Better Travel Choices for Auckland Airport
Renata Smit and Ida Dowling                                                             

BETTER TRAVEL CHOICES FOR AUCKLAND AIRPORT 
Engagement & Attitudes Session

Renata Smit, BSc, MPlanPrac (Hons), MIPENZ

Principal Transport Planner; Key Strategic Initiatives – City Centre & RTN Team
Auckland Transport

Renata.smit@at.govt.nz
Ida Dowling, BE (Civil) (Hons), CMEngNZ

Senior Transport Planner, System Design and Delivery

New Zealand Transport Agency (NZTA).
Ida.dowling@nzta.govt.nz
ABSTRACT
Auckland Airport is the international gateway to New Zealand and key to our tourism economy.  It is a regional employment hub and a key freight destination, particularly for high-value and time sensitive goods.  
However, strong growth related to travel and employment in the Airport and surrounding commercial areas are increasingly challenging activities that rely on transport.  Reliable and timely access to the airport - particularly by public transport is an issue today and without any intervention, will get significantly worse in the future as the growth anticipated in the airport’s masterplan occurs.
To support the continued success of the airport and surrounding area and maintain access to employment, the NZ Transport Agency, Auckland Transport and Auckland Airport International Ltd developed a Programme Business Case (PBC) focussed on improving airport access.  It was endorsed by all three organisations in May 2017.
A key feature of the PBC was the collection and analysis of customer insights and use of this information, together with other more standard quantitative data sets, to inform programme elements such as problem definition, benefits sought, option development and identification of a preferred programme to take forward.

Using and incorporating customer insights right at the outset of developing a strategic programme business case is a relatively new and innovative approach for AT and the NZ Transport Agency, but has proven to add real value to the process and final outcomes.  

In progressing the PBC’s recommendations into the next stages (currently on-going), AT and the Transport Agency will continue to apply more detailed customer insights to further refine and test proposed interventions – to make sure the ‘product’ that is eventually delivered is something customers want and will use and therefore be successful in delivering the outcomes the agencies set out to achieve with the investment.
This paper presents the programme, its recommendations and the customer insight approach applied throughout its development.
CONTEXT
The importance of the Auckland International Airport and its surrounding environs
Auckland Airport and the associated activity in the surrounding area play an important role in the economy of both the Auckland region and New Zealand.  The airport is the main gateway to New Zealand, accounting for 72% of all international arrivals in 2013
.  It is also a regional employment hub, attracting employees from the entire Auckland region.  
Freight is also important.  In 2013, Auckland Airport moved 92% of airborne imports and 82% of airborne exports by weight.  By value, it carried 94% of air imports and 72% of air exports.  
Current transport context

Auckland Airport is located in the south-west of the Auckland region.  It is effectively in a peninsula restricted in its transport connections to the wider transport network by two main corridors. The northern access is via State Highway (SH) 20A - a 4-lane motorway which continues as a four-lane arterial road within the airport precinct (George Bolt Memorial Drive).  The eastern access is via SH20B – a 2-lane arterial road that is also called Puhinui Road for parts of its route.  This route continues as Tom Pearce Drive within the airport precinct.  The geographic and existing road network configuration means that all traffic has to share the same two road corridors.  The airport’s location within the Auckland region is shown in Figure 1.  

Public transport services to the area is limited.  The closest rail facilities are located several kilometres to the east of the airport at Puhinui Station; or several kilometres north of the airport at Onehunga Station.

