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Abstract

Efforts to increase cycling as a mode of transport (utility cycling) occur at
central, regional and local levels of government through a range of
supportive strategies, research, and guidelines. Despite these efforts,
utility cycling levels in New Zealand have remained persistently low. This
thesis examines the apparent disparity between policy intent and policy
result, using a discourse analytical approach. It examines how cycling is
positioned in contemporary New Zealand transport policy documents, and
explores whose priorities are shaping transport policy with what

implications for utility cycling.

This study uses a critical discourse analysis (CDA) approach to analyse
the land transport documents from across the institutions of government.
The CDA approach, grounded in the work of van Dijk and Fairclough,
draws on ideas from the interpretive tradition of discourse analysis,
inspired by Foucault’'s concepts of knowledge and power. This approach
reveals the position of utility cycling by exposing the framing, dominant
discourses, and discursive strategies that privilege certain transport

objectives and activities over others.

The findings show transport is promoted almost exclusively by central
government as an activity to facilitate economic growth and efficiency,
despite its potential (and actual) impacts on health and well-being, social
justice, and environmental sustainability. The discursive practices of the
government privilege private motor vehicle use, helping to both legitimate
and maintain that privilege at all levels of government, while positioning

utility cycling as a marginalised mode of transport.

This thesis contributes to scholarship on utility cycling and land transport
policy in New Zealand by identifying how the discursive strategies of
government control the position of utility cycling in New Zealand. This
study underscores the need for a central government-led, long-term
strategic vision for a genuinely integrated, multi-modal transport system, in

order for the benefits of utility cycling to be fully maximised.
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Preface

Consideration of the place of utility cycling in New Zealand transport policy
presented itself to me as a topic as | cycled the roads of Hamilton East on
my way to university. In spite of some minor hassles, | found cycling to be
an enjoyable way to combine exercise with getting where | needed to go
when travelling short distances. On my journeys | saw surprisingly few
others joining me on two wheels. | had the impression that cycling for
transport was considered a positive and yet slightly unusual thing to do;

the question was, why?

Being a student of public policy, | wondered how policy had contributed to

what | observed.
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1. Introduction

Efforts to increase cycling as a mode of transport (utility cycling) occur at
central, regional and local levels of government through a range of
supportive strategies, research, and guidelines. Despite these efforts,
utility cycling levels in New Zealand (NZ) have remained persistently low.
Existing scholarship on transport policy in NZ and overseas
notwithstanding (for example, Cupples & Ridley, 2008; Harker, Taylor, &
Knight-Lenihan, 2012; Imran & Matthews, 2011; Koorey, 2011; Low,
Gleeson, & Rush, 2005; Paget-Seekins, 2013; Rissel, Bonfiglioli, Emilsen,
& Smith, 2010; Schwedes, 2011; Vigar, 2000), there has been little
analysis of the discourses that shape land transport policy and specifically
utility cycling, and the implications of such discourses for the development

of a long-term sustainable transport system.

This thesis examines the place of utility cycling within contemporary
transport policy in NZ, and particularly in Hamilton, in order, first, to
understand better how we have arrived at current policy settings which
privilege the use of motor vehicles and, second, to provide a basis for the

promotion of more sustainable transport initiatives.

Background

Recreational cycling is growing in NZ, as illustrated by the development
and use of the popular Nga Haerenga, The New Zealand Cycle Trail*.
However, cycling as a regular mode of transport, for example for those
travelling to work, declined between 1996-2006 (see census data,
Statistics New Zealand, 2009); while 2013 shows a slight increase in
numbers — but remains within .3 per cent of 20062 (Statistics New Zealand,
2014). This aligns with the NZ Household Travel Survey finding of a two
decade stagnation of between two and four per cent for adults engaging in
cycling on roads and footpaths on travel days (Ministry of Transport,

1 The NZ Cycle Trail was initiated in 2009 as a joint project of the government and the
Green Party of Aotearoa New Zealand. The project creates a network of recreational
cycle trails which have been enjoying high patronage (www.nzcycletrail.com).

