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This report records progress in implementing thelwgton Regional Land
Transport Strategy (RLTS) 2010—-40.

A wide range of performance indicators are usethéasure progress against
the key outcomes and associated 2020 stretch sargentified in the

Wellington RLTS. Further monitoring, investigatiamd development of new
performance indicators is required to be able t@suee progress against all
RLTS key outcomes to 2020. These are identifigtiimreport.

2013/14 Regional land transport report card
The report card below sets out the Wellington RIKE$ outcomes associated
2020 stretch targets and the 2013/14 results tmetiindicators which measure
progress in achieving them. An assessment of éraltin progressing towards
the 2020 targets from the last available resudtss provided where possible.

Report card: 2013/14 progress against Wellington RLS 2020 targets for
each key outcome

Key outcome

Increased peak
period public
transport mode
share

Increased mode
share for
pedestrians and
cyclists

Reduced
greenhouse gas
emissions

Reduced severe
road congestion

Improved
regional road
safety

Improved land
use and
transport
integration
Improved
regional freight
efficiency

2020 Stretch target

Public transport accounts for at
least 23 million peak period trips
per annum

Public transport accounts for at
least 21% of all region-wide
journey to work trips

Increase active mode use to at
least 30% of all trips in urban
areas

Active modes account for at least
15% of region-wide journey to
work trips

Transport generated CO2
emissions will be maintained
below year 2001 levels (1,072
kilotonnes in 2001)

Average congestion on selected
roads will remain below 2003
levels (19.8 seconds) despite
traffic growth

There are no road crash fatalities
attributable to roading network
deficiencies

Continuous reduction in the
number of killed and seriously
injured on the region’s roads
All new subdivisions and
developments include provision
for walking, cycling and public
transport, as appropriate

Improved road journey times for

freight traffic between key
destinations
v positive — neutral

% negative

2013/14 result

17.9 million in
2013/14 financial year

16.7% in 2013/14
financial year

26% of all trips were
made by active
modes in 2009-13

14.6% in 2013 census

1,064 kilotonnes in
2013/14 financial year

27.0 seconds in
March 2014

1 fatality attributable
to road factors in
2013 calendar year

133 killed and
seriously injured in
2013 calendar year

Some provision made

21.2 minutes
interpeak; 30.7
minutes peak
average, March 2014

Previous result

17.6 million in
2012/13 financial year

16.9% in 2006 census

27% of all trips were
made by active
modes in 2008-12

13.2% in 2006 census

1,061 kilotonnes in
2012/13 financial year

22.3 seconds in
March 2013

0 fatalities attributable
to road factors in
2012 calendar year

201 killed and
seriously injured in
2012 calendar year

Some provision made

21.2 minutes
interpeak; 26.6
minutes peak
average, March 2013

? insufficient information

Trend

v



Summary of progress

The report also includes an overall summary of meg in implementing
projects, activities and actions identified withithe various RLTS
implementation documents. A number of milestonesewecorded for the
2013/14 year including:

» development of a first draft of the policy frameWwdor the Wellington
Regional Land Transport Plan

» completion of the Wellington Public Transport SpiSeudy (March
2014)

» adoption of the Regional Public Transport Plan E#dn) in June 2014
(including the 2013 update to the Regional RailnPkae Wellington
City bus review and the decision on the future therst for Wellington
City)

« 35.8 million passenger trips, a 1.8% increase 80&2/13

» completion of the real time information project lwihe introduction of
real time information on rail in October 2013, aition of real time
information display signs on Wellington's Goldenéi

» completion of the infrastructure renewal progranforethe year. Rail
improvements included the refurbishment of Waterftation roof,
repairs to a number of station buildings, completid a concept design
for Upper Hutt station, the installation of a ragiwide rail fibre optic
network and commencement of monitoring at the ne@T\C rail
monitoring centre, and development of additional marks at Porirua
Station. Bus improvements included installatior6afiew bus shelters
and 15 replacement bus shelters, the roll-out aofew anti-graffiti
laminate on bus shelter glass panels, and commeamtevhthe upgrade
of the Bunny Street bus interchange in Hutt City.

» two new schools enrolled in the school travel glesgramme with 72
schools now participating

» continued to roll out scooter safety training thaals

» expanded Let's Carpool nationally with Hawkes Bawrjoining

« completed and published tests of new bike lightd &anded out
reflective gear at requests from public and cycérgnts

Major programmes and projects which are schedutetbet commenced or
completed in the 2014/15 financial year are seiro®ection 9 of this report.
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1.2

Statutory context

The Land Transport Management Act 2003 (amende20iB) requires the
Regional Transport Committee (RTC) to prepare anditar a Regional Land

Transport Plan (RLTP). The RLTP sets the stratégiection for a region’s

land transport network and replaces the RegionaldL@ransport Strategy
(RLTS). The monitoring requirements for the RLTR & be set out the in the
plan itself.

At the time of writing this Annual Monitoring RegofAMR) the replacement
RLTP has not been adopted and therefore we aleegidrting on the RLTS.
The AMR reports on the key outcomes and on additiorformation available
due to the publication of results from the censeisl in 2013. This will be the
last year for the AMR in this form, next year a nBWTP with new indictors
will have been adopted.

Wellington Regional Land Transport Strategy

The Wellington RLTS 2010-40 was adopted in Septer2ab&0 following an
extensive review and consultation process. It ihetu a new strategic
framework for planning the region’s transport natkvover the next 30 years.

The Wellington RLTS includes a long term visionx fibjectives, and a

comprehensive list of policies, desired outcomed associated targets. The
RLTS outcomes have been given a hierarchical strecdf ‘key outcomes’

and ‘related outcomes’ to clearly signal priorities the Strategy. The key
outcomes in the Wellington RLTS are:

* Increased peak period passenger transport mode shar

* Increased mode share for pedestrians and cyclists

* Reduced greenhouse gas emissions

» Reduced severe road congestion

* Improved regional road safety

* Improved land use and transport integration

» Improved regional freight efficiency.
Targets were developed to signal the magnitudehef dhanges sought in
relation to each RLTS outcome. These targets peowidoenchmark against
which to measure progress. More ambitious ‘stretalgets have been set in

relation to the RLTS ‘key outcomes’ to signal theed for greater emphasis
and progress in relation to these areas.



1.3

1.4

Content and structure

This report presents information on a range ofdattirs both within the region
and across its boundaries. If data are availahke,réport tracks the current
condition (for the 2013/14 year) and monitors tendver time. This

information is used to provide a picture of regioparformance from a

transport perspective.

Where possible, we benchmark ourselves against Kealand’s other two
largest regions with significant transport issu@sickland and Canterbury.
This gives some indication of broader New Zealarahdport issues, and
allows us to see how well we are doing at a natileve!.

This AMR reports our progress on the key and rdlat@etcomes identified in
the Wellington RLTS 2010-40. Progress against eagttome area and
associated target(s) is measured with a seriesndicators. The data
represented by the indicator are analysed and sconementary is also
provided.

An overall summary of progress in implementing tetions and projects
which sit alongside the RLTS in various corridoams, implementation plans
and the Regional Land Transport Programme 20124 S@scribed in Section
9 RLTS implementation.

The appendix in this report provides updates tcsehimdicators which use
census data provided by Statistics New Zealand) wié 2013 census data
being added in.

The targets identified in the Wellington RLTS halbeen included on the
various indicator graphs in this AMR to demonstrateere we are at now
compared to the RLTS 2020 target.

Agencies continue to supply information for the marmng programme and
Greater Wellington Regional Council (GWRC) gratsfacknowledges this.

Each AMR stands alone as information availability mproves or data
are replaced retrospectively. Therefore, data presged in previous
reports may not be entirely comparable to this repd.

All reported data relate to the financial year endng at 30 June 2014

and are for the Wellington region unless otherwisstated.

The regional transport network

The Wellington RLTS provides a development framdwtor the region’s
transport network and the AMR monitors a numbeindfcators to gauge the
performance of the network. Wellington’s regionalnisport network is shown
in Figure 1.1.
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Figure 1.1: Wellington’s regional transport network

State Highway 1 and the North Island Main TrunK haie enter the region
near Otaki on the Kapiti Coast and extend southsvéticbugh Porirua and the
Northern Wellington suburbs to the Wellington C&BD. State Highway 1
then continues on to Wellington International Airpo

State Highway 2 and the Wairarapa rail line erterregion north of Masterton
and extend south-west through Wairarapa, the Hattey and on to merge
with State Highway 1 at Ngauranga and the main ktruail line at
Kaiwharawhara.

State Highway 58 is a vital east-west link betw&tate Highways 1 and 2.
State Highway 53 connects Martinborough to the omaji network at
Featherston.

The regional transport network provides vital asdes freight and passengers
to key regional destinations including the WellmgtCity CBD and other
regional centres, CentrePort (Wellington’s sea)paktellington International
Airport and Wellington’s regional hospital in Newtn. It also provides
important access for local trips within communities



Introduction

This section discusses progress towards the RLTSsepger transport
outcomes.

The following key outcome for passenger transpisaught for the region’s
land transport network:

* Increased peak period public transport mode share

The performance indicators associated with thisdkwggome are:
— Peak trips by public transport
— Mode of journey to work: public transport
The related outcomes and associated performandeatiats for passenger
transport are:
* Increased off-peak period public transport mode shiee
— Off-peak trips by public transport
* Increased public transport accessibility for all, ncluding the
transport disadvantaged
— Wheelchair accessible public transport services
— Population proximity to public transport
. Re_:duced public transport journey times compared totravel by
private car
- Journey time comparison

* Increased public transport reliability
- Reliability of public transport services

The terms ‘passenger transport’ and ‘public transpare often used
interchangeably. However, when defined, they doehalightly different
meanings. Passenger transport has a wider meamihgosers both scheduled
public transport services and other passengercas\(e.g. taxis and the Total
Mobility scheme).

The term ‘passenger transport’ is consistently ukeoughout the RLTS and
Passenger Transport Plan. However as some inticaithin the AMR rely
on data obtained in relation to scheduled pubBmgport services only, the
term ‘public transport’ is used where appropriate.

