RLTS target assessment

March 2010

Purpose

To inform the development of the 2010-2040 WellomgRegional Land Transport Strategy (RLTS)
by analysing the outcome targets in the current72® RLTS. This analysis takes into account
recent trend data and national level target ana alailability.

Objectives
1. Define an appropriate timeframe for the targets
2. Identify relevant New Zealand Transport Strateg§&ftargets to each RLTS outcome
3. ldentify relevant Transport Monitor Indicator Fram@k indicators for each RLTS target
4. Assess RLTS target compatibility, measurability asdfulness

5. Make recommendations for any alterations to curRS targets.

Background

This assessment is being conducted in the contekeaeview of the current 2007-16 RLTS for the
Wellington region. Section 74 of the amended Lamdn$port Management Act 2003 (LTMA)

mandates each regional council to produce a RLT&&i region. The current Wellington RLTS is
in force only until July 2010 when the new strategll have to be adopted (Land Transport Act
1998, s. 176).

The scope of this review process is mostly limitedmeeting the content requirements of the
amended LTMA. A separate report sets out that tineent RLTS is broadly consistent with national
policy direction as detailed in the New Zealand nbgort Strategy 2008 (NZTS) and the
Government Policy Statement on land transport fugpn@009/10 — 2018/19 (GPS).

The RLTS provides a policy framework for investmentand transport infrastructure and activities
with a planning horizon of at least 30 years. Thgent RLTS contains outcome targets out to 2016
and a vision statement out into the indefinite fetu

The NZTS contains national level targets out to®®ut these targets have not been ‘regionalised’
to detail the expected contribution of the Wellomgtregion to the achievement of those NZTS
targets. The Ministry of Transport’'s (MoT) TranspMonitoring Indicator Framework version 2
(TMIF) is designed to track progress towards thel BZargets with national level information that
Is sometimes available at a regional level. TheexurGPS does not contain medium term targets,
but instead hasrpacts which are similar to desired medium term outcomes



Section 77(k) of the amended LTMA 2003 states tihatRLTS must contain ‘measurable targets to
be achieved’ in meeting the outcomes of the styateg

Target assessment

This section details the analysis of the 2007-18 Rlargets.
Target timeframe

The first objective is to define an appropriatgédrtimeframe.

There are three possibilities for target timefranm@sthe new RLTS — maintaining the 2016
timeframe, extending targets out to 2020 and dewedp 2040 targets. Each option has its
advantages and disadvantages as well as varyiatglef/work necessary to complete.

Maintaining the 2016 target timeframe limits thefes during this review to just an assessment of
the appropriateness of the target itself. This tiemee has the advantage of covering the life of the
RLTS until its next review, allowing the clearessassment of whether or not the strategy will have
been successful in meeting its targets. The maad¢antage is that it is the least aligned with the
30 year outlook of the new RLTS and focuses poédittgntion on the short term in a long term
strategy.

Extending targets out to 2020 will require furttearalysis. The principle advantage is that these
extended targets would be more aligned with thelifum process of the regional land transport
programme (RLTP) and the budgetary processes ofefienal and local councils’ Long Term
Council Community Plans (LTCCP). It would also bermin keeping with the new 6 yearly RLTS
review process. The main disadvantage is thae liltbrk has been done on what an appropriate
2020 target would be — given the abbreviated RL&V&ew schedule.

Developing 2040 targets would require extensive kwtir determine the appropriate regional
contribution to NZTS long term targets. The primadvantage is that these new targets would be
very well aligned with the NZTS. It also refleckeetnew longer term outlook of the new RLTS. The
main disadvantage is that a 30 year outlook makestfying a target and assessing it's adequacy
with confidence very difficult, and it could be aegl this imbues less accountability in meeting the
target.

Preferred target timeframe
The preferred target timeframe is to 2020.
Modelling work conducted for th&rategic Options Assessment paper provides some guidance

around a potential range of possibility for seveéaatjets by 2020. There are too many assumptions
in the model runs for them to be an accurate gigid2040 targets.

" For further insight as to the range of significant inputs and futures scenarios refer to RLTS Modelling Report which was created for this RLTS review.



Long term targets would necessarily be too vaguzetof the best use. Variables such as population
and economic changes, as well as vehicle fleet opalend infrastructure investment are best
understood in the short term. Short term targete provide more accountability for meeting the
targets as well as clearer focus on the measucessary to do so.

2020 targets is the most favourable balance betweilong term outlook of the RLTS and short
term accountability in meeting the targets.

Target review

Each target has been reviewed to answer the follpguestions:
1. Is the target the right measure for the outcomeistcadequately measurable?
2. Is the targeted change ambitious but realistic?

The analysis is organised according to the RLTS deyelated outcomes. Each analysis section
identifies the relevant NZTS national target anel ¢torresponding TMIF indicators, as well as the
extent of available TMIF information. Not all redat TMIF indicators are listed.

Data on the current trends of each RLTS outcompraosided by Greater Wellington’s Annual
Monitoring Report 2008/09 (AMR). Each section emdth some commentary on how the RLTS
target may be altered to take into account comiitibvith national targets and indicators, or
current regional trends.

Key Outcomes

The 2007-16 RLTS contains seven key outcomes:

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.

NogokrwhE

These are supported by ‘stretch’ targets out to620he stretch targets were developed to take
account of the aspirations set out in the Visioapthr, and be ambitious but not outside the redlm o
possibility if all circumstances are favourable.

2 For complete list of TMIF indicators see: http://www.transport.govt.nz/ourwork/TMIF/Pages/default.aspx.




Outcome 1.1 —

Increased peak period passenger transport mode share

2016 RLTS stretch
target

25 million peak period trips per annum
21% of all region wide journey to work trips

NZTS national target

Increase use of PT to 7% of all trips by 2040 (from 111 M boardings in 06/07 to more
than 525 M boardings in 2040)

TMIF Indicators

TV020 Total PT boardings (regional data available)
TP003 PT mode share of all trip legs (national data only)
TP006 Mode share for journey to work (regional data available)

TP007 Mode share for journey to school (regional data available)

Table 1: RLTS Outcome 1.1 target breakdown and TMIF data availability

Isit theright measure?

There is general alignment between the RLTS strigtidet and the NZTS national target as both
seek to significantly increase public transport. déeither the NZTS target nor the TMIF indicator
set separates peak travel from all day travel. direent RLTS stretch targets are measurable by

‘how much and when’ and directly relate to the pwakel period.

Given the current

government signals about emph@sisongestion relief, a target around peak
period public transport mode share is more comngigteen one around percentage of all trips. The

RLTS targets are therefore considered the apptepmaasures and no change is needed.

Isthetarget right?
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Figure 1: Total public transport trips per annum (

), combined peak periods. Source: GWRC




Peak period public transport patronage has beemvkr the past three years at about 17.5 million
trips per annum. This is primarily due to fuel sos$taving gone down, the recent economic
downturn, and the 2008 public transport fares imeee The data also shows a longer term trend of
flat peak patronage from 2002 to 2005, a big jum@®006 (due primarily to high fuel prices)
followed by a stabilisation of patronage numbera aew, higher level.
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Figure 2: Region wide journey to work trips by PT (%). Source: Statistics New Zealand

Peak period public transport mode share of joutneyork trips has been steadily increasing over
the past two NZ Census periods, demonstrating a ¢beg term trend. Public transport made up
17% of all journey to work trips in 2006, up fror6% in 2001.

Significant factors influencing this outcome inctugbublic transport fare increases, fuel price
changes, network reliability and capacity issuesoKking to 2020 we expect that the following
planned improvements will attract increased patgena

* New trains and rail network upgrades

* Urban rail extension to Waikanae

* Bus priority measures by Wellington City Council

* More new trolley buses and larger bus replacements
* Real time information.

Achievement of the target is also influenced by ltheel of growth in the Wellington region. The
RLTS targets were considered unrealistic to 20h6é, @/en by 2020 modelling work done for the
strategic options assessment indicates that 2impleak passenger trips is highly unlikely.



The impacts of the committed improvements makes ipossible to achieve significant gains.
However, the target is recommended to be lowered3tanillion trips by 2020. This brings the
target in line with growth trends — which is betwabhe high and medium modelling projections for
public transport use.

The target for 21% mode share for public transgorécommended to stay the same, as it measures
a long term trend in overall usage of all transpaodes. This target is not solely tied to fluctoas

in public transport usage. The mode share of pufditsport is subject to changes in rates of usage
of other modes — namely private vehicle, walkind ancling.

Achievement of both targets will require furthevéstment.

