seattle 2.71 * * * * 69
Notes:

(1) Statistics relate to 2008/09rfancial year for NZ and Australian metro areas, to 2008 calendar year for Canada and USA areas.
(2) Insome cases the PT service area which is relevant to the analyses is smaller than the whole metropolitan area.

TABLE 2CURRENT AUCKLAND PT PERFORMANEEBMVEELO COMPARATOR CITIES: SUMMARY (
FINDINGS

Aspect ‘ AKL Relative &formance and Comments

A. PASSENGER MARKHIT TRIP RATES AND MODE SHARES

Al PT Patronage T1'Y[Qa t¢ LIGNRYIFI3IS NIGS O6LISNI aSNB
Rates comparator cities, including lower than the six cities having significantly Iqg
populations.
T1Y[Q&a t¢ LIGNRYF3IS NXiS Aa o0S8SiGs6SS
mediumssize Australian cities with which AKL is often compared (BNE, PER,
T ! Y[ Qa trohage ratdr has grown significantly over the last1B)years, with
growth averaging around 1.592.0% pa (and contrasting with its rapidly declini
rate in earlier years). However, this growth has been towards the lower end g
range experienced inther Australian/NZ cities.

A2 PTModeShares| § ! Y[ Q& t¢ Y2RS &aKIFINB F2N) 22dzNySea |
¢ Journeyto- range of all the comparator cities.
work T1Y[Qa W¢2 Y2RS &aKENB Aa LI NI A Odxb the\

norm for trips to other destinations.

1 Over the most recent 15 year period (1991nnc 0 X ! Y[ Qa t

increased significantly for trips to the CBD, but declined slightly for trips to @
destinations.

A3 PTModeShares| § ! Y[t®&a Y2RS aKIFINB Aa 2yfeée Wadzmadl yiAh
C All Travel the CBD:

o For trips to/from the CBD (c. 10% of all regional trips), the PT mode §
(2006) was 32% in peak periods, 13% irpefik.

o0 For nonrCBD trips (89% of all trips), the Pdde share was 3.4% in pej
periods, 1.6% ofpeak.

0 The resulting regiomvide overall PT mode share was 6.4% in p
periods, 2.8% ofpeak (3.9% overall regional daily average).

IWA/N 117/Rep/1295
11 October 2011 2:50 PM



lan Wallis Associates Ltd

Bl

PT SERVICESYPES, LEVELS AND QUALITY

Service Types an
Modes

1

Relai A @S G2 Yz2ad 2F GKS O2YLI NI G2NJ O
Ad dzy RSNIF 1Sy 2y WNI LIAR { NI yasddibQbusy
based, that are largely segregated from general road traffic, and consequ
have higher opeating speeds and generally greater reliability).

B2

Quantity of
Service

Total (in service) PT vehicle km/capita has been used as an overall measure
guantity of service offered to the population in each city. On this measure
quantity of servie provided in AKL is well below the figures for the Cana
cities and all the other Aust/NZ cities, and on a par with the typical USA ¢
Y[ Qa aSNBAOS ljdzr yiAdGe o2 dz Rhirgts Rach
the current levels in the 3 mosiosely comparable Aust cities (BNE, PER, ADL

B3

Quality of Service

lallSoda 2F Y[ Qa t¢ aSNBAOS jdz £ A
compared with service quality in other NZ centres using the annual cust
satisfaction surveys undettan by RCs since 2005/06, which incorporatg
consistent set of questions (specified by NZTA).

Based on this source, f@usmode, AKL rates the worst of all the regions, in
years, on the 3 attributes that are arguably the most important of those gadge
ie overall service, service value for money, service reliability. On most attrib
AyOft dzRAY3I GKSasS GKNBSzZ ! Y[ Qa dzaSNJ
the last five years.

ForTrainand Ferrydza SNE = ! Y[ Q& ljdzl £ A (i & seNdr WGN
dzZAiSNB Ay |Fftyzad Fft OFraSaed ! Y[ Qa N
or shown slight improvements over the last five years.

C1

FARES AND TICKETING

Fare Levels

il

In general, of the four countries examined, average fares (perepass boarding
or per passenger km) are highest in the NZ cities, lower in the CAN/USA citig
lowest in the Australian cities.

Y[ Qa F@SNI 3IS FIFENBkLI aa 1Y Aa | NEdz
CAN/USA cities and double the typical ageréares in the Australian cities.

Cc2

Fares and
Ticketing
Integration

Most of the comparator cities examined operate integrated, moltdal fares
and ticketing systems. With such systems, a complete journey (at@sgtination)
may be made on one ticketyith no penalty for transferring between routes (¢
modes.

AKL is one of the few cities examined that does not have an integl
faresfticketing system for at least a large proportion, if not all, PT (ij'Ehis is|
believed to be a significant factoomtributing to its relatively low PT usage rateg

D1

COST EFFICIENCY & EFFECTIVENESS

Working
Expenses per
Vehicle Km (Cost
Efficiency)

il

The performance measurased here is total working expenses persirvice
vehicle knf". The main use of this maa® is in comparing between cities f(
each mode separately, rather than comparing between different modes, w
involve very different vehicle capacities and very different levels of ca
charges.

ForRailmode, the AKL cost rate is towards the topdenf the range of the seve
Australasian cities (exceeded only by ADL and SYD). It is around 50% ab
rate for the other three Australian cities (BNE, PER, MEL) and 80% above th¢
rate. The relatively high AKL rate is likely to reflect: (i) disestes associate
gAOK GKS avyltt aortsS 2F GKS &agadasSy
current expansion and development of the system (eg driver training); an
higher operating and maintenance costs associated with digsekred gstems.

For Bus mode, the AKL cost rate is around the middle of the range for
Australasian cities, but significantly above the corresponding rates for diese
services in WGN (and in other NZ centrdd)e evidence indicates that the ve

IWA/N 117/Rep/1295
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low levelof competition for provision of services in AKL is one factor behir
high rate relative to other NZ centres.

D2 Average Vehicle | 1 The performance measure used here is the ratio (for each mode) of passeng
Loadings of travel to vehicle km operated n(i service): this represents the avera

passenger load per vehicle (averaged over the full route length and ovg
periods).

1 For both rail and busmodes, AKL has the lowest average loadings of all
comparator cities. In each case its average boasdarg 15%30% lower than the
WGN average and 132% lower than the 3 Australian cities with which it oft
compared (BNE, PER, ADL).

D3 Working 1 The performance measure used here is total working expensedediby total
Expenses per passenger km, by mode and étywhile this measure does not cover all costs
Passenger Km is a useful measure for comparing overall eeffectiveness across modes al
(Cost cities.

Effectiveness) f Forall modescombined,the AKL figure ($0.61) is considerably higher tteat

for WGN ($0.33), for all the Australian cities and all the CAN cities. This relg
high figure reflects the combination of relatively high WE/vehicle km (E1 ab
and relatively low loadings (D1).

9 For rail mode, the AKL average ($0.52) is substdly greater than all the
Australian figures (range $0.18 to $0.41) and the WGN figure ($0.20). Sin
for bus mode, the AKL figure ($0.65) is substantially greater than the rang
Australian figures ($0.40 to $0.56) and the WGN figure ($0.52).

E1l Fare Revenue/ 1 The performance measure used here is the ratio of total fare(box) reveny

Working total working expenses, by city and mode. We refer to this as the wor
Expenses SELISyasSa NBO2GSNE NI GA2 029w0Y ebok

recovery (ratio§’®.

9 Forall modes combined, the AKL WER (39%) is higher than all the USA
higher than all but one of the Australian cities, but lower than all the CAN citi
is considerably lower than the WGN figure. These resultd &0 i
combination of relatively high costs (WE/PKm) with relatively high fare reve
(Rev/PKm).

1 Forrail mode, the WER for AKL is 28% (ie well below the AKhagles average)
It is lower than the corresponding ratios for all but one of the Auiralail
aeaidisSvya 029w NIy3IS He: (G2 coe20d 1Y
offset its relatively high costs, resulting in this relatively low cost recovery res

1 Forbusmode, the AKL WER ratio is 38%. This is the second highestldf titges
for which data are available, with only WGN (45%) having superior perforrﬁhr
Y[ Qa NBfFGA@Ste KAIK FFENBa | NB Ay
costs (relative to the Australian cities in particular).

{ Fortheferrymode,! Y[ Q&4 29w N} GA2 A& cyz3 Y
services. This ratio is the second highest (after WGN) of the six cities for
data are available.

Notes:
(1)
(2

(©)
(©)

®)

We understand that AKL proposes to implement such an integrated fares/ticketirggrsydthin the next few years.

Note that working expenses exclude all capital expenditure and associated capital charges (depreciation, interest payments,
finance lease charges)

This measure may be derived by dividing the cost efficiency measure (D1 bghicle boardings measure (D2).

Note that, as working expenses cover only a proportion of the total costs of each mode, anynodsscomparisons on this
measure are of very limited use, but withinode comparisons between cities are more valuable.

The farebox recovery estimates presented in this report closely approximate to, but are not identical with, the figures
presented by NZTA in its Farebox Recovery policy document.

IWA/N 117/Rep/1295
11 October 2011 2:50 PM



lan Wallis Associates Ltd

TABLE 8

{1 aa! w,

hc Cl!/¢hw{ /hb{c¢w!LbLbD

| | NDYPOTENSIA {POLICYWIREGHONS ¢

t 9wChwa! b/ 9 !

Heading

Factors Constraining Current
AKL PT Performance

Potential Policy Directions
to Enhance Performance

1 PTSPECIFIC SERVICE ASPECTS

1.1 PT Network
and Service
Strategy

1 While anintegrated network strategywith different service types designed to
cater effectively and efficigly for different travel needs, is established as
policy, it is not yet widely achieved in practice:

0 Network largely focussed on travel to/from CBD, va#hvices inadequate
for greatmajority of non-CBD trips.

8 Wwl LA R { Nleed antl ualityps&riicBskdirestlybserenly a small
proportion of the populatiorg less than 15% of population live within
800m of a train station.

1 PT route coverage of the metro area is reasonably good (in tefmalking
distances to nearest PT route), but most routes are of low frequency (every
minutes or less often) and limited operating hours: they are not competitive
with private car use.

1 Services on different modes are not well coordinated (in terntsawisfer
arrangements, timetablg and in some cases areeificiently or unnecessarily
duplicated.

T¢KS Wil &@8SNBRQ | LIWINRIFOK o0SAy3 LINRIAN
2T (GKS t¢ ySGg2N] Aa &adZIRNISRI Ay
(RTN/QTNLCN). The services in the top two layers (RTN/QTN) are to be
designed tooffer competitive alternatives to private car use.

1 Upgrade the existing RTN routgsogressivey extend the RTN route network
and identify the services on the QENh most cases usg bus mode in the
shorter term (with potential for upgrading to higher capacity modes later).