2 Cycling was the chosen method of travel to work by 2.4 per cent 2001, 1.9 per cent
2006, and 2.2 per cent in 2013.
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2011c). These results are despite the efforts of various organisations to
increase cycling as a mode of transport (see for example, Ministry of
Transport, 2008c).

At a local level, the Hamilton City Council (HCC) and the Waikato Regional
Council (WRC) have made efforts to encourage cycling, including
increasing the on and off road cycle way network to 101 km (Wilke,
Lieswyn, & Taylor, 2012, p. 4). Both authorities have strategies
addressing active transport or cycling in some way — Active Travel Action
Plan (Hamilton City Council, 2010b) and Walking and Cycling Strategy for
the Waikato Region (Waikato Regional Council, 2009). However, despite
this commitment — and recently a small amount of positive movement —
the number of cyclists counted in the annual ‘Cycle Cordon Count’
remains persistently low in comparison to volumes during the 1980s
(Hamilton City Council, 2010b). This disparity between apparent policy

intent and policy result is a dilemma that warrants further investigation.

Policy is influenced by compromise, negotiation and ‘struggle’ between
various actors, politics, and objectives. These struggles challenge and
change policy intentions — and can result in policy that is difficult to
interpret, and as a result, implement (Hill & Hupe, 2009). Transport has a
wide range of stakeholders seeking to influence policy direction, as
demonstrated by the 719 submissions made on the Auckland Draft Public
Transport Plan® by individuals and numerous organisations (for example
business, community, government agencies, education providers,
advocacy groups, transport providers, professional associations, local
government authorities and boards). As expected these stakeholders
have their own priorities and ‘real-world problems’ (Wagenaar, 2011) in
relation to transport policy. But how do we identify these priorities or
motivating real-world problems? In turn, whose priorities are shaping
transport policy and how do they prioritise utility cycling? Is there clarity
regarding the place of utility cycling in transport policy? How do

8 Submissions to the Draft Auckland Transport Plan can be viewed at
http://www.aucklandtransport.govt.nz.
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organisational and individual transport priorities influence transport policy

implementation and outcomes?

Inter-governmental relations between central and local government are
another feature of this transport policy puzzle. Contributing to the
complexity of the struggle described above are the different layers of
responsibility and varying priorities expressed through transport policy.
How robust is the apparent intent to promote sustainable transport such as
utility cycling? Does implementation resourcing accompany policy
rhetoric? Where does the dominant transport discourse place utility
cycling at each layer of government and whose voices are expressed in
policy? Does this contribute to the disparity between transport policy
intent and the results achieved?

This apparent duality between intent and policy result in contemporary NZ
transport policy creates a confused environment where conflict is common
— both in policy settings (for example at local government, see Koorey,
2011) and on the roads*. Are cyclists viewed as legitimate road users in
NZ?

Ultimately this topic presents us with a puzzle: why is it that the number of
people travelling by bicycle remains low, by international standards and
historic NZ statistics, despite an apparent intent by national and local
authorities to increase utility cycling? This thesis seeks to unravel this
puzzle by addressing some of the above questions through a discourse
analytical approach which examines how cycling is positioned in
contemporary NZ transport policy documents. A literature review provides
an overview of transport, cycling, ideology, and discourse methodology.
Land transport documents across the institutions of government are then
analysed to uncover the framing, dominant discourses, and discursive
strategies that privilege certain transport objectives and activities over

others, revealing how policy currently positions utility cycling.

