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Abstract

Transport plays a vital role in society, and eneigytransport relies on fossil fuels. However,
the future of the transport system is uncertaintdug concept relating to the diminishing supply

of fossil fuels, termed ‘peak oil’.

Transport policy makers have an important rolel&y m planning for a possible reduction in the

availability of fossil fuels, however it remainsalear how they perceive the issue, exactly who or
what influences their perception, and even if they prepared (or not) to put in place measures
that could minimise the potential impacts. It isalvithat we understand all the factors and the
actors involved in transport policy making, in arde understand why this issue is not currently

widely accepted as part of mainstream transpoityol

A conceptual model and theoretical framework hagenbdeveloped to outline a method for
gaining a better understanding of the charactesistf, and influences on, the transport policy
makers at a local level, and how they view the paibkroblem. In order to test the theoretical
framework, a series of case studies were condurctibdee cities of varying sizes in New Zealand.

The case studies involved interviews and survetts transport policy makers.

The results of the case study established that necthyical staff have major concerns about
peak oil but their concerns are not translated poidicy because the majority of elected officials,
who give the final approval on policy, believe tladiernative fuels and new technologies will
mitigate any peak oil impacts. This view is reicied by a lack of scientific evidence to the
contrary, and a lack of political and financial pag from Central government to plan for peak
oil. A change in attitude towards peak oil by Cehgovernment is a pre-requisite to introducing

planning for peak oil at the local level in New Feal.
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1 Introduction

1.1 Background

The efficient operation of transport systems, whett a local, regional, national or global level,

is essential in maintaining the economic and sayialems. From the transportation of people, to
the food we eat, to the importing and exportingnainufactured goods — all these elements and
many more, rely on the transport system and thesp@t system, in turn, relies on the use of

fossil fuels.

However, fossil fuels are a finite resource andlente has emerged proposing we have reached,
or are about to reach “the point at which totabglooil production cannot grow any further and

begins to decline” (Lerch, 2008, p.2). This is pagncommonly referred to as ‘peak oil’.

The existing global dependence on oil, and regultirsorder should significant oil supply
restrictions eventuate, coupled with the negatmpacts fossil fuel use has on the environment,
are two major challenges facing transport planreerd policy makers in the future. The
International Energy Agency (IEA) demonstrates ithportance of these issues in their annual
publication, the World Energy Outlook (2008):

“It is not an exaggeration to claim that the futwehuman prosperity depends on
how successfully we tackle the two central energgllenges facing us today:
securing the supply of reliable and affordable gyerand effecting a rapid

transformation to a low-carbon, efficient and ewwvimentally benign system of
energy supply. What is needed is nothing shorhadreergy revolutioh(p.3).

Despite these impending challenges, many tranggmdity makers have barely considered the
possibility of significant reductions in fuel supgd in the near future, and how this could affect
society. Whilst policy that attempts to protect grevironment is now widely accepted as “best
practice”, policy that effectively addresses patdniuel shortages in the future is uncommon.
Only a small number of regions worldwide have retsgd fuel shortages as a potential crisis
and have formal planning in place to mitigate tfieats (Lerch, 2008). Instead, transport policy

making typically focuses on making transport systemore efficient, effective, and safe,
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prioritising economic development whilst attemptitoy protect the environment (Key, 2008;
Ministry of Transport, 2008; City of Melbourne, Z(0Greater London Authority, 2001).

Given the prospects of potential fuel shortageshan future, and the potential effects on the
transport system, transport policy makers havargortant role to play in addressing the issue.
This thesis will study transport policy makers, mxang their perceptions and behaviour
towards the prospect of a reduction in the avditgbof fossil fuels, and will use political

science theory to assist in the analysis.
1.2 Scientific Problem

The current emphasis of transport policy makingigas on how best to use resources to enable
the transport system to meet local, regional, natiand global activity needs. Specifically,
transport policy in the western world throughoutsinof the 28 century has been primarily
based on securing the fast and efficient movemepeople and goods. Air, sea, rail and road
transport services and infrastructure are createdntained and upgraded in order to support

development, which is predominantly assessed mg@f economic growth.

Transport policies vary based on the actors antbrfa@resent in the area. Transport policy
makers are influenced by a number of actors, imefugoliticians, business communities,

environmentalists, lobbyists and community grouplere are also a number of factors that
influence transport policy makers: population, tharacteristics of the transport system, history
and culture, religion and geography, social an@llsgstems, and the availability of resources
(Sammer 1999; Hansen, 1999). Transport policy nsalkdso have a varying quantities and

quality of information available to them to assisthe decision making process.

Although a number of transport agencies and patiekers have expressed concern about future
fuel supplies, there is still the matterraw transport polices should address the issue. Taahsp
policy makers have an important role to play, hosvatremains unclear how they perceive the
issue, exactly who or what influences their periceptand even if they are prepared (or not) to
put in place measures to minimise the potentialaicte of fuel shortages and fuel price

increases.



Based on the situation described above, the probdeoe investigated in this thesis is: what are
the characteristics of transport policy makers, ahat influences their perception of the peak

oil issue?
1.3 Research Motivations

There are two motivations for carrying out thise@h — social and scientific.

The social motivation for this research is to maksontribution towards mitigating the potential

negative effects peak oil could have on society.

The scientific motivation for this research is tttare is insufficient research about planning for
peak oil that looks specifically at understandingatvthe characteristics of transport policy

actors are, and what influences their perceptiah@fpeak oil issue.

There has been a considerable amount of reseanch e potentially devastating consequences
of peak oil, the impacts on society and the needdbust planning and policy to mitigate these
impacts (Hirsh, 2005; DiPeso, 2005; McPherson anetzif 2008; Connor, 2009; City of
Portland Peak Oil Taskforce, 2007; Lerch, 2008)ciSimpacts include “high prices, economic
and social turmoil, faster depletion as oil fieldse depressurized from overproduction, and
greater danger of international conflict...[and patdly] a crash program to boost energy
production from coal and from carbon-heavy, uncoie@al oil such as tar sands, with resulting
large-scale increases in heat-trapping carbon digorimissions and other pollutants” (DiPeso,
2005, p.111). It has been established that “afhalimpacts of peak oil, the clearest are those on
transportation, particularly use of the automobil€ity of Portland Peak Oil Taskforce, 2007,
p.1). Given the transport sector is the singlgdat consumer of fossil fuels (60% of world oil
consumption in 2006, an increase of 15% since 19%% consumed in transport activities
(International Sustainable Energy Exchange, 20@8)gctive transport policies are required to
reduce dependence on oil and mitigate the impdgisak olil.

Despite the potentially devastating impacts of pagkpolicy to mitigate the effects of peak oil
is absent from many government planning agenda<lil.2008). Leest al (2009) investigated
the attitudes of local transport policy makers iewNZealand towards fuel price rises and found
that “most councils (75%) are not planning on thsib of fuel price rises” (p.35).
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Recent research has cited several possible faexpiaining the apparent lack of concern about
peak oil by transport policy makers, including damtihg information about the timing of peak
oil, lack of political will to plan for peak oil,ral the belief that alternative energy sources ar ne
technologies will mitigate any peak oil impacts {therg, 2007; Buchanan and Dantas, 2010).

A better understanding of the characteristics of] afluences on, transport policy makers is
vital in order to understand why peak oil is notreatly widely accepted as part of mainstream

transport policy.
1.4 Research Objectives

In response to the scientific problem and motivaioutlined above, the two main aims of this

research are to:

1. To understand how transport policy makers percpaak oil and what their are attitudes
towards the issue; and

2. To understand why transport policy makers act tlagy they do when faced with the

possibility of peak oil.
There are four specific objectives of this thesis:

1. To create a conceptual model, based on the ecorgroth paradigm, that looks at how
transport policy actors interact at all geographiegels (globally, nationally, regionally
and locally) and the factors that influence theime Tonceptual model will be in the form

of a diagram which shows these interactions arldentes;

2. To create a theoretical framework, based on anogpiate political science theory,
which outlines a method to identify the main actarsd factors that influence local

transport policy actors’ awareness and responssgettethe peak oil problem;

3. To conduct a case study in order to test whetherobithe proposed conceptual model
and the theoretical framework are applicable itityed he case study will be carried out

in three cities of varying sizes in New Zealandj an

4. To prepare recommendations as to how peak oil eaassigned a higher priority by

transport policy makers.



1.5 Hypothesis

The findings of the literature review suggest tlnahsport policy makers are aware of the peak
oil issue, however factors such as the on-goin@telbout the science behind peak oil and its
timing, as well as beliefs that non-conventiondd aind alternative energy sources will mitigate
any future shortage in fossil fuels, have resuitethe majority of transport policy makers not
prioritising planning for peak oil. Calls to adapbust sustainable transport policies to address a
problem such as peak oil are often met with lethdnecause of fears of negative impacts on the
economy, lack of precedence, the large timescalkideological resistance to interventionist
governance. Because of these factors, and thefaeedlitical and public acceptance of policy,

transport policy makers are more likely to adopsk-averse, incremental policy making style.
1.6 Thesis Structure

This thesis is organised into seven sections. Wollp this introduction, section two contains the
literature review and section three outlines theceptual model. The theoretical framework is
presented in the fourth section, and the case stndyesults are presented in the fifth sectioe. Th
sixth section details the analysis and discussfaheresults of the case study. The seventh and

final section gives the conclusions and recommeémasbf the research.



2 Literature review

This literature review will summarise relevant agpewithin the concepts of transport policy,
peak oil and political theory in order to provideackground information to assist in

understanding and developing this research.
2.1 Transport policy

Policy is described by Shaw and Eichbaum (2005)hessum of government activities that have
an influence on the lives of citizens...[and ag..web of decisions and actions that allocate
values” (p.2). Policy is developed through a prectsat covers five stages: agenda setting,
policy formulation, decision making, implementatiand evaluation. Policy is developed by
governments across many areas, including healfiende, immigration and transport, among

others.

Transport policy covers all aspects of transpamd| sea and air; encompasses all geographical
regions, from rural to urban; and can be formulattbcal, regional and national levels. This

research will concentrate specifically lamd transport policy at thivcal and regional level

Transport policy is described by May (as cited ifrl@herty 1997) as “the task of politicians,
and of the skilled professionals who advise themidentify the most appropriate solutions to
today’s, and tomorrows, transport problems” (p.4®)lley and Turton (1995) provide more
detail, describing transport policy as “the procetsegulating and controlling the provision of
transport to facilitate the efficient operation the economic, social and political life of the
country at the lowest social cost. In practice theans assuring adequate transport capacity and
efficient operations to meet the needs generatatidoyation’s geographical array of activities.”
(p.332)

Transport policy differs from transport planning e two terms are often used interchangeably
in literature. Transport planning is carried outtbgnsport planners and engineers and involves
identifying problems or needs, looking at altermatsolutions, and presenting the information to
decision makers (elected officials). This informatiis then used by decision makers to set the

transport policy (Meyer and Miller, 1984).



May (1997) describes two approaches to transpditypmaking: the ‘problem oriented’ and
‘objectives led’ approaches. In the problem oridrdpproach policy is developed as a solution
to an identified problem. In the objectives led @ggh policy is made by first establishing
objectives, and then using different policies tcetrtbese objectives.

2.2 Actors and their influences in transport policy makng

Transport policy is developed by politicians basedadvice from by transport planners and
engineers. However, it is not solely these two gsoof people involved in transport policy
making; there are numerous groups and individual® wfluence the politicians, transport
planners and engineers. Each has their own agamtiaféen seeks different, and competing,
outcomes (Orski, 1980).

Transport policy makers are influenced by a numbiemactors, including other politicians,

business communities, environmentalists, lobbyisigjanisations, media and community
groups. There are also a number of factors thaten€e transport policy makers: population, the
characteristics of the transport system, historg emture, religion and geography, social and

legal systems, and the availability of resourcesy(®er 1999; Hansen, 1999).

This chapter will examine the main actors and mfices in transport policy making. Many of
these actors can be categorised into differentpgrofor example ‘political’ actors can also be
described as ‘individuals’. Likewise ‘business/istty’ actors can also be considered ‘interest

group’ actors.
2.2.1 Knowledge and Information

Transport policy makers are provided with knowledgel information by professionals in the
industry (engineers and planners). However, tectikicowledge is not always used in a rational
way, and can often be “distorted, ignored or watetewn” (Colombo and Karney, 2009, p.1) by

policy makers.

There are seven ways knowledge can influence theypoaking process, from the first instance
when the information is received, right through ttee impacts of policy implementation
(Adapted from SWOV, 2009):



1. Reception: policy makers receive knowledge (fornepke, a report that lands on their
desk);

2. Cognition: policy makers read and understand kndgdein a particular way;

3. Reference: knowledge can also influence the wawlich the policy maker regards

reality;
4. Effort: when the knowledge influences the behavfuat policy maker;
5. Adoption: the influence of knowledge on the polaytcomes;
6. Implementation: if the policy that has been infloed is also actually carried out; and
7. Impact: when the implemented policy produces therde effects.

The way in which technical information is presentedcommunicated to policy makers can
often impact on its ability to influence decisiorakmg. Turnpennyet al (2003) carried out a

project to determine how best to tailor climate rgj@ research in order that it would be most
effectively used by policy makers. They discovetieel importance of communication between
the researchers and the policy makers to ensutéhbaesearch carried out is relevant, easily
used and understood, and the importance of builtingt between researchers and policy

makers.

Transport policy makers rarely respond immediatelynew technical knowledge, particularly
when this knowledge requires implementing policattivould require a departure from the
status quo. Instead, this new information and kedgé takes time to be acknowledged and
implemented into policy. Sabatier (1991) proposest t‘substantive policy information is
typically used in an advocacy fashion, i.e. to mm$is one's position or to attack an
opponent's....only rarely does a specific piece gseaech strongly influence a major policy
decision. When that happens, it is usually becausaurce respected by all participants has done
an excellent job. Instead, the more normal paitefar a process of “enlightenment™ (p.148).

Sabatier (1991) goes on to describe the term ‘etdigment’ as the situation “whereby the

findings accumulated over time gradually alter diexi-makers' perceptions of the seriousness of



the problems, the relative importance of differeatises, and/or the effects of major policy”
(p.148).

Dudley and Richardson (1998) provide an exampléhefprocess of ‘enlightenment’ in their
description of how British transport policy has obad in the years since World War 2:
gradually the policy makers grew to understand acckpt the problem of climate change and

began to include policy measures to reduce thedtspa climate change.

The ‘enlightenment’ function can be likened to tt@ncept of ‘policy learning’, which is a
process by which policy makers make changes teyttrough solving problems over time and

learning from the success or failures of previoolscpes (Vigar, 2002).
2.2.2 Political Influences

As the transport policy making process involvestpons, political influences play a significant
role in the formulation of transport policy. Thehaical knowledge presented by engineers and
planners can sometimes be ‘filtered’ by politiciansthe highly contentious and politicised

policy making arena.

Wachs (as cited in Hanson, 1995) concludes th#tdagh we may study transportation patterns
and theories, analyze data on travel volumes amdldlvs of goods and services, and formulate
theories of travel, transportation policy decisi@me inherently political” (p.285). Like Wachs,
Richardson and Haywood (1996) comment on the palithature of transport policy: “...
research has confirmed the political context afidport decisions: decisions on the construction
of roads are political decisions. They do not falit automatically from the application of
analytical techniques” (p.51). Banks (2004) alsscdbes how decision making in the transport
planning process can be seen as being either aatorpolitical. He mentions, however, that the
purely rational perspective “rarely acknowledgest throfessional planners may themselves be

actors in a political process” (p.388).

Transport policy can be used by politicians as @amaeof gaining or maintaining popularity,
votes and re-election, and as a result politicizers be more concerned with achieving short-
term political goals (re-election) rather than lengerm goals to improve the transport system
(sustainability) (Jouve, 2002; Gummer, 2002; Hirshal, 2002; Tolley and Turton, 1995).
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Batterbury (2003) also makes the connection betviarsport policy and votes. He states that
in the UK, in relation to transport policy from amvironmental protection perspective, the
government’s “hands are tied by questions of elglityp and anti-car accusations from voters”
(p.-165), and that “transport policy divides pobiigarties, social classes and neighbourhoods,
and any attacks on the ease of vehicle use teadtagonize voters” (p.152). Despite concerns
about congestion and the environment associatdd pmvate car use, the Transport Act in the

UK favours car owners as a result of political ¢ast

“Other factions within the Labour government felteBcott's sweeping transport
proposals...would be interpreted by voting publicaasi-car in their sentiment and
detail...[and] as a result of political jockeying, ethbinding legislation that
followed...was a watered-down strategic documengmats the middle England car

owning travelling public’(Batterbury, 2003, p154).

Due to the crucial role transport plays in evergeas of urban living, it is an easy means by

which politicians can gain votes. Jouve (2002) rsakeés link:

“Urban transportation appears to be a cause thateimbraced by some elected
representatives seeking to give themselves theasgpee of leaders. As a domain
through which to assert-or, at least, attempt toseatsleadership, urban

transportation serves well, given the range and mitagle of problems to be dealt
with (pollution, saturation of public space, econordevelopment policy) and the
fact that they demand collective action to whicktitntional fragmentation is not

necessarily conducive. Furthermore, as a highlyrghd symbolic issue with clear
public visibility (e.g., construction of a streetcaystem), urban transportation

invites harnessing by a politician (Offner 2001)a&W a politician's actions become
identified with massive facilities, the way is p&v¥er an impressive entrance on the

political scene, as well as for an identificatiohresponsibilities by the electorate”
(p.10).

‘Acceptability’ is an important concept in policyaking, as the public and political acceptability
of a policy will determine the success of that paliBanister (2008) makes the link between

public and political acceptability: “Public accepilely drives political acceptability, and it is
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only when there is sufficient public support foradge, that action will take place” (p.76).
Political barriers are cited as a major constrémtimplementing sustainable transport policy

measures, primarily due to a lack of public acdeiptg (May et al, 2001).

Donovanet al (2008) indicate that implementing sustainable gpamt policies (such as road
pricing or increased parking charges) in New Zedlam “highly vehicle dependant nation”
(p.61), is difficult. Sustainable policies struggtegain public acceptability because “the public
may not immediately understand how increases inptireeived cost of private vehicle travel
will improve land use options and transport systesilience” (p.61).

Altschuler (1979) believes that American politigaare only willing to introduce transport
policies that incur minimal disruption to the s&fuo. He states that the “change strategies will
vary in political acceptability in accord with tlidegree to which they inconvenience powerful
institutions and large or well-organised blocks/ofers” (p.85). Altschuler goes on to say that it
appears that American politicians have a tendeac\sdrve” rather than “control” constituents
when it comes to transport policy, finding it “eatnely difficult to apply even gentle and highly

cost-effective sticks when these would discomfaryé numbers of voters” (p.84).

Former US President Carter, following the oil shgds in the 1970s, commented that action was
necessary to reduce the United States’ relianciossil fuels. However, he recognised that the
American public was highly reliant on their privatehicles and would be reluctant to change
their travel behaviour. He said that “addressingadtlequately...would require “the moral
equivalent of war” and failure to do so might résnl“national catastrophe™ (Carter as cited in
Altschuler, 1979, p.124). His comments describe thlemma faced by policy makers:
introducing a policy that would require a ‘war’ agst the public (and their votes), in order to

prevent a ‘national catastrophe’.
The links between the public and political accepitgtare discussed further in Section 2.2.5.

Pirie (1980) carried out research on accessibifityransport policy and describes how issues
need to be highly politicised to have a chanceewfidp dealt with in policy making. He describes
the political nature of the policy process and dilemma of making and implementing policy

aimed at improving the situation for social grotipat possess little political power, which may
in turn be detrimental to groups ththd possess political power:
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“...a policy on accessibility will almost certainly ilm at alleviating the
inaccessibility suffered by the carless. This gragmprises housewives, elderly,
young, handicapped and poor, and these folk comniithel political power or
attention relative to those concerned with thinge hational security, prosperity or
national health (Altshuler, 1979). These circums&could interfere significantly
with getting accessibility proposals onto a pohllicagenda, never mind
implementing a policy. The situation would be worsdl if policy were
simultaneously to require changes in the behavipatterns of those who enjoy
superior accessibility. In the United States anywaglicies that seek to regulate

voter behaviour are notoriously ill-fated (Altshyl@€979)” (p.379).

It is not only public acceptability and votes tidtuence politicians in transport policy making,
but their political affiliations and ideologies caiso be a factor. Magt al (2001) discovered
that “in most core cities there are deep gaps titudes and priorities between the political
parties. Left wing and centrist parties are norgnalbre willing to accept public transport, while
the more conservative factions are more suppodfiyeivate car use” (p.52). A study carried out
in the UK (Else and Trinder, 1991) published simiimdings. When interviewing transport
policy makers in local government regarding thargeived major transport issues, they found
that there were differences in views between Laband Conservative controlled councils.
Labour controlled councils were more concerned wighblic transport, whereas the

Conservatives were more concerned with road cactgtruand maintenance.

These political ideologies are reflected in a récgallup Poll in the USA (Newport, 2009). The
public were asked about their views on energy esejronmental protection and economic
growth. There were clear differences in the ansvibsed on political ideology: republicans
(centre-right) were strongly in favour of prioriig economic growth and energy production
over environmental protection, whereas democrastfe-left) were slightly more supportive of
prioritising environmental protection over economggowth and strongly supportive of

prioritising environmental protection over energgguction.

A study carried out in Austria by Hossinger and 8an (2003), that looked at the attitudes of

various transport policy stakeholders towards diffie transport policies, also found that the
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attitudes of politicians towards different trandppolicies were “strongly dependant” (p.6) on

which political party they belonged to. Knox andll€n (1981) surveyed planners in the UK and
concluded that “planners (and other urban managees) be seen as the functionaries of a
political apparatus which exercises its power gate a physical landscape in its own ideological

image and to sustain a social environment conduoivis own preservation” (p.897).
2.2.3 Interest groups

Interest groups, also known as pressure groupgspby groups, can have a major influence on
transport policy. The groups can vary in size amituénce, ranging from local organisations
with a small membership to large, well known anéspigious organisations such as Greenpeace.
Much interest group influence on transport polioydiate has been centred on environmental

issues, as is indicated in the examples below.

Shaw and Eichbaum (2005) highlight five ways in ebhinterest groups can influence the

agenda setting or policy formulation element ofplbécy process:

* “Shaping the climate of public opinion;

Mobilising support for government policy;

Mobilising opposition to government policy;

* Lobbying decision makers; and

Promoting policy alternatives” (p.176).
Zografos and Tsanos (2007) identify three diffetgpes of interest groups:

1. “Interest groups with broad societal objectives g(e.environmental action

groups, groups supporting equal mobility of citiggn

2. Interest groups of narrow professional interestattlexert pressure to secure
benefits for their own group (e.g., truck owner ams, associations of taxi
drivers); and
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3. Ad hoc citizen groups with specific objectives,hsas exerting opposition or

pressure against specific transport policy decisiam infrastructure projects”
(p.16).

In this section we are mainly concerned with thst fiype. The second type is covered in Section
2.2.4 (Business/Industry influence) and the thivdSiection 2.2.5 (Public influence). Gummer
(2002) also makes a distinction between differgpes of pressure groups — those who are
defending their own personal interests, e.g. ptoi@sbout a new bypass on their property, and
those who are defending more global interests, aagcerns about global warming. Gummer
goes on to explain how pressure groups can impaktypmaking through influencing the

perceptions of the wider public on certain issues:

“Even if environmentalist groups [do] not alwayscseed completely, it is their
influence that sometimes gives decisions the sghape in terms of environmental
sustainability, and not only in terms of politicat economic benefits. Of course
there are a considerable number of unnecessaryspresgroups supporting minor
goals, but these won't be able to exert substaptaer as they do not affect a great
number of people. However, pressure groups strogdior goals the broad public
can agree to will always be a decisive factor iansport decision-making, and at
least these groups make the public and the dectsikers think about the pressure

groups’ ideals” (p.10).

Gummer’s findings are confirmed by a survey of pplmakers and planners carried out in
Canada by Hatzopoulou and Miller (2008). Selectelicp makers and planners were asked to
comment on stakeholders who had the most influemcéhe transport policy decision making
process. The results established that environmgnalps were often cited as being influential.
Most of those interviewed “acknowledge the growinfjluence of environmental activism and

its improved structure and lobbying power” (p.156).

Richardson and Haywood (1996) investigated trarisplanning in the English Pennines and
describe how a number of environmental lobby groogsied out “campaigning aimed to
promote as much public debate as possible, by broag the debate to address environmental

concerns, and therefore introducing new policyamf (p.51).
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There are a number of factors which determine tlceess of an interest group in influencing the
policy making process. These include their conoestiwith influential people, the clarity of
their argument, their resources and their econdeverage, among others (Shaw and Eichbaum,
2005, p.180). However, even the most well connecaed well resourced groups can fail to
achieve their goals. As Batterbury (2003) statesngithe example of interest groups who
campaign for sustainable practices, ultimatelyragegroups cannalemandsustainable practice
from the public but can merelyromoteits benefits, as they do not have the power taadigt
create or implement policy. In order to actuallyckva change in behaviour, it is the government
who must carry out “comprehensive urban plannindgi¢] must be combined with more

radical actions that promote, legislate, and emfericstainable systems” (p.165).
2.2.4 Business Groups/Industry Groups

Business or industry groups are a type of integgsiup that typically have a business,
professional or commercial interest in a given @okrea. In western society, where economic
growth is paramount, the protection and promotioh ioterests which support the

business/industry sector is crucial to achievingneenic success. Such support involves
implementing transport policies that ensure thedasl efficient movement of goods and people.
Unfortunately this often clashes with sustainapibbjectives, and as a result transport policy
making has frequently become a task of balancingiden the often conflicting objectives of

economic growth and sustainability.

A report written by Jackson (2009) for the SusthleaDevelopment Commission in the UK,
titled Prosperity Without Growthhighlights three propositions that support thel gb@&conomic
growth: “that material opulence is (after all) nes&ry for flourishing...that economic growth is
closely correlated with certain basic ‘entitleméntdor health or education, perhaps — that are
essential to prosperity... [and] that growth is fumeal in maintaining economic and social
stability” (p.7). The report provides further exipddion:

“There is evidence in support of each of these psitpons. Material possessions do
play an important symbolic role in our lives, allo us to participate in the life of
society. There is some statistical correlation lestw economic growth and key
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human development indicators. And economic residienthe ability to protect jobs
and livelihoods and avoid collapse in the face mfemal shocks — really does

matter. Basic capabilities are threatened when eoaes collapse” (p.7).

It is because of these links between economic draamd “maintaining economic and social
stability...and protecting jobs and livelihoodsa¢son, 2009, p.7) that economic growth has
become an influential force. Governments therefluneern and set policy in a way that achieves
economic growth, enabling businesses to operateiezftly and society to enjoy the lifestyle,
stability and standard of living they have becomecuatomed to. The Sustainability
Development Commission Report (Jackson, 2009) iglgtd major problems associated with the
dominant paradigm of economic growth. The repaatest that continued economic growth is
unachievable in a world in which we must contenthvioth climate change and increasing

scarcity of the fossil fuels.

It can be argued that policy makers are heaviljérfced by business and industry because they
are bound to make policy that facilitates econogriowth. Lindblom (1982) suggests, in his
paperThe Market as a Prisorthat policy is “imprisoned” (p.331) by the marletonomy. He
proposes that in a capitalist society “the freekatconstrains policymakers to reject out of hand
virtually all policy changes that are detrimentalldusiness. Within capitalist economies, any
attempt to alter fundamental institutions autonaiyctriggers “punishment,” in the form of

unemployment or a sluggish economy” (Lindblom d&sctin Hayes, 2001, p.56).

Lindblom (1982) has argued that corporations occagyrivileged position” (p.326) in capitalist
societies. Because prosperity helps governmentiali remain in office, these officials are
“naturally solicitous of the needs of business.iBess leaders receive automatic access, whereas
other groups must compete to make their views tiganddblom as cited in Hayes, 2001, p.55-
56).

Hayes (2001) outlines several ways in which busegswield significant power in policy
making, namely because “business managers in eféece as a second set of public officials in
capitalist economies, insofar as a wide range divides that affect the entire public are
delegated into their hands” (p.58). He also propdlkat businesses have an advantage over other

groups in that they are often approached by govemio provide technical expertise. He cites
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the example of the US Government obtaining inforamaabout oil reserves from the oil industry
and states that this relationship provides buseessth special access to policy makers, which
is not available to all interest groups. Hayes dbses businesses as having “unparalleled
legitimacy...because capitalism is so entrenchedinvithe Western democracies, the narrow
class interests of business come to be equatedtidthroader national interest... in serving the
interests of business and in helping capitalistegmise to thrive, governments are really

fulfilling their exalted roles as guardians of tp@od of all” (pp. 59-60).

Examples of the importance placed on business aodoenic growth in transport policy are
numerous: Bulkeley and Rayner (2003) comment on‘ldeal authorities’ fears of alienating
their electorates and damaging economic competiis® vis-a -vis neighbouring authorities”
(p.50) when attempting to implement travel demarathagement measures in transport policy.
Scholler-Schwedes (2009), when analyzing Germamsp@t policy, noted that the policy is
“dominated by criteria of economic efficiency, aadvironmental and socio-political measures
are only a by-product” (p.1). In New Zealand, thiefity for the government in terms of land
transport funding is economic efficiency, as evikh by the introductory statement in the
Government Policy Statement on Land Transport Fughd2009/10-2018/19 (Ministry of
Transport, 2009): “the government’s priority fos investment in land transport is to increase

economic productivity and growth in New Zealand’1{p

Using climate change policy as an example, we eenl®w an attempt by the New Zealand
government to put environmental objectives befa@emic growth received criticism from the
influential farming sector. In commenting on thevgoiment’'s emissions trading scheme, the
Fonterrd chief executive said: “what is the point in Newand losing out economically for no
potential global atmospheric gain... the existingesnh needs modification to ensure New
Zealand makes the best possible contribution tg-term global climate stabilisation without

compromising economic growth” (NZ Herald, 2009).

Laird et al (2001) describe the on-going dilemma in managioity leconomic growth and traffic

growth in Australia: “with the steady growth of ffia on urban roads, and ever more ‘loads on

! Fonterra is a multinational dairy company based in New Zealand.
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roads’, even government has reached the concltisarsomething must be done’. The problem
is what should be done that will not only not sldwe economy, or upset the next election, but
also not unduly offend a host of lobby groups asded with vehicles and road transport”

(p.158).

Due to the domination of the private car in landdzhtransport, groups in the car industry are
powerful influences in transport policy making. tcaet al (2001) give examples of the pro-
road/pro-car groups in Australia, including the iNa&l Roads and Motorists Association
(NRMA), citing instances when NRMA lobbying was Ked with the upgrade of major
Australian highways. As in many other developedntnes, Australia has a significant industry
centred on supporting cars, including manufactyrsugply, repairs and services. In 1998-99 the
Motor Trade Association of Australia (MTAA) turneder $83 billion and employed more than
230,000 Australians. The MTAA has a strong presenc€anberra and the executive director
said his role is to work with government “to stapgesses happening which would be inimical
to the interests of our members; the rest is abging to create or direct favourable processes”
(Laird et al, 2001, p.122). The Australian Trucking Associati@klr'A), Austroads and the
National Road Transport Commission are other pawenfluences on government transport
policy making.

The German Automobile Association (ADAC) has 17liani members. Their monthly magazine
“addresses directly 17 million voters and their igrmembers, so it has a strong influence on

policy makers” (Lairdet al 2001, p.194). The ADAC, like the NRMA, is a povWweriobby
group for pro-roads policy in Germany (RothengatiéButton and Hensher, 2001).

Businesses and industry can also influence pologugh donations to political parties. In
Australia companies such as Toyota, Ford, Hills dnety Pty Ltd, the Bus and Coach
Association and road construction companies all anpdlitical party donations (Lairdt al,
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2001). In New Zealand the Road Transport Forum {(RTade donations to political parties
before the 2008 election totalling close to $100,00revett, 2009).

As well as the car industry, the construction inguand developers who benefit from certain
transport projects are powerful and wealthy growps can influence transport policy. Meyer
and Miller (1984) cite Hamer’s finding in a studf manning for rail in the US. He found that
“an interesting hypothesis links the advocacy df napid transit to an unhealthy relationship
between regional decision makers and various presgmwups. These include downtown
property owners, contractors, and consultants wightbe called on to build the recommended

systems” (p.84).

Calavita and Caves’s (1994) survey of plannersan Biego discovered that when “asked to
comment on growth, the planners end up talking atiwipolitics of growth, about the ways in
which their goals of a rational and efficient dey@hent pattern are thwarted by powerful
special interests, which usually have a strongéstein urban growth” (p.495). These powerful
special interests are likely to be the developeositractors and consultants whose businesses

rely on such urban growth.

Hatzopoulou and Miller's (2008) study in Canada edotthat the business and industry
community was the second most influential stakedrlith transport policy related decision
making, behind environmental groups. May al (2001), in interviewing transport decision
makers in several European cities, also highligtiedinfluence of business groups, saying that
“a substantial majority consider that businessre#s and the general public have a strong

influence on decisions” (p.21).
2.2.5 The Public

The public can influence policy through a rangenwans, including public demonstrations,
pressuring politicians using their voting powenmotigh joining interest groups and through the

public consultation process. The public consultapoocess has become entrenched in the policy

2 The Road Transport Forum is “a nationwide organisation of voluntary members drawn from the road transport industry and includes
owner-drivers, fleet operators and providers of services to freight transport operators. The Forum provides services to and public
policy advocacy for its members” (RTF, 2009).
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making process in recent times (Booth and Richard®001) and has been a source of debate in
many countries. Wood and Blancher (1999) investidjahe role of the public in influencing
transport policy in France and the UK. They conellidhat often there is a conflict between
citizen groups and the decision makers, with aitizgroups often being “branded as
troublemakers” (p.255). Decision makers, on theottand, were being accused of carrying out

public consultation as “a mere marketing operatareven sheer manipulation” (p.255).

Not only do the public use the consultation prodessise awareness about issues, but they can
also join together to form citizen groups. Unlikgerest groups, which are usually formally
organised, or business groups with commercial e@stsy citizen groups are usually concerned
with localised issues, for example a group of lscabncerned about a new highway being
constructed in their neighbourhood. As a resultadancements in media and knowledge
availability via the internet, the public is nowttae informed on many transport related issues
such as sustainability, health, safety and congesand consequently tend to be more vocal.
This makes it easier for them to participate inug or consultation, and make their views

heard.

Hatzopoulou and Miller's (2008) study in Canadaedothat the public was the third most
influential stakeholder in transport policy relaiecision making, behind environmental groups
and the business and industry community. They lygtdd that “participants recognise the
growing influence of community leagues (groups @ighbours that get together through
organized meetings and advocate on issues that atfenmunities such as recreation, sports and
social activities; they have no legal status). dotf if the results for community leagues and
public at large are added together, they would teaal significant stakeholder group indicating

the growing importance of local citizens/affecteghplations” (p.156).

The way in which policy makers view and understéral public’'s concerns can influence how
they develop policy. Sammer (1999) concluded: whasliticians do take into account the
attitude of the public towards a proposed poliaymstimes their perception of the public’s
attitude may be incorrect, resulting in problemshwmplementation and public acceptance. A
number of other studies have also found that tlaeeedifferences between what the policy

makers perceive to be public opinion, and what ipubpinion actually is, with particular
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reference to the acceptability of ‘anti-car’ sus#dile transport policies (Schade and Schlag,
2000).

In one study in Europe (Blessington in Manners, 20B4% of the public and 85% of
politicians supported investment in public transpbowever, only 49% of politicianiselieved
that the public agreed with them” (p.10). Anothardy in Sydney (Glazebrook in Manners,
2002) found that “70% of the residents of Greatgdriey and 89% of decision-makers supported
using road budget funds to improve public transpl@telopment. However, decision-makers
thoughtthat only 56% of the public would support sustaladakansport outcomes” (p.10).

It is therefore vital that policy maker’'s percepisoof the public’s attitudes are correct. Vagig
al (2007) found that when transport planners werevigeal with more information about the
public’s attitudes the planners “could change thmim attitudes in accordance with public
desires” (p.8). In this way communication betwe@tiqy makers, planners and the public is
vital to ensure the success of any policy. Mann@@02) concludes that increased public
participation in the decision making process, syl in “social learning” (p.ii) about

sustainability in transport, will help to improwvaplementation of sustainable transport policy.
2.2.6 Individuals

As well as interest and business groups and thergepublic there are certain individuals whose
status, political influence and charismatic abitgn be influential in the policy making process.
Dudley and Richardson (2000) discovered that aertalividuals played key roles in the shift in

policy in the UK from road building as the dominamansport policy, to one of a more

sustainable nature. They use the term “policy néreeur’(p.237) to describe “advocates who
are willing to invest their resources — time, eyergputation, money — to promote a position in
return for anticipated future gain in the form chterial, purposive, or solidary benefits” (p.237).
These ‘policy entrepreneurs’ can be governmentsters, leaders of groups or other influential

members of society.

Dudley and Richardson (1998) give the example @#inJdyme as a ‘policy entrepreneur’ in
transport policy making in the UK. Tyme was instental in the shift in emphasis of transport

policy in the UK away from a dominant culture otbbuilding. He was described by Dudley
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and Richardson as “a zealous individual who betetreat the motorway programme posed a
consummate evil, and constituted the greatestttbweae nation in all its history... he proved to

be a shrewd political tactician, making particyfaskilful use of the mass media to convey the
new image and new message to a wider audienceoasitddr arenas” (p.735).

Not only can individuals from outside the policyopess have an impact, but also the attitudes,
values and ethics of individual transport policykexs themselves play a role in influencing
transport policy. Calavita and Caves (1994) comnibat “while attitudes are of course not
synonymous with behaviour or professional practitey do influence our interpretations”
(p.483). Wachs (1985) comments that transport genhave “a variety of personal agendas,
priorities, educational backgrounds and experietitatsinfluence policy making” (p.528). Howe
and Kaufman (1981) came to a similar conclusioittlélis known about planners’ substantive
values, but personal values do impinge on professmork” (p.266).

