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Chapter 3 Trends and Issues

In this chapter you will fi nd summaries1 of the key regional land transport issues and trends, including:

• Past, present and likely future drivers and shapers of regional transport patterns

• Description of the Auckland region’s current transport system

• Effects and issues.

3.1 DRIVERS AND SHAPERS OF REGIONAL 
TRANSPORT

Transport and Regional Growth Patterns

History shows that transport is a key driver and shaper 
of regional growth.  For example:

• Water transport shaped Auckland’s early history, 
with Maori and Pakeha settlements on the shores 
of the Waitemata and Manukau harbours, and 
fortifi ed pa on the volcanic cones

• By 1870 a walking city had sprung up around 
the main port, bound by Franklin and Ponsonby 
Roads, the Karangahape Road ridgeline, and the 
Albert Barracks in the east

• Development of the railway and tramway system 
in the late 19th and early 20th centuries allowed 
the urban area to expand, creating the inner 
suburbs and sparking rapid growth in formerly 
rural towns from Henderson to Papakura

• Increasing car ownership and motorway 
development in the 1950s and 1960s enabled 
rapid expansion of urban Auckland, and created 
the present pattern of low density suburban living 
across most of the isthmus, with separate areas 
set aside for industry and for retail. 

The low cost of owning and driving cars has 
contributed to the high level of car ownership and its 
impact on the Auckland region’s transport system. The 
result is high mobility, which has helped to disperse 
land uses and has contributed to poor use of public 
transport services. There is one car in the Auckland 
region for every two people, meaning that most adults 
who are capable of driving a car already own one (see 
Figure 3.1).

Growth since the 1960s has been characterised 
by infi ll (particularly in the central city) as well as 
greenfi eld development. Overall densities have 
increased compared to the development patterns 
before the 1990s. Over the same period, there have 
been limited extensions to the transport system. The 
notable exceptions are the extension of the rail system 
to Britomart, the extension of SH1 to Silverdale, the 
Grafton Gully improvements, the south eastern arterial 
and the construction of the motorway from Mangere 
towards the airport. 

Regional Growth Realities

The most signifi cant driver of the development of 
the Auckland region’s transport system is its growing 
population and economy. Key growth issues are:

• Auckland is the nation’s largest and fastest 
growing region. In 2004 over 1.3 million people 
were living in Auckland, representing 32 per cent 
of New Zealand’s population. Between 1.8 and 
2.3 million people are expected to be living in 
Auckland (Figure 3.2) by 2046 

1 Not all trends and issues are contained within this chapter, however 
others are contained within RLTS Technical paper 5 –Trends and 
issues.
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Figure 3.1: Car Ownership (1981 – 2021)

Source: Auckland Regional Council (ART model), Stats New Zealand

• By 2021 Auckland’s population will have grown 
by an estimated additional 440,000 people – the 
current population of Greater Wellington.

The regional economy generates just over one-third 
of the nation’s wealth.   Therefore, the economic 
prosperity of the nation is signifi cantly dependent on a 
healthy Auckland economy. 

The total Auckland gross regional product was 
estimated to be worth $33 billion in 2001 and the 
effi cient movement of people, goods and services is 
vital to continuing economic prosperity.  

Two of the economy’s largest sectors rely heavily 
on effi cient freight movements, particularly by road. 
These are wholesale and retail trade (18 per cent of 
GDP, 23 per cent of employment), and manufacturing 
(18 per cent of GDP, 17 per cent of employment).

Future Growth

In the late 1990’s, the Auckland region reached a 
key decision point regarding the accommodation 
of growth and associated infrastructure provision 
and investment. The Regional Growth Forum was 
established to address the challenges of growth and a 

Regional Growth Strategy was developed to direct and 
shape the form of growth and development for the 
next generation and beyond.

In an environment where traffi c congestion has 
increased signifi cantly, with associated environmental 
and economic costs, there is growing awareness that 
Auckland’s transport and land use need to develop in 
a sustainable and integrated way. The growth strategy 
aims to concentrate a bigger proportion of the region’s 
population and employment in growth centres along 
the major passenger transport corridors. This will 
improve the effi ciency and convenience of passenger 
transport and increase opportunities to walk and cycle. 

