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1 Letter of introduction from Martin Matthews

AP . .
S Ministry of Transport

TE MANATU WAKA

The past 25 years have seen many changes in New Zealand. Technologies have
shifted into our daily lives and changed how we connect and communicate and
navigate. From the landline phane in the late 1980s to the mobile smartphone
today. From the paper map then to the app on the smartphone now. We have
seen other changes not so technologically focused, such as a higher proportion
of women in the workforce and an increase in average New Zealand life
expectancy, from 75 years in 1989 to over 80 hy 2012,

In transport, we have seen our road toll fall from 755 deaths in 1989 to 294

deaths in 2014. The number of vehicles increased from around 2.1 million in
1988 to 3.4 million in 2014. Back in 1989/90, we spent about 72 percent of

our travelling time in a car; by 2011-2014, we spent about 78 percent.

Yet some things remain the same. We average about an hour a day travelling.
Young drivers have the highest risk of crash involvement of all age groups.
The people in the car with us tend to be people our own age, our parents or
our children.

Surveys like the New Zealand Household Travel Survey offer a valuahle insight into
an important part of New Zealand life: how, when and why we travel, and how this
changes. This in turn informs what sorts of things are needed to support travel
demand, what may be needed in the future and how this may change.

This document introduces us to 25 years of New Zealand travel - a selection

of what has changed, what hasn’t, the current picture, and some of the stories

behind what we see. It tries to look beyond the New Zealand average, to a range
of people at different stages of their lives. All of these are valuable insights into
how New Zealanders go about their lives, and what they might do in the future.

NG MORZAC

Chief Executive
Ministry of Transpaort

25 Years of New Zealand travel: New Zealand household travel 1989-2014
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Transport and how people travel play an important role

in life. Transport links our homes, our families, our wark
places and our social lives. Transport helps us to get where
we need to be, and enables us to get what we need to carry
out our daily lives.

How we travel and our travel needs depend on many things.

Age, waork, stage of life and geography all play their role,
but that role can change. Life stages and external

Executive summary/overview

influences such as available technologies can bring new
choices and shift old behaviours.

You can’t measure such changes without a tool. One such
tool is the New Zealand Househald Travel Survey. In a range
of forms, between 1989 and 2014 it has measured the
travel of average New Zealanders by surveying 2 days of
travel for everyone in randomly selected households.

The survey shows that people spend an average of about 1 hour per day travelling - this varies
from nearly 40 minutes per day for those under S years old, rising to a maximum of an hour and 13
minutes for 45-54 year olds and then tailing off to just over half an hour for those over 75 years old.

Looking at the past 25 years of household travel in New Zealand and related information sources,
we can see a range of changes in our travel behaviour. Some examples are:

> There have been shifts in the proportion of people holding a driver licence:

Back in 1989/90, nearly half of all
the 15-25 year olds surveyed had

a full driver licence, but by the late
2000s this had decreased to around
34 percent.

The proportion of 75+ year olds
surveyed with a full licence rose from
45 percent in the late 1980s to nearly

75 percent in the early 2010s. 1

In the late 1980s, nearly one in three men had a motorcycle licence. By the late
1990s this had declined to just aver one in four men with a motorcycle licence
and by the early 2010s around one in five men had a motarcycle licence.

Decreased to 34% 75+ yrs

15-25yrs

Increased to 75%




> Travel to school has changed over the past 25 years, with a decline in the proportion of children cycling to school:

Nearly 2 0 o, 0f secondary school children biked
/° to school in 1989/90, but by 2005-2007 less than 5

% nbiked
§ e [Eoiom

o £ 4
VO
CﬁO (;c' 0 CL O

1989/90 2005-2007

> Women's travel patterns have changed as their need to
travel to work has changed. .

Back in 1989/90, 39 percent of the women surveyed aged between

20 and 54 years old were in full-time employment. By 2011-2014, WQ‘__{O\‘
this had risen to 47 percent of the women surveyed.

In this document we look at travel by people in New Zealand over the past 25 years, between 1989 and 2014. We explain
why we have measured what we do and see how it fits into the wider context of transport as a means to an end. We look
at overall trends and then start breaking it down into sections, including:

» travel by mode, for example: @ [ | 3
how people drive Oo==0 M

how driving varies between young and old and over time

» some aspects of a typical day, such as:

essanana assesnans messsaiaes sssssarsssA\

the daily commute

» o
travel to school i ‘.
. ! ! AN
travel outside of commuting periods A C_;_O &
who people travel with O———-— O
» abrief look at the activity of drinking alcohol and its interaction with transpart ) (f

» some specific travel modes, for example:

cycling

motorcycling | [ [ |0
public transport @_Bﬁ

» household vehicles and where they are parked.

We end with a look at the future of the survey and where We have seen changes in our transport wants and needs
it will head from here. over the past 25 years and expect to see maore over the
Some changes will be made in the survey’s methods next 25 years. Tools such as the New Zealand Household
in the future. The next generation of the survey will no Travel Survey help us understand what our changing
longer rely on personal interviews about 2 days’ travel, needs are and how these can be supported.

but will use an online survey with the option of a GPS
unit to record 7 days’ travel.

25 Years of New Zealand travel: New Zealand household travel 1989-2014



3 Introduction

Transport is an enabler, getting us where we want to go,
and delivering goods and services around the country and
around the world. As such, we want a system which works
for us, maximising economic and saocial benefits for New
Zealand, while minimising harm?. A survey of personal
travel contributes to our understanding of transport as an
enabler by giving us a measure of how, when, where and
why New Zealand people travel.

yULLLT

This document aims to give a picture of the past 25 years
of New Zealand travel. Using the New Zealand Household
Travel Survey amongst various data sources, we can look
at some of the things that have changed over the past

25 years, some things that have stayed the same, and
some things as they currently stand. We are not aiming
to give an exhaustive overview, but instead have picked
out areas of interest, variety and change, to give a flavour
of what may affect people in their day to day lives.

3.1 Whydo this?

But why do we want to know this? How daes it help

our understanding of the transport system? How does
transpart fit in with the rest of our lives? And how does

it cope with changing lives?

As mentioned earlier, a goal of the transport system is to
maximise economic and social benefits for New Zealand,
while minimising harm. We can take a look at how transport
impacts on each of these areas and how the New Zealand
Household Travel Survey contributes to our understanding
of each.

3.1.1 Social benefits

Transport links our homes, our families, our work places
and our social lives. While transport has traditionally
provided our main access to the wider world, mabile
technologies and the internet mean that physical travel

is no longer our only method of interacting with our
community. But has this meant we are substituting anline
activity for travel, or are we doing more as we travel out
and about? So far, there has been no clear trend for people
to spend less time travelling. While travel time has varied
between 59 and 64 minutes per person per day over the
past 25 years (see section 4.1), people are still travelling on
average about 1 hour per day. We can see the trends with

how much peaople are travelling (see section 4] and why

peaple are travelling (see section 6], and future surveys

will help us understand what the impacts of trends such
as changes in the number of young people gaining driver
licences will have on transport patterns.

The Household Travel Survey also reflects how societal
and demaographic changes can influence who travels, and
when. For example, aver the past 25 years, the proportion
of women in the workforce has increased (see section 6.2]
and changes in women'’s travel patterns reflects this.

We also know different people have different access
needs and desires, and hence different transport needs
and desires. Why and where you travel, and who you travel
with, will differ depending on what life stage you are in,
and where you live.

Where you live will also influence what transpart options
you have to choose from. For example, public transport

is far less of a transport option outside the main urban
areas - you can’t use a service if it is not available.

Another accessihility issue is access to a househald
vehicle. Over the past 25 years the Household Travel Survey
shows a decline in the percentage of households with no
vehicles, from 13 percent in 1989/90 to between 5 and 7
percent in the 2000s and early 2010s (see section 12.1].

1 Ministry of Transport Statement of Intent 2015-2019 www.transport.govt.nz/assets/Uploads/About/Documents/statement-of-intent-2015-2018.pdf (accessed 9 Aug 2015).



3.1.2 Economic benefits

Time and cost of transport has an impact on the wider
economy, with a New Zealand Transport Agency report
estimating that Auckland’s congestion costs could range
from $0.25 to $1.25 billion a year (Wallis and Luptan,
2013]. The full interactions of transpart and the economy
inside New Zealand are beyond the scope of this work,
but we can still look at how they may interact at a more
personal level.

Whether a person works or not, their location of work and
when they work affects their travel and transport chaoices.
Those who work away from home need to make time to
travel to work, as well as being able to cover the cost of
transport and assaciated charges - whether it is the cost of
vehicle maintenance, petrol and parking, or the cost of public

transport. Many of us (depending on where we live] have seen

the effects of peak time congestion, as many people need
to get to the same place at the same time (see section 6 for
peak travel times and commuting to work].

While it does not show through in this Household Travel
Survey, a survey covering the next 25 years is likely to show
changes in trends in travel and congestion, as technology
enables more remote working. The Ministry of Transport work
on future demand further explores different scenarios and the
impact different futures may have on our transport choices.

3.1.3 Minimising harm

Minimisation of harm can come in a variety of forms,
from direct road safety aspects, such as the risk of
crashing when travelling, to less tangible ones such

as the contributions walking and cycling make to health
and transport’s impact on the environment.

Safety

Every death on our roads is a tragedy and road crashes
place a high cost on families, communities and the
economy. The Ministry of Transport estimates the

total social cost of motar vehicle injury crashes in 2013
was approximately $3.14 billion.2 Over the past 25 years,
we have seen major improvements in road safety. In 1989,
the road toll was 755 deaths. In 2014, it had more than
halved to 294 deaths. This is in spite of the fact we have
more people on our roads, and people are on average
driving slightly further than they did 25 years ago

(see Section 4.2].

If we look at particular travel modes, we have also seen
changes over the past 25 years. Motorcycling remains
the highest risk in the land transport modes. However, it
is no longer an activity of the young, but has become an

activity of an older generation. In 1989/90, 15-29 year olds

motorcycled furthest of all age groups, but in 2011-2014,

those 45 years and older motorcycled furthest [see Section

9.1). This is reflected in the age and gender distribution in
the number of motorcyclist deaths and injuries,

which follows the same pattern, with more older men dying
or seriously injured in motorcycle crashes.

Young people aged 25 years and
younger are also less likely to

be a driver involved in a fatal
crash than 25 years ago.
Legislative changes, such as
the introduction of a zero blood
alcohal level for drivers under
20, increasing the driving age

to 16 and strengthening driver licence
testing have targeted this age group.