SkyBus Ltd operates a bespoke airport service using SH20A and Dominion Road and Mt Eden Road corridors between the airport and Auckland’s City Centre.  It carries approximately 780 inbound and 600 outbound passengers per day.  SkyBus operates every 10 minutes over 24 hours and offers a high quality public transport service for users.  However, it also has premium fares – a standard one-way fare is $18.  As a private service, it does not form part of the integrated fare system applicable to the rest of the region’s public transport system; nor is it part of AT’s HOP payment system - although HOP users can use their HOP card to pay for the Skybus fare.  Skybus does not operate a service to Manukau City Centre or the South East area in general.
Only one AT operated public transport route currently serves the airport.  The Airporter (Bus Route 380) carries approximately 520 inbound and 360 outbound passengers per day.  It operates every 30 minutes between 4 am and midnight and connects the Airport and surrounding businesses with the rail network at Onehunga Station and Papatoetoe Stations.  It also connects the Airport with Onehunga Town Centre to the north and Manukau City Centre to the east. The existing public transport service context for the airport is shown in Figure 2.  
There is very limited bus priority provided on the network to/from the airport (the main ones being on the Dominion Road and Mt Eden Road corridors to/from Auckland’s City Centre).  At the time the PBC was initiated in early 2017, there was no or very little priority lanes within or at the vicinity of the airport area.  Buses travelling to/from the airport therefore experienced the same congestion as vehicles, making for long and unreliable journeys and unable to offer any significant differentiation benefits in this regard to customers when compared to the private car option.
Unsurprisingly, the vast majority of customers access the airport by private motor vehicle, making up 64% of all journeys.  When broken down by employees, currently 84% of employees in the area use private vehicles to travel to work, whilst less than 2% use public transport.  Further, many of the customer groups identified need to travel at the same times of the day (by car), which is resulting in overlapping journeys.  This is leading to increasing and unreliable journey times, with limited capacity in the transport network to access the airport and its surrounding area by this one transport choice.  The highly unreliable travel time currently experienced by both vehicles and public transport (buses) is shown in Figure 3.

	Figure 1 – Location map and the three Road Controlling Authority (RCA) areas
	Figure 2 – Existing public transport options for airport
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	Figure 3 – Current journey experience by car and public transport (bus) to/from Auckland Airport
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Future context
Activities at the airport are projected to grow substantially (Auckland Airport Masterplan, 2014
). Within 10 years, passenger numbers are predicted to almost double to 24 million passengers per year; and almost double again to 40 million passengers by 2044.  It is projected this will enable up to 27,000 more jobs and result in an increase of daily trips to/from the area from 63,000 currently to around 140,000 in the next 30 years
.  
Into the future, Auckland Airport will continue to remain a key gateway for freight movement, particularly high value time sensitive goods.  
The airport growth and freight context is illustrated in Figure 4.

Figure 4 – Growing activity at Auckland Airport and freight context
	

	[image: image10.jpg]PASSENGER MOVEMENTS 12 MONTH ROLLING TOTAL

GROWING ACTIVITY

ECONOMY
2014
> 2044
GROWTH & JOBS
2014 S 31,100
S ou

kland Airport Master Flan, Sept 15

INCREASING AIRPORT ACTIVITY

Customer movements are expected to

X

CUSTOMER MOVEMENTS TO 6§ FROMAIRPORT

23M increase significantly based on recent trends

20M X
- 1414 40M
% i y@g 1112044

PASSENGER MOVEMENTS

2015

2030 2044

)~ DOMESTIC )~ INTERNATIONAL

Source:

5.pdf: Page 3,4 Provided by Auckland Airport, Sept 15
Dec 2016 Monthly Traffic Up A

& SURROUNDING AREA IN PEAK HOUR

sued 1 Feb 2017

. 3.5B
I 5.5B +57 %

SCALE OF THE PROBLEM
Based on growth ﬁojoctionl the transport

ro || pechy I appcmattiy S years
35K
30K
25K
20K
10K

0

2014 2026 2036 2046

“BASED ON NUMBER OF LANES AND CAPACITY PROVIDED 8Y BUS SERVICES TO THEATRPORT

Source: TDG, Road Traffic Data Collection and Analysis, J
ATAP data Sept

I 90,000 +172%

EVEN WITH CURRENT
IMPROVEMENTS
UNDERWAY, THERE IS
INSUFFICIENT
TRANSPORT
CAPACITY TO MEET
THE AIRPORT AND
SURROUNDING
AREA’'S FUTURE
NEEDS BY THE EARLY
2020'S

EXISTING
CAPACITY*



[image: image11.jpg]CARGO THROUGH
AUCKLAND AIRPORT

.

THE NZ
AVERAGE
PER TONNE VALUE

LARGEST
IMPORT

FREIGHT

HANDLES

sssessesscsvocse

AUCKLAND
INTERNATIONALAIRPORT

OF NZ's

IMPORTS &
EXPORTS  CLLLEICLH

developed in Pro;

\

-.............(...

eS—

unloaded (smillon) by porvairport”, 27.02




This figure illustrates the key role that Auckland Airport and the surrounding area plays in terms of both freight and cargo volume and high-value, low-weight, time-critical cargo nationally.


