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Chairman’s Chat

Recently, the Ministry of Transport released “Safer Journeys” which provided the IPENZ
Transportation Group with the opportunity to have our say on the next Road Safety Strategy. Once
again, we have been working with IPENZ to develop a draft submission on behalf of the Group and
which was circulated to all Group members for feedback. While | appreciate that there was a tight
timeframe, a few of our members did take the time to provide some excellent feedback and | pass
on my thanks to them. However, | was disappointed that more members of the Group did not
provide any feedback which makes it hard for the National Committee to develop a submission in
the interests of the majority of the Group. Nonetheless, by the time you get this, IPENZ and the
IPENZ Transportation Group will have put in a submission on a comprehensive range of possible
initiatives targeted towards markedly reducing the road toll through to 2020. We recognise that
road safety engineering will play a significant role in this as will the need for our profession,
especially road controlling authorities to become more proactive in addressing the road safety
problem on their roads. | am mindful that some have already adopted this approach and they are
to be commended for doing so.

I noted in my last Chairman’s Chat about the lack of liaison between the IPENZ Transportation
Group Branches and their respective IPENZ Branches. However, recent issues have seen that we
as a Group can do better especially between the National Committee, the Branch Committees, and
Technical Sub-group Committees. Effective communication provides a mechanism to ensure that
all Committees are well aware of what is happening at the various levels and to provide
opportunities for feedback or action especially for the National Committee from Branch
Committees. The National Committee has done a large amount of work in terms of the
management and administration role to provide guidance for all those involved on a Committee in
regard to roles, responsibilities, and processes and in such a way that allows for Branch
Committee members to serve on the National Committee. | know that the minutes of the National
Committee are sent out to the Chair and Administrator of each Branch however these will not get
through if the National Committee is not made aware of the Branch Committee members and their
respective Committee positions. However, my personal thanks to those Branch Committees who
have been providing feedback and minutes of their meetings.

The National Committee has identified a consultant to assist the National Committee in developing
the Group’s new Group Strategic Plan. Through this process, there will be close liaison with
Branch Committees and Technical Sub-group Committees to ensure that all of the Group’s
activities are catered for. Once the draft is developed from this process, it will be forwarded to all
members for their comment later this year and it is imperative that you provide your input. The aim
is to have the final Strategic Plan adopted at the AGM during the Transportation Conference in
Christchurch in late March 2010.

On a final note, the Canterbury/West Coast Branch is making good progress on the 2010
Transportation Conference in late March. The call for papers has gone out and | invite you to take
the time to put together a paper. Remember that its success is dependent on your papers
presented, and your attendance. | know that those who do attend will benefit given the opportunity
for knowledge sharing and networking, and to find out what else is happening around New
Zealand.

/6%

Bruce Conaghan
September 2009



Editorial

Greetings from the UK where | am currently doing some work with the Highways Agency scoping
out a roadmap for improving their asset management performance. From my role on the Auckland
Motorway Alliance, it is interesting to note the common challenges that are faced on either side of
the world — issues of incomplete data sets, a movement to focus on the customer rather than just
the asset, and the ever increasing expectations of the road user are united challenges facing us all.

Last week | spent a few days in Brussels (also on work) and was impressed by the large selection
of bicycles available for public use (refer sample below). Less impressive was that in walking
around the city, | didn’t see a single person using them. | am unsure of the overall viability of the
scheme, but presumably the benefits outweigh the costs.

A few weeks back we surveyed you on the format of the Roundabout going forward, and the
results of that survey are included in this edition. For most of you, the paper version will be a thing
of the past — just as soon as we work out how to get your preferences recorded we will implement
the change. It was a good solid response (around 40% of members) and had a pretty clear winner
in terms of the format people want to see going forward.

This issue contains a number of good member contributions — hopefully they will spark some
letters to the editor. The survey a while back indicated you wanted more member articles, so feel
free to send them on in for publishing.

I am hoping to still get another issue out the door before xmas — it will be a short one, so if you
have anything you want to say, then send it on along by the end of November.

Regards
lan
Dr lan Greenwood, Editor Roundabout

Opus International Consultants, PO Box 5848, Wellesley St, Auckland
Email: ian.greenwood@opus.co.nz.
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Letters to the Editor

In the absence of any letters to the editor, some images sent to me.

[Apologies for the language in the poster below — but it is just the way it was sent to me — Ed]




Members Information

A couple of corrections to the last edition:
- Francis Norku is from MWH not Beca and
- Richard Jenkins is in the Waikato/BOP region not Auckland/Northland.

Welcome to New Members of the IPENZ Transportation Group.

The management committee of the group have approved the nomination of the following new
members and affiliate members.
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New Affiliate Members
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Membership enquiries can be directed to the membership secretary:

Matt Ensor

Beca

PO Box 6345
Auckland
Matt.ensor@beca.com




By Malcolm Douglass

This is a history from 1956 to 2006 of the activities and the members of the Transportation Group of the
Institution of Professional Engineers New Zealand.

This informative record also considers the changing environment, the political circumstances and the
evolution of transportation in New Zealand over the past 50 years. With 33 illustrated pages of photographs
and drawings it will be of interest to those involved in land transport which is so necessary to a modern and
vibrant community.