2 The Social Cost of Road Crashes and Injuries 2014 www.transport.govt.nz/research/roadcrashstatistics/thesocialcostofroadcrashesandinjuries/

r 25 Years of New Zealand travel: New Zealand household travel 1989-2014
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Health

The World Health Organisation recommends that 18-64
year olds do 150 minutes of exercise per week, as this
can reduce rates of all-cause mortality, coronary heart
disease, high blood pressure, stroke, type 2 diabetes,
metabaolic syndrome, colon and breast cancer, and
depression, amongst other things®. Transport enables us
to get to places where we can do our favourite sports and
recreational activities, and using active modes such as
walking and cycling can contribute towards that exercise;
all the easier when it is part of our daily routine. But we
know that for our children, these active modes have
become less a part of their daily transport routine.

One specific example is cycling to school, which has

P&

Environment

Our transport choices have varying degrees of impact

on the environment. Around 17 percent of New Zealand’s
carbon dioxide equivalent emissions come from domestic
transport. Active modes such as walking and cycling,

as well as having health benefits for us individually,

can also reduce our carbon impact on the world around us.
We can also share our rides, with public transport being the
most communal (see Section 10], through to car poaling
and car sharing. New social technologies are making car
pooling and car sharing more accessible.

As it is currently, the driver is the sole vehicle occupant in
two-thirds of trip legs (67 percent] in cars, vans and utes®.

Another area where transpart can potentially have an impact
on the environment is through the introduction of electric

3.2 Overview of the rest of this document

Over the course of this document, we will examine travel
by people in New Zealand aover the past 25 years, between
1989 and 2014. We will look at overall trends and then
start digging more deeply into particular aspects of travel.
Starting with travel by mode, we will see how people drive
and how driving varies between young and old and over
time. We will look at a typical day and particular aspects

declined markedly over the past 25 years, with nearly

20 percent of secondary school children biking to schoaol
in 1989/90, but fewer than 5 percent by 2005-2007
(see Section 6.3].

According to the Ministry of Health", one in three New
Zealand children are ohese or overweight, and more than

a third are inactive. Encouraging active modes of travel for
every day transport, such as walking or cycling to school,
may result in better health outcomes. Perceptions of safety
can influence transport choices, with cycling in particular
benefitting from ‘safety in numbers’. The Government’s
investment in cycling infrastructure should result in

more people choosing cycling as a transport option.

]
Lo o=

AN

vehicles. But befare we can think of introducing the plug
in versions, it helps to know if people park their vehicles
where they could potentially be charged by plugging in.
Overall, currently about 92 percent of vehicles are parked
on the resident’s property overnight [see section 12.3],
where they may be easier to recharge than on the street.

The Ministry of Transport is investigating the potential

role of Government in encouraging the uptake of electric
vehicles. You can expect to hear more about the actions
the Government will be taking to encourage electric vehicle
uptake later in 2015.

These are just some of the areas reflected in the course of
this work.

such as the daily commute and travel to school. We will
examine who travels with who, outside of the commute,
and take a brief look at the activity of drinking alcohol and
its interaction with transpart. We will then look at different
travel modes - cycling, motorcycling and public transport.
Household vehicles and where they are parked will also
feature, before we consider the future of the survey and
where it will head from here.

3 Global recommendations on physical activity for health www.who.int/dietphysicalactivity/factsheet_adults/en/ (accessed 10 Aug 2015].
4 www.health.govt.nz/our-work/preventative-health-wellness/healthy-families-nz (accessed 16 Sept 2015)
5 Driver fact sheet 2015 www.transport.govt.nz/assets/Uploads/Research/Documents/Drivers-2015.pdf (accessed 10 Aug 2015).




This is not intended as a full overview, but a look at the
day-to-day aspect of travel, with a mix of things that have
changed over the past 25 years, things that have stayed
the same and how things currently are.

For those who wish to delve deeper, the data behind the
figures included here is available in spreadsheet form
online. These spreadsheets also include information on
confidence intervals and the statistical significance of
many of the findings here.

Personas

3.3 Some help on your way through this document

To help with understanding, certain transport-related
terms are defined in boxes in the text, and links to a
Glossary are highlighted.

As well as the usual graphs and statistics, we have individual stories highlighted [in this style], to help you understand more
about what the statistics may mean or look like at a personal level. Please note these are not based on individuals’ data, but
are an aggregate ohtained though data synthesis and narrative creation. Any resemblance to individuals is purely coincidental.

Mare information on the personas, the data behind them and assumptions made is available at

www.transport.govt.nz/25years

3.4 Four people from different walks of life

is an 18-22 year old female student. She spends about 8 hours a week travelling. Over
oo an hour each week of that is travel to university. Less than 40 percent of her travel time is spent
driving. Seventy percent of the surveyed women students like Li had a personal income of $15,000

or less per year.

is a 30-64 year old man, living with his partner, with no children. He spends
about 9 hours a week travelling. An hour and a quarter of this is getting to wark and a further hour
and 12 minutes is travel for work. Over three-quarters of his travel time is spent driving. More than
a quarter of the men like Peter who were surveyed had a personal income of over $70,000 per year.

years old. She spends just under 6 hours a week travelling. More than an hour and a quarter of
that is shopping and personal business, and an additional hour is accompanying or transpaorting
someone else. About 70 percent of her travel time is spent driving. Just aver half of the women like

8
0 N I c 0 L E is a 20-44 year old single mother, living alone with children under 13

Nicole who were surveyed had a personal income of $30,000 or less per year.

is a 75+ year old man, living with his spouse. He spends about

4 hours and 20 minutes a week travelling. Nearly an hour and 20 minutes of that is for shopping
and personal business. Two-thirds of his travel time is spent driving. Nearly two-thirds of the
. men like Maurice who were surveyed had a personal income of $30,000 or less per year.

Li: n=314, population=64,000 (~1.5 percent of the population).
Peter: n=1,533, population=291,000 (~6 percent of the population).
Nicole: n=204, population=39,000 (<1 percent of the population).
Maurice: n=461, population=68,000 (1.5 percent of the population).

© o N ®
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4.1 How long do people spend travelling?

On average, people spend about an hour a day per person per day in the early 2000s and declined slightly

travelling. This has varied from 62 minutes a to 32 minutes per person per day by 2011-2014. Car/van

day in the late 1980s, to 64 minutes per day in passenger travel has stayed more constant, at around

the late 1990s, to between 64 and 59 minutes 16 minutes per person per day in the 1980s and 1990s,
per person per day between 2003 and 2014. and slowly declining to 15 minutes per person per day by

The different travel modes have varied somewhat more over 2011-2014. Over the same period, time spent walking has
time [Figure 1). In the late 1980s, people spent about 28 decreased from an average of 10 minutes per person per
minutes a day driving a car or van, and this increased to 33 day to 8 minutes per person per day.

minutes a day by the late 1990s. It hit a peak of 34 minutes

Figure 1: Time spent travelling per person [aged 5+ years] per day

—&— Car/ van driver Car/van passenger === Pedestrian =3¢ Other (PT/cycling/motorcycling)
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Mode share - what is it?
Mode share is the percentage of travel undertaken as a driver, as a passenger, walking or cycling,
or travelling by other means. More information about each travel mode is available in the Glossary.

12



Figure 2: Mode share of travel time [2011-2014]

Public transport (bus/
train/ferry) 41%

Bicycle 16%

Motorcycle 0.4%

Driver (in private car/van)
52% Other household modes

& @ A s &

More than half of people’s time spent travelling is as a
driver in a private car/van (52 percent for 2011-2014]).
Over a quarter is as a car/van passenger (27 percent),
followed by walking (13 percent). Public transport is

2.2% just 4 percent of total time spent travelling, cycling
nearly 2 percent and motarcycling less than half a
percent of total travel time (Figure 2).
R — e

Figure 3: Mode share [percentage of total time spent travelling by each mode of travel] (2011- 2014)

= Car/van driver “Carlvan passenger

All ages

Age group (years)

" Pedestrian

=PT (bus/train/ferry) = Cyclist =Qther household

0% 10% 20% 30% 40%

80% 90% 100%

50% 60% 70%

Percentage of time spent travelling by mode

Maode share varies by the age of the person travelling
(Figure 3). For instance, before age 16, driving is not a

legal option. Children under S years old spend mast of their
travel time as car/van passengers (86 percent), followed

by walking [13 percent]. Those aged 5 to 14 years are also
mainly car/van passengers 70 percent], with nearly a fifth
of their time spent walking (19 percent]. Public transport
starts playing a more important role when people are 5-14,
making up 8 percent of their time spent travelling.

For 15-24 year olds, driving a private vehicle becomes
a larger part of their travel (36 percent of time spent

travelling), as they are starting to get a driver licence.
About a third of their travel time is still as a car/van
passenger (33 percent] and public transport makes up

10 percent.

Between ages 25 and 64, driver, passenger and pedestrian
made share stays about the same (65-70 percent driving,
13-18 percent as a passenger, 9-11 percent walking].

After age 65, driving declines to around 50 percent of
made share and walking and passenger mode share
time increases.
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Figure 4: Hours spent travelling per person per week (2011-2014]

= Carl/van driver “ Carlvan passenger “Pedestrian =PT (bus/train/ferry) = Cyclist = Other household
All ages
75+
65-74
5564
f"% 45-54
g
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Hours per person per week
The total time spent travelling per person also varies with Those wha spend most time travelling are 45-54 year olds
age. Overall, people travel roughly an hour per day, but once (nearly 8.5 hours per person per week]. They also spend
you start breaking it down by age, people spend different the most time driving (nearly 6 hours per person per week].
amounts of time travelling - people travel less when much Between ages 25 and 74, people generally spend similar
older and much younger [Figure 4). amounts of time as passengers, walking, and using public
Children [0-4 and 5-14 year olds) spend the longest transport and other modes (ranging from 2 hours and 27
amount of time as car/van passengers - just under 4 hours minutes for 35-44 year olds to Elhours and 40 minutes
per person per week. Those aged 5-14 years do a bit more for 55-64 year ?'dS]- For peoplein _trl‘at broad age group of
travel than younger children, and spend longer walking and 25-74 years, it is the amount of driving that most affects
using public transport. the total time spent travelling per week.
Hours spent travelling per person per week (2011-2014)
9 hrs
8 hrs
7 hrs
6 hrs
Shrs
4 hrs
3hrs
2hrs
lhrs
O hrs

0-dyrs 5-14yrs 15-24yrs 25-34yrs 35-44yrs 45-54yrs 55-64dyrs 65-64yrs 75+yrs



4.2 How far do people travel on roads?

The distance!’ people travel in a year has increased about This had increased to 42 hillion km per year by the

16 percent since the late 1980s, to peak in the early 2000s. late 1990s (about 12,300km per person per year].

Since then it has dropped back about 6 percent. Because Between 2003 and 2014, it varied between 46 hillion

the New Zealand population has grown, the total distance and 48 billion km per year (11,500-12,500km per person
travelled is now about 45 percent higher than it was 25 per year], ending at around 48 billion km per year 2011-
years ago (Figure 5). 2014 [11,700km per person per year).