4 A www.stuff.co.nz search for reference to conflict between cyclists and motorists
returned numerous articles outlining everything from a ‘war’ between the two groups in
Wellington, to road rage type incidents.
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Setting

The context of the study is the national policy setting environment of NZ,
the region of Waikato and the city of Hamilton. With a population of
403,6415, the Waikato region is the fourth most populous in NZ. WRC is
responsible for regional land transport with particular responsibility for
strategic planning as it relates to road safety, land, and passenger
transport. Hamilton city, population 141, 6158, is the main urban centre in
the Waikato region, and HCC must plan for the funding and delivery of
local road improvement, renewal and maintenance, as well as parking,
street lighting, road safety, and walking and cycling. Both WRC and HCC
participate in the National Land Transport Programme (NLTP) funding

process.

In order to understand transport policy in NZ, and the place of utility
cycling within it, it is important to grasp the broader regulatory context of
the last three decades. Drastic changes in the legislative and regulatory
framework have had a fundamental impact on the formulation and
implementation of transport policies. These changes began in 1984 with
the implementation of the fourth Labour-led government’s market-led
economic strategy. Currency devaluation (and subsequent float), tax
reform (including the introduction of GST — the goods and services tax),
and the deregulation of most sectors, came in with a business model

approach for delivering government services (McLauchlan, 2014).

The fifth Labour-led government (1999-2008) worked within the largely
neoliberal economic context of the time in a centrist, consensus-based
manner to achieve social justice outcomes’. Despite government intent to
balance economic development while addressing outcomes relating to
social justice and sustainability, transport strategy and works were found
to continue in a manner where the motor vehicle dominated (OECD,

2007). Since then, there has been a return to clearer neoliberal values

5 Source: Census 2013, Regional Summary Tables from http://www.stats.govt.nz/.

6 Source: Census 2013, Usually Resident Population Counts from
http://www.stats.govt.nz/.

7 Sometimes described as the ‘Third Way’ - a ‘modernised’ social democracy response to
both neoliberalism and traditional social democracy.
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under the fifth National-led government (2008-current), where an
economic growth agenda has driven policies (New Zealand National Party,
2011).

The manifestation of neoliberalism on the NZ regulatory context is

reviewed further in chapter two.

Outline of Thesis

This thesis has been divided into seven chapters with this, chapter one,
providing the background and setting of the research. Chapter two,
through a literature review, explores the discourses which shape our
understanding of utility cycling and its position relative to wider transport
policy. The chapter includes a section on the influence of neoliberalism on
decision-making and transport policy. This leads to the research questions

and rationale.

Chapter three describes the field of interpretive policy analysis, identifying
critical discourse analysis as the relevant methodological approach to the
research. The chapter presents the research design and other
methodological considerations for the study. The following three chapters
are devoted to the findings and analysis of the research. Chapter four
addresses the positioning of utility cycling in contemporary NZ transport
policy through thematic framing. Chapters five and six present how utility
cycling is positioned in the discourses of the government, and regional and

local government respectively.

Conclusions and recommendations complete the thesis in chapter seven.
This chapter presents the main points of the study along with policy

recommendations and considerations for future research.
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2. Transport, Public Policy and Neoliberalism: A Review of

the Literature

Policy settings that provide for utility cycling are established within the
broad context of ideas, concepts and categories through which we
understand, and give effect to, transport policy. This chapter explores the
ideas, concepts and categories through which our understanding of utility
cycling, and its position relative to transport policy, is shaped. The chapter

ends with a review of neo-liberalism as it is manifested in NZ.

Utility Cycling

Utility cycling (commuter cycling, cycling for transport) describes cycling
activity that is for the purpose of transport rather than recreation, for
example, active commuting. This version of cycling contributes a virtually
carbon-neutral option towards sustainable transport, while at the same
time increasing levels of physical activity (Fraser & Lock, 2011). This form
of transport leads is of interest both to public health researchers (see for
example Milne, 2012; Richards, Murdoch, Reeder, & Rosenby, 2010), and
to sustainable transport advocates and scholars (for example Jay &
Morad, 1997; Matthews & Imran, 2010; Parkin, 2012).