The book contains a wealth of historic and institutional detail of interest to professionals, elected politicians
and people involved in planning and community development.

This record fills a gap of value to engineers and the book will provide a ready reference on many aspects of
the landmarks and development of land transport in New Zealand.

Copies available by contacting;

Don McKenzie | Senior Associate

Traffic Design Group Ltd | PO Box 2592 | 16 Turner Street | Auckland | New Zealand
| ph 64 9 302 0901 | fax 64 9 373 3539 | www.tdg.co.nz

Cost $25 incl GST and P&P in NZ.

All NEW members of the IPENZ Transportation Group w ill receive a FREE copy of the above book.
Prospective members, please complete the form a few pages on.

Side Thrust Gauges

The Transportation Group purchased a stock of this essential traffic engineering tool, thanks to the
initiative of Land Transport NZ (Christchurch office). ViaStrada Ltd, who volunteered to organise
the distribution and hold the stock on behalf of the Transportation Group, still have approximately
20 units available. If you haven't placed an order yet but would like to, please contact
helen@viastrada.co.nz.

Please see http://viastrada.co.nz/story/side-thrust-gauges for more details.

Costs are $207.10 for the side thrust gauge, and $169.90 for the suction clamp to fasten the device
to your vehicle. They can be purchased together or separately. Prices are exclusive of GST and
courier costs, however if you collect the items yourself, the courier cost will be waived.




| Bridget Burdett (secretary for the Waikato/BOP area) has moved from AECOM to Beca
(both in Hamilton).

[ | At the Walking Awards 2009 event the following were the noted winners
Best practice walking facility: Project Twin streams walk and cycle way, Waitakere City

Council

Top commitment by organization: The Great Perimeter Walkway, Urban Landscapes
Group, Sustainable Otautahi Christchurch

Consultancy Award: Taking a walk in Cambridge Park, Antanas Procuta Architects Ltd and
Cambridge Park Ltd

Accessibility innovation: First NZ Puffin, Hutt City Council

Best walking promotion: 10,000 steps Northland, Sport Northland

Best small project: Buggy Walks, Sport Wellington

Send your news on members to:

Dr lan Greenwood

Editor Roundabout

c/o Opus International Consultants
PO Box 5848

Wellesley St

Auckland

Email: ian.greenwood@opus.co.nz.

An alternate use for a bike rack..At least it is another form of slow moving traffic.






Thanks to those who helped Alan Nicholson in his qu est to name the class of ‘89
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IPENZ TG Conference: 14 — 17 March 2010



Members Articles
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Thanks to the great response to the simple survey on the format of Roundabout going forward.
The response is below and we are working to making the desired solution happen in for 2010.

At some point we will need to get members to opt in/out of the hard copy version. Once we have
the method of doing that sorted, we will be in touch. As for the electronic version, for the ease of
production we will be producing a pdf version and then loading this onto the website. Not only
does that mean we aren’t sending out emails with attachments to all, it will also draw more “traffic”
to the website.
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From David Wilmott
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Automobility is self-mobility, ie free personal choice of travel timing, duration, route, destination. (In
contrast, dependence on collective (lowest common denominator) public transport systems limits
each of those choices.) Companies are also self-mobile if they own their own trucks, vans, utility
vehicles and/or cars, enabling their use at times and for purposes which suit the company only,
uncompromised by the transport needs of others

Automobility improves personal and company efficiency. People goods and services can move/be
moved as and when such trips fit most conveniently with other uses of personal or vehicle time.
Many trip purposes can be strung together in one multi-destinational and circuitous trip, the timing,
sequence, route, and return time of which can be adjusted whenever and however it becomes
apparent that personal efficiency can be thus improved. On average, automobility enables trip
purposes to be achieved in less than half the time required using public transport.

Public transport has been in long-term decline for no reason other than it just can’t compete with
automobility, except for that very small percentage of total daily trips which terminate downtown, or
somewhere along radial transit routes, AND originate within walking distance of a transit stop.
10% of (about) 30% is only 3%. Almost all of the 70% of daily trips which are NOT work or school
trips, and many of those which are, are better achieved in an automobile. It can be shown
mathematically that within (eg) a half-hour door-to-door travel time, a car can access well over 20
times the area (ie jobs, movies, funerals, social visits) accessed by public transport. Thus public
transport can only aspire to a maximum of about 5% of total daily trips, which is why its
percentage in almost all western new world (ie fully automobilised) cities is less than 5%, and
declining. A fully developed and “integrated” (ie force-fed by the bus system) rail transit sub-
system might aspire to about 10% of the market for public transport, ie about 0.5% of total daily
trips. The 20% sought by ARC is achieved only within inner suburbs of the truly major older
“new world cities” and has no prospect of ever being approached in Auckland. It therefore makes
no sense at all to spend big lumps of road user taxes on rail transit when it can make no noticeable
difference to peak hour congestion, and its real value is so limited.

Nor does public transport save energy. Its average occupancy day-long lies in the range 10% to
20%, depending on route, whereas cars average 1.6 passengers ie 40%. Engines are sized to pull
full vehicles, so bus and train engines are more often and more extensively overpowered than car
engines. In practice, bus energy consumption (in BThUs per person-km, day-long) can still
compete with car consumption today. Rail transit is much less efficient.