In the late 1980s, the total road-based distance travelled
by those 5 years and over was 33 hillion [thousand million)
km per year [about 10,800km per person per year].

Figure 5: Distance travelled on roads per year and per capita for people aged 5+ years
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Note: After 2004 data points are based on the average of 3 years of data per point.

Grow, peak or plateau?

10 To be consistent over the 25 years, this excludes travel by children under 5 years old and only includes on-road travel (including walking distances, which in the 1989/90
and 1997/98 surveys were estimated using average walking speeds].
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Having established how driving makes a large difference
in the amount of travel, we will now focus on driving

and driving experience, looking more at the differences
between older and younger drivers.

Figure 6: Distance driven per driver per day
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On average, older drivers are now driving further later into
life than they did 25 years ago and are more likely to have
driven further aver the course of their life. In contrast,
younger people are less likely to have a driver licence than
they once were. They are also less likely to be a driver
involved in a fatal crash than 25 years ago.

2005-2008
2011-2014

= 2004-2007 = 2006-2009

= 2010-2013

55-64 65-74 75+ All ages (15+)

Age group (years)

Note: This graph visually compresses the time interval between 1989/90, 1997/98 and 2003-2006.
T ——— .

Here we consider only those people who drive. We define
a driver as someone who reported driving 100 or more
kilometres in the past year.

From Figure 6 we can see that, overall, the distance driven
per driver per day increased from the late 1980s to reach
a peak in the early 2000s. It then dropped a little, but has
held steady for the past few years.

This trend is particularly marked for older people (S5 years
and older], who very clearly drive further now than they

did in the late 1980s. The exceptions to this trend are the
15-24 year olds, whose distance driven per day has held
steady, and the 25-34 year olds, whose distance driven per
day is now less than in the late 1980s.

Looking at younger (15-24 year old] drivers in more

detail (Figure 7], we see younger drivers (15 years old]
average the shortest distance per driver, with 20 and 21
year olds driving the most, but still not up at the distances
of those aged 25 years and over. The distance driven by
younger drivers (18 years and under) has dropped since
the early 2000s.



5.1 Starting off: younger drivers

Figure 7: Distance driven per driver per year by age group (2008-2014])
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Young drivers risk

By comhining crash data from the Crash Analysis System with Household Travel Survey data, we get an idea of the
relative risk levels for different drivers hased on how far they drive (exposure levels). We have seen large reductions
in crash risk for young drivers over the past 25 years.

Young male drivers (15-19 year olds] have the highest risk of crashing of all ages.

@
|n| Young male drivers involved in fatal crashes per 100 million kms driven

Q)
Late 80s 7777777777777777777/1-1li

Md2000s 7 7 7 7 7 7 7 7 /. ¢/

2.9 Thisis still nearly 10 times the risk of the lowest-risk
2010-14 7 7 7 7 7 7 S C age group for men (50-54 year olds) for 2010-2014.

[ ]
,*\ Young female drivers involved in fatal crashes per 100 million kms driven

o R b

/ ¢
Mid2000s 7~ 7 7 7 - V. <

’ This is still five times the risk of the lowest-risk
2010-14 7 7 4. ¢ age group for women [45-49 year olds) for 2010-2014.
A

Mare information on risk for other age groups and for other travel modes is available in the Ministry’s Risk fact sheets,
available from www.transport.govt.nz/research/travelsurvey/reportsandfactsheets/.

i ‘ 25 Years of New Zealand travel: New Zealand household travel 1983-2014
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5.2 Driver licences

Changes in driver licences over the past 30 years

The distance driven by people in a particular age group is holders need constant supervision, while restricted licence
affected by various factors, including whether people have halders are free from supervision during the day, but need
a car licence and what stage of licence it is. Learner licence it late at night*™.

Figure 8: Percentage of population with driver licence by age group [2008-2014])
mLearner =Restricted =Full =No licence =Unknown
100% 1
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50%
40% -

30%

Percentage of population in age group
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10% -

0% -
15 16 17 18 19 20 21 22 23 24 25years All ages
Age (years) and over (15+)

11 More current information on driver licences and the restrictions involved can be found on the New Zealand Transport Agency website
(www.nzta.govt.nz/driver-licences/).
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Looking at the types of licence held by age for 2008-2014
(Figure 8), we can see most 15 year olds did not have any
sort of driver licence (83 percent), and only 14 percent
had a learner licence?®

The proportion of people with no car licence decreases
with age, until fewer than half of those aged 17 and about
a quarter of those aged 19 have no car driver licence.
The age group with the highest proportion of learner
licence holders is 16-18 year olds [ranging from 22 to
18 percent], and this decreases quickly with age. About a
quarter of 18 and 19 year olds have a restricted licence,
and this proportion decreases with age too. By 20 years
old, more than half of people surveyed have a full driver
licence, increasing to more than 85 percent for those 25
years old and over.

The proportion of people between 15 and 35 years old that
hold a full driver licence has dropped over the last 25 years,
with the most pronounced drop by the younger people

in that age group (Figure 8). For 15-24 year alds, the
proportion has dropped from nearly half in the late 1980s
to less than a third by 2011-2014.

More qualitative information on New Zealand Generation
Y (born 1980 onwards] travel and mability and licensing
attitudes is available in Hopkins and Stephenson (2015]%.

For people over 65 years old, the proportion holding a
licence has risen over the 25 years. The most pronounced
rise is for drivers over 75 years old**. Less than half this
group held licences in the late 1980s, compared to about
three-quarters by 2011-2014.

Figure 9: Percentage of people aged 15+ years with a full car licence
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100% -

90% -
5]
é 80% 1 ./
3 70%
=
Z 60% -
>
o
g 50% - o
©
5 40% -
S
£ 30% -
3
$ 20% -

10% -

0% : : , : : .

1985 1990 1995 2000 2005 2010 2015
Year

Note: After 2004 data points are based on the average of 3 years of data per point.
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12 See Changes in driver licences over the past 30 years for details on when the learner minimum age changed from 15 to 16 years old.
13 Highlights http://hdl.handle.net/10523/5642 full report http://hdl.handle.net/10523/5641 (accessed 13 August 2015).

14 Note that the survey did not include people in retirement homes. These are likely to be, on average, less mabile than others in the same age group,

so the survey may overestimate the licence rate for older people.

f

25 Years of New Zealand travel: New Zealand household travel 1989-2014
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5.3 Lifetime driving experience

As well as looking at whether or not people have a licence
and how much they drove during the survey and in the last
year, we can look at people’s lifetime driving experience.
We can’t know exactly how far people have driven, but
people were able to estimate within broad categories.

Figure 10 and Figure 11 show haw the driving experience
profiles changed by age and gender between 1989/90 and
2011-2014. Following the trend observed earlier, that older
people now tend to drive further than those their age 25
years ago, older men and women both show more driving
experience with older age.

About 80-85 percent of men aged 50 and over had driven
mare than 200,000km over their life in the late 1980s.

By 2011-2014, this had increased to at least 90 percent
of men. But, conversely, younger men [15-19 years old)
had less driving experience - about 30 percent of them
hadn’t driven yet in 1989/90, but in 2011-2014 this had
increased to 50 percent.

Older women also now have far mare driving experience
than they once did. By 2011-2014, about 70 percent of
50-79 year old women have driven more than 200,000km
over their life to date, whereas in 1989/90 it was only
around 30 percent. But, like the men, the youngest women
are mare likely to have never driven, with about 55 percent
not yet having driven in 2011-2014, compared to just over
40 percent in 1989/90.

Figure 10: Lifetime driving experience by current age and gender - females
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Figure 11: Lifetime driving experience by current age and gender - males

Lifetime distance driven by age group — males
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MARGARET Ziwim

It has been a little while since Margaret visited her daughter Kim and the grandchildren, but she still

drives fairly regularly. She enjoys getting out and about and keeping up with friends the way she always has.
She has fond memoaries of visiting her own Nana, but would not want to always stay at home like her.

Nana just didn’t get out much after Grandad died - he was the one who did maost of the driving and once

he was gone she just didn’t feel up to driving by herself. Nana said she didn’t like the busy roads,

but Margaret had her suspicions that Nana had never got a driver licence anyway.




22

On a typical weekday, people travel for a variety of reasons.
In this chapter we look at some of the different reasons
people travel and when and how they do that travel.

We can see when people travel most and why people are
travelling at certain times of the day by looking at the
average distance travelled in an hour per day, by purpose,
for weekday and weekend (Figure 12].

Figure 12: Average distance per day by purpose and time of day (2010-2014)
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In Figure 12, the averall profile shape that stands out is
that people travel further each day in the weekend, and
that people tend not to travel between midnight and
4-5am. Another strong feature is the two peaks in the
marning and late afternoon/early evening. These are
present in both weekdays and weekends, but are most
distinct in weekdays. The weekend morning hump is
also later in the day than the weekday one.

Looking in more detail at why people are travelling,

we see that the morning weekday peak is dominated

by travel to work and travel for employer’s business.
Education features strongly in that morning peak as well.

The afternoon/evening peak is dominated by people
travelling home at the end of the day. Shopping/personal
business, social visits and recreation are more spread out
through the day and dominate in the weekend.

So, let’s look at aspects of the day in more detail, starting
with travelling to work and to school and how this has
changed over time. We then look at other reasons for
travel, and who people travel with.



6.1 Commuting

Much of people’s travel to work occurs between 6am and 9:30am on weekdays.

Journeys, trip legs and other components of travel

- o

Second trip leg Third trip leg

How long does it take to get to work?

Some comparisons of our shorter, medium and longer commutes **

CHR'S commute time to work in Auckland is around 22 minutes:
faster than some friends further out who have to

travel for 45 minutes, but slower than friends
closer to work, who take 10 minutes.

ARUHA'S commute time to work in Wellington is similar, at around 20 minutes, but she has
friends in the Wellington area who have to travel just as long as thase in Auckland (45 minutes).

Some of her other friends have an even shorter trip to work, taking only S minutes.

PAUL has a shorter commute in Christchurch compared to Chris and Aroha [around 15 minutes].
Even his friends in Christchurch wha need to travel much longer are still only travelling for about
30 minutes. Similarly he has friends who can be at work in as little as S minutes.

—n Bl e

(2

15 Journey times based on median (half the work journeys were sharter than this and half were longer than this), 10th percentile (only 10 percent of work journeys were
shorter than this) and 90th percentile (only 10 percent of work journeys were longer than this).
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Figure 13: Travel from home to work on weekday mornings
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How people travel to work has stayed fairly similar for the
past 25 years. Over three-quarters of journeys to work
are driving or driving and walking. This was slightly lower
(67 percent of journeys] in the late 1980s, but by the late
1990s was up to 75 percent.