Key outcome

2.1

Increased peak period public transport mode sha  re

Target: Public transport accounts for at least 23 nilion peak period
trips per annum




Peak trips by public transport

Figure 2.1 presents the annual number of publitsprart trips taken by train,
bus and ferry during the AM and PM peak periodsldo illustrates the RLTS
target of 23 million trips per annum by 2020. Inl2Qthe 12 month period to
end June 2014), 17.9 million peak period trips waeele by public transport,
with bus trips accounting for 57.8% of peak trisil accounted for 41.7% of
peak trips, and ferry trips make up 0.5%. The totainber of peak period
public transport trips is below the scheduled RLi&&et for 2014 of 19.6
million trips, which is based on uniform growth \ween 2010 and 2020.

25

15

Number of passenger trips (million)
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Rail N Bus Ferry e R TS Target

Figure 2.1: Public transport patronage: numberaspnger trips by mode, combined peak
periods

Source: GWRC

Since monitoring began in 2002, bus trips have actwu for the highest
proportion of peak period public transport tripgakR bus patronage increased
until 2011 but has since been on a downward tréallihg from 11.3 million
peak period passenger trips in 2011 to 10.4 milioB014, although there was
a small increase of 1.9% from the 2013 count.

The number of peak period public transport tripstiayn increased between
2002 and 2009, peaking at 7.8 million trips, but kance fallen back and was
7.4 million trips in 2014, up 1.6% from 7.3 million 2013.

Ferry passenger trips, while small in number comgpdo peak period bus and
train trips, have been relatively steady over teegd shown. The number of
trips in 2014 was 85,000, down 1.8% from 2013.

Target: Public transport accounts for at least 21%of all region-wide
journey to work trips




Mode of journey to work: public transport

Data from the 2013 New Zealand census showed #Hh&5% of journey to
work trips across the region used public transmstthe ‘main means of travel
to work’ (Figure 2.2). This shows that this sharmd Hallen slightly from
16.88% in 2006, and was the RLTS target of 19% 20t3. In 2013, the
16.65% public transport mode share comprised oflnw&&b for rail and for
bus the share was slightly over 9%.
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Figure 2.2: Public transport mode share of jourtoework trips (%)
Source: Statistics New Zealand

Although the share of public transport trips féilistly, the number of journey

to work trips made by public transport increasecabgut 1,100 trips between
the 2006 and 2013 census. This followed an incredsaound 4,400 trips

between the 2001 and 2006 census. A substantiedase in mode share of
public transport is required to achieve the RLTi§aaof 21% by 2020.

As shown in Figure 2.3, between 1996 and 2013gé&meral trend in the public
transport mode share of journey to work trips wpwards in most territorial
authority areas in the Wellington region, with #wception of Porirua, which
had a lower share in 2013 than in 1996. Betweer6 2061 2013, the only
notable decline was in Wellington City, with a miagg decline also in Porirua.
These declines accounted for the small net de¢tinghe region. The other
territorial authority areas saw the share increbstveen 2006 and 2013.
Public transport mode share is highest in Wellingtoity and lowest in
Wairarapa. The strongest growth between 1996 ariB 20as in Kapiti,
followed by Hutt City.

" Public transport was defined as: travel by public bus or train. Travel by ferry is not included.
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Figure 2.3: Public transport mode share of jourtoework trips by territorial authority area
and Wellington CBD (%)

Source: Statistics New Zealand

Key outcome summary

The performance indicators for this key outcomewsttiioat, public transport
use and mode share in the region in the peak peg@terally increased
between 2002 and 2011, peaking at 18.8 milliorstrighe rising trend in total
trips turned around in the subsequent three ydall)g in 2012 and 2013
before showing a small recovery in 2014 to 17.9iomltrips.

Bus trips have consistently accounted for 55% & @@ total public transport
trips during the peak periods. The falling totakvimen 2011 and 2013 is
predominantly accounted for by a reduction in bigst Both rail and bus saw
a marginal increase in the last year.

Progress has been made towards the RLTS targed ofillon peak period
trips per annum, although achieving the 2020 tangiit be a significant
challenge as a further 28.5% increase on 2014 megmlevels is required.

The 2013 census results show that the 2013 shaneulolic transport in

journeys to work was down from the 2006 share, glightly, at under 17%,

while the RLTS target was 19%. The gap has thezefoown between actual
and target mode share for public transport.

The Ministry of Transport's Household Travel Sur¥dyegan in 2003 and
collects household and personal travel informatmielp monitor the travel
patterns of New Zealanders. The results are usestiimate the mode shares of
journeys to work (for full-time workers aged 166ujneys starting between
6am and 9.30am). Although it uses a different mashagy to the census, the

2 For more information on the survey see www.transport.govt.nz/research/travelsurvey/



2009-13 survey found that 20% of journeys to warkhie Wellington region
used public transpoftThis was the same as in the 2003-07 survey, anah do
from the 2008-12 share of 23%.

Over the last year there were 17.9 million tripspoyplic transport during the
peak periods. This illustrates the importance dilipuransport to the region,
and shows that public transport plays a significasi¢ in transporting the
region’s commuters during the peak periods.

Public transport mode share has increased sincedgmning of the decade
but there has been a decline in peak patronagetloedast three years. Despite
this, progress has been made towards this RLTS ckegome. However,
achieving the 2020 targets for this outcome poakateallenges to the region.

Related outcomes

2.2 Increased off-peak period public transport mode share

Target: Public transport accounts for at least 23 nilion off-peak
period trips per annum

Off-peak trips by public transport

Figure 2.4 presents the annual number of publitspart trips taken by train,
bus and ferry during the off-peak period; and tHhel & target of 23 million
trips per annum by 2020. In the 12 months to eme BAD14, 17.9 million off-
peak trips were made by public transport. Bus igsounted for 76.0% of off-
peak trips, with rail trips accounting for 23.4%daferry trips accounting for
0.5%. The total number of off-peak public transptips is below the
scheduled RLTS target for 2014 of 19.8 million $tip

Over the last year, total public transport tripsiniy the off-peak period have
increased by around 346,400 trips (2.0%). This labsdncrease was split
relatively evenly between increases in bus andnigs.

After an increase in the number of off-peak pubiamsport trips between 2002
and 2009, reaching 18.0 million trips in 2009, thevas a decline to 16.6
million in 2011. There has been recovery in subsagyears, reaching 17.9
million trips in 2014, which is equal to the numlmrpublic transport trips in

the peak periods. The RLTS target for 2020 is 2anitrips, so an increase
of 28.5% from 2014 levels will be required if therdet is to be achieved by
2020.

3 Public transport trips are counted as those in the categories: public transport or public transport/walk; and public transport/car or public
transport/car/walk.



2.3

25

. e

15

10

Number of passenger trips (million)

|

2002
2003
2004
2005
2006
2007
2008
2009
2010
2011
2012
2013
2014
2016
2020

Year

Rail I Bus Ferry e RLTS Target

Figure 2.4: Public transport patronage: numberagspnger trips by mode, off-peak period
Source: GWRC

Related outcome summary

The performance indicator for this related outcahews that limited progress
has been made toward the 2020 RLTS target of ptdalicsport accounting for
at least 23 million off-peak period trips per annudfithe RLTS target is to be
achieved an increase of 28.5% in off-peak pubkmgport trips is required
compared to 2014 levels.

Off-peak travel in the region is most likely to b bus, accounting for 76% of
off-peak trips. From the low point in 2011, the rhenof off-peak bus trips has
increased each year in each of the last three .yPaldic transport trips by
train have increased over the last year, but alfdests likely to be used for
trips during the off-peak than peak.

Improved public transport accessibility for all , including the
transport disadvantaged

Target: 90% of public transport services are guarareed to be
wheelchair accessible

Wheelchair accessible public transport services
The term ‘wheelchair accessible’ is defined as iekeh accessible by

wheelchair’. A vehicle in this indicator includesable car, bus, ferry and train
unit* Figure 2.5 shows the total percentage of publandport vehicles

4 A ‘train unit' means a two car unit (composed of two cars). If one of the two cars is accessible by wheelchair, then this two-car unit is classified
as vehicle accessible by wheelchair.



accessible by wheelchair across the region and2@#® target of 90% of
public transport vehicles being accessible by wdiest.

In 2014, 78% of public transport services were Wdtesr accessible which is
above the scheduled RLTS target for the year of .73%€ percentage of
wheelchair accessible public transport servicesii@agased over time, with a
three percentage point increase observed ovelatite/éar. The increase over
the last year is due to an increase in the pergenté wheelchair accessible
bus services. The percentage of wheelchair acdedsis services increased
from 71% to 75%. Train services have now been fulheelchair accessible
for three years.

wmmm \Wheelchair accessible public transport emRLTS Target

w /
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Figure 2.5: Accessibility of public transport veleie by wheelchair (%)
Source: GWRC

Target: 75% of people in the region live or work wihin 400 metres
and 90% within 800 metres of a public transport stp with service
throughout the day

Population proximity to public transport services

Available data cannot currently provide a reliapieture of where people live

and work. Others measures are now used we havditstdzs an alternate

measure rather than report nothing. We are abieetmsure whether people live
within 500m of a public transport stop based on 20&3 census population
data and 2013 address point GIS file. Census dataaddress files are also
available for 2001 and 2006.

Figure 2.6 shows the percentage of the populatiah ltve within 500m of a
public transport stop. Distance is measured albagvalking network.

In 2013, 82% of the region’s population lived withbOOm of a public
transport stop.
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There has been little change in the percentagheopbpulation living within

500m of a public transport stop. From 2001 to 20th8s percentage has
dropped slightly from 85% to 82%. These resultsgesg that it is likely that

progress has not been made towards this subSRtUES target for this related
outcome.
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Figure 2.6: Estimated proportion of the populatieing within 500m of a public transport
stop

Sources: GWRC,; Statistics New Zealand.

Related outcome summary

The performance indicators for this outcome suggest over the last couple
of years, progress has been made against thigdetaitcome of improved
public transport accessibility for all in regardsthe transport disadvantaged.
The increasing trend in wheelchair accessible pubdinsport services despite
the decrease in proportion of the population livimghin 500m of a public
transport stop indicate stable public transporeasibility.