Outcome 2.1 — Increased mode share for pedestrians and cyclists

2016 RLTS stretch Active modes account for at least 15% of region wide journey to work trips

target

NZTS national Increase active mode use to 30% of all trips in urban areas by 2040

target

TMIF Indicators TP005 Walking and cycling and other active modes’ share of total trips by residents of

urban areas (regional data available)
TP008 % of road based short trips <5km by bike (no data available)
TP009 % of short trips <2km on foot (no data available)

Table 2: RLTS Outcome 2.1 target breakdown and TMIF data availability

Isit theright measure?

There is general alignment between the RLTS strigtadet and the NZTS national target in that
both seek to significantly increase active modeesiah travel. The outcome does not specify peak
period travel while the RLTS stretch target measyoeak period journey to work trips. The NZTS

and TMIF measure all day trips.

Regional TMIF data is available from MoT’s OngoiHgusehold Travel Survey but as a four year
moving average, while the journey to work datardsrf the NZ Census. While using the NZ Census
data as an indicator means that only active moden@y to work trips can be measured, the Census
is a much larger data set than MoT’s Survey anagésin TMIF reporting methodology inhibit the
identification of long term trends in travel behawi with confidence. The RLTS stretch target is
measurable by ‘how much and when’ using the mofiaitiee NZ Census number.

No change is therefore recommended to this tangetioa?020.

It is also recommended that a new RLTS target bated around TMIF indicator TP0O05. This will
increase alignment with the NZTS and TMIF as wslpaovide a measure of active mode usage as
well as mode share — as is already the case wilfSRieak public transport targets.



Isthetarget right?
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Figure 3: Active mode journey to work trips (%). Source: Statistics New Zealand

Active mode journey to work trips have been stgaititreasing over the prior two census periods,
13% in 2006, up from 12.6% in 2001. Most of thevgito has occurred in Wellington City. If this
historic trend continues, the RLTS stretch targay tne achieved.

Significant factors that influence this outcomelunie the actual and perceived level of service and
safety of walking and cycling as well as the proonsfor dedicated footpaths and cycleways. Strong
implementation of the Regional Walking, Cycling,daRoad Safety Plans should improve the
quality of these networks and increase active neb@ee of journey to work trips.

Continued investment in active modes throughoutéigeon is expected to maintain the active mode
share trend. Extrapolating this trend out to 202ficates that a new targeted amount would be
justified. It is recommended that the target beraaed to ‘active modes account for at least 16% of
region wide journey to work trips.’

The recommended new 2020 RLTS target is ‘increateeamode use to 30% of all trips in urban
areas.’ The figures are four year moving averagesthe Wellington region the figure for 2003-07
was 23% active mode use and 25% for 2004-2008 % an2rease. The limited timeframe of the
data means no clear trends can be extrapolated3d¥tefigure for 2020 indicates an aspiration for
the Wellington region that is consistent with théMIF data but subject to investment in
improvements to walking and cycling activities.



Outcome 3.1 — Reduced greenhouse gas emissions

2016 RLTS Transport generated CO2 emissions remain below 1,065 Kt per annum
stretch target

NZTS national Halve per capita GHG emissions from domestic transport by 2040 relative to 2007

target Reduce the rated CO, emissions per km of combined average new and used vehicles
entering the light vehicle fleet to 170g CO, per km by 2015, with a corresponding reduction
in average fuel used per kilometre

TMIF Indicators EI001 Tonnes of CO; equivalent emissions from domestic transport by mode (partial data)

EI002 Grams of CO2 per km driven for vehicles entering the light vehicle fleet (regional
available)

EI003 Tonnes of CO2 and tonnes of CO, equivalent emitted from domestic transport per
VKT by mode (partial data)

EI004 Tonnes of CO2 and tonnes of CO, equivalent emitted from domestic transport per
capita (partial data)

Table 3: RLTS Outcome 3.1 target breakdown and TMIF data availability

Isit theright measure?

The RLTS stretch target is based on keeping €@issions from the Wellington regional vehicle
fleet at 2001 levels. The NZTS national target domestic transport is to halve greenhouse gas
emissions per capita relative to 2007. Since th&@ $I2xpects travel demand to roughly double
(NZTS, page 25), this corresponds to the RLTS dtrédrget of ‘holding the line’ at 2001 levels
despite growing travel demand. Only partial datavailable from the TMIF but no data has yet
been published, except for EI002.

The Ministry of Economic Development is investiggtimethods to determine how much of the fuel
sold is actually used on the transport network@soeed to other purposes (i.e. portable generators)
to better measure transport-related greenhouseegassions from fuel sale data. The TMIF
measures emissions over quite a range of criteutethe data collection method is very similar.

If and when the Ministry of Transport updates itdlection methodology, it is recommended that
GWRC updates methodology along similar lines. Gitkat the collection methodology may
change, having a numeric value target might nahbenost appropriate.

It is recommended that the target be altered td fansport generated G@missions will be
maintained below year 2001 levels’. This is the sdarget, but allows for changes in reporting
methodology to be easily incorporated into targeasurement.

3 As at 23 February 2010.



Isthetarget right?
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Figure 6: Transport-generated CO: (kilotonnes), Wellington region with population index. Sources: local authorities; MoT VFEM 2005; Statistics New Zealand

CO, emissions from both diesel and petrol sold in\Wlington region fell from 1,113 KT total in
2008 to 1,084 KT in financial year 2009. This rejeres an overall static long term trend, despite
growing population and consequent travel demand.

Significant factors influencing this outcome inctugopulation and economic growth, average age
of the vehicle fleet, fuel economy of the vehidieet (especially Heavy Commercial Vehicles), and
the adoption rate of alternative fuels. These facioe outside the region’s control, but are things
can advocate for where appropriate.

No change is recommended to the target year atmdrieenhouse gas emissions are desired to be
held.

Outcome 4.1 — Reduce severe road congestion

2016 RLTS stretch Average congestion on selected roads will remain below 20 seconds delay per km

target travelled

NZTS national target Reduce average journey times

TMIF Indicators NROO1 Network congestion (road, rail, port) (no data available)
NRO02 Reliability of travel time (delay/km) (partial data)
NRO003 % variability of travel time (road, rail, maritime, aviation) (partial data)

Table 4: RLTS Outcome 4.1 target breakdown and TMIF data availability



Isit theright measure?

There is broad alignment between the RLTS stretadet and the NZTS national target as both seek
improved travel times. With anticipated growth iaviel demand, keeping congestion below current
levels will have a positive effect on journey tinemsistent with the intent of the NZTS target. The

TMIF indicators and the RLTS stretch target indicdioth use the same data provided by the New
Zealand Transport Agency (NZTA).

The current RLTS target is measurable as a ‘haditie’ target over time. No change is needed to
this measure out to 2020.

Isthetarget right?
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Figure 7: All day average congestion (seconds delay/km travelled), Wellington region, March. Source: NZTA

Congestion spiked in 2008 to 24.6 seconds delakifmnetre travelled. In 2009, congestion levels
returned to the level that it was in 2006 and 2(X170 seconds delay/km travelled).

Significant factors influencing this outcome inactudconomic and population growth, use of other
modes for commuter trips and use of local roadsdcal traffic. Many of the projects and activities
listed in the corridor plans and the Regional Lanansport Programme 2009-2012 are expected to
have a positive impact on travel times.

The targeted change is potentially achievable. &hera possibility that the indicators used to
measure this target may change in the future.

It is recommended that the target be altered teragye congestion on selected roads will remain
below year 2003 levels’ — which is the best perfogrnyear in our data. This does not change the
target, but allows for greater flexibility of in@ditor measurement.

10



Outcome 5.1 — Improved regional road safety

2016 RLTS No road crash fatalities attributable to roading network deficiencies
stretch target

NZTS national Reduce road deaths to no more than 200 per annum by 2040

target Reduce serious injuries on roads to no more than 1,500 per annum by 2040
T™MIE SS001 Number of accidents by mode (road, rail, maritime, aviation) (regional data available)
Indicators SS002 Accidents per capita by mode (road, rail, maritime, aviation) (regional data available)

SS003 Number of fatal accidents (road, rail, maritime, aviation) (regional data available)

Table 5: RLTS Outcome 5.1 target breakdown and TMIF data availability

Isit theright measure?

The RLTS stretch target is not very well alignedimthe NZTS national target. Roading network
deficiencies limits the RLTS target to engineerisgues while the NZTS targets relate to total fatal
and serious injuries. The TMIF has a range of iatics which are based on statistics that can be
found in the Road Safety reports published by tEd A which is also the source for Wellington
regional data.

A method for monitoring ‘road crash fatalities ddtitable to roading network deficiencies’ has not
yet been developed. However, work is being donevestigate possible and robust measurements
for this target.

Politically, any deaths on the road network arecaeptable. Engineering issues are what the Road
Controlling Authorities have the most control ov&herefore, a target focusing on road network
deficiencies is considered useful by the region.

It is recommended that the current RLTS targetetaimed.