In contrast, being a passenger in a private vehicle was
higher in the late 1980s (14 percent of journeys] and late
1990s (10 percent of journeys), and has since stayed fairly
steady (between 7 and 9 percent). Cycling mode share has
also declined over the past 25 years, from 5 percent of all
journeys to wark in 1989/90 to about 2 percent in the late
1990s, and has remained at about 2-3 percent since.

Journeys involving public transport have been quite steady
at around 6-7 percent and walking-only journeys have also
held steady at around 5 percent.

Where peaple live has a definite effect on their journey

to work and the ways they can travel. Looking at people’s
journey to work in various main urban areas [Figure 14]),
we see that people in the Wellington area'® are least likely

16 Including Wellington, the Hutt Valley, Porirua and Kapiti.

to drive to work [61 percent of their journeys to work
involve driving] and are most likely to use public transport
(train or bus, 18 percent of their journeys to work]. Of the
active modes, those in Wellington and Dunedin have the
highest walking rates (9 percent of journeys], while those
in Christchurch have the highest cycling rates (7 percent of
wark journeys).

The New Zealand Census also collects information on
people’s journey to work. This gives us a regular snapshot
of how everyone who works on a census day gets to work,
and the main travel made they use. More information on
this is available from Statistics New Zealand.



Figure 14: Journey to work by mode and metropolitan area (2009-2014)
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6.2 Who works

In order for people to be travelling to work, they need to be
employed. Rates of employment differ between men and
women and have changed over time.

From the Household Labour Force Survey (Statistics New
Zealand], over the past 25 years, the number of people

in full- or part-time employment has risen for both men
and women (Figure 15). While the rates of part-time
employment have increased for both men and women,
women are more likely to work part-time than men,

and the proportion has increased over time.

This also holds when we look at the Household Travel
Survey data on employment.

Let’s focus on people of similar ages living as a couple,
with children, as this allows us to look at what differences
gender and employment status make in how people travel.

Figure 15: Full-time and part-time employment by gender (Household Labour Force Survey, Statistics

New Zealand]
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Source: Statistics New Zealand and licensed by Statistics NZ for re-use under the Creative Commons Attribution

3.0 New Zealand licence. Accessed 7 July 2015.



Morning travel: then and now

1989/90

Christine:

Christine is married and has primary school-aged
children. She is unlikely to be warking. Of women
like her, only 19 percent are working full-time,
with a further 26 percent working part-time.
Nearly half are not employed.

Christine’s morning travel

Looking at trips starting between 6am and 9:30am,
we see that Christine heads out for about 8 minutes.
Mastly this is accompanying others (2.5 minutes],
personal business (2 minutes] and social

(1.5 minutes].

Women like Christine who waork spend about 13
minutes out at this time, of which nearly 5 minutes
would be travel to work, 2 minutes employer’s
business, and over 2 minutes accompanying others.

Sue:

Sue is married and has secondary school-aged
children. She is more likely than Christine to be
working. Of women like her, 39 percent are working
full-time, with a further 22 percent working part-
time. Nearly a quarter are not employed.

Sue’s morning travel

Looking at trips starting between 6am and 9:30am,
we see that Sue heads out for about 15 minutes,
of which nearly 7 minutes would be travel to work,
nearly 3 minutes accompanying others, and about
2 minutes social/recreational.

Waomen like Sue who don’t work tend to head out
for about 10 minutes. Mostly this is shopping/
personal business (4 minutes), social (3 minutes]
and accompanying others (2 minutes].

2011-2014

Sarah:;

Sarah (like Christine] is married and has primary
school-aged children. She is more likely to be working
than 25 years ago. Of women like her, 39 percent are
working full-time, with a further 31 percent working
part-time. Around a quarter are not employed.

Sarah’s morning travel

Looking at trips starting between 6am and 9:30am,
we see that Sarah heads out for about 19 minutes,
of which 8 minutes would be travel to work, nearly
4 minutes accompanying others and nearly

2 minutes on shopping/personal business.

Wamen like her who don’t work spend about 16
minutes out at this time of the marning. Mostly this
is accompanying others (6.5 minutes]), shopping/
personal business (nearly 2.5 minutes] and education
(nearly 2 minutes).

Helen:

Helen (like Sue] is married and has secondary
school-aged children. She is far more likely than
Christine, Sarah and Sue to be working. Of women

like her, nearly half (48 percent] are working full-time,
with a further 30 percent warking part-time.

Fewer than 20 percent are not employed.

Helen’s morning travel

Looking at trips starting between 6am and 9:30am,
we see that Helen heads out for about 20 minutes,
of which nearly 9 minutes would be travel to work,
4 minutes accompanying others and nearly

2 minutes on employer’s business.

Wamen like Helen who don’t work tend to head out
for about 17 minutes. This is sacial (6 minutes],
accompanying others (4 minutes), and personal
business [nearly 3 minutes].



28

Morning travel: then and now

1989/90

d
Mark:

Mark is married and has primary school-aged
children. He is likely to be warking. Of men like him,
86 percent are working full-time, with a further

3 percent working part-time. Eleven percent are
not employed.

Mark’s morning travel'’

Looking at trips starting between 6am and 9:30am,
we see that Mark heads out for about 26 minutes.
About half of this is travel to work (11 minutes].
Employer’s business is a further 12 minutes.

There is a minute for accompanying others.

=

\—~/

Bruce: a:h

Bruce is married and has secondary school-aged
children. He is likely to be warking. Of men like him,
88 percent are warking full-time, with a further

2 percent working part-time. Ten percent are not
employed.

Bruce’s morning travel®’

Looking at trips starting between 6am and 9:30am,
we see that Bruce heads out for about 23 minutes.
Over half of this is travel to work [13 minutes).
Employer’s business is a further 6 minutes.

There is a minute for accompanying others.

2011-2014

Daniel:

Daniel (like Mark] is married and has primary
school-aged children. He is likely to be warking.
Of men like him, 88 percent are working full-time,
with a further 4 percent working part-time. Seven
percent are not employed.

Daniel’s morning travel*’

Looking at trips starting between 6am and 9:30am,
we see that Daniel heads out for about 23 minutes.
About half of this is travel to work (11 minutes].
Employer’s business is a further 5 minutes. He spends
about 2.5 minutes accompanying others.

Stephen: a:h

Stephen is married and has secondary school-aged
children. He is likely to be warking. Of men like him,
86 percent are working full-time, with a further

5 percent working part-time. Seven percent are

not employed.

Stephen’s morning travel’

Looking at trips starting between 6am and 9:30am,
we see that Stephen heads out for about 22 minutes.
About half of this is travel to work (11 minutes].
Employer’s business is a further 5 minutes.

He spends 2 minutes accompanying others.

17 Sample too small to comment on men like Mark, Daniel, Bruce and Stephen who don’t work.



6.3 Travel to school

Adults are not the only ones travelling in the marnings:
children need to get to school and how they travel to schoaol
has changed over the past 25 years. Children are more
likely to be a car passenger now than they were 25 years
ago and fewer children cycle to school.

For primary school children [aged 5-12 years old, Figure 16)
in the late 1980s, walking was the mast common way to get
to schoal (42 percent of schoal journeys), followed by being
a car passenger (32 percent] and by public transport and
cycling (13 and 12 percent respectively).

By the late 1990s, the walking journeys had decreased to
30 percent, while the car passenger journeys had increased
to 47 percent. Public transport had increased to 15
percent, but cycling had declined to 7 percent. By the mid-
2000s, more than half of primary school children’s journeys
were as a car passenger (56 percent]. This rose to a peak
of nearly 60 percent for 2007-2011 and 2008-2012, hut
has since declined to 57 percent hy 2010-2014.

Walking declined from 26 percent in the mid-2000s to a
low of 22 percent in 2007-2011, but has since increased
to 29 percent. Public transport use has varied between
11 and 15 percent.

Figure 16: Travel to school - mode share - ages 5-12 years
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In the late 1980s, puhlic transport (29 percent] and By the mid-2000s, 35-37 percent of journeys to schoal

walking (26 percent] were the most common ways for were as a car passenger, but that declined to 32 percent
secondary school students (aged 13-17 years old, by 2010-2014. Walking was the next most common way
Figure 17] to get to school. Around 21 percent caught to get to schoal in the 2000s (26-29 percent], but was
a car ride with someone, 19 percent cycled and about overtaken by public transport around 2008-2012.

4 percent drove themselves. Public transport was just under 25 percent for the mid-

2000s, but started increasing and rose to 30 percent
by 2010-2014. From around 2005-20089, slightly mare
teens have driven to school than cycled.

By the late 1990s, public transport was na longer the
mast common way to get to school - more secondary
school students were now car passengers (35 percent].
Public transport declined to 25 percent, walking to under
20 percent and cycling to about 11 percent. Cycling is
discussed in mare detail later [Figure 18).

Figure 17: Travel to school - mode share - ages 13-17 years
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Figure 18: Percentage of journeys to school cycled
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Cycling has seen the most dramatic decline in rates for getting to school (Figure 18]. In the late 1980s, 12 percent of primary
school journeys and 19 percent of secondary school journeys were by bike, but by 2010-2014 this had fallen to 2 percent and
3 percent respectively.

1989/90 travel to school 2010-2014 travel to school

1 9 % of secondary school children biked 3 % of secondary school children biked

1 2 % of primary school children biked 2 % of primary school children biked
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6.4 Why else are we travelling?

While commuting to work and school are major reasons Travel to wark (16 percent] and education (6 percent],

for morning travel, they are not the only reasons for travel as discussed above, together make up less than a quarter
(Figure 19). (22 percent] of the time spent travelling.

We spend the largest proportion of our time travelling Nearly a quarter of our time spent travelling is going
coming home (39 percent), but as this is a catch-all shopping, conducting personal business or for medical
category and why people went out in the first place is reasons. Nearly a fifth of our time is spent on social visits.
of more interest, we will exclude it from the rest of the Accompanying others makes up 16 percent of travel time,

analysis in this section.

followed by 12 percent of travel time for recreation, and 8
percent for employer’s business.

We use these categories - what do they mean?

The Travel Survey codes travel purposes into categories. Formal definitions are available in the Glossary,

but it helps to see examples.

Purpose

Emplayer’s business

Shopping

Personal business

Medical

Social visits

Recreation

Accompanying someone
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What we mean and examples

Travel done for work rather than getting to work. This can range from a plumber
driving to their next job to flying up to Auckland for a work-related conference.

Purchasing (or intending to purchase] goods, eg grocery shopping.
Includes window shopping.

Similar to shopping, but no goods are involved. Examples include visiting a
hairdresser, bank ar library.

Includes visiting a doctor or dentist.

Sacial visits and entertainment. This may range from visiting friends to going out
to the movies or going out for a meal. Preschool activities such as playschoaol and
daycare are currently included in this category.