1 QTN/LCN services should be progressively redesigned, on an area/corridor
based on patterns of current/potential person travel demand (and not
constrainedby historic operator/ contract area boundaries).

1 Greater emphasis should be given to providing aigtervice frequencies over
fewer routes (with coordinated transfers).

1.2 Quantity of
Service

1 The total quantity of PT services provided in AKL (vehiclerlgimilar measure)
relative to its population is low relative to most dfe comparator citiesThis
low level is particularly evident in poor service frequencies and limited hours
operation.

1 As services are improved and made more attractive for yskeesextent of
services provided should be progressively increased. A particular focus sho
given to offpeak periods; with high frequency services on the RTN/ QTN; an
regular/clockface timetables, improved frequencies and extended hours of
operation on other routes.

1.3 Service Speec

1 Relative travel speeds by PT and car are an important indicator of the
O2YLISGAGAGBSYSaa 2F t¢ F2N) wWOK2A08(
1dzO1fFyRQa t¢ aeaidsSy LISNF2délvoise tNab the
metropolitan average in most other developeebrld cities, with the exception
of the USA.

1 PT speed performance should be improved through proposals to:
d extend and upgrade the RTN (including rail electrification)
& extend and strengthen bysriority measures
d restructure the bus network to provide more direct routes.

1.4 Service o Indications are that the levels of reliability of PT services are poor relative to|  Policies to enhance reliability include:
Reliability other cities (eg NZ annual Customer Satisfaction Surveys rate Akérlios s o Extension and upgrading of the RTN, in which PT vehicles are largely
reliability lower than for all other NZ centres separated from other traffic
o Extension and upgrading of bus priority measures (refer Refi.
o Wider implementation of realime passenger information (which reduces tf
perceived disbenefits of unreliability).
faz2yAlG2NAYy3a 2F | Y[ Q&4 o6dza &aSNIBAOS NIB T Enhanced monitoring required (using rémhe systems) and enforcement of
IWA/N117/Rep/1295
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through operator seffeporting at present, and the retts seem likely to be
biased.

reliability standards in operator contracts.

1.5 Service
Integration
and
Infrastructure
Aspects

1 For historical reasons, in many respects the curréflt RT system operates as
series of largehkseparate networks and services (defined by mode, operator
NRdzGi S0 gAGK fAGGES AYyOdSaANIGAZ2Y 2NJ
perceived travel opportunities. With the policies now adoptednplement a
tiered network structure and to introduce integrated fares/ticketing, an
increased proportion of PT trips will involve modal or route transfers, thus
placing increased importance on high standards of integration and the
associated infrastructure

1 InfrastructureNB § SR L2t AO0OASa G2 o6SdGGS
transfer experience should address (as outlined in PTNP):
o Train stations, bus stops and ferry terminalisnproved amenities (weather
protection, seats), customer faciis and passenger information
o Interchanges (transfer pointg)similar to stations, etc
o Park & ride, kiss & ride facilities at stations, etc (all PT modes).

NJ A

1.6 Other Service
Quality
Aspects

T¢KS FyydzZat b% /dzadG2YSNI { I (A adAes@i A 2
ranked poorly by users (all PT modes) in terms of overall service quality ang
overall value for money as well as other key attributes. Arguably, there is a

1 Policies to improve perceptions and attitudes towards the use of PT will requ
a mix of improvements to services and infrastructure (as above), improved
passenger information (redgime, etc) and enhanced marketing over an

gARSALINBIR LISNOSLIGAZ2Y GKIFG !'Y[ Q& t| extended period.
NEaz2NIQod
1.7 Fare Level 7' Y[ Q& OdNNByid t¢ FINBa FOSNI IS 62y T¢KSasS FTAYRAy3Ia adzA3sad dKrHd Fye L2

those in the Australian cities and around 50% higher than those in the
USA/Canadian cities.

1 The annual NZ Customer Satisfaction Surveys indicate that AKL bus users
consider tte services worse value for money than bus users in the other 13 |}
regions.

should be approached with great caution, unless and until significant
improvements in serviceuglity have been achieved. Potentially this may
conflict with financial pressures to increase the cost recovery performance g
lY[Qa t¢ aesaitasSvyo

1 However, there may be scope for greater-péfak/weekend fare discounts,
recognising the lower costs and hightmand elasticities associated with -off
peak travel.

1.8 Fare and
Ticketing
Integration

1 AKL is one of the few comparator cities that does not have an integrated; m
modal fares/ticketing system catering for all (or the great majority) of PT trip
Rehtive to the other cities, the AKL fares/ticketing system is difficult to
understand, is seen as unattractive to occasional or-users, and is a
significant deterrent to patronage. The lack of fares/ticketing integration wo

1 Current AKL policy proposals to introduce an integrated faregiaketing
system are supported: they are along broadly similar lines to systeméavat
been or are being adopted inast developed world cities that are regarded &
providing successful (and well patronised) PT syste®agh a system would
involvezonab  a SR FI NB&s | fft26Ay3 WTFNBS

also preventthe fullim@ YSy G GA2y 2F ! Y[ Qa LINERI withindefined zones (and time periods), and usingtactless smartcard
strategy (item 1.1). technology.
1.9 Marketing, ft¢ aeaidsSvya GKFG FNB 3aSySNIffe NB3IH T Almarketing, branding and passenger information efforts should present

Branding and
Passenger
Information

patronage and other terms) are usually designed, operated, presented and

marketed as a single iegrated system (even though their operations may be
contracted out to multiple operators). The AKL system still falls short of this

integrated system in terms of its marketing and passenger information (eg it
diverse vehicle liveries and branding).

Y[ Qa t¢ ASNBAOSA TFTANERIDG
operator-specific elements to be secondary).

1 The presentation of the system should emphasise service tyiertan
mode, consistent with the strategic planning service categories (RTN, QTN
LCN).

1 High priority should be given to extend real time informationudsers (at
stops, via website anghobile phones, etc).

I Y RmodaRoNJ Y
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2. MULTIMODAL TRANSPORT POLICY ASPECTS

2.1 Transport

1 As noted earlierrelative travel speeds by car and PT in different cities have g

1 To minimise any adverse impacts on the PT market share, ARLTS Policy

Investment strong influence on the PT mode share. Over the Idd §ears, the evidence (Additional Road Capacity) would be supported; St SOG A &St @
Policies and would indicate very little change in the relativetel speeds in the AKL region capacity of the road network where alternative managemeptians
Funding general, although there are exceptions in some corridors (eg the Northern (including the use of PT) are not sufficient to address growth in travel
Busway). RSYI yR®E
12 KAES Ay@SadySyid Ay !'Y[Qa t¢ aeadg
considerably in this period (with positive results in terms of patg®)a
AYyoSaidyYSyid Ay GKS NBIA2Y Q3 NRBIRAYT
continue over the next 10 years (at least). In general, this would be expecte
at least retain, and possibly increase, the advantages of private car in prefer
to PT use, and hence work against other policies to increase PT mode sharg
1 The strength of this effect may be reduced in the AKL case because a large
proportion of the roading expenditures are on schemes in the outer parts of
region and/or norradial rotes, where PT accounts for only minor market
shares.

2.2Multi-modal | § Just as PT mode share is sensitive to relative travel speeds by car and PT, | 1 An integratedpricing study is recommended for AKL in order to develop
Pricing and also sensitive to relative travebsts for car and PT use. consistent pricing policies for PT and car use. Such a study should take
Cost 11 Despite this, no itlepth studies have been undertaken for NZ metropolitan account of:

Recovery areas into the optimum, integrated pricing for both PT (through fares) and c3 d the marginal private and social costs of car and PT use in AKL (by peak
Policies use (through parking and various forms of road use charges). peak, PT mode, etc)
d the direct and apss price elasticities of demand for each mode
i KS WRSO2y3SaitArz2yQ YR Ay@SaivySy
policies
0 the optimum pricing for PT under current road pricing policies and
optimum road pricing policies
0 the overall economic and finandienplications of alternative policies.

2.3 Parking 1 The international evidence indicates that the PT mode share is sensitive tof { The ARLTS recognises the important role of parking supply and pricing pg
Supply and amount of parking available and its pricing: this is particularly the case for tr GAYy SyO2dzN} IAy3I | &KATHG Ay GNI @St
Pricing to/from the CBD. alternative to single occupant vehicle gsé loliey 263{in pagdicular
Policies 0 & a | e B&tion, pricing and availability of parking so that it is

1 The availability of parking in AKL CBD is high by international standards,
considerably higher (in terms of parking spaces/ CBD employee) than the
average levels in Australia, USA and Canadian cities.

1 Further, AKL CBD commuter parking chargescaveélative to most of the
comparator cities.

O2yaraitasSyd gAGK NBFR OF LI $hauld&hust y R
support the retention/increase of PT mode share for trips where road cap3
is limited and good PT services are available.

2.4 Road Space
Priority

1 It was noted above that:

o PT travel speeds and reliability of services are key features affecting the

1 The continuation/strengthening of policies to provide-arad priorities for
bus services over general traffic is supported, where this will contribute to
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Policies

attractiveness of PT use

ol Y[ Q& | dSNIF IS t ¢ (NI @St relatiaSomer citieN
ol Y[ Q&4 0dza &ASNWAOS NBfAlFoAfAlGE | LL
perceptions).

T¢KS ANBIG YrFe22NRdGe 2F Y[ Qa t¢ GNI

traffic on the road system.

1 Over the last 145 years, a conderable number of bus priority schemes
(mostly withflow bus lanes) have been implemented in AKL: these have hag
some success in improving bus travel speeds and reliability, and in some cg
significantly increasing patronage.

1 This program needs to be cimued and extended, so as to improve the
attractiveness of bus services relative to car use.

signifcant bus travel time savings and/or reliability improvements.

1 Innovative types opriority measures should be explored where these can
provide themost costeffective solutionseg:

& with-flow bus lanes

d contraflow bus lanes

d bus gates

& bus advance signals

& traffic signal preexemption.

1 Such policiewvill be particularly important for the QTN, in order for these
services to provide a competitive alternative to private car use.

3. LAND USE ASPECTS AND LAND USE/TRANSPORT INTEGRATION

3.1 Population
and
Employmet
Densities

1 Relative to other developed 2 NI R YSUGNR LRt AGlI Y | NB

characterised by:
8 NBfliA@Ste f
whole metropolitan area
8 I NBftlIiAgSte WwWgSlh | Q ymestdensitylaiida loh]
proportion of total regional jobs.

1 Such characteristics are typical of cities that have largely developed in the
automobile era: the comparator cities analysed here generally have similar
OKI NI OGSNR&aGAOAT | fedskiesdzd FartituMdrly D in they
CBD and inner areas.

1 Both the overall density profiles of such cities and their relative lack of more
intensivelydeveloped nodes or corridors (refer below) make then hard to ser
effectively by PT services, hence aimiting to the dominance of the car and t
low PT mode shares.