Progress has been made towards the RLTS targeQ%fd public transport

services are guaranteed to be wheelchair acces§ibteently 78% of public

transport services are wheelchair accessible, wtichbove the scheduled
RLTS target for 2014. If these gains can be maiethithis target is on track to
be achieved by 2020.

Information we have shows that the percentage eptipulation living within
500m of a public transport stop has dropped toradd@P% in 2013, but this
does not necessarily indicate that the percentaigpg lwithin 400m and 800m
has also dropped. This information taken on its ewggests that progress has
not been made towards the substitute 2020 RLT &ttarg

Reduced public transport journey times compared to travel by
private car

Target: Continual reduction of peak period public transport journey
times relative to a similar journey undertaken by aprivate car for key
selected corridor:




Journey time comparison

This indicator is a comparison of the car travalets from the NZ Transport
Agency travel time surveys (March) and public tgors journey times from
timetables. The two key regional routes that aragared are described below:

* Route 1 southbound (SB): Paraparaumu — Wellingtiopoit
* Route 1 northbound (NB): Wellington Airport — Paasgumu

* Route 2 southbound (SB): Upper Hutt — WellingtompAit
* Route 2 northbound (NB): Wellington Airport — Upgeutt

The values given are the difference in minutes betwusing public transport
and travelling by private car. A positive value mgdhe journey takes longer
by public transport than by private car, and thhgdathe value the greater the
difference in travel time by public transport inngparison to private car.

Figure 2.7 shows the difference in average trawe¢ tfor both routes across
three periods of the day.
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Figure 2.7: Comparison of average travel times @teig) by public transport and by car on key
routes

Sources: NZ Transport Agency; GWRC

In the AM peak, the comparative travel time in ti@thbound direction, on
both routes, is greater than the southbound dieatiue to the direction of
travel of AM peak passengers (towards Wellingtoty)CiThis is reversed
during the PM peak.

Over time, public transport travel time has becanmee competitive compared
to travel by car across all periods of the day.hdligh there has been an
increase during the interpeak and AM peak since 201t difference in travel
time between public transport and private car lesahsed over the past year,
particularly during the AM and PM peak.
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In 2014, it took 29 minutes longer to travel by lwkransport than by private
car during the AM peak, 49 minutes longer during thterpeak and 29
minutes longer during the PM peak. Over the lasr yee difference in travel
time between public transport and private car resahsed for the two peak
periods of the day, with a decrease of three midteing both the AM peak,
and an eight minute decrease in the PM peak. Tteseases are a result of
increased average peak car travel time at eachdefithe day since 2013.

Related outcome summary

Over the last year progress has been made towkigisetated outcome, but
continued progress is required to achieve the RIAig§et of a continual
reduction of peak period public transport journewets relative to a similar
journey undertaken by a private car.

Since measurements began, the difference in trawed between public
transport and private car on selected routes hagased, but average public
transport travel times on these routes are 29 ménsibwer than by private car
during both the AM and PM peak periods. Over tis¢ ye@ar it is an increase in
travel time by private car as well as a decreagaulslic transport travel time
that has resulted in the observed decreases.

Based on overall journey time, public transport aém relatively

uncompetitive compared to the private car. Makindlig transport travel

times comparable to travel times by private carai@s a significant challenge
for the region.

Increased public transport reliability

Target: Continual improvement to bus and train seruces running to
time

Reliability of public transport services

Figure 2.8 shows the percentage of bus and pagseilgeervices in the region
which run to time. Bus reliability is shown on thght axis, while rail
reliability is shown on the left axis.

A bus service is defined as being ‘on time’ wheruits within 10 minutes of
scheduled time at departure, and its destinatiotraiy which departs from or
arrives at Wellington Railway Station within fiveirates of scheduled time is
defined as ‘on time’. These data are currently-sgbrted by public transport
operators.

Averaged across the 2013/14 financial year, 99.2%us services operated
within ten minutes of scheduled time, and 91.5%aff services arrived or

departed Wellington Railway Station within five mtes of scheduled time. In
general, since July 2011 there have been dips aalispin the percentage of
rail services running within five minutes of schistutime.
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Figure 2.8: Bus and rail services running to tiff (

Source: Public transport operators; GWRC

Related outcome summary

This performance indicator shows that the vast ntgjof bus services operate
within ten minutes of their scheduled time and thes stayed relatively
constant from 2011 to 2014. Train service religpilnas been fluctuating
between 85% and 97% over the past three yearsshmws a slow general
trend upwards. May and June 2013 were particufatyr months for both bus
and rail service reliability. Bus reliability hadsa dropped in June 2014.
Although there is still room for improvement, pregs has been made towards
the RLTS target of a continual increase in raiV®&s running to time, but the
same cannot be said for buses which have sligktyedised in reliability.



Introduction

This section discusses progress towards the RLTieanode outcomes. The
following key outcome for active modes is sought the region’s land
transport network:

* Increased mode share for pedestrians and cyclists

The performance indicators associated with thisdeggome are:
— Overall active mode share

— Mode of journey to work: active modes

There are also two related outcomes for active motleese are shown below,
along with the associated performance indicators:

* Improved level of service for pedestrians and cydis
— Perceptions of the level of service for pedestrians

— Perceptions of the level of service for cyclists

* Increased safety for pedestrians and cyclists
- Pedestrian casualties

— Cyclist casualties

Key outcome

3.1

Increased mode share for pedestrians and cyclis  ts

Target: Increase active mode use to at least 30% afl trips in urban
areas

Overall active mode share

The Ministry of Transport’s Household Travel Survégta are presented as
five-year averages in order to build statisticadlgnificant sample sizes for
comparison.

The active modeshare of total trip ledsby residents (aged five and over) of
main urban aredsn the Wellington region from the Household Trageirvey

is shown in Figure 3.1. Active mode share of @tismwithin urban areas in the
Wellington region was 26% in the 2009-13 surveyiqeerThis is down from
27% in 2007-11 and 2008-12, but still notably higkiean 23% in the first
survey period in 2003-07.

5 Walking and cycling combined are considered active modes of transport.
6 A ‘trip leg’ is a surveying unit of non-stop travel by a single mode for a single purpose.
7 A main urban area is a population centre of at least 30,000 people as defined by Statistics New Zealand.
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Figure 3.1: Active mode share of total trip legs (¢ residents of Wellington urban areas
(aged five and over)

Source: Ministry of Transport TMIF TP0O05

Figure 3.2 compares the active mode share of tatallegs by residents of
main urban areas in the Wellington region againstvNZealand’s two other
largest regions — Auckland and Christchurch — dt ageNew Zealand overall.
Active mode share in the Wellington region has @iastly been substantially
higher than in Auckland and the New Zealand averagell surveys. The
active mode share in Wellington and Christchurchk i@ same between 2003-
07 and 2006-10, but then diverged as the share grelae Wellington region
to 27% before falling back slightly to 26% in 2008; while Christchurch saw
a consistent decline between 2006-10 and 2009%diB\g to 22%.

013/14 Annual Monitoring Report on the Regional Land Transport Strategy
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Figure 3.2: Active mode share of total trip legs (8 residents of selected main urban areas
(aged five and over)

Source: Ministry of Transport TMIF TP0O05

Target: Active modes account for at least 16% of gon-wide journey
to work trips

Mode of journey to work: active modes

Data from the New Zealand census in 2013, showrtbatly 15% of journey

to work trips across the region used active mbdsghe ‘main means of travel
to work’, as shown in Figure 3.3. The walking madere of journey to work

trips was nearly 12%, and cycling was just under 3%

The total number of active mode journey to workdgrincreased by just over
3,900 between 2006 and 2013, which equates to aidei#ase in active mode
trips to work. This was made up from a 48% increiasthe number of cycle

trips to work and a 10% increase in the numberaiking trips.

8 Active mode was defined as: ‘walked or jogged, bicycle’.

013/14 Annual Monitoring Report on the Regional Land Transport Strategy
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Figure 3.3: Walking and cycling mode share of jayrto work trips (%)
Source: Statistics New Zealand

As shown in Figure 3.4, the active mode share wfrjey to work trips differs
greatly across the region. In 2013, 71% and 37%whey to work trips were
made using active modes in Wellington CBD and Wigtihn City
respectively, but varied between 4% and 11% irotder territorial authority
areas. The active mode shares in Wellington CBD \Afedlington City have
shown an increasing trend over time, with a streagge for Wellington City
between 2006 and 2013 from 21% to 37%. There ha®rghy been a
decreasing trend in the other territorial authoaitgas, although an upturn was
evident for Hutt City and Kapiti Coast District aeten 2006 and 2013.

013/14 Annual Monitoring Report on the Regional Land Transport Strategy
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Key outcome summary

The performance indicators for this key outcomewstioat, as a region, the
pedestrian and cycle mode share has increasedtiover The majority of
active mode trips in the region are walking trips.

Census data in Figure 3.3 show that the active nsbdee of journey to work

trips has been increasing, with a particularlyrsracncrease in cycling between
2006 and 2013. In 2013 the active mode share aoh@yuto work trips was

only marginally short of the 2013 RLTS target of 7%, at 14.5%, and would
appear to be on target for 16% by 2020. Of the%4the walking mode share
made up 11.6% of journey to work trips with cycliagcounting for 2.9%.

From the 2009-13 Household Travel Survey, walkingd ecycling trips

accounted for 26% of total trips in the region,si®wn in Figure 3.2. The
Ministry of Transport uses results from its Houddhdravel Survey to
estimate the mode share of journeys to work (fdrtiinne workers aged 16+,
journeys starting between 6am and 9.30am). The -2808urvey found that
10% of journeys to work in the Wellington regioredsactive mode%This has

increased from 6% in the 2003-07 survey but dowmft.2% in 2008-12.

The increase in active mode use indicates thatresschas been made towards
the RLTS target of increasing active mode use feadt 30% of total trips in
main urban areas. Compared to Auckland and New addaloverall,
Wellington has relatively high active mode use, loontinued growth is
required if the 2020 RLTS target is to be achieved.