Maps 3.1 and 3.2 show the expected distribution of 
future population and employment growth across the 
region. 

The Regional Growth Strategy’s policies are expected 
to increase the proportion of Auckland’s population 
living in growth centres from 7 per cent in 2001 to 
14 per cent by 2021. While this trend is encouraging, 
most population growth will be in areas outside the 
growth centres. Many of these areas are diffi cult 
to serve by public transport, with few destinations 
within walking and cycling distance. Maps 3.1 and 
3.2 show that areas outside the growth centres – the 
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Albany basin and Flat Bush, for example – include 
infi ll of already developed areas as well as greenfi eld 
development.  As a result of this pattern of growth, 
the transport system must meet the needs of 
densifi cation in already developed areas as well as 
newly developing areas.

Areas where employment is likely to grow signifi cantly 
are the CBD, airport, East Tamaki, Albany basin and 
Onehunga-Panmure. 

Other key land use and transport trends emerging are:

• The central city (the CBD together with 
Newmarket, Newton, Ponsonby and Parnell) 
has the largest concentration of employment 
opportunities in the region – far more than its 
population. This generates heavy morning and 
evening commuter fl ows and is also relatively 
effi cient and convenient to serve with public 
transport. This pattern is anticipated to continue 
into the future

• Other sub-regions with a reasonable balance 
between population and employment include 
Manukau (west of the motorway and including 
the airport), Flat Bush/East Tamaki, the isthmus 
and the North Shore.  Many of the commuter 

Figure 3.2: Auckland Region Population Change (1911 – 2046)

Source: Auckland Regional Council, Stats New Zealand

trips from these sub-regions are likely to be to 
destinations within the same sub-region and are 
likely to place less demand on the inter-regional 
transport system

• Sub-regions with relatively few employment 
opportunities compared to their population are 
Papakura/Franklin, Waitakere, Hibiscus Coast 
and the Howick/Pakuranga peninsula (including 
Botany Downs). These areas are more likely to 
have heavy outward commuter fl ows to multiple 
destinations. The resulting demands on the 
transport system will need to be met, either by 
increasing road capacity or public transport

• Regional growth up until 2021 is not expected to 
signifi cantly increase employment opportunities 
in the sub-regions – Papakura and Waitakere in 
particular – that now have relatively few jobs 
compared to their populations. In particular, 
Papakura and Waitakere are likely to continue 
to have few jobs compared to their resident 
populations.



Map 3.1: Future Population Growth (2001 – 2021)

Source: Auckland Regional Council ( ASP model), Stats New Zealand 

Map 3.2: Future Employment Growth (2001 – 2021)

Source: Auckland Regional Council (ASP model), Statistics New Zealand 
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3.2 DESCRIPTION OF AUCKLAND’S TRANSPORT 
SYSTEM

Nature of the Transport System

The region occupies a unique geographical location, 
distinguished by three major harbours and a series of 
volcanic landforms. The harbour environment presents 
long coastlines with single-access peninsulas to highly 
valued waterfront areas. These geographic constraints 
impose restrictions on the transport system, confi ning 
links to narrow corridors in key locations (see Map 
3.3). This means there are few alternative routes and 
signifi cant environmental and community costs to 
providing new routes or additional capacity.

Map 3.4 shows the use of the transport system in 
terms of person trips now undertaken by motorised 
modes on the road network. 

Map 3.4 highlights:

• The importance of the motorway network, which 
carries approximately one-third of traffi c in the 
morning peak (measured in terms of vehicle 
kilometres travelled) while the rest of the traffi c is 
carried on the local network

• The busiest part of the transport network is 
the north-south motorway system that passes 
through the centre of the urban area and also 
serves as a major access to the CBD. This 
concentrates north-south travel in a corridor 
which is facing severe capacity constraints and 
where viable options for expanding capacity 
are limited.  Major structures in this corridor 
– the Newmarket Viaduct, Khyber Pass Viaduct, 
Spaghetti Junction motorway interchange under 
Karangahape Road, and the Auckland Harbour 
Bridge itself – are operating at or near capacity 
and are located where expansion would pose 
major diffi culties

• The public transport network is radial in nature 
and is focused on the CBD.