	However, reliable and timely access to the airport is an issue today, especially by public transport.  Without any intervention, this will get significantly worse as the growth anticipated in the airport’s masterplan occurs.


DEVELOPING AN AIRPORT ACCESS PROGRAMME BUSINESS CASE
The road network surrounding the airport sits within three road controlling authority areas (RCA’s):  Auckland Transport (AT), the NZ Transport Agency and Auckland International Airport Ltd (Auckland Airport) – see Figure 1.  So, any programme looking to improve airport access needed to be developed in a collaborative cross-agency manner.

In late 2016, the three parties agreed that the accessibility issues of the airport needed to be addressed as a priority and completed a Programme Business Case (PBC) outlining an agreed high-level tripartite programme for improving airport access (Airport Programme Business case or PBC).  It was endorsed by all three organisations in May 2017.

A key feature of the programme is placing the customer at the centre of all considerations.  Specifically, the collection and analysis of customer insights was used - together with other more standard quantitative data sets - to inform programme elements such as problem definition, benefits sought, option development and identification of a preferred programme to take forward.

Defining the problem, benefits sought and investment objectives
Customers are complex.  In the context of this paper, we are referring to their (complex) needs of the transport system.  By ‘complex’ we mean that customers often wear different ‘hats’ and with this, will have different needs from the transport system which is dependent on many factors - such as time of day, whether it is a weekday or weekend, purpose of trip, who they are travelling with (e.g. no one or with children / elderly / friends) and so on.  It is no different when considering customers of the airport area.  
To help define who the customers for the project are, the project team used a facilitated workshop to identify the various customer groups, the customer-specific problems and benefits of investment.  
The workshop was attended by the key project partners (the NZ Transport Agency, AT, Airport and Auckland Council), as well as by some of the key stakeholders / customers of the area, such as NZ Post and Air New Zealand (either based at the airport or major user of the airport network) and the Sustainable Business Council (whom had strong relationships and understanding of many of the businesses located in the airport and surrounding area).
The draft customer profiles, customer-specific problems and benefits developed at the workshop were further validated and refined with input from AT’s customer insight findings. Specifically, five airport access related questions were added to AT’s regular Market Perceptions monitoring survey for February 2017 quarter – see Figure 5 and 6 for more information on this.
This resulted in six customer profiles being developed for when considering airport access: Air Traveller – Business; Air Traveller – Non-Business (from Auckland); Air Traveller – Non-Business (from outside of Auckland); Nine-to-Five Employee; Shift Employee and; Freight / Truck & Passenger Transport (see Figure 7). 

The customer insights, together with other quantitative data, helped to define problems for each of the different customer’s perspectives (see Figure 8) and were summarised into one overall problem statement:

“Reliable and timely access for customers and goods to and from the airport and its surrounding area is limited by lack of travel choice, leading to a poor journey experience and putting New Zealand's economic potential at risk.  This is significantly exacerbated by growing activity.”
The reasons for poor travel choices being made to access airport were explored further.  As can be seen in Figure 9, each of the potential modes that could be used to access the airport have aspects which leads to being a poor travel choice for customers.  In addition, there is limited coverage of the Auckland region by public transport to access the airport, in comparison to travel by car (Figure 9).  Therefore, desirable and realistic travel choices to access the airport are limited and choices are subject to congestion - affecting reliability and timeliness.
An investment logic map (ILM) process was applied as per the Transport Agency’s business case method to develop and agree on the investment benefits and objectives (see Figure 10).
Figure 5 – Public Transport adoption: Aucklanders vs Airport users
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	Key observations:

· There are a range of different types of users of public transport (PT) in the Auckland region, characterised as ‘regular’, ‘medium’, ‘new and occasional’, ‘considerer’ and ‘rejecter’. 

· Evidence shows that in terms of the type of user, there is a greater number of ‘new and occasional’ and ‘medium’ PT users who choose to access the airport by PT, in comparison to the level of PT use by those user groups in the rest of the Auckland region.  Notably, the proportion of ‘regular’ airport PT users is only 16%, compared to 21% adoption of PT as the preferred transport mode in the rest of the Auckland region. 