This includes recreational activities, eg going jogging or cycling, as well as travel to
sports or recreation, eg driving to the park to play soccer.

Going somewhere for someone else’s purpose. This can range from dropping kids off
at schoal (their purpose is education, but the driver is accompanying), to the same
children coming along grocery shopping. This also includes travel to pick someone
up, eg from the airport or work.




Figure 19: Travel purpose and time [2011-2014)
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The time spent travelling and the reasons for travelling vary
with age (Figure 20). Education and accompanying others
are major components of travel for under 15 year olds,

but matter little to those aged over 65 years. Travel to work
is an impaortant reason for travel for 15-64 year olds, but
not for children and those over 75 years old. Those aged
25-54 years spend similar amounts of time travelling to
wark as they do for shopping/personal business, though

the amount of time each age group spends on each varies.
In general, the amount of shopping and personal business
increases with age, reaching a maximum for 55-74 year
olds. For those aged 65-74 years old, this is more than

45 percent of their travel.

Figure 20: Reason for travel by age group!® (2011-2014])
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Reasons for travel also affect people’s decisions on how

to travel. Travel to work, shopping/personal business and
especially employer’s business are the reasons for more
than half the time spent driving. Less than half of the time
spent travelling for social visits and accompanying others is

18 Excludes travel home.

driven, and this is even lower for recreation (31 percent] and
education (11 percent). Of course, in the case of education,
the age of most of the travellers precludes driving as a mode
of travel.



Figure 21: Mode share of time spent travelling, for each trip purpose/destination type (2010- 2014])
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Evenly split:

Travel for and to recreation is evenly split between driving Nearly half of all travel accompanying others is as a
(31 percent), being a passenger [28 percent] and walking*® passenger (47 percent]) and many of these will be children
(30 percent). Recreational travel features the highest (Figure 20).

proportion of cycling, at 6 percent.

302 walking
e

31% Driving 28 Being a passenger

Recreational travel features the highest proportion of cycling 6 0/
(o)

19 This includes running.



6.5 Who people travel with

Who people travel with depends on their age and stage of This changes once people are old enough to have children,
life. People over 15 years old generally travel with someone when you start seeing young passengers turning up.

their own age in the car, such as partners, spouses or Children grow up and their parents get older. Once young
friends (Figure 22]. people start driving, they tend to drive with friends their

own age or with an older person. Drivers 80 years and aver
tend not to drive younger people around.

Figure 22: Passengers in each age group by age of driver, per 100 driver trip legs (2011-2014)
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Like any typical 18 year old driver, Anna is most likely to drive by herself, but
when she doesn’t, her passengers are most likely to be her friends Emma and Li (also 18 years old]. Before she
got her restricted licence, her driving was supervised by her parents [Mike and Sunita], but now she enjays the
freedom of not needing the supervision during the day.

D

27 year old Sarah’s driving often involves transparting her primary school-aged children around. She is able
to get out and about without them a hit maore now Olivia (the youngest] has started school.




Alcohol consumption in New Zealand is a major area of
research, ranging from the health implications of the
quantities of alcohol consumed, to the increased risk of
crashing when it is combined with driving. It is also an
area where we have seen some large changes over the
past 25 years.

In 1989, 41 percent of fatal crashes had alcohal/drugs as

a contributing factor and 321 people died in those crashes.

In 2014, 23 percent of fatal crashes had alcohol/drugs
as a contributing factor, with 70 people dying in those
crashes®.

Since 1989, New Zealand has introduced compulsory
breath alcohol testing, changed the blood and breath
alcohol limits, changed the penalties for being over
the limits and reduced the minimum alcohol purchase

7 Alcohol consumption and travel

age from 20 to 18 years®. We have seen a reduction in
drink driving-related casualties, but to understand the
underlying behaviour and the context of the policy changes
better, we need to have an idea of the hasic alcohol
consumption and travel patterns.

As well as being interviewed about their travel over 2 days,
the New Zealand Household Travel Survey asked people
about their alcohol consumption over the travel days and
on the night before. People were asked about the starting
time, finishing time and venue of each drinking session,

as well as the type and number of drinks consumed??.

The 1989/90 and 1997/98 surveys asked about the start
and end times of drinking sessions and the venue, but only
asked this of people who drove on the travel days and did
not ask about type and number of drinks.

Figure 23: Percentage of time spent drinking by venue, for people who drove on the travel days

(national average]
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20 From www.transport.govt.nz/research/crashfacts/alcohol-and-drugs/.

21 For mare information on alcohol/drug crashes and the legislation changes, see

-

www.transport.govt.nz/research/crashfacts/alcohol-and-drugs/.

22 Accuracy of recall (especially around amounts] may decrease with the amount of alcohol consumed in a drinking session.

25 Years of New Zealand travel: New Zealand household travel 1989-2014
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The places people reported drinking have changed over the time out drinking at a hotel, pub or club had decreased

the past 25 years. In the late 1980s, maore than a third of to 17 percent. This trend continued in the 2000s, until by
time spent drinking was in people’s own home, and mare 2010-2014 two-thirds of people’s time spent drinking
than a quarter was out at a hotel, pub or club. Twenty-two was at home, with a further 16 percent at someane else’s
percent was at someone else’s home. By the late 1990s, home. Only 10 percent was at a hotel, pub or club and
the time drinking at home had increased to 43 percent, and 3 percent at a restaurant or cafe.

Figure 24: Time spent in drinking sessions by age [2003-2007, 2010-2014)
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As with many things, the time spent drinking varies by Between 2003-2007 and 2010-2014, the time spent
age. In 2010-2014, those aged 35-44, 55-64 and 65-74 drinking has decreased for those under 75 years of age,
years spent around 4 hours per person per week drinking. but increased for those older than that.

In 1989 more people died in crashes with driver
alcohol/drugs as a factor than our total road toll in 2014.

™71321 294

1989 Alcohol/drug related road deaths 2014 Total road toll




This trend of younger people drinking less is observed for
both males and females, but is more marked for men. Men
in general tend to spend mare time drinking per person per
week than women (Figure 25]. In 2003-2007, men spent
twice as long drinking per week as women, on average. An
extreme was 25-34 year olds, where men spent on average
7 hours drinking per week, whereas the women that age
were only averaging around 3 hours. By 2010-2014, 25-34

year old men were spending around 4.5 hours a week
drinking, and women that age just over 2 hours a week.

In contrast, older women’s 75+ years old) drinking

time per week has increased from 1.5 hours per week in
2003-2007 to just over 2 hours per week in 2010-2014.
For 75 year old men, the time spent drinking has increased
from just over 3 to just over 4 hours per week over that
same period.

Figure 25: Time spent drinking (hours per person per week] by age, gender and time period

(2003-2007, 2010-2014])
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There have also been changes in the likelihood of drinking
on a given day. For instance in 2003-2007, on any given
day, 89 percent of 15-24 year old women didn’t drink.

At the other extreme, 5 percent of 15-24 year old women
drank six or more standard drinks. By 2010-2014 those
who didn’t drink on a given day had increased to 92 percent
and those who had six or mare drinks had decreased to

2 percent.

A similar pattern is observed for men aged 15-24.
In 2003-2007, on any given day, 83 percent of men

in this age group did not drink and about 9 percent of
men had six or more standard drinks. By 2010-2014,

88 percent did not drink on a given day and only 4 percent
had six or more standard drinks.

For both males and females, there have been similar
reductions for all the age groups under 65 years. For those
aged 65 or over, the proportion that did not drink on a given
day either stayed the same or decreased. Currently the age
group most likely to have a drink on any given day is the
65-74 age group.

25 Years of New Zealand travel: New Zealand household travel 1989-2014
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Blood alcohol concentrations (BAC] after a drinking
session, and hence for any travel afterwards, can be
estimated by taking the amount of alcohol reported
and assuming a standard alcohol metabolism rate and
average weights for men and women. Figure 26 shows
estimated rates of travel with various BAC levels. This is

¥ Carlvan/motorcycle driver

Car/lvan/motorcycle passenger

indicative only, as we are not actually measuring it at the

time and people may underreport the amounts of alcohol
consumed. More details on the method used are available
in McSaveney and Povey (2010).

Pedestrian " Public transport (bus/train/ferry)

Cyclist " Taxi passenger Other household travel
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Overall, we see less travel after drinking alcohol in 2008-
2014 than we did in 2003-20089.

In 2003-2009, people aged 15 years and over made about
5,200 million trip legs per year in household travel via all
mades. Of these, approximately 104 million trip legs per
year were started with a non-zero BAC (2.0 percent of

all household travel]. Far nearly 28 million trip legs per
year, the person had an estimated BAC of aver 50mg of
alcohal per 100ml of blood (0.5 percent of all household
travel]. For 19 million trip legs per year, the person had an
estimated BAC of aver 80mg of alcohol per 100ml of blood
(0.4 percent of all household travel].

In comparison, between 2008 and 2014, people aged 15
years and over made about 4,950 million trip legs per year
in household travel via all modes. Of these, approximately
79 million trip legs per year were started with a non-zero
BAC (1.6 percent of all household travel]. For about 16
million trip legs per year, the person had an estimated BAC
of over 50mg of alcohol per 100ml of blood (0.3 percent of
all household travel]. For 11 million trip legs per year, the

person had an estimated BAC of over 80mg of alcohol per
100ml of blood (0.2 percent of all household travel].

Many of these trips were not driving. Of those that were
driven, about 37 million trip legs per year were dane by
someone with a non-zero BAC of under S0 (below the
current legal limit'® for most adults] in 2003-20089.

By 2008-2014, this had decreased to about 31 million.
Driven trips with a BAC of over 50 (above the current legal
limit) decreased from around 6 million trip legs per year

in 2003-20089 to S million trip legs per year in 2008-2014.
This is a decrease from 0.18 percent to 0.16 percent of all
driver trip legs.

If you are interested in public attitudes to road safety,
especially around alcohol, and how they have changed
over time, please see the Ministry of Transport Public
Attitudes Survey at
www.transport.govt.nz/research/roadsafetysurveys/
for more information.



http://www.transport.govt.nz/research/roadsafetysurveys/publicattitudestoroadsafety-survey/

Cycling is a popular activity, both for recreation and for
transport, and is enjoyed by young and old.

On average, just under half of New Zealand households have
at least one hicycle in warking order and this increases to
over two-thirds in households with children. Twenty-five
years ago, these proportions were similar, with just over half
of all New Zealand households having one or mare bicycles,
rising to three-quarters of households with children.

Itis all very well for people to have access to a bicycle,
but are they using them? We can see how commaon it is
to cycle by looking at how often people report cycling in
the past year (Figure 27].