Travel Distances

Trends in trip distances are good indicators of the 
integration between land use and transport and the 
sustainability of the transport system. Longer trip 
distances are generally the result of fragmented 
and dispersed land use patterns and poor transport 
connections between different parts of the city. 
Shorter travel distances indicate a more compact 
city and better transport connections. Shorter travel 
distances also offer people a greater choice of modes 
to get to and from their daily activities.

Figure 3.3 shows the total number of trips made for 
different distances and the mode of travel used in 
2001 in the morning peak period while Figure 3.4 
shows the trip purposes by distance for the same 
period. Despite Auckland’s far-fl ung urban growth 
pattern, about half the trips (47 per cent) are less than 
fi ve kilometres with 18 per cent of trips less than two 
kilometres.

Approximately 64 per cent of all trips less than two 
kilometres during the morning peak are by car and 
most of these, as shown by Figure 3.4, are to drop 
children off at school. Many of these trips could be by 
more active modes such as walking and cycling, which 
would result in:

• Reduced morning peak congestion particularly 
around schools, many of which are located on 
major arterial roads

• More travel choices for parents and caregivers, 
including but not limited to those who no longer 
have to drop children off at school by car

• Reduced fuel use and air pollution, especially 
around schools 

• Healthier children.



Map 3.3:   Volcanoes and Harbours

Source: Auckland Regional Council (ASP model), Stats New Zealand 

Map 3.4:   Person Trips on the Regional Transport Network (2001 AM 

Peak Period. 07:00 – 09:00)

Source: Auckland Regional Council (ART model) 
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Figure 3.3:   Trip lengths by mode (2001 Morning Peak period. 07:00 – 09:00) 

Source: Auckland Regional Council (ART model)

Figure 3.4: Trip lengths by purpose (2001 Morning Peak period. 07:00 – 09:00)

Source: Auckland Regional Council (ART model)
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Journey to Work Trends

Statistics NZ collects information about the mode used 
by people to travel to work each census year.  Figure 
3.5 shows the overall trends in the mode used for the 
journey to work from 1981 to 2001.

Key trends are:

• The overriding dominance of car use, which 
accounted for 78 per cent of all work trips (73 per 
cent drivers, 5 per cent passengers) in 2001

• The increasing share of car use for all journeys, 
from 68 per cent in 1981 to 78 per cent by 2001

• The low and declining share of public transport 
(8 per cent in 2001) and walking and cycling (5 per 
cent in 2001) although there are indications that 
between 1996 and 2001 this trend has levelled 
off

• The increase in the number of people choosing to 
work at home.

The 2001 census also showed that while there were 
646,000 private cars registered in the region, 334,000 
cars were used each day to drive to work. Therefore, 
approximately 312,000 cars were available for non-
work purposes or were not used during the day. 
This represents a signifi cant latent demand for car 
travel should public transport not offer an attractive 
alternative to car travel. 

Also important are sub-regional trends in mode share 
that show:

•  58 per cent of people living in the central city use 
cars to get to work compared to 78 per cent for 
the region as a whole. Walking and cycling (30 
per cent) and using public transport (12 per cent) 
are more popular for central city dwellers than for 
people living in other parts of the region 

• The isthmus, Manukau west of the motorway, 
and the North Shore have the next highest public 
transport and walk/cycle use

• 94 per cent of trips to work are by car for people 
living in the Howick/Pakuranga peninsula, making 
them are the most car-dependent workers in the 
region.

When considering mode of travel to regional 
employment centres, key trends are:

• The central city as a destination attracts a far 
greater proportion of trips by walking and cycling 
(6 per cent) and public transport (20 per cent) 
than other sub-regional employment centres

• People working in the Albany Basin (3 per cent), 
Flat Bush/East Tamaki (3 per cent) and Howick/
Pakuranga peninsula (3 per cent) use public 
transport to get to work far less than those 
working in other employment areas.
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Source: Stats New Zealand
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Accessibility 

The availability of public transport affects people’s 
travel choices. Households without access to a car, 
children, and people who choose not to drive will 
generally fi nd it harder to get around, and some 
destinations will be inaccessible to them.