It is also recommended that a new RLTS stretcletdrg developed to measure the number of killed
and seriously injured in the Wellington region, reated for indicative Police reporting rates. This
will increase alignment with the NZTS and TMIF. TINZTA also publishes information on
indicative Police reporting rates in the Road SaRstports published each year.

11
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Figure 8: Fatal and serious injury casualties, corrected for Police reporting rates, Wellington region. Calendar year. Source: NZTA

There were 21 road fatalities in 2008, up from A2007. The serious injury casualties have been
corrected for the NZ Police reporting rate andlleta355 in 2009, up from 345 in 2008. The long
term trend has been relatively flat, with a mingr detween 2000 and 2005, and a steady increase
afterward. However, significant reductions overars period of time can be seen in the historical
data, especially between 1996 and 2000.

There are numerous significant factors that infagethis outcome that are detailed Gneater
Wellington Road Safety Investigation 2008. These factors include driver behaviour and espeed
and road network issues. The Regional Road Safaty details the measures being undertaken by
the regional and local councils to improve roaegsathroughout the region.

Currently, the national target seeks a 50% redundtiall road deaths and serious injuries by 2040.

The Safer Journeys 2020 strategy does not have a desired ‘achievementafogduction in total
deaths and serious injuries. Instead, this natiovead safety strategy focuses on certain areas such
as the safety of young drivers, older New Zealas@srd reduced alcohol/drug impaired driving.
Overall, the averaged rate of desired improvemertss all areas is about 30%.

As the trend in fatal and serious injury crashesugently increasing, it is recommended that a
target be adopted as a signal that the region wikheee a reversal in the current trend and a move
towards our lowest recorded levels of the pasyéeans.

Due to the sensitivity around deaths and casuatheswording of this target is very importantislt

recommended that the new target be ‘continuousctamuin the number of killed and seriously
injured on the region’s roads.’

12



It is recommended that an indicative target linesbefor a 20% reduction over twelve years (or
about 6 fewer people killed or seriously injured tbe region’s roads each year) which is in line
with NZTS nationally targeted reduction rate.

While less than the averag&dfer Journeys 2020 rate of desired improvement, this is considered
appropriate as th&fer Journeys 2020 strategy targets priority areas nationally. Whernrected for
Police reporting rates, a 20% reduction will meaducing the numbers to no more than 300 by
2020.

This is an ambitious target that is still withiretrealm of possibility — as seen in the histordzth.

Outcome 6.1 — Improved land use and transport integration

2016 RLTS stretch All large subdivisions and developments include appropriate provision for walking,

target cycling, and public transport

NZTS national target None applicable

TMIF Indicators None applicable

Table 6: RLTS outcome 6.1 target breakdown and TMIF data availability

Isit theright measure?

There are no applicable NZTS national targets orlH Mhdicators for improved land use and
transport integration. This RLTS outcome is meantdntribute to consistency between the RLTS
and the proposed Regional Policy Statement foxtlb#ington Region 2009.

No change of measure is recommended.

Isthetarget right?

The target is measurable, but not as an amountdeytain time. GWRC advocates for appropriate
provisions for active modes and public transporteas to be included as part of all new local
development at all appropriate opportunities.

Following discussions with local councils, it wastermined that there was no easy way to measure
the inclusion of such provisions in new developreenbut an assessment of District Plan and other
planning documents that guide land use decisiorss caaried out and can be repeated every 3-5
years. This gives an indication about how well plag documents are providing for these modes.

A minor change is recommended for the 2020 tarfiealb new subdivisions and developments
include provision for walking, cycling and publi@bhsportas appropriate'.

This change allows coverage for even small deve@psmwhere pedestrian or cyclist connectivity
could be improved and shifts the emphasis of thgetdrom ‘large subdivisions and developments’
to an ‘appropriate’ provision for walking cyclinghé public transport. In many cases, a small
development is most likely not to affect walkingicling or public transport accessibility — and
therefore, the ‘appropriate’ provision would be aon

13



Outcome 7.1 — Improved regional freight efficiency

2016 RLTS stretch Improved road journey times for freight traffic between key destinations
target

NZTS national target | '\one directly applicable

TMIF Indicators FTO005 Freight tonne-km growth compared to GDP growth (no regional data available)
NRO02 Reliability of travel time (delay/km) (regional data available)

Table 7: RLTS outcome 7.1 target breakdown and TMIF data availability

Isit theright measure?

The NZTS national targets seek to increase ingicral freight by coastal shipping to 30% of
tonne-kilometres, and rail’'s share of freight t&@25f tonne-kilometres. While these NZTS targets
indirectly relate to freight efficiency by distribnog the transport burden of freight to other mqgdes
there is little consistency between the RLTS skréacget and the NZTS national targets.

However, signals from the current government an® Giggest that road freight efficiency is likely
to receive more focus in the short-medium term thaniNZTS might suggest.

The RLTS stretch target most closely relates to Hlhidicator NR0OO2 Reliability of travel time,
although this indicator is not specific to freighbvements. The AMR also measures an index of
freight movement across multiple modes which relate TMIF indicator FT0O04 Freight tonne-
kilometre growth (road, rail, maritime, aviation).

This current RLTS target is measurable using trawet data from NZ Transport Agency, although
it is unclear what the measure is being compared to

No change is recommended to 2020.

14



Isthetarget right?
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Figure 9: All day average travel time (minutes) on road freight, Route 1 — between Seaview and Porirua via SH58, March. Source: NZTA; GWRC

Eastbound average travel times on Route 1 (betWBeariew and Porirua via SH58) have shown a
positive overall trend, reducing between 2008 af@92from 39.6 minutes to 35.7 minutes.

Westbound average travel times have stayed rougklysame overall, reducing from 39.6 to 37.7
minutes between 2008 and 2009.
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Figure 10: All day average travel time (minutes) on road freight, Route 2 — between Seaview and Porirua via SH1 and SH2, March. Source: NZTA; GWRC
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Eastbound average travel times on Route 2 (betBeawiew and Porirua via SH1 and SH2) have
shown a slight worsening overall trend, increadsegyveen 2008 and 2009 from 26.3 minutes to
27.7 minutes. Westbound average travel times display a slight worsening overall trend,
although decreased from 27.4 to 25.2 minutes bet®668 and 2009.
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Figure 11: All day average travel time (minutes) on road freight, Route 3 — between Seaview and CentrePort, March. Source: NZTA; GWRC

Eastbound average travel times on Route 3 (betvBmaview and CentrePort) have shown a
somewhat flat overall trend, reducing between 28068 2009 from 23.4 minutes to 22 minutes.
Westbound average travel times fluctuated the mvdkta slight worsening trend, although reduced
from 24.8 to 22.5 minutes between 2008 and 2009.

Significant factors influencing this outcome ar@mamic and population growth, road congestion,
fuel prices, and network reliability issues. Marfytlte projects and activities listed in the corrido

plans and the Regional Land Transport Programmé®-20Q2 should have a positive effect on
freight journey times.

Setting a definitive number for average journeyesnineavily depends on the routes taken and time
of day, and would therefore not be useful. Settingercentage for improvement would involve
aggregating travel time changes to an extent whigaificant problems on a particular route or
direction may be masked by small improvements derotoutes and directions. For this target, the
important measure is the overall trend.

No change is recommended apart from extendingriedihe to 2020.
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Related outcomes

The following fifteen 2007-16 RLTS related outconeee identified with the number of the key
outcome they relate to.

These targets are designed to signal the needéat grogress to be made in each area.

Outcome 1.2 — Increased off-peak passenger transport use and community connectedness

2016 RLTS target 25 million off peak trips per annum

NZTS national Increase use of public transport to 7% of all trips by 2040 (from 111 M boardings in

target 06/07 to more than 525 M boardings in 2040)

TMIF Indicators TV020 Total PT boardings (regional data available)
TP003 PT mode share of all trip legs (no regional data available)

TP007 Mode share for journey to school (regional data available)

Table 8: RLTS outcome 1.2 target breakdown and TMIF data availability

Isit theright measure?

The RLTS target for off-peak public transport usageell aligned with the national NZTS target.

The two RLTS outcomes and targets compliment edobrdo create an approximation of all day
public transport trips, which the TMIF does monitbhe TMIF does not distinguish between peak,
off-peak, and weekend travel.

The current RLTS target is related to the off-ptrakel period and is measurable by ‘how much and
when’. The NZ Census does not measure any off pieads for travel mode share, therefore a
dedicated survey would need to be developed inrdodeeasure the off peak public transport mode
share outcome.

No change is therefore recommended to this measure.

17



Isthetarget right?
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Figure 12: Off-peak passenger trips on public transport (M), source: GWRC

There has been a positive trend in off peak pubdinsport trips, up from 17.1 million trips to 18
million in 2009. This is below the RLTS target ljngut is a more positive trend than during the
combined peak hours.