Howe and Kaufman (1981) found that the politicaws and professional role of planners were
prominent factors in determining their attitudewaods different aspects of planning. It has also
been established that “personal differences, rathan training or organisational setting,
explained response patterns [when faced with a eurab scenarios]” (Wachs, 1985, p.529).
Planners can be put into different categories asote they will act in a planning organisation
(adapted from Wachs, 1985):

* Technicians: loyal to the organisations, less Jikel be political, likely to follow rational

comprehensive model of decision making;

» Politicians: planners had stronger ideological catments and believed in using their
positions within organisations to attain policy @rhes which they considered important.
Weaker technical skills, stronger political sk{ésg. verbal communication);

* Entrepreneur: could operate effectively in botlhtecal and political realms (rare); and

» Hybrids or Pretenders: planners who were to sonenexechnicians and to some extent

politicians, but not particularly skilled at either

It can be seen that political affiliations, up-lgimg, race and values, among other things, will

influence how policy makers, and those individualso influence policy makers, perceive
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certain situations. A more detailed discussionhafse aspects of influence on policy makers
would require more investigation into behavioureleace, and is beyond the scope of this

research.
2.2.7 Organisations

Policy makers do not operate in isolation, butiafeienced by the culture and structure of the
organisation within which they are working. Hammatd Knott (1999) ask the question “To
what extent can top-level appointed political exte@s make significant policy choices?” (p.35).
In attempting to answer this question they comm#&itone extreme are arguments that public
managers are so constrained by large-scale polarwh institutional forces that they have little
room for significant choice....At the other extrerhewever, are accounts of political executives
who were able to forge great changes in publiccpdi and so to appear to have been less
constrained by political and institutional forc€p’35-36).

Jouve (2002) comments on how institutional diffees between cities in Europe influence

transport policy: “according to neo-institutionaligerature, institutions do not emerge as mere
political arenas but as constructs helping to d@efime preferences of actors and the way they
conduct their strategies, permitting certain bebtians while valorising or forbidding others”

(p-2).

Booth and Richardson (2001) comment on the orgaoisd influence on policy, saying that the
“organisational culture of transport planning [wéjetransport professionals are the experts, they
know best what peoples transport needs are,.eseatcultural barrier to progress within the
profession” (p.148). They also note that “politieald statutory constraints continue to stifle the
development of imaginative new policy approaches. power of embedded organisational

cultures should not be under-estimated” (p.148).

Dodson and Sipe (2005) highlight how institutiob&as towards certain modes of transport can

influence the implementation of sustainable tranispalicy, citing in particular:

“The common subordination of public transport agesaielative to road agencies
leads to transport policy outcomes that favour raasiestment over alternative
modes....any consideration of the future impactsiohg fuel costs needs to be
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undertaken with an appreciation of the influence differing institutional

prerogatives and preferences”(p.26).

Organisational influence is strongly tied to thelipcal discourse’ and ‘storylines’, discussed in
Section 2.2.9, as well as by the underlying pditideology of the organisation.

2.2.8 Media

The ease with which information is both sent out eeceived has increased dramatically in past
decades, through mediums such as the internetadaliite television. As a result, the ability of
the media to influence policy has also increasedwlett and Ramesh (1995) state that the
“media portrayal of public problems and proposetutsans often conditions how they are
understood by the public and government, therebitisly out some alternatives and making the
choice of another more likely” (p.59). The median ceot only manipulate others, but also be
manipulated themselves, by actors in the policy intalprocess who can provide “selected
information to media to bolster their case” (Howktd Ramesh, 1995, p.59).

The media also plays a key role in assisting istegeoups to bring their concerns into the public
arena, for example Greenpeace’s protests often mauia attention, thereby publicising and
politicising their viewpoint (Gummer, 2002).

2.2.9 Other actors and influences

Other factors which also influence transport poigkers and planners include resources, the

transport system, the activity system, legisladod discourse.

The resources available will play a large role @edmining the makeup of transport policy, as
policy makers must work within a set budget. In N&waland, local transport policy is
influenced from a funding perspective by the Nagioband Transport Programme (NLTP) and
Government Policy Statement (GPS) on Land Trangpantling.

The activity system, comprised of geographical dextunique to the local environment,

including population, landscape, and size, as agkconomic factors such as the relative wealth

of the area and the businesses or industries apgtaere, will also have an influence (Dangas

al, 2007). The operation of the transport systenifitdeo naturally influences transport policy.
24



This includes factors such as the network configoma the vehicles, the way the system

operates and any technology used (Daetad 2007).

Transport policy makers and planners are boundttevethin the statutory and legal boundaries
within which they operate. In New Zealand, localhawities’ district plans, transport strategies
and district roading programmes must be consistéhtregional plans and strategies (including
the regional land transport strategy (RLTS)) aniional plans and strategies (including the New
Zealand Transport Strategy (NZTS)). The Resourcedgament Act (1991) (RMA) and Land
Transport Management Act (2003) (LTMA) must alscabaered to (Wilson, 2003)

‘Policy discourse’ is another important influenecethe policy making process. Policy makers
cannot be expected to view a problem or situatioa purely objective way. Instead they view
situations and problems through a lens which iswad by their “history, traditions, attitudes
and beliefs” (Howlett and Ramesh, 1995, p.110) &he history and traditions of the

organisation within which they work.

Another influence on actors in policy making is ttwncept of a ‘storyline’. Hajer (as cited in
Fischer, 2003) describes a ‘storyline’ as “a getimgasort of narrative that allows actors to draw
upon various discursive categories to give meatorgpecific or social phenomena” (p.86). The
role of a ‘storyline’ is “to position social actoasmd institutional practices in ongoing, competing
narratives. In the process they stress some aspkats event and conceal or downplay others”
(p.87). Examples of ‘storylines’ in transport pgliare “that excessive demand for road space
can be managed by congestion pricing” or that thad roads will bring economic growth”
(Low in Albrechts, 2005, p.53). Similar ‘storylinesere found in a study of transport planning
documents produced in Auckland, New Zealand overptist 50 years (adapted from Matthews
and Imran, 2010):

» Economic storylinesocus on road building as a prerequisite for susftgsndustry and

freight movement;

3 More detail about the New Zealand legislation and policy documents related to transport can be found in Section 5.2.
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* In terms of mobility storylines, the limitations o&il are used to argue for roading

development in the region;
» Safety storylines, when used, are worded in a nraiae promotes vehicle travel; and
» Consumer storyline®cus on public preference to justify road building
Matthews and Imran (2010) concluded that:

“All these storylines have given priority to shadrm economic concerns while
ignoring the ecological foundation of urban transpglanning. In fact, these
storylines promote a right and true solution foarisport in Auckland based on road
development. Therefore, the research concludes lHrejuage advances certain
ideas, prompts certain values, defines certaing@ad eventually proposes certain
outcomes which shape overall knowledge and thasethgatterns of belief are

ultimately hard to change” (p.4)

In order for policy to change, ‘storylines’ mustaciye or new storylines must be introduced
(Dudley and Richardson, 2000). Matthews and Imefii1Q) suggest that new ‘storylines’ may
be being developed in Auckland as the most redanhphg documents appear to focus more on

multi-modal solutions than purely on roading.
2.3 Currentissues and directions in transport policy naking

Transport policy making focuses on how best toreseurces to enable the transport system to
meet local, regional and global activity needs.cHfally, land transport policy in the western
world throughout most of the 20century has been primarily based on securing dse dnd
efficient movement of people and goods, and hagelarfocussed on providing for the private
motor vehicle and heavy vehicles (freight) throughilding roads. Transport services and
infrastructure are developed, maintained and upggtadh order to support economic
development, and are mostly assessed in economis,tesing the benefit-cost ratio (BCR) as a
measure. An example of the focus of economic groedh be seen in the New Zealand
Government’s Statement of Intent, produced by Tngag010), which focuses on “optimising

the contribution of infrastructure to economic gtbwby ensuring that the supply of
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infrastructure is secure and reliable and thatuge and management are efficient...[and] on

reducing the barriers to growth caused by bottlks@c deficits in infrastructure” (p. 20).

The traditional method of transport policy makingdaplanning has been based on what is
commonly referred to as the ‘predict and providegtinod, where transport planners predict
future demand for transport and provide for thiéast demand through increasing capacity on
the roading network (Bertolirgt al, 2008; Vigar, 2002).

The ‘predict and provide’ method gained momentunthia last half of the 2Dcentury along
with the popularity of the private car. In this jpel, as private car use increased personal
mobility, people began to move to the outer subusbscities resulting in urban sprawl.
Compared to other modes, the private car has beowredibly popular due to its perceived low
costs of travel, in terms of time, money and comvaece. As an example, in New Zealand, the
cost of purchasing and running a car is relatieblgap thanks to (a) cheap Japanese second hand
car imports, (b) third party insurance not beingnpalsory, (c) vehicle registration being
relatively cheap, (d) fuel price and the level @vgrnment tax on fuel being low, and (e)
plentiful and cheap parking (Thull, 2009; Peters?®®(0). As a result, car ownership levels in
New Zealand are one of the highest in the develoymttl (Chamoret al 2008). External costs
associated with car use, such as increased coogesid pollution, are not paid by the u$er.
Other factors such as social status, emotion, sowans and habit have also led to the
dominance of the private car as a mode of trans@drtll, 2009). Transport planners have
traditionally catered for the popularity of cars bwilding more roads to ‘provide’ for the
demand. In the last half of the®@entury public transport use declined, an exarbpleg in
Melbourne where “no major rail extensions have magkace since the 1930s, despite an extra

2.7 million residents” (Metropolitan Transport Foru2008, p.17).

Steg and Tertoolen (as cited in Terry, 2004) prepbat there are very strong behavioural and
social reasons for the dominance of car use, basaghd the attributes of the car: “speed,
comfort, flexibility...feelings of power or superityi..the car has the potential to impress, while

catering to feelings of self worth” (p.73). They go to say “the advantages of car use encourage

4 See section 2.9.1 for more about the external costs of transport and policy
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it to become a habit. People develop activity pagteand a lifestyle that are turned towards the
use of a car. It appears that people will mostbonsider habitual behaviour only when radical
changes are introduced into the situation, cauiilegn to re-evaluate the choices they have

hitherto made automatically” (p.74).

All of these factors have resulted in what Bani$&08) describes as “car dependence and the
increased decentralisation of cities...[which is.difficult processes to reverse” (p.73). However
he Dbelieves that “sustainable mobility provides aternative paradigm within which to
investigate the complexity of cities, and to stideg the links between land use and transport”
(p.73). A desire for ‘sustainable mobility’ hassam as a result of increasing concerns about
congestion, the external costs associated withaf@icar use, urban sprawl, the detrimental
environmental, health and social impacts of in@dasad building and the ‘predict and provide’
paradigm of transport planning. As a result thexs been a shift in emphasis to a broader, more
multi-faceted style of transport planning that ddess environmental protection, alternatives

modes to the private car, and integration with lage planning (Bertoliret al, 2008).

This new style of transport planning has been tdrmew realism’ (Bulkeley and Rayner, 2003;
Donovanet al, 2008; Willsonet al, 2003; Bertoliniet al, 2008; Hine, 2000; Wardt al, 2007;
Vigar, 2002). Bertolinet al (2008) outline four features of the new stylerahsport planning:

1. The first defining feature of the emerging urliemsportation planning is that it
is a discipline in the midst of a paradigmatic tsaron (in the sense of Kuhn, 1962).
New planning goals (achieving sustainable mobilitpyocesses (collaborative
planning), tools (such as accessibility measures¢ #&eing introduced and
increasingly also applied, but this does not appeaonsolidated body of knowledge
or approach. Old goals (easing congestion), proesgsational-technical planning),
and tools (such as the four-step model or levedesfice indicators) are still there,

and...[are] deeply engrained in the existing instdns and practices.

2. The second distinctive feature of the emergitgm transportation planning is
related to its overarching aim: achieving sustailebirban mobility, as part of a
broader effort towards enhancing quality of lifecmies.
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3. The third distinctive feature of the emergindpam transportation planning: the
importance of collaboration, integration and exchanwith other professions and
policy sectors. The emerging urban transportatidanping is much more multi-
inter- and trans-disciplinary than its traditionabunterpart.

4. The fourth and final distinctive feature of teenerging urban transportation
planning cuts across much of the above. It stems fthe recognition that such
things as collaboration across disciplines and @pli sectors, stakeholder
engagement, and public acceptability are key tagpess. This demands that urban
transportation planning becomes a much more comeation-oriented activity”
(Bertolini et al, 2008, p.71).

The editorial in the Transport Policy Journal (Hig800) describes the widespread nature of the
shift towards this alternative paradigm of ‘susédale mobility’:

The recent UK Transport White Paper ‘A New Deal Toansport’ and subsequent
“daughter documents' have signalled the need foo\emhaul of transport policy in
the UK (DETR, 1998a,b,c, 1999, 2000a,b). Parallevelopments in Europe, the
United States and elsewhere have also signalledntipertance and need for more
sustainable and integrated transport systems (EemopCommission, 1998; Ministry
of Transport, Public Works and Water Management9819US Department of
Transportation, 2000). The last 40 years have wi#ed rising levels of car
dependence and rapid social change. The increaseaindependence has been
accompanied by a heightened sensitivity to therenwiental impact of traffic and
congestion and the health impacts of these trarisfpends (RCEP, 1994; Hine,
1998)... It is clear then that transport policy rh@ngage increasingly with other
sectors to deliver a truly integrated approach,wneealism' (Goodwin et al., 1991)

is now a national policy goal” (p.175).

The same editorial elaborates on the new integramulioach being proposed by the UK

Department for Transport (DETR):

* ‘“Integration within and between different types thnsport-so that each
contributes to its full potential and people canva@asily between them;
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* Integration with the environment-so that our traadpchoices support a better

environment;

* Integration with land use planning-at national, regal and local level so that
transport and planning work together to support smsustainable travel choices

and reduce the need to travel;

* Integration with our policies for education, heal#md wealth creation-so that
transport helps to make a fairer, more inclusiveisty (DETR, 1998a, p13)”
(p.175).

2.3.1 Barriers to implementing sustainable transport poyi

Despite the ‘predict and provide’ paradigm’s flalsing recognised, and the call for a more
wide-reaching, integrated policy arena, the ‘predind provide’ method is still present in
transport planning — road construction tends to idate policy (Wardet al 2007). This is a
major issue in current transport planning and gotitaking processes: there appears to be a
reluctance to move away from the traditional walysanceptualising and addressing transport
problems, despite widespread understanding oaitks. Owens (1995) describes this problem in
the UK:

“UK transport policy in the mid 1990s presents agiox. On one hand there is a
pervasive sense of crisis, fluidity and change..f@endther hand there is a feeling,
amounting sometimes to resignation, that underlyngjdities, ideologies and

interests will make it difficult, if not impossibl® move from where we are now to a

more sustainable transport future” (p.43).

Dominant ‘storylines’ that promote road buildingeanften cited as barriers to implementing
sustainable transport policy (Matthews and Imr&i,@ Albrechts, 2005). Albrechts (2005) uses
this concept to describe the reluctance of differgroups to move away from traditional

methods of transport planning:

“...the well known ‘predict and provide’ storyline.. @gals to engineers who like the

scientific appearance of statistical modelling...heal fix' appeals to those who
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like technical innovation: there is no need to worrmbout greenhouse
emissions...because vehicles will soon be powereldyisogen-based fuels cells.
The storyline that excessive demand for road sjpgacebe managed by congestion
pricing appeals to economists...planners have aligngld road building policy by
the storyline that low-density cities cannot bevsdreffectively by public transport.
Politicians are particularly attracted by the stdine that building roads will bring
economic growth. All these stories point to oneutsoh: build more and better
roads” (p,53).

Studies in both New Zealand and the UK confirm tinabhsport staff at the local government
level often face several barriers in the implemioaof sustainable transport policies (Hatl
al, 2006; Hullet al, 2008; Leeet al, 2009). These studies carried out surveys withspart staff
and discovered that they faced problems with fupdor sustainable transport, organisational
barriers (such as a lack of integration betweemeigs), political barriers, problems with public
perception and acceptability, difficulties with nedichg alternative modes (lack of data), and

contradictory land use planning.

The NZ study (Leeet al, 2009) found that “current planning and transgaticy appears to be
directed towards accommodating the car before othedes” and that “major barriers to
securing change are public perception, councillans their decision-making capacity) and
funding” (p.8). The study concluded that there idisconnect between planners and transport
staff and a lack of robust data for sustainable esqus, walk, cycle) and that combined, these
factors result in “mixed and uncoordinated messa@e6). This makes it difficult to “persuade
the public and councillors of the need for a siniftmphasis away from car-based transport or to

make significant investment in public transporgloyg, walking or other modes” (p.8).

It has been established that reduced travel tintkteavel cost are reasons why people will
choose to drive rather than use public transpod,that in order to see a mode shift the public
transport system needs to be highly efficient amelp to use (Kambet al, 2007). The cost of
developing an efficient and cheap public transpgstem is often a barrier to implementing such
a system, especially given the general lack of iugdor sustainable transport (Hat al, 2006;
Hull et al, 2008; Leeet al, 2009, ARTC, 2010).
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2.3.2 Diversity in the transport policy process

For transport policy makers and planners, the plisg has evolved to become far more
complex than a simple technical exercise of prediclows and providing for the demand. As

described in Section 2.2, there are now a wideeaaigyroups and influences that are involved
in the transport planning process. Booth and Raswr (2001) describe how transport planners

in the UK must take this into account:

“Instead of “fixed route' planning (Nijkamp and Bl 1994), transport planning has
become a multi-agency, multi-sectoral, multi-mgai@icess which must balance and
engage with a wide range of interests, issues anidyparenas. Nijkamp and Blaas
(1994) describe it as a "multi-dimensional activibcusing on multiple (public &

private) interests with a strong emphasis on conftesolution'. They argue that
traditional technocentric approaches to transpotarmming and the associated
decision support mechanisms are no longer capablbéeing responsive to this

changing context” (p.142).

Due to the increasingly diverse interests of th®racand stakeholders in today’s transportation
systems, a transport planner or policy maker camonger be purely technically minded, but
must instead be “a facilitator of debate, a mediatbo helps resolving disputes by structuring

the negotiating and bargaining process” (Orski,01 $840).

Due to the wide range of interests and influentes)sport policy making and planning has
become far more political, as described in SecBdh2. Manners (2002) describes the current
situation in transport planning from a politicabwipoint — what he terms a “transport planning
gridlock” (p.9). In this ‘gridlock’ the politiciangequire support from the public in order to
successfully implement sustainable transport pegichowever policies that discourage car use
are often perceived to be unpopular with the pul@lionversely, there is often vocal opposition
to road building projects, and as a result poétis are “hopelessly caught between public
opinionfor roads and public opinioagainstroads” (Manners, 2002, p.9). In a society in which
private car use has become the dominant mode éltrggovernments perceive that to try to
reduce road vehicle use would be very unpopulaticodarly as road transport is seen as being
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economically important and it is linked to “individl freedom™ (Michaelis; IPCC; Hillman;

Himanenet al; Lyons; and Rajan in Trodhal, 2007, p.70).

Despite fears of a lack of public acceptabilityirdifoducing travel behaviour policy ‘sticks’, and
a resulting lack of political will, there are exalep where attempts have been made to impose
the external costs of travel onto users, as ircése of the congestion charging system recently

introduced in central London. Banistgral (2007) describe the situation in London:

It represents a watershed in policy action. Theaidad been around for many years,
but no politician had the conviction of actuallykilag it forwards. Even with a new
Mayor hugely committed to congestion charging,asva struggle to get it through
the legal, planning and political processes withir80 month period (1st July 2000
to 17th February 2003). This relates strongly te tesue of the conflicts between
long and short-term strategies (Banister, 2003).e Tlong term view is that
congestion charging is an essential element of stagnable transport strategy,
whilst the short-term view is that it is almost wspible to introduce in a four-year

electoral cycle (as exists in the UK)” (p.17).

Wachs (1985) believes there is a need for tranapont research to be carried out on the softer
sides of transport planning, in order to gain adsainderstanding of “the social, economic and
political meaning of planning and decision-makirrgqesses, and the institutions that we have

created for carrying them out” (p.522).
2.3.3 Energy consumption in transport policy

Despite the “transport planning gridlock” (Manne2802, p.9) and social and political elements
described above, the need to shift towards momegiated transport planning that embraces
sustainability and accessibility concepts is novdely recognised. However, it appears that
another fundamental concept for the future — eneampsumption in transport — is not as widely
recognised as being of importance in the developroéransport policy. Rarely are energy
policy and transport policy linked (Timney, 2007his is despite an increasing number of
studies and reports citing energy consumption asgleemajor concern for the transport industry
in the future (Hirschet al 2005, OECD Transport Research Centre, 2008, Ududiny
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Taskforce on Peak Oil and Energy Security, 2008 Transportation Research Board produces
a document calle@ritical Issues in Transportationin the 2009 Update of this document energy
consumption is cited as one of the critical isstogstransportation (Transportation Research
Board, 2009a).

Several papers have identified the problems adsaciaith the link between urban sprawl and
increased energy consumption (Transportation RelseBoard, 2009b, Banistet al, 1997,
Andersonet al, 1996, Breheny and Rookwood, 1993). Dargtal (2005) have recognised the
critical part energy plays in transport and invgestied the impacts energy shortages would have

on suburban transport systems. They concluded:

Recent fuel shortage events and soaring petroledoesg combined with urban
sprawl development tendencies and serious concabwit fossil fuel reserves
indicate that energy has to be carefully incorpeain the transportation planning
process. Although many planning authorities and okis have dedicated
considerable efforts in relating energy consumptiagth urban development forms,
energy constraints such as fuel shortage eventsisis have be practically ignored.
Moreover, the long-term consequences of planningist;s have not totally
contemplated extremely high energy requirementssbeiety may face in the future

versus the likelihood of oil total or partial depiten scenarios” (p.12).

Concerns about future energy consumption in thesprart sector are largely driven by an issue
commonly referred to as ‘peak oil'. Peak oil isalissed in further detail in the following

section.
2.4 Peak oil

The concerns about energy consumption in trandpantan the future relate to a concept known

as peak oil. Peak oil has been defined as:

"The maximum rate of the production of oil in angeaa under consideration,
recognising that it is a finite natural resourcelbgect to depletion.” (OECD Transport
Research Centre, 2008, p.46)
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and:

“The point at which the depletion of existing reses can no longer be replaced by
additions of new flow capacity” (UK Industry Taside on Peak Oil and Energy
Security, 2008, p.4)

One of the first reports to concentrate on peakwat produced for the US Department of
Energy and is commonly referred to as the HirsclpdrRe(Hirsh et al, 2005). This report
provides a summary of key concepts about peak oil:

1. When world oil peaking will occur is not knowithacertainty. A fundamental
problem in predicting oil peaking is the poor qinalof and possible political biases
in world oil reserves data. Some experts belie\akipg may occur soon. This study

indicates that “soon” is within 20 years.

2. The problems associated with world oil productpeaking will not be temporary,
and past “energy crisis” experience will providelagvely little guidance. The
challenge of oil peaking deserves immediate, seraitention, if risks are to be fully

understood and mitigation begun on a timely basis.

3. Oil peaking will create a severe liquid fuel®plem for the transportation sector,

not an “energy crisis” in the usual sense that temas been used.

4. Peaking will result in dramatically higher oifkipes, which will cause protracted
economic hardship in the United States and the dvddlowever, the problems are
not insoluble. Timely, aggressive mitigation iritras addressing both the supply

and the demand sides of the issue will be required.

5. In the developed nations, the problems will fy@eeially serious. In the developing

nations peaking problems have the potential to belmworse.

6. Mitigation will require a minimum of a decade witense, expensive effort,

because the scale of liquid fuels mitigation issir@mtly extremely large.

7. While greater end-use efficiency is essentrardased efficiency alone will be

neither sufficient nor timely enough to solve thebtem. Production of large
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amounts of substitute liquid fuels will be requirddnumber of commercial or near-
commercial substitute fuel production technologa® currently available for
deployment, so the production of vast amounts bs$tgute liquid fuels is feasible
with existing technology.

8. Intervention by governments will be required¢cdiese the economic and social
implications of oil peaking would otherwise be cti@olhe experiences of the 1970s
and 1980s offer important guides as to governmetibas that are desirable and
those that are undesirable, but the process willbeeasy.”(p.5)

2.5 Science behind peak oil

The Post Carbon InstituteGuidebook on Peak Oil and Global Warming for LoGalvernments
(Lerch, 2008) provides a good background on thense behind peak oil. They outline five key
concepts about the theory of peak oil:

1. “Oil is a product of geological processes which eddabout 85 million years ago,

so there’s only a finite amount of it on the planet

2. Oll is scattered around the world in undergrounadbons of varying size and
accessibility, so while we have pretty good eseéqiatve don’t truly know how much

oil there actually is until we've extracted it.

3. There’s a time lag for oil to reach the global metrk- generally well over three
years — after an oil source has been discovereds,Plhe more technologically
challenging an oil source is to exploit, the longiecan take to bring it to production.
The largest projects, and offshore projects in igatar, are now taking six to nine

years from discovery to regular oil delivery.

4. Nearly half the global oil supply comes from arodrg0 “giant” oilfields (at least
half of which are already in decline) in differgudrts of the world, each with its own
set of technological, environmental and politicattbrs that can disrupt the flow of

oil.
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5. The price of oil depends on the flow of oil frora fields and reserves to the global
market, which in turn depends on OPEC policies,pgétical events and other
factors. OPEC member states limited their oil preithn for years in order to keep the
price of oil from dropping too low. Throughout much2005 and 2006, all OPEC
producer (except possibly Saudi Arabia) appear daehproduced at full capacity in

order to keep the price of oil from rising too him9).

The Guidebookhighlights theflow of oil as being the important factor, which iseafied by the
“‘inflexible and diminishing supply, growing demarahd increasing potential for delivery

disruption” (p.11). Figure 1 and Figure 2 provideg@phical representation of the peak oil

theory.
Figure 1 Global Oil Discoveries (ASPO, 2009, p.2)
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Figure 2 Oil and Gas Production Profiles (2008 Bas€ase) (ASPO, 2009, p.2)
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The peak oil theory is fiercely debated by industixperts. Th&uidebook(Lerch, 2008) lists 14
different reputable sources who give projectionpedk oil occurring anywhere between 2005
through to 2037, or not at all. A report producedSorrell et al (2009) for the UK Energy
Research Centre (UKERC) in August 2009, reviewédhal current science and reporting on
peak oil and stated that “on the basis of currgidence we suggest that a peak of conventional
oil production before 2030 appears likely and thera significant risk of a peak before 2020”
(P-X).

The oil industry provides a more optimistic viewtbg situation: Shell places the peak at 2025
or later (Lerch, 2008); BP’s chief executive TongiyMard “insisted there was enough crude to
last 42 years at current consumption levels, routité same as last year (as cited in Macalister,
2009); and “Exxon Mobil believepeak (oil) production is nowhere in sight...global oi
production can carry on rising for several decadesome” (UK Industry Taskforce on Peak Oil
and Energy Security, 2008, p.19).

¢ Gboe = giga barrels of oil equivalent.
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2.5.1 Alternatives to conventional oil

Peak oil is a concept relating to the supply ofvemrional oil. As a result of concerns about
diminishing supplies there has been much investiganto the potential of unconventional oils
(deepwater oil, polar oil, tar sands and oil shaledl alternative energy sources (coal, nuclear
energy, hydrogen, biofuels, electricity, renewadsiergy (wind and hydro) and others), and their

ability to mitigate a reduced supply of conventionia

As oil becomes more expensive to extract, investnmethe development of alternative energy
sources will become more economically viable. linishis way that it is hoped the market will
respond to any oil shortage or oil price increaganaking the extraction and development of
alternatives to conventional oil more cost effeetiHowever, this belief may not be well-

founded:

“Pure market economics will never solve tligeak oil] problem. Markets do not
account for the hidden and indirect costs of opeledence. Businesses focussed on
the highest return on investment are not always iposition to implement new
solutions, many of which depend on technologies faets that cannot currently
compete with the marginal cost of producing a baafeoil” (Smith, F. and Kelly,
P.X. in Lerch, 2008, p. 19)

The IEA (2009) has expressed concerns about threrduall in investment in energy as a result
of the financial crisis and a reduced demand fargy stating: “falling energy investment will
have far-reaching and, depending on how governmaetsgpond, potentially serious

consequences for energy security, climate changeraergy poverty” (p.5).

Evenwith a considerable increase in investment in altereaagburces of energy, there are still
doubts as to the ability of these sources to m#iehfavourable energy characteristics of oil,
including ease of transportation, wide ranging us@sl relatively high energy density (Lerch,
2008; Heinberg, 2005; Hicks and Nelder, 2008). d@babts are based on the energy return on

investment (EROI) as well as the cost, availability and feasibitfydeveloping and using these

7EROT or energy return on investment is a concept that calculates the ratio between amount of energy input required to energy output
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alternative sources. There are also concerns dabewgnvironmental costs associated with their
extraction and use (e.g. extracting tar sands,ibgicoal). Questions have also been raised about
the necessity of oil in developing the technology anfrastructure needed in many of the
alternative energy sectors, from mining to congtomcand shipping to installation (Hicks and
Nelder, 2008).

In terms of the ability of alternative fuel sourdesreplace the dependence on fossil fuels of the

transportation system, there are a number of issues

» Biofuels have a number of benefits, including eabdalistribution and requiring only
minor modifications to existing vehicles. Howevtre amount of land needed to grow
crops for biofuels to replace fossil fuels in tnaoit is prohibitive, and the EROI of

biofuels is currently relatively low (Heinberg, ZBMiddleton, 2007);

» Electric cars also have benefits, including zeraessions; however the range and power
of such vehicles, as well as the costs involved wigveloping this technology, mean
they are unlikely to be able to replace the intecoenbustion engine in the near future
(Middleton, 2007);

* Hydrogen fuel cells also have low emissions. Howepeesently the high costs, both in
terms of money and energy, to develop this teclyywlas well as the infrastructure
needed to utilise it, make it unlikely to be alwe¢place the need for oil in transportation
in the near future (Middleton, 2007); and

* Whilst there are several alternative energy soutitascould possibly power the private
car, the energy required to power jet airplanesitdand large trucks is currently very
difficult to generate without fossil fuels (Hicksié Nelder, 2008), posing problems for

the global transportation of goods and people.

Concerns about the ability of the market to crestenvironment that encourages the necessary
investment in alternative energy, coupled with theestions surrounding the ability of
alternatives to effectively replace fossil fueldda to the concerns about the peak oil concept.
“Although many energy substitutions and conservatreeasures are possible, none in sight now
have the quantity and quality to substitute for ticd fossil fuels to support the high levels of
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structure and process of our current civilisatigdum, H. and Odum, E. in Heinberg, 2005,
p.164).

2.6 Peak oil and transport

The transport system is a vital component of sgastwe know it. From the transportation of
people, to distributing the food we eat, to the amimg and exporting of manufactured goods —
all these elements and many more, rely on the gaahsystem. The transport system, in turn,
relies on the use of fossil fuels. Because of Wiial role transport plays in the economy and
society, transport policy makers have an importai¢ to play in addressing the issue of
potential shortages in energy for transport, taussmshat economy and society can continue to

function.

More than any other sector, transport is exposdtdgotential consequences of peak oil. The
City of Portland Peak Oil Taskforce’s report (20@6}es that “of all the impacts of peak oil, the
clearest are those on transportation, particuladg of the automobile” (p.12). The World

Business Council for Sustainable Development m#ike$ollowing projections:

* “By 2050 annual passenger kilometres are expeaendre than double from just
over 30 trillion in 2000 to over 70 trillion by 205@n annual rate of 1.7% per

year);

* Freight traffic is expected to more than triple otee same period, growing at an

average annual rate of 2.3% per year; and

» Worldwide transportation fuel use is projected toudle by 2050 despite
significant energy efficiency gain.” (as cited irEOD Transport Research Centre,
2008, p.122).

The transport industry is the largest consumeroskif fuels worldwide and is projected to
double its consumption of fossil fuels by 2050. ©O@®% of world oil was consumed in

transport activities in 2006 (International Susidbile Energy Exchange, 2006). This is an
increase of 15% since 1973. In New Zealand, 98%lldfansport energy comes from crude oll

and petroleum products (Sustainable Energy For@®5) with the transport sector accounting
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for 86% of total oil consumption (Ministry of Ecomic Development, 2007). The statistics for

New Zealand's energy use in 2006 are shown in Eigur

Figure 3 New Zealand Energy Use 2006
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2.6.1 Transport, peak oil and economic growth

There are strong links between the operation oftthesport system and economic growth.
Because economic growth is a fundamental aspiradiot the efficient operation of the transport
system is closely linked to achieving economic gigwhere are concerns about how to achieve
economic growth in a scenario of fuel shortagesrréily, economic growth and oil

consumption are directly linked, as shown in Figlire

8 Statistics sourced from TEA website http://www.iea.org/ textbase/stats /balancetable.asprCOUNTRY CODE=NZ
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Figure 4 Oil use versus GDP (PPP) per capita in 2@Cor all countries with available data (OECD Trangort
Research Centre, 2008, p.49).
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ExxonMobil, in their reporfThe Outlook for Energy, A View to 20@D08), describe how as the
population is projected to increase, so too is enoa growth, measured by gross domestic
product (GDP), and therefore energy demand. Trskasvn in Figure 5.

Figure 5 Global Economics and Energy (ExxonMobil, @08, p.5}
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Oil consumption and economic growth are also linteegehicle ownership statistics. As Figure
6 shows, light vehicle ownership is expected taaase along with projected economic growth
through to 2030. Whilst many of the developed metjosuch as the USA, will experience a
plateau in the number of vehicles per capita, vetiging nations such as China the forecast is

for rapid growth in vehicle ownership.

Figure 6 Light-duty-vehicle penetration linked to GDP (ExxonMobil, 2008, p.8)
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ExxonMobil also predicts that energy use for tramigdion is going to increase dramatically by
2030, following the same trends as GDP and popuagrowth.
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Figure 7 Global Transportation Growth (Exxon Mobil, 2008, p.10)
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The figures above show that economic growth an@anlsumption are ‘coupled’. ‘Decoupling’

is a concept that is being used in an attempt éakbthe link between economic growth and
energy use in the face of growing concerns abowrggnuse and the impacts on the
environment. ‘Decoupling’ is described as “breakihg link between ‘environmental bads’ and
‘economic goods’... decoupling occurs when the grovette of an environmental pressure is
less than that of its economic driving force (&@P) over a given period” (Brown-Santirso, M.
et al, 2006, p.4). ‘Decoupling’ is often associated wattempts to achieve economic growth, but

at the same time reduce €€missions to mitigate the impacts of climate cleang

The ideal is to have ‘absolute decoupling’, in wWhieconomic growth is achieved whilst
reducing energy consumption and protecting therenment'® This is very difficult to achieve
with the existing reliance on fossil fuels. A repproduced by Brown-Santirset al (2006) for

Statistics New Zealand investigated evidence obdpling economic growth and energy use in

10 “Decoupling can be either absolute or relative. d\be decoupling occurs when the environmentallguwa@nt variable is stable or decreasing
while the economic driving force is growing. Relatidecoupling occurs when the growth rate of theérenmentally-relevant variable is

positive, but less than the growth rate of the eouin variable (Brown-Santirseet al, 2006, p.4).
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New Zealand. The report found that for the peri®@7Lto 2003 petrol demand increased by 9%,
diesel increased by 28%, and economic growth, oP Gbcreased by 19%. These results reflect
the international trends shown in the figures abd&wgure 8 shows the New Zealand results for

diesel demand and economic growth:

Figure 8 Change in New Zealand diesel demand vers@DP (Brown-Santirsoet al, 2006)
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2.6.2 Continuing the ‘status quo’ in a peak oil scenario

There are potentially devastating consequencesridfruing to operate the transport system in a
‘business as usual’ fashion, should peak oil ocbiPeso (2005) describes some of the potential
consequences: “high prices, economic and sociahdily faster depletion as oil fields are
depressurized from overproduction, and greater eangf international conflict...[and
potentially] a crash program to boost energy prtéidacfrom coal and from carbon-heavy,
unconventional oil such as tar sands, with resyllamge-scale increases in heat-trapping carbon
dioxide emissions and other pollutants” (p.111)e Potential impacts on transportation and land
use are described in the City of Portland Peaki@sk Force’s Report (2007):

» “Automobile use will decline and people will sediemnative transportation for

their needs;

» People and businesses will relocate to be closeatth other and to transportation
options; population will likely shift to city cees, and density and mixed-use

development will increase;
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» Transportation of freight will become more coslikely leading to mode shifts

from air and truck to rail and boat;
» Air travel may decline significantly; and

» Maintenance of road infrastructure will be increagly difficult because of loss of
revenue and reliance on asphalt” (p.5).

The fuel shortages experienced in the UK in 200fvigde a real world example of what can
happen in a period of reduced availability of fofstls. The BBC News (2000) reported on the

issue:

“Motorists around Britain are facing increasing sttages of petrol as protests against
soaring fuel prices gather pace...Six out of the tgismnine oil refineries and four
distribution depots are now subject to blockades pigketing lorry drivers and
farmers...Panic buying by consumers has exacerbaegroblem and hundreds of
petrol stations, if they have not already run dhgve now resorted to rationing
supplies...Supplies are simply drying up. The nemgthbelieve we're going to start

seeing is food shortages on the shelves...”(BBC N20(€)).

Transport policies have encouraged dependencyssil faels by prioritising private car use and
investment in road building. We are now “addictéa’oil and the vehicles that use oil and this
addiction has been reflected in the way transpoticy and planning has been carried out
(Buchanan and Dantas, 2010). Although, as discussgdction 2.3 above, there has been a shift
away from the desire for ever-increasing road cépafpredict and provide’) towards
developing more sustainable transport policiesw'nealism’), the shift has not been significant

enough to mitigate the potential consequencesal pa.

The IEA’s chief economist Fatih Birol highlighteldet urgency of the situation in an interview

with Connor (2009) of The Independent NewspapéhenUK. He said:

"One day we will run out of oil, it is not today tmmorrow, but one day we will run
out of oil and we have to leave oil before oil leaws, and we have to prepare

ourselves for that day...The earlier we start, thedoebecause all of our economic
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and social system is based on oil, so to change trat will take a lot of time and a

lot of money and we should take this issue velpggly" (Connor, 2009).
2.7 Transport policy actions addressing peak oll

Despite the potential consequences of not planfaingeak oil, the majority of transport policy
makers do not prioritise planning for the possipibf fuel supply constraints happening in the
near future, and how this could affect society. Mthpolicy that attempts to protect the
environment is widely accepted now as best praabiely a handful of governments, regions and
communities around the world have actively recogphithe scope of the potential problems peak
oil could cause and have begun to plan accordingiys includes some cities in the USA,
Australia and the UK; however the number is limitedcomparison with the scale of the

impending problem (Lerch, 2008).