26 LRLJzA GA2y RSyaa

1 Policies which limit the absolute space of the total urban area (eg involving
urban growth boundaries), combined with land use transport integration
within the urban area (see item 3.2 beloghould contribute to reduced car
dependence and higher PT mode shares.

3.2 Urban
Development
Patterns and
Land Use/
Transport
Integration

T'yirt NBOSyiGtes !1dzO1ftlyRQa GNIFyalLHS
developed largely separately, withotaiking into account their inextricable
inter-relationships and developing integrated policies. Such integration is
essential to any goal of reducing car dependence and should contribute to g
more costeffective PT system catering for an increased sharegibnal travel.

1 While the AKL authorities have increasingly moved over recent years towar
the adoption of more integrated land use/transport policies, including the
designation of selected growth centres, to date these policies have had only|
limited sucess, eg (refer ARLTS 3.6):

1  The ideal (integrated) development pattern that will complement transpor

L2f AOASE 2F NBRdzZOSR OF NJ RSLISYyRSy
(induding PT) and increased efficiency of the overall transport system ad
GKS Wy2RS& YR O2NNAR2ZNEQ I LILINER I
designated for higlR Sy aA e RSOSt 2LIVSy (i orshdzNJ
between these nodedesignatedor mediumdensity,mixed use (residential,
employment) developments; with the corridors served; by high quality, hig
capacity rapid transit services (rhhsed or busdased.

1 This is essentially the integrated land use/transport development pattern a
the heart of the AKL Regional Growth Strategy and Regional Policy Stater
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o very limited residential intensification (apart from the CBD)
retail activity becoming more dispersed, rather than based in centres

0 low density of development in major centres, which does not support tk
provision of good PT sdces

d community facilities (health, education, etc) have not generally been
established in growth centres.

Qx

and supported through the Regional Land Transport Strategy.

If implemented effectively and consistently over an extended period of tim
the combined package of RGS/ RPS/RLT Segsddicould certainly assist in
increasing the market share and cedtectiveness of the AKL PT system: it i
less clear that the policies would reduce the level of PT funding support
needed. But, based on experience to date in AKL and in other citiesipgrs
similar policies, we have two major caveats:

0 Whether these policies will be implemented effectively and consistently

over an extended timescale

o Even if so, the impacts of the policies on the PT system (in terms of

patronage etc) would develop only sity and progressively over an
extended period of years.

4 PT COSEFFICIENGYSPECTS

4.1 Overview TW/ SFFAOASY O Q Aa RSTAY SdvicKVBHEER kn (Yabl
2D).
4.2 Rail Mode 1 The current AKL cost rate is towards the toptaf tange of the seven Further research/analysis would be required to:
Austrahsian cities (Table 2DThree specific factors are suggested as Yo SYOKYI NI Q GKS 1Y[ N}YAf agadsy
contributing to the relatively high AKL rate: systems in WGN and the five Australian cities
d diseconomies of small scale system 8 quantify the impacts of specific factors influengicosts
8 costs higher fqr diesel than ?'ethiC operation ) § 8 define a set of good/best practice cost rates that should be achievable fd
0a2YS WiNX Y aA Uaked with system@@ansicn/ deval@p@edti the AKL system in the mediutarm, together with a plan of action to
achieve these rates.
4.3 Bus Mode

1 The current AKL cost rate is around the middle of the range fos¢lien
Aust/NZ cities, but significantly above the corresponding rates for diesel bug
services in WGN (and other NZ urban centres).

1 Without the benefit of a detailed benchmarking appraisal, our judgement is t
the AKL unit costs would need to reduce bgund 20%30% to achieve
good/best practice levels.

{1 Key factors constraining the current c&tF T A OA Sy O @
services are considered to be:

dGKS OdzNNBy i
and contracted seiiges; and

0 the presence of a dominant operator (NZ Bus) in the AKL market, which
(together with the regulatory model) acts as a deterrent to competition fo
contracts.

LIS NF 2 N

NB3dA | (28R SMNRRSEAGSY

Issues relating to the regulatory model adopted for bus services in NZ are
currently beng investigated by MoT (with other parties) under the Public
Transport Operating Model (PTOM) project.

As part of that project (or otherwise separately), there would appear to be
merits in undertaking a detailed cost efficiency benchmarking exercise
coverng bus services in the main NZ centres. This would both identify/exp|
current cost differences between centres and provide the basis for
establishing appropriate benchmarks for each centre (for potential applica
in the PTOM project).

IWA/N 117/Rep/1295
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5 PT PLANNINGND REGULATORY ARRANGEMENTS

5.1 PT System
Integration

1 Relative to most of the comparator cities assessed, the AKL PT system exh
t2¢ tS@OSt 2F WAYGISaINIGA2Yy QS Ay (SN
international evidence indicates thahis negatively impacts on patronage and
some cases on the cost efficiency of service provision.

The public sector PT authority (now AT) should have sufficient powers
(through appropriate regulation, etc) to achieve effective system integratio
(from the customer perspective) on all aspects, including:
0 service design and service standards
0 fares and ticketing
0 interchanges and infrastructure facilities
0 marketing, branding and passenger information.
This is theapproach adopted in most of the cities examirinrdhe project and
also in many other cities internationally,w[]ich are regarded as having o
adz00Saa¥fdzZ t¢ aeaisSvya KIFgS FFR2LIWS

5.2 PT Network
and Service
Planning

T¢KS OdINNBPHNDRWHNBAdzZ | (2 NE ankatédSefvicésD 3
gives rise to difficulties for the PT authority (AT) in implementing the optimu
network and service designs. This results in a system which-ispginhum from
the user viewpoint (adversely affecting patronage) and the cost viewpoint
(adversely impacting on costs). These difficulties appear likely to increase u
1¢Q&8 LINRLIRZASR AyiSaNI dSRkfl &@8SNBR

The public sector PT authority (now AT) should take the major role in netw
and service planning and developmentith the operators being consulted
but playing a secondary role (refer item above).

Thisis the approach adopted in most of the cities examined in the project,
also for many European cities which are generally regarded as having
successful PT systems.

This issués being currently addressed at national level, through the PTOM
project being run by MoT.

5.3 Operator
Contracting
Funding
Model

1/ dzNNBydtes vY2ad o0dzaAk TSNNE O2y i NI Of
take responsibility for fare revenueglunlike for the rail contract, which is on a
YINREZaQ O2ali olaraos ¢KAAa NBadz da
authority in implementing desired service changes, fare changes, etc, and n
particularly be an impediment to achieving greatesteyn integration. It also
results in operators liable to experience windfall gains and losses resulting f
actions of the authority and other factors outside their influence (eg changeg
fuel prices).

Consistent with the above moves towards enhancestesy integration and
the authority taking the leading role in service planning, bus/ferry operator
contracts should move to funding on a gross cost basis. This should be
accompanied by a system of operator incentives relating to their quality of
service dévery, covering aspects within their direct influence (reliability,
vehicle presentation, etc).

¢CKAaA LINRLR At Aa O2yaraidsSyd sAdK
to contacting models adopted in other major NZ centres within the last few
years ég Canterbury, Waikato).
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1. INTRODICTION
1.1 This Report

This is theFnal Report of the Auckland Passengemfisport Performance Benchmagtudy. It has
been prepared for the (then) Aucklan@dtonal @uncil by consultantsaah Wallis Associates (IWA) in
conjunction with McCormick Rankin Cagney (MRC).

1.2  Study Overview

1.2.1 Study objectives and desired outcomes

The overall studgbjectivewas:
G¢2 o0SYOKYl NJ GKS SFTFFAOASYyOe I|yR
performance against similar citiest

(p))
-+
-+
(p))
O
i
>
[
N

Theexpected outcomegrom the study were as follows:

1 Establishment of a benchmarking methodology that allows comparisons with cities that
Auckland may seek to emulate.

1 Assessment of how the Auckland PT system is performing relative to cities of Similar
(in terms of delivering desired outcomes).

1 Identification of best practices.

1 Identification of gaps in our current transport arrangements and informing the degree to
which our policies are effective

1 A basis for developing strategic responses inctjdin
- identified levels of service for PT
- guidance on farebox policy
- identification of policy responses to issues at the strategic level (RLTS).
7 ! O2YLI NI 6AQPS olaira 2y KAOK (2 O0O2YYSyid 2y
reported in the threggear RLTS monitoring report
1.2.2 Study scope the benchmarking process

The study RFP outlined a benchmarking process which encompasses the main elements of business
planning and business improvemerithe process was defined in eighiain steps, a shownin
Figure 1.1. As specified in the RFP, this study was to cover the first five of these steps only.

1.2.3 Previous relevant studies

The RFP noted that a number of benchmarking studies had already been undertaken relevant to
1 dzO1 f F YRQ& t ¢ esiand thabtiis stugyRhoaldSoNild andnot duplicate) this previous
work. In particular, IWA was in the process of completangMetropolitan PublicTransport
PerformanceProject for the NZ Minisy of Transport, which analysedffectivenessand efficieng
aspects of the P$ystems (by bus, train, ferry modes)Amckland, Wellington and thive largest
Australian cities: it was considered that the data collected in this MoT project could form a
substantial part of the performance database required foe tARCstudy. A number of other
previous projects were also identified that could contribute to this study.

1.2.4 Priority aspects for appraisal

The scope of work which might be undertaken consistent with the RFP was potentially wide, relative
to the studytimescaleand resources available.aly in the study, a workshop was therefore held

with ARC staff and other key stakeholders (ARTA and NZTA) to secure agreement on the priority
aspects for investigation in this study. Based on this workshop and subsedjgseussions between

ARC and the consultasytand having regard to the previous studies available, it was agreed that this
study should focus primarily ahe aspects set out in Table 14nd principally:

IWA/N117/Rep/1295
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Figure 1.1BenchmarkingProcesg K I qMAiQ Steps

1. Identification of Relevant
Objectives andAreas

6. Strategy Development

2. ldentification of Indicators

A 4

and Data Needed
\ 4
3. Data Collection, Aalysis and v
Assessment 7. Implementation

A 4

4. ldentification of Benchmarks

\ 4

A 4

8. Monitoring of Results

PerformanceDifferences

5. Assessment of @asons for

TABLE 1.1: OVERVIEW OF STUDY PRIORITY ASPECTS

ltem Notes, Comments Report Coverage
A: PT contribution to the overall Covers: Chapter 3
transport task (data collection ang § PT trip rates
analyses) f PT market shares (allipps, journeyto-work
trips)
B: PT system effectiveness and Covers (by area/mode): Chapters 4/5
efficiency performance (data i System effectiveness
collection and analyses)  Service quality aspects
9 Systenrcost efficiency
i Financial performance.
C: Area contextual information (data| Covers key characteristics (descriptive and Chapter 2,
collection) guantitative) for each area that would assist in | Appendix A
the interpretation of the performance findings
under the above aspects.
D: Appraisal and commetary For the items listed under &nd B above, covers| Chapters 3,
performance comparisons (across ms@ad Chapter 6

metro areas), commentary and assessment of
reasons for performance differences, in the ligh

of the area contextual information (C).