Future automobiles will be far more energy efficient, safer, less noisy etc than they are today.
China’s BYD electric car is better than Prius at half the price (and China is building 80,000kms of
motorways). Tata builds $4000 cars. VW'’s Volt achieves 100miles/gallon. Meanwhile, NZ shoots
itself in the foot by going back to public transport. Nor is there an energy shortage; shale oil, tar
sands, methane crystals, gas are all economic at today’s oil price. The sun & tectonics drive
climate regardless of man and his comparatively miniscule effects. Alarmism ignores reality/ism

Trips prevented by congestion, charges/tolls, or unacceptability of alternatives (transit, cycling,
walking) repre-sent denial of commerce in all forms. Commerce creates wealth; by deliberately
restricting it, we pursue poverty.



Auckland leads NZ's ongoing slide down OECD tables. It need no do so. Despite vested
interests’nihilistic assertions, congestion can be substantially reduced by road building, and at a far
lower cost than the $9.2 billion for 155kms of ineffectual rail transit alone, quite apart from extra
costs & anti-economic effects imposed by under-used buslanes. *

For example, well within the $2.7 billion cost of fully undergrounding the Waterview Connection, a
basic surface option (ie much safer, more utilitarian, and flexible for future (re-)development) could
be built at 1/8 that cost ie about $350 million, and the remainder applied to extending SH20 north
via a new 5-lane harbour bridge to pass beneath Highbury and plug into (four-laned, clearwayed)
Glenfield Road. That cost would include for half-diamond interchanges at Springleigh-Gt.Nth,
Meola and Onewa Roads. The effect would be to attract almost 40% of traffic off the existing
harbour bridge and spaghetti junction, and lesser amounts off SH1 out to Wiri junction.

This SH20 based harbour bridge was a key link on (then) ARA transport plans from the 1960s until
the late 1980s. But from the early seventies onwards, economic & engineering “enablement” of
automobility was steadily displaced by an anti-car, anti-road symbiosis of Town Planning &
Enviromentalism. Few roads have been built since. Plans reflect architect-planner guru Mees’
view : build no roads; grow congestion to force travellers to use public transport.

COUNTER-PRODUCTIVITY IN WESTERN IMPLOSION-STYLE “DES IGNER CITIES”

Historically, urban population increases have been accommodated by expansion. Neither castle
keep nor city wall could contain all the migrants attracted by the potential for personal and family
betterment. They first squatted in slums outside the city, moving ever outwards as earlier slums
upgraded to desirable neighbourhoods. Markets followed new workers/customers outwards, and
complexified, the centre retaining only the more highly specialised services. Such growth results in
a variety of socio-economically coherent districts, each with its own distinct environmental & social
gualities, and service & convenience levels. Urban expansion occurs “naturally” like that
because it — and markets - are fundamentally economic, enabling the betterment of all strands of
society.

Faced with (to them) squalor, kings (or tyrants, or fires) clearfelled whole districts to build
monumental statements of wealth and power. They employed visionary architects happy to spend
their client’s money, and more. WashingtonMall, CentralPark,
RegentStreet/Picadilly/TrafalgarSq.etc resulted. Le Corbusiers’ idealistic “radiant city” — tall towers
in block-sized green fields - swept the western world, but failed dismally, both socially and
economically, especially in America. Post-war USA students scouring Europe developed a
replacement model;-“urban implosion” (alias “stop sprawl!”) was born to replicate Italian hill towns at
Parisian scale, as the ultimate “designer city” goal.

Public enemies were needed to spark a conservative reaction against “sprawl!”. At first it was
expanding peri-urban suburbs mass-built to accommodate the families of returning soldiers — enter
pop song “little boxes, little boxes, and they all look the same”. Then prime horticultural/agricultural
land (needed to feed a starving future world) was valued above residential use (until discredited by
economists). Then the “high” cost of service extensions (only +/-3% of actual household costs) and
travel distance/cost from downtown were held to outweigh all other factors in locational & lifestyle
choice - until the higher cost of upgrading overloaded central services became apparent. Then the
OPEC oil shocks enabled the persuasive assertion — wholly unjustified/unjustifiable then or now —
that public transport is  a silver bullet to “solve” fuel shortages. Then, as Rachel Carson and the




(Ecology Rules!!) ecologist Club of Rome triggered environmentalism, and peri-urban farmlands
became the inalienable preserve of (necessarily rare) frogs and snails. Then automobility was
alone assigned responsibility for climate change. Then we were sold “integrated” planning (by
architect-planners, on their wholly subjectively-opinionated “sustainability” grounds) as all things to
all men. The architectural horizon had expanded to encompass the whole city; and its lifestyles,
attitudes & morals.