Utility cycling studies have examined a varied range of benefits for
individuals and society, including, reduced sick days (Hendriksen, Simons,
Garre, & Hildebrandt, 2010), improved cardiovascular health (Andersen et
al., 2011), and reduced air pollution and improved public health (Lindsay,
Macmillan, & Woodward, 2011). Overall, studies have shown positive
effects of a modal shift to cycling, particularly for fithess and
cardiovascular risk factors, although results for other health benefits were
inconclusive and warrant further research (Oja et al., 2011).

In relation to sustainable transport, utility cycling gains much support as a
strategy for reducing emissions, fossil fuel consumption, and land-use
demand (Horton, 2006; Pucher & Buehler, 2012b). While there is little
dispute as to the environmental benefits of cycling, debate persists as to
its realistic ability (along with walking, and public transport) to impact on
the dominance of automobility, and indeed whether that is something we

17



should even be aiming for (Cupples & Ridley, 2008; Garrison & Ward,
2000).

A large number of studies focus on safety aspects of utility cycling and on
considerations of how to promote this mode of transport. Infrastructure —
including on-road and off-road provision for cycling, specialised traffic
signage and signals — is explored, through its benefit to attract cyclists,
particularly women (Garrard, Rose, & Lo, 2008), and through increased
safety, accessibility and appeal (Heesch & Sahlqvist, 2013; Herr, 2012;
Reynolds, Harris, Teschke, Cripton, & Winters, 2009). Safety and risk are
features of studies examining motivations and barriers to cycling, and are
shown to be a significant concern, see, for example, helmets as a
deterrent to cycling (Borissenko, 2014; Fyhri & Phillips, 2013), and the
perception of cycling as unsafe, (Lawson, Pakrashi, Ghosh, & Szeto,
2013).

Other studies show that motivations to cycle for transport are complex and
constantly renegotiated (Cupples & Ridley, 2008; Jones & Ogilvie, 2012),
demonstrating a greater potential for policy to consider strategies that
promote utility cycling in varied ways and on many occasions. In addition,
addressing social views and perspectives towards cycling and cyclists,
where negative views are often expressed or highlighted (Daley & Rissel,
2011), or are shown to be outside the social norm (Muggeridge, 2012), are
important policy considerations.

Cycling is a form of transport accessible to large numbers of the
population, allowing for improved mobility, and as a result, is one of the
most socially equitable transport modes (Pucher & Buehler, 2012b).
Promoting cycling with children has the immediate benefit of increasing
their independence and mobility, while establishing habits of physical
activity and cycling for transport. A recent NZ study (Hinckson, Garrett, &
Duncan, 2011) showed that regional transport initiatives can have a
positive impact on the downward trend in utility cycling of children, and,
like other studies (for example see, Pucher & Buehler, 2007), notes that
multi-faceted, integrated approaches to increasing cycling are most likely

to succeed.
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Milne puts forward a strong case for integrated, cross-sector policy
considering the Rose hypothesis® — that greater health gains are made
through small changes across the population, than large changes in a few,
“Thus in tackling the epidemic of obesity, a greater impact would arise
from small alterations of exercise behaviour in the whole population [such
as modal shift in regular commuting] than from large changes among the
most obese” (Milne, 2012, p. 62). For others, integrated land-use and
transport planning offer important opportunities to address issues, such as
barriers to utility cycling, created through isolated development (Bertolini,
le Clercq, & Kapoen, 2005; Jay & Morad, 1997; Koorey, 2003).

The literature demonstrates the potential for utility cycling to contribute to
broad transport outcomes (for example, through delivering health, and
environmental sustainability), while its ability to do so is not universally
accepted. This lack of acceptance is not so much predicated on the
benefits attributed to cycling, as to a questioning of the value and scope of
its potential impact. Overall, this positions utility cycling as a minor (and
less valued) transport activity where narrow transport aims are sought. In
contrast, broad transport outcomes accommodate the multifarious
applications of utility cycling, affording it a stronger, more valued position.
Having explored the concept of utility cycling the following section moves

to consider the discourse through which cycling is understood.