9 Active mode trips are counted as those in the categories: walk only and cycle.



Related outcomes

3.2

Improved level of service for pedestrians and ¢ yclists

Target: 95% of people report a ‘good’ or ‘neither good nor bad’ level
of service for the strategic pedestrian network

Perceptions of the level of service for pedestrians

The latest findings, from the 2012 GWRC TranspogrcBptions Survey,

showed that 71% of respondents rated the levedrvice for pedestrians in the
Wellington region as good, 9% rated the level o¥ise as poor, 19% rated the
level of service as neither good nor bad and 1%nwaidnpression (Figure 3.5).
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Figure 3.5: Perceptions of level of service forgmdans (%)

Source: GWRC transport perceptions surveys

In 2012, 90% of respondents rated the level ofiserfor pedestrians as either
‘good’ or ‘neither good nor bad’. This has increhstightly from 88% in the
previous survey and an increasing percentage @oneents are rating the
level of service for pedestrians as ‘good’. Whitege results are encouraging,
the RLTS target has not yet been achieved.

Target: 70% of people report a ‘good’ or ‘neither good nor bad’ level
of service for the strategic cycle network

Perceptions of the level of service for cyclists

In 2012, 50% of respondents to the GWRC Transpertéptions Survey rated
the level of service for cyclists as ‘good’ or ‘tieir good nor bad’ (Figure 3.6).
This is significantly below the RLTS target of 70%t this related outcome.
Although the combined percentage of respondenisgraihe level of service
for cyclists as ‘good’ or ‘neither good nor bad'sisnilar to the result from the



3.3

previous survey in 2008, in 2012 respondents wess likely to rate the level
of service for cyclists as ‘good’.

There were also 38% of respondents that ratedetred bf service for cyclists
as ‘poor’. This has increased from 36% in the pasisurvey and has also
been gradually increasing since the survey beg2003.
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Figure 3.6: Perceptions of level of service forlisgs (%)

Source: GWRC transport perceptions surveys

Related outcome summary

Wellington residents perceive the level of senfige pedestrians to be much
greater than the level of service for cyclists he tegion. This disparity has
also increased over time.

The performance indicators for this outcome shoat #s of 2012, the RLTS
targets have not been met. While there is stilln@ed for improvement in the
level of service for pedestrians if the targetdsbe met, some progress has
been made. No progress has been made toward #lefeservice RLTS target
for cyclists. Work focused on improving the levélservice for cyclists across
the region is required to make greatest progreshisroutcome.

Increased safety for pedestrians and cyclists

Target: A reduction in the number of pedestrian casalties to no more
than 125

Pedestrian casualties

The number of pedestrian casualties in the regisneported in NZ Transport
Agency’s Crash Analysis System (CAS)s shown in Figure 3.%

10 CAS is a tool that manages, analyses and maps traffic crash and related data.
"1tis likely that there will be some under-reporting of serious injuries but we are assuming this remains reasonably consistent year-on-year.



Fatal and serious injury pedestrian casualties hfwetuated over the

measurement period, but show a 51% decrease awdaghyear, from 39 to

19. In 2013 there was one fatality , 18 seriaysries and 93 minor injuries
across the region so total casualties are currdrglgw the RLTS target of

fewer than 125 pedestrian casualties per annurthes®LTS target has been
achieved.
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Figure 3.7: Pedestrian casualties by injury seyécialendar year)
Source: CAS

Significant progress has been made over the last gad the region has
dropped below the RLTS target of no more than 1@8eptrian casualties per
annum.

Target: A reduction in the number of cyclist casudies to no more
than 110

Cyclist casualties
The number of cyclist casualties in the regiorhisven in Figure 3.82

Fatal and serious injury cyclist casualties graguaicreased from 2002 to
2008, and then slightly decreased between 2002@b8 with a slight jump in

2012. There was a concerning increase in fatalsanidus injury casualties in
2011 and 2012, but this has dropped back in 201Bi¢dowest level since
2002. Over the last year, fatal and serious ingyglist casualties in the region
nearly dropped by two thirds, going from 34 to jui$t

Cyclist safety remains a challenge for the regkurther work to support and
promote cyclist safety is required to reduce fatad serious cyclist casualties
in the region.

21t is likely that there will be some under-reporting of serious injuries but we are assuming this remains reasonably consistent year-on-year.
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Figure 3.8: Cyclist casualties by injury severitglendar year)
Source: CAS

It is important to note that cyclist casualties digproportionately high given
the low number of cycle trips in the region (seetisa 3.1). Also the relative
risk of cyclists being injured is high comparedtber transport modes.

Related outcome summary

The information currently available for this perfmnce indicator is not
sufficiently complete to be able to measure ourgpes against this related
outcome. The RLTS target relating to pedestriaptgdias been achieved, but
insufficient data are available to measure our @eg against the RLTS target
for cycling safety. Even if roughly no reduction minor injury cyclist
casualties has occurred (as shown in Figure h8)fact that the number of
fatal and serious injury cyclist casualties hasiced by two-thirds is positive
outcome for the region.

There is still room for improvement across the sagand a continued focus on
pedestrian and cyclist safety will be needed tonta#i levels below the RLTS
targets for this related outcome.



Introduction
This section discusses progress towards the RLT&®mes with an
environmental focus.

The following key outcome is sought for the reg®l@nd transport network:

* Reduced greenhouse gas emissions

The performance indicator associated with thisdagome is:

— Carbon dioxide emissions

The related outcomes and associated performanmaiods are:
» Reduced private car mode share
— Mode of journey to work: motor vehicle

* Reduced fuel consumption

— Fuel consumption

* Increased private vehicle occupancy
- Vehicle occupancy

Key outcome

4.1

Reduced greenhouse gas emissions

Target: Transport-generated CO, emissions will be maintained below
year 2001 levels

Carbon dioxide emissions

Carbon dioxide is the most abundant greenhouse fgased from the
combustion of fossil fuel§® Figure 4.1 shows the transport generatecy CO
emissions for the region, which have been calcdl&étem fuel consumption
information™*

In 2014 land transport fuel combustion produced4,Rilotonnes of CQin
the Wellington region. This is a small increasenfrb,061 kilotonnes in 2013.

This is the second consecutive year that €@ission levels have fallen below
2001 levels of 1,072, if this can be maintainedrdgion will remain on track
to achieving the RLTS target. Since 2008, therelesen a general decrease in
the emission levels despite a growing populatindiciating a reduction in CO
emissions per capita.

3 Ministry of Transport (2008). The New Zealand Transport Strategy 2008. Ministry of Transport, Wellington, p. 95.
14 Carbon dioxide emission levels for the region have been calculated from fuel consumption data using production rates from the Ministry of
Economic Development greenhouse gas emissions report (2010). The factors are: 2.31 kg/L of CO2 per litre of petrol and 2.64 kg/L for diesel.
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Key outcome summary

Carbon dioxide comprises the bulk of greenhouse egasssions from
transport, and 16% of New Zealand’s total greenb@sas emissions are from
the transport sectdr. Without intervention, these emissions are predidte
grow by 35% over the next quarter centtfhA reduction in transport sector
emissions will therefore significantly impact ovégreenhouse gas levels.

The performance indicator for this key outcome shakat, as a region, our
transport-generated G@missions have plateaued over the last few y#ass.
likely that increased fuel prices together withreased vehicle fleet efficiency,
and the economic recession have assisted in cuffoieigsales, and hence
transport-generated G@missions.

In 2014, the region’s transport generated, @@issions were below the RLTS
target for a second consecutive year, despite@rasing population. Ongoing
efforts to maintain this positive result as the yagion continues to grow
might include reducing the need to travel, imprgvitne efficiency of the

transport network, and promoting the use of aatieles and public transport.

5 Ministry for the Environment (2014). New Zealand Greenhouse Gas Inventory 1990-2012. MFE, Wellington, p. 37.
16 Ministry for the Environment (2007). Understanding Climate Change. Get a Grasp of the facts. Ministry for the Environment, Wellington,
7 Ministry of Economic Development (2007). New Zealand Energy Strategy to 2050. Ministry of Economic Development, Wellington, p. 34.

p.7.



Related outcomes
4.2 Reduced private vehicle mode share

Target: Private vehicles account for no more than 8% of region-wide
journey to work trips

Mode of journey to work: motor vehicle

Data from the 2013 New Zealand census show that 6#§burney to work
trips in the region were by motor vehiéfeas shown in Figure 4.2. This is
ahead of the RLTS target for 2013 of 65%. A cordtian of this falling trend
is needed if the RLTS target of 61% is to be adddevy 2020.
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Figure 4.2: Motor vehicle mode share of journewtwk trips (%)

Source: Statistics New Zealand

The motor vehicle mode share of journey to worlpstrihas decreased
significantly since the 2006 census, and the totahber of motor vehicle
journey to work trips (including motor vehicle pasgers) has decreased by
4,476. This equates to a 3.6% decrease in motacleahips to work.

Mode share of journey to work trips by motor vetidiffers across the region,
as shown in Figure 4.3. Wellington CBD has had &y the lowest motor
vehicle mode share throughout the period showr20h3 the motor vehicle
mode share for Wellington CBD was just 15% and liaid fallen from 20% in
2006. The territorial authority area with the névest motor vehicle mode
share throughout the period is Wellington City,hwé share of 51% in 2013.

& Motor vehicle includes: drove a private car, truck or van; drove a company car, truck or van; passenger in a car, truck or van; and motorcycle or
power cycle.
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The other territorial authority areas had a sharying between 70% and 80%
in 2013.

Every territorial authority area has seen a dedhneotor vehicle mode share
since the 1996 census. The largest falls have beaNellington City and
Wellington CBD. It is notable however that the atlereas did not see
significant falls between 1996 and 2006 censusgtsthat all exhibited falls in
2013, taking them below the 1996 shares.
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Figure 4.3: Motor vehicle mode share of journewtwk trips by territorial authority and
Wellington CBD (%)

Source: Statistics New Zealand

Related outcome summary

Census data have shown that the motor vehicle rslodie of journey to work
trips has decreased between the censuses of 169®%aB. However, between
1996 and 2006, the total number of motor vehiclerney to work trips
increased by nearly 10,000, although a revers#iisftrend was evident in the
2013 data, with the number falling back by ovelOB,5The 2013 census figure
for the motor vehicle mode share was under 64% gentioan 1% below the
RLTS target. In order to achieve the 2020 RLTSe#grthe share would need
to fall by a further 3% to 61%.