The implosion-style designer city’s ultimate enemy is the “uncontrolled” use of privately-owned
vehicles, and the freedoms and choices they confer when coupled with adequate city-wide road
networks. It cannot be denied that, compared with public transport walking or cycling, automobility
enables by far the greatest choice of residential environments, costs, and locations suitable for
personal/family connections, and the only basis for trading areas and supply inter-accessibilities
required for retail, commercial, industrial and service companies. Such choices, if freely exercised,
undermine any Plan which reduces the complex multi-purpose relationships of a city to those of a
simple village. So planners use (i) facile mantras such as “why build new roads, they only fill up
with traffic”, and “there is no room for any more roads”, and (ii) process and cost barriers (charges,
delays, contributions and mitigations), so that building new roads becomes too difficult and costly
to achieve, even if there was any one in local government resp-onsible for planning them. (There
isn’t. Only planners monopolistically charged with “integrated planning” of land use).

Later embellishments of the implosion model — labelled “smart growth” for no good reason — added
“urban form” as justification for urban limits and for moulding the city like plasticine, “new inland
ports” (railway stations) as “(re-)growth nodes” ie “transit-oriented development”, then (overall)
“urban design” of the new districts, and (detailed) “main street” upgrades; now “design panels”
oversee the owner’s architect. Everywhere, aesthetics trumps economy.

Aesthetically desirable (to aesthetes), yes. Affordable, no, given the public’'s ever-growing
indebtedness, bilked on assertions that rural land is “natural”, public transport is energy-efficient,
implosion’s destruction has no social or housing cost effects, piped & wired services always have
spare capacity, congestion is not worth fixing, transit will in any case fix it, commerce is infinitely
resilient, and in any case, planning has no unintended or detrimental conseque-nces, so need not
comply with RMA S.32’'s requirement to first consider their Plan’s costs & effects (incl. disbenefits).

This American architect-driven style of town planning is the love-child of cooperating special
interest groups. It has been adopted by many western new world cities whose citizens have been
persuaded that growth & its effects can be controlled or prevented at no significant feedback cost.
Non-adopters (Houston, Atlanta etc) profit hugely and grow to prosperity with in-migrants gaining
affordable homes, profitable jobs, & easy access to/from everywhere

[Question : is a city : (i) a machine for enabling human prosperity, in which planners help people
& communities to achieve their wants & needs (resulting naturally in optimising prosperity by
expansion), (i) a plaything for architect-planners, where people serve planners’ designs
(monument building), (iii) an eco-zoo, (iv) the love-child of (ii) & (ii)?]

‘RESOURCE MANAGEMENT” IS “SMART GROWTH” DRESSED IN GREE N DRAG

NZ’s “Resource management” was born of the IMF’'s post-1984 “more market” condition for rolling
loans over. Pre-1984, New Zealand governments over-regulated the economy. The government of
the day banked on the OPEC oil price hikes being sustained, and invested heavily in “major energy
projects”. When oil flowed freely again, prices dropped leaving NZ overburdened with major debt
and anti-economic infrastructure. Failure to deal with fast-eroding economy resulted in (effective)



national bankruptcy in 1984. Monocultural zoning (lack of locational choice) was just one of the
restraints that town planning applied to private sector economic initiatives as the sole sustainable
source of growth and prosperity. Town planning’s brake on wealth-creation had to go. The
replacement RMA sought to “enable people and communities” to do almost whatever development
they wanted, subject only to environmental “bottom lines”. But town planners re-labelled
themselves “resource managers”, and established environmental high jump bars as a basis for
bringing back town planning, including zoning, in the draconian form of USA-style implosion.

How is it that “resource management” so quickly reverted to the town planning it was supposed to
replace? The basic reason is that societal planning of any kind, certainly including social/town
planning, applies the visionary, idealistic, emotional, artistic and spatial (right-brain) side of human
nature. The ethos, thus any collective ideology, of right-brain-inspired groups and professions
such as the NZ(T)PI “naturally” presumes that nurture can overcome nature. Thus (they believe)
Plans and regulation can control and shape attitudes, behaviour and even morals, and inspire a
society to unite with the planners in a common vision for decades on end in the creation of a
“designer city”, disregarding (uncompensated) land owners’ and users’ personal and company
interests, and development potentials. This belief’'s impracticality is shown by the planners’ own
open disobedience of gov't instruction, such as the RMA’s requiring change of planner
attitudes/behaviour from “integrated designer city” plans to more (market) “enablement”!

They get away with it because of a structural imbalance of power between right-brain & left-brain-
driven professions, since we educate/employ 88% in arts and only 12% in
science/technology/econs/accounting combined. Thus gov't is intellectually biassed towards
collectivist central planning/regulation, and away from Clinton’s “economy first, stupid!”

The western world’s fundamental problem is the rise and rise of the (right brain) “Post Modernist”
extension of the “Romantic” reaction to the 18thC.(left-brain) “Age of Reason” & decision-makers’
(soc/econ/political) “Enlightenment” Those riding its wave threaten NZ's ongoing viability when
they succeeded in removing MWD and City Engineers. There can be no surprise that the
planning, provision and maintenance of infrastructure is now hijacked & haphazard.

Our challenge is to re-create a properly-balanced society, where facts, realities, logic and
appropriate cost-benefit assessments weigh as heavily on governmental decision-making as do
the visionary idealists driving today’s politics. Successful individuals achieve such balance; there
is no good reason for governments not to do so equally well. Those nations which don’t do so will
likely perish. Those that do so will survive. Those that do so first will get ahead.