Map 3.5 shows the accessibility of public transport 
in different parts of the region. Accessibility is 
measured by all the time and money costs involved 
in using public transport and is determined by the 
availability, cost, frequency and routing of services. 
Areas towards the centre of the region and those 
along major public transport corridors clearly have the 
highest accessibility to passenger transport and more 
peripheral areas have the lowest.

A key issue is how to improve the provision of 
public transport to some of these peripheral areas, 
particularly those experiencing rapid population and 
employment growth as shown in Map 3.4 and Figure 
3.3. The two main considerations here relate to costs 
and capacity.  

Generally, the further the area is from the CBD, the 
more it costs to link it by public transport to the CBD 
and the rest of the metropolitan area. Also, some 
areas have better planned public transport capacity 
than others. For example, Albany is close to the 
planned Northern Busway and therefore has more 
passenger transport capacity than East Tamaki/Flat 
Bush – even though both centres are at the edge of 
metropolitan Auckland and currently have a low level 
of access to public transport. Also, those peripheral 
areas close to rail lines where rapid transit is planned 

Map 3.5:  Accessibility to public transport modes (2001, morning peak period. 07:00 – 09:00)

Source: ARC (APT model) 
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will have more capacity for future passenger transport 
than some other peripheral areas. 

Goods and Freight

The Auckland regional economy is a mainstay of 
national wealth. A signifi cant determinant of economic 
well-being is the ability of the transport system to 
effi ciently move goods and services. Annual freight 
tonnages, broken down into international, inter-
regional and intra-regional freight are:

Table 1: Regional Freight, 2002 estimated million tonnes

Road Rail Sea Air Total

International:

Import – – 3.5 0.1 3.6

Export – – 2.0 0.1 2.1

Total – – 5.5 0.2 5.7

Inter-regional 9 3.2 3.5 0 15.7

Intra-regional 150 0.0 – – 150

The tonnages show there are approximately 10 times 
more freight movements within the region than 
between regions. Road transport is the most dominant 
mode with rail being a relatively under-utilised 
alternative in the recent past. 

Every day approximately 500,000 trips (approximately 
20 per cent of all trips) are made on Auckland’s roads 
by heavy and light commercial vehicles carrying 
600,000 tonnes of goods that have an origin and 
destination within the region. A further 6,500 vehicle 
trips per day carry freight into or out of the region. This 
represents more than one tonne of freight moved per 
day for every household in the region excluding goods 
moved in private cars, vans and small trailers.

The issue for freight travel in the region is two-fold. 
First, the ability to continue to accommodate important 
economic freight movements on the roading system 
(particularly during peak hours) is limited by the large 
and growing numbers of non-commercial vehicle trips 
made. Second, the opportunity to shift some freight 

movements to rail would free up spare road space for 
other freight and commercial vehicle journeys as well 
as reducing adverse effects on communties. 

Travel Patterns

It is estimated that the growth in employment and 
population by 2021 will result in 200,000 more person 
trips each morning peak period giving a total of about 
600,000 trips a day. Table 2 and Figure 3.6 show the 
expected growth in person kilometres travelling by 
motorised modes in the peak period. These trends 
are based on current public transport and roading 
commitments to 2021.

Table 2: Changes in motorised travel

Mode 2001 2021

Person kms 

(000s)

share (%) Person kms 

(000s)

share (%)

Train 49 1.2% 180 3.2%

Bus 268 6.6% 495 8.7%

Ferry 10 0.2% 27 0.5%

Car 3,741 92.0% 4,996 87.7%

Total 4,068 100.0% 5,698 100.0%

Figure 3.6 shows the number of morning peak person 
trips attracted to various sub-regions in 2001 and 
2021. The trip patterns largely refl ect the location of 
employment opportunities across the region. While 
most growth occurs in the isthmus and central city, 
there is also signifi cant growth in travel to other 
sectors such as northern North Shore and Manukau 
west of the motorway.  

3.3 TRANSPORT EFFECTS AND ISSUES

Travel Speeds and Congestion 

In a rapidly growing fi rst world city with over a million 
people and high levels of car ownership, the increasing 
demand for travel will inevitably place increasing 
pressure on road space. This will cause travel speeds 
to drop and congestion to increase. Figure 3.7 shows 
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the average travel speeds on key routes towards the 
CBD monitored by Transit during the morning peak 
period between 1998 and 2003. The general trend is 
declining travel speeds, particularly on routes closer to 
the CBD.