Using a different methodology, the Ministry of Teport also estimates mode
share of journeys to work (for full-time workerseagl16+, journeys starting
between 6am and 9.30am), using results from itsskloold Travel Survey.
The 2009-13 survey found that 68% of journeys takwia the Wellington
region used motor vehiclé$.This has decreased from 72% in the 2003-07

19 Motor vehicle trips are counted as those in the categories: drive; drive + walk; passenger; and passenger +walk.
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survey. It is also significantly lower than the 8%&tal in 2009-13 for New
Zealand as a whole.

Reduced fuel consumption

Target: Petrol and diesel used for transport purposs per annum will
remain below year 2001 levels

Fuel consumption

The quantity of petrol and diesel sold in the Wejton region provides a
measure of fuel use in the region. Although some-netail sales occur, and
some fuel is purchased outside the region but wstdn it (and vice versa),
this is the best measure of total regional fuelcomption currently available.

In 2014, total regional fuel sales have remaineti3&t mega litres (ML), at the
same level as 2013 (Figure 4.4). Over the last giesel sales have increased
by 6%, however petrol sales decreased by 3% reguiti no change to the
observed total fuel sales. Despite a gradual remudh petrol sales over the
last few years, petrol sales continue to accountii® majority of fuel sales in
the Wellington region, comprising 64% of all fuales in 2013/14.
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Figure 4.4: Fuel (diesel and petrol) consumptiohYM
Source: local authorities
Since 2002, the Wellington region’s population haseased by around 14%,

but fuel sales are 4% lower than they were in 20@dicating that fuel use per
capita has decreased.

There are a number of measures that are outlinethenRegional Travel
Demand Management Plan (2009) to reduce fuel uae rttay have also
contributed to the lower growth in fuel sales. Tiong about long lasting
behaviour change and to continue to achieve theRfafget.

Related outcome summary

The performance indicator shows that fuel salesfardhe second year are
slightly below the RLTS target for this related @arne, the target has been met
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for the last two years. Fuel sales peaked in 2@0® (ML) and have been
dropping since then, despite an increase in themgpopulation.

It is likely that increased fuel prices have asslish curbing fuel sales together
with increased vehicle fleet fuel efficiency, ahé turrent economic recession.
If the RLTS target is to be achieved, continuedmfis needed. The key tools
for influencing this target at a regional levellimte promotion of good public

transport, walking and cycling networks, efficielsind use and transport
network and travel behaviour change programmesréthice dependency on
vehicle use and thus impact fuel use.

Increased private vehicle occupancy

Target: Vehicles entering the Wellington CBD duringthe 2 hour AM
peak contain on average at least 1.5 people per vele

Vehicle occupancy

Figure 4.5 shows the average occupancy of vehahsring the Wellington
CBD. Only traffic heading into the city is counteturing the two-hour
morning commuter peak, and buses are not included.
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Figure 4.5: Wellington CBD cordon inbound vehickzopancy, weekday AM two-hour peak,
March

Source: Wellington City Council

In 2014, the average occupancy of vehicles entahiag/Nellington CBD was
1.38 persons. There has been little change in geerahicle occupancy over
the period since 2002. There was a small decreaseehicle occupancy
between 2002 and 2004; there has been very littlnge since that time.
Meanwhile, the RLTS target is rising, so the gapmMeen actual and target
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vehicle occupancy in increasing. In order to achithe RLTS target by 2020,
more progress towards increasing vehicle occupanngeded by encouraging
carpooling or ridesharing.

Related outcome summary

Data available on the average vehicle occupanariegtthe Wellington CBD
during the AM peak show that ongoing efforts, sastthe regional carpooling
schemé® and new initiatives are needed to increase velsicteipancy if the
RLTS target is to be achieved by 2020.

Vehicle occupancy is currently at 1.38 people pehiicle and has seen little
change over recent years. In order to achieveatyet shifts required to meet
the RLTS target by 2020, one possibility is to adiuce incentives and/or
deterrents to driving a single occupancy vehicle.

2 See www.letscarpool.govt.nz



Introduction

This section discusses progress towards the RLa& metwork efficiency
outcomes.

The following key outcome for road network efficognis sought for the
region’s land transport network:

* Reduced severe road congestion

The performance indicator associated with thisdagome is:

— Carbon dioxide emissions

Related outcomes and associated performance indsdair road network
efficiency are:

* Maintained vehicle travel times between communitieand regional
destinations

— Key route travel speed by road

* Improved reliability of the strategic roading network
— Total incident hours

Key outcome

5.1

Reduced severe road congestion

Target: Average congestion on selected roads wilemain below year
2003 levels despite traffic growth

Average road congestion
Travel time performance is monitored by the NZ Bort Agency in March

and November of each year on the following Wellamgtregion strategic
routes:

* Route 1: Waikanae — Wellington Airport

* Route 2: Upper Hutt — Wellington Railway Station
* Route 3: Porirua — Seaview (via SH58)

* Route 4: Karori — Island Bay.

These routes can be seen on the map in Figurélbid.information yields a

measure of congestion (time delay per kilometreettad) for the morning

peak period (AM), interpeak period (IP) and aftenmgpeak period (PM).

These are then used to calculate an all-day aveiag are susceptible to
day-to-day variations in network performance caubgdincidents such as
crashes, breakdowns and road works.



Legend
Route Alignments
=== Route 1
Route 2
Route 3

=== Route 4

Figure 5.1: Greater Wellington region travel timerformance monitoring network

Source: NZ Transport Agency

Information from NZ Transport Agency’s March trawghe surveys are used
to determine the all day average congestion onlectsen of the region’s
strategic road network. In 2014, the all day averagngestion was 27.0
seconds delay per km travelled. This has incre&sed 2013, where the all
day average congestion was 22.2 seconds delaynpdrakelled. Figure 5.3
below shows the average congestion results foetHierent periods of the
day. In general, over the last year congestioni@asased in the peak periods
and stayed relatively flat in the interpeak period.
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Figure 5.2: Average congestion (seconds delay/kretted) by the time of day, March
Source: NZ Transport Agency

Over the last year, morning peak period congestioreased from 30.6 to 36.6
seconds delay per km travelled. Afternoon peak estign also increased from
21.0 to 28.2 seconds delay per km travelled aretpetk congestion increased
slightly from 12.0 to 12.6 seconds delay per kmaetad.

The all day average congestion level remains abow®LTS target. Although
the AM peak congestion rate has gradually decreastd2014, it is now 10

seconds higher than it was in 2003. The high cdrayesate during the AM

and PM peak means that the all day average congestie currently exceeds
the RLTS target by over 7 seconds.

Unusually high congestion in 2014 is likely a résafl numerous road works
taking place during the week of the driving survay@uding:

« Capital projects between Mt Victoria and the Tegrdcinnel: Tunnel to
Tunnel Inner City Transport Improvements (SH1 bemv#t Victoria
and Victoria Street)

* SHI1 at Otaihanga Road (Mackays to Peka Peka): 56gphd limit
both directions

* SHI1 near Kaiwharawhara: 70kph speed limit for sbotimd direction
(M-F)

» SH58 at Moonshine Road: 50kph speed limit bothctimes (all week)



Key outcome summary

In the Wellington region, congestion is higher Ire tmorning peak than the
afternoon peak, which in turn is higher than thterpeak period. The morning
peak congestion rate decreased gradually from B)P013 before increasing
in 2014. The afternoon congestion rate has incteaser the last two years.
Although the interpeak congestion rate increasext the last two years, it has
fluctuated around 10 seconds delay per km travediede measurements
began.

Over the last year there has been a sharp rigeialt day average congestion
rate, due to increases in morning and afternoork pgangestion. The
congestion rate continues to remain above the Riar§et of 20.0 seconds
delay per km travelled. If the target is to be avbd, the level of demand on
the transport network and day-to-day variationsietwork performance need
to reduce, especially during the morning peak.

Related outcomes

5.2

Maintained vehicle travel times between communi  ties and regional
destinations

Target: Average vehicle journey ‘speeds’ shown irravel time surveys

for selected key routes will remain at or above yg&2003 levels

Key route travel speed by road

Data from the NZ Transport Agency’s March travehdi surveys are used to
calculate the average vehicle speed for the roawdank. This is calculated by
dividing the surveyed actual travel time by thegbnof the road network.

Figure 5.5 shows the all day average vehicle trapekd across three different
periods of the day as well as the all day averguged Travel speeds are
consistently slowest during the AM peak and fasthstng the interpeak.
Although travel speeds are slowest during the AMkpthey have remained
unchanged over the last few years until 2014 whey have dropped. Travel
speeds during the interpeak period have gradualtyirted over time. In 2014,
the average PM peak travel speed was 48kph. Thirislowest result since
2003.

In 2014, the all day average vehicle speed on ¢lgeon’s roads was 49kph.
This is a drop from 53kph in 2011-2013 and beloe'RLTS target of 55kph.



70

60 \_————\
= . /
s w — : 7
£ S— ~—
e W
-
o
2 40
9
=
£ 30
]
>
o
& 20
]
>
<
10
0 , #

2003 2004 2005 2006 2007 2008 2009 2010 2011 2012 2013 2014 2020

Year

AM P PM Allday average — == RLTS target

Figure 5.3: Road network all day average vehickesdp (kph), March

Source: NZ Transport Agency

Related outcome summary

Assuming traffic volumes remain unchanged, increasdravel speed should
lead to a general decrease in travel time on tg®mmés roads and reflect an
improved overall level of service on the road netwdlhe all day average
travel speed has reduced over the last year toM9Kps is below the RLTS
target of at or above 2003 levels (55kph).

Average travel times at each period of the day sisbelow the RLTS target

of at or above 2003 levels. Morning peak travelksisehave also reduced over
the last year and they remain 7kph lower than 2808ls. Evening peak travel

speeds have also reduced to their lowest levedid 2nd are now 7kph below
2003. Travel speeds are consistently highest dahiegnterpeak, but over the

last year travel speeds have decreased and héae 4&ph below 2003 levels.

5.3 Improved reliability of the strategic roading n etwork

Target: Continual reduction in total incident hours

Total incident hours

Data from the Communications and Resource Deployrl@ARD) system
showed that, in 2013, police were in attendanceat traffic incidents in the
Wellington Police District for 3,234 hours (Figuseb). This is an increase of
151 hours over the previous year, the first yeacesi2006 that there has been
an increase.