IWA/N 117/Rep/1295
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1 PT contribution to the overall transport task (item A).
1 PT system effectiveness and efficiency performance (item B).

In relation to both of these aspects, it was agreed that data should be collected (based on the most
recent statistics available), by:

1 PT node( principally Bus, TraibRT Suburban (Heavy) Ralil, Ferry.

1 Metropolitan areasg AKL, WGN, selected major cities in Australia, Canada and USA (see
below).

1.2.5 Comparator cities
l'a GKS olFaira F2N WoSYOKYFNJAY3IQ ii WS condRieyagd2 N I y O
RSAANIrotS G2 aStSOG WO2YLI NI G2NDR OAGASA O0YSONERL
terms of population size and density, age and phasing of development, geographic situation, cultural
mix, economic structure and wealtMost cities that best meet these criteria are in Australasia and
North Americag with a particular focus on the norttvest coast of North America, where the
geography, naturalesource economies and city agdasing of development are most comparable
to Auckland.

Other considerations that influenced city selection included:

9 The desirability of including other (albeit much smaller) NZ cities, as a contribution to other
NZbased benchmarking comparisons.

1 Smilarly, the desirability of including major Austgaali cities, as a contribution to trans
Tasman benchmarking comparisons, which are often of interest taypahalysts and
decisionmakers.

1 The ready availability of data from previous studies.
The cities selected, in the light of these considerationsdatailed in Chapter 2.
1.3 Report Structure and Status
Following this introductory chapter, this report comprises five main chapters, as follows:

1 Chapter 2 & provides an overview of the comparator ciiselected (further detail:
in Appendix A)

data and analyses on the PT contribution to the overall transport t
(usage and mode shares) in each city

ox

1 Chapter 3

ox

1 Chapter 4
1 Chapter 5

data and analyses on service quality aspects (NZ cities only)

ox

data and analyses onPT system effectiveness and efficier
performane@

1 Chapter 6 & appraisal and conclusions on reasons for performance differences
implications for further developmerdf! Y[ Q& t ¢ a&aqd¢
This report should be treated amnfidential, for distribution within ARC (now Auckland Council),
Auckland Transporand the NZ Ministry of Transport onlyDependant onwritten agreement from
the Australian authorities that have contributed data for the report, the report may be made

available more widely.
1.4 Acknowledgements

This study has been dependent on data provisand other contributions from a considerable
number of parties. We would thank in particular the following parties:

New Zealand
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1 Aucklandregional Guncil (now Auckland Council)
1 Auckland Regional Transport Authority (now Auckland Transport)

1 Ministry of Tansport, NZ (for making available the dataset collected for its Metropolitan
Public TransporerformanceProject)

1 NZ Transport Agency (for data provision and workshop contributions)
International

9 Pubic transport authorities in HSAustralian, 4 Canadian dn3 USA metropolitan areas
(details given in Chapter 2).
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2. COMPARATOR CITH$D DATA SOURCESVERVIEW

2.1 Comparator Cities and Principal Authorities/Operators

Following the initial study workshop and discussions with ARC staff, 14 cities/migmopareas
gSNE aStSOGSR Fa WO2YLI NFd2NR I NBFa FT2N RIHdGlF O2f
1 New Zealand, Auckland, Wellington
9 Australiag Brisbane, Perth, Adelaide, Melbourne, Sydney
1 Canadsa; Edmonton, Ottawa, Calgary, Vancouver
1 USAg Honolulu, Portlad, Seattle.

Table 2.1 presents information for each of these comparators on the area for which data were
collected and on therincipal PT dzi K2 NAGAS& YR 2LISNI i2NB F2N (KS
I NXho€en represents the whole of the reletametropolitan area that is served by regular PT
services. This aim was achieved for the NZ areas (the urbanised parts of the AKL and WGN regions)
and for the Australian areas. For the Canadian and USA areas, in some cases only the area served by
the muricipal transit operations was covered, omitting some outlying areas covered by other
operators.

| LIWISYRAE ! LINE BARSE | WLINRPFAESQ FT2N) SFOK 2F (GKS
the data collected. These profiles are arranged underftflewing 15 aspects:

Urban development profile

Geographic setting/layout

Population andlemographics

Employment centrels mono-centric v polycentric etc.

Income/car ownership

Road system developmentextent of motorways etc.

Motoring costs, parkingyther traffic restraints etc

Activemodeg roles and popularity

PT system overview

Train system

TranmLRTsystem

Bus system

Fares and ticketing system/integration

Institutions and organisational arrangements

Regulatim, procurement, asset ownerghandoperators.

=4 =4 =4 =4 =8 -8 -8 o8 ofofof e o o g

2.2 Key Statistics for Comparator Areas

Table 2.2 provides a summary of recent key PT statistics for the 14 areas covered, including:

1 Area populationg both the service area for which data were collected, and for the total
metropolitan aea.

f  Vehicle kilometres of service provided, by made
f Passenger boardings, by mdde
9 Passenger boardings per service area population, as derived from the above data.

' In some cases, the area to which operations and patronage data related differed from that to tndiel survey data (eg census

journey-to-work) related; but care was taken to separate these different types of analyses.

2 For rail services, the vehicle km statistics relate to carriage km provided (rather than train km).

® These are sometimes referrei2 & Wdzyf Ayl SRQ GNRLAS® 5FaGF 2y WEAY1SRQ GNRLE O6AS
collected, as these data are not readily available for many of the comparator areas.
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TABLE 2.1: ASSESSMENT AREAS AND AUTHORITIES INVOLVED
Country Metro Area Principal PT Ahorities Area Covered
NZ Auckland Auckland Regional Council Auckland region (urban area)
(urban area) | Auckland Regional Transport Authority
KiwiRail Group
Wellington | Greater Wellington Regional Council | Wellington region @urlarea)
(urban area) | KiwiRail Group
Australia | Brisbane/SE| TransLink Transit Authority TransLink service area (incl Sunshin
Queensland Coast, Gold Coast)
Perth WA Public Transport Authority Transperth service area
Adelaide SA Department for Transport, Energy § Adelaide metropolitan service area
InfrastructureyBlic Transport Division)
Melbourne | Vic Department of Transport Melbourne metropolitan service arez
Sydney NSW Department of Transport & Greater Sydney metropolitan service
Infrastructure (incl all CityRail seeg)
Canada Edmonton Edmonton Transit System (City of Edm| City of Edmonton
Ottawa OC TanspdCity of Ottawa) City of Ottawa (excludes Hull/Gatine
area)
Calgary Calgary Transit (City of Calgary) City of Calgary
Vancouver | TransLink (Southat BC Transportation| Vancouver metropolitan area
Authority)
USA Honolulu Honolui Dept of Transportation (CityfCq Honolulu urban area
of Honolulu)
Portland Trimet (Trcounty Metropolitan Transpori Portland urban area
District of Oregon)
Seatle King CounoTi Metro Transit divi€ibn | Seattle urban area

Note: (1) Also covers services provided by City of Seattle (Seattle Monorail Transit), Central Puget Sound Regional Tratsimklthori

Washington State Ferries.

2.3

Table 2.3 presents an overview of the main sources of data collected for the various aspects of the

Overview of Data Sarces and Analyses

study. We note in particular:

9 The data collected relate in general to the most recent year for which data were available,
supplemented ind 2 Y S
LISNA2RaQ O2fdzyy Ay

9 For the NZ and Australian citie@ K S
9FFSOGADSYySaa

by R

OLasSa o6& f2y3ISNI o6dzLd (2
GFof Suo
RIFGF F2NJ GKS Wt ¢

MoT NZ: these data were updated in the study where appropriate.

1 For the Canadian and USA cities, the equivalent data were collected in the study through use

of published sources supplemented by queries to the relevant authorities/opera
involved.

T 510Gt

F2NJ 6KS Wt ¢

FYR F2NJ 0KS WwW{ SNBAOS
In comparing measures of financial performance across the diffex@anttries there was
adjust for exchange rate differenceshe adjustment¥ I O G 2 NA

al NJ Si

v dzl

{ KFNBQ FaLlSoi
tAGeQ aLlsoa ¢S
a need to
dza SR 6SNB
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LI NAGeQ FIOG2NE NBflFiGAy3 G2 GKS NBt SOy
convert to $NZ
1 $ Canada: 1.255

1 $ USA: 1.497.

* The relevant PPP factor for conversion of the Australian $ v diven this, and consistent with the MPT projew,adjustment was
made for the Australian data.
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TABLE 2.2: SOME KEY PUBLIC TRANSPORT STATISTICS FOR COMPARATOR AREAS
Country Metro Area Population (Millions) Vehicle K (inservice)d Million Passenger BoardingeMillion Passenger
Boardings
Service | Metropolitan| Heavy Light Bus Ferry Heavy Light Bus Ferry Total /Pooul at?on
area total Rail Raill Rail | Rail/Tram P
covered Tram
NZ Auckland 1.33 1.449 6.9 40.2 0.8 7.7 46.6 4.4 58.6 44
Wellington 0.43 0.4® 10.9 18.8 0.1 11.9 234 0.2 354 74
Australia | Brisbane/SEQ| 2.8%) 2.8%) 59.1 89.9 61.0 114.4 6.4 181.8 65
Perth 1.66 1.66 36.7 52.0 0.1 54.8 73.6 0.5 128.8 77
Acelaide 1.19 1.19 8.1 0.7 41.8 11.7 5.6 53.2 70.6 59
Melbourne 3.96 3.96 102.9 225 87.2 213.9 178.1 99.5 491.5 124
Sydney 5.46 5.46 216.0 132.2 1.3 304.8 280.4 14.3 159.6 110
Canada | Edmonton 0.75 1.16 11 37.1 14.4 914 105.7 141
Ottawa 0.79 1.2 0.4 45.8 2.2 129.3 1315 168
Calgary 1.04 1.23 135 42.7 78.1 74.4 152.5 146
Vancouver 227 2.33 1.2 354 88.6 0.1 2.7 73.5 220.7 5.5 302.4 133
USA Honolulu 0.72 0.91 29.4 0.1 69.8 0.1 69.8 97
Portland 158 2.21 11.1 44.0 38.9 714 110.3 70
Seattle 2.71 3.35 1.7 0.2 100.5 15 2.7 1.3 159.7 235 187.2 69
Notes:

(3) Statistics relate to 2008/09 financial year for NZ and Australian metasate 2008 calendar year for Canada and USA areas.
(4) These figures represent total regional populations (not all served by PT).
(5) Represents total SE Quesand area covered by Transl-mianagedservices.
(6) Includes Hull/Gatineau area.
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TABLE 2.3: OVERVIEWIATA SOURCE®

Aspect Report Data Periods Auckland Wellington Australia Canada USA
References
PT Usage Ch 3 s 3.1/3.2| | Latesyear for which datg f MPT project 2008(6®m | 1 MPT project 2008/ 1 MPT project 1 CUTA Operating | 1 National Transit
availabl€009/10 NZ/Augs  ARTA/NZTA), updated f¢  (from GW/NZTA), 2008/0updated fo| Data (2008). Database (data by
2008 Can/USA). this study with ARC inpu  updated for this this study. metro area by
1 Also 20 year time series study. operator by mqde
NZ/Aust. 2008).
PT Market Shares Ch 3 s 3.3/3.4|  Censu$ most recent 9 Census JTW data (£991| 1 Census JTW data|  Census JTW data| T Census JTW data | T Census JTW data
(generally 2006); also 24  2006), analyses underta|  (2006), analyses b|  (2006), analyses b|  (2006). (2000), and
year time series for AKL] by ARC. consultant. state authorities Ameican
| HTSI most recer2@06 | T Household Travel Surve 1 Household Travel Community Surve|
for AKL). (2006), analyses Surveys (some (200€08).
undewrken by ARC. states), analyses i
state authorities ar]
consultant
Service Quality Ch4 9 NZi Syear time series. | 1 NZTA/RC annual Custor  As AKL 1 None 1 None 1 None
Aspects Satisfaction Surveys
(2005/02009/10).
System Effectivenes Ch 5 9 Latest year for which daf 1 MPT project, 2008/09 (fr]  MPT project 2008/| § MPT project 2008/| § CUTA Operating | 1 National Transit

& Efficiency Aspects

availale(2008/ 09 for
NZ/Aust, 2008 for
Can/USA).