While increasing congestion is clearly an important 
issue in Auckland, it is also important to put this trend 
in the context of congestion experienced in other New 
Zealand and Australian cities. Each year a congestion 
indicator survey compares Auckland with other 
Australasian cities and shows that recent congestion 
levels in Auckland are similar to comparable Australian 
cities, and lower than some.

Public Transport Trends

While travel on the road network is becoming slower, 
a key issue is the availability of alternatives to the car. 
Each year the ARC monitors the number of people 
travelling to the CBD by public transport. This shows:

• Public transport use was at its lowest in the early 
1990s but signifi cant growth then occurred until 
2003 

• Between 2003 and 2004 there was a drop in 
passenger numbers to the CBD, particularly by 
bus. One explanation for this is the decline in 
foreign language students, who are more reliant 
on public transport than other potential market 
segments

• Passengers using trains have increased since 
the rail network was extended to the new CBD 
station at Britomart and service levels were 
improved.

Figure 3.8 shows annual patronage data for the whole 
region, estimated from ticket sales. A trend similar 
to that shown by the annual CBD cordon surveys is 
apparent.

Figure 3.6: Growth in trip destinations for all person 

trips (Morning peak period. 07:00-09:00, 

2001 - 2021)

Source: ARC (ART model)
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Equity and Choice

The transport system must recognise that people have 
different needs and should not be a “one size fi ts all” 
operation. The Ministry of Health’s deprivation index 
shows signifi cant differences in the distribution of 
people experiencing high and low levels of deprivation. 
Areas with high levels of deprivation indicate places 
where people generally have lower per capita 
incomes, lower car ownership, lower mobility and 
higher levels of unemployment. People living in these 
areas have different transport needs to those living 
in areas of low deprivation, which are characterised 
by higher incomes, and higher levels of employment 
and mobility. Therefore access to public transport is 
likely to be a key need for those living in areas of high 
deprivation.

An analysis in 2001 compared areas with different 
levels of deprivation with areas with different levels of 
accessibility by public transport. It showed:

• People living in areas with the highest levels of 
deprivation generally have the lowest levels of 
access to good public transport services

• Almost 30 per cent of people living in areas of 
medium deprivation have access to poor levels of 
public transport

• Almost 50 per cent of those living in areas of low 
deprivation have access to poor levels of public 
transport.

A possible explanation is that public transport works 
best serving areas of high activity. These are generally 
employment centres. Therefore, people using public 
transport to access them tend to be employed, and 
not to experience high levels of deprivation. This 
presents a dilemma – public transport now works least 
well for those who most need its affordability.  

It will be important to identify the travel needs of 
people who experience high levels of deprivation and 
to then provide solutions based on those needs. The 
solutions are likely to be the provision of an improved 
public transport system as well as other initiatives that 
increase accessibility.

Two issues emerge:

• For those living in areas of low deprivation, 
access to public transport could be improved 
to provide greater travel choices and reduce 
dependence on private cars

• For those living in areas of medium and high 
deprivation, access to public transport could 
be improved to provide greater access to jobs 
and community resources, which will create 
opportunities to improve living standards.

Environmental Sustainability and Public Health 

Transport activities can have adverse impacts on 
water quality, greenhouse gas emissions, local air 
quality, cultural and natural heritage sites, noise, 
amenity and community severance. These impacts are 
generated from both the use of the transport system 
and the implementation or construction of transport 
infrastructure.  

Land transport and urban design affect health in a 
number of ways, both directly and indirectly, and 
both benefi cially as well as harmfully. Together, they 
have a substantial infl uence on mortality, morbidity 

Figure 3.8: Mode share trends for public transport 
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Source: ARC
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and disability. They are closely inter-related. Urban 
design impacts have a direct infl uence on the available 
land transport options and transport options may 
reduce urban design choices. In addition, the design 
and management of transport infrastructure affects 
the use of motor vehicles and therefore infl uences 
emissions.  