Several transport policies have indicated the reeatidress energy security, alongside climate
change issues. An example of such is observeciithistry of Transport’'s (2008) NZTS:

“New Zealand, as elsewhere, is highly dependentossil fuels such as petrol and
diesel for transport. As such, the nation is vultde to potential fuel supply

disruptions and future cost increases. If oil shgdas or high costs occur before
alternatives can be found, they would have an agvénpact on the New Zealand
economy...High oil costs may increase the priceonfimodities that require a lot of
energy to produce such as concrete and steel, hasvproducts made from oil such
as bitumen. This would, in turn, increase coststli@r transport sector. The costs of
public transport services that use fossil fuels Malso increase. Equally, high oil

prices would have major implications for tourisnusimess, the price of goods that
need to be transported and the ability of New Zeddas to get around...The

challenge for New Zealand is to decrease energyirusbe transport sector, while

moving to sources of energy that are not basedssilffuels, and are less vulnerable
to changing international prices and availabililthough this is a key challenge, New
Zealand is relatively well placed to do this be@mus its potential to generate

renewable electricity and, in the future, to prodwtistainable biofuelg(p.26).
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However, this is only a very small section of th&T$ and the remainder of the document does
not place a significant emphasis on the potentiglacts of a shortage of fossil fuels. Instead it
proposes that alternative energy sources, suclohgls, will be able to mitigate the effects of a
reduction in the supply of fossil fuels.

In some instances, for example in Brisbane, Australespite the local governing body (the
Brisbane City Council (BCC)) being well aware oétheak oil issue, transport policy decisions
are still being made which disregard the peak mbfem. These include policies which support
large roading projects based on traditional trartsptanning methods which forecast traffic
increases (McCarthy, 2008). These projects resuitliions of dollars being spent to provide for
the private motor vehicle; projects which ultimgtetquire an abundant supply of fossil fuels, or

at least an equal alternative, to ensure their imggaability and success.

There are many possible factors that could reautis apparent lack of concern about peak oil
by transport policy makers. Heinberg (2007) and2man and Dantas (2010) make note of the

following factors:

» Conflicting reports about the exact timing of pedkwith assurances from experts that

we still have time on our hands;

» Lack of political will to introduce bold policie®tplan for peak oil at the expense of

economic growth;

* The inability of people to comprehend the scalthefchaos that could ensue in a worst

case scenario (Adapted from Heinberg, 2007);

* That"...alternative sources of energy will be createdhyg@ssed and managed in order
to “fill” the gap between what is currently consudhand what can be supplied in term
of fossil fuels. For example, many scholars andegawental agencies have claimed
that renewable energy sources (solar, wind, ethaato) can be employed as a fuel

replacement for petroleum;

* New oil reserves are being discovered all oveniloeld and they will be sufficient to

meet current and future generation needs; and
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* People’s behaviour will change in face of adversity previously observed in human
kind history” (Buchanan and Dantas, 2008, p.19).

The following sections look at examples of formaligy and planning for peak oil in New

Zealand and around the world.
2.7.1 New Zealand Peak Oil Policy and Planning

Samuelson (2008) produced a document for the Mynadt Economic Development title@il:
An Introduction for New Zealanderswhich describes world oil reserves, extraction,

consumption, financial aspects and oil security:

“The risk of a major disruption to New Zealand’samal oil infrastructure was well
below 1% per year (less than 1 in every 100 yedisyever, the risk of an external
disruption is up to 10 times greater. The IEA waubdmally be expected to respond to
the latter type of disruption. Regardless of thpetyf event, the New Zealand
government has broad emergency powers to deal wilthsupply disruptions”
(Samuelson, 2008, p.78).

These emergency powers include “restraining demeedijcing consumption, or ensuring the
equitable distribution of petroleum products in Néealand” (Samuelson, 2008, p.79) under the

Petroleum Demand Restraint Act (1981) and the matgwnal Energy Agreement Act (1976).

The Ministry of Economic Development (2008) has eleped anOil Emergency Response
Strategy This strategy outlines the legislation, methodd aommunication lines that would be
used to manage a fuel shortage scenario. It alsribes New Zealand’s obligations to store fuel
for supply-emergencies under the IEA. The strategipcussed on mitigating the effects of a
short-term disruption in supply and does not prevahy mitigation options for a long-term

reduction in oil supply.

Section 7 of the Ministry for Economic Developmen(2007) New Zealand Energy Strategy
(NZES) is dedicated to transport. It outlines waysvhich the Government is committed to a

transport system which reduces greenhouse gasienssshe primary focus of the section.
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Concerns about dependency on oil are mentioned,obiyt as a by-product of reducing

greenhouse gas emissions:

“Focusing on reducing greenhouse gas emissions fratransport sector will also
help to reduce New Zealand's dependency on oit Whi increase the resilience of
our transport system and economy to sudden digmgptin oil supply, as well as
longer-term concerns about global oil supplies apdce uncertainty. Energy
security for transport can also be improved througkasures that address short-
term disruptions, increase diversity in the fuelxmencourage greater use of

domestic fuel supplies and reduce demand for tramgmergy”(p.46).

The NZES (Ministry of Economic Development, 2000ed have a one-page section on peak
oil. It summarises the key debates and takes diymsiew of peak oil, stating that the “world's
proven reserves (including non-conventional oilildosustain current production levels for 42
years” (p.47) and that there are “immense quastibiethese non-conventional sources of oil”
(p.47). The NZES concludes that “while there wdt, some point, be peak 'cheap’ oil from
conventional sources, the world has plentiful sesraf fossil-based oil” (p.47). Biofuels, LPG,
hydrogen and electricity are also proposed as plesaiternative energy sources for transport.
Managing the demand for transport, increasing gnef§iciency of vehicles and promoting

public transport, walking and cycling are all pafrthe NZES.

The Ministry of Economic Development (2010) prodiitke New Zealand Energy Outlook for
April 2010 This document looks at ways to reduce New Zeaamdiance on imported oil. The
section on transport recognises that oil pricedileeéy to increase and states that “travel demand
reduction, vehicle efficiency gains, uptake of #@iecvehicles, and biofuels reduce the national
demand for oil in 2030 by ~45% and ~25% in the Higd A&ow Uptake cases relative to the
Reference Scenario” (p.5).

At the local government level in New Zealand, aveyrof transport staff (Leet al, 2009) asked
participants about possible significant increasefsiel prices. The study did not ask respondents
to consider the implications of a sustained, loagnt reduction in supply of fossil fuels, but
instead focussed on asking what they would expettappen following significant fuel price

increases, and what changes their organisationdvoelable to implement as a result. They
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found that “most councils (75%) are not planning tbe basis of fuel price rises. Half of

respondents indicated that they do not have atodssl price data” (p.35).

Further examples of the level of concern about, leweél of planning for, peak oil in New
Zealand relating specifically to transport can ¢senid in Section 5.

2.7.2 International Examples of Peak Oil Policy and Plainmgy

The following section provides a sample of somehef current peak oil planning initiatives

outside of New Zealand.

The IEA (2005) produced a book titl&saving Oil in a Hurrythat outlines ways in which
countries can save oil in the transport sectorhigids include carpooling, public transport, speed
reductions and driving bans. The book outlines affectiveness of the different methods in
terms of amount of oil saved, implementation c@std popularity with the public. Whilst the
focus of the book is on responding to an oil sltggtamergency, the long-term benefits of some

of the measures in reducing oil dependence arecalsiained.

In the UK the Local Government Association (2008)duced a booklet about transport and
preparing for peak oil titledolatile Times: Transport, Climate Change and thigéof Oil. The
booklet provides advice for local councils aboutysvéo reduce dependence on oil as well as

ways in which Central Government can assist looahcils.

The Oil Depletion Analysis Centre and the Post Garmstitute (2008) in the UK produced a
booklet calledPreparing for Peak Oil: Local Authorities and thendéfgy Crisis The booklet
outlines the current best practice in policy measuo manage the issue of peak oil, providing a
guide for local councils. The booklet summarisegant initiatives in North America, listing
several cities and towns, including large citieshsas San Francisco and Austin, which have
passed resolutions that recognise peak oil and batveip task forces to address the issue.
Several of these cities have commissioned reploatsitivestigate the vulnerability of the area to

a peak oil scenario and make recommendations igatétthe problems.

The UK Industry Taskforce on Peak Oil and Energgusiey (UKITPOES) has been set up in

the UK, comprised of businesses (consultants, gnemgnpanies, architects and transport
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operators) that are concerned about peak oil. TKEROES (2008) produced a document titled
The Oil Crunch: Securing the UK’s Energy Futuvéhich outlines the risks of reduced
availability of energy and makes recommendationsnibigate the risks. The report suggests
Government implement policy to mitigate the risksl @evelop a National Energy Plan. One of

the recommendations is:

“Development and implementation of a long term anstble transport policy, with
renewable transport at its heart. This should im@dumeasures to increase transport
fuelled by sustainable bio-liquids and electriciéywnd measures to reduce the amount
of fossil-fuel-based road transport. If we are igpnsficantly reduce oil consumption,
the current measures being proposed in the reneavithhsport arena must be just

the start, and measures well in excess of thosegsed will be required” (p.6).

In Australia, several cities and states have folym@cognised the peak oil issue. The city of
Maribyrnong in Victoria has #&eak Oil Policy(2008a), anAction Plan (2008b), and most
recently has developed Australia’s fiReak Oil Contingency PlafFishmanet al, 2009) that
aims “to maximise Council’'s business continuityliépin the face of either a short term supply
crisis or a long term, gradual depletion in petnate resources” (p.1). The Environmental
Protection Agency (2008) of the Queensland Govemrhas also been active in planning for
peak oil. They produced a community information graptled Towards Oil ResilienceThe
paper “is part of an ongoing process to develogOdnVulnerability Mitigation Strategy and
Action Plan for Queensland... The paper is an médion document that is not government
policy...[it] is the first step in developing poliayptions for inclusion in the Oil Vulnerability

Mitigation Strategy and Action Plan” (p.4).

The development of a@il Vulnerability Mitigation Strategynd Action Planwas requested by
the Queensland Government following the recommeémagtof a report produced by the
Queensland Oil Vulnerability Taskforce (2007), edlQueensland’s Vulnerability to Rising Oil
Prices Taskforce ReporTheQil Vulnerability Mitigation Strategynd Action Planhas yet to be
produced; however a research paper (Waller, 20@8&) lbeen produced to assist in its

development.
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The BCC has also been active in planning for pehlcieating a Climate Change and Energy
Taskforce to “advise Council on preparing the édy climate change and peak oil. The ‘Final
Report — A Call for Action’ represents the work tbe Taskforce and its recommendations to
Council” (Loseeet al, 2007, p.ii). As a result, the BCC (2007) produteelPlan for Action on
Climate Change and Energydopting 22 of the 31 recommendations from trskftace’'s
report, including a number of actions to reduce tthasport system’s reliance on fossil fuels.
However, despite these reports and plans, the IBe€’s latest Transport Plan (2008) does not
mention the potential impact of peak oil, and ianpling for new roading infrastructure that
would seem to disregard the possible impacts df pggMcCarthy, 2008).

2.8 Political science theory

In order to understand the current situation dbscriin the sections above, it is important that
we understand how transport policy makers percéive peak oil issue, and their ensuing
behaviour in the transport policy making proces&cdtise there are numerous political
influences on transport policy makers, as discugs&egction 2.2.2, political science theory may
help to gain an understanding of the political eabtwithin which transport policy makers

operate, and help to understand transport polidyens perceptions of, and actions towards, the

issue of peak ail.

Goodwin (2007) describes political science theosy“the discipline which aims to explain,
justify or criticize the disposition of power in@ety. It delineates the balance of power between
states, groups and individuals (p.4)”. Farrellyd2pPgives a more detailed description:

“From history of political thought to analysis oblitical concepts such as freedom,
equality and democracy....topics from such diveraditions as feminism, socialism,
anarchism and liberalism, all fall under the genlemabric of “political theory”...it is
accurate to say that what unites these diversattoms$ under the rubric of “political
theory” is their concern for how we ought, colleelly, to live together...the systematic

thinking about the purposes of government.”(p.ix)

Political science theory can be applied to a maspeets of politics. For the purpose of this
research, political science theory is examineeims of transport policy making. This literature
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review briefly describes a selection of relevangaities that have been developed to help

understand policy making.
2.8.1 Broad political concepts and theories

As noted by Farrelly (2004), political theory enquamsses very “diverse traditions” (p.ix). A

complete description of the full spectrum of theimas political theories is outside the scope of
this research. Instead the focus of this sectidhbeion outlining three broad political theories
which can be used to describe the political climatdlew Zealand, providing a background to

the case studies.
2.8.1.1Liberalism

There are many different strands of liberalismpfraassical, to modern to neo-liberalism (Shaw
and Eichbaum, 2005). The basic concept of libaralis that the rights of the individual are
prioritised and the role of the state is purelytotect these individual rights and enable people
to participate in the free market (Dryzekal, 2006). Liberalism can be aligned to the centfg-le
centre or centre-right of the political spectrum.New Zealand the ACT party is most closely

aligned with liberalism.
2.8.1.2Conservatism

Conservatism is based around the concepts of ‘fimen¢al change”, “traditional religious

values” and family (Shaw and Eichbaum, 2005, p.18@nservatism is part of the right wing
movement. The National Party in New Zealand isradywith conservatism, but has liberal
elements, and can therefore be defined as adhtrihigeral conservatism. The broad views of
the National Party are (adapted from Shaw and Eighry) 2005, p.141):

Loyalty to New Zealand, its democratic principlesl @o its Sovereign;

National and personal security;

Individual freedom and choice;

Limited government;
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» Strong families and caring communities; and

» Competition not state monopoly.
2.8.1.3Socialism

Socialism, or social democracy, is centred on tie of the state. The state is “a benign force
and the custodian of public interest” (Shaw anchBaum, 2005, p.139). The Labour Party in
New Zealand is based on social democracy and alghdeft wing politics. The broad views of
the Labour Party are (adapted from Shaw and Eiahb2005, p.141):

* The natural resources of New Zealand belong tthalpeople and should be managed for
the benefit of all, including future generations;

* All people should have equal access to all soe@bnomic, cultural, political and legal

spheres, regardless of wealth or social position;

» Cooperation rather than competition should be tl@nngoverning factor in economic
relations, in order that a greater amount and & (listribution of wealth can be

ensured;...and

* The same basic human rights, protected by the siapdy to all people.
2.8.2 Policy making theories

There are a wide variety of different conceptsothes, models and frameworks which have been
developed to help explain how policy is made, idolg the rational comprehensive theory,
incrementalism, the punctuated equilibrium theotilge advocacy coalition framework,
institutionalism, policy network theory and othgiSabatier, 1999; Dudley and Richardson,
2000; Marsh and Stoker, 2002). The following sediavill describe in more detail rational
choice theory and incrementalism. These theorige baen chosen for further analysis as they
are common, yet contrasting ways of understandigstbn making and the policy making

process.
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2.8.2.1Rational Comprehensive theory

The rational comprehensive theory of policy makebased on rational choice theory which has
its origins in economics. The rational comprehemgsheory proposes that in making policy,
individuals are self interested, will attempt toxamaise their utility, have the time and ability to
look at all the alternatives, and will then makeicks to meet their own individual goals and
achieve the best result for themselves (Ward ad ait Marsh and Stoker, 2002).

The rational comprehensive theory simplifies thécggomaking process into a series of steps,
beginning with definition of the goal, developmaenit alternatives, evaluation of all possible
alternatives and then the choice of the best altem to meet the goal (Shaw and Eichbaum,
2005). The rational comprehensive theory is based t@chnical or scientific approach to policy

making and follows six steps:
1. “A problem is identified and defined;

2. The values, goals and objectives of those makiagiéitision are made explicit

and ranked in priority order;
3. All options that could achieve the goal are ideatlf
4. The costs and benefits of each option are madecéxpl
5. Costs and benefits for each option are then conthaed

6. With information about costs and benefits the decisnaker can choose the
option that best achieves her or his values, gaal$ objectives” (Bridgman and
Davis, 1998, p.43).

These steps are closely aligned with the traditiclegision, or problem oriented approach to
transport planning, which follows four basic stepsoblem identification, debate and policy
formulation, implementation, evaluation and feedb@&leyer and Miller, 1994). The more
desirable objectives-led approach follows the sat@ps but begins by defining broad objectives,
which are “then used to identify problems” (Maycated in O’Flaherty, 2003, p.44).

Whilst the rational, step-by-step approach to poliaking may appear to be desirable in terms
of its ability in reviewing all alternatives andlseting the best course of action, in reality this
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method is not always followed in such a definitiveanner. As a result the rational
comprehensive theory has been criticised for isu@ption that policy makers have the skills
and resources to fully review all available alteéiwves, and the assumption that policy makers
make objective decisions based purely on technkcedwledge (Camhis, 1979). Another

criticism of the rational comprehensive theoryhe assumption that:

“Policy makers perceive and accurately define peobs. It further assumes that they
rank potential public problems in order of priorjtyith the most serious reaching the
agenda first. In reality, there is no guaranteettheoblems will be perceived at all; in
fact, items that do reach the agenda are oftenripigs because they have attracted
political support from organised interests or thass public. In addition, there is not a
guarantee that all actors will define public probis in the same way or even agree on
what distinguishes legitimately public problemsnirqrivate concerns”(Morcol,
2007, p.40).

The rational comprehensive model has been criticik® its inability to recognise the

increasingly wide ranging interests and stakehsldethe decision making process, in particular
political or institutional constraints on policy keas that may affect their decision (Lindblom,
1959). Institutional rational choice theory was eleped to allow for these institutional

constraints and describes “how institutional ruster the behaviour of intendedly rational
individuals motivated by self choice” (Sabatier929p.8). Individuals and groups, whilst they
may be acting in their own self-interest, do notsoin a vacuum, but instead work in an
environment in which their actions are influencedtbe rules and cultures of the institutions

within which they are operatind:

An alternative that takes a very different viewpoficy making is incrementalism, developed by
Charles Lindblom. Incrementalism is discussed imenttail in the following section.

11 Institutions can be concieved as being an “organisational ently such as the US Congress, a business firm or political party” or as the
“rules, norms and strategies adopted by individuals operating within or across organisations” (Sabatier, 1999). In this sense, institutions
are considered to be the latter.
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2.8.2.2Incrementalism

The incremental theory describes policy making asreservative, risk averse process by which
only small changes to previous policies are matie.ificremental decision making process is “a
political process characterized by bargaining aathmromise among self-interested decision
makers. The decisions that are eventually madessept what is politically feasible rather than
desirable” (Howlett and Raum, 1995, p.141). Poiitgkers often have differing views, interests
and sources of information, as well as differingws about the best way to serve the public
interest (Hayes, 2001). The best policy is one brclweveryone agrees and “which commands

consensus among policy makers and interest grq@pglgman and Davis, 1998, p.55).

Lindblom (1979) proposes a form of incrementalisielled disjointed incrementalism. In this
format he argues that small incremental steps, nqadEkly can be more effective at bringing
about a major policy change than fewer larger sbegsuse “they do not rock the boat, do not
stir up the great antagonisms and paralyzing schasndo proposals for more drastic change”
(p.520).

Nice (1987) describes why policy makers adopt ameimental style of policy making: “small

policy adjustments entail less uncertainty, anébgyiding drastic changes, policy makers reduce
the danger of upsetting powerful political and lawreratic interests. In short, according to the
incremental model, policy makers can produce aetd#ptresults and avoid controversy by

changing policies in a sequence of minor adjustsigpt145).
Lindblom’s (1958) description of incremental palgiprovides a good overview of the theory:

“1. Political parties and leaders compete for votgsagreeing on fundamentals and
offering only incrementally different policies imdah of the policy areas in which
they wish to compete. Since this has been wellfrogiently demonstrated to be a
prerequisite condition for the survival of demogratself, it is hardly to be

guestioned as a characteristic of political lifetihee Western democracies.

2. Each of the competing political parties shifssawn policies only incrementally at

any one time. Such incremental alteration of pgutficies is in fact the normal
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though not invariable rule in all two-party democras and in some multiparty

democracies.

3. Policy-making proceeds through a sequence ofreqapations. A policy is
directed at a problem; it is tried, altered, trienl its altered form, altered again and
so on. In short, incremental policies follow oneonghe other in the solution to a

given problem” (p.300).

Like the rational comprehensive theory, incremeasnalhas its critics. Incrementalism is often
criticised for its inability to explain radical poy change and innovation in policy making, for
assuming that the environment in which policy isdmas always stable, and for being too
conservative and dismissive of goal setting andratspns in policy making (Woodhouse and
Collingridge, 1993). Goodin (as cited in Miyakav2®02) is critical of incrementalism, arguing
that “the doctrine of incrementalism cannot be sufgal in prescriptive terms” (p.287). He
believes that policy makers are able to make ratialecisions based on past experiences in
policy development and that sometimes policy mal@s “think big” rather than merely
“thinking small” as incrementalism proposes (p.2&9odin’s opinion is better aligned with the
mixed scanning model, developed by Etzioni, whishai combination of both the rational
comprehensive model and the incremental model. Moeel prescribes “a cursory search
(‘scanning’) for alternatives, followed by a detal probe of the most promising
alternative...[allowing] for more innovation than petted by the incremental model, without
imposing the unrealistic demands prescribed bydhenal model” (Howlett and Ramesh, 1995,
p.144).

Jones and Baumgartner (as cited in Sabatier, J889pse that punctuated equilibrium theory is
a better model which stipulates that policy will thoough periods of stability ‘punctuated’ with
periods of major policy change.

In summary, Table 1 shows the main characteristtshe rational comprehensive and

incremental theories of policy making (Source: Bnthn and Davis, 1998, p.55):
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Table 1 Comparison of Policy Making Theories

Rational policy making

Incrementalism

Clarification of values or objectives distinct fraand
usually prerequisite to empirical analysis of altgive
policies

Selection of value goals and empirical analysithef
needed action are not distinct but are closelytwtaed

Policy formulation is therefore approached through
means-end analysis: first the ends are isolated, th
the means to achieve them are sought

Since ends and means are not distinct, means-end
analysis is often inappropriate or limited

The test of a ‘good’ policy is that it can be shawn
be the most appropriate means to a desired ends

The test of a ‘good’ policy is typically that vaus
analysts find themselves agreeing on a policy @uith

their agreeing that it is the most appropriate regaran
agreed objective)
Analysis is limited drastically:
Important possible outcomes are neglected
Important alternative potential policies are netgdc
Important affected values are neglected

A successiogarhparisons greatly reduces or
eliminates reliance on theory

Analysis is comprehensive
Every important relevant factor is taken into agttou

Theory is often relied upon heavily

2.9 Political science theory applied to the analysis dfansport policy making’ actors and

influences

This section looks at both the broad political thesy outlined in Section 2.8.1, and the
policymaking theories (rationalism and incremestal, outlined in Section 2.8.2, and describes

how they have been used to gain a better understantitransport policy making.
2.9.1 Broad political theories and concepts linked to trgport policy

The broad transport policy perspectives of politiparties are often linked to the political
ideology of the party. In countries in Europe ishmeen found that left wing political parties are
more supportive of public transport, whereas corare parties are more likely to support
private car use (Magt al, 2001), a trend that is also reflected in New Zedl(Labour Party,

2008; National Party, 2008). However, for transgpaticy, as with any policy, there is a tension
between the amount of government intervention {l&fig politics and socialism) and individual,
or market freedom (right wing politics, conservatisand liberalism) that is desirable and
feasible. Reflecting this delicate balance, manyitipal parties develop policies that are
‘centrist’, in that they are only considered todhightly left or right of centre in their ideologit

position.
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Tension between government intervention and indaidreedom is evident in terms of the
negative externalities associated with transpoet INegative externalities, such as congestion
and pollution, require government policy to endihag these costs are transferred to the transport
user. In the case of congestion, congestion prigsng tool used to transfer the social cost of
congestion to the transport user. However, thetipali willingness to implement congestion
pricing policy is often low due to a lack of pub#cceptability for such measures (leromonachou
et al 2008). Other external costs, such as the impattthe environment and contribution to
climate change, are more difficult to transfer be tuser (OECD Transport Research Centre,
2008).

Hopkins (2006) links the concept of negative exdéties to the theory of rational choice,
suggesting that people, if they act purely in a weat will maximise their own utility, will take

little notice of global environmental issues, ant therefore not recognise the cost to society of
their actions. His research on consumers’ attitud@gards sustainable action confirms this:
“consumers are generally happy to act sustainabiigrav it does not impinge on their key

priorities and cause them inconvenience” (p.30).

Ryan and Turton (2007) believe that governmentrvetation is paramount in order to achieve
sustainability: “Critically, the rate at, and extéa which, transport system development can be
redirected towards sustainability, depends sulisthnon the suite of policies implemented by

governments around the world” (p.236).

In the USA, however, there is “a strong ideologicegistance to many forms of government
intervention...there is also a concern over the lmscompetitiveness in the economy resulting
from increased regulation and control” (Banisté¢ral, 2007, p.25). This ideology is linked to
liberal and conservatist theories of minimal goveent and individual freedom, and can be
clearly seen in terms of transportation where therea “culture...of self reliance and
individualism and the thinking that there is neealiative to the car” (Banistet al, 2007, p.12).
Such ideology makes sustainable policies politycdifficult to implement in the USA (Banister
et al, 2007).

Transport policy exists to control how people uke transport system and how the system

operates, and currently government policy doesreqire people to bear the external costs of
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consuming a non-renewable resource such as oilniruressustainable manner. The OECD
Transport Research Centre (2008) poses an intagegtiestion on the issue of availability of
energy for use in transport and government intdiwengiven the certainty surrounding the
science of peak oil: “are uncertainty and impompe®ency a basis for government intervention

in energy or transport markets?” (p.23).

The following section looks at the policymaking dhies of rationalism and incrementalism and
how these theories can help explain why governmargsot strictly interventionist, and why
policy makers have difficulty implementing transp@olicy that demands more sustainable

energy consumption behaviour from transport users.
2.9.2 Policy making theories, frameworks and models link transport policy

As described in Section 2.3, the dominant methadamisport policy making and planning in the
20" century was based around the four-step model awheept of ‘predict and provide'. This
technically oriented process is linked to the rslocomprehensive model of decision making,
due to its similar step-by-step process. Wachs FL@escribes the rational comprehensive
model as “the dominant one, shaping transportahetitutions and research agendas...indeed,
the daily practice of transportation planning, éimel past 20 years of transportation research can
virtually be interpreted as an elaboration of thizdel” (p.522).

As transport policy and planning has moved awamftbe predict and provide paradigm, public
and stakeholder consultation has become more iaqmorand the range of actors more diverse,
other ways of conceptualising the process havelde&d. This has resulted in much criticism of
the use of, and validity of, the rational modetremsport planning and policy making (Goetz and
Syzliowicz, 1997; Willsoret al, 2003; Willson, 2001; Wachs, 1985; Kane and dedthi 2003).

Critics of the rational comprehensive model deschbw the model does not represent reality:
“Transportation planners rarely encounter the garentific rationality setting. Instead, they find
differing points of view on decision-making boardgithin agency departments, and among

interest groups. Information is ideological andtested” (Willsonet al, 2003, p.355).

Kane and del Mistro (2003), in their criticism dfet traditional rational approach to transport
planning, highlight the influence of political facs and cite Chisholm, who states: “coping with

63



the nations transport needs is as much a matgolibics as it is of technical expertise” (p.119).
Bessant (2008) criticises the rational theory,imgathat it ignores the important role policy

networks, policy discourse and government polpies in influencing policy making process.

As outlined in Section 2.8.2, incrementalism wasetllgped as an alternative to the rational
comprehensive model, in an attempt to incorporateesof the political, less technical aspects of

policy making.

Bush (1995) describes how past policies can shapé&uture and the incremental nature of local
government policy in New Zealand: “two intangiblaet monetheless very powerful influences

which can shape policies are precedent and thesstpto: the pressure to do either what has
been done before, or to carry on with what is beloge now, can be very strong. A policy

profile of any council will bear a startling reselarice to that of its immediate predecessor”
(p.227).

Incrementalism has been used by Yeung (2000) toritéesthe transport policy making process
in Hong Kong, concluding that there were severasoas for an incremental policy style. Firstly
it was easier for the policy makers to make smhalinges to existing policy rather than risk
making significant mistakes with sweeping chandgdse policy makers had a wide range of
stakeholders to satisfy and compromises could bden@ensure broad support for the policies
with the incremental process. The incremental styées also more attractive to ensure “the
political feasibility and acceptability of the pmged solution....people are reluctant to
changes...they tend to support incremental changdgsatle more familiar to them and usually

have the least uncertainty” (Yeung, 2000, p.134).

As described in Section 2.7, questions surroundmegtiming of peak oil and the ability of
technology to mitigate the negative consequencegeak oil, have resulted in a lot of
uncertainty about the future for transport policyakars. Headicar (2009) describes the
underlying uncertainty for transport policy and mplang in the future as being both technical
(future technological advances in transportatiog, electric cars, energy use) and social (travel
behaviour patterns, social norms regarding travéhis uncertainty makes long-term transport
policy making and planning very difficult, espetyain terms of making radical changes to

existing policy and planning practices — the rigks too great. As a result transport policy tends
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to be incremental. Headicar (2009) gives an exangascribing the situation regarding transport

policy making in the UK at present:

“Politically the hazards of uncertainty provide rean for avoiding commitment to
any particular long term strategy (individual schesrand developments continue to
be approved, but on an incremental basis). ‘Mudglinrough’ enables flexibility to
be retained. It also avoids having to present papohs (hence voters) with costs or
other disbenefits which are designed mainly to gpadied the interests of future

generations.

These technical and political stances tend to eragel an approach to planning
which is executed through successive ‘roll-forwandfsexisting programmes, rather
than engaging with the more difficult and poteryiadontroversial matter of where
these are leading...it therefore implies an extrengelyservative pattern of change
over time. Not only does the pattern tend to follbevsame trajectory but the longer
it is maintained the more it reinforces and ‘legiises’ established and dominant
practices. These in turn generate a sense of mality about where we are
heading. Even if the future consequences of ‘basims usual’ appear profoundly
unattractive we seem to find the possibility ofagigg with the changes needed to

avoid it even more unpalatable.” (p.411)

The theory of incrementalism proposes that “denismakers confront a relatively stable
environment” (Nice, 1987, p.146). It could be amjubat our environment will only become
more unstable as fossil fuel supplies diminish s prices fluctuate. With regards the current

incremental style of policy making, Nice (1987) aeg that:

“If the environment changes dramatically...minor atjuents of current programs
may be insufficient to cope with the new conditioMajor changes in the
environment may therefore foster innovation, legdma new and different response
which is distinct from older programs...no environtaérchange is more likely to
stimulate innovation than a crisis. A crisis mayngate more pressure for

substantial change than incremental routines cathstand. At the same time, a
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crisis may increase the willingness of policy maker take the risks that major

policy changes entail” (p.146).

This argument can be applied to concerns about pikaRhould significant fossil fuel shortages
occur in a relatively short period of time, the ramment will change swiftly. As a result
incremental transport policy shifts will not beexffive and the ensuing ‘crisis’ will force policy

makers to make major policy shifts.
2.10 Other Policy Arenas

Other policy arenas, such as climate change, csistas gaining a better understanding of the
behaviour and actions of policy makers. Climatengjeaoffers an interesting example to analyse
alongside peak oil, as it has similar charactessin terms of contentious scientific evidence,
global implications and an extended timeframe «fgllle impacts. Both policies also attempt to

address fossil fuel use, one in terms of consumptiee other in terms of emissions generated.

Climate change policy in the USA has been descrdsemhcremental, with only relatively small
changes to the status quo being implemented by states and cities and no overarching,
comprehensive national strategic policy (Coglianetsal, 2008). Because of the global nature
and immense scale of the climate change probleroant be argued that incremental policy
making to address the issues will not make a safftampact. Coglianeset al (2008) argue that
whilst “someaction is better thano action at all” (p.1), incremental policymaking darfact be
harmful as it can “lull the public into thinking iclate change is being addressed, thus
dampening demand for the costly and comprehensolieigs that will achieve the most

meaningful results” (p.17).

Coglianeseet al also argue that as well as creating the illusibat the problem is being
addressed, employing an incremental policy stykates barriers to developing more robust
policy at a later stage because:

“Incremental policies can create a path dependetita& prevents or inhibits the

development of better alternativésiplementing, monitoring, and maintaining any
policy requires start-up costs, making it harderctange policies mid-stream...when
legislators and voters think an issue has alreadgrbaddressed, it requires a lot of
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political heavy lifting to change established p@g And perhaps most importantly,
those who have an interest in the status quo uagemcremental policy can be
expected to resist policy change—including the legus, the regulated companies
that make compliance investments, and the advoaztebe initial incremental

approaches” (p.15).

Existing climate change policy is often criticiska being too weak and ineffective to make a
significant difference in the long term (Helm, 2008cKibbin and Wilcoxen 2002). Stephen
Hale (2008) of the Green Alliance, a body that aitmsbring environmental issues to the
forefront of British politics, produced a reportigd The New Politics of Climate Changéhe
report outlines five reasons for governments redatlethargy’ when it comes to action on
climate change, which are also relevant to peakTtiese reasons provide an insight into why
policy in areas such as climate change and peatemi to be incremental in nature (adapted
from Hale, 2008, pp. 5-8):

The timescale is so great that the impacts of ¢énwhange are not immediately felt,

resulting in unresponsiveness;
* Democratic culture inhibits political leadership;

» Shift in power from national governments to globatporations, and government fear of

negative effects on the market;

» “ldeological handcuffs” in which there is resistarto interventionist style of government

needed to address issues such as peak oil; and

* Weak global and national institutions and procedbese is nothing like it before, need a

long term coordinated response, both globally attnally.

A major difference between the issues of climatenge and peak oil is that for climate change
there is widespread concern at the global, natiandl local levels, as is demonstrated by the
publicity and media surrounding the 2009 United ibled Climate Change Conference in
Copenhagen. However, despite the widespread puyblibiere is still ‘lethargy’ and reluctance

to make robust climate change policy (Hale, 2008).
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Another policy arena that is helpful to examinengiside peak oil is that of civil defence
emergency management planning. The likelihood ohesdkey emergency events in New

Zealand has been estimated as follows (adaptedDrepartment of Internal Affairs, 2008):
* 15% chance of a major earthquake in Wellingtomenrtext 50 years;
* 20% chance of a major earthquake on South Islgndeafault in the next 20 years; and

* 4% chance of a volcanic eruption in Auckland in thext 50 years (considerable
uncertainty surrounds this figure). An eruptiorAckland could trigger as much as a 14%
decline in GDP for New Zealand.

Despite the relatively low probability of such majmatural disaster events occurring, planning
and procedures are in place to help to prepararidrmitigate against the effects of a natural
disaster, including a comprehensiiational Civil Defence Emergency Management Plan

(Ministry of Civil Defence and Emergency Managem@®09) and public education campaigns.

If we compare the likelihood of a decrease in oipdies and the related planning with the
likelihood of a natural disaster and the relatednplng we can see a gap in the oil related
planning compared with the likelihood of occurren®bviously peak oil impacts are not seen to
be directly life-threatening, as a natural disasteuld be, however, some predict the impacts of
a worst case peak oil scenario to be widespreadevere (DiPeso, 2005), and on a much wider
scale compared with a localised natural disaster.

Possible reasons for such comprehensive plannimigvioprobability events include the fact that
planning for a civil defence emergency does nouiregpeople to significantly change their
lifestyles or habits, nor does it threaten majosibess interests or the economy. If we compare
this to peak oil or climate change, it is much mdificult for policy makers to develop and
introduce policy that plans for such events, beeaush policy involves a major shift from the

status quo and current thinking and often poselreat to major business interests and the
economy.
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2.11 Survey Methods

There are several methods available to researcherkiding survey research, evaluation
research and field research (Dantzker and Hug@96). Dantzker and Hunter (2006) identify
survey research as the most appropriate method r'wiesearchers are interested in the
experiences, attitudes, perceptions or beliefadividuals” (p.85). As described in Section 1.4,
the aims of this research are to understand howsp@at policy makerperceivepeak oil and
why they act the way they ddhen faced with the issue. Survey research has ideatified as
the most appropriate method for obtaining this rimfation.

Survey research can be carried out in a varietyvays, including face-to-face interviews,
telephone surveys, mail surveys and online surveythe internet (Folwer, 2003; Dantzker and
Hunter, 2006; Babbie, 2010). Each method has advantagesdmadvantages. Face-to-face
interviews enable interviewers to get a betterifigelor the attitudes of the respondents, but can
be time-consuming and expensive to conduct. Teleghonail or online surveys offer the
researcher a means by which they can gather data & large sample size relatively easily.

However, these methods can be impersonal and eftéure low response rates.

Surveys can be designed in different ways dependmghe information that needs to be
obtained and the sample size. ‘Open-ended’ questfiow the respondent to express his or her
feelings and answer the question whichever way tepse, whereas ‘closed-ended’ questions
restrict the respondent by forcing them to choosmfa set of pre-determined answers (Babbie,
2010). Each method of questioning has advantagdsdesadvantages (adapted from Babbie,
2010, p. 256): open-ended questions enable theomdspt to answer freely without the
restriction of having to choose from a list of respes, whereas closed-ended questions force the
respondent to choose from a list of responseslantist of responses given may overlook some
important responses. On the other hand closed-eqdestions are easily analysed, whereas
answers to open-ended questions must be codedebafalysis, requiring the researcher to
interpret the meaning of responses which can rdsulinisunderstanding of responses and

researcher bias.

There are several techniques available for thegdesf closed-ended questions in surveys. A
pair-wise comparison can be used to determine ipei®rbetween a set of alternatives.
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Participants could be asked to rank the importaricene alternative over another to determine
the weighting policy makers place on each of theraatives. The alternatives would be

compared using the scale described below (adapiedBanai, 1999, p.136).
1: Equal importance
3: Moderate importance of one over another
5: Essential or strong importance of one over aroth
7: Very strong importance of one over another
9: Extreme importance of one over another
2, 4, 6, 8: Intermediate values between two adjgcelgments.

Negative values for each number can be used tedtelessimportance of one over another,
e.g. -9 indicates x extremelgssimportant than y. Respondents could chose a Jatween -9
and 9.

A popular method for measuring attitudes is knowratiitude scaling (Oppenheim, 1992). The
Likert scale is a traditional method of attitudelsty, where respondents are asked to indicate

their attitude towards a particular statementndgcated below:
a. Strongly agree
b. Agree
c. Neither agree nor disagree
d. Disagree
e. Strongly disagree

The survey methods chosen for this research aceistied further in the theoretical framework

section (Section 4.3).
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2.12 Literature review conclusions

There are several key points that can be drawn franliterature review. These key points are

used to develop the hypothesis, conceptual modeltleoretical framework for this research.