Imploding designer cities are (claimed to be) “smart” because they are (claimed to be) “all things to
all men”, achieving “sustainability” with no detrimental social/ economic/environmental effects or
unintended consequences. In fact, they are the reverse, denying citizens’ real wants and needs,
and imposing high social and economic costs for marginal or even net-negative environmental
“goods”, as listed in an appendix “Implosion - Direct Costs & Conseq” The transit-using café
society so often hailed as the desirable outcome of “compact cities” rarely results in practice; in
numbers of cases transit and “transit oriented development” have failed through ineffectiveness
and unaffordability. “Designer cities” can be monumental but are often dysfunctional; Chandigarh,
Brazilia, Canberra are known for the “sterility” of their monumentality. On the other hand, smaller
comprehensive developments — hospitals, subdivisions, airports — are sensibly subjects for
comprehensive (urban) design achievable within a single construction phase is planning for &
imposition of (so-called) smart-growth / urban-implosion / designer-cities sustainable?  Severe
straining of western world economies is traceable to the increasing unaffordability of “smart
growth”-driven development and environmental mitigation requirements. Financial sector
excesses are less a cause than a conseq-uence of debt mountains created in response to
escalating housing cost to income ratios, and growth in the rates and taxes necessary to pay for
government excesses and over-regulation. Result : urban productive efficiency reduces.

What must we do to be saved from the saviours? Neither tinkering with the RMA nor “One
Auckland” and its flow-on effects, will change the planning culture which emanates from closed-
loop cooperation between the ARC and the Ministry for Everything to run city halls throughout NZ.



This planning culture is a valid part of human nature  However, unless balanced by inputs from
those who think more pragmatically, with value-judgements and tradeoffs between the two being
made by the public representatives elected for that very purpose rather than buried within the
bowels of the planners’(‘integrated”) plan, the outcomes will be distorted, dysfunctional and
unsustainable. Cities exists as machines for human survival/betterment; not monuments to urban
design or eco-z0o0s.

Eg environmentalists “targeted the MWD as having to go if the MfE was to have control”, and
“environmental things are really a constraint on economic development, they’re not something that
should be balanced but they should constrain economic development” — Cath Wallace and Guy
Salmon respectively, as reported by David Young in “Values and Law; - The History and Efficacy of
the Resource Management Act”

SOME DIRECT CONSEQUENCES (AND COSTS!!) OF IMPLOSION PLANNING :

the subsidisation of densification whereby overloaded piped and wired services designed
for traditional densities have to be upsized or duplicated along urban arterials at great
expense, to ratepayers rather than to apartment building developers and/or users (witness
eg the $600 million charge on metrowater customers for a “central interceptor” relief sewer
to be tunnelled from downtown to Mangere). In contrast, suburban developers must recover
from purchasers their costs of providing all associated infrastructure, including access
roads and provision for arterials, while also paying “development” contributions.

deliberate reduction in housing space standards or increase in cost (given that
concrete/steel apartment construction is twice the cost per m2 (and five times the energy
content) of wooden subdivisional housing)

Increasingly unaffordable land development and housing costs, resulting from excessive
interventionism; - scarcity of land within artificial “metropolitan urban limits”, regulation of
everything that moves and doesn’t move, environmental mitigations, multiple inspections
requiring delays and re-work, the imposition of “first world standards” on a second world
economy, and ever-escalating “contributions” and charges. Excessive consumption of
champagne by a beer household eventually bankrupts it; cities and nations are no different.

road congestion deliberately exacerbated by avoiding or delaying new arterial and
motorway construction, so enabling road-user taxes to be applied elsewhere. Also, so
loading the cost of any new road proposals with “mitigations” and other costs, that even the
benefits of congestion-relief seem small in comparison 2,

diversion of road-user taxes from the road-building purpose for which they are collected,
together with rates hikes and “donations” paid for out of general taxation, to cross-subsidise
the economically unviable development of public transport, especially rail, which is usable
only by a tiny minority of total daily trips

as a direct result, overall fuel consumption and emission toxicities are increased. In the
worst cases, increases mount up to four and six times respectively compared with free flow
on expressways/motorways

Contrary to conventional wisdom, more roads do not mean more travel and/or more energy
consumption. In automobilised societies, travel time becomes more important than travel
cost. Within the 24-hour time budget, any/all societies typically apply about 1.5 hours per

’$. E 1@ # . 2. 2 #2 " # & # "(/

DDC <99 2#" 2 <t " ) . $# =" @ < #

0 # $ E <99 F'# #/1 G 2 2#" 2 < koo H o

$. E 2 ./ | 2 # ## | + # <9 / 2 H2#" 2 <99

" .6# /] S$.1E # N M# <!99 %0# DDC" 2

t=" 2 # 0 . J# " .8/ F # G;2 K# A= 0" #0



day for translocation to personal advantage by whatever travel mode is most convenient.
New Zealand cars have averaged about 15,000 kms per year since the sixties, and can be
expected to continue to do so indefinitely, regardless of the extent to which planners seek
to “modify travel behaviour” by “managing (suppressing) demand” — and commerce.

the suppression of commercial development, commerce itself, and thus wealth-creation
through all of the above, paralleling the “moral dissuasion” and restraints on personal
preferences in the selection of, and access to, personal, family and company opportunities
for betterment/profit/expansion/improvement.