ARTA/NZTA).

(from GW/NZTA).

(data provided by
state authorities).

Data (2008),
supplemented by
queries to relevant|

Database (data by
metro area by
operator mode),

authorities. 2008,
supplemented by
queries to relevan
authorities.

Notes:
1A WYat¢Q ' aSiNRBLREAGIY tdzofAO ¢NIYALRNI t SNF2N¥YIFyOSQ t NE2SOGT L2! F2NJ az2¢ b¥%S HAMMO
2 wwez2Q ' w2dNySe (2 62N)] 6/ Syada ljdSadiazyoo
@) wW/ielh Q ' /FEYFERALY ! NBFY ¢NI}yarid cRoadaCpdatingdat ys /[yt RAFY ¢NFyard CcHOl 0221
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3. PT CONTRIBUTION TO THE METROPOLITAN TRANSPORPTTASK
USAGE AND MARKET SHARES

3.1 PTPatronageRates

3.1.1 Overview

This section provides data and commeNts 2y I \pairddaded tNI 68 & 6 LISNIJ &S NI
resident) in the different citiesyf A Y 0 SNILINBGAy 3 GKS RILHFENBRYII AKR d# R
contextiSRSTFAYSR Fa (GKS ydzYoSNE 2F Wo2l NRAyesaQ YI RS
boardsanother PT vehicle, this is counted aaraadditional passenggwhether or not this boarding

involves a transfer from anothd?Tvehicle Thus PT systems that involvehicle transfers (on the

same PTmode or to a different modepn a large propoibn of person tripswill tend to have a

KA 3KSNI yldrYaoaS\hak Sidsiihere mostrips do not involvesuch a transfer

The following first provides a summary of pdtronagerates in the surveyed cities for the most
recent 12 month period for hich the data were available. It then provides time series data on
trends in annual patronage over the last 20 years, for those cities (Aust/NZ) for which these data
were available.

3.1.2 Recent city comparisons

9 Figure 3.1 shows annual Patronagdcapita for all the surveyed cities for the most recent
year for which data were availabtegenerally 2009/10 for the Aust/NZ cities, 2008 for the
US/ Canadian cities.

f Incities worldg A RS X t ¢pationadéeapitdzantl its share of total travel tend to be
larger in the dies with larger populations. éthaps surprisingly, Figure 3.1 showssth
tendency only in the case of Australia, where thepBfonagerates for the two larger cities
(SYD, MEL) are around 79%¢°2 3INBF G SN 0 KFy GKS ONIGASEA S22 NI . b
PER, ADL).oF the other threecountries this tendency is noevident ¢ but this result
probably reflects the small number of cities covered in each country.

1 Whencomparingpatronagerates acoss the four countries, there is cleavidencethat the
Canadian cities have higher PT usage than the cities in the other three countries:fallrthe
Canadian cities have higheatronagerates (range 13368 PThoardinggcapita)than any of
the cities in the other three countries (range -484 boardngdcapita). There is no clear
evidence of significant differences jirmtronagerates between these other three countries:
the NZ rateq2 cities)range from 4674 boardinggcapita, the Austréian rate (5 citiesjrom
64-124 boarding$capita and the USAates (3 cities) from 6997 boardingécapita. The
factors influencing thénigherpatronageratesin the Canadian cities are discussed furthrer
the last sectiorof this chapter.

9 Figure 3.2 shows plots of P&tronagerate/capita against service area poptita. Forthe
Australian cities only, it shows a good correlation between area population and PT
patronagerates: the regression line for the Australian cities shows thap&fonagerates
increase from around 50/capita for city populations of 1.0 milioraround 100/capita for
populations of 4.0 million.

9 If the cities in all four countries are considered, then the regression lipatwénagerates v
population is almost horizontal (ie Pgatronage rates do not varysignificantly with
population) ¢ with a Wpicakpatronage rate of around 100 PT boardifoggita. Inspection

¢ KSNB g2dAf R 0S8 4a42YS FRGLyGl3IS AT GKS O2YLI NhNaz2ya Ay dpérsoa aSOiAzy
trip between originand destination, which may involve several passenger boardings). However, linked trip data are not readily available

F2NJ Y2ad 2F GKS b%k! dzZAdGNIfAlLYy FNBFa&a AyOfdzRSR Ay (i K6fretiniNtBeBeS OG X a2 U
RFEGE F2NJ 0KS @I NA2dza F NBlFax Al ySSRa& (2 068 02NYyS Ays Thagan (KIG O2
aspect that may warrant further exploration.
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of the data for the Canadian, USA and NZ cities tends to suggest, for each of these countries,

that PTpatronageratesdecreaseas population increases. However, we consider thisltes

is most likelyan outcome of the small samples involved, and should not be considered

representative.

1 Itis evident from Figures 3.1, 3.2 that Auckland has the lowepaR®nagerate (46capita)
of all the cities examined. This is perhaps surprisiaghe sample contains 6 cities with
lower populations than AKL, including 4 cities with populations of less than 1.0 million. The

next lowest PPpatronagerates are between ® and72 boardinggcapita, in four cities (ADL,

BNE, POR, SEA).

! RelativetothetKk NES ! dza i N> t Ay OAGASaE
rate is 25% lower than ADL (6@pita), 28% lower than BNE (83apita) and 39% lower than

PER (75/capita).

g A O KpawoKalg®D K ! Y [

f We would expect thabnS  F I OG 2 NJ | O O2 dpaiiohafelate TeatNg tb thdseQd 2 &
Australian cities (BNE and PER in particular) is the relatively low use of rail in AKL, which

contributes to a relatively low proportion of transfer trips and hence a lethan-otherwise

PT patronagerate. However, it seems likely that fls factor accounts for only a modest

proportion of thepatronagerate differences.

3.1.3 Time series trends

1 Time series data omaual patronageservice area population and hence Patronagerates
were assembled for the last 20 year period (since 198p/f0 AKL, WGN and four
Australian cities (MEL, BNE, PER, ADL). The resultant trgzadsoimagerates are shown in

Figure 3.3, while Table 3.1 shows the average annual percentage changes in the PT
patronageratesfor these citieover each of the last,5L0, 15 and 20 yeaueriods.

1 Key features of Figure 3.3 include:
o The very strong growth in the MEL and Bidronagerates since about 2003/04.
0 The strong growth in the PHRtronagerates since 1998/99 and particularly since

2007/08.

0 ¢KS NBHGIh A3 NJF 2uNDYvEl v OS
f These features are also reflected in Table 3.1. Of the 6 cities, AKL rdhkeid 4erms of
compound average %patronagegrowth rates CAGRpver the last 5 years and"dver the

27

LY

AAYyOS

HOTNHK/S

last 10 yars. In both these periodd#ts growth rates exceeded those for WGN. Over the 15
year perspective, AKL rankéd out of 6 cities, and over the last 20 year perspective it

ranked4™ out ofthe 5 cities for which data were available.

TABLE 3.1: FHATRON&GERATE TRENDS, SELECTED NZ AND AUSTRALIAN CFPHES, 1990

Period Conpound average growth rates (CAGRpg over period
AKL WGN PER ADL MEL BNE
Last 5 years(Q4/05-09/10) 1.95% 0.71% 3.06% 1.95% 4.35% 3.29%
Last 10 years99/00-09/10) 1.90% 1.37% 2.76% 1.77% 2.63% 2.56%
Last 15 years94/95-09/10) 1.54% 1.67% 1.79% 0.18% 2.08% 1.72%
Last 20 years89/90-09/10) -0.63% 0.10% 1.58% -1.08% 1.48% n/a

®The 20 year time series data are incompleteA®1_ (started 1990/91and BNE (started 1994/95).

" This recent growth is largely associated with the opening of the Mandurah rail line.
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Figure 3.1: PT Patronage/Capita by mode, 218 0*
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3.2 PT Trip Lengths and Passenger Kilometres

While PT patronage ¢larding) rates are one measure of the usage of the PT system and its
contribution to the overall passenger tramsp task, another measure, superior in many ways, is
that of PT passenger kilometres. This may be consitlagethe product of Plboarding rates and
average tnp lengths (per boarding). his section presents evidenan average tripdngths in the

peer cifes, and hence onTpassenger kilometres.

3.2.1 PTtrip lengths

1

In general, as shown in Figure 3.4A, average PT passenger distances (per boarding) do
show a tendency to increase with city size. The shortest PT boardings are in EDM
(population 0.75M, aveage length 4.8km); the longest in SYD (population 5.46M,
average length 13.4km).

¢CKS !'Y[ @SNr3aS o02FNRAYy3a Sy3adtkK 2F yomlyY
population: the two Australian cities in a similar population range (ADL, PER) have
somewhat lomger average boarding lengths than AKL; while the two US/Canadian cities

in this population range (CAL, POR) have rather shorter average boarding lengths.

Unsurprisingly, WGN is somewhat of an outlier in terms of the general trends. It has the

lowest popudtion of all the cities examined, but the second longest average boarding

length (exceeded only by SYD). This result reflects the geographic/topographical
O2yaidNXAyda 2y (GKS IINBFQa RS@St2LISyid | yR
commuting fromii KS 2 dzi SNJ | NBFa (2 GKS 2Db /.5 06KA
employment).