The key points are summarised below:

The main influences in transport policy making cofrem the political and business

sectors, however environmental issues are becomarg important;

There is an underlying tension between economiwir@and environmental protection

in transport policy making;

Transport policy making is going through a paradigm shift from being a purely
technical process of “predict and provide” centegdund road building, to a time of
“new realism” in which there are a wide range oftéeas and actors involved and

concerns about the environment are being advocated,;

Despite the paradigmatic shift, transport policykera still seem to continue to focus on
the private car, having difficulty gaining politicand public acceptability for “anti-car”

measures;
The transport system is heavily reliant on foasdl$;
Fossil fuels will become scarce and more expensiner a peak oil scenario;

Scientific evidence suggests peak oil is very {ikid happen, but there is uncertainty
surrounding the timing and whether or not techniclmlgadvances in energy generation
for transport will mitigate the impacts of peak; oil

Some cities around the world are formally acknowgied peak oil in planning

documents, however, despite these advances sothesef cities continue to build roads;
Climate change is a useful policy arena with whwlkbompare policies on peak oil;

Political science theory is helpful to gain an ustEnding about the policy making
process and the perceptions of transport policyarsalkand their ensuing behaviour; and
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» Despite its links to the technical rational comgnesive style of policy making, transport
policy can often be described as being incremesttadi nature as radical changes to
transport policy are not politically or publicly @ptable. As a result of this finding
incrementalism will be carried through into the el@pment of the theoretical framework

for this research.
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3 Conceptual Model Development

Drawing on the findings of the literature reviewg@nceptual model has been developed in the
form of a schematic diagram that represents hovedhneepts of transport policy and peak oil fit
together on the global scale. The following sedidascribe the background to the development

of the conceptual model. The schematic diagranndsgmted in Section 3.4.
3.1 Economic growth — the dominant paradigm

With the invention of the oil powered combustioryiere at the beginning of the ®@entury, oil
became the principal fuel source for industry amangport, replacing coal and wood.
Consequently there were major advances in the goatagion industry: cars became more
popular and people could move more freely, agncaltproduction increased as the efficiency
of machinery improved, and transportation of gobdsame easier and cheaper resulting in
companies being able to expand into new and fathirg markets (Roberts, 2004). This
resulted in increased economic growth, globalisaaod an increasing demand for energy to
sustain the economic system. Presently peopleangstomed to a lifestyle in which they can
move independently, can acquire goods from arobadmorld, and can live in cities with easy
access to food, shops, services and entertainniet.process of urbanisation resulted in the
growth of cities, and now for the first time in tasy more people live in urban areas than rural

areas (United Nations Population Fund, 2007).

Economic growth has become the dominant paradigat gupports globalisation and
urbanisation. The economy grows when more goodssandces are produced and consumed.
This equates to more jobs, more income, and mayBtprand as a result people experience a
higher standard of living. As economic growth isuagd with profits and higher standards of
living it is therefore the main policy goal of mastions (Jackson, 2009). In times of recession,
or economic decline, unemployment rises, businesftp and incomes drop and as a result
standards of living are affected as people strugmjaurchase the goods and services they would
like, further compounding the situation as the tieaff the economy relies on consumers to

consume.
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Supporting this economic system, that requires ymtidn and consumption of goods and
services to grow, is fossil fuel consumption. Thsrelear link between economic growth and
fossil fuel use: as one increases so does the;ahdr conversely as the economy goes into
recession fossil fuel use declines, as was seeheirglobal recession in 2008 (Kopits, 2009).
This clear link is related to the transport systanmajor consumer of fossil fuels. The transport
system plays an important role in achieving ecomognowth by facilitating the movement of

people and goods, to enable production and consom@t goods and services.

Due to the dominance of the economic growth paracagd the role the transport system plays
in facilitating it, governments make efficiency mibvement a priority for transport policy. This
policy position is supported by businesses and straas that rely on the transport system to
operate, and by the public who rely on the transpgstem to travel for work and leisure
purposes. Therefore, policies such as improvingrtaeling network to increase capacity and
reduce congestion, with the aim of increasing &fficy, are politically and publicly acceptable,
resulting in increased popularity of the governmamiongst the majority of voters, businesses
and industry groups. The current transport polignse of the New Zealand Government
provides an example of the priority placed on ecaicogrowth, as indicated by the forward to
the Ministry of Transport’s (2009) GPS:

“The government’s priority for its investment iand transport is to increase
economic productivity and growth in New Zealanthe. TGPS aligns investment in
the land transport sector more closely with thisopty. Further, the GPS closely
reflects the modal choices that are realisticallyagable to New Zealanders.
Approximately 70 percent of all freight in New Zwal goes by road, and 84
percent of people go to work by car, truck or mbike, so we need good roads to
move freight and people. The government suppontsesmode shift over time,
especially in our major cities of Wellington, Awkdl and Christchurch, but
considers that this should not be accelerated o fhint where the outcomes are
economically inefficient...Investing in economicowth and productivity is
particularly important at this time, as the gloltonomic downturn is impacting on

New Zealand’s economy...
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...The GPS also notes there are a number of Roh8i&tonal Significance in the
vicinity of our five largest urban centres. Furthéevelopment of these will have
national benefits to the roading network and toiowl economic development. |
am confident the GPS provides the right signalensure that the land transport
network makes a positive contribution to New Zedilareconomic well-being and

assists in achieving the priority of economic grownd productivity... ” (p.1).
3.2 An alternative paradigm

The current links between fossil fuel consumptiord a&conomic growth suggest that if a

scenario of reduced fossil fuel availability weceeventuate, economic growth would be very
difficult to achieve. Despite attempts to ‘decougeonomic growth and fossil fuel use, the fact
remains that economic growth depends on fossil fisel, and, as discussed in Section 2.5.1,
presently there is no equal alternative to foasdl$ that will enable us to continue to pursue
economic growth without the consumption of fossiels. This poses fundamental concerns
about the prevailing goal of economic growth whaeetd with the possibility of a future of fossil

fuel shortages. If fossil fuels become scarce aeadannot achieve economic growth how would
society function and survive under the current aosystem? Is there an alternative paradigm
under which we could organise ourselves, one ircwfossil fuel shortages force us to look to

another way of organising society, perhaps “pragpaithoutgrowth” (Jackson, 2009)?

For transport policy makers, this poses signifiadifficult questions about the direction future
transport policy should take. Should they tailotiggoto prepare for the possibility that fossil
fuels may be unaffordable and scarce? Should teeingmlicy prioritise sustainability and
reduced fossil fuel consumption at the expensecoh@mic growth? Or should transport policy
assume that fossil fuels, or some equal altern&tigesource, will always be available to enable
us to continue to travel in the highly mobile mantiat the economy and our society requires?

These complex questions facing transport policy eralshould be taken in the context within
which they operate: in an environment which is higoliticised, in which economic growth is

a prevailing goal for society, and in which there amany actors and factors influencing the
decision making process. The ongoing debate ama@usntists and energy industry experts
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surrounding the concept of peak oil, its existemioaing, and possible alternative fuels, provides

little direction or certainty for transport policyakers as to how they should plan for the future.
3.3 Dilemma for transport policy makers

The context described above creates a dilemmarémsport policy makers — between the
dominant paradigm and status quo, and alternativedigms that propose a significant departure
from the status quo. This conflict is representethe conceptual model diagram in Section 3.4.
The diagram shows how transport policy makers afleenced by a wide range of actors in
society, and factors, such as legislation and ggagr. Economic growth, depicted in green in
the diagram, is the dominant paradigm, becausenables society to enjoy a comfortable
standard of living. As a result, those actors whlpho facilitate economic growth (business and
industry) are likely to be more influential tharhets in determining the makeup of transport
policy. Transport policy makers are encouragedmeplément transport policy that facilitates
economic growth, thereby contributing to a comfoleastandard of living. As a result these
policies will be publicly and politically acceptahlpersuading the transport policy makers to

continue with such a policy strategy.

As described in Section 2.2.4 of the literatureieey Lindblom (1982) proposes that policy
makers in capitalist societies are ‘imprisoned’tbg market economy, and as a result are far
more likely to favour policy that aids economic @th over any policy that may threaten it. As
well as facilitating economic growth, transportipglmakers must also achieve a wide variety of
other goals for the transport system, includingigaénd sustainability.

Concepts such as peak oil, depicted in red in tagram, which could threaten the economic
growth paradigm (unless economic growth and fds®l use are effectively ‘decoupled’), are
likely to be met with scepticism from those polimakers and actors in society who place a
strong emphasis on economic growth. In order tpame effectively for the possibility of peak
oil it has been suggested that we need to makeafoadtal changes to the way we conceptualise
and operate our transport systems (Hirsch, 200@hdcson and Wetzin, 2008; Lerch 2008).
However, radical changes to the transport polieyust quo could threaten the economy and be
politically and publicly unacceptable, thereforansport policy makers have little incentive to
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make such changes, especially given the uncesgairind lack of widespread public concern

about the possibility of peak oil and its poteniimapacts.
3.4 Conceptual model diagram

The conceptual model diagram is shown in Figur@l®e diagram shows how transport policy
makers are influenced by the dominant paradigntohemic growth (in green), resulting in them
developing transport policy that continues to adbpt status quo, leading to a transport system
which has the main aim of facilitating economic wgtio in order to maintain the lifestyle and
standard of living society has come to expect.

An alternative path (in red) shows how transpoticgomakers could be influenced by a new
paradigm under the peak oil scenario, in which teyld need to develop radical new transport
policies, that would result in a transport systéat facilitates ‘prosperity’, thereby maintaining a
comfortable lifestyle and standard of living.

Figure 9 Conceptual model diagram
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4 Theoretical Framework

4.1 Introduction

The conceptual model described in Section 3 previde background to the development of the
theoretical framework for the research. The thécmkframework will provide a platform from
which to understand and explain the perceptionsaatidns of the transport policy makers in

terms of the peak oil problem.

In order to understand transport policy makersioast and behaviour towards peak oil, we can
first look at the actors, factors and attitudeshef policy makers which combine to influence the
behaviour of transport policy makers (the policytommes). The three main determinants of
transport policy makers’ behaviour (policy outcoinae (1) the perceptions and attitude of the
transport policy maker, (2) the influencing varebl(actors and factors) and (3) the dominant
paradigm (as described in the conceptual modeksé&lihree elements combine to shape how
transport policy makers will react to a scenariohsas peak oil. Figure 10 shows the interactions
between the characteristics of policy makers, tifeiencing variables, and the attitudes and

behaviour of transport policy makers towards pabk o
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Figure 10 Influential actors and factors in transpat policy planning for peak oil
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Makers and Personal Factors E.g. Pressure Factors Worldview’:
E.g. Policy maker’s beliefs about [ groups, colleagues E.g. Budget available, Dominant
transport policy and peak oil government Population, Transportation  paradigm is
system economic growth

Policy Makers’ Actions
and Behaviour

b e . Policy
Policy Elected Officials | Outcome:
Makers'’ ! Policy | - Level of
Attitude ' implementation ”|  planning for
Towards L | peak oil
PeakOil | | ________ y ‘
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As shown in Figure 10, the perceptions and attitefde policy maker towards peak oil influence
their behaviour. Their perceptions and attitudes siraped by the influencing variables (actors
and factors) and by the characteristics of poli@kets, such as their beliefs about challenges for
the future in the transport system. The policy nnakattitude towards peak oil is shaped by their
personal thoughts on how they would like the transpystem to operate in the future. It will
also be shaped by the views of people around thmtleégues, government, and pressure
groups) and factors that are unique to the locahomhich they operate. The policy maker will
then form a personal attitude towards peak oil Wl in turn shape their corresponding level
of concern about the issue. This personal attitaderds peak oil will then be one of the factors
that determine their actions and behaviour andpthieey outcome (level of planning for peak

oil).
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Due to the highly complex and democratic policy mgkarena that is transport policy, the
attitude of a transport policy maker towards petksonot the only indicator of how they will
behave and the policy outcomes. The same influetheghelped to shape their view of peak oll
will also influence how they behave in the policgking arena. For example, a single policy
maker may hold serious concerns about the pealssile, however opposing views held by
colleagues, central government policy, concernsiapoblic acceptability of policies to address
the issue and limited funding, may result in a @oloutcome that does not truly reflect the
concerns of this individual policy maker.

Naturally in a democracy it is the majority thatetenines the policy outcome, and compromises
must be made between policy makers in order toimlmansensus. A policy maker with an
attitude that is in the minority will be unlikelp toe able to transfer his or her views into action
without the support of the other policy makers. rEtfh@re, marked differences in policy makers’
attitudes and behaviour could suggest that cedeiars and factors have been able to directly
influence policy makers’ behaviour, regardlesshafiit attitude towards the subject, or that they

are in the minority and are unable to gain suffiteupport from other policy makers.

A distinction must be made here between the pairtasved in transport policy making, as is
shown in Figure 10. Transport policy makers havenbdefined in this research as elected
officials and technical staff members. It is importtto note that elected officials are responsible
for giving the final approval on policies. Theregahe attitudes and behaviour of technical staff
members, as indicated by the advice they give ¢otedl officials, will only be translated into
policy outcomes if the majority of elected offigahgree that the advice being presented should

become policy.

The dominant paradigm of economic growth will als® an important factor, because it will
determine the ‘worldview’ of all transport policyakers, and those who influence transport
policy makers, and will determine how they concepse the function and purpose of the
transport system in society. The paradigm will gy a role in shaping the location factors

such as the budget and activity systems.

The process of understanding how transport poli@kers perceive peak oil and how they

respond towards the issue involves four steps:
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* Understanding the wider context: identifying thedton factors involved in transport

policy making;

* Gathering information, through survey research,ualibe characteristics of transport
policy makers that shape thaittitudestowards peak oil and transport policy in general.
Identifying who the influential actors are and htvese and the location factors work to

shape their attitudes, and then how these combidetermine the policy makers actions;

» Collation of the results of the data from the widentext and the interview/survey process;

and

* Analysing the results and carrying out an assessoig¢he perceptions of peak oil and the

policy outcomes.

The following sub-sections describe these fourestayg detail.
4.2 Understanding the wider context: identifying key la@ation factors

This first step involves gathering information whiprovides a wider context within which to
analyse the actions and attitudes of the trangpmity makers. First we must define the study
area: a city, region or country. We then can idegritie key influential factors involved in

transport policy making in this area.

A number of influential factors are likely to play role in determining transport policy,

including:
» Standard of living;
* Population size;
» Economic climate;
* Transport system,;
* Activity system;
* Budget for transport projects;

» Statutory requirements; and
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» Existing policy documents.

The existing national level political and econoroiietnates are important factors, as it has been
established that there are typically differenceswben social and conservative style
governments and their transport policies, as desdrin Section 2.2.2 of the literature review.
The economic climate is also important as it hamnb&een that in times of economic hardship
people are more likely to support policies thatnpote short term economic growth rather than

those promoting long term sustainability (Newp&a09).

Other factors that influence transport policy makae the dynamics of the transport and activity
systems. Transport systems represent the facifihesservices that enable people to travel (e.g.
the road network and the public transport servicélg activity system can be defined as the
spatial distribution of people and activities withan urban region. How the transport and
activity systems interact to result in the flow péople and goods around a city can be
demonstrated in Figure 11 (adapted from Mannhe®801p.13).

Figure 11 Influential Factors: Transport and Activity Systems
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Large and highly populated cities will have compteansport systems such as motorways and

public transport. Cities which have low density siog spread over a wide area will often have
predominantly car-oriented transport systems, dugifficulties of providing public transport in
lower density urban areas. Any location which atsgeople, such as retail outlets, the central
business district, industrial areas, airports ortowill have an impact on the transport flow
patterns. Such factors are all inter-linked and/jgi® the framework within which policy in any

given city is made.
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An analysis of the local policy documents, suctrrassport strategies and plans will provide an
indication of how the influential factors describadove, such as population, the economy, the
transport system and activity system, contributéhtd development of transport policy. These
documents will indicate which factors are importanany given city or region. For example, the
provision of public transport will not be a highlyfluential factor in a low density rural setting
compared with a metropolitan area, and this wilkdigected in their respective transport policy
documents. The survey process will also provideaight into what the key location factors are
in each case study city.

The policy documents, strategies and plans wilh giwe an indication of the level of planning
for peak oil. There are two basic policy outcomegarding peak oil: at one end of the spectrum
is robust planning for peak oil and at the othet encomplete disregard for peak oil planning.
Naturally there are also policy outcomes which tahin the middle of the two extremes, for
examplesomeplanning for peak oil may be evident, but it ist @opriority. As an example,
asking the following questions in an analysis oliggodocuments and giving them a rating of

“high/medium/low” will give a basic indication ofi¢ level of planning for peak oil:
» Are fossil fuel price increases/shortages mentiated key challenge for the future?;

» Are transport systems that could mitigate the &sfet fuel price rises or fuel shortages

being implemented (e.g. walking, cycling, and peibiansport)?;

» Are travel demand management policies being imphted?; and

* Is land use planning integrated with transport pilagy in order to reduce demand for the
use of the private motor vehicle?

4.3 Gathering information on transport policy makers

Once information on the wider context in which thensport policy makers operate is obtained
we can narrow the focus to the transport policy enakthemselves to understand how they

perceive the peak oil problem and why they actihg they do.

Whilst an analysis of existing policy documents|witovide an insight into the actions of
transport policy makers as a group, it is importanthen look closely at the characteristics and
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attitudes of the individuals involved in transppalicy making and how they perceive peak oil to
try and understand how they came to develop th&yolhese characteristics are shown in
Figure 12, indicating the five main criteria thae dikely to influence a transport policy maker’s
ability to implement planning for peak oil (polioptcomes):

* Location factors;

Personal factors;

Beliefs about transport policy;

Influential actors in transport policy decisionaga

Knowledge of, and attitude towards, peak oil.

The diagram shows each of the main criteria anid tioeresponding sub criteria. Each of the sub
criteria has different levels which influence tlewdl of planning for peak oil. For example, a
transport policy maker could have either a low ighHevel of information available to plan for
peak oil, and the difference could change the lebgdriority they place on peak oil planning.
Determining how each of the criteria influences el of planning for peak oil is one of the

objectives of this research.
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______________

_________________________

Location Factors
(wider context)

Beliefs about
Transport Policy

Influential actors in
Transport Policy
Decisions

Knowledge of, and
attitude towards,
Peak QOil

| Sub-Criteria L1 Level |
Populatiol 1-5
GDP, incomes. unemplovme! A, B, C
Transport and Activity Syster A B, C
Transport budg A B, C
Age 1-5
Organisatiol A /B, C
Role A B, C
Future challenges A B, C
Key objectives in transport policy A /B, C
Investment in sustainable transport| | A, B, C
Priorities for investment A B, C
Barriers to sustainable policy A B, C
Role of economic grow A B, C
Policy making styles: incremental? A B, C
Who? A B, C
How? A B, C
Level of concern about peak oil A B, C
Peak oil planning level of priorit A B, C
Possible impacts of peak oil A B, C
Timeframes for peak oil impacts A B, C
Source of information about peak oil | A, B, C

Individual policy
maker’s willingness
to plan for peak oil:

Individual policy
maker’s willingness
to plan for peak oil:

Various
combinations

resultin...

Individual policy
maker’s willingness
to plan for peak oil:

Individual policy
maker’s willingness
to plan for peak oil:

Policy Outcome:
Organisation’s level
of planning for peak
oil

HIGH
MEDIUM
LOW

Individual policy
maker’s willingness
to plan for peak oil:
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4.3.1 Data collection method

An effective method for obtaining information abotlte five main criteria is to conduct
interviews and surveys with transport policy makdrsis assists in determining which of the
sub-criteria are influential in shaping the chagastics of transport policy makers, their attitsade
and perceptions, and ultimately their behaviour actibns, in the form of policy outcomes and

their ability to plan for peak oil.
4.3.2 Question type and structure

The main aim of the questions is to determine wioicthe different levels of each sub-criterion
the transport policy makers fit into. There areesalmethods of questioning available in order
to obtain this information from transport policy keas. The technique chosen for the case study
is a mixture of face-to-face interviews, which tggen-ended’ questions in a conversation style,
and an online survey, which uses ‘closed-endedstipres answered with rankings or multiple

choice. These different styles are discussed ifall@ving sections.
4.3.2.1Face to Face Interviews

The design of the interview, in particular the wiagdof the questions, is crucial in order to gain
robust information. It is vital that the intervieiaoes not impose any bias towards one argument

or the other, either in the design of the intervaavwn conducting the interview itself.

Therefore the face-to-face interviews use ‘operedhdquestions in order to allow the
interviewee to express his or her feelings andualiis without the interviewer asking lengthy
guestions that may have led the interviewee tovdagt they thought the interviewer wished to
hear. The interview is carried out in a conversastyle without a strict set of questions and
using topics as prompts for the interviewees dejpgndn the flow of the conversation. A
specific project example relating to the city isedisto help to focus the attention of the
respondents to a real life scenario, with the aimg&ning a more robust response when

compared to questions of a more generic nature.
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The interviews begin with questions of a generalireaabout transport and various issues and

influences. Questions about oil and energy are caibed towards the end to ensure this topic

does not influence the way other questions are aresly

The interviews use the following questions as prsnfigr conversation:

What do you think the transport system would Ia&& In the future (30-40 years time)?;
What do you think will be the main challenges f@ansport in your City in the future?;

Whom or what do you think is influential when trpog policy is developed in your
Council?;

In terms of sustainable transport policies do yomsader there to be any major barriers to

implementing such policies?;

What are your views on the current government’scgobf directing funding towards

roads in order to facilitate economic growth?;

Do you perceive there to be a clash between ecanand sustainability objectives in
transport policy? Do you think the two objectiaas be achieved together?; and

Do you think there will be issues for your City visignificant fuel shortages and price

increases in the future?

o Answer YESWhat kind of problems do you think this will pos@fhat do you
think should be done to address the risk of futued shortages? Is there any

planning for fuel shortages proposed?

o Answer NOWhy do you think peak oil will not occur or cayz®blems?

4.3.2.20nline Survey

An online survey is an effective way to distribgigestions and collect data. Online surveys can

be made completely anonymous, which gives partitgehe freedom to express attitudes that

they may not feel comfortable expressing in anrunsv situation.

The online survey can pose ‘closed-ended’ questaminsg the same subject lines as the

guestions in the interviews. The multiple choicevaer options for each question are designed to
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give the participant the opportunity to make furtbemment in case the choices given do not fit

with how they wish to answer.

The online survey begins with questions about bamcsonal information such as the
organisation represented, age and role. Theseigogg&nable results to be sorted to determine
how factors such as the city the respondent wark$heir age and their role (type of transport
policy maker — technical staff member or electefitiaf) affect their views on transport policy

and peak oil.

Similarly to the interviews, the online survey lzageneral section about future challenges in the
transport sector, sustainable transport policyneoac growth and influences in transport policy
at the start, which aims to understand the genéeals of policymakers on the subject of peak

oil and transport policy making.

There are various different question styles avéelads described in Section 2.11. For example, a
pair-wise comparison can be carried out to detezmnathich objectives policy makers think are
most important in the development of transportgoliThe Likert scale can be used to measure
transport policy maker’s attitudes towards cersatements or topics. The survey questions can
contain ‘logic rules’, meaning that respondentsgiven different questions depending on how
they answer certain questions, enabling a logice& bf questioning to take place. Figure 13
shows how answers to different questions wouldlrésuespondents following a different line
of questioning. The figure shows an example of laor@spondent could answer, as indicated by

the questions and answers in bold.
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Figure 13 Logical Question Structure

Q. Do you personally believe that peak oil could eate problems for the
transport system in your city in the future?

v v v

Yes, minor Yes, major No Don’t know
problems problems

v v V,
Q. If peak oil does occur, do you Q. Why do you think peak
anticipate any of the following oil will not create problems
scenarios happening in your city as for the transport system in
aresult? the future?

Q. What priority is given to planning for the possbility of oil shortages in the
future in your organisation?

v v v v

It is a major Some No priority Don’t know
priority consideration at all
at present
Q. What factors Q. Why is planning for peak oil
have led to NOT a priority in transport
planning for peak policy in your organisation?
oil being
prioritised by
your
organisation?

Q. Do you think your organisation has adequate infonation about peak oil to make

effective transport policy decisions?

3 v v

Yes No Don’'t know

v

Q. What kind of additional information is
needed about peak oil to make effective
transport policy decisions?

v

End Survey
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Information about the level of concern about peidlsmbtained by simply looking at the answer
to the question:Do you personally believe that peak oil could cesatoblems for the transport
system in your city in the future?From the answers to this question each respondenthen
be categorized into one of the three categoridesv:

Category 1: No concern about peak oil (Low)
Category 2: Minor concerns about peak oil (Medium)
Category 3: Major concerns about peak oil (High)

This categorisation enables the level of concewutpeak oil to be cross examined with other

criteria to determine what influences the levetomfcern.

The final section of the survey asks responderasitaieir views on the subject of peak oil. Like
the interviews, this subject is at the end of thevey in order to ensure that the subject of peak

oil is not the focus when answering the generastiores about transport policy.
4.3.2.3Using Political Science Theory — Incrementalism

Due to the political nature of transport policy nmak it is important to include questions that
will help in understanding the policy decision nmakiprocess from a political viewpoint.

Incrementalism, which is described in detail int®er2.8.2.2 of the literature review, provides a
theoretical foundation for analysing the policy idean making process of transport policy

makers.

Incrementalist theory would suggest that policy erakare unable to make purely ‘rational
decisions based on technical steps, but the patigking process is instead one of “bargaining
and compromise (‘partisan mutual adjustment’) amangultiplicity of actors who possess
different information, different personal or ingtibnal interests, and different views of the
public interest” (Hayes, 2001, p.3). In the contefxpeak oil and transport policy, the problem is
that incremental changes to transport policy may b soon enough or robust enough to
mitigate the potential impacts of peak oil. Becaokthe potential scale of peak oil impacts and
the need for rhassive mitigation at least a decade before th& {&irsch, 2006, p.7), a radical

departure from the transport policy status qudnertear future may be necessary.
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In order to determine what role incrementalism plag transport policy making, certain
guestions are posed to transport policy makersettebunderstand their views on policy and
how it should be developed. For example, policy enalare asked to comment on whether they
agree or disagree with the certain statements apality making. Their level of agreement

would correspond to a level of agreement with acrementalist policy making style. An

example is shown in Table 2.

Table 2 Statement, Answer and Level of Incrementaim

Statement Answer Level of Incrementalism
Strongly agree High
It is better to make small incrementahgree Medium/High
;:‘;r??éi ﬁ:kﬁhsélﬁsggtgi :I"\’/‘ittr;]er Neither agree or disagree Medium
major Changes to po||Cy Disagree Medium/Low
Strongly disagree Low
Strongly agree High
There are a wide range of Agree Medium/High
stakeholders to satisfy therefore . ; ;
) Neither agree or disagree Medium
compromises need to be made to
ensure broad support for policies | Disagree Medium/Low
Strongly disagree Low
_ - Strongly agree High
Making small changes to existing - -
policy rather than introducing majot A9re€ Medium/High
new changes helps to ensure the | Neither agree or disagree Medium
political feasibility and acceptability Disagree Medium/Low
of any proposed policy -
Strongly disagree Low
i i Strongly agree Low
Major changes to policy should be -
made regardless of lack of public | Adree Medium/Low
support if such changes are Neither agree or disagree Medium
necessary for the long term greate Disagree Medium/High
good of the public. - .
Strongly disagree High

4.4 Results Collation

4.4.1 Key Location Factors

The key location factors identified through the qass of analysing the relevant policy
documents and statistics about population, thespan and activity systems and the economy
are collated in a way that can be easily analySba data is cross-referenced with the interview

and survey data. Tables are a good way to presemata in an accessible manner.
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4.4.2 Interview Data

Results from interviews can be difficult to analysecause of the nature of ‘open-ended
qguestions’ and a wide variety of answers given goaversation style interview. Interviews are
recorded, if possible, for ease of analysis. Thewans given are then grouped into broad
statements which capture the general idea beingessed in order to make post-interview
analysis easier (Fowler, 1993). Only those resporesgressed by several respondents are
grouped into broad statements. Responses only ssquteby a single person are filtered out to
minimise the amount of data from the interviewshe broad statements can then be matched to
each of the five main influential criteria. A soigi of interview responses by city, role and level

of concern is undertaken.
4.4.3 Online Survey Data

Data for the online questionnaire is collected tetetcally and collated for analysis. The results
can be collected for each sub-criteria level, stedi in Figure 12 . The results are then sorted in

different ways, based on the answers to certaistgues in the survey, as shown by the example

in Figure 14.
Figure 14 Sorting of Online Survey Results
Sort Average of Results for
results All Respondents
by
Criteria: Sub-criteria: City by city
Beliefs about .| Question
Transport ”| about Future Policy Maker: Elected
Policy Challenges Official or Technical
Staff Membe
Level of Concern
about Peak Oil

The online survey results remain anonymous in oragrotect the identity of the respondents;

therefore it is not possible to check individualssponses in the survey against individual's

responses in the interviews. However the intervitata as a whole can be used to check and
verify the general content of the online surveyadand vice versa.
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The results are collected for all the respondentsthe average calculated to give a profile of a
typical transport policy maker’s response acrogsdise study areas. The results are sorted by
each city, by different groups of policy maker<fteical staff and elected officials), and by each
of the three levels of concern about peak oil,escdbed in Section 4.3.2.2 above. Each of these
different sortings can be cross referenced withatier. For example a city-by-city sorting can
be carried out, followed by a ‘level of concern abpeak oil’ sorting, to show different levels of

concern in each city.
4.5 Results Analysis and Discussion

Once the previous steps have been consolidatedeshéis are then analysed and an assessment
of the different influences on transport policy reek discussed. This involves determining
which of the five main criteria, their sub-criter@and respective levels are most influential in

shaping the attitudes and behaviour of policy maker

From the sorting groups it can be determined dtrehships and patterns emerge that provide an
insight into how different levels of the sub-criteinfluence perceptions about transport policy
making, in particular in relation to peak oil. Faxample, the sorting bigvel of concern about
peak oilwill reveal what transport policy makers who haeconcern about peak oil consider to
be priorities for investment in transportation, Wwiae they play, why they consider peak oil will
not be a problem, what level of information theyédabout peak oil, etc. This will help to gain
an understanding of why these transport policy msekie not have any concern about the peak

oil issue.

Likewise, sorting by city can enable the policy daoents for that city to be analysed to
determine if there is a match between the attitunfethe transport policy makers and their
behaviour. For example if a city has a relatively llevel of planning for peak oil in its policy
documents but many of its transport policy makeescancerned about peak oil, the differences
in sub-criteria levels in each of these cities mayvide an insight as to why. The sub-criterion
policy making stylenay provide an insight: a high level of agreemeith an incrementalist
style of policy making could indicate that despitewledge of, and concern about peak oil, that
would require a major policy shift towards sustiearansport solutions to address the issue, a
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transport policy maker may only make small adjusttséo policy to ensure political and public

acceptability remains high.

This assessment will enable us finally to returthi® influential actors and factors in transport

policy planning for peak oil (as shown in Figure @D Section 4.1) and elaborate on the

relationships between them to define:

To what extent the personal characteristics ofsfpart policy makers determine how

they think and act towards peak oil;

To what extent influential actors determine hownsgort policy makers, think and act

towards peak oil;

To what extent the location factors determine hamgport policy makers, think and act

towards peak oil;

What role the paradigm of economic growth playsi@ermining how transport policy

makers, think and act towards peak oil;

What influence a transport policy maker’s attitudevards peak oil has on his or her

actions towards it; and

The relationships between technical staff and etedffficials, their respective attitudes
towards peak oil and how these relationships deterrthe policy outcomes (level of
planning for peak oil).
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5 Case Studies

5.1 Introduction

In order to test the hypothesis, the conceptualehadd the theoretical framework, three case
studies were carried out in New Zealand. The cagkes involved an analysis of three different
sized areas: a rural area (population <21,000)edium city (population <500,000) and a large
city (population >1,000,000), each chosen to caetde range of views, issues, challenges and

location factors.

The research was limited in scope to the threescdind their respective technical transport staff
and elected officials. The focus of the case studias solely on transport policy makers at the

local and regional government level, and did ndéed to the national level.

Due to the small sample size, and in order to ptdhee identity of the organisations and persons
interviewed, the names of the local councils usethe case studies will remain anonymous, in
accordance with the guidelines of the UniversityCaiterbury Human Ethics CommittéeAs

the medium and small cities have only one localncduhe names of these cities will remain

anonymous. The identity of the large city, Aucklaisdmade public because it is the only city in

New Zealand with a population greater than 1,00D,6®dwever, Auckland is made up of seven
different local councils, only four of which wersad in the case study. The four local councils

used will remain anonymods.

Throughout the remainder of this thesis, the rarah will be referred to as “city 17, the medium
city as “city 2” and the large city as “city 3”. @il is not a city in the usual sense of the word;
the term city has been used for ease of analy#ig.10s a predominately rural district with a

single major urban centre (Population <15,000)ty @i comprises a single city council. Each

case study involved face to face interviews andrdime survey with selected technical staff and

12 Fithical approval of the research was obtained from the University of Canterbury Human Fthics Committee to carry out this research.
A copy of the application form and acceptance letter can be found in Appendix 2.

13 Because territorial authorities are anonymous, full references to documents produced by or for the authorities cannot be named. Instead
any reference will be shown in brackets and will indicate the type of document.
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elected officials at the local and regional cowstilAn analysis of the location factors that
influence transport policy makers, following thethwds outlined in the theoretical framework,

was also carried out.

The following sections provide background inforroation transport policy in New Zealand,

including the relevant legislation, policy docunmgeand funding system details.
5.2 Transport policy in New Zealand — Background
5.2.1 Political context

In transport policy, as with any policy, there ifvays tension between the amount of
government intervention (socialism) and individuaéedom (conservatism or liberalism)
required. In New Zealand, the broad transport patierspectives of the two leading political

parties (National and Labour) are linked to thatall ideology of the party.

Labour’s transport policy is generally supportiiehe socialist theory of government ownership
and the development of policies ‘for the publickaples of this can be seen in actions such as

investment in public transport and the governmenti'chase of KiwiRail (Labour Party, 2008).

Conversely, National’'s transport policy is tradiadly more supportive of individual freedom
and the free market and as a result tends to be sugportive of road based transport. This is
evidenced by the current National government’s cdment to road building in the National
Government Infrastructure Plan (National Party,®0@h the most recent NLTP (New Zealand
Transport Agency, 2009), the current GPS (Ministiyransport, 2009) and in comments from
Prime Minister John Key (2008) when addressingRbad Transport Forum:

“I make no apologies for the fact that roading wplay a significant part in
National's transport plans. Like you, National kw®that economic growth and
demand for efficient road transport are linked. \&kso know that when road
congestion is reduced, emissions from vehicles dallwell. So there's a good
environmental rationale for building an efficierdading network. National agrees

with the Road Transport Forum on these points” (K2§08).

4 Interviews and surveys were not conducted with regional council staff from city 1 as they declined to participate in the research.
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The National government is also more focused om@&mic gains and is aligned with the views
of roading groups including the RTF and the AutoiteoBssociation (AA). When announcing
the preferred option for the development of the ¥#@sRing Route in Auckland, which would
require 365 homes to be demolished, Transport MiniSteven Joyce said he believed it struck
"a fair balance between the needs of the local coniiyn and those of the country and the
economy". The RTF and AA were also in favour of flieject, considering it “a boost to the

economy” (Dearnaley, 2009b).
5.2.2 Economic context

The comments of Prime Minister John Key regardimg 2010 Budget give an indication of the
economic situation in New Zealand at the time ofting, signifying that the country is

recovering from recession (Key, 2010):

“Prime Minister John Key says this year's Budgedl®ut building on our economic
recovery and providing opportunities for New Zealars: "Budget 2009 mapped out
a plan to get the Government's finances on a firfio&ting in the face of the
recession, while maintaining existing services amtitlements to New Zealanders
and their families. The centrepiece of this ye&islget is a major tax package
aimed at reforming the tax system to make it faireore sustainable and a better
support for economic growth. Economic growth isMid providing New Zealanders
and their families with the services and living rstards they want and
deserve...Budget 2010 is all about Building our d¥ecy. New Zealand has the
opportunity to come out of this downturn in a beg®sition than many other
countries, partly because of our lower debt lewld competitive tax rates by world
standards..But Budget 2010 also shows we are rtadfadhe woods yet, which is why
there will be a continued focus on Crown debt levéhe quality and quantity of

Government spending and our overall economic peréorce™’(Key, 2010).
5.2.3 National transport policy

Land transport in New Zealand is governed undeidpislation of the LTMA. The purpose of
the LTMA is to “contribute to the aim of achievirag affordable, integrated, safe, responsive

and sustainable land transport system...[and] deothe framework for allocating central
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government funding to land transport activitiestsas State Highways, local roads and public
transport services, as well as the associated iplgrprocesses” (Ministry of Transpoet al,
2008, p.11-12). The LTMA requires that a GPS, NLRRTS and Regional Land Transport
Plan (RLTP) be prepared and allows for the devetnof the NZTS, all of which indicate the

direction that local government transport policg atrategic documents should take.

Wilson (2003) describes the various factions inedivin transport policy making in New
Zealand: Transport policy is made at the natioeaeél by the Ministry of Transport (MoT), at
the regional level by regional council and at teeal level by territorial authorities (local
government). The Ministry of Transport develops @RS and the NZTS. The NZTA prepares
the NLTP.

Regional councils develop a RLTP and RLTS undelidA and a Regional Policy Statement
(RPS) under the RMA, all of which provide directifum transport at a regional level. The RLTP
must be consistent with any relevant national gramal policy statement and take into account
the NZTS, New Zealand Energy Efficiency and Conaston Strategy (NZEECS) and any
relevant national or regional policy statement (LAM2003, Section 14). The RLTS must be
consistent with the NZTS and any relevant natiaralegional policy statement and must take
into account the GPS, NZEECS and any relevant ibigdlan (LTMA, 2003, Section 75). The
RPS must give effect to policy documents at theonat level (RMA, 1991, Section 62).
Regional councils must produce LTCCPs under theaL&Government Act (2002) (LGA) and
may develop Annual Plans. Regional councils are edsponsible for planning and contracting
of passenger transport services. Some regional cdsuchoose to produce a non-statutory
growth strategy with the help of, or in partnershiph, the local councils, to manage future

population and business growth in the region.