Cycling Discourse

Language influences how we frame policy problems and their solutions,
and ultimately how officials and the public take action in response. The
term ‘cyclist’ (and indeed ‘motorist’) can seem to be dichotomous by
implying that cycling and driving a motor vehicle are mutually exclusive,
when in fact most people who cycle also drive a motor vehicle (Skinner &
Rosen, 2007). What do we mean when we use the term cycling or identify
someone as a cyclist? Are there differences in the cycling discourse of

individuals and policy actors?

8 The Rose hypothesis is attributed to epidemiologist Geoffrey Rose.
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Terms have associated meanings for different people and in accordance
with the context (Koorey, 2011). In a study of workplace cycling,
individuals who commute by bicycle categorised themselves apart from
‘other cyclists’ and ‘other motorists’ — these ‘others’ were seen to exhibit
dangerous road behaviour and lack understanding of the perspective of
the ‘other’ mode users (Skinner & Rosen, 2007, p. 92). How transport
choices form part of the identity of an individual is complex, fluid, and
determinant on a variety of factors. Therefore, it follows that a notion of
“fixed and obdurate” (Skinner & Rosen, 2007, p. 85) ‘barriers’ to cycling is
a particularly risky assumption, just as a simplistic ‘build it [cycle lanes]
and they will come’ approach alone is insufficient to promote cycling
(Pucher & Buehler, 2012c).

Associations attached to the term ‘cyclist’ in NZ are influenced by the
increase in recreational cycling (which includes large numbers involved in
highly visible road cycling — frequently in groups), ‘fluoro lycra’ wearers,
and ‘young, fast and fit urban road warriors’, with others seen as ‘tree-
hugging greenies’ (Koorey, 2011, p. 2 & 6). The result is that people who
cycle are not seen to be the norm. A recent New Zealand Transport
Agency (NZTA) ‘share the road’ campaign® aims to “...personalise and
humanise people cycling so that motorists see them as real people who
have a right to share the road safely. We want drivers to see the person
not simply the bike” (New Zealand Transport Agency, 2014). The
campaign is presenting people cycling as ‘normal’ dads, aunties,
daughters, etc. and highlights people cycling during the morning commute
rather than sport or recreational riders.

A British study investigating household choices in relation to local travel,
identified three discourses, including ‘cycling sanctifiers’® (Jones et al.,
2012). Freedom, convenience, entitlement to use the road, efficiency, and
positive effect to health and well-being, were features of the ‘cycling
sanctifiers’ discourse. ‘Cycling sanctifiers’ also expressed a “strong moral

procycling stance” (Jones et al., 2012, p. 1415). This expression of

® The advertising campaign runs in Auckland, Hamilton, Wellington and Christchurch with
possible introduction to other regions in 2014/15: www.nzta.govt.nz.
10 The two remaining categories are ‘pedestrian prioritisers’ and ‘automobile adherents’.
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morality was also noted by Green, Steinbach, and Datta (2012) who found
a “new moral economy of transport” (p. 285) emerging in London citizens.
In the London study, ‘moral mobility’ was seen to demonstrate citizenship
through an expressed knowledge of the city; commitment to self (through
enhanced health and well-being, and autonomous mobility); as well as
commitment to society (through environmentally friendly transport
choices). The study found that discourses on responsibility were by no

means universal across different population groups (Green et al., 2012).