Significant factors influencing this outcome ane tflanned improvements are the same for peak
period public transport (see RLTS Outcome 1.1). &tith these is the impact of the SuperGold card
which offers free off-peak public transport travel.

Despite the more positive growth, it is recommenthed the magnitude of the new 2020 target be
set at 23 million — in line with the change madéhi® peak period public transport target.

Outcome 1.3 — Improved passenger transport accessibility for all

2016 RLTS target 80% of PT services wheelchair accessible
Most of region’s residents within 400m of PT stop with 30min service frequency
PT services more affordable in highest deprivation areas

NZTS national target None directly applicable

TMIF Indicators AMO015 % of pop living within 500m of bus route (regional data available)
AM016 Total mobility boardings per year (no regional data available)
AMO17 Fully accessible buses and trains, % of total fleet (no data available)

Table 9: RLTS outcome 1.3 target breakdown and TMIF data availability
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Isit theright measure?

The RLTS has three targets for improving publie$gort accessibility for all. While there is no
national NZTS target related to these RLTS targiiste are comparable TMIF indicators. The
AMR also tracks Total Mobility trips, but therens target for this RLTS indicator.

The RLTS related target for public transport whieeaic access is measurable by ‘how much and
when’. No change is recommended to this measure.

The target for population living within 400 metre§ a public transport stop with a 30 minute

frequency is measurable but vague in terms of tagnitude change desired. The RLTS related
target is a more selective measure than the TMdlicator in that the TMIF measures a greater
distance away from the public transport route ant$ mo constraints on the service frequency of
that route.

No change in the measure is recommended.

The RLTS target affordability of public transpodrgices for those living in deprivation areas is
measurable but lacks a ‘how much and when’ pointetérence. It also does not capture low or
fixed income people living outside deprivation aeRiscussions amongst the technical working
group as well as GWRC PT Division officers did iyatld an accurate and complete measure for
this target. There currently are no fare policiasgéting deprivation areas since it is central
government’s responsibility to provide social seeg.

It is recommended that the target be removed.

Isthetarget right?
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Figure 13: Accessibility of public transport vehicles (%), source: GWRC
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49.3% of public transport vehicles are wheelchageasible in 2009, up from 42.6% in 2008. This
Is a positive trend that puts the Wellington regioncourse to meeting the RLTS related target.

The RLTS related target for wheelchair accessybiitin line with current trends. Significant facdo
influencing the achievement of this target are strreent in alterations to existing infrastructurel an
rolling stock as well as new public transport raglistock. The continued replacement of older buses
with new more wheelchair accessible buses and rittreduction of new rail rolling stock will
significantly contribute to the attainment of thetated target.

It is recommended to increase the target to 90%0J30 as a continuation of the current trend and
on advice from GWRC Public Transport Group officers
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Figure 14: Percentage of population living within 400 metres of a PT stop, all stops; and stops with a 30 minute average service frequency or better. Sources: GWRC;
Statistics New Zealand

In 2009, 59% of the region’s residents live witli60 metres of a public transport stop with an
average service frequency of 30 minutes or bettee. percentage in 2008 was 57%, up from 55%
in 2007 and 2006.

The proximity to public transport RLTS related w@irgs measurable but with nearly 60% of the
population within 400 metres of a public transpidp with a service frequency of 30 minutes or
better, a more definitive measure of ‘how muchiesessary.

Significant factors that influence this outcome acenomic and population growth, pattern and rate
of development, distribution of the populationvasl as the structure of the public transport reute
and distribution of rail stations.
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Wellington City Council’s intention to focus develment along existing public transport corridors
is signalled in the Ngauranga to Wellington Airp&brridor Plan and GWRC advocates for
increased development and denser residential acodation at all appropriate opportunities.
Trends in population movement favour denser urleaidential development that with easier access
to public transport and greater active mode shbtetal trips taken.

Discussions with GWRC Public Transport Group offscelentified a need to broaden the target
measure. Land use changes are slow and the 406 bweindary is not sufficient for cycling or rail
stations. GIS information indicates that 77% of thgion’s population lives within 800 metres of
public transport stop with a 30 minute frequencpeitter.

It is therefore recommended that a target of 65%h@fregion’s population by 2020 is living within
400 metres and 80% within 800 metres of a publdodport stop with a 30 minute frequency or
better. The targeted percentage for 800 metresemntnto be in line with the targeted change to
residents within 400 metres.
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Figure 15: Ratio of the total average adult cash fares (September 2008, $) from regional areas to nearest regional centre, and to Wellington CBD; deprived areas and
other areas, sources: GWRC; Statistics New Zealand

Travel to Wellington CBD is more affordable in thajority of regional areas, similar for travel to
nearest regional centre, making public transpoesfaery slightly cheaper in deprivation areas.

There are challenges in interpretation of the Ridl8ted target of more affordable public transport

services in the highest depravation areas. Thivbbas taken to mean that public transport fares are
less expensive for travel to the Wellington CBD dhe nearest regional centre from depravation

areas than from other areas.
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However, for the reasons mentioned in the priotieecthis target measure is inadequate for the
RLTS related outcome. It is therefore recommenda@move this target.

Outcome 1.4 — Reduced passenger transport journey times compared to travel by private
car

2016 RLTS target Peak PT journey times equal to or better than similar journey by car on select routes

NZTS national target | RedUce average journey times

TMIF Indicators NR002 Reliability of travel time (delay/km) (regional data available)

Table 10: RLTS outcome 1.4 target breakdown and TMIF data availability

Isit theright measure?

While this RLTS related target is indirectly reldt® the national NZTS target and TMIF indicator,
it is not directly comparable.

It is recommended that the target be altered doitthaeasures a reducing trend over time without a
set numerical goal.

Isthetarget right?
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Figure 16: AM peak travel time difference between PT and private car (minutes), sources: NZTA, GWRC
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Figure 17: PM peak travel time difference between PT and private car (minutes). Sources: NZTA; GWRC

On average it took 36 extra minutes to travel blgligpuransport than car in AM peak (up from 33)
and 31 extra minutes for PM peak (down from 33) BB09 data for the AM peak reverses a prior
downward trend, although it is uncertain at thiseiwhether a new trend is emerging. During the
PM peak, the reduction in travel time differenceswat enough to follow the trend necessary to
achieve the target.

Significant factors that influence this outcome aedwork reliability issues, the delay in boarding
and alighting from public transport services anel ldvel of traffic congestion. Looking to 2016 we
expect that the rail infrastructure improvementd ans priority measures will reduce the level of
variance between public and private transportpotieliminate it.

There is little that can reasonably be done wifbneseeable affordability envelopes to significantl
increase public transport service speed. Therefihre, achievement of these targets relies on
significant road congestion to slow the private. &&hile some level of congestion is beneficial to
encourage mode shift, too much will have a stromglgative impact on the region’s economy.

Therefore, it is recommended that, as a more t&aliseasure, the target be set as ‘continual
reduction of peak period public transport journieyeis relative to a similar journey by private car
for key selected corridors’ be set for the shortntéout to 2020) in line with the intention of
continued improvement out to 2040.
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Outcome 1.5 — Increased passenger transport reliability

2016 RLTS target Nearly all bus and train services run on time

NZTS national Improve reliability of journey times
target

TMIF Indicators NR002 Reliability of travel time (delay/km) (regional data available)

NRO003 % variability of travel time (road, rail, maritime, aviation) (regional data available)

Table 11: RLTS outcome 1.5 target breakdown and TMIF data availability

Isit theright measure?

This RLTS related target is well aligned with th@T6 national target as both seek to improve
reliability of travel times, although the NZTS ratal target covers both private and public modes.
The RLTS related target is relatively measurabbk @mnsistent with the outcome it sits beneath.

No change in the target measure is recommended.

Isthetarget right?
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Figure 18: Bus and passenger rail services running to time (%). Sources: PT operators; GWRC

In 2009 nearly all bus service have operated willirminutes of scheduled time, and 83%-94% of
rail services arrived or departed Wellington Radt®n within 5 minutes of a scheduled time.

The significant factors influencing this outcome dne reliability of the network and road traffic
congestion. Bus priority measures, rail infrastuoetimprovements and some expansion of the road
capacity signalled in the corridor plans and theTRlare expected to have a positive effect on
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journey time reliability, including public transgorThe introduction of Real Time Information
systems will also incentivise enhanced reliability.

The RLTS related target is well aligned with theT™&and TMIF. There is no specific national
level running time target, but such an alteratian the RLTS related target can improve
interpretation of the data available. There is sameertainty around whether the target has been
met due to the lack of a definition for ‘nearly all

It is recommended that the target be changed tatitnaal improvement in bus and train services
running to time’.