Those most likely to have cycled in the past year are
children aged 5-12 years. Mare than three out of every
five children aged 5-12 years has spent some time cycling
in the past year - both boys and girls. Nearly half of all
boys in this age group have cycled in the last manth,

with 44 percent of girls in this age group doing the

same. Overall, males are more likely to have cycled in the
past year than females. This is a similar pattern to that
ohserved in 2003-2006.

Figure 27: Percentage of population who cycled in the last year (2011-2014])
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We can get more detailed information by looking at cycling

travel recorded in the survey. However, because there is a
lower likelihood of people cycling on a travel day, we have
aggregated more years together.

Please also note this survey records cycling on the road
and footpath. Off-road cycling, such as mountain biking,
is not included.
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Figure 28: Distances cycled and time spent cycling in a day by those who cycled (2011-2014]
Distance cycled in a day by those who cycled Time spent cycling in a day by those who cycled

15+ km; 18%
60+ min; 28%

10-15 km; 11%

50-59 min; 7%

5-7 km; 14% 30-39 min; 18%

Looking at distances cycled, we can see over half of those who cycled on a given day travelled more than Skm over the course
of that day [Figure 28). Sixty-three percent of those who cycled spent half an hour or more cycling, and 28 percent cycled for
more than an hour through the day.
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/0 cycled spent mins or more cycling in a day



Figure 29: Percentage of time spent cycling by trip purpose/destination [2011-2014])
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(Figure 29). Adults (aged 18 years and over] are mare
likely to cycle for recreation (nearly half of their time spent
cycling®) and work [about a quarter of their time spent
cycling). Children (aged 5-17 years ald] also cycle for
recreation (about 30 percent), but over 35 percent of
their time spent cycling is to get to school.

Few cyclists tend to only cycle as their main means of
travel - many people who cycle drive as well.

In this survey people were asked how far they thought they
had driven in the past year. About 50 percent of people
aged 15 years and over have driven less than 10,000km

in the past year. It is only the most frequent cyclists, those
= who cycled 20 or mare days in the past month, who drove
appreciably less than the average. About 60 percent of
these frequent cyclists drove less than 10,000km in the
previous year, compared to less than 45 percent for those
who had cycled 5-9 days in the last manth.

SO0

Cycling and the future

23 Excluding cycling home.
24 See Cyclist fact sheet 2015 www.transport.govt.nz/assets/Uploads/Research/Documents/Cycling-2015-y1012.pdf (accesed 18 September 2015 for this and more

cycling trends and patterns
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9 Motorcycling

Who motorcycles has been one of the larger changes over the past 25 years. Twenty-five years ago motarcycling was
dominated by the young (aged 15-29 years), but now older riders (45 years and older] travel much mare by motorcycle.
This change is reflected in the crash statistics.

CRAIG

Craig is in his forties. He rode a motorbike in the late 1980s, when he was young and couldn’t

afford a car, stopped for a while once he got a car, but has recently got back into it. These days maost
of his motarcycling is for social or recreational reasons. He rides a more pawerful motorcycle than
he did in his youth and travels much more on the open road.

His nephew James also rides, but it is on a motar scooter [<50cc engine],
which he uses for commuting around town to save petrol costs.

Figure 30: Million kilometres motorcycled per year
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The distance ridden by different age groups has changed In contrast, the distance ridden by 30-44 year olds increased
markedly over the past 25 years. By the late 1990s, between 1989/90 and 2003, but has since declined.

the distance ridden by younger riders (aged 15-29 years] The distance ridden by those aged 45 years and older

had dropped to nearly a quarter of that of the late 1980s. has increased since the late 1990s [sample too small

This had roughly halved again by the mid to late 2000s. in 1989/90 for 45+ year olds to make a valid comparison).




These trends are reflected in the crash statistics around the turn of the millennium. Since then, casualties
(Figure 31), where 15-19 year olds dominate in the 1980s, in motaorcyclists aged 40 years and over have increased
followed by 20-24 year olds. After a peak in the mid-1980s, markedly, roughly plateauing from 2007 onwards.
motarcyclist casualties declined dramatically, reaching a low

Figure 31: Motorcyclist deaths and injuries by age group
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' 25 Years of New Zealand travel: New Zealand household travel 1989-2014
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9.1 Who motorcycles

We have several ways of looking at who motorcycles.
We can look at who has a motarcycle licence, whao has
ridden a maotorcycle in the past year, and who rides a
matorcycle over the survey period. Each gives a
different picture.

Looking at the most recent data, we see that between
2009 and 2014 about 440,000 people each year reported
having a motarcycle licence - that is about 13 percent

of the population aged 15 years and over. However, more
males than females have a motorcycle licence - about
360,000 men (21 percent of the male population aged
15 and over] and around 80,000 women (about 4 percent
of the female population aged 15 and over]. Fewer than
one in five motarcycle licence holders are women.

Back in the late 1980s, nearly one in three men had a
motorcycle licence. By the late 1990s, this had declined to
just over one in four men with a motorcycle licence, and by the
early 2010s around one in five men had a motorcycle licence.

However, just because a person has a licence, it doesn’t
necessarily mean they have motorcycled recently.

Between 2009 and 2014, a little over 90,000 people each
year reported riding a motorcycle 100km or mare in the
past year. This is nearly 3 percent of the population aged
over 15. Again, more males than females have maotorcycled
more than 100km in the past year - nearly 80,000 men
(almost 5 percent of the male population 15 and over]

and nearly 15,000 women (less than 1 percent of the
female population aged 15 and over).

Back in the late 1980s, this was higher, with nearly 10
percent of men aged 15 years and over having motorcycled
100km or more in the past year. By the late 1990s, this had
declined to around 7 percent of men aged 15 years and aver.

In Figure 32, we can see the difference between
motorcycling in the last year and having a licence, by age
group. More people have a motorcycle licence than have
ridden in the past year, especially in the older age groups
(30 years and aver).

Figure 32: Licensed motorcyclists and people who rode last year (2009-2014]
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The age group differences have shifted over time.

Twenty-five years ago, about 10 percent of 15-29 year
olds and about 6 percent of 30-44 year olds said they had
ridden 100km or more in the past year. By 1997/98, the
15-29 year olds who had motorcycled had declined to

5 percent, the 30-44 year olds had declined to 5 percent
and the 45+ year olds [(now a large enough sample] were
around 2 percent. By 2009-2014, anly 2 percent of 15-29
year olds had motorcycled 100km or more in the past year,
and 3 percent of those aged 30-44 years and 45+ years
had done the same.

Very few people who have ridden in the past year

have a motorcycle licence only (2 percent], with nearly
three-quarters having a car licence as well. Nearly a
quarter have only a car licence but ride a motor scooter,
which requires only a car licence to operate.

Figure 33: Percentage of trip legs, distance and time per age group by vehicle cc rating (2009-2014)
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9.2 How are motorcycles used?

Young people [15-29 years old] tend to ride lower-powered
motorcycles than older people. This is partially because of
the limit on the power of motorcycle engine with learner
and restricted licences [see www.nzta.govt.nz/licence/ for
details]. In all, about two-thirds of the distance travelled by
15-29 year olds on motorcycles is on bikes with an engine

size of 600cc or less (Figure 33). This compares to nearly
three-quarters of the distance travelled by 45+ year olds
being on motorcycles with an engine size of over 600cc,
with nearly half their distance travelled being on bikes of
over 1,000cc.

25 Years of New Zealand travel: New Zealand household travel 1989-2014
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There is a similar pattern for time spent motarcycling.
However, the majority of trip legs [well over half] are on
bikes with lower-capacity engines, indicating that the
larger-capacity engines are used for longer trips, often on
the open road (see Figure 33].

Figure 34: Percentage of distance motorcycled by purpose and age (2009-2014)

"Work and work related

100%
90% -
80% -
S 70% -
)
> 60% 1
&
s 50% -
(5]
g 40% -
8
S 30% |
o
20% -
10% -
0% -
15-29 30-44

“Education

" Shopping etc " Sociallrecreational " Other

45+ All ages (15+)

Age group (years)

The most common reason for motarcycle travel® is social/
recreational trips (Figure 34]. Travel for social/recreational
purposes accounts for nearly half of all the distance ridden
and well over half for younger [15-29 years) and older [45+
years] riders.

25 Excluding travel home.

For riders aged between 30 and 44 years, getting to work
and work-related trips are the most commaon, accounting
for over 40 percent of the distance ridden hy this age
group. For all age groups, work and wark-related trips
account for just over a quarter of the distance ridden.

Matarcycling on the open road (speed limit of over 70km
per hour] is generally associated with larger engine size
matorcycles and older riders [Figures 35 and 36].



Figure 35: Motorcyclist distance travelled per year by road type and engine cc (2009-2014)
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About 80 percent of the distance ridden on bikes over Riders aged 45 years and over travel further than other
250cc is on the open road. This compares to 56 percent riders. About 81 percent of the distance they travel is on
for smaller bikes. Overall, 75 percent of the distance ridden the open road, compared to 67 percent for 30-44 year olds
on the open road, but only 51 percent of the distance and 60 percent for younger (15-29 years] riders. Urban
ridden on urbhan roads, is on bikes of over 600cc. road distances travelled tend to be similar for all ages.

Figure 36: Distance travelled per rider per year by age group and road type (2009-2014])

M Urban road " Open road

_ 3500 -
g
g 3000
S 2500
2 2000 -
o
2
T 1500 |
2 L
@ 1000
3
§ 500
S

O -

All ages (15+)
Age group (years)

Note: Riders are defined as those who have motorcycled more than 100km in the past year.
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Puhblic transport can play an important role in getting
around for those who use it, especially in regular day-to-
day commutes. Public transport use depends on age and
especially location - people can’t use a transport mode if
they are in a place where it isn’t availahle.

In this context, when thinking about public transport,
we are thinking about local trips (generally less than an
hour or 100km)] by bus, train or ferry.

Urban people are far more likely than rural people to have
used public transpart in the past year. Some urban areas
have more people who use public transport than others.
Of the cities in the tahle below, only in the Wellington
urban area®® have more than half the population used

public transport in the past year. Nearly two-thirds of
Wellington people have used public transport in the past
year, compared to just under half of the people in Auckland,
over a third of people in Christchurch and Dunedin, and
less than 30 percent of people in Hamilton. Looking at
those who commute regularly by public transport (20 or
mare days in the past month], Wellington and Auckland
both have around 10 percent of their population doing

so, whereas in Hamilton, Christchurch and Dunedin, only
around 2-3 percent do so.