Values and beliefs about cycling and cyclists (such as those expressed
above by the public) both reflect, and are influenced by, the discourse
choices of the media. The prominence given to a particular discourse by
the media influences the priority it receives as a policy ‘issue’ (Rissel et al.,
2010). Scholars have identified both negative and positive
representations of cycling, and people who cycle, in the news media. The
negative discourse is dominant, with representations of ‘cyclists’, either
their death or injury, or characterisations as an odd, or out-of-control,
minority (Bogdanowicz, 2004; Rissel et al., 2010). Positive
representations focus on ‘cycling’ as promoting health and well-being,
environmental benefits, and convenience (Rissel et al., 2010). How
cycling is portrayed influences non-cyclists in their choice of whether to
cycle or not in different contexts (Skinner & Rosen, 2007). For example, in
Sydney, such portrayals were found to suggest a clear hierarchy of cycling
contexts with recreational cycling ranked highest, followed by sport,
transport/commuter, and couriers (Daley & Rissel, 2011).

Representations of cycling made by actors in the policy forming and
implementing process (such as central and local government,
environmentalists, and cycling advocates) were found by Cupples and
Ridley (2008), to be “...presented [almost ubiquitously] as something
which is cheap, easy, convenient, improves fitness and helps reduce
carbon emissions, road congestion and the strain on health services”(p.
254). Their study found that a fundamentalist belief was evident in
promoting cycling — something that led to a “...vision for citizenship based
on the separation of the virtuous and the vicious” (Osborne and Rose,
1999, as cited in Cupples & Ridley, 2008, p. 257). The expression of a
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morality discourse through transport mode choice evident in studies in the
United Kingdom (Green et al., 2012; Jones et al., 2012) is clearly also
echoed in NZ.

As demonstrated by the discourses explored, environmentalism,
sustainability and cycling discourses frequently converge. Horton (2006)
describes the bicycle as a material vehicle for environmental causes. He
argues that the bicycle is a vehicle of distinction — through its visibility;
opposition — to the car as a mode of transport and what it represents; and
sustainability — as a way to reduce carbon emissions. Therefore “...the
bicycle is both a symbol of and vehicle for the environmentalist struggle for
sustainability” (Horton, 2006, p. 54).

As a user of transport one’s identity is formed in part through transport
choices, which are influenced by heterogeneous factors. The terms
‘cyclist’, ‘motorist’ and ‘cycling’ represent different discourses — many of
which can be polarising, and frequently contribute to the positioning of
cycling as a minor consideration, both for individuals to consider as a
mode of transport, and as a mode within transport policy. This suggests
that the promotion of utility cycling needs to focus on the collective
benefits of ‘cycling’ as a choice amongst other modes (avoiding a ‘moral
high ground’); and provision for ‘cycling’, rather than the needs of ‘cyclists’

or other distinct user groups.

Sustainable Transport

As noted in the previous section, utility cycling is frequently positioned in
connection to sustainable transport. This section explores the literature in
regard to sustainable transport, examining why sustainability is a transport
consideration in order to better understand the relative contribution of

cycling.

Sustainable transport has developed out of a growth in sustainability
awareness; concern about, and recognition of, some of the destructive
effects of road-oriented planning; and recognition of some of the positive
effects of motorised traffic reduction strategies (Schiller, Bruun, &
Kenworthy, 2010). There is a diversity of definitions, both broad and

narrow, for sustainability, and in turn, sustainable transport. One of the
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most commonly quoted definitions for sustainability comes from Our
Common Future (World Commission on Environment and Development,
1987): “Sustainable development is development that meets the needs
of the present without compromising the ability of future generations to
meet their own needs” (p. 43). Expansion of this introduces the concept of
limitations “...imposed by the state of technology and social organization
on the environment’s ability to meet present and future needs” (World
Commission on Environment and Development, 1987, p. 43). Applying
this broad definition to transportation, The University of California
Berkley’s Transportation Sustainability Research Center (n.d.) defined
“...transportation sustainability as meeting the needs of the present
without compromising future generations; this includes the three pillars of

sustainability: environment, economy, and society”.