Outcome 2.2 — Improved level of service for pedestrians and cyclists

2016 RLTS target All of strategic cycle network provides an acceptable level of service.
Nearly all urban road frontages served by footpath

NZTS national target None directly applicable

TMIF Indicators AMO010 Travel perceptions of walking (regional data available)
AMO11 Travel perceptions of cycling (regional data available)
11009 Cycle path quality (no data available)

11010 Foot path quality (no data available)

Table 12: RLTS outcome 2.2 target breakdown and TMIF data availability

Isit theright measure?

There is no matching NZTS national target for RISTS related target. The TMIF does include the
Wellington and Auckland travel perceptions survestad At the time of writing, there is no
indication on how the TMIF will measure cycle oofgath quality.

There is some uncertainty around the measurabilitite two targets. With the cycling target, more
clarity is required on what is actually being meagu An enquiry with the Wellington region’s
Territorial Authorities revealed that no suitablatal is collected to enable the development of an
indicator for the footpath target. A separate symweuld need to be commissioned to obtain data.

It is recommended that both the cycle and footpettwork targets be changed to a measure of

perception of cyclist and pedestrian level of senas a combined both ‘good’ and ‘neither good nor
bad’ level of service.
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Isthetarget right?
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Figure 19: Perceptions of cyclist level of service (%), Wellington region. Source: GWRC transport perception surveys
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Figure 20: How ‘hassle free’ is it to get around the region by cycling? (%). Sources: GWRC and ARC transport perceptions surveys

The perception of the level of service for cyclistss been trending slightly downward. Only 29%
gave cyclist level of service a ‘good’ rating, vhB2% said it was poor. When asked how ‘hassle
free’ it was to get around the region by cycling/@8aid it was good while 32% said poor.

26



This is a negative trend since in 2006 only 25%espondents said ‘poor’ when asked how ‘hassle
free’ was cycling.
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Figure 21: Perceptions of pedestrian level of service (%), Wellington region. Source: GWRC transport perception surveys
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Figure 22: How ‘hassle free’ is getting around the region by walking? (%). Sources: GWRC and ARC transport perception surveys
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The perception of the level of service for pedassihas been relatively flat. 67.2% gave walking
level of service a ‘good’ rating, while only 8.6%id it was poor. When asked how ‘hassle free’ it
was to get around the region by walking 69% sawbis good while 10% said poor.

This is a slightly negative trend since in priomays the percentage of respondents who said
walking was good when asked how ‘hassle free’ & wambered in the low 70s.

While better than cycling, the level of service ¥aailking is still disappointing.

Significant factors influencing this outcome inadtudinvestment in cycling and walking
infrastructure and activities, driver and cyclisaining, and other road safety activities. The
Regional Cycling, Walking and Road Safety Plansiti¢he actions GWRC and the various road
controlling authorities will undertake going forwdato 2020. If these plans are implemented it is
likely to result in an improved perception of lewdlservice for the cycling and footpath networks.

It is recommended that a 2020 target of 70% ofaredpnts report a ‘good’ or ‘neither good nor
bad’ level of service for the regional cycle netwand 95% of respondents report the same for the
regional footpath network.

These targets are ambitious, especially for cyclng more realistic out to 2020.

Outcome 2.3 — Increased safety for pedestrians and cyclists

2016 RLTS target Fewer than 100 pedestrians injured in the region per annum
Fewer than 75 cyclists injured in the region per annum

NZTS national target Reduce road deaths to no more than 200 per annum by 2040

Reduce serious injuries on roads to no more than 1,500 per annum by 2040

TMIF Indicators None directly applicable

Table 13: RLTS outcome 2.3 target breakdown and TMIF data availability

Isit theright measure?

The NZTS does not contain a national level targetcgically for reduced cyclist or pedestrian
casualties, nor does the TMIF track those numbheesifically. Given that the Wellington region has
specific and considerable issues with pedestri@hcglist casualties, a target that measures those
casualties is considered essential.

There is some inconsistency with the recommended noad safety target, in that all casualties
(fatal, serious and minor) are included in thesgeis while the recommended new key outcome
target measures only fatal and serious injury ddaessaHowever, pedestrians and cyclists are more
vulnerable in minor incidents than many other raaers.

No change is recommended in the measure.
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Isthetarget right?
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Figure 23: Pedestrian casualties in Wellington City and the rest of the region. Calendar year. Source: NZTA

2008 total pedestrian casualties numbered 167n@ease from 153 the previous year. Of those,
Wellington City comprised 100 pedestrian casualti#sng up the RLTS target itself.
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Figure 24: Cyclist casualties in Wellington City and the rest of the region. Calendar year. Source: NZTA
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The Wellington region had 149 cyclist casualties2@08, one less than in 2007. Of those
Wellington City made up 89 cyclist casualties, edirg the RLTS target set for the whole region.

Pedestrian and cyclist casualties are significastigs in the Wellington region, especially for
Wellington City. The current trends indicate thag RLTS target will not be met by 2016 without
significant effort and investment. Significant fag that influence this outcome are investment in
cycling and footpath network improvements, driverd ecyclist training, and other road safety
activities. The Regional Cycling, Walking and Rdaafety Plans detail the projects and activities
that are intended to improve the cyclist and pedastasualty numbers.

If the regional plans are implemented together witbng initiatives at the national level, sigreifind
improvements in cyclist and pedestrian safety carathieved. The national target seeks a 50%
reduction in all road deaths and serious injuryialiges, cyclists and pedestrians included.

Safer Journeys 2020 aims to achieve a reduced crash risk for pedestrend cyclists while
encouraging more use of these modes through imgravieastructure. While reduced risk is a
different measure than a reduced number of casadlie two are fairly well aligned.

Stakeholder comments also indicate the desiretér Hie target to a measure of reduced rate of
casualties. The issue with this type of measurthas there is currently no clear information on
annual pedestrian and cyclist numbers except fdlivgeon City cordon surveys.

Cyclists and pedestrians are particularly vulnexaiblad users in the Wellington region, and the
ambition of the RLTS target is recommended to ctfileat.

It is therefore recommended that the RLTS targ25% reduction in all casualties for both cyclists
and pedestrians.

That means the two 2020 targets are recommended thanged to ‘a reduction in the number of
pedestrian casualties to no more than 125" anddaation in the number of cyclist casualties to no
more than 110'.

Outcome 3.2 — Reduced private car mode share

2016 RLTS target Private vehicles account for no more than 62% of region wide journey to work trips

Reduce the kilometres travelled by single occupancy vehicles, in major urban areas

NZTS national target on weekdays, by 10% per capita by 2015 compared to 2007

TMIF Indicators TP002 Mode shifts in total trip legs (regional data available)
TP004 Ratio of PT trip legs and driver trip legs (no regional data available)

TP006 Mode share for journey to work (regional data available)

Table 14: RLTS outcome target breakdown and TMIF data availability
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Isit theright measure?

While there is no directly comparable NZTS natigiaaget to this RLTS target the NZTS does seek
a reduction in VKT in major urban areas. The RLT&asure is consistent with the TMIF indicator
TPO0O06 in that they both track private vehicle mgtare, although the data sources are different.
GWRC gets its information from the NZ Census, wiNleT uses the Ongoing Household Travel
Survey. The MoT survey does not provide adequata @& assessing long term trends with
confidence and the Census data has a much lanypiesaize.

The target is measurable by ‘how much and when’chnge is recommended.

Isthetarget right?
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Figure 25: Motor vehicle mode share of journey to work (%). Source: Statistics New Zealand

In 2006, 69% of journey to work mode share was fyape car, slightly down from the previous
year. There is an overall downward trend that rss@ient with achieving the RLTS target by 2016.

Significant factors that influence this outcome farel price changes, travel time reliability, netkwo
capacity and land development patterns. Lookin@Q@&6 we expect that real time information
systems, improvements to the rail infrastructurd population shifts towards the inner city will
reduce private vehicle mode share for journey tckviaps.

The targeted change is potentially attainable ansl iecommended to reduce the number to 61%
private vehicle journey to work trips by 2020 —line with public transport (Outcome 1.1) and
active mode share (Outcome 2.1) changes.
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Outcome 3.3 Reduced fuel consumption

2016 RLTS target No more than 442 mega litres of petrol and diesel per annum will be used for transport

NZTS national target Become one of the first countries to widely use electric vehicles

TMIF Indicators None directly applicable

Table 15: RLTS outcome 3.3 target breakdown and TMIF data availability

Isit theright measure?

The NZTS national target is only indirectly relatedthe RLTS related target. National level fuel
sales are not tracked as an indicator in the TMItks RLTS related target is not inconsistent with
the NZTS. Potential changes in reporting methodplag) in the RLTS key outcome for reductions
in greenhouse gases suggest that this related tagdtered along similar lines as well.