Police attendance hours at road traffic incidemteehdecreased by 31% since
our first measurement in 2006. However, attendamee in 2013 was 3,234

21 Road traffic incidents include: breakdowns, blockages and vehicle collisions.



hours, an increase on last year of 5%. The RLT§etastipulates continual
reduction in total incident hours. To achieve theTR target by 2020 the
downward trend observed in previous years neetsstane.
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Figure 5.5: Police attendance time at road traffdddents across the region (calendar year)
Source: Police

Related outcome summary

Police attendance time at traffic incidents hasmb@®ea decreasing trend since
2006, although there was a 5% upturn in 2013. Téteeffect of attendance
time in 2013 is a 31% reduction from 4,680 hour2@®6. This reduction in
police incident hours over this time is encouragangl means the RLTS target
is currently being met. However, this downward ttrereeds to be maintained
to achieve the RLTS target by 2020.
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Introduction
This section discusses progress towards the RLA& safety outcomes.

The following key outcome for road safety is souigintthe region’s land
transport network:

* Improved regional road safety

The performance indicators associated with thisdkwggome are:
- Road crash fatalities

- Killed and seriously injured

There are no related outcomes for road safety.

Key outcome
6.1 Improved regional road safety

Target: There are no road crash fatalities attributable to roading
network deficiencies

Road crash fatalities

The total number of regional road crash fatafffiend the number of fatalities
attributable to road factdrsas reported by the police to NZ Transport Agency
via the Crash Analysis System (CAS)s shown in Table 6.1. In 2013, one
road crash fatality was attributable to road fatdrhe previous time that a
road crash fatality in the region was attributableoad factors was in 2004.

2 |njuries that result in death within 30 days of a crash.

2 To be able to monitor our performance against the RLTS target, we have taken the road factor category reported in the Crash Analysis System
to be a proxy measure for road network deficiencies. Road factors include the categories: slippery, surface, obstructed, visibility limited, signs and
signals, markings, street lighting and raised islands and roundabouts.

2 The severity of a crash is determined as the most severely injured casualty in the crash.



Year Total fatalities Fatalities attributable
to road factors

2002 23 1
2003 34 0
2004 32 1
2005 20 0
2006 32 0
2007 15 0
2008 22 0
2009 20 0
2010 10 0
2011 13 0
2012 11 0
2013 18 1

Table 6.1: Total fatalities and fatalities attribble to road factors (calendar year)
Source: CAS

Target: Continuous reduction in the number of killed and seriously
injured on the region’s roads

Killed and seriously injured

Figure 6.1 shows the number of fataand seriol® injury casualties for all
vehicle types in the Wellington region as reportad the police to NZ
Transport Agency via CAS.

In 2013 there were 18 fatal and 115 reported ssriojury casualties. From
2000 to 2013, the number of fatal casualties hasedsed by 44%, from 32 to
18. Over the same period the number of reportediseinjury casualties has
also decreased from 164 in 2000 to 115 in 2013. é¥&w just looking at the
difference between 2000 and 2013 hides the charggrved over this period.
From 2000 to 2007 the number of killed and seripuslured steadily
increased but since this time they have decreastittievel observed in 2011.
This number increased again in 2012 but droppethaignificantly in 2013 to
the lowest level since before 1996.

% Fatal = injuries that result in death within 30 days of a crash.
% Serious = fractures, concussion, internal injuries, crushing, severe cuts and lacerations, severe general shock necessitating medical treatment,
and any injury involving removal to and detention in hospital.
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Figure 6.1: Total fatal and serious injury caseal{icalendar year)
Sources: CAS; NZ Transport Agency

While the results over the last few years appeao@maging it has to be kept in
mind that not all crashes causing serious injusresreported by the police and
thus will not be recorded in CAS. Hospital data edso provide a picture of

the number of fatal and serious injury casuaftiefigure 6.2 shows all

fatalities in the region and hospitalisations trequired more than one days
stay, where the reason for the fatality or hospatdission was recorded as
‘motor vehicle accident’.

According to hospital data, in 2013 there were ZHialities and 182
hospitalisations >1 day across the region, regultirom motor vehicle
accidents. These figures show similar trends beitg@nerally higher than the
information obtained through CAS over the period.

Over the last year there has been a substantiakalee in the combined
fatalities and hospitalisations >1 day from motehicle accidents and they are
9% lower than observed in 2000. However, once agamparing 2013 to

2000 alone hides the changes observed over thig. tiratalities and

hospitalisations >1 day remaining relatively undaieth from 2000 to 2003,

then steadily increased from 2004 to 2008. A desreeas observed from 2008
to 2009 and fatalities and hospitalisations >1 tHaye remained relatively

unchanged since this time with a spike in 2012.

27 To account for the possible under-reporting of serious injury casualties, previous years analyses adjusted the serious injury casualties by a
crash reporting rate. This analysis has now been replaced by hospitalisation data.
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Figure 6.2: Deaths plus hospitalisations of moesntbne day resulting from motor vehicle
accidents (calendar year)

Source: NZ Transport Agency

The observed trend for fatalities and hospitalseti >1 day (Figure 6.2) is
similar to that seen for fatalities and seriousiipjcasualties recorded by the
police in CAS (Figure 6.1).

Reducing road crash fatalities and injuries isiarjty for the region. Fatalities
and serious injury casualties (or hospitalisatioris day) have decreased
slightly over the last few years. A continued foaushis area will be needed to
maintain and continue the current downward trend.

Key outcome summary

The performance indicators for this key outcomewslioat the regions road
crash fatalities, which are rarely attributabledad network deficiencies, have
slightly decreased since 2000. Serious injury d#éssawhich increased
steadily earlier in the decade have in 2013 seere|ncouraging results.

The RLTS target of no road crash fatalities attalble to roading network

deficiencies has not been met over the last yeaweder, police data show
that the other RLTS target of a continual reductiothe number of killed and

seriously injured on the regions roads has beenowvet the last year. While

progress has been made towards the key outconmmapobving regional road

safety, fatalities and casualties are still ocogron the regions roads and
therefore remain an issue for the region. If roafikty is to be significantly

improved, more intervention, as outlined in the ggovnents Safer Journeys
Road Safety Stratedi,and cross-agency effort is required.

28 Ministry of Transport (2010). Safer Journeys: New Zealand’s Road Safety Strategy 2010-2020. Ministry of Transport, Wellington.



Introduction
This section discusses progress towards the RLT8 lse and transport
integration outcomes.

The following key outcome for land use and transpuegration is sought for
the region’s land transport network:

* Improved land use and transport integration (in line with the WRS
and local authority urban development strategies)

Currently there are no specific performance indicathat provide adequate
information to measure progress towards this ketcamne and its related
target.

There are two related outcomes for land use amdpat integration. These
are shown below, along with the associated perfoomandicators:

* Improved integration between transport modes
- Public transport services with integrated ticketing
— Cycle storage and park ‘n’ ride facilities

e Sustainable economic development supported (in linevith the
WRS)

— State highway vehicle kilometres travelled as @ rat GDP

Key outcome

7.1

Improved land use and transport integration (in line with the WRS
and local authority urban development strategies)

Target: All new subdivisions and developments inclde provision for
walking, cycling and public transport, as appropriae

There are no specific performance indicators thatide adequate information
to measure progress towards this key outcome anéldated target. However,
a review® of territorial authority procedures identified thiaere was some
consideration of active modes and public transipaatl district plan policies.

Related outcomes

7.2

Improved integration between transport modes

Target: The majority of public transport services ae covered by
integrated ticketing

Public transport services with integrated ticketing

An integrated, electronic ticketing system acrosblip transport modes and
operators is increasingly regarded as a fundamewotaponent of a modern

2 Greater Wellington Regional Council. (2008). Land use & Transport integration: Assessment report, p16.



and flexible public transport network, and therefepntinues to be sought by
the RLTS.

Currently, no overall system of fares or ticketingegration is operational in
the Wellington region. Some manually based integlaicketing arrangements
exist with the region, for example the ‘Hutt Plisis/rail transfer tickets. Two
major bus operators provide proprietary contactlesgment card solutions,
which are not interoperable, and rail ticketingmgirely manually-based.

The first phase of the Wellington Integrated Famesl Ticketing project is
underway, with an investigation being led by GWRCpartnership with the
New Zealand Transport Agency.

The future fare structure has been firmed up asgbdine RPTP, with:

. proposals for free transfers from one vehicle totler during a
journey

* various concessions

« off-peak fares

» fare capping for a specified period of travel

* weekend family passes

» investigation of group discounts, and

* including public transport travel to and from veaua the price of
entry tickets to larger events.

Target: Continued improvement in walking, cycle andpark ‘n’ ride
facilities at and around public transport interchanges

Cycle storage and park ‘n’ ride facilities

In 2014 there were a total of 5,752 park ‘n’ rider parks and 336 cycle
storage spaces available to commuters at railwatjoss across the regiof!.
Park ‘n’ ride car parks and cycle storage spacesaiivay stations have
increased steadily over the last few years. Si@2park ‘n’ ride car parks
have increased by around 21% and cycle spacesnhaneethan doubled going
from 132 to 336 spaces.

The increase in park ‘n’ ride facilities was maintjue to extensions at
Waikanae, Paremata and Petone stations, whereds &ycilities have
increased at most stations across the region.

Related outcome summary

As many journeys are multi-modal, a good level ofegration between
different transport modes is sought by the RLTSe Thrrent indicators show
that some progress has been made toward the RLIc®me of improved

3 Note that no data is currently available relating to walking facilities or facilities at bus interchanges.



7.3

integration between transport modes. There areasing numbers of park ‘n’
ride car parks and cycle storage spaces availalvllaay stations. However,
no data are currently available relating to walkiagilities or facilities around
other public transport interchanges.