In their comprehensive review of current evaluation initiatives for
sustainability in transport systems, Jeon and Amekudzi (2005) found
indicators which could be classified into four categories, see (Figure 1:

Four Essential Factors of Transportation System Sustainability

), namely transportation system effectiveness, and environmental, socio-
cultural, and economic, sustainability (as cited in Jeon, Amekudzi, &
Guensler, 2013, p. 11). They found current efforts to address
sustainability goals with transportation systems focussed on effectiveness,
along with the associated effects (particularly air quality); this had an
accompanying lessening of focus on economic and social impacts (Jeon
et al., 2013). Others (see, for example, Haughton & McManus, 2012)
have found that the efficiency focus is an aspect of the economic drive of
transportation projects and systems.

11 Also known as the Brundtland Report, and the Brundtland Commission, after the
Chairperson, Gro Harlem Brundtland, former Prime Minister of Norway.
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Figure 1: Four Essential Factors of Transportation System Sustainability
Environmental
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Source: Jeon, Amekudzi, & Guensler, 2013

The OECD, while acknowledging the broader requirements for social and
economic sustainability, limited their focus for the ‘Environmentally
Sustainable Transport (EST) Project’ to a solely environment focused
definition:

An environmentally sustainable transport system is one that does
not endanger public health or ecosystems and meets needs for
access consistent with (a) use of renewable resources at below
their rates of regeneration, and (b) use of non-renewable resources
at below the rates of development of renewable substitutes.
(OECD, 20024, p. 16)
So, a narrow definition of sustainable transport can be defined as
describing a transport system which is environmentally or ecologically
sustainable (Harker et al., 2012; Low, Gleeson, & Rush, 2003). It thus
focuses on a transport system which reduces the environmental impact of
transport choices. The environmental issues identified within the literature
are primarily related to greenhouse gas emissions (Ministry of Transport,
2007), and the effective use of resources and energy (Schwedes, 2011).
Schiller et al. (2010) further elaborate by stating that in addition to
greenhouse gases and resource depletion, a transport system that is auto-

dependent may have to deal with a range of environmental issues from
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noise pollution and photochemical smog to acid rain (Newman &
Kenworthy, 1999, in Schiller et al., 2010).

The environmental impact of transport choices are of high interest to many
governments, with the integration of environmental concerns into transport
policy a focus of international attention??. In NZ the last significant work
relating to sustainable transport was made by the fifth Labour government
through their discussion paper ‘Sustainable Transport’ (Ministry of
Transport, 2007). Since that time a wide range of research under
categories of sustainable transport or environmental effect!® has been
undertaken by the NZTA. Within government policy documents and
legislation, however, there has been a move away from overt reference to
sustainability goals since 2009. The Harker et al. (2012) study examining
recent GPS regarding land transport funding, found in their analysis that
“...perfunctory consideration and negligible advancement of sustainability
objectives [was given] by the government in the context of the transport
sector’(pp. 350-351). Indeed, the term ‘sustainable’ no longer forms part of
the purpose of the Act, nor the preparation of the GPS on land transport
within the Land Transport Management Act 2003 (Reprint as at 2013, 4
October)*.

The 2013 report on climate change from the Prime Minister's Science

Advisory Committee baldly states:

In 1990 the contribution to New Zealand’s gross emissions from
methane and CO2 were nearly equal but an increase most notably
from road transport has led to CO2 overtaking methane slightly as
New Zealand’s main contributor to greenhouse gas emissions. New
Zealand has a road fuel consumption per capita that is more than
1.5 times that of the Euro area, and significantly above the OECD
average. In 2011, transport was responsible for 19% of all New
Zealand’s greenhouse gas emissions. (New Zealand Office of the
Prime Minister's Science Advisory Committee, 2013, p. 18)

12 The OECD report Indicators for the Integration of Environmental Concerns into
Transport Policies was published in 1999.

13 This research can be found at www.nzta.govt.nz/resources >research & reports>
‘Sustainable land transport’ and ‘Environmental effects’.