It is recommended that the target be altered tooll‘the line’ target at a certain year, rathentha
specific numeric value.

Isthetarget right?
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Figure 26: Fuel (diesel and petrol) consumption (M litres), Petrol price index, Wellington region. Sources: local authorities; Statistics New Zealand

451 million litres of fuel were sold in financiaégr 2009 in the Wellington region, down from 463
in 2008. While there has been an overall slighitp@strend of decreasing fuel sales over the past
five years, since 2001 fuel sale have slightlyéased by 2.4%.

The year at which fuel sales are currently targed€told the line’ at is 2001.
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Significant factors that influence this outcome tire fuel efficiency of the vehicle fleet, fuel Eei
changes, economic and population growth, land deweént patterns, and mode share distributions.
Most of these factors are outside the control of REW

Mode shift is encouraged through projects and gietss detailed in the Passenger Transport,
Walking, Cycling, and Travel Demand Management ®laich sit underneath the RLTS. Land
development patterns are influenced by the Regieokty Statement and District Plans.

It is recommended to change the target to ‘petndl diesel per annum used for transport purposes
will remain below year 2001 levels’ in order to iease flexibility.

Outcome 3.4 — Increased private vehicle occupancy

2016 RLTS Vehicles entering Wellington CBD during AM peak contain on average at least 1.5 people

target per vehicle

NZTS national Reduce kms travelled by single occupancy vehicles in major urban areas by 10% per

target capita from 2007 values by 2015

TMIF Indicators TV010 Mean light 4-wheeled vehicle occupancy (people/km) (regional data available)

TV013 Distance per capita travelled in single occupancy vehicles in major urban areas on
weekdays (regional data available)

Table 16: RLTS outcome 3.4 target breakdown and TMIF data availability

Isit theright measure?

The RLTS related target is broadly consistent wiita NZTS national target in that both seek to
reduce single occupancy vehicles use in urban arEather GWRC nor the local authorities collect
vehicle occupancy data on a per kilometre travebadis, as the TMIF does with the Ongoing
Household Travel Survey. Rather, GWRC uses theotosdirvey conducted by WCC to annually
track vehicle occupancy in the largest urban aneghe region.

The RLTS related target is measurable by ‘how martt when’. No changes in the measure are
recommended.
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Figure 27: Wellington CBD cordon inbound vehicle occupancy, weekday AM peak, March. Source: Wellington City Council

In 2009, the average vehicle occupancy of carsriegt¢he Wellington CBD was 1.37 people per
car. This result is down slightly from 2008 whee tiverage vehicle occupancy was 1.39 people per
car. The overall trend is rather static, indicatihgt increased effort in this area is required to
achieve the RLTS related target.

Significant factors influencing this outcome arelfprices and awareness of and access carpooling
information. GWRC has implemented the ‘let's cafdpa@bsite with the aim of increasing vehicle
occupancy on journey to work trips throughout thgion.

The target is more realistic out to 2020. No changle target magnitude is recommended.

Outcome 4.2 — Maintained vehicle travel times between communities and regional
destinations

2016 RLTS target No decrease in average vehicle journey “speeds” shown in travel time surveys for
selected key routes

NZTS national Reduce average journey times
target Improve reliability of journey times

TMIF Indicators NRO002 Reliability of travel time (delay/km) (regional data available)
NRO003 % variability of travel time (road, rail, maritime, aviation) (regional data available)
NROO4 Average journey times for key corridors (road, rail, maritime, aviation) (no data)

Table 17: RLTS outcome 4.2 target breakdown and TMIF data availability
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Isit theright measure?

The RLTS related target of maintaining journey &g& is roughly consistent with the NZTS

national target of reduced journey times and wiehad with the NZTS target of improved journey

time reliability. These RLTS related targets areaswed using the same data from the NZ
Transport Agency for the Wellington region as octiéel for the TMIF.

The RLTS target is well aligned with the TMIF arsdmneasurable, but vague and leads to uncertain
interpretation. There is a good possibility thad thdicator used to measure this RLTS related targe
may change.

Therefore, it is recommended that a target yeasdbeat which journey ‘speeds’ are desired to be
maintained. This will increase certainty around théerpretation of indicators used to assess this
target.
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Figure 28: Road network average vehicle speeds (km/h), Wellington region. Source: NZTA

The average vehicle speeds on selected routeggdenAM peak was 50 km/h in 2009, up from 47
km/h in 2008. During the inter-peak the averageiclerspeeds was 52 km/h (50 km/h in 2008).
During the PM peak, average vehicle speeds wasrBR, kalso up from 50 km/h in 2008. Therefore,
the overall all day average vehicle speeds on w&leoutes in the Wellington region was 54 km/h
in 2009, which was up from 52 km/h in 2008.

The overall long term trend in average vehicle dpag roughly neutral across all time periods.
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Significant factors influencing this outcome argplation and economic growth, network reliability
and the level of congestion. It is expected thaess of the high third priority public transpoma
roading activities identified in the Regional Lahchnsport Programme 2009 — 2012 would have a
positive effect on average journey ‘speeds’ anes$iracross all periods of the day.

There is currently some uncertainty as to whether dverall neutral trend indicates the RLTS
related target of ‘no decrease’ is being met. Qaks back to 2003, and that year is the same as the
one recommended in changes to the congestion kegroe target (‘hold the line’ at 2003 values).

Therefore, it is recommended that the target bag@ to ‘average vehicle journey “speeds” shown
in travel time surveys for selected routes will e@mat or above 2003 levels.’

Outcome 4.3 — Improved reliability of the strategic roading network

2016 RLTS target Key routes are very rarely affected by closure

NZTS national target Improve reliability of journey times

TMIF Indicators NRO0O02 Reliability of travel time (delay/km) (regional data available)

Table 18: RLTS outcome 4.3 target breakdown and TMIF data availability

Isit theright measure?

The RLTS related target and the national NZTS taage roughly consistent. Road closures due to
Police response to incidents is a key factor inrjey time reliability on the roading network. The
NZTS target and TMIF indicators focus on congestiaich is more consistent with RLTS
outcome 4.1: Reduce severe road congestion.

There is no need to measure congestion twice ardftire, it is recommended that road closures be
kept as an indicator for this RLTS related target.
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Figure 29: Total incident minutes (000) and total vehicles delayed (M) on the strategic roading network, Wellington region. Calendar year. Source: NZ Police; GWRC
WTSM

In 2008, 2,180 total incident hours were recorded a.18 million vehicles were delay. This is a
slight worsening trend since 2,050 incident hourd 3.27 million vehicles were delayed in 2007.
The data indicates that in 2008 more incidents weduon the strategic roading network during
times when travel demand was less.

Significant factors that influence this outcome amneer behaviour and the safety design work of the
road. Activities to be undertaken by 2016 by tHewant road controlling authorities are detailed in
the Regional Road Safety Plan.

There currently is no definition for ‘very rarelyvhich makes interpreting the indicator values
difficult. Little analysis has thus far been contlatto determine an appropriate numeric value for
the number of incident hours or vehicles delayed.

Therefore, it is recommended that the target begde to ‘continual reduction in total incident
hours’ to reverse current trends and aid interficetaf the data received.
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Outcome 6.2 — Improved integration between transport modes

2016 RLTS target Majority of passenger transport services covered by integrated ticketing

NZTS national Improve reliability of journey times
target

TMIF Indicators None directly applicable
NRO0O3 % variability of travel time (road, rail, maritime, aviation) (regional data available)

Table 19: RLTS outcome 6.2 target breakdown and TMIF data availability

Isit theright measure?

This RLTS related target is broadly consistent wiith relevant NZTS national target, as the RLTS
target is a subset of improved reliability of joeyntimes. There are no dedicated TMIF indicators
for public transport reliability, although the TMI#foes track the percentage variability of travel
times on public transport (NROO3).

Integrated ticketing is not the only measure oégnation between modes. Others include park and
ride (private vehicles and trains), cycle locketdrain stations, as well as other improvements in
cycling and walking facilities.

No change is recommended to the current targetatather target to cover park and ride and cycle
lockers are recommended to broaden the scope rstitigooutcome as well as cover data currently
gathered for the AMR.
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Figure 30: Number of vehicle car parks and cycle lockers at railway stations, Wellington region. Source: GWRC
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There is no direct data available on this RLTStegldarget as an integrated ticketing system is yet
to be implemented. As of 2009, there were 4,807clelparking spaces at rail stations and 132
cycle storage spaces. This represents a positaral tin the Wellington region towards greater

integration of transport modes.

The significant factor influencing this outcomefisiding available for investigation, design and
construction of these projects and activitiess lexpected that by 2016 the number of park and ride
car parks and cycle lockers will increase.