Sustainable economic development supported (in line with the
WRS)

Target: Continual reduction in VKT relative to GDP

Ratio of state highway VKT to GDP
Figure 7.1 shows the ratio of vehicle kilometressélled (VKT) on the state
highway network to GDP (gross domestic product) floe region. State
highway VKT relative to GDP decreased each yeamfrd005 to 2007,
increased from 2007 to 2008, and has continuednileglsince this time. This
result means that the RLTS target has been met.
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Figure 7.1: Ratio of state highway VKT to GDP
Source: NZ Transport Agency and BERL

GDP is an indicator of economic growth; therefdne telationship between
economic growth and transport activity can be stddiy comparing trends in
both the region’s real GDP and VKT. Both state highh VKT and GDP have
fluctuated over the measurement period, but statenay VKT is continuing
to fall while GDP is currently 6% higher. VKT measments for 2013 in the
above graph reflect 2011/2012 numbers, since ragiviKT has not been
available from the Ministry of Transport since thiatal year.

Related outcome summary

The performance indictor for this related outcomewes that, with the
exception of 2011, progress has been made towar®RIiTS target. Over the
last year a decrease in state highway VKT relatv&DP has been observed



due to an increase in GDP. This means there sifté there has been less
traffic on the region’s state highway network fach unit of GDP.
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Introduction
This section discusses progress towards the RLEi§htroutcomes.

The following key outcome for freight is sought fbe region’s land transport
network:

» Improved regional freight efficiency

The performance indicator associated with thisdagome is:

- Journey times for road freight between key destinat

The related outcome and associated performanceaitadifor freight is:
* Improved inter-regional freight efficiency
— Removal of rail freight infrastructure constraints

Key outcome
8.1 Improved regional freight efficiency

Target: Improved road journey times for freight tra ffic between key
destinations

Journey times for road freight between key destinabns
NZ Transport Agency travel time survey data weredu® create route travel

times by combining sections of the regional routlescribed in Chapter 5
(Reduced severe road congestion). Representatweesrdor heavy goods
movement are shown in Figure 8.1 and include:

* Route 1: Seaview — Porirua via SH58

* Route 2: Seaview — Porirua via SH1 and SH2

* Route 3: Seaview — CentrePort

These routes represent typical road freight movésreeross the region.
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Figure 8.1: Representative regional road freightes

Sources: NZ Transport Agency; GWRC

Figures 8.2 to 8.4 show the all day average trane in minutes for routes 1,
2 and 3, respectively. In 2014 the all day avettage taken to travel between
Porirua and Seaview (eastbound) via State Highw&ayas 39.65 minutes.
The all day average time for this route has grdgudcreased over time, up
until 2014. Travel time is still highest during tAé&/ peak, but an increase in
travel time has been observed over the last yeangithe AM, interpeak and
PM peak. It is the increase in travel time during AM peak that accounts for
the majority of the increase observed in all dagrage travel time.

All day average travel time on the westbound roletween Porirua and
Seaview via State Highway 58, has fluctuated si2@@3 but has generally
increased over time. Travel time on the westbounder is still highest during
the AM peak. The travel time during the interpeakcreéased slightly, but the
travel time during both the AM and PM peak increase
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Figure 8.2: All day average travel time (mins) oad freight route 1, March

Sources: NZ Transport Agency; GWRC

Travel between the same locations (Seaview andugrvia State Highways 1

and 2 have consistently had a lower all day avetaye! time than travel via

State Highway 58, which is not surprising considgrthe shorter distance.
However, over time there has been a gradual inergmall day travel time in

the westbound directions for this route. In genetak the increase in travel
time during the PM peak that has bought aboutrbeease in all day average
travel time.

The difference in eastbound and westbound traved tbetween route 1 and
route 2 has generally decreased over time. Howievg014 the travel time for
eastbound travel via State Highway 58 was aroundniiutes slower than
travel via State Highways 1 and 2, compared tdfardince of 13 minutes the
year before. The difference in the travel time thoe westbound direction on
route 1 compared to route 2 is much smaller frosh gwer 14 minutes in 2003
to just 13 minutes in 2014.

All day average travel time (minutes)

Eastbound Westbound
Route 2: Seaview to Porirua vis SH1 and SH2

m2003 m2005 m2007 2009 m®2011 m2012 2013 m2014

Figure 8.3: All day average travel time (mins) oad freight route 2, March

Sources: NZ Transport Agency; GWRC
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The all day average travel time between SeaviewGardrePort was just over
19 minutes in the eastbound direction and just urg®e minutes in the
westbound direction in 2014. There has been a giaithgrease in all day
travel time in both eastbound and westbound dwastsince the surveys began
in 2003, but travel times have remained relatistgtic over the last few years
except in the westbound direction in 2014.
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Route 3: Seaview to CentrePort
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Figure 8.4: All day average travel time (mins) oad freight route 3, March

Sources: NZ Transport Agency; GWRC

Key outcome summary

As heavy vehicle traffic is closely related to egonc activity, it is important

that freight can be efficiently moved between kegtthations in the region. In
general the all day average travel time in the bemastd direction on the
Seaview and Porirua via SH58 freight route hasedeserd over time, although
there was an observed large increase over thgdasin both directions.

In general the all day average travel times ornother two freight routes have
increased over time. The increases for the westbowific tend to be due to
large increases in travel times during the AM pealtereas the PM peak and
interpeak travel times have either decreased oaireed relatively unchanged.

The overall increases in travel times on all thkeg freight routes across the
region suggests that the all day average efficiaidyeight movement across
the region has decreased over time. This meanditih@tprogress has been
made towards the RLTS key outcome and stretchttarge

There is an observed large increase in averagelttames in 2014 on the
SH58 route and in the westbound direction for othmeutes. Further
measurements will determine whether this is an imgwend or not.

Related outcome

8.2

Improved inter-regional freight efficiency

Target: Infrastructure constraints to rail freight movements are
removed




Removal of rail freight infrastructure constraints

KiwiRail highlighted three key areas where infrasture constraints limited
the movement of rail freight through the regione3é areas were:

+ Kaiwharawhara throat
« North-South junctioft

* Paekakariki to Waikanae

All three areas of infrastructure constraint havewvnbeen addressed by
KiwiRail. The work at Kaiwharawhara throat has aded merging and
capacity issues, and the work carried out at NSdhth junctio? and
between Paekakariki to Waikanae has been to redielegys and the conflicts
experienced between commuter and freight services.

Related outcome summary

Inter-regional freight movement has increased b 2iver the 2003 to 2014
period, with a peak in freight movement observe@®@®8. The majority of
inter-regional freight is moved by road or through Port.

Three areas of rail freight infrastructure constisihave previously been
identified by KiwiRail. Over the last few years KiRail have removed most of
the identified infrastructure constraints. This medhat the RLTS target for
this related outcome has been largely achieved.

31 The section of railway between Pukerua Bay and Paekakariki.
% There is still some constraint at North-South junction due to single tracking in the tunnels. Addressing this issue will involve significant cost.



9.1

Overall progress achieved in 2013/14
Highlights of the 2013/14 year include:

development of a first draft of the policy frameWwdor the Wellington
Regional Land Transport Plan

completion of the Wellington Public Transport SpiSeudy (March
2014)

two new schools enrolled in the school travel gdamgramme with 72
schools now participating

completion of the annual workplace active commutmmme Active
a2b (May 2014)

expanded._et’'s Carpoolnationally with Hawkes Bay now joining
completed and published annual tests of new bifgdiand handed out
reflective gear at requests from public and cycérgnts

adoption of the Regional Public Transport Plan B#dn) in June 2014
(including the 2013 update to the Regional RailnPkae Wellington
City bus review and the decision on the future fhest for Wellington
City)

significant progress in the development of the PRublransport
Operating Model (PTOM). Procurement activity conmeed with
New Zealand and overseas participants at a maokidings event for
the new rail and bus contracts commencing in 2QZGEespectively.
following favourable financial results in the 2018/year (increased
rail fare revenue and reduced expenditure) faréshat be increased in
the 2014/15 year.

completion of the Real Time Information (RTI) projewith the
introduction of RTI on rail in October 2013, ind&ion of RTI display
signs on Wellington's Golden Mile

commencement of construction of the 2nd tranch@5ohew Matangi
trains and reconfiguration of the seating on theirsvapa SE rail
carriages in response to customer feedback

refurbishment of Waterloo Station roof, repairsatmumber of station
buildings and completion of a concept design fopélpHutt station

the addition of 239 car parks at Porirua Statioith &dditional lighting
and CCTV security cameras. Approval to purchase fan park and
ride at Tawa and Petone stations, to provide &déur290 car parks
improvements to rail security including installatiof a region wide rail
fibre optic network and commencement of monitoriag the new
CCTV rail monitoring centre

significant changes to Whitby bus services, and esazthanges to
Wellington school bus services

bus timetable reliability improvements, using re@he information
data, with changes made to Happy Valley, Southddteighton Bay
Eastbourne services and Karori school trips

installation of 6 new bus shelters and 15 replacerbas shelters, the
roll-out of a new anti-graffiti laminate on bus #be glass panels, and
commencement of the upgrade of the Bunny Streeirteschange in
Hutt City



9.2

1.3 million bus, rail, and ferry services delivered

35.8 million passenger trips, a 1.8% increase 20a2/13

271,000 Total Mobility Scheme trips, a 5.7% inceeaser 2012/13
94.3% of rail services on time (93.8% in 2012/13)

99.7% of bus services on time (99.9% in 2012/13)

2.9 million visits to the Metlink main website a@d7 million visits to
the mobile website

Major 2014/15 actions programmed

Major programmes and projects anticipatedb® completed in 2014/15
include:

completion of the Wellington Regional Land Tranggelan 2015
completion of the Buckle Street underpass at Memh&ark
completion of the business case for integratedsfaral ticketing