loss of local and foreign direct investment in Auckland to more accommodating societies,
thus loss of businesses, youth and talent to where they are welcomed and rewarded in
proportion to their efforts

reduction in the ecological carrying capacity of intensified urban areas, by “developing” the
so-called “waste-lands” and urban mini-wildernesses which have remained so until now
because of the high cost through extra resource consumption — including waste of pre-
existing urban fabric - for their economic use

all above consequences result from reliance on the ultra-conservative side of human
nature, eg to support preservation of the existing visual amenity (afforded only urban edge-
dwellers and rural travellers) residing  in a tiny percentage of ecologically-monocultured
farmlands. There are no other real environmental benefits. Humans interact with their
environment to create “wastes” (food for microbes etc) at the same rate whether living in
apartments or standalone homes. Undeveloped urban “wasteland” and gardens also host
ecologies

TOTAL COST?  Auckland foregoes $5 to $7 billion p. a. of financial wealth and
productivity, quite apart from the social costs of reduced living standards. Reverse
just half that to add 2% to G.D.P.






By Karyn Van Dam of NZTA

What is a School Travel Plan?

A School Travel Plan is a set of practical actions which aims to improve road safety and reduce car
trips to school. It is developed and implemented by the whole school community in partnership with
the Auckland Regional Transport Authority (ARTA) and the local Council.

What we did
This is the first time we have done research of this kind and it is based on a small sample size.
Take ten schools from Auckland City where a school travel plan was implemented over four years
ago. Using CAS (the Crash Analysis System), draw a circle with a 1 km radius around each school
to retrieve and review data for “before” (2001-2004) and “after” (2005-2008) periods such as:
Total number of crashes involving pedestrians and cyclists
Total number of crashes involving pedestrians and cyclists aged 5-13 years (school aged
children)
The difference in numbers of whether these crashes occurred during the day time or at night
time
Social costs

A table was drawn up showing these figures for each school. Also, we were lucky enough to
receive further data to add on to our table (thanks to Claire Dixon, Senior Road Safety Co-ordinator
from Auckland City Council), some of which gave us an idea of “exposure”. This consisted of:
Baseline modes sustainable transport (includes walking, cycling, bus, car pool, train)
Roll survey monitoring sustainable transport (includes walking, cycling, bus, car pool, train)
Infrastructure improvements, eg kea crossing, pedestrian refuge islands, 40 km speed zone,
etc.



Soft measures, eg, Walk NZ Programme, Cycle Safety Programme, FeetFirst, Bike Better, etc.

Our findings

The number of crashes involving pedestrians and cyclists (all ages) “before” totalled 74 and “after”
totalled 66. The number of crashes involving pedestrians and cyclists (aged 5-13 years) “before”
totalled 23 and “after” totalled 12. Based on a rough estimate of a $200,000 cost per School Travel
Plan, we have calculated a benefit/cost ratio of 8 just on safety benefits alone.

We may view the data separately for each school but as an aggregate, here are some take home
messages ...

The total number of crashes involving pedestrians and cyclists (all ages) reduced by 11% *

The total number of crashes involving pedestrians and cyclists (aged 5-13 years) reduced by
48%

The crashes involving “children” (ages 5-13 years), as a percentage of total crashes reduced
from 31% to 18%

CAS calculated a total reduction in social cost of $15.7 m

All this occurred as 6% less of school attendees were driven to school

cf 13% city wide reduction

$% 4 6%
&' (( 11%
" - o6
I 13% '
*+
23 #

l 48% :
12

$15.7m

* Child refers to children aged 5-13 years

This research was a joint effort between Coralie O'Brien, NZ Transport Agency (NZTA), Chris
Hewitt (NZTA), Karyn Van Dam (NZTA) and Claire Dixon (Auckland City Council). For comments
or suggestions, methodology of extracting this data from CAS or any CAS training enquiries please
contact

Karyn Van Dam at NZTA email karyn.vandam@nzta.govt.nz
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The New Zealand Transport Agency (NZTA) has commissioned Traffic Design Group (TDG) to
undertake research over the next 8 months into the topic ‘Generation of Walking, Cycling and Public
Transport Trips'.

The goal of the research is: To establish data required and develop survey techniques to enable
calculation of trip rates for walking, cycling and public transport trips to a variety of activities.

The research is focussed on the input data and collection methods required that can be used to
calculate reliable trip rates for these modes to a variety of land use activities.

“It is widely acknowledged that trip rate databases have historically been car-centric in New Zealand”,
writes Lee Pike, Principal Transportation Engineer at TDG, “but the mood within our industry is
changing. As practitioners, we have tended to use these databases to help us derive forecasts of likely
trip generation, but little is currently known on the prediction of walking, cycling or public transport trips.

“Given the multi-modal requirements of Integrated Transport Assessments, and the GPS targets to
increase the use of these modes, there is clearly a need to not only change the way we forecast trips
but also the way we account for modes other than the car. | am pleased, therefore, that the NZTA has
commissioned this research.”

As part of the work, Lee feels there is a need to engage with fellow transport professionals.

“l want transport professionals to have an opportunity to input into this research, be they data collectors,
analysts, modellers, transport planners or academics. | am keen to know the following, for example:

What information already exists on walking, cycling and public transport trip generation, other
than TRICS?