District or City Councils (also known as local caus or territorial authorities) are responsible
for the local road network (excluding State Higha)agnd usually provide any public transport
infrastructure. Local councils are required to el District Plans under the RMA, and
LTCCPs under the LGA, and may produce Annual Plahgf which enable Councils to fulfil

their obligations under the LTMA and other Acts foe operation of the local transport network.

All of these documents, from the local to the nadiolevel, set objectives (e.g. economic
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efficiency, safety, social equity) and outline pas to meet these objectives. Figure 15 shows

how some of these transport policy and planningidwnts work together.

Figure 15 Land Transport in New Zealand: Key Docunents (Ministry of Transport, 2009, p.5)

New Zealand Transport Strategy (non-statutory)
Describes the high level vision for transport, along
with key components and targefts
30 year outlook to 2040
Likely to be revised every 6 years

guides

Government Policy Statement (statutory)
Describes government’s funding priorities
for the next 6 years
— QOutlines expected expenditure levels by
broad transport type eg public transport
Developed every 3 years

determines guides

\

National Land Transport Programme (statutory)
Describes transport activities/ packages of activities

guides expected to be considered for funding for the next 3
years
Gives effect to the GPS
y
input
Regional Land Transport Programmes (statutory)
Prioritises activities (excluding local road
maintenance, renewals, minor capital works and
expenditure on existing public transport operations)
where funding will be sought in the next 3 years,
t consistent with the GPS
inpu Key consultation document input
Developed every 3 years with ability to adjust guides
A
Regional Councils’ &
Territorial Authorities’ NZTA input on national
Long Term Council activities
Community Plans eg State highways <
Outlines activities where
funding will be sought guides guides
Developed every 3 years

Regional Land Transport Strategies (statutory)
Describes the objectives for regional land transport
including major activities being planned «

30 year outlook

guides Revised every 6 years guides

A 4

5.2.3.1National land transport funding

The NZTA funds 100% of State Highway projects andssdises projects delivered by councils
or other approved organisations (e.g. Auckland &ei Transport Authority (ARTA) and the
Department of Conservation) based on a seriessafsament criteria that determine if a project
will be included into the NLTP for funding approvdlhe criteria include contributions to the

objectives of the LTMA and NZTS as well as indicateelated to strategic fit, effectiveness and
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economic efficiency. An average of 50% of maintereaprojects in the NLTP (apart from State
Highways) are funded via the NLTF, with the rem&ndoming from local government funding
sources (NZTA, 2009). In order to be includedhia NLTP for national funding, a project must
first be included in the RLTP.

Regional authorities prepare a RLTP for their ragiovhich sets out its land transport
programme and funding needs and priorities. The RLprioritises the planned transport
activities...for which government funding is sougtdarh the NZTA” (ARTA, 2009a). Some of
these activities will have assistance from NZTA sdies, with the balance being funded
through local sources, mainly local rates. The NZAUAding ranges for each activity class are
designated in the GPS. A breakdown of current fugdigures for the case study areas and New

Zealand as a whole is included in Section 5.2.3.

Rail network infrastructure is not funded from teTP because it has been determined that it is
road users that contribute to the NLTF, and theeetbey should receive the direct benefits
(Ministry of Transport, 2009). Instead it is fundéitectly by the crown and managed by
KiwiRail. Passenger rail services are funded urniblerpassenger services activity class of the
NLTP and by regional and local funding sources. fidieand sea freight activity class, which is
for projects that encourage movement of freightdilyor coastal shipping, is being phased out
during the period of the current NLTP (2009-201RYTA, 2009). Figure 16 shows how the

land transport funding system operates in New Zehla

100



Figure 16 Land Transport Funding in New Zealand (aépted from NZTA, 2009, p.17 and Ministry of
Transport et al, 2008, p.50)

Crown Funding (Treasury) Regional and Local Government Funding
Rates, developer contributions and other

local funding sources

A 4

National Land Transport Fund (NLTF)
road user charges, fuel excise tax,
registration and licensing fees etc.

A4 Key:
Y Rail Fully funds —
National Land Transport Programme Infrastructure Partly funds ----»
(NLTP) (Kiwirail)
T T
1 1
1 1
1 1
v v v v v
Road policing | State Highways Maintenance and operation of local roads All other
(Remainder Domestic sea Renewal of local roads
funded by Nz freight Public transport services (including rail) So.gf d
Police) development Public transport infrastructure (excluding railcka) subsidise
Training, Demand management and community programmes pr(t)]_ecttﬁ
research and Walking and Cycling (nNOL'II'nP) €
funding system Transport Planning
management Rail and sea freight initiatives (activity classngephased
out)

5.2.3.2Nationwide responses to the peak oil issue

The current Central government’s views on the subpé peak oil indicate a lack of concern
about any potential problems it may cause (Joy6&0R They have been criticised for an
emphasis placed on funding for roading in the eur@PS and NLTP and reduced funding for
public transport, in particular in Auckland (Dedeg 2009a). The current NLTP produced by
the NZTA outlines transport funding in New Zealdnd the period 2009-2012. $8.7 billion in
funding is allocated for land transport. Approxielgt75% of the $8.7 billion is being allocated
to roading construction, maintenance and renevi®i%, to public transport and 1% to walking
and cycling projects (New Zealand Transport Agerg&909). There are several changes in the
funding allocations from the previous GPS, devetbpeder the Labour Government, to the
current GPS, developed under the current Natiormsle@ment. The most notable changes are

the approximate 50% increase in funding for new angroved State Highways and the
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significant reduction in funding for public transpanfrastructure. These changes are shown in
Table 5 in Section 5.3.2.

The Sustainable Energy Forum (2009) sent a lettethé Transport Minister Stephen Joyce
expressing concerns about peak oil and its possiipacts for New Zealand, given the current
GPS and the priority assigned to road funding atekpense of funding for alternative modes.

The Minister’s (2010) response was:

“The government considers that road users will satrifice personal mobility, even
in light of higher oil prices. While alternativeatnsport options such as public
transport are expected to play an important rolartgularly in urban areas, these

options cannot fully cater for personal mobilityah places in New Zealand.

This indicates that private road transport will ¢corue to play an important role but
we will need new fuels and better technologies. |&Vhigher oil prices will

accelerate the uptake of these, the governmensdasfacilitating their uptake. Light
electric vehicles are now exempt from road userrgbés..There are also two

incentives regarding biofuels...

...With regard to investments and infrastructutee GGovernment Policy Statement
outlines how investment in public transport wilhtiaue to increase. In addition to
the $899 million allocated to public transport owee next three years, there is also

significant direct Crown investment going into palitansport...

In closing, while it is important to invest in pubtransport, it is also important to
realise that there are significant economic costssogiated with increasing
investment levels to accelerate modal shift beyamét the market is able to
realistically absorb. The reality is that, givenrgoopulation density and history of
the development of our transport system, privatacles will continue to be the
method by which most people will travel within tleeeseeable future, and our

investments need to reflect that reality.” (p.1).

Mr Joyce has expressed less concern about peakrapared with the transport minister under
the preceding Labour-led Central government (Hodg2604).
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An NZTA study (Leeet al, 2009) surveyed transport staff across New Zeaktnthe local
government level to determine how they plan to mgardemand for transport in the future. Fuel
price rises were used as an example of a drivea fdrange in travel demand, both in terms of
mode and total trips. The findings of the NZTA studncluded that:

*  “Most councils (75%) are not planning on the basisuel price rises;

 In terms of how well placed local authorities are @dapt to significant and
unexpected changes in travel demand, councils amerglly not well placed,

because they are generally not planning for suck\antuality; and

e Should [significant and unexpected changes in tralemand] occur, then the
preferred response would be to increase bus fregjasrand expand bus networks.
This would not work in peri-urban or rural areashi$ solution may only really work
in relatively dense urban environments where roads laid out so they can be
serviced by buses. Current policies and rules sirigt plans do not assist; they do
not promote denser development at accessible dratdacations and car parking

standards and engineering standards are on the evotesponsive” (p.35).

The study also found that planners were less likelyise fuel price change data or vehicle
kilometres travelled data in transport policy fotation. Whilst the study did not look at the
possibility of sustained long term reductions ia #vailability of fossil fuels, the findings can be
used to complement this research as it provideoitapt information about attitudes towards
possible future fuel price increases amongst tramgpolicy makers at the local government

level in New Zealand.
5.2.4 Regional transport policy

Transport policy at the regional level is made bg tegional councils. Regional councils are
required under the RMA to develop a RPS. A RPSanstobjectives, policies and methods
which set the direction for the management of #gian’s natural and physical resources and
provides the basis for development of RegionalBistrict Plans. Most RPSs will have a section

relating to transport, and also one relating tagye
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Regional councils are also required to prepare aRWith a 30 year planning horizon, and it is
a statutory document under the LTMA (Auckland RegioTransport Committee, 2009, p.11).
The RLTS is intended to set the strategic directmntransport in the region. The RLTS must,
amongst other matters (adapted from ARC, 2009; p.6)

» Contribute to overall aim of LTMA,
» Contribute to the five LTMA/NZTS objectives;
* Be consistent with any NLTS;

* Be consistent with national policy statement, ragigolicy statement or plan under the
RMA;

+ Take into account the relevant GPS; and

* Take into account any National Energy Efficiencd &onservation Strategy.

The Regional Transport Committee (RTC) is chargét weveloping the RLTS. The RTC is

comprised of representatives from a wide rangergémsations, including the regional council,
local councils and NZTA, as well as representativess a wide range of community groups that
collectively provide one representative for eachhaf following areas: economic development,
access and mobility, safety and security, publ@lthe environmental sustainability and cultural

interests among others.
5.2.5 Local transport policy

Local transport policy is made by local councilechl councils are required under the RMA to
prepare a District Plan, which is a legal docunsatting out the council's objectives, policies
and methods for managing local natural and physesdurces, including the transport network.
The District Plan must give effect to the RPS (RMA91, Section 75).

Local councils are also required under the LGA todpce a LTCCP which is produced every
three years and outlines the council’s plans inrtbet ten year period. Annual plans may be
developed each year to detail the council’s actiand budget for the forthcoming year.

Although not required to do so, most councils &iflo develop a non-statutory transport strategy

or transport plan specific to their city or regidmcal councils normally take into account the
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relevant regional and national policies and plamghie development of their local transport

strategy.

The elected officials usually develop transportiggolwith assistance and advice from council
transport planners and engineers. In some casascit® will engage external consultants to
assist in the development of transport policy. Manyncils also set up standing committees to
assist with certain aspects of governance suchaasgort planning (Haas et al, 2004, p.20).
Other groups within council will also have an irghce on transport policy, such as the group in
charge of roading infrastructure.

5.2.6 Key actors involved in transport policy formulation

Key stakeholders are formally invited to particgpat the policy and planning process. These
key stakeholders usually include the RTF, AA, lowdl local walking and cycling groups as
well as key industry and business representatiiies.key stakeholders formally invited to the
consultation process vary depending on the plastrategy being developed. Key stakeholders
also exist in the public sector, in the form ofgtdaouring councils, the regional council and
central government departments such as NZTA, thied?Ministry of Health and Ministry of
Education.

The planning process requires a public consultaiohe carried out. District Plans, LTCCPs,
RPSs, RLTPs and RLTSs, and other planning docunagatsubmitted in draft form for public
consultation before being formally adopted. Extem@nsultants can be part of the transport
policy making process, as groups will often engagasultants to prepare submissions, or
councils will engage consultants to assist eith@h whe consultation process, or with the
development of the policy or planning documentliitSeEhe consultation process has often been
criticised for slowing the policy making process, particular when transport projects are
required to carry out public consultation: “the siig transport and land use planning
environment provides extensive opportunities fobljuparticipation. Public participation can
provide a direct barrier to swift action where teblic are afforded opportunities to appeal
determinations and decisions. In those circumstameposals can quickly become bogged
down and in some instances never be implementaidl #Donovanet al 2008, p.88).
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Local businesses, local residents associationgaegayers associations, lobby/interest groups
and business/industry groups can also influencesp@t policy making. Often they will
approach the local community boards that have etdeofficials who represent the localised
community interests and report back to council i&dy Elected officials are also members on
these community boards. They provide a forum faaldusinesses and the general public to
have their say on matters that affect the commusiigh as transport. Some actors will use the
media to advance their cause and gain publicitputlph local radio, newspapers, the internet or
TV (Bush, 1995).

As well as the formal methods of influence (coretidin, community boards) the nature of local
government in New Zealand allows for more informathods of influence to occur. Bush
(1995) describes the informal method of influerstating that many individuals and/or groups
use the “personal factor” or the “word in the e@’277) as an effective way of influencing local
policy makers and that “local government is domthanon-partisan, personal and immediate”
(p.277). The nature of this style of influence nge#mat networks of business people or ‘old-
boys’ clubs enable an individual or a group to mdikect contact with a policy maker and make
their issue heard. Bush (1995) states:

“Policy is bound to be made by some process of lerpteven though much is
actually the product of the exercise of administatdiscretion — countless lower-
level decisions made by officers, consultants aadtractors in the course of
implementing the local body’s business. Broadlywéwer, policy stems from the
attitudes and behaviour of formal participants, mmipally the councillors and the
senior executive officers, modified by the envirental setting in which they act and
interact” (p.226).

Party politics is not a strong feature of local gmment in New Zealand therefore few groups
will align themselves with political parties purdly influence local government policy (Bush,
1995).

5.3 Case study areas — Location factors

Table 3 provides background information about ezfcthe three case study areas. These factors

are considered to be influential in transport poliecision making, because they impact on the
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transport and activity systems. In the case of Ritstatistics for Auckland Region as a whole have
been used (comprising the four organisations uséke case study plus three others). For city 1,
statistics are for the district as a whole. Stassfor New Zealand as a whole have been included
as a comparison.

107



Table 3 Influential Factors

City 1 (District

City 3 (Regional

statistics) City 2 statistics) New Zealand
; 11
Population <21,000 <500,000 >1,000,000 4,027,947
Population density
(people/km)™® 3.0 549.2 989.1 14.2
Average weekly
income’ $589 $658 $687 $667
Unemployment 2.7% 2.6% 4.6% 4.1%
National economic situation: See Section 5.2.2.
National Government: led by National Party — cenght. See Section 5.2.1.

Major employment

Manufacturing

sectot® Agriculture, Property and Property and (13%), Retail trade
forestry and fishing| business services| business services| (12%), Property
(38%) (34%) (37%) and business
services (13%)
Access to Motor Vehicf8
No access 8% 9% 7% 8%
One 38% 38% 33% 36%
Two or more 51% 51% 55% 52%
Main means of travel to wofk
Stay home 25% 16% 17% 18%
Drove/passenger in 58% 64% 67% 63%
car, truck or van
Public transport 0% 4% 6% 4%
Other 11% 12% 6% 9%

15> Estimate at June 2007. Source: Statistics New Zealand Website

16 2001 Census, Source: Statistics New Zealand Website

17 Regional data for June 2007 Quarter. Source: Statistics New Zealand Website

18 Regional data for March 2008 Quarter. Source: Statistics New Zealand Website

192007 data. Source: Statistics New Zealand Website

20 2006 Census. SourcBtatistics New Zealand Website. Results do not include data for “Not elsewherduided” which includes 'response

unidentifiable’, and 'not stated’. Results for “taromore” are the “two” and “three or more” catagsicombined.

21 2006 Census, Sourcgtatistics New Zealand Website.. All figures are for the employed census usuahident population count aged 15 years
and over. Results do not include data for “Notwlere included” which includes ‘response unidexiiié', and 'not stated’. “Public transport” is
“public bus” and “train” combined. “Other is “ matoycle”, “power cycle”, “bicycle”, “walked or jogep” and “other” combined. “Stay home” is
“worked at home” and “did not go to work today” coimed.
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5.3.1 Transport and activity system characteristics
5.3.1.1City 1

City 1 has a single major urban area that makespppoximately 60% of the population for the
district. The urban area acts as a service ceotr¢éheé wider rural population. The population
density is low and widely spread, with low dengitusing. As there is no public transport, apart
from inter-regional bus services that pass thraihghdistrict, there is a high dependence on the

private vehicle for mobility.

There are numerous heavy vehicles on the roadesult of farming, in particular dairying (City

1 Land Transport Strategy). 90% of the roads indistrict are classed as rural, and are low
volume, with 60% of roads being unsealed (City ICICP). The district is bisected by several
inter-regional State Highways. Like many smalldyaur centres in rural settings in New Zealand,
a State Highway passes directly through the cagfttewn and through traffic is a major source

of income for local businesses, including shopsaswbmmodation providers.

The population of the district is expected to dexlthrough to 2031 (Statistics NZ Website).
This has been contested by the council who hagartreommissioned which found that the

district’s population may in fact increase (Citgbuncil Website).
5.3.1.2City 2

City 2 is a predominately urban area with low-medlilevel density housing with several low-

density subdivisions on the perimeter of the citiie city is characterised by a single central
business district with several smaller outlyingbsuwhich are principally centred around major
shopping malls. Many people commute into the aibyrf the surrounding districts and this trend
is increasing. Between 1996 and 2006, the numbpeaople in a neighbouring district who gave
a workplace address in City 2 almost doubled (Stati NZ Website).

Congestion issues are predominately located onrmagjerials at the morning and evening peak
traffic times, although increases in traffic volwsrege resulting in congestion outside the peak on
some routes. The city is bisected by several Sdagbways. The city has a mainly bus-based
public transport system. Bus patronage is incrgasirthe city. The city has 58km of on-road
cycle lanes and 73km of off road cycle paths (Qi@ycling Strategy).
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The population of city 2 is expected to grow beltve national average through to 2031
(Statistics NZ Website).

5.3.1.3City 3

City 3 has a main central business district withesal smaller business/shopping areas located at
the centre of each of the cities that makes up kamckcity as a whole. Because the city is made
up of several smaller cities joined together, tcaffows in several different directions, not just
purely in and out of the CBD, at the peak time eda The city is spread over a wide area with
access to the north of the city via a single bridger the harbour. Like any major city in the
world, city 3 suffers from major congestion iss@gimes, in particular at the harbour bridge
with people commuting to the CBD from the North 8hdCongestion is described in the current
draft RLTS as the “central challenge that has fagadkland’s transport system since the first
RLTS was created in 1993... caused by populatiowtyr and decades of underinvestment in
public transport networks” (ARC, 2009, p.25).

Statistics regarding commuting in City 3 indicate number of people who travel into the city

from outlying areas for work:

* “Auckland metropolis commuting zones extend wellydoed territorial authority

boundaries; and

* Almost 9 out of every 10 employed people in the and region work within the

Auckland metropolis” (Statistics NZ Website).

City 3 is bisected by several State Highways, idicig State Highway 1. The city has a public
transport system that is comprised of a bus, &aohferry system. In 2008/9 79.5% of trips were
by bus, 13% were by train and 7.5% were by feriikelcity 2, public transport patronage is
growing in the region, with 7.7% increase from trevious year (ARC website). There are

77km of cycle ways in the four territorial autha@# in the case study area of city 3.

The population of city 3 is expected to grow by 4ft¥ough to 2031, well above the national
average (Statistics NZ Website).
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5.3.2 Transport budget

Table 4 provides data, in millions of dollars, &ach of the three case study areas in terms of the
proposed expenditure outlined in their respecti@ s for various activity classes in the 2009-
2012 planning period. A subtotal for roading refasetivity classes and for other classes has

been included for comparison.

Table 4 RLTP Proposed Expenditure 2009-12 ($Mj

City 1 City 3
Activity class (District % of total City 2 % of total | (Auckland | % of total
Wide) Region)
Maintenance & operation of 1 34% 69 26% 271 14%
local roads
Renewal of local roads 14 43% 58 22% 357 19%
New & improved 5 15% 52 19% 727 38%
infrastructure for local roads
Roading Sub-Total 30 92% 179 67% 1355 72%
Public transport infrastructure 0 0% 70 26% 359 19%
Walking & cycling facilities 2 6% 11 4% 92 5%
Demand_management & 05 204 5 204 43 204
community programmes
Transport planning 0.2 1% 3 1% 44 2%
Other Sub-Total 2.7 8% 89 33% 538 28%
TOTAL 32.7 100% 268 100% 1893 100%

In city 3 the current RLTP (2009/10-2011/12) shoars increase in funding for new and
improved State Highway projects and public transmarvice improvements, but due to a
decrease in the local share of funding, investroetiined in the RLTP is dependent on funding
available under the current GPS. The current GBSalacus on transport projects that improve

national economic growth and productivity. The eatrGPS proposes:

“A large increase in funding for new and improvewt8 Highways, this reflects the

Government’s philosophy to invest heavily in thisaaand contrasts markedly with

22 Source: RLTP’s for each region. Figures rounded to the nearest $million. Does not include three State Highway activity classes
(maintenance, renewals and new infrastructure) which are 100% funded by NZTA. City 1 and 2 does not include public transport
services and operations, which are covered by the regional council. Public transport services and operations for City 3 has been deleted
for case of comparison.
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the 2008 GPS allocation which proposed to

reducending on State

Highways...funding allocated to public transport adtructure has reduced in the
2009 GPS when compared to current levels and ti98 ZePS...[and] the funding
allocated to demand management and walking/cyd¢hudities in the 2009 GPS has
reduced when compared to both the 2008 GPS ancmrutevels.” (ARTA, 2009a,

p.25).

The difference in funding allocated to each actialass from the previous GPS to the current

GPS is shown in Table 5 (adapted from CampaigBétter Transport, 2010).

Table 5 GPS Funding Changes

- Old ($M) New ($M) o
Activity Class Range 09/10-11/12 09/10-11/12 Change ($M) Change (%)
, L $90 $96 $6 7%
Transport Planning H $135 $114 $01 -16%
- L $21 $15 -$6 -29%
Sector Training and Research H $30 $21 $9 -30%
Demand Management and L $150 $120 -$30 -20%
Community Programmes H $225 $165 -$60 -27%
. . L $630 $585 -$45 7%
Public Transport Services H $760 $675 -$85 11%
. L $290 $60 -$230 -79%
Public Transport Infrastructure H $550 $300 $250 -45%
. . L $45 $30 -$15 -33%
Walking and Cycling H $90 $75 $15 17%
New and Improved State L $1600 $2475 $875 55%
Highways H $2200 $3450 $1250 57%
. L $645 $580 -$65 -10%
Renewal of State Highways H $705 $700 5 1%
Maintenance and Operation of L $915 $830 -$85 -9%
State Highways H $985 $1025 $40 4%
I L $450 $450 $0 0%
New and Improved Local Roads H $750 $750 $0 0%
L $705 $630 -$75 -11%
Renewal of Local Roads H $735 $750 $15 206
Maintenance and Operation of L $780 $630 -$150 -19%
Local Roads H $810 $825 $15 2%

. . L $3 $0 -$3 -100%
Rail and Sea Freight H $9 $4 $5 56%
Domestic Sea Freight L $18 $0 -$18 -100%
Development H $36 $4 -$32 -89%

. L $915 $885 -$30 -3%

Road Policing H $955 $914 -$41 -4%
Management of the Funding L $189 $93 -$96 -51%
Allocation System H $207 $112 -$95 -46%
L $7446 $7479 $33 0%

TOTALS H $9182 $9884 $702 8%
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The RLTS, the Auckland Transport Plan (ATP) andRidP all highlight the need for a robust
public transport network in Auckland. Yet, it appedhat a shortage in local funding due to
“tough economic times and the need to minimiselloates increases...is an important factor
holding back investment in the regional arteriadametwork and public transport services and
infrastructure investment which are dependent drneaing around 50% local funding share”
(ARTA, 2009a, p.iii). This is compounded by the GBRMf&cating more funding to new and
improved State Highways. The RLTS highlights tisisue:

“The National Land Transport Programme (NLTP) abides 53 per cent of the
transport budget over the next three years to Stg@way infrastructure and only
19 per cent to public transport. If a similar alktgon were to be made over the 30-
year life of the strategy, a significant shortfalthe funds required for Auckland
region's priority projects could result... this stegly recognises the need to work
with the Government for a change in funding arrangats to ensure funds are
available to implement the strategy” (Auckland Regil Transport Committee,
2010, p.10).

This issue is illustrated in Figure 17, showing tineding estimated for Auckland transport
over the life of the RLTS if funding allocationsyslar to the existing NLTP are made over

the 30 year period.

Figure 17 Funding alignment by activity area for tre 30 year RLTS (ARTC, 2010, p.66)
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As well as the public transport activity class, &hesting GPS also has reduced funding for the
local roads activity class compared to the previversion. City 1's LTCCP states that land
transport costs contribute to more than half of @mncil’'s total budget and that most of this
budget is taken up with maintaining the existingeas- the local roads (City 1 LTCCP). In city 2
public transport and road safety projects have & impacted by the funding changes in the
latest GPS. With reduced funding for certain attivilasses under the GPS, the Councils are
then required to make up a bigger shortfall to fangt works or defer the works to a later date.
The shortfall then needs to be made up throughsloathrough raising ratepayers’ rates.

5.4 Case Study Areas — Transport Policy Documents

The following sections review the relevant transgmlicy and planning documents for each of

the case study areas.
5.4.1 City1
5.4.1.1Regional council

The current RPS was developed in 1998 and recagiied the demand for non-renewable
energy such as fossil fuels is growing in the ragaad that dependence on such energy sources
is unsustainable. It also states that the incrgasse of non-renewable energy in the transport
sector is an issue. The objectives and policieding to transport and energy use in the RPS are

summarised in Table 6 (adapted from City 1 RPS).

Table 6 City 1 RPS

Objectives Policies

To sustainably produce and use energy; To
encourage use of renewable resources to
produce energy.

Encourage energy efficient transport modes,

encourage energy efficient technology,
educate the public about energy efficiency.

Promote sustainable management of
infrastructure; avoid, remedy or mitigate
negative impacts of infrastructure on natural
and physical resources.

Encouraging a reduction in the use of non-
renewable resources while promoting the u
of renewable resources in the construction,
development and use of infrastructure;
Promote fuel efficient modes of transport.
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The regional council produced the RLTS, which, eeping with its obligations to be aligned
with the NZTS and the NZEECS, recognises that ridw@sport sector is a major energy user and
that there is a need to ensure that sustainalrisgoat practices are adhered to. The potential for
a shortage in the supply of fossil fuels, or sigaifit price increases are not identified as future
challenges. Meeting obligations for a reductionemissions under the Kyoto Protocol is

identified as a challenge.

Peak oil is mentioned in the regional council’s LlOE — it comments that the regional council
has representation in national groups that consgleth issues. It also outlines energy

conservation and sustainable use of energy resoascdesired outcomes of the document.
5.4.1.2Local council

City 1's District Plan recognises that energy usé&ransportation relies on fossil fuels, that they
are a finite resource, and that reliance on fdasis needs to be reduced. It highlights that fossi
fuel price rises and shortages could cause probfemthe transport sector in the district and
recognises that the level of the problem will beelm by how many new oil discoveries are
made and any advancements in technology and diterriaels. The Plan states that the council
can be supportive of efforts to develop public $fzort but that it “is not in a position to take the
lead on this matter” (City 1 District Plan). Thejettives and policies relating to transport and

energy use in the District Plan are summarisedainld 7 (adapted from City 1 District Plan):

Table 7 City 1 District Plan

Objectives Policies
The conservation and efficient use of energy.Promote compact urban form and location of
services to reduce car use.

To promote the efficient use of the district’'s | Promote efficient use of fuel resources by
existing and future transportation resource angblicy of consolidated urban areas; provid
of fossil fuel usage associated with for home occupations within residential
transportation. areas to reduce travel time and costs to wprk.

D

The council produced a Land Transport Strategy and/alking and Cycling Strategy. The
potential for a shortage in the supply of fossielé) or significant price increases are not
identified as future challenges. The strategiesude actions to introduce measures such as

travel demand management, as well as public trahspals and improvements to walking and
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cycling infrastructure, in keeping with the strategirection of the NZTS and its five key

objectives.
5.4.2 City2
5.4.2.1Regional council

City 2’s regional council has several documents raparts relating specifically to peak oil. The
RPS was developed in 1998 and a review began ii, 2@@ich is currently ongoing. The review
highlights the need to better integrate land us@sport and energy related policies, rather than
separating them. The review also recognizes thiemsgcontinuing growing demand for non-
renewable fossil fuels, in particular the growingnthnd from the transport sector, including a

trend of increasing vehicle ownership and useedbgnises that efforts to introduce or promote

bio-fuels have been ineffective in reducing thendreof increasing use of fossil fuels. The

objectives and policies in the RPS have been sumethin Table 8 (adapted from City 2 RPS).

Table 8 City 2 RPS

Objectives

Policies

Enable urban development and the physi¢dromote settlement and transport patterns a

expansion of settlements and the use and
provision of network utilities to occur whilg
avoiding, remedying or mitigating adverse
effects on the environment, including in
particular effects on energy use.

built environments that will result in
increasingly effective and efficient use of
resources, particularly energy.

Enable a safe, efficient and cost-effective
transport system to meet present and futu
regional, inter-regional and national needs
for transport.

Encourage settlement patterns that will make

refficient use of the regional transport networl

1%

N\

Reduce dependence on non-sustainable
energy sources.

Promote the use of energy from renewable
sources consistent with sustainable
management of natural and physical resourg
including the promotion of the substitution of
fossil fuels with renewable sources; Promote

energy conservation and efficient energy use.

€s,

D

Enable a safe, efficient and cost-effective
transport system to meet regional, inter-
regional and national needs for transport.

Promote transport modes which have low
adverse environmental effects; Promote
changes in movement patterns, travel habits
and the location of activities, which achieve &
safe, efficient and cost effective use of the
transport infrastructure and reduce the dems
for transport.

ind

116



Several other regional council documents highlitite need to reduce dependence on fossil
fuels. The RLTS highlights concerns about futurergy supplies and recognizes the existing
reliance on fossil fuels. It recognizes that ineexhspending is needed on sustainable transport

modes such as walking, cycling and public transgdre RLTS is currently being updated.

In 2009 a report was produced for the regional ciuhat highlighted the need for businesses
and organisations to develop risk management giest@round fuel supplies as well as the need

for more information to be developed around fuelrtdge emergency procedures.

The regional council has recognised the peak sildsand produced a report that outlines the

issues facing the region in a scenario of redugedadility of fossil fuels. The report concludes:

“There is a need to plan ahead for the energy siges resulting from the predicted
plateau of oil production. If the new projectiong &orrect we do not have 20 years
to achieve a smooth transition to low energy econoiformal council position is
recommended on peak oil to ensure it is factoréo ihe Annual Plan process and
the reviews of the LTCCP and the Regional Land Jpart Strategy. This formal
acknowledgement is needed to help manage the isatifrisk from energy

shortages.”(Report by external consultants for Gtgegional council).

Despite this recommendation, the RLTS has only paragraphs that talk about future energy
use and the concerns about peak oil (City 2 RLT®E strategy does, however, go on to
advocate public transport, walking and cycling, dacth management and travel behaviour

change programmes, in order to meet one of thekpctives: environmental sustainability.

The regional LTCCP sets out key issues for trarispothe region through to 2019 — efficient
movement of people and freight (highlighting thia¢ teconomy is dependent on the transport
system), traffic congestion and road safety. Rekaon fossil fuels is not mentioned, however
promoting sustainable transport systems such agkingal cycling, car pooling and public

transport are part of a community education pracess

The regional council, in partnership with the localincil that is city 2, and other local councils,
has also developed a growth strategy. The stras@ng to integrate all aspects of future

planning, including land use and transport plannimgter and urban design. The strategy also
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recognises that transport relies heavily on fdssls and that issues with supply could result in

uncertainties in the cost and supply of fossil$u&ity 2 Growth Strategy).
5.4.2.2Local council

The City Plan recognises that the transport sécteliance on fossil fuels and the demand for
private vehicle use is unsustainable. It describssds showing increased fuel and vehicle use.
The objectives and policies relating to transpartl &nergy use are summarised in Table 9
(adapted from City 2 City Plan).

Table 9 City 2 City Plan

Objectives Policies
The efficient use of energy, in | To promote increased public awareness of the naed f
both supply and consumption, | energy efficiency;

whilst promoting the To encourage the development and use of renewable

development of alternative energy sources;

renewable energy sources. To promote energy efficiency through urban constian;
and

To encourage energy efficiency in transportation.

A safe, efficient and sustainable To promote integration of transport and land usaping;
transport system. To promote integration of the planning, managenemd,
operation of all elements of the transport system;

To make efficient use of the transport system,iqaerly
its infrastructure;

To encourage change in the transport system towards
sustainability; and

To develop a long term integrated strategy fordpant.

The local council for city 2 has several differsttategies that are focussed on transport. These
documents do not highlight a concern about poséiltiee fossil fuel shortages and the potential

impact on the transport system.

At the time of writing, the local council is develag a Transport Plan specific to the city, due
for completion in February 2011. The aim of therBport Plan is to provide a document that
links all the current strategies as well as the BLThe Transport Plan will have a 30 year
planning term to align with the RLTS. Peak oil &g considered in the Transport Plan as one
of the challenges for the future (City 2 Transp@kanner, personal communication, March 3,
2010).
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The local council’'s Energy Strategy recognisescihgs reliance on fossil fuels and that this is a
finite resource. It outlines a number of stratagitiatives to meet the long term vision of theycit

being powered totally by renewable resources by205
5.4.3 City 3

City 3 is New Zealand’s largest city and is dividatb seven separate local councils, overseen
by one regional authority, the ARC. For the purpgostthis research only four local councils
have been used in the case study, and have beeadnhotal council A, B, C and D
respectively. At the time of writing Auckland is igg through a major local government
restructuring process. From November 2010 the iagisteven local councils and the ARC will
be merged to form the Auckland Council. The Aucklarransport Agency will be formed as

part of this restructuring which will oversee a#irisport operations in Auckland.
5.4.3.1Auckland Regional Council

The ARC is “responsible for setting the strategrection for all transport development within
the Auckland region and to provide funding...[with N&]...for public transport and
sustainable transport initiatives, such as wallang cycling” (ARC website).

The ARC is also responsible for developing the RRt& RPS recognises the increase in vehicle
trips, the dominance of the private vehicle, thebpgms associated with low density urban
sprawl, and the need for the transport system tonbee sustainable. It recognises the links
between transport and urban form and the neednsiaer both in conjunction with one-another.
It recognises the dependence on non-renewableyenesgurces as being a significant issue. In
2008 a review of the existing RPS (1999) began, iardirrently ongoing. Review documents
highlight the need for closely integrated land asd transport planning and the need for a good
public transport system as the city’s populatioovgs. The review specifically mentions peak oll
and the reliance of the region, in particular thensport sector, on fossil fuels. It highlights
concerns about rising energy costs and how itimitlact the region, in particular the impacts on

vulnerable people.

A summary of the objectives and policies relatiogransport and energy use are shown in Table
10 (adapted from ARC, 1999).
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Table 10 City 3 RPS

Objectives

Policies

To avoid, remedy, or mitigate
the adverse effects of transpor
on the environment, in particuls
to reduce the need for the
transport system to use non-
renewable fuels.

Land use and transport planning will be integranea way
I which reduces the need for vehicle travel.
aiDevelopment of the transport system will be guiohed

way which reduces the need to use non-renewable fue

The public transport system will be managed todbett

enable existing and potential users to get to weekyices,

shops, educational, social and recreational faeslit

Transport links which promote the efficient movemei

people, goods and services throughout the Regithibavi

identified in the Auckland RLTS and will be requdro be
protected in district plans.

The efficiency of congested transport corridord

increased by encouraging increases in person ogrryi

capacity (i.e., by supporting public transport, gaoling
and high occupancy vehicles) and freight carryiagacity

(i.e., by supporting consolidation of loads andi fraight)

rather than vehicle capacity.

Central government will be requested to ensure that

funding is available to enable the development sdfe,

effective, affordable transport system.

The sustainable use of energy
resources (excluding minerals)
and the efficient use and
development of energy
resources.

More efficient use shall be made of available eperg
resources by: promoting a reduction in the watefa of
energy; promoting the application of energy efingg in
the design and operation of transport vehicles.
Renewable energy sources shall be encouraged by
promoting alternatives to the use of non-renewéisdsil
fuels.

An urban form, supported by transportation systemnsch
improves efficiency and conservation in energy shall

be promoted.

The Auckland RLTS is developed by the Auckland Begl Transport Committee (ARTC) and
“sets the direction for the region's transport eysfor the next 30 years. The strategy identifies
the actions, policies and funding needed” (ARTCL2(}.13).

The RLTS was recently renewed and as part of thegss research was carried out in a number
of areas to assist in the development of the neamtegty. Donovaret al (2009) carried out

research into transport fuels which found:
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“It is considered that oil prices will in generatends upwards and perhaps more
importantly exhibit increasing volatility. Althoughigher prices are expected to
drive efficiencies of their own accord, the asstadavolatility mean that prices
alone are a poor proxy for good policy. It is suggel that an increased focus on
regional energy security grounded in reduced depand on oil based transport
fuels will be an increasingly important determinaritAuckland’s future economic

development.” (p.3)

The RLTS (ARTC, 2010) lists seven key points thatrevtaken into consideration in its
development, one of them being: “an important deileant of Auckland’s future economic
development is reduced dependence on oil basedpwenfuels and an increase in public
transport, active mode infrastructure and servig¢psl3). This indicates that the possibility of
future fuel supplies being reduced is a scenarilngodiscussed and considered by the ARTC.

The Royal Commission on Auckland Governance, seh @907 by the government, produced a
report (Salmoret al, 2009) which aimed “to investigate, and make reconua#gons on, local
and regional government arrangements for the Auacktagion in the future”. The Commission
highlighted the fact that Auckland has a high petage of car users and a poor public transport

service by international standards. The report dotinat:

“It is essential that planning for infrastructur@akes a long-term focus. This means
taking into account global changes such as clintd@gnge and peak oil — might the
Auckland of the future be less car-dependent, preduore weightless exports, and
have a greater number of workers operating from &®@imfrastructure designed
around this scenario would mean less spending ading but more on public

transport and provision for fast broadband”(p.72)

The RLTS appears to adhere to the advice of theaRoGgmmission as it lists six main risks to
achieving the vision and objectives of the Stratege of which is described as “mitigating future
energy availability and price volatility” (ARTC, 20, p.121). The following statement
highlights the level of understanding and concdroua future fossil fuel supplies and over-
investment in roading infrastructure in the evendignificant fossil fuel shortages:

“This strategy assumes that energy prices will ausie, to around $3.71 per litre in
2040 (in $2006 dollars). More difficult to predicire potential fluctuating
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constraints in energy supply, and volatility in emeprices. Sensitivity testing for the
development of the preferred strategic transportiosp detailed in Chapter 4,
considered a high transport energy price of $6.@0 Ilgre. At that price, by 2040, it
is expected that car trips would decline by nineqant and PT trips would increase
by 33 per cent compared with the assumed price36fi$per litre” This strategy
aims to develop a transport network that is focused managing demand and
providing access to public transport, thereby pdivg a transport network that is

resilient to shortages or price volatility in tramsrt energy...