Major programmes anticipated commence or continuen 2014/15 include:

continue construction of the Mackays to Peka Pe{@adssway
continue Peka Peka to Otaki preparation activities

continue the development of a solution for the Bd®eserve to meet
the intent of the N2A Corridor Plan

continue the development of an application for Meunt Victoria
Tunnel duplication and Ruahine Street project

continue the development of the Terrace Tunnelidatbn project
continue the development of the Ngauranga to AQueay project
continue to investigate the preferred option fotoRe to Grenada Link
Road

continue Ngauranga to Petone Cycle way projectsitiyations
continue Hutt Valley bus service review

continue operational planning of the WellingtonyGius review
continue to implement the new PT operating Modelfie procurement
of bus and rail services

continue the procurement of the 2nd tranche ofé% Matangi trains
continue thd_ast ChoiceandMind the Gaproad safety campaigns
continue to support th&chool Travel Plan programmand deliver
Movin'Marchin partnership with TAs

continue theBe Safe — Be Seenad safety campaign

continueActive a2bprogramme

continue motorcycle safety initiatives in partngpshvith TAs and
Police

continue quarterly Regional Road Safety CoordinBtoums

continue cyclist skills training programni®edal Readysupported by
Road Safety Trust and KiwiSport

continue bus drivers/cyclists workshops with Cyglidvocates'
Network and bus operators

continue the Cycling and Walking Journey Planned het's Carpool
website

coordinateSpring to the Streetommute challenge



* commence construction of Transmission Gully Express

» commence Melling interchange efficiency improverseirtvestigation

« commence detailed planning and design of a BusdREfainsit system
through the Wellington City PT spine

» commence comprehensive Kapiti bus service review

e commence implementation of the business case tegrated fares and
ticketing
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Introduction

In 2013 a national census was conducted in Newazeéafor the first time since 2006,
having been delayed from 2011. A number of indicto the Annual Monitoring
Report for the regional Land Transport Strategy eexesus data. The indicators which
use the census data and are not otherwise inclindtts report (key outcomes) have
therefore been updated. The additional indicatoes liasted below and a chart with
commentary is provided in this appendix:

. Population

. Population age distribution

. Occupied dwellings

. Unemployment

. Vehicle ownership per household

. Travel to work mode distribution

. People working from home by territorial authority



Indicators
Population

Figure 1.1 shows the population of the Wellingtegion by district. The 2013 census
counts found that around 471,300 people lived m Vellington region, with 41%
living in Wellington City, 21% in Hutt City, 11% irPorirua City, 10% in Kapiti
District, 9% in Upper Hutt City and 9% in Wairarapa

The population change by district and region betwbe 1996 and 2013 census years is
shown in Table I.1. Regional population growth @asioderate 2% between 1996 and
2001, with growth concentrated in Kapiti Coast Béstand in Wellington City.

Regional population growth accelerated to 6% betw2@01 and 2006 and 5% between
2006 and 2013. All areas experienced populationnvtroin both periods, with
Wellington City again accounting for the lion’s seaGrowth remained strong in Kapiti
Coast District, though slowing from earlier growttes. A noticeable upturn was seen
in the growth rate in Upper Hutt City over the 200612013 period. In the latest period,
2006 to 2013, Porirua City and the Wairarapa alsmved a strong upturn, each with
7% growth. Between 2006 and 2013, the regional ladipn increased by 22,370 or
5%, and growth was more evenly spread across #ass d@inan in earlier periods.
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Figure 1.1: Population by district and region

Source: Statistics New Zealand census data

1996 to 2001 2001 to 2006 2006 to 2013
s Actual Actual Actual
change % change change % change change % change

Wellington City 6,100 4% 15,640 10% 11,490 7%
Kapiti Coast District 3,860 10% 3,750 9% 2,910 7%
Upper Hutt City -340 -1% 2,040 6% 1,760 5%
Porirua City 740 2% 1,180 2% 3,170 7%
Hutt City -390 0% 2,220 2% 540 1%
Wairarapa -300 -1% 400 1% 2,510 7%
Wellington Region 9,680 2% 25,240 6% 22,370 5%

Table 1.1: Population growth and growth rates Istritit
Source: Statistics New Zealand census data

Note: numbers have been rounded to the nearest 10.



Population age distribution

The population distribution by age group in the Mdgton region is shown in
Figure 1.2 for the four census years 1996 to 2M1&an be seen that there is a
flat trend for the two youngest age groups, cowgages up to 39 years. There
is an upward trend in the oldest age group (65 @vet) but the strongest
growth by far is in the group aged between 40 ahgears.
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Figure 1.2: Population age distribution, Wellingt@gion
Source: Statistics New Zealand census data
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Occupied dwellings

The numbers of occupied dwellings by district a@gion, collected in the New
Zealand census, are shown in Figure 1.3. The totahber of occupied
dwellings in the region in 2013 was 177,800, whweas higher than in the
2006 census by nearly 8,500 or 5%. This followenteases of around 5% and
7% in the 1996 to 2001 and 2001 to 2006 periodpeetively.

Around 40% of the region’s occupied dwellings weréNellington City and
20% in Hutt City. Between 2006 and 2013, all of #ieas saw an increase in
the number of occupied dwellings. Porirua City liad strongest growth of
11%, followed by Wairarapa with 10% and Kapiti Coasstrict with 8%. The
largest absolute increase was in Wellington Citithvan increase of 2,900
occupied dwellings (5% growth).
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Figure 1.3: Occupied dwellings by district and i@yi

Source: Statistics New Zealand census data

The average number of people per occupied dweitirige past four censuses
are shown in Table I.2. In 2013 the average nunobgrersons per occupied
dwelling was 2.7, the same as in 2006 and 2001.rnlmeber has consistently
been highest in Porirua City area, although it fadlen in each consecutive
census from 3.3 in 1996 to 3.0 in 2013. The loveestrrage in 2013 was 2.4 in
both Kapiti Coast District and Wairarapa.

. Number of persons per occupied dwelling
District

1996 2001 2006 2013
Wellington City 2.7 2.6 2.6 2.7
Kapiti Coast District 2.5 2.4 2.4 2.4
Upper Hutt City 2.9 2.7 2.7 2.7
Porirua City 353 3.2 3.1 3.0
Hutt City 2.8 2.8 2.7 2.7
Wairarapa 2.7 2.6 2.5 2.4
Wellington Region 2.8 2.7 2.7 2.7

Table 1.2: Average number of persons per occupvegllthg by district

Source: Statistics New Zealand census data



Unemployment

Figure 1.4 shows the unemployment rate as a pegendf labour force for the
census usually resident population aged 15 yeadsocamer, by district and
region. Unemployment rates fell in 2001 and 20Q4, rbse in 2013. The rate
in 2013 was 7.2%, just below the 7.5% rate of 199& absolute number of
unemployed was around 18,300 in 2013 compared 060Q6in 1996, and
12,750 in 2006). The districts all followed the samattern as the region.
Throughout the period the highest unemployment wae in Porirua, and in
2013 was 9.3%. The lowest unemployment rates irB 20dre in Wairarapa
(6.4%) and Wellington City (6.5%).

Unemployment rate (%)
(<))

1996 2001 2006 2013
Year

mmmm Wellington City mmmm Hutt City s Porirua City Upper Hutt City

mmm Kapiti Coast District s Wairarapa e=@== Region total

Figure 1.4: Unemployment rate by district and regio
Source: Statistics New Zealand census data

Wellington City 6.5
Hutt City 8.0
Porirua City 9.3
Upper Hutt City 6.8
Kapiti Coast District 7.6
Wairarapa 6.4
Region 7.2

Table 1.3: Unemployment rate by district and regi2d13
Source: Statistics New Zealand census data

013/14 Annual Monitoring Report on the Regional Land Transport Strategy




Vehicle ownership per household

Figure 1.5 shows the average number of cars pesdimid by district and
region. The average for the region increased betw886 and 2006 from 1.37
to 1.50 but in 2013 there was a marginal fall #91.In 2013 households in
Wairarapa had the highest car ownership rates&, followed by Porirua
City and Upper Hutt City each with 1.64. The lowestr ownership has
consistently been in Wellington City, with 1.352013.
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Figure 1.5: Average car ownership per householdibyrict and region

Source: Statistics New Zealand census data

The trend in average car ownership per househa@dbkan upwards in every
district over the period shown, with the notableaption of Wellington City
where growth reversed in 2013 and there was drtath 1.39 to 1.35. This is
particularly significant as Wellington City accoadtfor 40% of the region’s
total car ownership in 2013.

Wellington City 1.35
Hutt City 1.54
Porirua City 1.64
Upper Hutt City 1.64
Kapiti Coast District 1.5¢
Wairarapa 1.66
Region 1.49

Table 1.4: Vehicle ownership per household by distind region, 2013

Source: Statistics New Zealand census data
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Mode of journey to work

Figure 1.6 shows the main means of travel to waskoss all modes for the
regional population on census day. The followindginiigons of modes have
been collated from the New Zealand census categorie

. Motor vehicle: drove private car, truck or vampee company car,
truck or van; passenger in car, truck or van or gamy bus; motorcycle or
power cycle

. Public transport: public bus; train
. Active modes: walked or jogged; bicycle
. Other: e.qg. taxi, ferry, plane
80
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Figure 1.6: Travel to work mode share, Wellingtegion

Source: Statistics New Zealand census data

Over the period 1996 to 2013 there has been a tierad in the reduction of
trips to work by motor vehicle, from 73% to 66%. Wever, there was an
increase in the total number of motor vehicle tgpsabout 5,400 or 4% over
this period.

Both active mode and public transport mode shamsistently increased over
the 1996 to 2013 period. Active mode share incidsen 13% to 15%, with

active mode trips increasing by around 9,500 olex time. The increase in
active mode trips has been due mostly to increaseébhe number of trips
walked or jogged, accounting for 8,000 of the 9,581@l, the remainder being
due to increased cycling. Public transport tripsréased from 14% to 17%,
with the number of trips increasing by around 9,308e number of trips by
both public bus and train increased over this ti8#8o and 49% respectively.



Work from home

Figure 1.7 shows the percentage of people in enmpéoyt who worked from
home on census day, by district and region. In 2@3% of the region’s
population who worked on census day worked from dwohinis rate has varied
between 6.1% and 6.8% in the previous census cetotsn.

18

Percentage (%)

Wellington City
Hutt City

Porirua City

Upper Hutt City
Kapiti Coast District
Wairarapa

Region

1996 H 2001 2006

u
N
=}
-
w

Figure 1.7: Proportion of people working from horbg,district and region
Source: Statistics New Zealand census data

Wairarapa and Kapiti have the largest proportionmofkers working from
home at 14.3% and 10.8% in 2013 respectively. Mb#te districts have seen
an increase in the proportion of workers workimgrhome between the 1996
and 2013 census. The notable exception is Wairandpeh has exhibited a
falling trend, albeit from the highest rate.
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