14 Amendments led to five versions of the Land Transport Management Act 2003 in 2013.
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While the significance of greenhouse gas emissions from road transport is
acknowledged by the Ministry for the Environment (2013), it features little
within transport policy, as highlighted previously (Harker et al., 2012). The
NZ government has recently committed to a new target for emission
reduction!®, and while transport research is frequently focused on
assessing the impact of transport modes and the positive potential of
cycling (see, for example, Lindsay et al., 2011, for their study on the
benefits of even a minimal modal shift to cycling for short journeys), the
majority of work by the Ministry of Transport regarding emissions is
focussed on improving the efficiency of vehicles. This improvement is to
occur largely through a drive for a younger fleet and more energy efficient

engines meeting higher emissions standards?®.

A solely ‘tailpipe’ solution focus, however, is thought to be inadequate for
reducing the environmental impact of emissions, and policy solutions will
need to include the active management of motor vehicle transport volumes
(Macbeth, 2004; Schiller et al., 2010). A demand-management approach
to “...transport planning [is] centred on managing for demand for road
travel rather than catering for it” (Vigar, 2000, p. 19) through increased
road capacity. This allows for reduced motor-vehicle use within the range
of solutions for reducing emissions. Demand-management has
developed in counterpoint to ‘predict and provide’ (Goulden, Ryley, &
Dingwall, 2014) approaches and is seen as one of the key tools for moving
toward a sustainable transport system. Reducing motorised traffic can
occur by “...optimising and reducing traffic flows on the road network [and]
changing travel behaviour, influencing the choices people make on how,
when and where they travel” (Hamilton City Council, 2010d, p. 1).

Transport strategies are developed at both national and local levels in NZ,
and these include reference to sustainability goals and / or cycling-

focussed guidelines (Hamilton City Council, 2010a). Koorey, Macbeth, &

15 Having withdrawn from the Kyoto Agreement New Zealand recently set new binding
targets (to reduce emissions to 5 per cent below 1990 levels by 2020 under the UN
Framework Convention. See http://www.beehive.govt.nz/release/new-zealand-commits-
2020-climate-change-target.

16 The Vehicle Exhaust Emissions Rule 2007 — requires higher emissions standards for
all vehicles (used and new) entering the New Zealand fleet.
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Wilke (2005) review the movement towards best practice guidelines for
planners, engineers and others working in this domain. Developments
have resulted in national guidelines for planning networks (Land Transport
Safety Authority, 2004), designing facilities (Transit New Zealand, 2008),
and preparing strategies (Macbeth, Boulter, & Ryan, 2005). The
importance of strategic district plans has long been acknowledged (Jay &
Morad, 1997), and Henning, Muruvan, Feng, and Dunn (2011) seek to
enhance that usefulness with the contribution of a benchmarking process
for the NZ transport sector against sustainability and environmental

targets.

There is frequently a tension between transportation objectives, such as
those for efficient access (for many individuals this is by car), and those for
sustainable transport options (such as public transport and cycling) (Jay &
Morad, 1997). Further tension exists from the certain tractability of
sustainability to accommodate a myriad of doctrines. Baeten (2000) posits
that the concept of sustainable transport is so expansive, and carries with
it such comprehensive global political acceptance, that it allows multiple
proponents to utilise it to further their own doctrines, from the neoliberal

economists to the ecologists. He further argues that

...the orthodox sustainable transport vision actually leads to the
further empowerment of technocratic and elitist groups in society
while simultaneously contributing to the further disempowerment of
those marginalized social groups who were already bearing the
burden of the environmental problems resulting from a troubled
transport system. (Baeten, 2000, p. 70)
However, the potential for sustainable transport policies to address
multiple objectives is believed to be possible through a comprehensive,
integrated policy approach (Pucher & Buehler, 2012c). By addressing the
economic and social aspects of sustainability, individuals are not
constrained by discourses of environmental conservation (of which there
are many expressions, such as, recycling, not eating meat, reduced
consumerism, to name but a few) in the choice to