What do you think are the issues that need addressing in relation to walking, cycling and public
transport trip generation?

What should be the priorities / focus of the research in relation to the goal?

How do you see such information being used?

“This is a great opportunity for our profession, so it makes sense that we hear what practitioners have
to say on the matter.”

If you would like to contribute to the research, or simply want to find out more, please email Lee at
lee.pike@tdg.co.nz, or you can ring him on 09 531 5006.
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"Transportation Cost and Benefit Analysis: Techniques, Estimates and Implications" [Second
Edition] (_http://www.vtpi.org/tca )

This fully-updated document is a comprehensive study of transportation benefits and costs, and a
guidebook for applying this information for policy and planning analysis. It is unique in several
important ways. It includes many impact categories that are often overlooked. It explains economic
evaluation techniques and how to apply them. It provides extensive reference information, mostly
available through the Internet. It provides costs values in a format designed to easily calculate
costs and benefits in a particular situation.

"Climate Change Emission Valuation for Transportation Economic Analysis" (
http://www.vtpi.org/ghg_valuation.pdf )

This paper describes climate change impacts and costs, presents methods for quantifying and
monetizing (measuring in monetary units) these impacts, summarizes published unit cost
estimates, and explains the values used in the "'Transportation Cost and Benefit Analysis
Guidebook.'

"Setting Up Superstores and Climate Change" (_http://www.vtpi.org/superstores.pdf ) by Jean-
Marie Beauvais.

This short paper describes the results of a study indicating that shopping at large, suburban
'superstores' consumes more than four times as much transportation energy and produces more
than four times the carbon emissions as local grocery store shopping.

"Costs and Benefits of Varying Per-Mile Insurance Premiums Based Upon Measured Risks
Specific to Each Mile Driven” (_http://www.vtpi.org/AG_PAYD.pdf ) by Allen Greenberg.

This paper evaluates various price structures for Pay-As-You-Drive (PAYD) insurance based on
actuarial accuracy and other public policy objectives such as reducing crashes and air pollution.




Conferences, Workshops and Other Reasons to Mix wit  h your Peers
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8-12 February 2010 in Christchurch

Introduction The University of Canterbury and the University of Auckland are pleased to jointly
offer a five-day course covering the Fundamentals of Traffic Engineering. This will
be the 15" time this course had been offered, with about 480 participants at the
previous courses. The course will follow the same format as that in Auckland in
February 2009, and will include new material on Transport Policy, Sustainable
Transport, and Travel Demand Management.

The objectives of the course are to:

Course

Objectives provide participants with a solid grounding in the fundamentals of traffic

engineering and contextual issues;
develop participants’ practical skills and knowledge of how and when they
should be applied;
cover the theory of good traffic engineering practice;
enable participants to recognise and deal effectively with situations where
standard methods are unlikely to work well.

The course is to be presented by:

Presenters . . .
Alan Nicholson, University of Canterbury;

Roger Dunn, University of Auckland,;
Glen Koorey and Andre Dantas, University of Canterbury;
Guests from the Transport Industry.
The course will benefit practising engineers,
Who Should technicians, planners and designers with little or no
Attend? formal training in traffic engineering and planning.

Previous participants have been from a range of
occupations such as:

Transport Policy Analysts and Traffic Planners;

Resource Planning and Engineering Consultants;

Traffic and Road Safety Engineers & Technicians.
Enquiries to: Alan Nicholson
Alan.Nicholson@canterbury.ac.nz

All participants will be given a copy of “Traffic Engineering & Management” (Institute of Transport Studies,
Department of Civil Engineering, Monash University, Australia, 2003) plus detailed lecture notes for each
session.

Venue College of Engineering, Creyke Road, University of
Canterbury.
The course fee will be $2010 (excluding GST).
Fee
Contact: Anna Burns, University of Canterbury
Post: Private Bag 4800, Christchurch 8140
. Phone: 03 364-2534 Fax: 09 373 7419
To Register

Email: anna.burns@canterbury.ac.nz

Interest



Following on from an award winning Fundamentals course, an Advanced Planning and Design for

Cycling course has been developed in conjunction with the NZ Transport Agency (NZTA), to meet the needs
of the NZ transportation industry.

The new course is arranged in three specialised modules, which can be taken independently or as a two day
block. Including the Fundamentals course, the modules are as follows:

o Modulel Full day Fundamentals of Planning and Desi  gn
o Module 2 Half day Advanced Planning and Funding

o Module 3 Half day Advanced Midblock Design

o Module 4 Full day Advanced Intersection Design

While there are no prerequisites for attendance of the advanced modules, and each is aimed at a different
target audience, attendees will find it beneficial to have completed the Fundamentals course (Module 1).
Our website at http://viastrada.co.nz/cycling-advanced#audience has more detailed information regarding the

course content and target audiences. Please do not hesitate to contact us to speak to one of the trainers for
advice.

Course presenters will be Axel Wilke and Andrew Macbeth, Directors of ViaStrada Ltd. Axel and Andrew are

well known in New Zealand for their expertise in sustainable transport and especially cycle planning and
design.