...Increases in fuel prices, as shown in the recdénprice spike, depress travel
demand by private vehicle. However, in the evenhigh oil prices or limited

availability, there is a risk that by adding mor@ads for current high traffic volumes
may lead to roads becoming stranded or under etli®ng term public investments.
This strategy aims to reduce the impact of risigvolatile fuel prices on the
economy by providing transport choices suitabletlie needs of Aucklanders.”
(ARTC, 2009, p.121).

The ARC is also responsible for preparing a LTCQRe LTCCP’s section on transport

highlights concerns about the reduction in fundimgpublic transport from central government,

along the same arguments as in the RTP, as medtiorigection 5.2.2 above. The LTCCP does
not specifically mention concerns about fossil fpate or supply, except to say that fuel price
will affect the ability to fund public transportrseces.

The ARC, in conjunction with its seven territor@lithorities, has also developed a Regional
Growth Strategy (ARC, 1999a). This strategy hightisgthe need to create an efficient transport

system and an intensification of living densitystgpport walking, cycling and public transport.
5.4.3.2Auckland Regional Transport Authority

City 3 is unique in New Zealand in that it has pagate organisation responsible for transport in
the Auckland region, ARTA, which is controlled byet ARC. The aim of ARTA is “to plan,

fund and develop the Auckland regional land transpgstem in a way that contributes to an

23 “Trip reduction savings arising from fuel price ieases are modeled and therefore uncertain”
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integrated, safe, responsive and sustainable lesgort system for the Auckland region”
(ARTA, 2009a). ARTA “undertakes detailed transppldnning, is the conduit for all funding
(including for local roads and public transporthdamanages contracts for rail, bus and ferry
services” (ARC website).

ARTA develops the ATP. The ATP outlines “prioritiasd the phasing of projects [and] sets out
a coordinated programme for the delivery of angrdated, efficient transport system” through to
2019 (ARTA, 2009b). The 2009 ATP comments on thkdibetween transport and fuel use and
has a section titleBeak Oilwhich describes both the optimistic and pessimistedictions for
the future oil supply and price. The ATP has anottextion titledimpacts of Energy Price
Increases on Aucklanghich highlights the need to invest in public tnamd infrastructure and
the need to increase travel demand managementraffid thanagement measures. Like the
RLTS, there is a significant focus in the ATP o tihesire to improve the public transport

network and concerns are raised about the redweetinig for public transport in Auckland.
5.4.3.3Local council A

The City Plan highlights the growing use of fodsils in transport and highlights the need to
use non-renewable energy sources efficiently. stdnaumber of objectives and policies that aim
to reduce reliance on fossil fuels and promote stasmable transport system. These are
summarised in Table 11 (adapted from City 3/Locainzil A City Plan).
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Table 11 City 3/Local council A City Plan

Objectives

Policies

To enable a transport
system that avoids,
remedies or mitigates the
adverse effects of transpg
activity on the natural and
physical environment and
protects the amenity valué
of open spaces and stree
while maintaining the
health and safety and the
economic, social and
cultural well-being of the
people and community.

By reducing the need for travel by private motanigke within
the city; to encourage the most efficient and sake of
transportation infrastructure within the city; t@amtain a
rbalance between changes in activities and thegoatagion
system from the sub-regional through to the loea¢l, so that
there is a reasonable match between the trip giemgiapacity

> of the pattern of activities and trip carrying caipaof the
dransportation system; to increase the personiogroapacity
of congested corridors and to provide viable alibues to the
private motorcar; to encourage the use of fuetrdifit and less
polluting modes of travel, particularly passengansport,
cycling and walking; to support studies of the lykeffects and
feasibility of economic instruments as techniguesianaging
travel demand on congested corridors and discaugagi
inefficient modes of travel.

To mitigate the adverse
effects of transport and
promote more efficient us
of transport fuels by
supporting a satisfactory
alternative to the use of th
private motorcar through
fostering an effective
passenger

transport system

To provide on-street passenger transport faciltiegh are
attractive and convenient for users, including:

ee bus stops, seats and shelters;

« facilities for bus users, buses and taxis at censial centres;
* measures to enable priority use of roadways sgband
eother priority vehicles to bypass traffic congestio peak and
off-peak periods, including reserved lanes, pryoaind
exclusive turning movements and traffic signal eneption,
where appropriate.

To provide infrastructure to support passengeyfeervices as
appropriate; to liaise with and support the Redi@wuncil and
passenger transport operators to ensure the provesi
effective and appropriate passenger transportcswiithin
the city and to neighbouring centres to meet trezla®f
existing and potential users, including those ddpahon
passenger transport; to assist and support theRadCouncil
to improve cross-harbour passenger transport &nand
facilities, through the implementation of a Prigritane along
the Motorway corridor and improved passenger feenyices;
and to consider land use issues and to evolvelmmudorm
more supportive of the provision of effective pags
transport services.

To provide for cyclists anc
pedestrians in a safe and
convenient manner by

establishing these as viab

| To provide for cycling and walking in a safe andheenient
manner through the comprehensive provision of cyags and
walkways in structure, neighbourhood unit and subdin plan
lareas and by providing cycle ways in establishedsar

alternatives to the car.
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Local council A has a Transport Strategy. The 8gwtrecognises that fossil fuels are a finite
resource and identifies ways in which the terrégbauthority is working towards minimising
fossil fuel use, including implementing public tsport, walking and cycling projects. In its City
Plan the local council also recognises the neepréwide a sustainable transport system and
ensure land use planning is integrated with trarispanning in order to minimise travel
demand. Concerns about future availability of fuslsiot specifically mentioned in the City
Plan, other than in relation to future capacitydsem the roading network: “other factors such as
fuel prices, carbon emissions and global warminy mi#ect future demand for transport, but

their effects are uncertain at present” (City 3¢alocouncil A City Plan).
5.4.3.4Local council B

The City Plan recognises that there are global @mscabout the use of non-renewable fossil
fuels in transportation and the need to promoteiefft transport systems, including public

transport, and reduce demand for private vehiokeams! longer trip distances. A summary of the
objectives and policies relating to transport andrgy use are shown in Table 12 (adapted from

City 3/ Local council B City Plan).
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Table 12 City 3/ Local council B City Plan

Objectives Policies

To manage the use and By encouraging the efficient use of the existingdiog
development of the City's infrastructure; by supporting and promoting a tpamation
transportation resources in a | system designed and managed to encourage thepffige
way that promotes the of energy; by recognising and providing for the
protection and enhancement of interdependence between transportation and theesfly of
the City's environment. other activities; by supporting the creation ofediicient

public transport network which provides an integdat
system, with appropriate levels of convenience sardlice;
by taking national and regional energy policie®s iatcount
in policy development and decision making; by miisimg
the adverse local environmental effects of proposad
roads and other additions to the City's transporiat
network; and by adopting planning techniques toalisage
traffic in areas where it would have significanvarse
environmental effects.

To ensure that people can moyeaBy providing for safe, attractive, efficient anckidifiable
easily around the Central Area| linkages, networks and environments for vehiclesluding
bicycles and pedestrians; and by integrating pedast
walkways with the passenger transport network.

To provide for the development By improving passenger transport facilities; byyidang for
of improved passenger transparan integrated passenger transport facility thairporates
to, from and within the Central | alternative transport modes; by giving priority@ssenger
Area. transport and service traffic, where appropriaje; b
promoting passenger transport as an alternativesnafa
commuter travel; and by encouraging passengergoans
use through managing the provision of ancillary aad-
ancillary commuter parking as a means of contritguto the
attractiveness of the Central Area as a place ti,wo
conduct business, live and visit.

To reduce traffic congestion, | By ensuring the parking policy complements effaitaed at

improve traffic flow and improving the City’s passenger transport systemendd the

manage the parking supply in | same time ensuring the Central Area can continue to

the Central Area. function as the central business district for thty &nd
Region and remains attractive for people to wave in and
Visit.

Local council B does not have a specific transptetegy document, but has a series of separate
strategies that look at specific areas of the parissystem. Within each of these strategies is a

commitment to sustainable transport modes suchadlsng, cycling and public transport. The
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Central Area Access Strategy aims to increase tbeéenshare of walking, cycling and public
transport and place a cap on the number of vehtblgsenter the CBD area during the peak

hours.

Local council B's LTCCP acknowledges the issueudfife fuel supply in transport planning:
“Our transport planning also has to take accounttbér factors. These include the supply and
funding of transport services, reliability of fusdurces and fluctuating oil prices” (City 3/ Local
council B LTCCP).

5.4.3.5Local council C

The City Plan recognises that the transport sysseenhigh user of non-renewable fossil fuels
and that the trend is increasing, with increasédhfe vehicle use and population growth. It also
recognises the need to integrate land use andotreindanning to ensure a sustainable transport
system can be implemented, in particular the pubBimsport system. A summary of the
objectives and policies relating to transport andrgy use are shown in Table 13 (adapted from

City 3/ Local council C City Plan).
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Table 13 City 3/ Local council C City Plan

Objectives Policies
To maximise energy The transportation network should be managed ih augay that:
efficiency and transport generated carbon dioxide and noxiouggassions and

accessibility within the | the consumption of non-renewable fuels is redueadures a
transportation network | pattern of development and supporting infrastriectusnich permits
and encourage the use o¢fthe City to be efficiently and effectively serveg passenger
energy efficient modes qftransport services; caters for the movement of leeapd goods;
transport. traffic-generating activities in sensitive envirognts are
discouraged where these would have significant iséveffects.
Development of new or existing urban areas showiel igggard to:
the ability to effectively service new and existundpan areas with
passenger transport; the provision of safe andertent pedestrian
and cyclist access to community facilities, plase®ork and
shopping areas; facilitating improved cyclist ardi@strian linkage
within neighbourhoods; and the provision of cycleyw in the
construction or reconstruction of primary netwookas.

To co-ordinate land use | The continued development of the transportatiowork should:
and transportation achieve acceptable levels of accessibility, mohisafety and
planning and decision | convenience for all sections of the community; jlevconvenient
making so as to achieve|and safe road and cycle/footpath linkages to dgtogntres and
transport system that local facilities; make provision for the likely fute transport and
provides for the safe, development needs of the City; ensure transptetist traffic
efficient and convenient| generating characteristics and demand for varioages of
movement of people and transport are taken into account when providinddod use
goods. activities.

U)

Local council C has a separate Transport Strat€gg. Strategy makes reference to a trend of
increased fuel consumption over the past two dexadea result of longer trips and a less efficient
transport system. The Strategy notes that “New afebd transport systems are also
environmentally unsustainable because of their mi#g@ce on non-renewable fuels” (City 3/
Local council C Transport Strategy), and that tke of alternative modes to the car, such as
public transport, are declining in patronage. Theat8gy commits to increasing walking and
cycling and also to travel demand management messoreduce the need to travel and reliance

on private motor vehicles.

Local council C’'s LTCCP, whilst not specifically mteoning concerns about future fuel supplies,

does emphasise the need for a sustainable trarsgmbem. This is also reflected in an additional
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long term planning document, which provides stiatélgection from the community to the local
council in the development of its LTCCP. A grougttis investigating ways in which to plan for
the future, which local council C is part of, higjits resource availability (energy in particular
oil, food and water) as a “major driver of globhhage”.

Local council C’s policies and strategies do najhlight concerns about the possibility of a
reduction in the supply of fossil fuels in the frguexcept to say that fossil fuels are “non-

renewable”.
5.4.3.6Local council D

The City Plan recognises the need to integrate lasel and transport planning and the
transportation problems associated with urban dptaaiso recognises the need to reduce fossil
fuel use; however the focus of the plan is moreemucing fossil fuel use in order to reduce
emissions, rather than fossil fuels being a noeweble resource. A summary of the objectives
and policies relating to transport and energy useshown in Table 14 (adapted from City 3/

Local council D City Plan).
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Table 14 City 3/ Local council D City Plan

Objectives

Policies

To manage the
effects of land use

and, in particular,
to maintain air
quality, including
contributing to the

Retail activities should be located in a way thatimises the adverse
impacts of motor vehicles on air quality. Retaifiates should been

on the environment encouraged to locate in locations which will mirseivehicle trip length
and numbers, promote passenger transport, suppgot town centres as

key transport destination points, and reinforces¢hareas identified for
population intensification. Any location of retaittivity outside of town
centres should not compromise the achievemenieskthims.

atmosphere at a
local, national and
global level.

maintenance of the

Intensive housing (such as Medium Density Housmgpartments) and
Mixed Use Developments should shall be encourageddas where it
will help to reduce emissions from motor vehiclgséducing vehicle
trip length and vehicle numbers and support pubdiasport, in particulal
around main town centres, train stations and nrajas.

Apartments should shall be accommodated withintified areas in the
main town centres of the City, and avoided outthdse areas.

Pedestrian and cycle access should be designetbasttucted in a way
that facilitates the use of cycling and walkingransport methods, as
means of avoiding the effects of motor vehicle aiiss on air. This
includes constructing them so that they are saflecasy to use, and
choosing a route that maximises links with locaghbourhoods, shops
schools, community facilities, local recreationam@nd town centres.

That a wide range of opportunities for Non-Residd#ctivities be
provided within the urban area to help reduce #edrfor travel, and as
consequence reduce the discharge of contaminambsnfrotor vehicles
into the air.

a

Roads should be designed and constructed in a Wweghwninimises the
adverse effects of motor vehicle emissions onTdiis means reducing
motor vehicle trip lengths and numbers, and alt@wipcongestion:

« through appropriate traffic control;

* by creating a roading pattern which maximisesheations within and
between local neighbourhoods, shops, schools, contyrfacilities,
recreation areas and town centres, taking intowadtauatural
topographic features; and

* by designing and constructing roads in a way Wwidcilitates the use
of alternative modes of transport that are leskipog than the private
motor vehicle, such as passenger transport, cyalmaigwalking.

Local council D has a separate Transport Strat€ggncerns about fossil fuel use are

highlighted, saying the “rising price of petrolasanging the way we live” (City 3/ Local council
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D Transport Strategy). The Transport Strategy’atsgic direction is “to reduce congestion in
parts of the network and to encourage people t&,waicle, use passenger transport and car

pool” (City 3/ Local council D Transport Strategy).

An addendum to the strategy was produced whichritbescone of the key challenges over the
next 50 years as “oil price increases and poteshiattages in supply — in the next 10 years oll
prices are expected to be volatile, with petrol dresel prices potentially stabilising at around
$3 per litre. Beyond this, oil prices are expedieglateau but remain unstable” (City 3/ Local
council D Transport Strategy). The addendum usdd ftam a number of reports to set its

strategic direction, including Donova al (2008)

Like the ARC, the local council D makes note of tlemd for Central government funding to be

directed towards sustainable transport solutions:

“A 10 point action plan [found in the ... LTCCP ZBQ019] to contribute to the
targets of the New Zealand Transport Strategy plesifor a number of additional
projects which focus on sustainable outcomes. dttion plan is consistent with the
travel demand management approach taken in thegsegb draft Auckland Regional
Land Transport Strategy 2010-2040. This action ptauld be considered if the
Government Policy Statement changes to allocateemmational funding towards

sustainable transport initiatives” (City &/ocal councilD Transport Strategy).

The Strategy is aligned with the territorial auihos 10 year plan (2009-2019) and the strategic
direction outlined within for transport, aiming ttevelop a “sustainable multi-modal transport
system that is integrated with land use” (City 8tal council D LTCCP).

5.4.4 Existing Policy Documents: Level of Planning for R& Oil

Following the analysis of all the existing policpaiments relating to energy use in transport
carried out above, each city has been given a swfoteto 5 (with 5 being a high level and 1
being a low level) to indicate their current lewal planning for peak oil. The scores are
combined for regional and local level policy docuntse and the scores are combined for all local

councils within city 3. The scoring is shown in Tet5.
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Table 15 Level of Planning for Peak Oil

Indicator — Content of Policy Documents City 1 City 2 City 3

Policy documents specifically acknowledge peakaly be a challenge 2 4 4

Contains policies that result in transport systémas could mitigate the
effects of fuel price rises or fuel shortages (eiglking, cycling, and 1 3 4
public transport)

Contains policies that result in travel demand ngan@ent tools being
implemented (parking price and availability, roatting, incentives to 1 3 3
use public transport etc)

Contains policies that integrate land use planaimg) transport planning 3 4 4

7 14 15
Med/Low | Med/High | Med/High

TOTAL Score

5.5 Survey Results Collation

The following sections detail the interview andinalsurvey results for the case study areas. The
interview results are presented first, followedthg online survey results. A discussion of the

results is presented in Section 6.
5.5.1 Interview Results

Interviews were conducted with 46 persons overawwek period in February 2010. Interviews
were requested by email and interviewees wereaentformation sheet prior to the interview.
Examples of these can be found in Appendix 3 arekgectively. The duration of the interviews
was between 15 and 35 minutes, depending on thaurgnad information provided by the

interviewee. All three case studies used the samsstmpn prompts in interviews in order to
ensure consistency, apart from those which ardecklto a specific projects or situation (For
example discussions about public transport wereanfoicus in city 1 where there is no public

transport service).

The results from the interviews were collated intoad statements and matched to the five main
criteria. A list of broad statements that represdrihe views of several people interviewed was
developed after listening to the recordings ofititerviews. The interviews were then analysed
again and the number of times each response ditariiroad statement was counted. The results

were then sorted using the four sorting methodsrdesdd in Section 4.4.2.
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It must be noted that difficulty exists in attenmgtito quantify results from interviews using open
ended questions. The broad statements, and coustiogmments that fit within these broad
statements, is used as a means of developing asrstadding of the general views of the
interviewees. The number and percentages of regntmdhat expressed a view under each of
the broad statements does not necessarily takeatmunt those respondents who may hold this

view but did not express the view in the intervigracess.

In order to sort by the level of concern about peihkinterviewees were categorised depending
on their responses. The same three categorieslolan Section 4.3.2.2 for the online surveys
were used. Interviewees who clearly stated “peakviti not be a problem” were placed into
Category 1No concern about peak oilnterviewees who expressed some concerns abaut pe
oil, but who expressly stated that they thought tharket and alternative fuels and new
technologies would mitigate any issues, were placdCategory 2Minor concerns about peak
oil. Interviewees who expressed major concerns ateak pil and associated problems and who
did not express a view that the market or any radidre fuel or new technology would mitigate
the issue were placed into Category Major concerns about peak oilThe number of

respondents in each category is shown in Table 16.

Table 16 Interviewees by Level of Concern about P&2Dil

Organisation Category 3 TOTAL
City 1 1 6
City 2 6 11
City 3 15 29

TOTAL 22 46
Councillors 9 25
Technical Staff 13 21

The results of the interviews are shown in theisestbelow, broken into each of the five main
criteria, apart from location factors which are mbiown (further information about location
factors is detailed in Section 5.3 above). It mhesihoted that 63% of all respondents were from

city 3, therefore results not sorted by city akelly to reflect the views of those from city 3.
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5.5.1.1Personal Factors

A breakdown of interviewees by each case study o and organisation is shown in Table
17. The majority of interviewees were local courstaff from city 3. There was an even split

between elected officials and technical staff.

Table 17 Interviewees

Total number Elected Technical Regional

of interviewees|  Officials Staff Council Local Council

Organisation

City 3 29 15 14 5 24

5.5.1.2Beliefs about Transport Policy

Table 18 shows the broad statements expresseck imtierviews that fit into the criterion of
beliefs about transport policyrhe majority of interviewees consider that thetta government

should provide more funding for public transporglking and cycling.

Table 18 Beliefs about Transport Policy: All Respoges

Criterion: Beliefs about Transport Policy Total
Central govt should provide more funding for pulbtensport/walking/cycling 29 63%
Politicians are often short sighted and too focdgselocalised issues to deal with big isst
. . 23 50%
like peak oil
Public transport supporter 21 46%
‘Roads of national significance’ policy is not aogbpolicy stance 18 39%
Concerned about land use planning and urban spradvthe effects on the transport systq 18 39%
Some parts of ‘roads of national significance’ pplare good and necessary 13 28%
Sustainable transport should be prioritised regasdbf whether peak oil is true because ¢ 13 2804
issues like congestion 0
There are issues with some sustainable policieshwdéome up against strong opposition:

; ; s 7 15%
e.g. bus lanes vs. parking for residents and bssase
Central govt should provide more funding for locadds 6 13%
‘Roads of national significance’ is a good politgrece 4 9%

Table 19 shows the broad statements expresseck imtierviews that fit into the criterion of

beliefs about transport poligysorted by case study city. Interviewees in aké¢hcities consider
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that the Central government should provide moredifugp for public transport, walking and
cycling.

Table 19 Beliefs about Transport Policy: by city

Criterion: Beliefs about Transport Policy City 3
Central govt should prowde more funding for public 18 | 629%
transport/walking/cycling
Politicians are often short sighted and too focdigselocalised
. L X : 17 | 59%
issues to deal with big issues like peak oil
Public transport supporter 17 | 59%
‘Roads of national significance’ policy is not aogbpolicy stance 14 | 48%
Concerned about land use planning and urban spradhvthe effects
16 | 55%

on the transport system
Some parts of ‘roads of national significance’ pplare good and 10 | 32%
necessary
Sustainable transport should be prioritised regasibf whether

o . . A 9 | 31%
peak oil is true because of issues like congestion
There are issues with some sustainable policieshwéome up
against strong opposition: e.g. bus lanes vs. pgrkir residents 4 14%
and businesses
Central govt should provide more funding for logzdds 7%
‘Roads of national significance’ is a good politgree %

Table 20 shows the broad statements expresseeé intdrviews that fit into the criteridoeliefs
about transport policysorted by role. Elected officials were more k&b express their support

for public transport.

Table 20 Beliefs about Transport Policy: by role

Elected Technical
Criterion: Beliefs about Transport Policy Officials Staff
Central govt should provide more funding for pulttensport/walking/cycling 17 | 68% | 13| 62%

P_0I|F|C|ans are often s_hort sighted and too focdsselocalised issues to deal with 12 | a8% | 12| 57%
big issues like peak oil

Public transport supporter 16 | 64% | 6 | 29%
‘Roads of national significance’ policy is not aogbpolicy stance 12 | 48% | 6 | 29%
Concerned about land use planning and urban spradvthe effects on the transpo 9 36% | 9 | 43%
9
9

system

Some parts of ‘Roads of national significance’ pplire good and necessary 5 20% 43%
Sustalnable_ transport should b_e prioritised regaslbf whether peak oil is true 5 20% 43%
because of issues like congestion
There are issues with some sustainable policieshw¢éome up against strong

oo . ; ; 5 20% | 3 | 14%
opposition: e.g. bus lanes vs. parking for resislamd businesses
Central govt should provide more funding for logzdds 6 24% | O 0%
‘Roads of national significance’ is a good politgrece 4 16% | O 0%
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Table 21 shows the broad statements expressee intdrviews that fit into the criteridmeliefs
about transport policysorted by level of concern about peak oil catggbhose in category 1
were more likely to express support for the curr€entral government policy of ‘roads of

national significance'’.

Table 21 Beliefs about Transport Policy: by level foconcern about peak oil

Category 1 Ca'\t/leag}grry e
Criterion: Beliefs about Transport Policy MO EES concern
Central govt should prowde more funding for public 3 43% 15 | 68%
transport/walking/cycling
Pohtluans are often _shprt S|gh'§ed and too focdisselocalised 29% 12 | 4%
issues to deal with big issues like peak oil
Public transport supporter 57% 12 | 55%
‘Roads of national significance’ policy is not aogbpolicy stance 14% 13 | 59%
Concerned about land use planning and urban spradvthe 0 o
effects on the transport system 0 S
Some parts of ‘roads of national significance’ pplare good and 14% 6 270
necessary
Sustama_ble transport shou!d be pr!or|t|sed regaﬂjbf whether 29% 5 2304
peak oil is true because of issues like congestion
There are issues with some sustainable policieshw¢éome up
against strong opposition: e.g. bus lanes vs. pgrkir residents 0% 5 23%
and businesses
Central govt should provide more funding for loazdds 2 29% 0 0%
‘Roads of national significance’ is a good politgrece 3 43% 0 0%

5.5.1.3Influences on Transport Policy Makers

Table 22 shows the broad statements expressedeinntarviews that fit into the criterion
influences on transport policy makeiGentral government was frequently mentioned asgbe

influential in transport policy making.

Table 22 Influences on Transport Policy Makers: alfesponses

Criterion: Influences on Transport Policy Makers Total

Central government is a key influence in transpoticy because of the funding structure 22 48%
The signals from central government do not encau@gnning for peak oil 16 35%
The Government Transport Minister is not conceraigolut peak oil 8 17%
The road lobby groups are influential 7 15%
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Table 23 shows the broad statements expressedeinntarviews that fit into the criterion
influences on transport policy makesorted by city. Those in city 1 were more likébystate

that the road lobby groups are influential.

Table 23 Influences on Transport Policy Makers: bycity

Criterion: Influences on Transport Policy Makers City 3
Central government is a key influence in transpoticy because of

> 15 | 52%
the funding structure
The S|gnals from central government do not encau@gnning for 10 | 34%
peak oil
The Government Transport Minister is not conceragolut peak oil 6 21%
The road lobby groups are influential 14%

Table 24 shows the broad statements expressedeinntarviews that fit into the criterion

influences on transport policy makes®rted by role.

Table 24 Influences on Transport Policy Makers: byrole

Elected Technical
Criterion: Influences on Transport Policy Makers Officials Staff
;?Sg[allrégovernment is a key influence in transpoticy because of the funding 11 | 24% | 11| 520%

The signals from central government do not encau@gnning for peak oil 6 24% | 10 | 48%
The Government Transport Minister is not conceraigolut peak oil 4 16% | 5 | 24%
The road lobby groups are influential 5 20% | 2 | 10%

Table 25 shows the broad statements expressedeinntarviews that fit into the criterion
influences on transport policy makesorted by level of concern about peak oil catggdhose

in category 2 and 3 were more likely to expresgea that central government are influential.

Table 25 Influences on Transport Policy Makers: bylevel of concern about peak oil

Categoryl Ca'\;(zggrry 9
Criterion: Influences on Transport Policy Makers Nl concern
Central government is a key influence in transpoticy because 14% 12 | 550
of the funding structure
]'cl'he S|gnal_s from central government do not encauEagnning 0% 14 | 64%
or peak oil
'(I)'itlwe Government Transport Minister is not conceralgolut peak 0% 8 36%
The road lobby groups are influential 0% 5 23%

137



5.5.1.4Knowledge of and Attitude towards Peak Oil

Table 26 shows the broad statements expressedeinntarviews that fit into the criterion
knowledge of, and attitude towards, peak bialf of all interviewees stated that they thought
technology or another energy source will mitigatg peak oil problems.

Table 26 Knowledge of, and Attitude towards Peak @i All responses

Criterion: Knowledge of, and attitude towards, peakaoil Tol
Technology or another energy source will mitigatg peak oil problems 23 50%
We live in a car dominated society which makesidho change travel behaviour 18 39%
Peak oil is hard to plan for because it is tocafaay and there are no tangible effects 14 30%
currently

The council is too small to plan for peak oil, thare other more pressing issues 3 7%
The debate about the timing of peak oil providttkeIcertainty for planners 10 22%
The market will respond to mitigate any problems 9 20%
It will need to take a crisis before we start pliagrfor peak oil 8 17%
People will adjust to rising fuel prices and angrsages in supply 7 15%
Peak oil will not be a problem in the future 7 15%
Technology or alternative fuels willot be able to mitigate peak oil problems 4 9%
There is plenty of oil available for transport 2 4%
Elected official: thinks the majority of tech staibt concerned about peak olil 4 9%
Tech staff: thinks the majority of elected officdalre not concerned about peak oil 13 28%
Elected official: thinks the majority of electediofals are not concerned about peak oil 8 17%

Table 27 shows the broad statements expressedeinntarviews that fit into the criterion
knowledge of, and attitude towards, peak sxdlted by city. Those in city 1 were more likely to
state that technology will mitigate any peak oiblgems, that council is too small to plan for
peak oil, that the market will respond to mitigati®y problems, and that people will adapt to
rising fuel prices and shortages in supply.
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Table 27 Knowledge of, and Attitude towards Peak @i by city

Criterion: Knowledge of, and attitude towards, peakaoil

Technology or another energy source will mitigatg peak oil
problems

We live in a car dominated society which makesaidho change
travel behaviour

Peak oil is hard to plan for because it is tocafaay and there are
no tangible effects currently

The council is too small to plan for peak oil, ta@re other more
pressing issues

The debate about the timing of peak oil providtikeIcertainty for
planners

The market will respond to mitigate any problems

It will need to take a crisis before we start pliagrfor peak oil

People will adjust to rising fuel prices and angrsages in supply

Peak oil will not be a problem in the future

Technology or alternative fuels willot be able to mitigate peak oil
problems

There is plenty of oil available for transport

Elected official: thinks the majority of tech staibt concerned
about peak oil

Tech staff: thinks the majority of elected offidare not concerned
about peak oil

Elected official: thinks the majority of electediofals are not
concerned about peak oil

Table 28 shows the broad statements expressedeinntarviews that fit into the criterion
knowledge of, and attitude towards, peak soiited by role. Elected officials were more likedy

express a view that technology or another energycsowill mitigate any peak oil problems and
that we live in a car dominated society which makebard to change behaviour. 62% of

technical staff consider that elected officialsé@o concern for peak oil.
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Table 28 Knowledge of, and Attitude towards Peak @i by role

Elected Technical
Criterion: Knowledge of, and attitude towards, peakaoil Officials Staff
Technology or another energy source will mitigatg peak oil problems 16 | 64% | 8 | 38%
We live in a car dominated society which makesidhto change travel behaviour] 13 | 52% | 6 | 29%
Efefg;g(lz:]srrgiiﬂlto plan for because it is tocafaay and there are no tangible 6 2a% | 9 | 43%
The council is too small to plan for peak oil, there other more pressing issues | 1 4% 2 | 10%
The debate about the timing of peak oil providttkeIcertainty for planners 6 24% | 5 | 24%
The market will respond to mitigate any problems 7 28% | 3 | 14%
It will need to take a crisis before we start pliagrfor peak oil 3 12% | 5 | 24%
People will adjust to rising fuel prices and angrsages in supply 7 2800 | O 0%
Peak oil will not be a problem in the future 5 20% | 2 | 10%
Technology or alternative fuels willot be able to mitigate peak oil problems 0 0% | 4 | 19%
There is plenty of oil available for transport 1 4% 1 5%
Elected official: thinks the majority of tech stait concerned about peak olil 4 16% | O 0%
Tech staff: thinks the majority of elected offidalre not concerned about peak of 0 0% | 13| 62%
Eillected official: thinks the majority of electediofals are not concerned about pe 9 36% | 0 0%

Table 29 shows the broad statements expressedeinntarviews that fit into the criterion
knowledge of, and attitude towards, peak sirted by level of concern about peak oil categor
The majority of respondents in category 1 and 2siter that technology or another energy
source will mitigate any peak oil problems.
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Table 29 Knowledge of, and Attitude towards Peak @iby level of concern about peak oil

Category 1

Criterion: Knowledge of, and attitude towards, peakoil No concern

Technology or another energy source will mitigatg peak oil
problems

We live in a car dominated society which makesaidho change
travel behaviour

Peak oil is hard to plan for because it is tocafaay and there ard
no tangible effects currently

The council is too small to plan for peak oil, tha@re other more
pressing issues

The debate about the timing of peak oil providtikIcertainty for
planners

The market will respond to mitigate any problems 43%

100%

43%

0%

0%

29%

It will need to take a crisis before we start pliagrfor peak oil 0%

People will adjust to rising fuel prices and angrsages in suppl 14%

Peak oil will not be a problem in the future 100%

Technology or alternative fuels willot be able to mitigate peak
oil problems

There is plenty of oil available for transport 29%
Elected official: thinks the majority of tech staét concerned
about peak oil

Tech staff: thinks the majority of elected officgare not
concerned about peak oil

Elected official: thinks the majority of electediofals are not
concerned about peak oil

0%

0%

)

0%

5.5.2 Online Survey Results

Invitations to complete the online survey were dethaio all the interviewees as well as some
people who were initially approached to carry omtisterview but were unable to participate.
The survey was conducted using a web-based supagns* and a link to the survey was

emailed to interviewees immediately following theiterview and to other participants as soon
as agreement to participate was given. Participaate given two weeks to complete the survey.

A copy of the online survey questions can be foundippendix .

2 'The online survey company SurveyMonkey (www.surveymonkey.com) was used to design and carry out the survey.
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A total of 61 people were sent the survey link byad. 55 people (90%) started the survey and
46 people (75%) completed it. A breakdown of thaé® completed the survey for each case
study area is shown in Table 30.

Table 30 Online Survey Respondents

Number

Organisation completed Councillors | 'echnical

Staff

surve

City 3 31 17 14

The results from the survey were downloaded froendilrvey website and collated into each of
the five criteria and sub-criteria, then sortedbifdur groups. In order to present the results
across all three case study cities combined, therage response was calculated for each
guestion. Answers to the questithich organisation do you represent®ere used to sort the
results by city. Answers to the questitihat is your role?” were used to sort the results by
policy maker type. Answers to the questi@o“you personally believe that peak oil could ceeat
problems for the transport system in your city he future?” were used to sort the results by

level of concern about peak oil.

The results for each of the five criteria and sw$i are shown in the sections below. Each
section represents each of the five main critandthen each section is split into the sub-criteria
(underlined and in bold italics), as listed in Fgul2 in Section 4.3. Under each sub-criteria

heading the results for the four sortings are prieskin table or graph format.

Similarly to the interview results, location factare not included as they have been described in
Section 5.3, and due to the large percentage pbnelents from city 3, the results for the cities
combined may reflect the views of respondents ftbra city. Only 1 technical staff member
from city 1 completed the survey, which also magduce misleading results when analysing the
results from city 1. Further limitations of the uéis data are described in Section 6.8.

5.5.2.1Personal Factors

The personal factors obtained from the survey ezsgmted in Table 31.
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Table 31 Online Survey: personal factors by city

Ciy
Age

20-30 0% 0 10% 1 0% 0
31-40 20% 1 20% 2 19% 6
41-50 20% 1 20% 2 32% 10
51-60 0% 0 50% 5 19% 6
61+ 60% 3 0% 0 29% 9
Organisation

Local 100% 5 80% 8 87% 27
Regional 0% 0 20% 2 13% 4
Role

Councillor 80% 4 50% 5 55% 17
Technical Staff 20% 1 50% 5 45% 14

The personal factor results, sorted by policy makée are presented in Table 32. Regional

council counts are shown in brackets.

Table 32 Online Survey: personal factors by policynaker role

Age

20-30 0% 0 5% 1
31-40 8% 2 35% 7
41-50 19% 5 40% 8
51-60 31% 8 15% 3

61+ 42% 11 5% 1

City (Regional Council)

City 1 15% 4 (0) 5% 1 (0)
City 2 19% 5 (0) 25% 5 (2)
City 3 65% 17 (1) 70% 14 (2)

The personal factor results, sorted by level ofceon about peak oil are presented in Table 33.

Regional council counts are shown in brackets.
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Table 33 Online Survey: personal factors by levelf@oncern about peak oil

No concern Major concern
Age
20-30 0% 0 0% 0 5% 1
31-40 0% 0 17% 3 30% 6
41-50 0% 0 33% 6 30% 6
51-60 17% 1 22% 4 30% 6
61+ 83% 5 28% 5 5% 1
City (Regional Council)
City 1 0% 0 (0) 22% 4 (0) 5% 1(0)
City 2 17% 1 (0) 17% 3(0) 25% 5 (2)
City 3 83% 5 (0) 61% 11 (1) 70% 14 (3
Role
Councillor 100% 6 61% 11 35% 7
Technical Staff 0% 0 39% 7 65% 13

The results for personal factors show that olderpjee were more likely to have little or no

concern for peak oil, as were elected officialsO%0of those in category 1 were over 51 or
older, whereas 65% of those in category 3 were geuthan 51. Likewise, 100% of those in
category 1 were elected officials, whereas eled#fitials only made up 35% of those in

category 3. The number of people from each rolé phaicipated in the survey was relatively
even, with 54% elected officials and 46% technstaff.

5.5.2.2Beliefs about Transport Policy

Future challenges

Respondents were asked to rank a list of possiltled challenges on a scale of 1-10. Counts
were taken for the number of people who gave etath & ranking of one or two (biggest
challenge) and the number of people who gave ewmh a ranking of 9 or 10 (smallest
challenge). 22% of people gave peak oil a ranking) or 2, and 22% gave it a ranking of 9 or

10. The biggest challenge was citedwasding and affordabilitf67% gave it a ranking of 1 or
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2) and the second biggest challenge was citesha@asaging land use and transport integration
(41% gave it a ranking of 1 or 2). The resultsdthrespondents combined for their biggest and
smallest challenges are presented in Figure 18.

The key for the graphs, for each of the future lelngles is as follows:

a) Congestion/Road capacity/Space to meet demands

b) Facilitating economic growth

¢) Mobility and accessibility for an aging populati

d) Climate change and environmental impacts

e) Peak oil - reduced availability of fossil fuels

f) Funding and affordability

g) Public health

h) Road safety

i) Managing land use and transport integration

j) 3-year central government electoral cycle

Figure 18 Future Challenges
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An average ranking for the challenge(ef peak oilwas calculated for each group. These results

are presented in Figure 19. The higher the numther, bigger the challenge peak oil is
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considered to be. Of the three sortings, thosetynZ; technical staff and those in category 3

were more likely to consider peak oil to be a dradle in the next 30 years.

Figure 19 Future Challenges — Average for Peak Oil
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Results Sorted By City

City 2 was more likely to considgf) funding and affordabilityand (j) the three year election
cycleto be a challenge and less likely to consi@grcongestion/road capacity/space to meet
demanddo be a challenge, when compared to the othesscitie

Figure 20 Future Challenges — By City
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Results Sorted by Policy Maker Role

Technical staff were more likely to conside) peak oiland(i) managing land use and transport
integrationto be challenges, compared to elected officialssreds elected officials were more
likely to consider(f) funding and affordabilityo be a challenge.

Figure 21 Future Challenges - By Policy Maker Role

80%

70%

60%

50%

40% H Elected Officials

30% - B Technical Staff

20% -

10% -

0% -

Results Sorted by Level of Concern about Peak Oil

Those in category 1 were more likely to consifigiroad safetyto be a challenge, and those in
category 3 were more likely to conside) peak oilto be a challenge. Those in category 2 were
more concerned aboa) congestion/road space/capacity to meet demdhas people in the

other two categories.