Pronounced differences in averapeardinglengths by PT mode are appargiiigure

3.4B) Boardinglengths on (heavy) rail servicase typicallybetween about 16km and
20km in the Australasian citiesvith WGN being an outlier at 23km (becausf the
factors noted above).df bus services, averadgmardinglengths in all the cities vary
between 5.1km (POR) and 9.4km (MEL): however in 9 of the 11 cities for which data are
available, the averagdoardinglenghs are between 6.5km and 8.7km, a relatively
narrow range. AKL(6.5km average) is at the bottom of this range. There are particular
reasons for the two outliers: in the case of MEL, a large proportion of the shoner tri
(mainly in the inner areas) are carried by the tram system; while in the case of POR, the
LRT system caters for a substantial proportion of the longer trips.

Average boarding lengths on ferry services do not show a consistent pattern across the
cities, but largely reflect the geographic situation of each city and the pattern of
development relative to waterways, harbours, etc. The average ferry trip lengths vary
between 1.4km (PER) and some 12km (SEA), except for HON which has an average of
some 36km (rBecting the interisland nature of its ferry services).

While as noted, average boarding lengths do tend to increase with city size, this
increase largely results from the greater use of rail in the larger cities rather than from
longer trips on the indidual modes.

This increase in average boarding lengths with city size is likely to -gtaterthe
increase in overall (linked) trip lengths in the larger cities: it seems probable that, on
average, trips in the larger cities involve more boarditggsomgete a single trighan
those in the smaller cities.

3.2.2 PTpassenger kilometres

1 The PT passenger km/cap(téigure 3.5)s the product of the Ppatronage rates (Figure
3.1) and the aveage boarding lengths (Figure 8¢ At a city level, the measurbavs
generally similar patterns to the PT patronage rate results. However, it is notable that
IWA/N 117/Rep/1295
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Figure 3.4A: Trip LengthsAll PT Modes Averages
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Figure 3.4B: PT Trip Lengths by Mode
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Figure 3.5: Passenger Kilometres/Capita by Mode and City
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the largerAustralian cities (SYD, MEL) have higher pass km/capita than the Canadian
cities despite having lower patronage rates, and reflecting their longer average trip
lengths.

1 AKL has the lowest pass km/capita figure (372) of all the cities, by a significam,marg
followed by POR (446). All the other Australian cities have figures in the range 642 (ADL)
¢ 1467 (SYD).

1 At a modal level, the dominance of rail in terms BT passenger km in the larger
Australian cities is notable: in both SYD and MEL around 70l pafka km are made by
(heavy) rail, while in BNE, PER and WGN over 50% of total pass km are by rail. Auckland
is somewhat of an outlier in terms of the Australasian cities, with only 26% of its pass
km being by rail mode, In contrast to the Australagsiasults, bus is the dominant PT
mode in those (4) USA/Canadian cities for whiobdal data are available, with LRT
being second highest.

3.3 PT Mode Shares Travel to Work

Data on the share of the total metropolitan transport task that is undertaken omBdes are
available from two main groups of sources:

1 Census question on work location and means of travel to work (JTW). The census covers
almost 100% of households/persons in the area, thus providing very robust results. In all the
areas considered, thmost recent census data available related to year 2006. Summaries of
results from this source are given below.

9 Household travel surveys (HTS), undertaken periodically in most metropolitan areas,
covering all travel by household members, usually from traiesies completed for a 1 or 2
day period. Such surveys involve relatively small samples of households in the area, usually
less than 5%. Survey methodologies differ in detail between metropolitan areas, and thus
the survey results may be less robust atmimparable across areas. Summaries of results
from thissource are given in Section 3allowing.

Data on JTW mode shares from the 2006 censere wbtained at the metropolitaswide level for all

14 areas surveyed. These are shown by PT mode in Figuaa@®relaive to the area population in
Figure 3.7.It is evidentthat the pattern of results is generally similar to that shown in Figure 3.1 for
PTpatronagerates overall, although there are sonsggnificantvariations.Features of the results
includethe following:

§  The PT JTW mode shares vary from 16.5% to 19.5% for the Canadidnthii@$Z shares
from 7.7% to 17.0%, the Australian shares from 8.7% to 19.5% and thehdf®@& from 7.7%
to 9.3%.

1 While AKL has one of the lowest JTW mode shares [hiBEhare is on a par with POR and
SEA, both of which performed relatively better than AKL in terms of patabnagerates.
T ¢KSasS RIGlF &dza33Sad dGKIGsZ NBEFGA@GS G2 GKS 20¢
relatively low use outside peak peds. This is also true for WGBAINd to an even greater
extent (this is likely to be particularly the case for residents whomate by PT into the
Wellington @y area from other parts of the region).

1 SYD has the highest JTW mode share in the whole sgmplginally above O7J,Twhereas
its PTpatronage/capita isower than for MEL and also the four Canadian clties

8 Apart from Edmonton, where the stated mode share of 9.7% appears low relative to the PT tripreasespecthis is due to a data
inconsstency.

° TheseSYD results arafluenced, to as significant degree, by differences in the areas considéxe®YD JTW figures relating to the
Sydney Statistical Division only; whereas the SYD PT trip rates relate to a larger area (the effectpalitantezrvice area) including the
Hunter region (Newcastle) and the lllawarra region (Wollongong).
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Figure 3.6: Journey to Work Mode Shares by PT Mode
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For a subsample of the metropolitan areas (7 areas, mainly Australia and NZ), thecedg8as JTW
data have been subivided to give PT mode shares for trips with destinations (i) in the CBD; and (ii)
elsewhere in the regidfl. The results are given iigkre 3.8 This shows some interesting patterns:

1 For non-CBD destinations the PT mode sha increases gradually with area size
(population), from around 5% for the smaller areas (c. 0.5 million population) up to 10% for
the larger areas (c.-8 million population).

1 Further investigation of these data indicatthat PT JTW mode shares are tytiiy around
2%3% for areas well away from the CBD; and that the increase irCiBih mode shares
from 5% to 10% as area size increases primarily reflects the increasing proportion of work
trips going to nealCBD locations as city size increases.

1 For JTWravel to CBD areaghe PT mode share shows strong increases with city size, from
around 30%35% for the smaller areas @.5 million population) up to aund 7®%6for the
largest areas (c.-8 million population). This pattern reflects particularly the®iK SNJ WwO2 &4 (G &
of car travel (parking charges and congestion) for commuter trips in the larger cities and,
secondly, the very strong radi@ften raitbased)PT services in these cities.

1 Overall, the PT JTW mode shares in the varimetropolitan areas (Fige 3.7 are a
function of

o the PT mode share to CBD destinations;

o the PT mode share to other destinatiomsid

0 the proportion of total jobs in the CBD area.
9 For AKL, it is evident that:

o Its PT mode share to the CBD (30%) is well below the regressiomdaiest
popuation (which wouldindicate a node share of c. 406

o0 Its PTmode share to otherdestinations(4.8%) is Igghtly below, but close to, this
regressioriine.

1 The CBD v neBBD results are of course dependent on how the CBD is defined for each metropolitan area. There appear to be no
generally accepted defindns of what constitutes a CBD area, so judgements have had to be made in each case, generally based on what
the authorities concerned woultegardas their CBD area.
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Fig 3.7: PT mode shares for travel to work by
population size (2006 Census)
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o Its proportion of jobs in the CBD (c.13%) is on a par with the corresponding
proportions in most of the other cities (but well below the WGN proportion of c.
40%).

0 Asaresult of these factors, AKQ& 2 @S NI f f WipRisaMieRBend 6 NBE o1
the spectrum forts population,somewhat below ADL (84 for a slightlysmaller
population) and BNE/SEQ (%3but with a larger population).

For AKL, the trends in PT mode shares to CBBG®D areas over the last four censuses (1991,
1996, 2001 and 2006) have beandysed, as shown in Figure 3Ror the region as a whole, the
JTW PT mode shares over this 15 year period have varied in a way very consistent with thentrends
L'Y[ Q& 2 gatoNdgdrdtes oveér the period (Figure 3.3), ie declining until the -80d, then
increasing through to the eady0s and then being largely cstiant through the mid00s. However,

the trends for CBD and ne@BD destinationappear todiffer markedly, especially in recent years:

1 From 1996 to 2006, the PT mode share to the CBRased from 21.7% to 30.0%.

1 These changes are generally consistent with the results from the annual cordon counts
undertaken(by ARCjound the AKL CBD in the AM peak period.

1 Expected contributory factors to this mode share growth include: improved réitgstock
and opening othe Britomart rail extensionincreased bus priority measuresnd increases
in fuel prices.

1 For travel to na-CBD destinations since 2001,general the quality of the PT services has
not improved significantly and congestion éévhave not changed markedly: PT is rarely
seen as a serious competitor to use of the private c@ihe result has been a continuing
gradual decline in the PT mode share to these destinations.

It has not been possible to undertake similar tiseries analses for any of the other metropolitan
areas: therefore it is uncleato what extent the AKLJTWtrends between CBD and neGBD
destinationsover the last 15 yearare also reflected in these other areas.

3.4 PT Mode Shares All Travel Purposes

For Aucklad, the most recent household travel survey (HTS) was undertaken in 2006, to coincide
with the national census. Various analyses of the (expanded) AKL HTS data were provided by ARC in
FOO2NRIYyOS ¢gAGK (GKS O2yadzZ GFyiaQ ALISOATAOFIGAZ2Y D
Figures 3.10A (peak peds) and 3.10B (weekday gféak) provide some summary results, broken
down by:

1 Weekday time periods: peak, gitak.

1 Trip origirdestination areasboth trip ends within the CBD, one trip end within the CBD, all

other (nonCBD) trips.

f Wal Ay Q Y 2rRStorczéleSAR Ywalkdycle.

Key features of these results include:

1 PT mode share is highest for trips to/from the CBD, 32% in the peak periods, 13% in the off
peak. However, these trips account for only some 10% of all trips, in both periods.

1 The PT modehare is Bxt highest for withirCBD trig, at about 8% in the peak period, 11%
in the offpeak These trips account for only 326 of all trips (and an even smaller
proportion of person km), in both periods.

1 The PT mode share is lowest for AGBD tripsat about 3.4% in the peak periods, 1.6% in
the off-peak. These trips account for about 89% of all trips, in both periods.

1 The resulting regiomvide overall PT mode share is 6.4% in the peak periods, 2.8% in the off
peak, with a daily average of 3.9%.
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Tabk 3.2 shows some comparisons of results from the AKL HTS with the equivalent HTSs in MEL, SYD
and BNE/SEQ. Comparing AKL with MEL (for which the most complete comparisons were possible):
T ¢KS a9[ t¢ Y2RS aKlINBE 2 @$8isof%canpafedwithBXE 2F W
for AKL. In peak periods, the MEL PT share (12.5%) is almost twice that for AKL (6.4%); and in
off-peak periods, the MEL figure (5.8%) is more than twice that for AKL (2.8%).