Advanced Courses for 2009

City Date Module
New Plymouth 11 November 4
Wellington 23 November 2,3
Wellington 24 November 4
Auckland 30 November 2,3
Auckland 1 December 4

Please see our website http://viastrada.co.nz/cycling-advanced for more details and registration forms.

Alternatively please do not hesitate to contact our course coordinator Helen Woodhouse for more
information:

E: Helen@viastrada.co.nz Ph: (03) 366 7605
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CIVIL DRAUGHTSPERSON
Lower Hutt Office

GHD is an international professional services company. Our people work across a wide
range of multidiscipline projects, and operate as one global network that promotes a
friendly and collaborative team environment.

This new exciting opportunity will see you working within a well established and supportive
team of consultants, in our new premises in Petone, Lower Hutt.

You will fully utilise your Autocad draughting skills across a range of predominately water
and roading projects.

A typical day will be busy and varied managing projects involving; planing and co-
ordinating drawing production according to design specification, calibration of plans and
mapping, client liaison, drafting from sketches, scanning and digitizing, and preparing
reports for consultation.

Required Attributes:
- Minimum of 5 years experience in civil / road design drafting or structural draughting
An eye for detail
Proven experience of using Autocad
Knowledge of civil design packages such as (MX, LDD, 12D) is an advantage.
Knowledge of relevant NZ codes of practice
NZCE Civil

GHD will provide you with a supportive environment where you’ll be encouraged to grow
technically, personally and professionally to become a key player in our business. If you're
proactive and results-driven with a strong work ethic and one who enjoys building strong
relationships then we welcome your application.

To apply please visit the GHD website www.ghd.com/careers or alternatively for a
confidential conversation please contact &"!"1# 2 3




Technical excellence, teamwork and innovative solut ions are nothing new to us. In fact
they're at the heart of everything we do.

Beca's Transport group has delivered projects in New Zealand and throughout the Pacific Islands
and Asia, developing a reputation for versatility and creative, practical solutions.

From transport planning for private developments through to planning urban or regional areas
encompassing the full range of transport modes, Beca has the expertise, the experience and the
reputation to provide world class advice and solutions. Our clients range from local, regional and
central government to private developers and financiers.

Our specialist consultants work in the fields of:

Transport Planning & Economics

Traffic Engineering & Design (including Safety)
Development Planning

Modelling

ITS

And currently we are looking for:

Transport Modellers & Planners- New Zealand wide
Traffic & Transportation Engineers- Tauranga- Welli ~ ngton- Dunedin- Christchurch-Auckland

Your special skills and track record from a consulting background will enable you to build
relationships with public sector and corporate clients - strengthening and expanding our client base
and the services we offer.

If you are looking for a diverse mix of people and project opportunities to compliment a varied and
rewarding career, get in touch with us today!

For further detail contact:
Victoria Farrell
Recruitment Consultant
Ph: +64 (9) 336 9443

The Beca Group of Companies is an Equal Opportunity Employer. All applications are strictly
confidential.



Wellington Transport Leader
Leadership opportunity

Sinclair Knight Merz (SKM) has built a successful global consulting organisation by harnessing the
innovation, initiative and commercial acumen of our people. We have a strong background in transport
infrastructure, transport planning and traffic engineering within New Zealand and have well developed long
term relationships with the major transport agencies and private sector organisations.

Due to unprecedented growth, we require a suitably qualified and experienced Lead Transport
Planner/Engineer to manage the Wellington Transport Team and be the “face” of transport in Wellington.
This is a key role supporting the National Transport Planning Manager to deliver transport planning and
traffic engineering projects in Wellington (and surrounds). Your well developed understanding of the
discipline shall ensure that you have an in-depth understanding of business drivers for transportation clients,
including the New Zealand Transport Agency, Greater Wellington Regional Council, local authorities and
private sector developers. Your existing talents will ensure we deliver our clients market leading advice while
developing a sound business strategy and maintaining sustained growth.

Degree qualified, you will have at least eight years transport planning experience working with major public
sector and private sector clients in the Wellington market. Experience in preparing and reviewing transport
assessments for development approvals and evaluating transport projects is considered a prerequisite. A
natural relationship builder you will identify and target opportunities utilising SKM global skills in emerging
transport sector initiatives within transport policy, development control, public transport, environmental
assessments, strategic studies and transport model development.

If joining a young and lively dynamic transport team in vibrant Wellington, with exposure to some of New
Zealand's innovative transport planning projects including; Wellington Tunnels Alliance, the Ngauranga
Triangle Strategy Study and ongoing work on Transmission Gully sounds appealing then please contact our
team. We welcome international applicants with the relevant experience and returning New Zealanders and
offer a very competitive package plus a fully comprehensive relocation package for you and other individuals
travelling to New Zealand.

This is a good opportunity to join a successful and growing company that will take an interest in developing
your skills. If you would like to combine personal and professional development in a supportive and
challenging environment, please contact Lissa Carthew on

+64 9928 5813 or apply on-line via www.skmconsulting.com Reference #1534




Your Representatives

Branch Chairs and Secretaries

IPENZ Transportation Group Boundaries

(October 2004)
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Branch chairs (as noted above) are also co-opted onto the Management Committee.



The Final Word

Somewhere — a driver feels very lucky...