Figure 22 Future Challenges — By Level of Concerntout Peak Oil
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Key objectives in transport policy making

In order to understand what transport policy makerssider to be the key objectives in transport

policy respondents were asked to carry out a pee-womparison of the five NZTS objectives:

economic development, public health, access/mgpbéitvironmental sustainability and safety,

and rank them on a scale of -8 to 8. For exampéparedents were askedls economic

development more or less important than safeB&spondents could then give a score, for

example 8 to indicate that economic developmegekieemelymoreimportant than safety, or -8

to indicate that economic development is extrertedgimportant than safety.

The key to the tables and graphs is as follows:

eco dev: economic development
acc/mob: access/mobility
enviro: environmental sustainability

ph: public health

The analysis of the pair-wise comparison involvsal following steps (Mindtools, 2010):

1. Using the results from the survey a matrix was tegtdor each respondent that showed

the relative importance of each objective ratedresjahe others. The upper right half of
the matrix (yellow cells in Table 34) was complefed each of the questions in the
survey. E.g. a score of more importance (e.g. 6ndscated by 6, a score of less
importance (e.g. -6) is indicated by 1/6 or 0.17.

To fill the lower left half of the matrix (green ltein Table 34) the reciprocal values of
the upper right half were used. lfpxepresents a figure in roavcolumnb of the upper

right half of the matrix, then the lower left haffilled using this formula: 3= 1/ X%a
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Table 34 Pairwise Matrix

A B C D E F
1 Eco dev Safety Acc/Mob Enviro PH
2 Eco dev 1.00 0.00 2.00 6.00 0.50
3 Safety 0.00 1.00 2.00 4.00 0.00
4 Acc/Mob 0.50 0.50 1.00 4.00 0.00
5 Enviro 0.17 0.25 0.25 1.00 0.17
6 PH 2.00 0.00 0.00 6.00 1.00
7 Total 3.67 1.75 5.25 21.00 1.67

3. The totals for each column were calculated (row 7).

4. The overall weighting for each objective was caltedl and a priority vector (PV)
obtained for each objective. First the score gilcgreach cell was divided by the total for
the column (e.g. in Table 34 above, cell B3 wasddiet by cell B7 to give the value in
cell B3 in Table 35 below). The PV for each objeetivas calculated by calculating the
average of the row (e.g. the average of valueswn2 gave a PV of 0.25 for economic
development, as shown in Table 35). The prioritgtee indicated the weighting each

person gave to each of the objectives.
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Table 35 Priority Vector Calculation

A B C D E F G
1 Eco dev Safety Acc/Mob Enviro PH PV
2 Eco dev 0.27 0.00 0.38 0.29 0.30, 0.25
3 Safety 0.00 0.57 0.38 0.19 0.00| 0.23
4 Acc/Mob 0.14 0.29 0.19 0.19 0.00| 0.16
5 Enviro 0.05 0.14 0.05 0.05 0.10 0.08
6 PH 0.55 0.00 0.00 0.29 0.60| 0.29

For the individual example shown in Table 35, th®nty vectors indicate that this person
placed the highest importance pnblic healthand the lowest importance @mvironmental
sustainability

The results showing the priority vectors for eatieotive averaged across all the respondents
are presented in Figure 23. The most importantctibe wassafety with economic development

being the next most important objective.

Figure 23 Priority Vectors for Key Transport Objectives
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Results Sorted By City

Results sorted by city show thatonomic developmentas generally more important than
environmental sustainabilityn city 2 and 3, and thaenvironmental sustainabilitywas

considerably more important in city 1.

Figure 24 Priority Vectors for Key Transport Objectives — By City

0.35

m ity 1
B City 2
=ity 3

Eco dev Safety Acc/Mob Enviro PH

Results Sorted by Policy Maker Role

Elected officials generally place more importanceeconomic development, safetyd public
healthcompared to technical staff and technical staffegaity place more importance access

and mobilityandenvironmental sustainability.

Figure 25 Priority Vectors for Key Transport Objectives — By Policy Making Role
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Results Sorted by Level of Concern about Peak Oil

Economic developmeig more important for those in category 1 and Bergasenvironmental

sustainabilityis more important for those in category 3.

Figure 26 Priority Vectors for Key Transport Objectives — By Level of Concern about Peak Oil
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Role of economic growth in transport policy

Respondents were asked whether they agreed withircstatements about transport policy and
economic growth. The majority of respondents agréet (@) Economic growth can be
achieved with a sustainable transport system tletuces dependence on fossil fuels and
protects the environmentand (b) The current Central Government's transport igolof
increased funding for ‘roads of national significa promotes short term economic growth at

the expense of long term sustainability objectives.

Figure 27 Economic Growth
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Results Sorted By City

The results did not vary greatly by city, with thajority of respondents agreeing with the two

statements.

Figure 28 Economic Growth — By City
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Results Sorted by Policy Maker Role

Elected officials were more likely to disagree witle two statements about economic growth.

Figure 29 Economic Growth — By Policy Making Role
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Results Sorted by Level of Concern about Peak Oil

The results were split for category 1, with halfesgng and half disagreeing with the statements.
Those in category 2 and 3 were more likely to agvigk the statements, in particular those in

category 3.

Figure 30 Economic Growth — By Level of Concern ahat Peak Oil
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Existing investment in sustainable transport

67% of respondents considered the amount of investimestistainable transport to be either

inadequateor very inadequate

Figure 31 Existing Investment in Sustainable Transeprt
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Results Sorted By City

Those in city 1 were split betweadequateand inadequate Those in city 2 consider the

existing investment in sustainable transport téabéessadequatehan in the other cities.

Figure 32 Existing Investment in Sustainable Transprt — By City
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Results Sorted by Policy Maker Role

Elected officials were more likely to consider gm®ount of investment in sustainable transport
to beadequatevhen compared to technical staff.

Figure 33 Existing Investment in Sustainable Transprt — By Policy Making Role
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Results Sorted by Level of Concern about Peak Oil

The level of concern about peak oil is correlatedtie perceived degree of adequacy of
investment in sustainable transport: those witighdr concern about peak oil are more likely to
consider the amount of investment to ihadequate whilst those with lesser concerns about

peak oil are more likely to consider the amounihgéstment to badequate

Figure 34 Existing Investment in Sustainable Transprt — By Level of Concern about Peak Oil
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Priorities for future investment

When asked to indicate three areas in which theyldvbke investment to be prioritised, the
three most popular answers wef® improving facilities for pedestrians and cytdjs(b)
promoting travel demand management and travel hebavchange measures and (e)

introducing or improving bus serviceBhese results are presented in Figure 35.

The key for the graphs, for each of the differeefa for investment is as follows:
a) Reducing the cost of public transport

b) Promoting travel demand management and traviedbieur change measures

¢) Road and pavement maintenance

d) Improving road safety

e) Introducing or improving bus services

f) Building new roads in congested areas

g) Introducing or improving train services
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h) Improving facilities for pedestrians and cydist

i) Improving personal safety and comfort on puldansport

j) Public transport infrastructure (e.g. bus prity, real time info)
k) Building new roads for key freight/tourism/ecaomo corridors
[) Improving amenity areas (e.g. CBD revitalisafion

Figure 35 Priorities for Investment
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Results Sorted By City

In City 1 there was a clear desire {bn) investment in improving facilities for pedeatrs and
cyclists, (c) road and pavement maintenance anddd)l safetyIn City 2 there was a clear
desire for(b) investment in promoting travel demand managememt lehaviour change
measures, (h) improving facilities for pedestriaml cyclistsand (I) improving amenity areas.
In City 3 there was a clear desire for investmar{e) introducing or improving bus services (e),
followed by (b) promoting travel demand management and belbawdbange measureand(h)

improving facilities for pedestrians and cyclists.
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Figure 36 Priorities for Investment — By City
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Results Sorted by Policy Maker Role

Technical staff were far more likely to conside) introducing or improving bus servicasd
(b) promoting travel demand management and behawbange measuret be a priority
compared to elected officials. Elected officialsrgvenore likely to considgid) improving road

safetyto be a priority for investment.

Figure 37 Priorities for Investment — By Policy Makng Role
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Results Sorted by Level of Concern about Peak Oil

Those in category 1 were more likely to consi@@rreducing the cost of public transport, (d)
road safetyand (k) building new roads for key freight/tourism/aomic corridorsto be

priorities. In category 3 they were more likely tonsider (b) promoting travel demand
management and behaviour change measargs(h) improving facilities for pedestrians and

cycliststo be priorities.

Figure 38 Priorities for Investment — By Level of @ncern about Peak Oil
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Responsibility for investment

Respondents were asked who should be responsibafying out investment in the priority
areas identified aboveCentral governmeniwvas the most popular answer, however several
indicatedother and commented that it should be a combinationlldéeels of government, or

central/regional, or central/local.
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Figure 39 Responsibility for Investment
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Results Sorted By City

The results sorted by city show differences in @mpiracross each of the cities as to who has the
responsibility. Respondents in city 1 and 2 dothotk regional governmertias a responsibility,
whereas nearly a third of those in city 3 do thiegional governmertias a responsibility.

Figure 40 Responsibility for Investment - By City
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Results Sorted by Policy Maker Role

Elected officials were more likely to consider thavestment is the responsibility &entral

government.
Figure 41 Responsibility for Investment - By PolicyMaking Role
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Results Sorted by Level of Concern about Peak Oil

Respondents in category 1 were more likely to amrsihat the responsibility lies wittentral

governmentor that there should be a combination of the gsdother).

Figure 42 Responsibility for Investment - By Levebf Concern about Peak Oil
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Perceived barriers to sustainable transport policy

Respondents were asked to rank potential barriere gcale from 1 to 5, with 1 being a
significant barrier, 5 being no barrier. The bagithat scored 1 or 2 on the significance scale are
represented in the results in this section. Theeethmost significant barriers across all
respondents wer@) lack of funding available at local level, (&ck of funding available from
Central governmeraind (e) lack of political support from Central goverant. These results are

represented in Figure 43.

The key for the graphs, for each of the differesmicpived barriers is as follows:
a) Lack of public acceptance of policies

b) Lack of funding available at local level

¢) Lack of funding available from Central governmen

d) Lack of political support from within your orgigation

e) Lack of political support from Central governmen

f) Concerns from within your organisation about tsirsable transport policy having a negative impact local

business/industry and the economy

Figure 43 Barriers to Sustainable Transport Policy
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Results Sorted By City

Across each city(c) lack of funding available from Central governthand(e) lack of political

support from Central governmentere considered to be barriers. In cities 1 ant)3ack of
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funding available at a local levelas also a concern. Those in city 2 indicated faptack of
public acceptance of policiesd(f) concerns from within the organisation aboutipi@s having

a negative impact on local business and the ecorveeng also more likely to be barriers than in
city 1 or 3.

Figure 44 Barriers to Sustainable Transport Policy- By City
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The results were similar for each role, howevectela officials were more likely to considgr)
a lack of funding at the local levéb be a barrier; and technical staff were moreljikio

consider gd) and(e) lack of political supporto be a barrier.

Figure 45 Barriers to Sustainable Transport Policy- By Policy Making Role
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Results Sorted by Level of Concern about Peak Oil

Across all the three categories the same barriers vdentified as being significar{t) lack of
funding available from Central government, (e) laok political support from Central
governmentand (b) lack of funding available at a local lev@lhose in category 1 were more
likely to consider(b) lack of funding at a local leveb be a barrier and less likely to consi¢ey
lack of political support from Central governmentbe a barrier, when compared to category 2
and 3.

Figure 46 Barriers to Sustainable Transport Policy- By Level of Concern about Peak Oil
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Policy making style

Respondents were asked whether or not they agridledaevtain statements about policy making.
The statements were designed to determine the &dvelipport for an incrementalist style of

policy making amongst the policy makers, as deedrib Section 4.3.2.3.

The results show that 74% agreed with the statem@)iaking small changes to existing
policy, rather than introducing major new changesps to ensure the political feasibility and
acceptability of any proposed polic§8% agreed with the statemdb)There are a wide range
of stakeholders to satisfy, therefore compromisssirto be made to ensure broad support for
policies and 61% agreed with the statemémfThe general public are usually reluctant to
accept major changes to policy and tend to suppunior policy changes that are more familiar

and have the least uncertainty.
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The key for the graphs, showing each of the differstatements expressing certain policy

making styles is as follows:

a) It is better to make small, incremental changegxisting policy rather than risk making mistakeish major

changes to policy

b) There are a wide range of stakeholders to satidgferefore compromises need to be made to ermoed

support for policies

¢) Making small changes to existing policy, ratttgan introducing major new changes helps to englueepolitical

feasibility and acceptability of any proposed pwlic

d) The general public are usually reluctant to gucenajor changes to policy and tend to support mipalicy

changes that are more familiar and have the leaseutainty

e) Major changes to policy should be made regasdtgfslack of public support, if such changes areessary for

the long term greater good of the public

Figure 47 Policy Making Style
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Those in city 2 were more likely to disagree witte tstatemenfa) It is better to make small,
incremental changes to existing policy rather thiesk making mistakes with major changes to
policy than the other cities.
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Figure 48 Policy Making Style — By City
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Results Sorted by Policy Maker Role

Technical staff were far more likely to disagreehwhe statemer(g) It is better to make small,
incremental changes to existing policy rather tmesk making mistakes with major changes to
policy than elected officials.

Figure 49 Policy Making Style — By Policy Making Rte
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Results Sorted by Level of Concern about Peak Oil

Those in category 3 were more likely to disagreth Wie statemer{f) It is better to make small,
incremental changes to existing policy rather tmemk making mistakes with major changes to
policy than those in other categories. They were also tilaly to agree with the stateme(al
Making small changes to existing policy, ratherrthiatroducing major new changes helps to

ensure the political feasibility and acceptabilitiyany proposed policy.

Figure 50 Policy Making Style — By Level of Concermbout Peak Oil
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5.5.2.3Influences on Transport Policy Content

Influential groups

Respondents were asked to rank a list of groupsrins of their level of influence on transport
policy content on a scale of 1-9. Those groups Huatred 1 or 2 were counted as being
influential and are shown in the results in thistes. (a) Elected officials, (b) technical staff and
(g) Central governmentvere the three most influential groups identifiég). Business/Industry,
(e) the general publiand(h) consultantsvere also identified as being influential, butyohly a

minority. These results are presented in Figure 51.

The key for the graphs, for each of the influengiaups is as follows:
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a) Elected officials (Councillors)

b) Council technical staff (transport planners/emggrs)
¢) Business/Industry

d) Environmental/Community groups

e) General public

f) Ratepayers/Residents Associations

g) Central government

h) Consultants

i) Academic researchers (e.g. University)

Figure 51 Influences on Transport Policy Content
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Results Sorted By City

Across all three cities the majority considerddcted officialsandcouncil technicaktaff to be

most influential, followed by entral government.

In City 1 the(c) business/industrgroup was identified twice as having a score of (&cond
most influential group) and in cities 2 and 3 itswan average, the 4th most influential group
behind(a) elected officials, (b) council technical staffd (g) Central governmenthose in city

2 consideredg) Central governmerib be more influential than those in the otheesiti
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Figure 52 Influences on Transport Policy Content By City
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Results Sorted by Policy Maker Role

Elected officials were more likely to conside) business/industrgnd the(e) general publido
be influential, compared to technical staff. Eleictéficials and technical staff both considered

their own colleagues to be influential.

Figure 53 Influences on Transport Policy Content -By Policy Making Role
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Results Sorted by Level of Concern about Peak Oil

Those in category 1 were more likely to consiftgr Central governmeno be influential and
less likely to consideib) technical staffo be influential, compared to those in other gaties.
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Figure 54 Influences on Transport Policy Content By Level of Concern about Peak Oil
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How groups influence transport policy makers

Respondents were asked to indicate how the topecamkoups, identified in the previous
section, influenced transport policy decisions.yahk three most influential groups identified in
the previous section have been included in theodiotlg section of results: elected officials,
technical staff and Central government. Electettials and Central government are more likely
to influence transport policy decisions @) controlling or influencing the funding for pesjts
whereas technical staff were more likely to infloertransport policy decisiorge) by providing
technical advice to policy makerShese were the two most popular methods of infleewith
(a) consultation, (b) and (c) meetings)d (d) via statutory powerbeing the other, less likely
methods.

The key for the graphs, showing each of the metlbdsluence is as follows:

a) Through the formal consultation process

b) Through formal meetings with policy makers

¢) Through informal meetings with policy makers

d) Through statutory powers and/or requirements

e) By providing technical advice to policy makers

f) By lobbying policy makers to ensure their negsmet
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g) By creating media interest in certain projectsssues

h) By controlling or influencing the funding foratrsport projects

Figure 55 Methods of Influencing Transport Policy Makers
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Respondents in City 2 and City 3 conside(gil controlling or influencing the funding for
transport projectdo be a predominant method of influence, in paldictor elected officials and
Central government. In City 1 this was not a poputathod of influence. A popular method of
influence in City 1 wagb) and (c) formal and informal meetindggetween elected officials,

council technical staff and policy makers. In aliee cities technical staff were influential (&)

providing technical advice to policy makers

Figure 56 Methods of Influencing Transport Policy Makers — By City
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City 3
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Results Sorted by Policy Maker Role

Technical staff considered themselves to be intiaeiy providing advice to policy makers.
Compared to elected officials, they were far l@ssly to consider th€a) consultation process,
(b) and(c) meetinggnd(d) statutory powerto be a regular method of influence. Technicalfstaf
also considered elected officials to be more likelynfluence the decisior(k) by controlling or

influencing the funding for projecthan elected officials did themselves.

Figure 57 Methods of Influencing Transport Policy Makers — By Policy Making Role
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Results Sorted by Level of Concern about Peak Oil

Those in category 2 were more likely to consider(#) consultation process, (b and c) meetings
and (d) statutory powers¢o be a regular method of influence, comparedhtse in the other
categories. Those in category 1 considered Cegiradrnment were influential through théif)
statutory powersThose in category 1 did not consider technicaff b be influential by(e)
providing advice to policy makers (e, comparison with those in the other categoriestead
they were more likely to consider them to be influg by (h) influencing funding for projects
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Figure 58 Methods of Influencing Transport Policy Makers — By Level of Concern about Peak Oil

Category 1 Category 2
70% 35%
60% . 30% o
50% 25% | —| .
0% i ® Central government 20% i "~ mCentral government
30% O | Technical staff 15% -+ —] o mTechnical staff
20% || M Elected officials 108 +— || __ mElected officials
10% ] 1—' 5% — —I
0% - T T - = T 0% = G T T S )
a b} [ d e f g h a b 8 d e f g h
Category 3

80%
70% —
60% —
50% -

m Central government
0% -

& Technical staff
30% —

u Elected officials
20% —
10% I | - =
0% +— T .—-.—.—\ e

a b C d e f g h

5.5.2.4Knowledge of, and Attitude Towards, Peak Oil

For the following sub-criteria several additionakearia were included in the survey to provide
further information about transport policy makeattitudes and actions towards peak oil. These

additional criteria are listed below:

Sub-criterion: Level of concern about peak oil

Sub-criterion: Level of priority placed on planng for peak oil

Additional criterion: Why is planning for peak pot a priority?

Sub-criterion: Potential impacts of peak oil

Sub-criterion: Level of information about peak loi

Additional criterion: Additional information nded about peak oil

Additional criterion: Source of information abkqueak oil

Additional criterion: Knowledge of the peak silbject
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Level of concern about peak oil

When asked about their level of concern about pddkr their city in the future, the majority of
respondents either hawajor concerns(43%) or minor concerns(39%). Only 13% hado

concernand 4%did not know

Figure 59 Level of Concern about Peak Oil
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The results were spread fairly evenly for citiearn2l 3. The majority of respondents from city 1

haveminor concerns

Figure 60 Level of Concern about Peak Oil — By City
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Results Sorted by Policy Maker Role

Technical staff were more likely to haweajor concernsabout peak oil compared to elected

officials.

Figure 61 Level of Concern about Peak Oil — By Paly Making Role
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Level of priority placed on planning for peak oil

Respondents were asked to indicate what leveliofigyr planning for peak oil was being given
in their organisation. The majority (63%) saidstheing giversome consideratioat present.
Very few (2 people — 4%) said it wasrejor priority.

Figure 62 Level of Priority Placed on Planning forPeak Oil
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Results Sorted By City

The results are similar across all three citieshwhe 2 people who said peak oil planning was a

major priority their organisation coming from city 3.

Figure 63 Level of Priority Placed on Planning forPeak Oil — By City
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Results Sorted by Policy Maker Role

Technical staff were more likely to consider thaak oil planning was being givesome
considerationand elected officials were more likely to consitieat it was not being given any
priority.

Figure 64 Level of Priority Placed on Planning forPeak Oil — By Policy Making Role
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Results Sorted by Level of Concern about Peak Oil

Those in category 2 were more likely to indicatattpeak oil planning was beirggven some
considerationat present. Those in category 3 were more likelydicate it was being givamo

priority, however the two people who said it wasa@or priority were in category 3.

Figure 65 Level of Priority Placed on Planning forPeak Oil — By Level of Concern about Peak QOil
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Why is planning for peak oil not a priority?

As indicated in the previous section, respondemievasked whether or not planning for peak oil
was a priority in their organisation. Those thaticated it was either given some consideration
or no priority (44 people) were then asked for oeaswhy it was not a major priority, following
the logical line of questioning described in Satt#b3.2.2. The most popular reasons wfbrg:
because the science is inconclusive about thetyediming and potential impacts of peak oil
which makes it difficult to plan for, (j) becauselipy direction to plan for peak oil needs to be
led from Central Government first, (k) because ¢hisra lack of political will from within the
organisation to plan for peak oéind(c) because alternative fuels and technologies sschio-
fuels or electric cars will replace the need fosdo fuels in transportRespondents were given
an ‘other’ comment field, which was used to express a widgeaaof views, including several
that indicated that the existing planning and deelent paradigm will be hard to change. These
results are presented in Figure 66.

The key for the graphs, showing the reasons whygniha for peak oil is not a priority in the

organisation is as follows:
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a) Because peak oil will not occur, there is plesitgheap oil available in the world

b) Because the science is inconclusive about taléyetiming and potential impacts of peak oil wiimakes it

difficult to plan for

c) Because alternative fuels and technologies sisdhio-fuels or electric cars will replace the ndedfossil fuels

in transport
d) Because there is plenty of time to plan in thierg, peak oil will not occur for decades to come

e) Because existing transport policies aimed atiogtly greenhouse gas emissions will reduce the ddrfa fossil

fuel consumption anyway

f) Because transport policy aimed at significaméigucing fuel demand and consumption would beipaliy

unacceptable

g) Because transport policy aimed at significamégiucing fuel demand and consumption would be piybli

unacceptable

h) Because the transport budget is limited and peljlanning is not a priority for funding

i) Because policy aimed at significantly reducinglfdemand and consumption may be harmful to theaay
j) Because policy direction to plan for peak oikds to be led from Central Government first

k) Because there is a lack of political will fronithin the organisation to plan for peak oll

Figure 66 Reasons for Not Prioritising Planning forPeak QOil
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People in city 2 were more likely to consider pglibat prioritised planning for peak oil {g)

publicly unacceptableP?eople in city 1 were far more likely to consitleat there is &k) lack of
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political will from within the organisatiomnd that thgh) transport budget is limited and peak
oil planning is not a priority for funding20% of people in city 2 said planning for peakisihot

a priority (a) because peak oil will not occur, there is pjeott cheap oil available in the world.

Figure 67 Reasons for Not Prioritising Planning forPeak Oil — By City
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Technical staff were far more likely than electdfic@ls to give the following reasons for why
planning for peak oil is not a priorityb) because the science is inconclusive aboutedhkty,

timing and potential impacts of peak oil which negkedifficult to plan for,(f) because transport
policy aimed at significantly reducing fuel demaadd consumption would be politically
unacceptable,(g) because transport policy aimedsighificantly reducing fuel demand and
consumption would be publicly unacceptable, (gduse policy direction to plan for peak oil
needs to be led from Central Government faet] (k) because there is a lack of political will from

within the organisation to plan for peak oil.

Elected officials were far more likely than tectalistaff to consider planning for peak oil is not a
priority (c) because alternative fuels and technologies sagtbio-fuels or electric cars will

replace the need for fossil fuels in transport.
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Figure 68 Reasons for Not Prioritising Planning forPeak Qil — By Policy Making Role
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Those in category 1 and 2 were far more likelydnsider planning for peak oil is not a priorit)
because alternative fuels and technologies sudhiafuels or electric cars will replace the need
for fossil fuels in transporiThose in category 1 were more likely to indicatat thuestions about
the science behind peak oil were the reasons fopmaritising planning for peak oil, whereas
those in category 2 and 3 considered it to be dl®oto other factors such as political and public

acceptability issues.

Figure 69 Reasons for Not Prioritising Planning forPeak Oil — By Level of Concern about Peak Oil
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Potential impacts of peak oil

There were a wide range of possible impacts of melakited by people, with more than 50%
considering them all possible; except {@) the industrial sector will collapse as it isoto
dependent on oil to continue to operate effectiaelg (h) multiple economic recessiorihese
results are shown in Figure 70. The key to thelggaphowing the possible impacts of peak oil is
as follows:

a) Increased food costs and disruption to food apmlue to fuel supply and costs

b) Sudden fuel supply disruptions and price hikéggering periodic fuel supply emergencies

c¢) Car use will decline and people will seek altgive transportation for their needs (e.g. publigrisport, cycling,

telecommunications)

d) People and businesses will need to relocatetoldser to each other and to transportation opgigmopulation

will likely shift to city centres
e) Transportation of freight will become more cpslikely leading to mode shifts from truck to raild boat

f) Maintenance of road infrastructure will be inaingly difficult because of loss of revenue (ffael taxes) and

reliance on asphalt

g) The industrial sector will collapse as it is tdependent on oil to continue to operate effegtivel
h) Multiple economic recessions

i) Increasing conflicts over fuel resources

j) Significant investment will be made in alternatifuels to mitigate any peak oil impacts

Figure 70 Potential Impacts from Peak Oil
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Results Sorted By City

The results were fairly similar across the thriges; apart from city 1 which was more likely to
consider(e) transportation of freight will become more d¢pslikely leading to mode shifts from
truck to rail and boat,(f) maintenance of roadrastructure will be increasingly difficult because
of loss of revenue (from fuel taxes) and relianeeasphalt, (g) the industrial sector will collapse
as it is too dependent on oil to continue to opeefttectivelyand (h) multiple economic recessions

to be possible impacts.

Figure 71 Potential Impacts from Peak Oil — By City
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Results Sorted by Policy Maker Role

Elected officials were more likely to conside) transportation of freight will become more ¢pst
likely leading to mode shifts from truck to raildaboatand (j) significant investment will be made
in alternative fuels to mitigate any peak oil imfsato be possible impacts. Technical staff were
more likely to conside(c) car use will decline and people will seek raiggive transportation for

their needs (e.g. public transport, cycling, tel@mcounicationsjo be a possible impact.
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Figure 72 Potential Impacts from Peak Oil — By Polly Making Role
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Results Sorted by Level of Concern about Peak Oil

Across the board, those in category 3 were momiiko consider a wide range of possible
impacts occurring. Those in category 1 were maés&iyito consider(j) significant investment
will be made in alternative fuels to mitigate argag oil impactand(c) car use will decline and

people will seek alternative transportation for ith@eeds (e.g. public transport, cycling,

telecommunicationgd be possible impacts.

Figure 73 Potential Impacts from Peak Oil — By Levkof Concern about Peak Oil
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Level of information available

Just over half (52%) of all respondents considénatl they had adequate information about peak

oil to make effective transport policy decisions.

Figure 74 Level of Information Available
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Results Sorted By City

Respondents in city 1 and 2 were more likely tosater that they did not have adequate
information about peak oil to plan effectively. 6@¥those in city 3 said they had adequate

information.

Figure 75 Level of Information Available — By City
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Results Sorted by Policy Maker Role

The results were relatively similar across theedéht policy maker roles.

Figure 76 Level of Information Available — By Poligy Making Role
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Results Sorted by Level of Concern about Peak Oil

Those in category 1 and 3 were more likely to abeisthat they did have adequate information

to plan effectively for peak oil.

Figure 77 Level of Information Available — By Levelof Concern about Peak Oil
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Additional information needed about peak oil

Those who indicated that they did not have enouadbriation to plan effectively for peak oil
were asked what additional information they needdte majority indicated they would like
more information aboufb) the potential risks and impacts of a long tdual supply shortage
(on public, businesses et@mdabout(c) how to prepare for and respond to the riskd anpacts
of a long term fuel supply shortage (e.g. potemi@icy options)lhe results are shown in Figure
78.

The key to the graphs, showing the additional mi@miion needed about peak oil is as follows:

a) Information about the possibility and likelihoo€ifuel supply shortages occurring (when it cooddur, how big

the shortage would be)
b) Information about the potential risks and imgact a long term fuel supply shortage (on publicsibesses etc)

c¢) Information about how to prepare for and respdadhe risks and impacts of a long term fuel symblortage

(e.g. potential policy options)
d) Other

Figure 78 Additional Information Needed about PealQil

0% T T T

Results Sorted By City

Those in city 2 were more likely to want informatiabout(b) the potential risks and impacts of
a long term fuel supply shortage (on public, busses etcand those in city 3 were more likely
to want more informatioabout(c) how to prepare for and respond to the riskd anpacts of a
long term fuel supply shortage (e.g. potential pobptionsicompared to the other cities.
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Figure 79 Additional Information Needed about PealQil — By City
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Technical staff were more likely to want informatiabout(b) the potential risks and impacts of
a long term fuel supply shortage (on public, busses etcand elected officials were more
likely to want more informatioraboufc) how to prepare for and respond to the risks and

impacts of a long term fuel supply shortage (eageptial policy options)

Figure 80 Additional Information Needed about PealQil — By Policy Making Role
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Results Sorted by Level of Concern about Peak Oil

No-one in category 3 considered they needed additimformation about peak oil. Those in
category 3 were more likely to need a wide vard@tadditional information compared to those
in category 2.

Figure 81 Additional Information Needed about PealQil — By Level of Concern about Peak Oil
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Source of information about peak oil

People obtain their information about peak oil frawide range of sources.

Figure 82 Source of Information about Peak Oil
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Results Sorted By City

The results did not vary greatly across the thigesg apart from people from city 1 being more

likely to get their information fronconferencesand not from thénternetor colleagues

Figure 83 Source of Information about Peak Oil — ByCity
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Results Sorted by Policy Maker Role

Elected officials were more likely to get theiranmation from thenediaandjournals,whereas

technical staff were more likely to get their infaation from the@nternetandcolleagues

Figure 84 Source of Information about Peak Oil — ByPolicy Making Role
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Results Sorted by Level of Concern about Peak Oil

Those in category 1 were more likely to get thefoimation from themedia Very few of those
in category 3 get their information from timeedia, instead they get it from a wide range of

sources.

Figure 85 Source of Information about Peak Oil — ByLevel of Concern about Peak Oil
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Knowledge of the peak oil subject

Respondents were asked about their level of kngy@ledbout the peak oil subject. The majority

were eitheinformedor very well informed.

Figure 86 Knowledge of Peak Oil
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Results Sorted By City
The results did not differ greatly by city, apadrh 100% of those in city 1 beimgformed.

Figure 87 Knowledge of Peak Oil - By City
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Results Sorted by Policy Maker Role

Elected officials were slightly more likely to codsr themselvesery well informedccompared

to technical staff. Elected officials were als@btiy more likely to benot well informed.

Figure 88 Knowledge of Peak Qil - By Policy Maker Rle

80%
70%
60%
50%
40%

20% = Elected Officials
20% -

10% -
0% -

m Technical Staff

Very well Informed MNotinformed Havenot
informed buthave heard about
heard about it
it

191



Results Sorted by Level of Concern about Peak Oil

50% of those in category 1 considered themselvdm teery well informedMore than 80% of

those in category 2 considered themselves iafbemed.

Figure 89 Knowledge of Peak Qil - By Level of Conea about Peak Oil
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6  Results Analysis and Discussion

The following sections analyse the results obtaif@dthe online survey and interviews (as
described in Section 0), as well as the locatiatofs (as described in Section 5.3), and assess
which of the five main criteria and their sub-arige are influential in determining how a

transport policy maker makes decisions about ptanfor peak oil.

The results indicate that there is a relationskeipvieen the level of planning for peak oil and:
» Location factors: The population density of the @ihd transport and activity systems;
» Personal factors: The age of the majority of el ciiicials;
» Beliefs about transport policy: Investment in singhle transport;

» Beliefs about transport policy: The tendency to wamcarry out incremental policy

making styles in order to gain public and politisapport for policies;
» Beliefs about transport policy: The role of economiowth;

* Influential actors: Central government and fundingad lobby, local businesses and

general public;

* Knowledge of and attitude towards peak oil: Theeleaf concern about peak oil amongst

the majority of elected officials and conflictingews of technical staff;

* Knowledge of and attitude towards peak oil: Thedbehat alternative fuels and new
technologies will mitigate any peak oil impacts agst elected officials and technical

staff; and

* Knowledge of and attitude towards peak oil: Levélirdormation available, level of

knowledge and source of information.

These relationships indicate that these criterthsarb-criteria are influential in determining how
transport policy makers perceive, and act towapésk oil. The relationships are described in

the sections below.
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6.1 Location Factors

It was expected that there would be differenceabénevel of planning for peak oil in each of the
three case study cities as a result of locatiotofac The population density of the city is an
important factor and the results show that a lopagulation density results in a lower priority

placed on planning for peak oil.

The population density of city 1, along with othiactors such as a rural activity system and a
simple transport system based on the private welaigt all possible reasons why planning for
peak oil is not prioritised. The ability for city tb implement planning for peak oil using

traditional methods that aim to reduce reliancetlom private vehicle (e.g. public transport)

would be difficult and costly given the existingdget and physical constraints. A number of
interviewees indicated that they had more presssages to deal with besides peak oil and
several stated “we are doing all we can just tonta& the status quo [in terms of the level of
service on the roads] in order to meet the needbeofesidents and farming community in the
district”. Under such circumstances, planning fealp oil is not able to be assigned a high

priority.

Many of New Zealand'’s local councils have charasties like city 1, and this is reflected in the
government’s response to questions as to why pignfaur peak oil is not a priority in New
Zealand: “the reality is that given our populatiensity and history of the development of our
transport system, private vehicles will continuebt® the method by which most people will
travel within the foreseeable future, and our itweshts need to reflect that reality” (Joyce,
2010, p.1).

In city 3, where the population densities are mhigfher and the transport system and activity
systems are urban and far more complex, pressuobsas congestion and pollution are strong
drivers for implementing sustainable transport sohs such as public transport, walking and
cycling. With congestion being linked to negatiwgpacts on the economy, incentives to reduce
congestion in city 3 are high in the presence ef ¢sonomic growth paradigm. As a result
planning for peak oil can happen as a by-producthef aims of reducing congestion and
protecting the environment. City 2 has similar elcteristics to city 3 however the congestion
pressures are less significant, resulting in legency to introduce travel demand management

measures and public transport services.
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In city 2 and 3 the rating base is far larger thraaity 1, resulting in more money available from
local rates for the transport budget and projdts assist towards peak oil planning. However,
in both cities concerns were expressed about theuatmallocated in transport budgets for
sustainable transport modes such as walking, @yelmd public transport.

6.2 Personal Factors

The results showed that technical staff and yousapje have more concern for peak oil than
older people and elected officials. As a group,aleeted officials were older than the technical
staff group. It appears that older people in gdmaay be less inclined to have concerns about
peak oil, a statistic that is supported by markstearch (Research First, 2010) carried out in
Canterbury that looked at transport issues outO#il2When asked to rank future priorities for

the transport system the research found that qdeple (55+) were less likely to give “reduces
reliance on oil” a high ranking. This has importanplications for peak oil planning if elected

officials, who finalise policy, are generally inetlolder age bracket.

The results also showed differences between diffevgganisations, with a higher percentage of
those from regional councils more likely to havegan&@oncerns about peak oil than those from
local councils. However, the very small sample daeregional council staff means that this
cannot be taken to accurately represent the positib regional and local council staff

respectively.

Differences between elected officials and techngtaff within an organisation are crucial to
understanding policy outcomes. The role of technstaff is to advise the elected officials,
however it is elected officials who make the fidekisions. The differences of opinion held by

different policy maker roles are described in tbkofving sections.
6.3 Beliefs about transport policy
6.3.1 Barriers to investment in sustainable transport oyt

The majority of respondents consider the amoumiastment in sustainable transport solutions
to be inadequate. This was a strong view of theleeim city 2, technical staff and those with

major concerns about peak oil.
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As was to be expected, people with little or noaawn for peak oil were more likely to consider
that the existing amount of investment in sustdmatansport is adequate. If we also consider
that many elected officials fit into this categoayd that technical staff consider elected offgcial
influence the transport decision process by colivigplthe funding for projects, this could
suggest that getting elected officials to directdung towards investment in sustainable transport
could be difficult.

In terms of what people consider to be the priaaityas for investment, in the cities with higher
population densities (city 2 and 3) there was arciesire for investment in a wide range of
sustainable policies such as improving bus serymed facilities for pedestrians and cyclists. In
city 1, which has different location factors, theiopty areas were road and pavement

maintenance, and safety.

Elected officials considered a wide range of atedse a priority for investment, whereas 50%
or more of technical staff indicated that traveinded management, bus services and facilities
for pedestrians or cyclists to be priorities. Thisuld seem to indicate that elected officials have
a wide range of views on how money should be smentthe transport system. Again,
considering elected officials finalise policy, dudd be difficult to get a majority backing of any

one project if they have differing opinions on wéenoney should be spent.

Interestingly though, a lack of political supporbrh within the organisation was not cited as a
barrier to implementing sustainable transport gollastead the most commonly cited barriers
were lack of funding at local level and at Cengalernment level as well as a lack of political

support from Central government.