1 For trips to/from the CBD, the MEL PT mode shares are agai@ than twice those for AKL:
for peak period CBD travel, the MEL PT share is almost 60%, compared with 29% for AKL.

9 Itis also notable that the BNE/SEQ area (more comparable in population than MELBhas
mode share for CBD travel somewhat higher thaEL (62% peak, 34% -piéak) and well
over twice as high as AKL.
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Fig 3.10A: Mode share of total trips, weekday peaks. Auckland, 2(
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TABLE 3.2: PT MODE SH3RE TIME PERIOD AND ORIGIN/DESTINﬂWmmsehOId Travel Survey Results)

Time Period | Trip ends AKI? MEL® syry BNE/SE
Market PTMode Share Market PT Mode Share Market PT Mode Share Market PT Mode Share
Proportion (%) (%) Proportion (%) (%) Proportion (%) (%) Proportion (%) (%)
Peak CBD 11.7% 28.9% 6.6% 59.9% 76% 62%
Non-CBD 88.3% 3.4% 93.4% 9.1%
Total 100% 6.4% 100% 12.5% 249%
Off-peak CBD 10.6% 12.8% 6.1% 30.9% 34%
Non-CBD 89.4% 1.6% 93.9% 4.1%
Total 100% 2.8% 100% 5.8%
Total CBD 10.9% 18.3% 6.4% 45.9% 49%
Weekday NonCBD 89.1% 2.1% 93.6% 6.6%
Total 100% 3.9% 100% 9.1%
Notes:
(1) a2RS &aKI NBa O S 3.208R @il Rre 4l &ips Wikhlorde yr bofi2eRdS B the CBD area.

(2) AKL HTS (2006) resuttanalyses provided by ARBeak déa relate to AM peak only. Offeak data derived as ¢Tal Weekday 2* AM Peak).

(3) VISTA 2007 resultsanalyses provided by DoT Vic
(4) Sydney 2008/09 Household Travel Surgeyalyses provided by NSW Transport (Transport Data Centre).

(5) Relates to all commuter travel within the Sydney SD (not all in peak periods).

(6) SEQ HousehoITravel Survey (2009) resultsrovided by Qld Dept of Trapsrt & Main Roads. Relate to all travel undertaken by residents of SEQ area.
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3.5 Commentary on Relative PTsdge and Market Shareg Canada v Other
Gountries

3.51 Overview

The earlier sections of this chapter ndt¢he higher usage rates and modbases for PT in the
Canadian metro areas than the areas examined in NZ, Australia and USA. it was noted there that the
four Canadian metro areas (Ottawa, Galg Edmonton and Vancouver) &lhd higher levels of
patronage/capita than any of the other @8 examined, despite being towards the lower @fidhe
population range of thareas included (refer Figure 3.2 and section 3iri articular).

This section outlines the major factors that are believed to be influencing the superior performance
of the Gnadian metro areas. Urbgplanningand designaspectsand the quantity andquality of
service supplied are probably the most significant factors in this regard. There nmagahge of
other contextual differences, including unemployment (which drivesmi@atronage) and cultural
responses to severe weather, which is more commao@Garada than m the other countries studied

3.5.2 Service gantity

Figure 3.1Xkhows the Irservice Vehicle Kilometr&3apitafor each of the peer cities. This measure
gives ebroadindication of the quantity of service a resident of each city can expect

The quantity of service appears to be a significant factor in explaining why Canadian cities do better
than US cities. Canadian cities have roughh8@% more service perapita, so thison its own
should be likely to increase patronage, althoymgthaps not to a proportional extent

Auckland, it should be noted, is in the same low range as the US cities in service quantity per capita
and considerably below all the other #alian/NZ cities This probably reflects decades in which

public transporthas been givea relatively low priority.

2 SftfAy3IG2ys o6& O2yiNI &l NIryla ySIN G4KS (2L) 2y
relatively long history as a dens@ad physically constrained centre with permanent public transport
infrastructure(trolleybuses as well as rail)/Vellington ranks generally among Canadian cities in the
guantity of its service, though below the Canadian peers in patronage.

3.53 Urbanform

All four of the Canadian cities exhibit a high degree of centralisation of activity in the CBD and inner
city. Calgary, Edmonton and Ottawa in particular all have strong CBDs and unusually high CBD
densities given their locationsThese lygh CBD densés have led to high parking prices by North
American (though not Australasian) standards.

+ yO2dz8SNR&a /.5 A& Tl Y2dza ¥ 2-Méd residéntiaBcEodSdatioratz y I £ O
a range of price points. While the CBD does have a bugiligsist, as a whole the CBD has more
residents than jobs, yielding a slight net eséimmute. This unusual feature of Vancouver helps to
provide for remarkably balanced loadsgn major public transport corridors into and out of the

CBD, yielding mudbetter utilisation of service overall thawould be expectedn a singlecentered

city.

CBDs and other major centres rely on rapid transit, which means service running at high frequency
and high speed, thus yielding high capacity. Rapid tramsytbe bus rail, or ferry. What matters is

not just the quantity of rapid transit, or the technology used to provide it, but how well it fits with

the shape and demangatterns of the city.

Beyond the CBD, the overall fit of development to public transport is Mdpd y (i ® +| yO2 dz
suburbs have built remarkable quantities of higbe residential development immediately adjacent
to rapid transit stations, generating permanent markets for these attractive services. In general,

" However, we note that the vehicle km measure for trains takes into account the numhrdges per train. For example for a 6
carriage train, one train km accounts for 6 vehicle km. To that extent, the vehicle km measure does not directly refieentite of
service experienced by the user.
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Figure 3.11: PT Service Quantityrg@apita (veh km pa/000 population)
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there is a high level of fit between the suburban development pattern and the rapid transit that
serves it.

Finally, density overall tends to be slightly higher in Canadian cities than in comparable US ones,
though density in the form that matters t@ublic transport usagés impossible to summarise in a
citywide statistic'?

3.5.4 Major PT trip attractors

Cities dominated by government employment usuallghievegood public transport patronage.
Governments are esp@ily likely to encourage employees tese public transport, and tend to
locate in centralised high density districts, usually parts of CBDs, where public transport is
prominent. In Ottawa, the dominance of the Canadian government as an employer is sipvéou
factor in the strong performangend this is also a factor in WellingtonAustralian major cities are

all state capitals, but most major US cities are not. Of the three US cities listed, only Honolulu is a
state capital.

CBDbased universities ao tend to be major generators of PT patronageCities with both
universities and national/state governments locatedhe CBD, such as Melbourne and Ottawa, are
likely to have an advantage on this score.

2 http://www. humantransit.org/2010/10/canwe-make-densitymake sense.html
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4.  SERVICE QUALITY ASPEG3ER ATTITUBRAND PERCEPTIONS

4.1 Overview

Surveys of ugeattitudes and perceptions can be an important source of information on the more
gualitative aspects of performance of PT services, particularly those aspects of performance that are
y2i | YSyl of S méaguremiést oo Queniificadld®.OThey have both advantages and
disadvantages in this regard:

I Their main disadvantage is that they do not necessarily correlate very well with more
Y202SO0GABSQ YSIadaNBad Ly LI NI A OdgfwhaN@eopié KSe& I N
are used to, by recent service aberrations and also by recent external factors (the state of
the weather, whether NZ has just won or lost the RWC, etc). If users are accustomed to a
high standard to service but then it deteriorates, they &kely to give it a lower rating than
exactly the same service where tlsisows a recenimprovement over previous standards.

1 However, their advantage is that they do reflect the actual attitudes of users (and potential
users) of services, and it is theastitudesG K G I NB | YIF22NJ FIF OG2NJ
whether or not (and hoveften) to use the service.
Such perceptions of service quality may be based on eifirect surveys of users themselves or
WY aldSNE AK2LILISND adzNID $ahere aré advantagds Gnd didaBvangagesld K S NE& «
both approaches: mystery shoppers are likely to provide more consistent results over time, but their
ratings may be subject to bias to the extent that they gy representative of the range of users.

In the context of the current project, a major difficulty in using attitude surveys (whether by users or
mystery shoppers) is the difficulty of obtaining comparable evidence (identical questions, identical
rating scales, identical sampling methods, etc) from ssigstveys from different cities, and often
even for the same city over different years.

For the project we have made use of thesfmer Satisfaction8veys (CSS) undertaken by RCs
across all regionsn an annual basis since 2005/06, incorporating a ctergisset of questions
specified by NZTA. The CSS asked customers for their rating @fttnibetes of the services in the
area, separately for bus, train and ferry modes:

9 Overall service
Service value for money
Service availability
Service time
Servicefequency
Serviceaeliability
Safety and security durg trip
Safety and security at stops
1 Vehicle quality and comfort.
Users were asked to rate each service attribute on the followipgifit scale:

=A =4 =4 4 -4 4 A

1 Dreadful (0)
1 Very poor (2)
1 Poor (4)
1 Good (6)
1 Very good (8)
1 Excellent (20).
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The mea rating score was then derived by ascribing the scowed above to each scale point.
The followingCSS resultand commentary by mode, foceson this mean rating for each attribute.

These surveys now provide a dataset whadlables comparisonof perceived service performance:
0 by attribute

& by region
0 Dby year (last 5 years)
0 by mode.

The annual sample sizes used for these surveys in AKL have, for recent years, been in the range
1,300 (Rail) to about 3,000 (Bus), which shoulslultein relatively narow yearto-year statistical
fluctuationsfor the AKL results. Howevanuch smaller sample sizes have been used in some of the
other regions, resulting in wideronfidenceintervals in these cases.

4.2 Bus User Results

Figure 4.1 shas the ratingmean scores by region for Bus users for each of the 9 surveyed attributes
over the five years 2005/68009/10. Table 4.1 presents a summary of the key findings for AKL for
each attribute in terms of both its rating relative to other regiomsd any trends in its (absolute)
ratings over3 are largely selexplanatory. We make additional comments on two aspects:

1 AKL rates the worst of all the regions, in all years, on the three attributes that gualaly
the most important of thee survegdiy G SN¥Y& 2F GKSANI Ay Tf dzSyOS
services, ie:

& overall service
0 service value for money
& service reliability.
 OnmostattribuBa X ! Y[ Q& dz& SrolkdNdt I6aktynargingiKovePtbe fivie Waar
period. The improvements on eacbf the above three important aspects certainly appear to
have been significant.

TABLE 4.1: BUS USER RES{JAKE RELATIVE RATINGS AND RECENT TRENDS
Attribute AKL Results
Rating relative to other Trend over recent years Additional comments
regions?
Overall service Bottom Some improvement Key overall measures of
Service value for money Bottom Some improvement passenger attitudes towards
the services
Service availability Lower Some improvement
Service time Lower Some improvement
Service frguency Lower Some improvement except 09/1(
Service reliability Bottom Some improvement One of the most important
attributes to passengers
Safety and scurity Lower Some improvement
during trip
Safety and scurity at Lower Stable
stops
Vehicle qualiyy/comfort Middle Some improvement The only attribute in which
AKL performs around the
middle of the range.