As the region grows, the adverse impacts of the 
transport system on the environment are likely to 
increase. Accordingly, the use of motor vehicles 
and construction of transport projects need carefully 
considered measures to manage any potential adverse 
effects.  

The risks to human health from land transport in 
the Auckland region can be categorised as: physical 
(accidents), chemical (air, water and soil pollution), 
psychological (noise effects), and social (community 
severance). The health effects of transport fall 
disproportionately heavily on certain groups of the 
population. Also, they may accumulate in the same 
communities, often those living close to major roads.

Car dependency and barriers to non-motorised 
transport are increasingly linked to health problems 
resulting from lack of exercise and obesity. The Hillary 
Commission indicates that physical inactivity results in 
three times the deaths associated with road accidents.

Choosing to walk or cycle for one’s daily transport 
offers two important kinds of benefi ts. The fi rst are 
the benefi ts associated with the reduced use of 
motorised transport, including less noise, air pollution 
and accident rates. The second are the benefi ts 
to health from regular exercise. These are likely to 
be substantial but have been largely overlooked. If 
adequately accounted for, they could completely 
change the cost-benefi t ratios of transport policy 
decisions.

Global Environmental Impacts 

The transport system is a high user of energy and 
relies on the consumption of non-renewable resources 
in terms of fuel, materials and land use. The domestic 

transport sector in 2003 accounted for over 40 per 
cent of the national consumer energy use and 45 per 
cent of CO2 emissions. 

Key negative trends are:

• Average vehicle engine size is increasing 
(resulting in more fuel consumed)

• Regional fuel use overall as well as per capita is 
increasing (see Figure 3.9)

• Regional vehicle kilometers travelled is 
increasing.

Key positive trends are:

• Highly energy-effi cient vehicles (such as hybrid 
cars and smart cars) are penetrating the New 
Zealand car market.  They typically consume half 
or less fuel than their conventional counterparts

• The Ministry of Transport is developing a fuel 
consumption database to assist people to identify 
and buy more fuel effi cient vehicles (due to be 
released mid-2005)

• The European Union’s green delegation is 
pushing the Eurpean Union to limit the maximum 
fuel consumption to 3 litres per 100km by 2010  
for vehicles (in comparison a typical vehicle in the 
Auckland fl eet consumes 8-12 litres per 100km).  
If successful, more fuel-effi cient vehicles wil be 
available for New Zealand

• The National Energy Effi ciency Conservation 
Strategy has a target of 20 per cent improvement 
in energy effi ciency in the transport sector by 
2012

• The National Energy Effi ciency Conservation 
Strategy has a target for renewable fuels of 2 PJ 
(equivalent to 16 million litres of biodiesel) per 
annum for the Auckland region by 2012
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• The Kyoto Protocol requires reductions in 
greenhouse gas emissions to 1990 levels by the 
end of 2012.

Local and Regional Environmental and Health Impacts

The use of motor vehicles and the construction of 
transport infrastructure are signifi cant sources of 
adverse environmental and health effects locally.

Motor vehicles are the single largest contributor to air 
pollution in the Auckland region. It is estimated that 
between 60 and 80 per cent of all air contaminants 
come from motor vehicles. Vehicle emissions have 
serious adverse effects on public health and the 
environment, particularly surrounding transport 
corridors, and are precursors to photochemical smog. 
Degraded air quality results in increased cardiovascular 
and respiratory illnesses such as asthma, increased 
hospitalisation and increased mortality. A report 
to Ministry of Transport completed in March 2002 
estimated that more than 250 people aged 30 and 
over die each year from exposure to microscopic 
particles in motor vehicle emissions in the Auckland 
region.

As a consequence of emissions and the residue 
off vehicles – including the by-products of tyres, 

brakes and engines – accumulating on the road 
surface, large amounts of contaminants are carried 
into the stormwater system by run-off after rain. 
The contaminants are a major cause of water quality 
degradation throughout the region.

Construction of transport infrastructure also has direct 
impacts on the environment . The nature and extent of 
the impacts can be diverse, depending on the location 
and scale of projects. Impacts may include:

• direct loss or degradation of waterways  and their 
habitat 

• sediment discharge into sensitive water systems 
such as harbours and estuaries

• adverse noise and vibration impacts 

• loss or reduction of native plants and wildlife

• loss or fragmentation of natural and cultural 
heritage, public open space and landscape.