It is recommended that a new target to RLTS outcér@ebe added: ‘Continued improvement in
walking, cycling and park ‘n ride facilities at aatbund public transport interchanges.’

Outcome 6.3 — Sustainable economic development supported

2016 RLTS target Reduced vehicle kilometres travelled per GDP

NZTS national target None directly applicable

TMIF Indicators FT001 Transport and storage GDP (no regional data available)
FT002 Transport and storage as a % of GDP (no regional data available)

FT003 Annual change in transport and storage GDP as a % of total GDP (no regional
data available)

Table 20: RLTS outcome 6.3 target breakdown and TMIF data availability

Isit theright measure?

There is no national NZTS target directly applieata this RLTS related target.
The TMIF data combines transport (all modes) arutage industries together and is not yet
available for the Wellington region. The RLTS tdrgedesigned to promote economic development

and growth that is less reliant on road freightw#dllow-on effects of improved road travel speeds,
journey time reliability, and variability resultifgom congestion.

There is some uncertainty around the interpretaifdhis related target as it is currently measured

Therefore, it is recommended that the target beifieddto measure a reducing trend in vehicle
kilometres travelled per GDP.
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Isthetarget right?
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Figure 31: State highway VKT per GDP. Sources: NZTA; Business and Economic Research Limited (BERL)

The ratio of state highway vehicle kilometres titageper GDP increased by 5% in 2008. However,
there is an overall downward trend with a 9% drofhe ratio between 2002 and 2008.

Significant factors that influence this outcome population and economic growth, economies of
scale and economic efficiencies in the freight @eduel prices, and the distribution of businesses
throughout the region. GWRC does not control sdvefahese factors but does advocate for
shifting freight onto other modes where appropriate

It is recommended that the relative measure ofttriget is kept, but to clarify interpretation bkt
target be amended to read ‘continued reductioreimcle kilometres travelled per GDP.’

Outcome 6.4 — Improved transport efficiency

2016 RLTS target Reduced passenger transport expenditure per passenger
Reduced roading expenditure per GDP

NZTS national target None directly applicable

TMIF Indicators None directly applicable

Table 21: RLTS outcome 6.4 target breakdown and TMIF data availability
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Isit theright measure?

No national level target in the NZTS or TMIF dasaapplicable to these RLTS related targets. The
TMIF measures length and quality of various paftthe transport infrastructure (11001-11014) but it
is as yet unclear how the quality will be assessed.

The purpose of this RLTS related outcome is to ouprthe economic efficiencies of the public
transport and roading networks in the region sd thay operate at less cost to the ratepayer as
usage and the economy grows respectively. Thegetsaare relatively measurable but there are
some uncertainties concerning the interpretatiorecoéived data.

NZ Transport Agency funding efficiency tests arengsidered a better mechanism to measure
financial efficiency. The RLTS also contains pagi(Chapter 8.8) that address financial efficiency.

The targets and the related outcome they measeire@wmmended to be removed.

Isthetarget right?

2.0

/

1.6

1.2

0.8

0.4

0.0
2002 2003 2004 2005 2006 2007 2008 2009

Figure 32: Average public transport expenditure ($) per passenger. Source: GWRC

Public transport operating expenditure has condigteisen, up 45% since 2002. In 2009, operating
expenditure increased 8.7%.
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Figure 33: Roading expenditure ($) per GDP. Sources: Road Controlling Authorities (RCA); BERL

Road expenditure was up 0.3% per GDP in 2008 frOm8% in 2007. Expenditure on roads has
risen 63% from 2002.

The AMR data documents a worsening trend as moreegis spent on running the public transport
service per passenger and building and maintairdagds per unit of GDP. However, it is expected
that already committed investments will stimulateblpc transport patronage and GDP growth
respectively.

These targets signal Greater Wellington’s desirge®long term gains in the financial efficiency of
the land transport network.

Significant factors influencing this outcome are tavels of investment in road and public transport
projects and activities, economic and populatioomgih, and mode shift for total trips within the
region. GWRC acts in cooperation with local coumehd central government agencies for a level
of funding in accordance with the strategic objeediand outcomes as set out in the RLTS, but has
no to some influence over the other factors respsygt

Currently, it is expected that roading expendituik significantly increase in the Wellington regio
with the announcement of the suite of projects adothe State Highway 1 Wellington Northern
Corridor Road of National Significance (RoNS).

It is also expected that the level of expenditunepablic transport expenditure will decrease once
the current committed network and rolling stockjects are completed.
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Both these expected expenditure changes run cotntke intention of the two related targets, and
therefore are now considered unrealistic. Howethery do provide useful information to potentially
help interpret ‘value for money’ in terms of transpefficiency measured operationally by mode
share, reduced congestion and single occupancygledhrgets.

It is recommended to remove these targets, butreanto include the measures in the AMR.

Since these two targets are the only measuresi®related outcome, it is also recommended to
remove Outcome 6.4 — Improved transport efficiency.

Outcome 7.2 — Improved inter-regional freight efficiency

2016 RLTS target All infrastructure constraints to rail freight movements are removed

NZTS national target Increase rail freight share to 25% of tonnes per km by 2040

TMIF Indicators FTO009 Freight tonne-kilometres - inter-regional mode share (no data available)

Table 22: RLTS outcome 7.2 target breakdown and TMIF data availability

Isit theright measure?

The RLTS related target is broadly consistent wiite NZTS national target, as both seek to
increase freight rail mode share.

The related target is meant to encourage improventethe rail network to make rail freight more
competitive and feasible for long haul trips. By vimg long distance heavy load freight off the
roads, follow-on benefits are expected includindueed maintenance cost for road repairs, reduced
congestion and travel time variability, reduced¢taimes along key routes, and improved safety.

Rail freight information is commercially sensithamd amounts of freight movement by different
modes are measured in different units that aremwiparable.

Therefore, it is recommended that the measurei®taiget not be changed.

Isthetarget right?

The infrastructure constraints on rail freight manaats are currently being addressed by KiwiRail
in cooperation with GWRC and local authorities. MR contains an indicator for the amount of
inter-regional freight moving through the Wellingteegion through the port, by ferry, road and rail
as an index set to 1997 amounts for each. Ragltés measured as total tonnes moved, not on a
per kilometre basis.

The significant factor influencing this outcometl®e level of investment on the rail network.
GWRC acts in cooperation with local councils andtad government for funding in line with the
strategic objectives and outcomes set out in thESRénd the Regional Rail Plan.

The current absence of regional data from the TBUEgests that no change to the current target
setting is necessary.
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Conclusions
This section details the conclusion laid out in plager.
Overall target analysis

The analysis of the targets for the 2007-16 RLT® &ed related outcomes shows that there is
general consistency and good alignment betweeNZIT&S national level targets.

Often regional indicators and national indicatatiBse different sources of information, but in nhos
cases the differences are relatively minor. Theee reo significant gaps in reporting methods
between NZTS national targets and RLTS key outcsimetch targets.

There is less consistency amongst the RLTS relat¢cbmes and associated targets with national
level NZTS targets and TMIF indicators. Howeveristis to be expected as the RLTS related
outcomes correspond primarily to issues specifihéowWellington region.

The removal of related outcome 6.4 — Improved partsefficiency is not considered significant
enough to change the ‘refresh’ nature of this Rkd\8ew.

Inter-regional outcome

The inclusion of inter-regional outcomes is a n@guirement of the amended legislation (LTMA
77(a)). Talks with Horizons Regional Council ane tiechnical working group lead to an agreed
inter-regional outcome of:mproved safety, efficiency and reliability of strategic road, public
transport and freight linksto the north of theregion.

This outcome would encompass the SH1 Road of NaltiSignificance, North Island Main Trunk
rail line as well as SH2 through Wairarapa.

Measurement of this outcome would consist of refees to the targets for RLTS outcome 4.1
(congestion), 4.3 (reliability), 5.1 (safety) an® {inter-regional freight) interpreted in an inter
regional context.

Preliminary recommendations
Objective 5 of this paper is to set out recommendatfor changes to the 2007-16 RLTS targets.

The following table lists the RLTS outcome targéte principle that guided the 2016 target setting,
and recommendations based on the above NZTS ang ahdlysis.