Public transport usage in the past year by urban area [2011-2014])

Auckland Hamilton
People sampled 4,892 1,213
Not at all in last year 52% 71%
Not at all in last 17% 13%
manth but in the last
year
On 1-4 days 12% 9%
On 5-9 days 4% 3%
On 10-19 days 4% 2%
On 20 days or more 10% 2%
In the last year 48% 29%
Total 100% 100%

26 Including Wellington, the Hutt Valley, Porirua and Kapiti.

Wellington® Christchurch Dunedin National
1,864 3,697 959 24,851
34% B3% B1% 66%
25% 17% 18% 14%
19% 10% 11% 9%

5% 3% 4% 3%
7% 4% 4% 3%
10% 3% 2% 5%
66% 37% 39% 34%
100% 100% 100% 100%



Those most likely to have used public transport in the
past year (Figure 37) are those aged 13-17 years (that
is, secondary school-aged children). Eighteen percent of
them are using it 20 or more days a month, meaning it is
probably their main way of travelling to school.

Figure 37: Public transport usage in the past year by age group [2011-2014])
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People who used public transpart in the past year are more
likely to spend mare time walking (Figure 38). Those who
regularly commute using public transport are also more
likely to walk on a given day, with about half walking for
mare than 10 minutes per day. Those who haven't used
public transport in the past year are also least likely to walk
on a given day, with nearly 85 percent not walking.

People with no vehicle in the househald are also most
likely to have used public transport in the past year -

60 percent of those with no household vehicle have

used public transpart in the past year, compared to less
than 40 percent of those in households with one or mare
household vehicles (Figure 39].

Figure 38: Time spent walking per day by frequency of public transport use (2011-2014]
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Figure 39: Frequency of public transport use by number of vehicles in household [2011-2014])
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People tend to use public transport to travel for quite public transport trip legs®, whereas it makes up 15 percent

different reasons compared to their average travel of trip legs overall. Only 14 percent of trip legs by public
(Figure 40). If we look at the purpose of travel by puhlic transpart are for personal business, such as shopping,
transpart, we see that 36 percent of trip legs are for whereas shopping/personal business makes up over a
education, whereas education trips make up only 6 percent quarter of trip legs overall.

of all travel®”. Travel to work also makes up 26 percent of

Figure 40: Percentage of travel by purpose when using public transport compared to all travel
(2011-2014)
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11 Across New Zealand

11.1 Artale of two cities: Auckland and Wellington (2009-2014)

1 I B Michael and Mele and their children are a typical®® Auckland family.

Michael takes about 20 minutes to drive to work, driving around 9km. His neighbour Amit commutes to waork using
public transpart, but it is not that common. On his street of 100 houses, anly about nine men use public transport
more than 10 times a manth.

Michael and Mele generally do their shopping close by, travelling around 3km or less and within a 10 minute drive
for about half their trips.

Michael spends nearly 9 hours per week travelling, with over an hour and a half of that being to work. Another hour
each week is spent travelling for shopping and personal business.

Mele spends about 7.5 hours per week travelling. Nearly an hour and a quarter of this is for transporting other
people, such as dropping the kids off at school or picking them up from friends” homes. She spends a similar
amount of time travelling for shopping or personal business, and about 50 minutes per week travelling to work.

Michael and Mele’s children are less likely than Craig and Kim'’s children to have used public transport in the past
year, with nearly 60 percent of children like them not having used it in the past year. However, 11 percent use it
regularly, on 20 or more days in the last month.

| @ |

Craig and Kim and their children are a typical Wellington®® family3..

Craig takes about 15 minutes to get to work, driving around 7.5km. In Wellington, it is a bit more comman to commute
to work using public transpart, and on his street of 100 houses about 17 men use public transport mare than 10 times
a month.

Craig’s shopping trips tend to be slightly further afield, travelling about 3.5km or less [within a 10 minute drive] for
half of them. Kim tends to shop closer, travelling about 2.5km or less and only travelling for around 8 minutes or
less for half her shopping trips.

Craig spends 10 hours a week travelling, with an hour and a half of that being to work. Nearly an hour and a quarter
each week is spent travelling for shopping and personal business.

Kim spends nearly 8.5 hours per week travelling. Over an hour and 20 minutes of this is for transporting other
people, such as dropping the kids off at school or picking them up from friends’ homes. She spends a similar
amount of time travelling for shopping or personal business, and about an hour a week travelling to work.

Craig and Kim’s children are reasonably likely to have used public transport in the last year. A quarter of children
like them have not used public transport in the last month, but have used it in the last year. Another quarter have
used public transport 1-4 times in the past month. Around 7 percent used public transport, on 20 or more days in
the last month.

29 Approximately 50 percent of the Auckland urban area population live in a household with children (age <18 years old), where at least one adult is aged 20-54 years.
30 Includes Wellington, the Hutt Valley, Porirua and Kapiti.
31 Approximately 45 percent of the Wellington area population live in a household with children (age <18 years old), where at least one adult is aged 20-54 years.



11.2 Town and country: urban/rural differences [2009-2014)

We have looked at the sorts of differences we see between Here we will look at an urban (town] and a rural [country])
Auckland and Wellington, but what about more basic couple, this time each with no children, and see what their
breakdowns such as the difference in travel for urban and travel is like.

rural people?

TOWN i EP.

John and Liz each spend a reasonable amount of their time travelling - John spends about 9 hours a week
travelling and Liz about 8.5. For John, a little under three-quarters of that time is spent driving, whereas for Liz
it is about half her travel time.

Travel to work and personal business/shopping dominate John's travel, each taking about an hour and 20 minutes
per week. Liz averages about an hour and a half per week for shopping and personal business, with an additional
hour a week each for social visits/entertainment and getting to work. Neither are that likely to have used public
transpart or cycled in the past year (about 40 percent or less probahility of use for people like them].

About half of John's trips are around 4km or less. He tends to travel furthest on emplayer’s business - about half
of those trips are 6km or mare.

Liz's trips tend to be closer - about half her trips are around 3km or less. Personal business/shopping and
recreational trips tend to be shortest, with mare than half of those being under 2.5km.

QQUNTRY ko 0 g0 b

Wiremu and Moana don’t spend that much of their time travelling - Wiremu averages about 2 hours 20 minutes
a week travelling and Moana nearly 2 hours and 40 minutes. For Wiremu, 80 percent of that time is spent driving,
whereas for Moana it is a little over half her travel time.

Personal business/shopping (averaging about 22 min per week] followed by employer’s business (18 minutes] and
social visits (18 minutes] are Wiremu'’s main travel, with travel to work averaging only about 15 minutes per week,
but he has the advantage of working close to home. Moana averages about half an hour a week for shopping and
personal business, with an additional 21 minutes per week for sacial visits and entertainment, and 19 minutes for
getting to work.

Wiremu and Moana are less likely to have used public transport than John and Liz (less than 15 percent of people like
them used it in the last year], but have a similar probahility of having cycled in the past year (around 30-40 percent].

Wiremu and Moana’s trips tend to be further than John and Liz’s. Nearly half of Wiremu's trips are more than 6km.
Half his work trips are nearly 8km.

Moana tends to stay a little closer to home, but still travels further in each trip than Liz, with mare than half her
trips being over 4km. She also travels further to work - just under half her work trips are more than 6km.

- ‘ 25 Years of New Zealand travel: New Zealand household travel 1989-2014



12.1 We have more of them

Not only has the way people travel changed over the past
25 years, but the number of vehicles in a household has
also changed.

About three-quarters of households have either one
or twao cars® (Figure 41). In the |late 1980s, 40 percent

Figure 41: Number of household vehicles
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The number of households with no car has declined
steadily over the past 25 years. About 13 percent of
households did not have a car in the late 1980s. By 2011~
2014, only 6 percent of households did not have a car.

Over the same time period, the percentage of households
with three or more cars has increased from 12 percent to
about 20 percent.

The average number of cars in a household was 1.50 in
1989/90. This increased to 1.64 in 1997/98 and reached
a peak of 1.88 cars per household around 2008-2012,
but has since declined slightly to an average of 1.84 cars
per household.

This trend is confirmed by the New Zealand Census, which
also asks about the number of household vehicles. More
information on this is available from Statistics New Zealand.

32 Here car is used as a synonym for light four-wheeled vehicle. This includes cars, vans, station wagons and SUVs.



A variety of things can affect the number of vehicles in There has been an increase in househaolds made up of

a household. One is the structure of the household. couples and families with adults only. Married/de facto

The New Zealand Household Travel Survey looks at the couples made up 26 percent of the households surveyed
household type, and over the course of the survey we can in the late 1980s and this increased to 29 percent by

see changes (Figure 42]. 2011-2014.

A major change over the past 25 years has been a decrease Over the same period, the proportion of househaolds with

in the percentage of households with children. families with adults anly has increased from 6 percent to

In the late 1980s, families with children (34 percent] and 10 percent. Over the past decade, the proportion of other
single adults with children (7 percent) made up about adults living together (for example, flatting] has decreased.

41 percent of all households. By 2011-2014, this had
dropped to about 34 percent.

Figure 42: Proportion of households by household type
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12.2 How old are our cars?

In 2014, the average age of a vehicle in the New Zealand
light passenger vehicle fleet was 14.3 yearst®, This has
increased in the past few years. Between 2000 (when these
fleet statistics time series began] and 2008, it was less
than 13 years.

Mare detailed information on the age of the New Zealand
vehicle fleet and associated trends is available from the
annual fleet statistics:
www.transport.govt.nz/research/newzealandvehicle.

| & |

Younger people tend to spend more time in older vehicles
and older people tend to spend mare time in newer
vehicles. Men tend to spend more time in newer vehicles
than women, but that may be affected by the fact that men
tend to spend more time in company vehicles, which are
usually newer.

o_ O

Anika is a young student at university. About half her time in cars is spent in vehicles that are at least

15 years old and for about half of that time she is the driver. She has a cheap, old car that she got from
a family friend when they got something smaller and more economical. It goes (mastly], but the repairs
are starting to get a bit expensive and it goes through a lot of petrol. When the timing of classes is right,
to save money she catches a ride in with a flatmate who has a slightly newer car.

x MARGARET =~

Before they retired recently, Margaret and lan got a new car. With just the two of them to shift around,
it seemed warth getting a quite young vehicle [5-9 years old] - they wanted something that would be
as fuel efficient and cheap to run as possible and that would last them for quite a while. Also, when he
retired lan lost the use of the company car (a style of vehicle he quite liked], so it made sense to upgrade

to a similar model.

33 2014 New Zealand Vehicle Fleet Annual Statistics www.transport.govt.nz/assets/Uploads/Research/Documents/NZ-Vehicle-Fleet-2014-final.pdf

(accessed 1 October 2015).


http://www.transport.govt.nz/research/newzealandvehiclefleetstatistics/
http://www.transport.govt.nz/assets/Uploads/Research/Documents/NZ-Vehicle-Fleet-2014-final.pdf

12.3 Parking

Itis all very well to look at when and how people travel,

but once you have driven to a destination, there is the
eternal question of where to park. This becomes even mare
important when you look at emergent technologies such
as plug-in electric vehicles - do people have parking where
they can plug in a vehicle to charge?

o===0

For each driver trip in the Travel Survey, the driver is asked where he or she parked the vehicle.
The responses are coded into the following categories:

Overall, about 92 percent of vehicles are parked on the
resident’s property avernight [after the last recorded
vehicle trip of the day]. Looking at a selection of urban
areas®, we see Auckland and Tauranga have the highest
proportion of vehicles parked on the resident’s property
(94 percent], while Dunedin has the lowest

(82 percent). However, Dunedin has the highest rate of
vehicles being parked overnight on-street with no time
limit (10 percent], followed by Wellington (7 percent).
This compares to 3 percent nationally.