Key negative trends are:

• Regional diesel use overall as well as per capita 
is increasing (see fuel use graph from previous 
section) and diesel vehicles typically produce 
signifi cantly more particulate emissions than 
petrol vehicles

• Regional vehicle kilometers travelled is 
increasing.

Key positive trends are:

• Vehicles are getting cleaner internationally and 
in New Zealand, with per vehicle air emissions 
showing a marked downward trend since 
1996 (see Figure 3.10) due to technology 
improvements, such as catalytic converters, and 
increasingly more rigorous emission standards 
being set overseas (such as Euro 4)

• Fuels are getting cleaner, with the removal of lead 
from petrol in 1996 and with major improvements 

Figure 3.9:  Fuel use per capita in the region

Source: ARC
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for sulphur in diesel and benzene in petrol by 
January 2006.

Noise 

Exposure to excessive environmental noise is a 
health issue. Both the World Health Organisation and 
the European Union recognise transport as a major 
contributor to environmental noise. Transport related 
noise in the Auckland region, including from trains, 
is likely to increase as the population increases and 
measures will need to be implemented to reduce its 
impacts.

Crashes

The number of road related deaths in the Auckland 
region has steadily declined over the last three 
decades. Figure 3.11 shows the trend relating to 
fatalities and casualties from road crashes. Of concern 
is that the longer-term trend relating to road crash 
casualties appears to be increasing.

Overall, the Auckland region has experienced a 
decrease in crashes per 10,000 people and casualties 

per 10,000 people over the past 10 years.  In 1993 
there were 30 crashes (40 casualties) per 10,000 
people recorded in the region compared with 
approximately 21 (28 casualties) in 2004.  These 
fi gures are less than national rates and in adjoining 
regions, Northland and Waikato (see Table 3). 

However, more people die on Auckland roads than in 
any other region in New Zealand, accounting for over 
20 per cent of all road deaths. Figure 3.12 shows that 
until 2001 the death rate was decreasing substantially. 
However there has since been an increase to 6.2 
persons per 100,000 people. 

Table 3:  Crashes and casualties per 10,000 people 

in Auckland compared to other regions for 

2004

Region Crashes per 10,000 

people

Casualties per 10,000 

people

Northland Region 35 50

Auckland Region 23 30

Waikato Region 31 46

New Zealand 26 35

Figure 3.10:   Average emissions of CO by year of vehicle manufacture

Source: ARC
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Conclusions

The trends discussed show that travel needs are many 
and growing. This is placing increasing pressure on 
scarce transport resources while creating economic, 
environmental and safety issues. 

With the population expected to grow and the high 
levels of car ownership and use expected to continue, 
there is a clear need to expand the transport system 
and improve its effi ciency by fi xing major bottlenecks 
and providing key links between important origins and 
destinations. However, it is also important to recognise 
that there are limits on what can be achieved. 

As more of Auckland’s roading system operates closer 
to capacity, the system will be increasingly vulnerable 
to random traffi c events such as breakdowns, crashes 
and roadworks. The region already experiences 
occasional catastrophic congestion and many 
routes have unreliable travel times. Eliminating the 

Figure 3.11:   Fatalities and casualties from road crashes 

for the Auckland Region 1998 to 2003

Source: Land Transport NZ

bottlenecks in the short-term, while necessary, does 
not solve this problem in the longer term. It will be 
necessary to dedicate some transport corridors to 
moving people and goods, rather than more vehicles. 
Well designed public transport systems are more 
effi cient at moving people than private cars. Giving 
people a choice of travel options and good information 
to make their choice, provides the best opportunity 
of providing and maintaining a stable and reliable 
network. 

The region therefore needs a strategy for allocating 
its scarce transport corridors that maintains the level 
of travel choices already available and provides more 
choices over a wider area. This approach provides 
the best opportunity for developing and maintaining 
a transport system that achieves the outcomes that 
have been set. 

Figure 3.12:   Road death rates per 100,000 for Auckland 

region 1998 to 2003

Source: Land Transport NZ
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