These recommendations are preliminary as no fieailstbn has yet been made on the timeframe the
RLTS targets will cover, or the composition of taegets in the forthcoming 2010 — 2040 RLTS.
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RLTS key outcomes

Current RLTS 2016 target

Principle of 2016 target

Proposed RLTS 2020 target

Principle of 2020 target

1.1 Increased peak period
public transport mode share

Passenger transport accounts for
at least 25 million peak period
trips per annum

Double public transport use
compared to 2005/06

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

Continue significant growth in
public transport use, taking
account of current trends and
projections

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

Public transport more
competitive with private car

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

Continue significant growth in
public transport mode share

2.1 Increased mode share
for pedestrians and cyclists

NEW TARGET

NEW TARGET

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

NEW - continue significant
growth in active mode use

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

Increase use and safety of
walking and cycling

Active modes account for at least
16% of region wide journey to
work trips

Continue significant growth in the
use of active modes for journey
to work trips

3.1 Reduced greenhouse
gas emissions

Transport generated CO»
emissions will remain below
1,065 kilotonnes per annum

Hold the line at 2001 levels

Transport generated CO»
emissions will be maintained
below year 2001 levels

Hold the line despite population
and economic growth

4.1 Reduced severe road
congestion

Average congestion on selected
roads will remain below 20
seconds delay per km travelled
despite traffic growth

Hold the line at 2003 levels

Average congestion on selected
roads will remain below year
2003 levels despite traffic growth

Hold the line despite projected
traffic increases
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RLTS key outcomes

Current RLTS 2016 target

Principle of 2016 target

Proposed RLTS 2020 target

Principle of 2020 target

5.1 Improved regional road
safety

There are no road crash fatalities
attributable to roading network
deficiencies

Road design does not
contribute to fatal road
crashes

There are no road crash fatalities
attributable to roading network
deficiencies

Ensure the road network is
engineered to be as safe as
reasonably possible

NEW TARGET

NEW TARGET

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

Reverse current trends in road
casualties

20% reduction in fatal and
serious road casualties over 12
years equates to around 300 by
2020

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

All large subdivisions and
developments include
appropriate provision for walking,
cycling and public transport

Increase use and safety of
public transport, walking and
cycling

All new subdivisions and
developments include provision
for walking, cycling and public
transport as appropriate

Ensure all new subdivision and
developments appropriately
account for potential walking,
cycling and public transport
benefits

7.1 Improved regional

Improved road journey times for

Improve regional freight

Improved road journey times for

Encourage and facilitate

freight efficiency freight traffic between key transport efficiency freight traffic between key economic growth
destinations destinations
8.1 Improved safety, NEW TARGET NEW TARGET Progress measured using Ensure vital links between

efficiency and reliability of
strategic road, public
transport and freight links to
the north of the region

information collected for
congestion (4.1), reliability (4.3),
safety (5.1) and inter-regional
freight (7..2)

Wellington and the rest of the
North Island are maintained and
improved
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RLTS related outcomes

Current RLTS 2016 target

Principle of 2016 target

Proposed RLTS 2020 target

Principle of 2020 target

1.2 Increased off-peak
public transport use and
community connectedness

Passenger transport account for
at least 25 million off peak period
trips per annum

Increase PT competitiveness
for journey to work trips

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

Continue significant growth in
off-peak public transport trips

1.3 Improved public
transport accessibility for all,
including the transport
disadvantaged

80% of passenger transport
services are guaranteed to be
wheelchair accessible

Significantly improve disabled
groups access to public
transport

90% of public transport services
are guaranteed to be wheelchair
accessible

Improve accessibility for those
with physical disabilities

Most of the region’s residents
live within 400 metres (5 min
walk) of a bus stop or train
station with a service frequency
of at least 30 minutes

Improve coverage of public
transport services

65% of the region’s residents live
within 400 metres (5 min walk)
and 80% within 800 metres of a
bus stop or train station with a
service frequency of at least 30
min

Improve regional coverage and
reach of the public transport
network

Passenger transport services in
the highest deprivation areas are
more affordable

Improve affordability of public
transport to low-income
groups

REMOVE

Deprived areas are only one part
of the transport disadvantaged.

The Regional Public Transport
Plan addresses the affordability
of services to the transport
disadvantaged

1.4 Reduced public
transport journey times
compared to travel by
private car

Peak period passenger transport
journey times are equal to or
better than a similar journey
undertaken by a private car for
key selected corridors

Make public transport more
competitive with private
vehicle use

Continual reduction of peak
period public transport journey
times relative to a similar journey
by private car for key selected
corridors

Improve competitiveness
between peak period public
transport services and private
cars without significant
deterioration of private vehicle
service

1.5 Increased public
transport reliability

Nearly all bus and train services
run on time

Provide a reliable public
transport service

Continual improvement to bus
and train services running to time

Improve reliability of public
transport services
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RLTS related outcomes

Current RLTS 2016 target

Principle of 2016 target

Proposed RLTS 2020 target

Principle of 2020 target

2.2 Improved level of
service for pedestrians and
cyclists

All of the strategic cycle network
provides an acceptable level of
service

Increase use and safety of
cycling

70% of people report a “good” or
‘neither good nor bad” level of
service for the strategic cycle
network

Encourage continued growth in
cyclist numbers

Improve cyclist safety

Nearly all urban road frontages
are served by a footpath

Increase use and safety of
pedestrians

95% of people report a “good” or
‘neither good nor bad” level of
service for the strategic
pedestrian network

Encourage continued growth in
pedestrian numbers

Improve pedestrian safety

2.3 Increased safety for
pedestrians and cyclists

Fewer than 100 pedestrians
injured in the region per annum

Reduce by one-third the 2005
regional pedestrian casualty
levels

A reduction in the number of
pedestrian casualties to no more
than 125

Pedestrians are particularly
vulnerable transport users

Reduce pedestrian casualties by
25% over 12 years from 2008
levels, taking account of current
trends and increased use

Fewer than 75 cyclists injured in
the region per annum

Reduce by one-third the 2005
regional cyclist casualty
levels

A reduction in the number of
cyclist casualties to no more than
110

Cyclists are especially vulnerable
transport users

Reduce cyclist casualties by
25% over 12 years from 2008
levels, taking account of current
trends and pressures

3.2 Reduced private car
mode share

Private vehicles account for no
more than 62% of region wide
journey to work trips

Continue reduced rate of
private vehicle journey to
work trips (converse of PT,
walk, cycle trips)

Private vehicles account for no
more than 61% of region wide
journey to work trips

Limit the growth of commuter
road traffic volumes from private
vehicles
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RLTS related outcomes

Current RLTS 2016 target

Principle of 2016 target

Proposed RLTS 2020 target

Principle of 2020 target

3.3 Reduced fuel
consumption

No more than 442 mega litres of
petrol and diesel per annum will
be used for transport purposes

Hold the line at 2001 levels

Petrol and diesel per annum
used for transport purposes will
remain below year 2001 levels

Hold the line along with the CO2
target

3.4 Increased private
vehicle occupancy

Vehicles entering the Wellington
CBD during the 2 hour AM peak
contain on average at least 1.5
people per vehicle

Making more efficient use of
the existing system

Vehicles entering the Wellington
CBD during the 2 hour AM peak
contain on average at least 1.5
people per vehicle

Improve the efficiency of the
road network

4.2 Maintained vehicle
travel times between
communities and regional
destinations

No decrease in average vehicle
journey “speeds” shown in travel
time surveys for selected routes

Making more efficient use of
the existing system

Average vehicle journey
“speeds” shown in travel time
surveys for selected routes will
remain at or above 2003 levels

Hold the line despite projected
traffic increases

4.3 Improved reliability of
the strategic roading
network

Key routes are very rarely
affected by closure

Maintain reliability of road
travel times

Continual reduction in total
incident hours

Improve safety of the road
network

Ensure roads are engineered to
recover as quickly as possible
after natural hazard incidents

6.2 Improved integration
between transport modes

The majority of passenger
transport services covered by
integrated ticketing

Improve integration of rail and
bus services

The majority of public transport
services covered by integrated
ticketing

Provide a transport system that
is easy and simple to use

NEW TARGET

NEW TARGET

Continued improvement in
walking, cycle and park ‘n ride
facilities at and around public
transport interchanges

NEW - continue integrating all
modes

6.3 Sustainable economic
development supported

Reduced vehicle kilometres
travelled per GDP

Decouple road traffic growth
from economic growth

Continued reduction in vehicle
kilometres travelled per GDP

Improve the travel efficiency of
economic growth
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RLTS related outcomes

Current RLTS 2016 target

Principle of 2016 target

Proposed RLTS 2020 target

Principle of 2020 target

6.4 Improved transport
efficiency

Reduced passenger transport
expenditure per passenger

Make PT expenditure more
efficient per passenger
(economies of scale)

REMOVE

NZ Transport Agency funding
efficiency tests are a better
mechanism than a strategy
target

Reduced roading expenditure
per GDP

Decouple road investment
from economic growth

REMOVE

NZ Transport Agency funding
efficiency tests are a better
mechanism than a strategy
target

7.2 Improved inter-regional
freight efficiency

All infrastructure constraints to
rail freight movements are
removed

Improve regional freight
transport efficiency

All infrastructure constraints to
rail freight movements are
removed

Increase competitiveness of rail
for long haul freight movement
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