Individuals in city 2 were far more likely to cit@ lack of public acceptance of sustainable
policies, as well as concerns about policies hagangegative impact on local business and the
economy, as being barriers compared to the othiescilhis would suggest that there could be
localised problems which have been experiencedviatlg attempts to implement sustainable
policies in city 2. Several interviewees from cRyalso mentioned that moves to provide
incentives to using public transport, such as lamed, which reduce parking availability, are

often met with resistance.
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6.3.2 Economic growth paradigm

The results show that those who had a higher levelboncern about peak oil placed a lower
priority on economic growth and a higher priority environmental sustainability compared to
those with little or no concern about peak oil. sSThiould suggest that policy makers who place
importance on economic growth are more likely td be concerned about peak oil. This is
reflected by the elected officials, who placeddlig more importance on economic growth, and

who, as a group, were less concerned about peak oil

The majority of respondents agreed that econonoevy can be achieved with a sustainable
transport system that reduces dependence on fastsl and protects the environment, and that
the current government’s policy of ‘roads of natibsignificance’ is not good for long term
sustainability objectives. Approximately 10% of péx all elected officials, disagreed with both
of these statements. Disagreement with the fistestent could indicate that they consider
economic growth and sustainability to be mutuakglesive. However to also disagree with the
second statement would seem to indicate the ompasiat the policy of ‘roads of national
significance’, designed to facilitate economic gtlowdoes not inhibit sustainability, suggesting
that economic growth and sustainability are contppatilt is presumed that these people are in
fact defending the policy of ‘roads of national refgcance’, rather than indicating that it

promotes sustainability.

Almost half of the respondents suggested that susdike transport policies were difficult to
implement because of fears from within the orgdmmsaabout negative impacts on local
business and the economy. This result would sugbastthe desire for economic growth is a
relatively dominant paradigm within transport pglimaking. However, the majority of transport
policy makers consider that economic growth canablieved alongside a more sustainable
transport system, suggesting that economic grolalld not come at any cost.

6.3.3 Incrementalism in policy making

Technical staff were far more likely than electdtic@ls to consider a lack of political and
public acceptability of policies related to peakmanning, and a lack of political will within the
organisation, to be the reasons planning for péak oot prioritised. Almost a third of technical

officials clearly stated in the interviews that yheonsidered that elected officials did not have
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any concerns about peak oil. Fifty percent of efpondents said that politicians were too short
sighted and focussed on localised issues to dehlwider, long term issues such as peak oil.
These comments were made during the interviewglation to conversations about the three
year election cycle. Some suggested that the geaeelection cycle does not enable politicians
enough time to get involved with more long ternmatggic thinking; instead they are forced to
look towards ‘narrower’ localised issues in ordeibuild their reputation and assist with public

popularity.

These results would indicate that political aspeftgansport policy making can be barriers to

planning for peak oil.

The observed level of agreement with an incremeshtablicy making style can provide an
insight into how the political aspects of transppdlicy making influence transport policy
makers. The results show that the majority of gohtakers, both technical staff and elected
officials, agree thaa) there are a wide range of stakeholders to §atihierefore compromises
need to be made to ensure broad support for palicie) making small changes to existing
policy, rather than introducing major new changesps to ensure the political feasibility and
acceptability of any proposed policgnd(c) the general public are usually reluctant to ept
major changes to policy and tend to support minoliqy changes that are more familiar and
have the least uncertainthgreement with these statements indicates a velgthigh level of

agreement with an incrementalist style of policyking.

Given the dominance of the private vehicle in Nezaldnd, it is presumed that transport policy
makers anticipate any policy that severely inhipiisate vehicle use to come up against public
and political opposition. In these circumstancesiga level of agreement with an incrementalist
style of policy making is unlikely to see policyathgoes against the perceived desires of the
public being implemented. This in turn will makedifficult to introduce the dramatic change
needed should peak oil eventuate: away from theisstauo of transport by private vehicle,

towards a system that is more resilient to disoniin fossil fuel supplies.

Surprisingly, despite the prevalence of agreemetit iwcremental policy making, almost 50%
of respondents agreed thragjor changes to policy should be made regardlédaak of public
support, if such changes are necessary for the teng greater good of the publithis would

suggest that if policy makers can agree that gisorg planning for peak oil is in the interests of
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the longer term greater good of the public, thetic@s could be introduced to that effect.
However, for such agreement to take place, it woaljlire a dramatic shift in opinion away
from the current thinking about transport plannexgd policy making in New Zealand that
focuses on the private vehicle (Leteal 2009).

6.4 Influential actors
6.4.1 Central government

A lack of funding from Central government was a dwant theme to emerge from the research.
The majority of respondents considered the amotimtvestment in sustainable transport to be
inadequate in their city and that much of the respulity for investment lies with the Central
government. In the interviews, the most common cemtmvas that Central government should
provide more funding for public transport, walkimgd cycling. When asked “what are the
barriers to implementing sustainable transportgoedi in your city?”, transport policy makers
across all three cities clearly identified firslylack of funding from Central government, and
secondly a lack of political support from Centragrnment. When asked to rank challenges for
the future, funding and affordability was identdias by far the most significant challenge. The
Auckland Region’s RLTS reflects the concerns ofstheurveyed (ARTC, 2010). With councils
reluctant to increase rates during tough econoimied to fund sustainable transport projects,
this makes prioritising planning for peak oil vedifficult for both local and regional

governments.

It is also clear from the results that not onlyCientral government influential through funding
but also in terms of the strategic direction tramspolicy takes at the local and regional level.
When asked for reasons why planning for peak of nat a priority, the most common answer
was that policy direction to plan for peak oil need be led from Central government first. This
was also reflected by several interviewees stétuad) the signals from Central government do
not encourage planning for peak oil. The curreghais from Central government indicate that

peak oil is not an issue worth prioritising (Joy209).
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6.4.2 Other influential actors

Many participants considered negative impacts @allbusiness and industry to be a barrier to
implementing sustainable transport policies. Techinstaff were more likely to hold this view

compared to elected officials. This would suggésitt tocal businesses are in fact influential,
despite not being identified as an influential grdn the survey responses. In city 2 and 3
several interviewees noted that there were often vecal business groups, for example groups
concerned about reduced revenue as a result afsaofoparking due to implementation of bus

lanes.

Interviewees were asked whom they considered tofleential from outside the organisation. A
few mentioned the influential role of the roadidby, in particular the Road Transport Forum,
stating that they were far more organized, vocdlfzad better funding than other groups such as
environmental or community groups. The politicakk between the Road Transport Forum and
central government were also highlighted, with lgeeder of the Road Transport Forum being a
former Minister and member of the National Partie3e political links could partly explain
why the current government (National Party led)fa¢ funding for State Highways (‘roads of

national significance’) over other activity classes

The results highlight the fact that political angbppc acceptability of policies is important and a
lack of such acceptability can be a barrier to enmnting policies which plan for peak oil. The
fact that “public acceptability drives political @ptability” (Banister, 2008, p.79) would suggest
that the general public (voters) are also an imfliaé group when it comes to developing and

implementing transport policies.
6.5 Knowledge of, and attitude towards, peak oil

The attitude of technical staff towards peak oill wnpact on the level of planning for peak oil
as they provide advice to the elected officialsg @s it is elected officials that finalise all
transport policy, their level of concern about pedkwill also influence the level of planning for
peak oil. However, because elected officials haeefinal say on what policies are implemented,
it is likely that their attitude towards peak oillmhave more of an influence than that of the

technical staff.
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The majority of elected officials had either mirmrno concerns about peak oil and only 27%
had a major level of concern about peak oil (cate@). This is reflected in the priority placed

on planning for peak oil within each of the citgslicy documents, and the fact that 96% of all
policy makers cite that planning for peak oil ither being given some consideration or none at
all at their organisation. These results confirrat tthe level of concern about peak oil amongst

elected officials is correlated to the policy outws.

In city 1, none of those who participated in theeaach had major concerns about peak oil, and
this is reflected by a low/medium ranking for peakplanning in existing policy documents.
Respondents in city 1 cited a lack of politicallvat well as a limited transport budget as the

main reasons why planning for peak oil was notiary.

In city 2 and 3, where there is more emphasis @k pd in policy documents, there are more
people in category 3 who are perhaps able to piafllyence some of the policy decisions. As a
result, cities 2 and 3 had a ranking of medium/highpeak oil planning in existing policy
documents. It is likely that in city 2 and 3 otli@ctors, such as congestion, provide a significant

incentive to introduce sustainable transport pesicregardless of concerns about peak oil.

The level of concern about peak oil amongst te@dinstaff was much higher than elected
officials, with 65% of them considering peak oil be of major concern. In city 2 and 3 the
number of technical staff in category 2 and 3 vedatively even. 47% of technical staff consider
that the science is inconclusive about peak odlifse timing, impacts etc) and almost a quarter
consider that alternative fuels and technology miligate any peak oil impacts, highlighting the

differing views of technical staff about the scieraehind peak oil.

It appears, however, that the major concerns dfnieal staff are not being directly translated
into policy. This is despite the fact that techhis&aff were considered by respondents to be
influential in determining the content of transppdlicy by providing technical advice to policy
makers. A possible reason could be because tetlmtafhhave differing views about peak oil
(not all were in category 3) and are therefore le&bprovide a united, clear message to elected
officials about peak oil. Research carried out by NZTA (Leeet al 2009) found that the
absence of a coordinated message from technidglwshtach is backed up by sound data, makes

it difficult to convince elected officials, and thmublic, of the need to make any changes to

policy.
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Another factor that is undoubtedly related to tbeel of planning for peak oil is the fact that
almost half of the respondents consider that imeests and improvements in technology and
alternative fuels are the reason why planning feakpoil is not a priority in their organisation.
This is a common response to the peak oil probButljanan and Dantas, 2010he majority

of these people were elected officials and those wdnsidered peak oil to be of minor, or no
concern (category 1 and 2). These views match ignesvof the current Central government on
the subject of peak oil (Joyce, 2009). 70% of pe@tso said that significant investment will be
made in alternative fuels to mitigate any peakiropacts when asked to consider any scenarios
that may arise from a shortage in fossil fuelshia tuture. 83% of elected officials and 55% of

technical staff agreed with this statement.
6.5.1 Level of information about peak oil

The results show that the level of information &lzde about peak oil is related to the level of
priority placed on planning for peak oil. The méjpiof respondents in city 1 and 2 considered
that they do not have adequate information to neffective policy decisions and these cities
also have lower levels of planning for peak oitheir policy documents. Questions surrounding
the science of peak oil, and a lack of understapdbout the subject, have been cited as reasons

why planning for peak oil is not prioritised (Heatgy, 2007).

A lack of information or understanding about pedld@ not seem to be a major issue for those
from city 3, with 60% considering they had adequiatermation to make effective policy
decisions. This is reflected by a slightly higherdl of planning for peak oil in policy documents

in city 3.

37% of all policy makers consider that they do hate enough information about peak oil to
make effective policy decisions and only 52% sd&eytdid have enough. This is significant
because if many policy makers consider they dohaste adequate information, it makes it
difficult for them to make an informed decision ab@n issue such as peak oil that has the

potential for major and wide-reaching consequences.

The level of information available appears to alslate to the level of concern about peak oil
amongst policy makers, in that people who had gtreiews about peak oil (no concern

(category 1), or major concerns (category 3)) waree likely to consider they had adequate
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information about peak oil. People who abstaineanfrexpressing a strong level of concern
either way about peak oil (category 2) generallg dot consider that they had adequate
information. They were also less likely to consittermselves “very well informed” compared to
those in category 1 and 3. It appears that a lddkformation could be preventing those in
category 2 from having a strong view either wayviHg more information and becoming better
informed could result in them either raising or &img their concerns about peak oil, and

consequently fitting into either category 1 or gatey 3 respectively.

Of those who said they did not have enough infoilonathe majority said they would like more
information about how a long term fuel supply shge may affect people and businesses and
potential policy options to respond to the riskshaf asked who they thought should supply this
additional information about peak oil, 88% said Ca&ngovernment.

Central government was not identified by anyondeiag a source of information about peak
oil; instead people get their information about kel from a wide variety of sources. The
information source could be related to the levetaficern about peak oil, as there are obvious
differences between the sources of information apeak oil for elected officials and technical
staff and differences in their levels of concermowbpeak oil. Technical officials mainly get
information from the internet and colleagues, atetted officials get information from the
media and journals. A large percentage of thoseplpem category 1 and 2 also get their
information from the media. This would suggest tia media is portraying peak oil as an issue

of little concern.
6.6 Inter-relationships between criteria

Naturally each of the criteria identified aboverut influence the level of planning for peak oil
in isolation. There is a complex web of relatiopshbetween each of them that will influence
how each transport policy maker perceives pea&rallhow they act towards the problem.

Some criteria, such as level of information aboeakpoil and beliefs about alternative fuels,
influence the level of concern about peak oil, wahwill in turn influence the attitude of the

policy maker towards investment in sustainable spant and will ultimately influence the

actions of the policy maker. However, the Centalegnment will then influence trability of a
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transport policy maker to carry out investment uistainable transport through its funding and

policy mechanisms.

Likewise, the Central government will influence tlewel of concern about peak oil, attitudes
towards sustainable transport, and the level aeb#iat alternative fuels and new technologies
will mitigate any peak oil impacts, through its jegl position. Influential actors such as the
general public and local businesses will influettoe policy making style through the need for

public acceptability of policies.

These criteria combine to influence a transporicgahaker’s actions, and how they combine is
crucial in determining the level of planning forgkeoil. For example, the results of this research
show that a high level of concern about peak acésdwot necessarily translate directly into a high
level of action in terms of robust planning for pexl. Likewise, the perception that the level of
investment in sustainable transport is inadequates dnot necessarily translate into more
investment in sustainable transport. This is beedhe transport policy maker must take into
account acombination of influential criteria, including the need for Igiwal and public
acceptance, the level of funding and political supfrom Central government, and the location
factors, when making a decision about transportcpolThe views of technical staff, who
generally have higher concerns about peak oil andider the level of investment in sustainable
transport to be inadequate, may be translatedaiction in the form of policy advice. However,
this advice then goes through a filter’, in thenfoof the elected officials who take it into
account along with the other influential critet@fore it is able to be translated into policy.

It is at this point that the process becomes paiéd and technical advice and personal views on
transport and peak oil may be weakened by theanfia of other criteria, especially given the
fact that the research suggests that elected affi@re concerned about gaining public and
political acceptance (69% of elected officials &grevith the statement th#ttere are a wide
range of stakeholders to satisfy therefore compsesineed to be made to ensure broad support
for policies; and only 42% agreed thajor changes to policy should be made regardléss o
lack of public suppojt The results also show that 53% of technicalf stahsider a lack of
political will from within the organisation to bekarrier to planning for peak oil. These statistics

highlight the strong influence of an incrementdig@omaking style.
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It is in this sense that the ability of a policy keato make a purely rational decision based on
scientific evidence is questioned, and that thedaiming and compromise” (Hayes, 2001, p.3)
of the incremental theory appears to be a moreogpiate description of the process. It also
brings into question the fact that a third of adlipy makers desire more adequate information
about peak oil. However, would this additional mmf@tion necessarily translate directly into

better policy decisions given the limits of ratibdacision making?

The policy making process is further influencedtbg fact that it is democratic, and that the
elected officials charged with making the decisitiase differing opinions based on how the
criteria combine to influence each of them indiatiy Ultimately it is the views of the majority

that are expressed in the policy outcomes.

Regardless of the advice of technical staff, amdptblitical desires of elected officials, both sets
of transport policy makers at the local level avastrained in their abilities to act by the level o

funding and political support from Central govermnerhey are also constrained by location
factors such as population density, the existiagdport and activity systems, and the available
budget. Transport policy makers consider a lackuatling from Central government (85% of

respondents) and a lack of political support froemttal government (80% of respondents) to be
barriers to implementing sustainable transport.s€hare significantly more common barriers

than others such as lack of public support (26%espondents) and lack of political support at
the local level (28% of respondents). This wouldgast that the Central government criterion is
strongly influential in determining the policy ootoes, more so than the criterion of public and

political acceptance.

The following example at one of the councils iry @thighlights the vastly differing opinions of
people on the subject of peak oil, and the inghidt those with major concerns about the issue to
translate them into action. The existing policyrag council does not prioritise planning for peak
oil. There is some recognition of the fact thatsfbliels are non-renewable and that the transport
system is dependent on them, however the recogrfithe need for sustainable transport systems
is more due to the need to accommodate future gramtl ease congestion, rather than mitigate
any possible peak oil impacts.

A technical staff member at the council concerngat@ssed the following during their interview:
* Has major concerns about peak oill;
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Their role is to provide information to senior §tahd elected officials about any new

information about peak oil and other related issues

Has problems getting senior staff and elected iafido acknowledge the seriousness of
the information presented because it requires tiyvdifferent way of thinking compared
to the status quo of transport policy developmehts is partly due to the fact that many

senior staff have been in the role for a numbeeafs and are very “set in their ways”; and

Has real concerns about the lack of funding fromtta¢ government and the amount of

investment in sustainable transport.

The other technical staff members at this coundilndt express such strong concerns about peak

oil, some of whom only have minor concerns aboakpal and believe that alternative fuels and

new technologies will mitigate any peak oil impacts

An elected official at the same council had a yadifferent view of the peak oil problem:

No concerns about peak oil;
Considers peak oil will not occur, there is pleotyil available;

Considers Central government’s ‘roads of natiomgiicance’ policy to be an effective

policy for the future; and

Considers the amount of investment in sustainaatesport to be very adequate.

Another elected official presented similar viewsaying:

Electric cars will solve any fuel crisis and peopié adjust to rising fuel prices;
We need more roads as well as public transport;
Central government is influential in determiningrtsport policy outcomes; and

Peak oil has not been raised as an issue at caneetings.

As there is some acknowledgement of the fact thasilf fuels are non-renewable in policy

documents at this council, it would appear t@neof the concerns of the technical staff about

peak oil are being recognised siymeelected officials. However, if we were to comptre levels

of concern about peak oil expressed in the inteiiabove with the level of concern about peak
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oil expressed within policy documents, the policee more closely aligned with the elected

official’s views of peak oil, rather than thosetloé technical staff.

Based on the comments in the interviews, it idyikieat the priority placed on peak oil in planning
documents is low due to the majority of electedcadfs: (a) dismissing the views of the technical
staff with major concerns about peak oil (as tlehnecal staff member claimed elected officials
do), (b) possibly being influenced by the policyiad from technical staff that have lesser
concerns about peak oil, and (c) being influencgedipnals from Central government that do not
promote planning for peak oil.

6.7 Summary of influential criteria

Now that the relationships between the level ohpiag for peak oil and the five criteria have
been refined, we can then return to the diagramwstitp influential actors and factors in

transport policy planning for peak oil (Figure 1@rh Section 4.1) and modify it to indicate
these relationships, as shown in Figure 90. Thgrdia has been modified from the version in
the theoretical framework to show the criteria anob-criteria which have been identified in the
results analysis as being influential in deterngnithe attitude of transport policy makers
towards peak oil, as well as determining theiraiin terms of planning for peak oil.

The diagram has been further modified to show titerirelationships between the criteria and
how they work to shape the level of planning foalpeil. Some of the criteria directly influence
the policy outcomes (solid line), and others infloe the policy outcomes by influencing other
criteria (dashed line). Those criteria which arerded to be more influential in determining the

policy outcomes are indicated by a thicker line.

207



Policy

Qutcome:

Some

planning

for peak
oil

Location Factors Knowledge of Personal Factors
* Population density and attitude . Age
,° Eudget . - %@( *~ "7 . Roe Knowledge of and attitude
* Transport an ot towards peak oil
/ L . 7 LAY - -
/ activity system Level of s RN « Level of info available
’ I _ cgncctern ‘ € = % = = =7\~ =7 - Perceived level of knowledge
,/ o X gilou pea .« 7 A « Source of information
. 4 ~< q
Beliefs about Transport |, = | ! /7 ~ | -
Policy =Ll o N g X _ T~ Knowledge of and attitude towards
« Attitude towards I \ , 7 _ peak oil
investment in sustainablg I \ y * Belief that new technology and
transport —_——_—_——_—— [ 0 »  alternative fuels will replace the need
I s for fossil fuels in transport
7Y | }/
Influential Actors I \\ ) 7 ‘ ,’ /s ’
« Local businesses | | \ 1 ! ’, s Elected
« Roading lobby ! 1,7 , Officials
» General public ! r ! ’, s Action = make ﬁ
I : \ \ ] decisions Majority
* I \z\ /7 1 ! ’ y'y decision
1 I
i ’ . .
Policy Process \ \ | ’ to influence
* Policy makllng style: A transport policy
incremental (concerns about Vol /’ makers'’ actions
political and public | , 4
acceptance; a lack of politica| \ 4 /
will to plan for peak oil) N , 4
\, Technical
Staff
Influential Actors Action =
* Level of Central Government provide advice
funding for sustainable transport

* Central Government policy towardg
peak olil

‘Policy Makers’ Worldview’: dominant paradigm is
economic growth

Figure 90 Inter-relationships between influential citeria that determine the level of planning for peak oil

208




6.8 Limitations of the results

There are several aspects of the sample size dadcdiéection method that must be taken into
account when looking at the results and readingathedysis and discussion above. These are
described in the following sections.

6.8.1 Sample size

Whilst carrying out the interviews it became appahat those people who had more concern
for the peak oil subject were more willing to paigiate in the research. It was suggested by one
interviewee that the wording of the initial emasluest for interviews, including the term peak
oil, possibly caused those who consider peak obleéaonsense to dismiss the request (see an
example of the email request for interview in Apgier3). Several interviewees, who had major
concerns about peak oil, made suggestions of peopentact to carry out interviews who they
knew to be dismissive of the peak oil issue. Thesaple had been approached and an interview

requested, but had either declined to be intervitavenot responded to the request.

As a result it is thought that the relatively lowmber of people in category 1 (no concern about
peak oil) could be due to the fact that they wess llikely to agree to participate in the research,
compared to those with a higher level of concethrer&éfore the number of people in category 1
in this research may not accurately reflect theaqgbercentage of people in category 1 in each

of the organisations.

In hindsight a more robust number and variancepafions may have been obtained with a more
generic description of the research in the initiéérview request. However, at the same time it
was important not to be misleading in the desaiptf the research, in order to meet guidelines

of the University of Canterbury Human Ethics Comneet

There were also limitations in the number of reglocouncil staff able to be interviewed and
surveyed. It was decided at a later stage in tkeareh process to include regional council
persons in the survey process and as a resulsithffécult to obtain appointments for interviews
at late notice. The Regional Council for City 1 waggproached to carry out interviews and

surveys but declined to be involved in the researclthe grounds that they considered the data
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collection method and analysis would provide midieg information. As a result the views of

regional council persons are under-representdaeimeisults, in particular for city 1.

Because 67% of respondents in the online survey68#4 of interviewees were from city 3 this
could have provided misleading results that overasented the views of persons from city 3.
The sorting of results by city helped to lesses #ffect. As city 3 is split into 4 different local
councils, the possibility also existed for one lo¢ focal councils to be over-represented. This

was the case with local council A, as it represg3@% of respondents from city 3.

The particularly low number of participants frontycil (13%) has meant that the views of
transport policy makers in smaller, predominantlyat based organisations have been under-
represented in the results, in particular techrstaf, as only 1 technical staff member from city

1 completed the survey.

These uneven sample sizings are mainly due tadiffes getting potential interview and survey

candidates to participate.

In summary, more time to allow more flexibility fearrying out interviews and surveys, along
with a better designed initial request for partatipn, could have helped to increase the sample
size, thereby enabling more robust conclusiongtdrawn from the research.

6.8.2 Question wording

In hindsight, question 12, which asked about inftied groups in transport policy making, could
have been worded differently in order to obtaintdranhformation about the groups from outside
the organisation that may be influential. By inéhglelected officials and council technical staff
as options to be ranked, these were the two gropsen most often. It was presumed that this
was because they obviously are directly, and mdssely, involved in transport policy
development. Without these two options, respondeotstd possibly have been forced to think
more about who influenced them from outside theaoigation in terms of the way transport

policy is developed.
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7 Conclusions and Recommendations

7.1 Aims, Objectives and Hypothesis

The purpose of this research was to gain a bettéerstanding of transport policy makers, and
in turn make recommendations as to how peak oildcdne assigned a higher priority by

transport policy makers. The two main aims of #&search were to:

1. To understand how transport policy makers percpaak oil and what their attitudes are
towards the issue; and

2. To understand why transport policy makers act tlagy they do when faced with the

possibility of peak oil.

These aims have been met and the four objectiveéleofesearch carried out: development of
conceptual model and theoretical framework, condgcta case study and providing
recommendations (see Secti&nror! Reference source not found.below). The hypothesis

proposed in Section 1.5 has been confirmed thranginalysis of the results of the case study.
7.2 Key Findings

The key findings of this research that meet thesaamd confirm the hypothesis are described in
the following sections.

7.2.1 Level of concern about peak oil

It can be concluded from the research that in Nealahd the majority of transport policy makers
are aware of the peak oil issue, but that trangumity makers at the technical staff level appgear
have a higher level of concern about peak oil caepdo elected officials. Those who have a
lower level of concern generally consider thatraliéve fuels and new technologies will mitigate
any effects of peak oil in the future. This belietulld be a major reason why planning for peak olil
is not prioritised. The differences in attitude tovds peak oil and beliefs about alternative fuels
and new technologies expressed amongst electethsffresults in a lack of clear consensus about
the level of planning needed for peak oil. Thikla¢ consensus is compounded by the fact that

technical staff, who advise elected officials, alswe differing attitudes, which could result in
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mixed messages being presented to elected offidialhe same time it appears that more than a
third of all policy makers are making decisions w@hpeak oil despite the fact that they consider

they do not have adequate information about pddk aake effective decisions.

A lack of major concern about peak oil amongstrtiagority of elected officials, coupled with a
belief that alternative fuels and technologies wiltigate peak oil impacts and mixed messages

from technical staff, results in a lack of politigéll to prioritise planning for peak oil.
7.2.2 Barriers to sustainable transport policies

The research shows that despite differing levetoatern about peak oil, the majority of transport
policy makers understand the need for a sustairtedohsport system, in particular in the larger
cities where congestion is an issue. However tramgolicy makers experience several barriers to

implementing sustainable transport systems. Thesgpproblems in planning for peak oil.

Undoubtedly the low density urban form that chaasés many New Zealand cities, and the
significant rural component, make alternativeshie private car difficult to promote for many
councils. This highlights the importance of inteégra transport and land use policy and planning
in the future, in order to create land use patténas enable sustainable transport systems to be
effective. This process was highlighted as a magicern for transport policy makers in the

future.

The research shows that there is a tendency fasgoat policy makers to agree with incremental
policy making styles in order to guarantee pubhd @olitical acceptability. It is presumed that
transport policy makers perceive that the majasityhe public have a desire to use their car, so
they plan accordingly, making the car the cheapest most convenient mode. Sustainable
transport solutions are introduced in an increnidashion, to retain the favour of the car driving
public. However, because sustainable transport smade not the cheapest and most convenient
mode, there is little mode shift away from the atévcar...and so the cycle continues. Transport
policy makers in New Zealand appear to be cauglt ‘ftmansport planning gridlock” (Manners,
2002, p.9) whereby the desire for public and pltiacceptability of policies and resulting
incremental policy making style is in oppositiortte desire for a sustainable transport system.

It is recognised that as long as the cost of thageby car is lower than that of alternative mades

people will tend to use their car (Kaméal 2007). As a result alternatives to the car nedukt
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made cheaper and more efficient to see a mode s$thifivever, developing an efficient and cheap
transport system based on alternative modes reghoth a significant investment in alternative
modes and significant disincentives to using threyet the current funding balance does not allow
this investment, nor does current policy signifibaliscourage car use. The transition from the
‘predict and provide’ paradigm to ‘new realism'sidl taking place. However, as long as roads and
cars remain at the forefront of policy makers miidse et al, 2009) and are perceived to be the
ultimate desire of the public, the transition viaél slow, and it is unlikely that the funding balanc
will change or the ‘political will’ will shift to devel that would help to mitigate peak oil impacts

7.2.3 The role of Central government

It has been established in this research that #r@r& government has a large role to play in
providing leadership in planning for peak oil. Tsport policy makers consider Central
government should provide more information abouwtkpail to fill the apparent ‘knowledge gap’
of some policy makers about peak oil, and thereémable them to make more effective policy
decisions. It is apparent, however, that if Cengalernment is not overly concerned about peak
oil (Joyce, 2009), then any information they sugpljyocal government is only likely to reflect this

level of concern.

Planning for peak oil involves, among other thimdmyeloping a sustainable transport system that
reduces reliance on fossil fuels. Transport pofitgkers have identified a lack of funding and
political support at the Central government levelbeing significant barriers to implementing
sustainable transport policy. A change in priofdy funding is needed at this level in order for
more investment in sustainable transport solutiortsappen. However, as long as the paradigm of
economic growth drives the policy direction (Ke@08; Key, 2010; Ministry of Transport, 2009),
and the ‘storyline’ that equates road building wettonomic growth continues, a shift in priority
will be difficult to achieve. Likewise, any polidiat is seen to be interventionist and discouraging
car use may be difficult to implement with a goveemt that follows an ideology of individual

freedom and choice, and in a society that is vetica of the “nanny state” (Thompson, 2009,
p.1).

There is only so much local and regional level gport policy makers can do without political

and financial support from Central government. Gaeréng that there are mixed views about
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peak oil amongst transport policy makers at thallend regional level, it is unlikely that they
will group together to lobby the Central governmémtplace more priority on funding for
planning for peak oil. As is the case with the techl staff advising the elected officials, without
a clear argument presented to Central governmeliticms, backed up by solid scientific
evidence, there is little hope for a change in e@tdPoliticians at all levels are likely to go
through a period of ‘enlightenment’ about peak @il,which “the findings accumulated over
time gradually alter decision-makers' perceptiohthe seriousness of the problems” (Sabatier,
1991, p.148).

This has significant implications, as it has bestalgished that because of the potential scale of
peak oil impacts, there is a need for “massivegaiion at least a decade before the fact” (Hirsch,
2006, p.7), in which case there is no time for tmiins to become ‘enlightened’. If the
incremental implementation of sustainable transpolicies continues, and a scenario in which
there is a significant decrease in the availabiityfuel for transport eventuates, there could be
severe impacts on any transport system based oprittee vehicle, and equally severe flow on

effects to the economy and society.
7.3 Recommendations

As well as gaining a better understanding of h@mgport policy makers perceive and act towards
peak oil, this research aimed to make recommendaée to how peak oil can be assigned a higher

priority by transport policy makers.

In order for peak oil to be assigned a higher gyidoy transport policy makers, resulting in a
“massive mitigation” of peak oil impacts, there wbwmeed to be a general consensus amongst
transport policy makers and leaders at all levegogernment about the need to plan for peak oil.
As such, this consensus does not exist — mixedagessare being received by both technical staff
and elected officials about the peak oil issue, mady are making decisions about peak oil based

on what they consider to be inadequate information.

In order to gain consensus, irrefutable sciengficlence indicating the need to plan would need to
be presented to transport policy makers at all$esegovernment, and the scientific argument that
alternative fuels and new technologies will mitgany peak oil impacts would need to be

discredited. Until the scientific evidence is sgirened in favour of the need to plan for peak oll,
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peak oil planning is likely to come up against tiaerier of peak oil sceptics. Internationally, thes
sceptics are often funded and supported by powerdlii-national corporations who have a vested
interest in ensuring that fossil fuel consumpti@mttues. Climate change sceptics have been
known to be funded by corporations such as ExxobiM®berthir and Ott, 1999), who will also
undoubtedly work against any movement to plan &akpoil and will fight to maintain the status

quo.

Regardless of the presence of irrefutable sciengifiidence, at the very least, transport policy
makers should have at their disposal all the in&tiom there is available at the current time about

peak oil, in order that they can make the besist@ts possible.

As well as robust scientific information being dable to policy makers at all levels of
government, leadership is needed from Central gowent to prioritise planning for peak oil at the
local and regional level, in the form of politiGaid financial support. This research has estalishe
that many transport policy makers within local goweent and regional government are
dissatisfied with the level of funding available ustainable transport modes. In order to address
this issue, local and regional government needtheresource other means of funding for their
desired sustainable transport policies, or worletiogr to lobby government to change its funding
allocation. This is proposed by the ARC in theilsérg RLTS (ARTC, 2010):

“New funding sources, such as developer contrimgiand tolling, will be necessary
to make up the shortfall. New financial mechanisowh, as loan funding and public
private partnerships, will also be investigatedstgport timely delivery of the
strategy. Funding arrangements will also need tange to match the strategy —

both at local and national levels” (p.68).

Political support would need to be driven not jogtrobust scientific evidence, but also by public
pressure on politicians in the form of a ‘social vament’, whereby planning for peak oil is
‘publicly acceptable’ and therefore ‘politically cptable’. Moyer (2001) describes social

movements as:

“Collective actions in which the populace is al@tteeducated and mobilized,
sometimes over years and decades, to challeng@diverholders and the whole
society to redress social problems or grievances r@store critical social values...[it

is designed to] win the hearts, minds and suppbrthe majority of the populace.
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Because it is the people who ultimately hold thegrpthey will either preserve the

status quo or create change” (p.2).

In order to be effective in changing the status, gupeak oil movement would need to be on the
same scale as those movements against nuclear ngeagpooking and drink driving (Meyer in
Moser, 2007). In order to gain the support of thelic such a movement would require robust
scientific evidence to back it, some sense of wrgén act (in the form of major fuel price rises or
shortages), and an influential ‘champion’ to brihgnto the media spotlight. Unfortunately the
current conditions (disputable scientific evidenaelack of urgency and a lack of influential

supporters) do not encourage a social movemeni@naslarge scale.

Ultimately, what is needed as part of this soci@vement is a major shift in how society
conceptualises prosperity in terms of the dominaridle economic growth paradigm (Jackson,
2009). As long as economic growth is linked withogperity, is coupled with fossil fuel
consumption, and is the ultimate goal of governmemtd society, it will be very difficult to

implement planning for an era in which fossil fuate in very short supply.
7.4 Further Research

In conducting this research it was establishedttiere are many additional datasets and research
areas which would help to provide a more detailedeustanding of the characteristics of transport
policy makers, and what influences their perceptbthe peak oil issue. These are discussed in

the following sections.
7.4.1 Additional data

As outlined in the limitations in Section 6.8, intiewing and surveying a larger number of policy
makers would help to confirm the findings of thesearch in terms of providing a larger statistical
base. Further research could expand on thoseantesrganisations covered in this research, and
the study area could be expanded to cover additioles and organisations, as listed below:

* Including more regional government and rural lgeaiticipants would help to provide a

wider picture of sub-national transport policy nakin New Zealand,;

» Considering the significant influence Central goweent policy and funding has on
transport policy makers at the local and regioeatls, expanding the study area to include
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technical staff and elected officials at the Cdngravernment level would provide an
valuable insight into how policy makers at thisdeperceive the peak oil problem, and

why they act the way they do towards it; and

External consultants, whilst not identified as lgethe most influential group in transport
policy making, do have an important role to playmviding technical data and advice to
local, regional and Central government. It wouleréfore be helpful to widen the study to
include the views of consultants on the subjecpedik oil, and how they advise their

clients accordingly.

7.4.2 Relationships between influential criteria

The changes made to the diagram showing the infllesctors and factors in transport policy

planning for peak oil (Figure 10) following the eastudy results analysis highlights the limitations

of the theoretical framework proposed in SectionT#e updated version of Figure 10 (Figure 90)

shows how the relationships between influentigieaa that determine the level of planning for

peak oil are complex and inter-connected. The #imal framework could be modified to

facilitate exploring each of these relationshipsiore detail in order to better establish the lefel

influence each relationship has on a transportpaotiaker’s attitude and actions towards peak oil.

For example, it would be beneficial to:

Carry out a closer analysis of the level of infotimra about peak oil available to transport
policy makers, determine exactly what informatibeyt receive, determine the source of
the information, and determine how it is perceiveédis may provide more insight into

why a policy maker perceives the peak oil issuenthg they do;

Obtain more detailed information about the relaiop between the technical staff and
elected officials, between technical staff andrtbelleagues, and between elected officials
and their colleagues. This could help to provideanaformation about the ‘politics’ of
transport policy making and about the ability afhteical staff to influence the outcome
with their policy advice. Additionally this wouldchable a better understanding of whether
or not providing policy makers with more informatjas some indicated they would like,

would actually translate into better planning feak oil; and
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» Carry out a closer analysis of the relationshipvieen influential actors in the community
(lobby groups, the general public, local busingssexl transport policy makers, in
particular elected officials, to gain a better ustending of the desire for public and
political acceptability of policies. This processutd involve obtaining more detailed
information about the public’s perceptions of certaansport policies, which may be
helpful in terms of determining what exactly is lfialy acceptable’. This information
would help to inform policy makers about the kiredgolicies that would be ‘politically

acceptable’ and could therefore be successfullyamented.
7.4.3 Other dimensions in the conceptual model

The conceptual model examined the economic grosvtn@aradigm within which transport policy
decisions are made. However, it is limited in thatre are other dimensions that could be explored
which influence policy making, including politicalccountability, climate change policy and
personal beliefs and values of policy makers.

This research has highlighted the influence pglitias on transport policy making. Technical
information is ‘filtered’ by the elected officialsvho finalise policies. The transport policy
decisions that are made today, including investsehinillions of dollars, have an effect on future
generations, especially if these decisions provgetecorrect. If peak oil does occur, resulting in
the impacts described by DiPeso (2005), includicmnemic and social turmoil, should transport
policy makers who dismissed the scientific evidenic#hose who advocated for peak oil planning,
and invested heavily in road building, be held actable for their decisions? If they knew they
would be held accountable would they make diffedsdisions? The concept of accountability in
political decision making brings the moral and etghiaspects of policy making into the spotlight

and would provide an interesting view point fromiethto base a conceptual model.

Tied into the concept of political accountabilitgorality and ethics is the dimension of the values,
ideology and belief systems of individual transpooticy makers. These values and beliefs sit
outside, but have an influence on, their beliefsuatransport and the role of policy. The literatur

review revealed that political affiliations, up4hging, race and values will influence how policy

makers, and those individuals who influence potitgkers, perceive certain situations. A more
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detailed investigation into these aspects of imftieeon policy makers could provide more answers

as to why transport policy makers respond to pddkeway they do.

Another dimension that could be included in thecemtual model is climate change. The literature
review highlighted several similarities between thiiculties of introducing policy to plan for
peak oil and introducing policy to mitigate theeeffs of climate change, including conflicting
scientific evidence, long timeframes and lack ofitipal will to act. Despite these barriers, the
desire of many to counteract climate change hasloleed into a ‘social movement’, and has far
greater exposure amongst the general public, madilapolicy makers than peak oil. Because
policies aimed at addressing climate change anitig®lthat mitigate peak oil impacts have
similar goals (reducing the consumption of fossél§), it would appear that a closer examination
of how transport policy makers perceive and actatow climate change may assist in

understanding how they respond to peak oil.
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