Notes (1) Bottom: where AKL has lowest rating of all regjonsnost years.
(2) Lower: where AKL rating is in the lower eh@&d of the regionsin most years.
(3) Middle: where AKL rating is in the middle ettérd of the regions, in most years.
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Figure 4.1: SUMMARY OF NZ CUSTOMER SATISFACTION SURVEYBRISSUL
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4.3 Rail User Results

Figure 4.2 and Table 4.2 show the equivalent informatmmRail(train) users to that given in the
previous section for Bus users. In this case, the rating comparisons are with WGN only.

Again, these are largely se@kplanatory, but we make the following additional comments:

1 In most years, the AKL rating perftance has been poorer (either slightly or in some cases
quite substantially) thamhat for the WGN train services, on all except one attribute (vehicle
guality and comfort).

1 The gap between the two cities was, on most attributes, considerably small€0@/1D
than in the previous years.hiE reflects the perceived deterioration of the WGN train
performance (particularly marked in terms of reliability) in 2009/t &Geems likely that the
RSGUSNAZ2NI GA2Y Ay NBfAFOATAGRY 2dza SINGY 2LI50NIOS $ )il
other aspects of the WGN servitgs

1 On most attributes, the AKL ratingave either been stable or shown slight improvements
over the five year period

1 On most attributes, the AKLail ratings are similar to the bus ratings (on tlsame
attributes). The main variation to this pattern arise for service frequency, on whitis
rated higher than bs, and service reliability, omhichrail is rated somewhat lower.

TABLE 4:RAILUSER RESULJAKL RELATIVE RATINGS AND RECENT TRENDS
Attribute AKL Results
Rating relative toWGN Trend over recent years Additional comments

Overall service Worse Slight improvement Key overall measures of
passenger attitudes towards
the services

Service value for money Worse Stable

Service availattity Worse Slight improvement

Service time Worse Stable

Service frequency Worse Slight improvement

Service reliability Worse Slight improvement One of the most important
attributes to passengers

Safety and scurity Worse Stable

during trip

Safetyand curity at Worse Slight improvement

stops

Vehicle quality/comfort Better Stable The only attribute in which
AKL performbetter than
WGN

¥ The trends in WGN patronage over recent years would suggest that the deterioration in reliability in 2009/10 reducedraagpa
by in the order of 5%10% relative to the level otherwise exqted.
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Figure 4.2SUMMARY OF NZ CUSTOMER SATISFACTION SURVEY REBULTS
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4.4

Ferry User Results

Figure 4.3 and Table 4.3 show similar information for Ferry users to that in the previous sections for
Bus andRailusers. As foRailusers, the rating comparisons are with WGN &hly

Again, the results arlargely seHexplanatory, but we make the following additional comments:

1 On most attributes the mean ratings for the AKL ferry services are between 6.0 (good) and

y ®n

6 IS NE

in 2009/10, that with i K S

1 In most years, the AKL rating performance has been poorer (in mosts cpste
substantially than that for the WGN region ferry services, on all attributes exceptice
reliability, inwhich the performance in both casesaisnostidentical.

322R0®P ¢KS |
tf26Sai

G 0GNRO6dzi S
NI G A y 35380 2009/MN0). W& SNIBA OS T

gAGK @BK

S KA3IK

1 The performance gaps between the services in the two centres have generally not been
narrowing over time.

1 On most attributes, the AKL ferry performance has been broadly staldightly improving

over the five year period. The service frequency attribute has shown the poorest absolute
performance, with an apparehtsignificant deterioration in 2009/10.

f Relative to the other AKL modes, the ferry services perform significarlyd G SNJ 2y W2 @S

a4 S NIBRABESAQY A f | NI &
LISNF2NY JSNE YdzOK
YwaSNBAOS

Wervice frequenc®

GAYSQ FYyR
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| ahd sigaificantyy Rvorse $nCrelahshofi &

TABLE 4:FERRYUSER RESULFAKL RELATIVE RATINGS AND RECENT TRENDS

Attribute AKL Results
Rating relative to other Trend over recent years Additional comments
regions®

Overall service Worse Slight improvement Key overall measures of
passenger attitudes towards
the services

Service value for money Worse Slight improvement

Service availability Worse Slight improvement

Service time Worse Fluctuating

Service frequency Worse Deterioration Lowest rating across the
attributes

Service reliability Similar Fluctuating One of the most important
attributes to passengers

Safety and scurity Similar/worse Stable Highest rating across the

during trip attributes

Safety and scurity at Worse Sight improvement

stops

Vehicle quality/comfort Worse Stable The only attribute in which

AKL performsetter than
WGN

Y2y Séc
wa SNIDA
R dzN

1t should be noted tht the annual sample sizes for WGN ferry users were only between 30 and 60 passengers, whereas those for AKL
were between 1,400 and 1,700. Particulareginould therefore be taken in interpreting the WGN results.
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Figure 4. 3SUMMARY OF NZ CUSTOMER SATISFACTION SURVEY REERILTS
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5. PT SYSTEM EFFECNB&S AND EFFICIENCY PERFORMANCE

5.1 Overview

This chapter provides comparisons of the performance of the PT sygteime group of comparator
OAGASEa SEFYAYSR yR 02YYSyid&a LI NIAOdzZ I NY¥ & 2y K2
that of the other cites. The comparisons are presented, as appropriate, both for each city overall

and for the separate PT modes.

The focus of this chapter is on effectiveness, cost effectiveness and efficiency aspects of
performance, under the following headings:

1 Service utibation

1 Fare levels

1 Working expenses per vehicle kilometre

1 Working expenses per passenger kilometre
1 Cost (working expenses) recovery ratio.

Along with the material in Chapter 3 on PT usage levels and market shares and that in Chapter 4 on
service quaty aspects, these three chapters together provide a rdaltieted appraisal of the
LISNF2NXYIFYyOS 2F Y[ Qa t¢ aeadsSy NBtFGIABS G2 GKS C

5.2  Service Utilisation (Loadings)

The measure assessed here is the ratio, for each mode, of passenggfrtkawel to vehicle km
operated (in service). This represents the average passenger loading on vehicles in service (averaged
over all periods and ovehe full length of each route The results by area and mode are shown in
Fgure 51A-D.

5.21 Rail mode

For rail, average loads in the NZ/Australian areas vary between 18 (AKL and BNE) and 32 (MEL).
These figures may be compared with typical rail carriage capacity in the order of 80 seats (single
deck carriages).

For the North Americarities the loadingsare apparently mah higher, at 60 for SEA and 69 for
VAN. In both of these cities, heavy rail plays only a minor role, providing limited peak period (peak
direction) commuter services: hence high average loadings are achieved

5.2.2 Bus mode

Average bugoads in the NZ/Australian cities vary between 7.5 (AKL) and 14.0 (SYD). These may be
compared with typical bus seating capacity in the rang&@G&eats. The lower average loadings in
AKL and WGN, and the higher than average figure for&¥ Dotable.

For the North American cities, the average loadings in VAN (20.1) and HON (16&atvely high,

well above any of the NZ/Australian figurds.the case of VAN, the high loadings reflect the high
development densities and the disposition of activitiesghe main transit corridors: these result in
relatively high utilisation throughout the day, in both directions. In the case of,M@Nh hasno
rail-basedsystem, buses act as the rapid transit mode in the corridors of highest demand, using high
capadty vehicles and resulting in high average loads.

5.2.3 Tranm/LRT modes

Average loadings on the two (Australiamam-based systems (ADL, MEL) are both around 30
passengers. For the three North American -bBR3ed systems, average loadings vary over a wide
range, from 31 for POR to 9 for SEM the case of POR, th&T system acts as the primary rapid
transit system for the entire city, with the bus network being oriented largely to provide feeder
services to the LRT.
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Figure 5.1: Passenger Km/gervice Vaicle Km
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5.2.4 Ferry mode

As expected, the average loadings on the various ferry services vary widely, from 16 (WGN) to 189
(SEA): these differences reflect the different nature of the operations, the vehicle capacities and the
extent and qualiy of competing travel alternatives in each metro area. In the case of SEA, most
ferry services cross water barriers where there is no bridge, and carry cars as well as passengers: in
this regard they are more comparable with the Interislander service thiimthe local ferry services

in AKL and other Australasian cities.

5.2.5 Comments on Auckland performance

AKL has the lowest average loading of all the metro areas for the Bus mode, and also the lowest
loading (very similar to BNE) for the Rail mode.sEheesults may be indicative of a number of
factors:

1 In the case of Rail, the AKL system and its market are currently in a state of active
development. Over time, increased market response might be expected to increased and
improved services, and it mighe expected that the current loading levels would incréase

1 Similarly in the case of Bus, substantial service improvements have been made over recent
years in a number of areas (eg North Shore), and the market may be still growing in
response to these impvements®.

1 In general, the AKL bus network is characterised by relatively low frequency of services on a
relatively large number of routes, often operating a considerable proportion of their
distance through lowdensity suburban areas. This service designfiguration is likely to
result in lower average loadings than would be likely to be achieved with a higher
frequency/lower coverage network.
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process of eea/sector service reviews. Given the loading levels currently achieved in the other
NZ/Australian cities, we suggest a provisional-#ifle average target of 10 passenger km/bus km

(ie onethird higher than achieved in 2008/09) be adopted for achievenietihe mediumterm (c. 5

years).

5.3 Fare Levels

Two indicators of relative average fares across the metro areas surveyed are examined here:

1 Fare revenue/passenger (boardirgyvhich takes no account of trip lengths. Results for each
mode and overall areigen in Figures 5.2B.2E.

1 Fare revenue/passenger kilometcewhich allows for differences in trip lengths (but which,
by averaging the fare paid over the distance travelled, does not take explicit account of any
WFHFFBEQ T NS O2Y laghyn8dg and dverallars givert iniFigurds Zo8E. S

Both these sets of results are considered together in the following assessment and commentary.
5.31 All-mode average results
The results in Figures 5.2E, 5.3E indicate that:

1 On a per passenger (board)nbasis, the AKL and WGN fares are the highest of all the 14
metro areas, by a considerable margin. The AKL average fare is $1.91 and the WGN average
is $2.09 (for longer trips on average), while the average fares for most of the other cities are
in the range $1.0651.20".

!5 Over the last 10 years, average loadlagels (per train km) on the AKL rail system have increased by some 60%, but loadings per
carriage km have stayed broadly constant.

18 Over the last 10 year period up to 2009/10, average AKL bus loadings have remained generally static, with passengeukhmand
increasing at similar rates.

" These figures exclude GST (where applicable) and have all been convertedhtaskid@h purchasing power parity conversion ratés.

GST were included, the fare disparity between AKL/WGN and the other 12 citieshealdn greater.
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Figure 5.2: Fare Revenue/Passenger (Boarding)
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Figure 5.3: Fare Revenue/Passenger Kilometre
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