Just over 80 percent of stops after travelling to work are
parking in private off-street parking. This has increased
from around 70 percent in the late 1980s. In the late

1980s, the second most common place to park for work
was on-street parking with no time limit (14 percent),
but this had declined to 8 percent by 2011-2014.

Overall, parking on the street with no time limits has
declined compared to other parking areas. In the late
1980s, it was nearly 20 percent of all stops where people
parked, but by 2011-2014 it had fallen to 11 percent of all
stops. Private off-street parking increased from 22 percent
in the late 1980s to 27 percent in 2003-2005, and has
since held steady.

More information is available in the Parking fact sheet:

www.transport.govt.nzlresearch[travelsurvey[.

34 Auckland, Hamilton, Tauranga, Wellington (including the Hutt Valley, Porirua and Kapiti), Christchurch and Dunedin.


http://www.transport.govt.nz/research/travelsurvey/reportsandfactsheets/
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-13 Where to from here?

The past 25 years have seen changes not only in travel, but
also in technology. The next generation of the New Zealand
Household Travel Survey will take advantage of those
developments, both from the surveying perspective and
from the data access perspective.

June 2014 saw the last 2-day surveying for the New
Zealand Household Travel Survey, rounding off 11 years of
continuous data. It also gave the opportunity to step back
and look at what we want to get from a househald travel
survey and how advances in technology could allow us to
get that information maore efficiently and effectively.

Between 2003 and 2014, the Household Travel Survey
shifted from collecting information by using an interviewer
with a pen and a paper form to the interviewer directly
entering the information into a laptop. The next version

of the Househald Travel Survey (already in progress] will
see it shift to an online form with the option of GPS units
recording when and where people have travelled. Using
the GPS units reduces respondent burden and means we
can extend the survey from 2 days (a reasonable length of
time for people to remember when interviewed about it a
few days later] to 7 days, with GPS infarmation-prompted
recall at the end of each day or every few days. This gives
us a chance to understand better how people’s travel
changes through the week, rather than how it differs from
someone else’s weekend.

The way people can access Travel Survey data has also
changed over the past 25 years. Where once you might
have read only a paper copy of the final report, now there
are PDF fact sheets and some spreadsheet information
freely available online. The spreadsheets containing data
used to produce this publication can be accessed online.
In the langer term, the intent is to have Household Travel
Survey data available via Confidentialised Unit Record Files
for researchers to access online. It is also envisaged

data from the new generation of the survey may be more
immediately accessed online via analytics software, further
expanding its use to a wider audience.

With these new technological innavations, privacy, security
and confidentiality are still vital. While the new survey

will be collecting data on actual trip behaviour, including
addresses, any data caollected will be used for statistical
purposes only. Results will be reported at an aggregate
level only and no information that can identify any
individual or household will be published from this survey.

A perennial area of interest is the whys of any changes
we do observe, and this is a difficult area to monitor.

To a certain extent, we don’t know what some of the
potential travel influences of the future will be.
Twenty-five years ago, the internet would not have been

thought of as a potential influence on travel behaviour, but
now it may be. This means the traditional areas monitored
by a travel survey may need to be expanded, to start thinking
about attitudes and influences as well as the traditional
demonstrated behaviour. We find ourselves in the space of
wanting to know why people don't travel, as well as why they
do. We are therefore starting research into what some of the
drivers of travel change are and how we might monitor them
through the survey [or by other means]. This will contribute
to some new questions in the future.

A new use of the survey will be the retention of willing
participants’ contact details to create a panel of people for
further survey work. This will allow us to ask more detailed
questions to relevant people such as targeting cycling-
specific questions to those who cycle frequently, or ask
questions related to particular policy issues.

We thank everyone whao has taken part in the survey in its
various forms over the past 25 years. Your input has been
invaluable in helping us understand how people in New
Zealand travel. We hope this will continue into the future
and, with your help and cooperation, we look forward to
being able to report on future years of New Zealand travel.
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The New Zealand Household Travel Survey is a national
survey of daily personal travel. It consists of three surveys
that have the same core questionnaire and methodology,
so the results can be compared over the past 25 years:
1989/90, 1997/98 and 2003-2014.

Each collected information on how, when, where and why
people travelled over a specified 2-day period. The 19839/90
survey was conducted by the Ministry of Transpart over

a 12-month period during 1989 and 1990 and included
nearly 9,000 people aged 5 years and over. The 1997/98
survey was conducted by the Land Transport Safety
Authority over 12 months in 1997 and 1998 and surveyed
over 14,000 peaople of all ages.

The 2003-2014 survey was an ongaing survey, designed
to sample a smaller number of people per year, so several
years’ data needs to be aggregated for analysis. From
2003 to 2008, approximately 2,000 households per year
were sampled, which resulted in responses from about
3,500 peaople each year. From June 2008, the survey was
expanded to sample 4,500 households per year. The survey
finished in June 2014.

From October 2015, a new versian of the survey starts. It
shifts the survey from 2 days of recorded travel to 7 days,
but using GPS to make it easier for people to recall their
travel. More details on it are discussed in Chapter 13.

The survey was based on personal interviews with each
member of a participating household. Households were
selected from cities, towns and rural areas throughout
New Zealand.

Households were randomly selected from urban and rural
areas within each region. Each address (household] was
allocated two consecutive ‘Travel Days’. These travel days
were spread throughout the year, so that on every day of
the year, some households were recording their travel.

Before their travel days, each selected household was
sent an introductory letter and pamphlet introducing the
survey and their interviewer. Once the household agreed to
participate, the trained interviewer visited to collect some
basic data [such as who lived in the household and how
many vehicles were owned), and left a memory jogger for
each househald member to record their travel. Following
the travel days, the interviewer returned to interview the

household. Participants used the memory jogger to recall
their travel, and the interviewer probed for additional detail.
Parents could answer on behalf of children under 10, and
all other househaold members were interviewed in person.

Following the survey, the trips were mapped to calculate
the distance travelled.

Far the earlier surveys, walking trips were not mapped
and distances walked were estimated from the time
spent walking®.

Travel by professional drivers (for example, truck drivers,
courier drivers and taxi drivers] in the course of their work
was excluded from the analyses. Personal travel by these
people was included in the survey.

This method has been used for all three surveys, with some
modifications to the sampling strata used.

For more detailed information about the methodology, and
to view the questionnaires used, visit the Ministry’s website
at www.transport.govt.nz/research/travelsurvey/.

35 Estimated walking distances used a conversion factor of 4.4km/h, determined by mapping a sample of walking trips in the 1997/98 survey (0’Fallon & Sullivan, 2005).
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In this publication, ‘driver” includes all drivers of private light four-wheeled vehicles such as
cars, utes, vans and SUVs.

Group of people living at the same address, sharing facilities but not necessarily financially
interdependent. May be an individual, couple, family, flatmates or a combination of these
(for example, family plus boarder).

A series of one or mare trip legs where the only intermediate stops are to change to
another mode.

Passenger in a private vehicle [car, van, ute, SUV, truck]. Passengers in buses, trains and
taxis are coded under those categories. Aircraft and boat passengers are included in the
‘Other’ category.

Someaone who is employed to transport goods or people, including couriers, truck drivers,
bus and taxi drivers. Trips by professional drivers in the course of their work are excluded.
Other travel by professional drivers (including travel from home to work] is included. If a
person drives a lot for work, but this is not the primary purpose of the job (for example,

a plumber, real estate agent, district nurse), then all trips by this persaon are recorded

(he or she is not a professional driver).

Passenger in local bus, train or ferry. Distances are currently only available for bus and train
trips. Local bus and train trips have been defined as 60km or less, local ferry as 1 hour or
less. Bus/train/ferry trips of longer than this distance/duration have been coded to ‘other
household travel’.

Sports utility vehicle. Used in this report to refer to light passenger vehicle with high wheel
base and distinctive body shape. Normally, but not always, four-wheel drive.

Includes all on-road travel by any mode; any walk which invalves crossing a road or walking
for 100 metres or more along a public footpath or road; cycling on a public road or footpath;
some air and sea travel. Excludes off-road activities such as tramping, mountain biking,
walking around the mall or walking around the farm.

The method of travel. Includes vehicle driver, vehicle passenger, pedestrian, cyclist,
motorcycle rider or passenger, bus or train passenger, ferry or aeroplane passenger and other
mades (for example, horseriding].

For road-based trips, distances are calculated by measuring the distance from the start
address along the roads to the finish address by the quickest [not necessarily the shortest]
route. If the respondent states that the quickest route was not used, the interviewer records
an intermediate point which is then used in mapping the route.

A single leg of a journey, with no stops or changes in travel mode. For example, driving from
home to work with a stop at a shop is two trip legs - one ending at the shop and one ending
at wark. This does not include trips where people walk less than 100 metres without crossing
a road, trips on private property that start and end at the same place without crossing a road,
and off-road round trips.
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Return home includes any trip to the home address or any trip returning to the place where
they are going to spend the night.

Work includes travel to the main place of work and travel to any other jobs.

Employer’s business: includes work-related travel other than to and from work (for example,
travelling to meetings or clients].

Education is for travel by students only and includes institutions such as primary and
secondary schoals, and universities. It does not include preschool education such as
kindergarten, Playcentre, creche, and kdhanga reo, which are included under sacial visit/
entertainment, as in the Statistics New Zealand Time Use Surveys of 1998/99 and 2009/10.
Shopping is entering any premises that sells goods or hires them for money. A purchase need
not be made.

Social visit/entertainment includes entertainment in a public or private place (for example,
eating out at a restaurant or food court, or picnics).

Recreational includes active or passive participation in sporting activities and travel for which
the main goal is exercise.

Personal business includes stops made to transact personal business where no goods
were involved. This includes stops made for medical or dental needs and for dealing with
government agencies involved with social welfare.

Accompany or transport someone covers when the reason of the travel is to go somewhere
for someone else’s purpose.

Change mode of travel covers when the purpose of the stop was only to change to another
made of transport.

Utility vehicle; a light flatbed truck weighing up to 3.5 tonnes. Typically based on a car or van
maodel with a front cab and a flatbed instead of rear seats or luggage space.

Includes walkers, joggers, users of mohility scooters and children on tricycles. Does not
include off-road walking (for example, tramping or walking around private land].
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