· Airport users are represented significantly higher in the ‘new and occasional’ and ‘medium’ segments of PT use compared to the rest of the region.  When combined with ‘regular’ users of 16%, this means 74% of airport users have the potential for PT use, which is significantly higher than Aucklanders overall regionwide PT use of 68%. 

· As such, it is considered that there is great potential amongst airport travellers to move to PT use at such time when there are more (viable options) available at the airport.


Figure 6 – Survey results on measures to improve travel to the airport and nearby businesses
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	Key observations:

· 54% of customers surveyed suggested improved public transport measures to improve travel to the airport and nearby businesses.
· There is a strong desire by customers to use transport choices beyond the private motor vehicle to access the airport and surround area, where these options are available. 


Figure 7– Who are our customers?
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Figure 8 – Overall investment problem definition and by customer groups
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Figure 9 – Reasons for poor travel choices to access airport (by mode)
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Figure 10 - Benefits of solving these problems for our customers
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THE RECOMMENDED PROGRAMME
As a result of this more customer-centric approach, the recommended programme combines behaviour change measures, improved network management and increased capacity provision, focused on specific customer groups such as shift workers, nine to five workers, Auckland-based travellers and non-Auckland based travellers.  

It recognises that each group has specific travel needs and recommends specific improvements to address these needs.  

Importantly, all three organisations agreed that simply providing additional road network capacity would not be sufficient to accommodate the anticipated scale of demand in the future.  The primary objective for this programme was therefore to offer better travel choices, increasing the person carrying throughput of corridors and delivering an improved journey experience for customers.
This has led to a recommended investment programme that aims to improve customer journey experience, with the majority of the capital investment targeted at providing mass rapid transit (MRT) connections between the Airport and Auckland City Centre; and between the Airport and Manukau and Botany.  
However, as the mass rapid transit options will not be operational for some time, access will be initially improved with the implementation of more immediate public transport improvements – i.e. by 2017 and 2018; and short-term improvements, i.e. by 2020 / 2021.
Recognising the wide influence of the airport, the programme’s interventions capture a geographical area wider than the airport and nearby state highway corridors, extending east to Botany, north to Auckland City Centre, west to New Lynn and south to Papakura.
The programme also recommends greater use of technology and mobility as a service (MaaS) approaches to improve accessibility and choice.  Another key component throughout the programme is encouraging and enabling behaviour change to manage demand and continuous monitoring of the programme’s effectiveness with customers.

Some targeted road capacity increases are also recommended at the appropriate trigger points - on the State Highway network to/from the airport and on airport’s own road network.

The total recommended programme cost is estimated as $2.5B - $5.0B between 2016/17 and 2038/39 and has been assessed as having High strategic fit and Medium effectiveness, with a Benefit Cost Appraisal of 0.6 – 3.0.  The following figures illustrate the recommended programmes and examples of the long-term interventions:
· Figure 11 provides a general overview of the airport areas accessibility in terms of overall people carrying capacity versus demand and how the recommended programme addresses this.
· Figure 12 illustrates the recommended immediate programme, i.e. some measures in by December 2017 with others in by 2018.
· Figure 13 illustrates the recommended programme to be operational by 2020 /2021, which includes an upgraded Puhinui Station.
· Figure 14 illustrates the recommended more medium to longer-term programme, i.e. between 2021 and onwards, potentially 2030 /2038 – timing still to be confirmed via the next more detailed business case work.
· Figure 15 and Figure 16 provide some illustrative examples of Mass Rapid Transit products – for both Light Rail and Bus Rapid Transit facilities, as well as what an enhanced public transport interchange could look like – for at Puhinui Station for example.  These graphics were used to explain these concepts to the customer focus groups (discussed in next section).
Figure 11 – Peak hour capacity vs demand and programme supply

	Combined Peak Hour Capacity Vs Demand (Northern AND Southern Corridors)
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	Northern Corridor (George Bolt Memorial Drive / SH20A)
Peak hour capacity vs demand
[image: image19.jpg]People per hour

Incroase
| bue sorvices

10,000
8,000 dmpacts Canding
WOV fana.
( e ntroduted
6,000
4,000
2,000
o

2023
2028
2033
2038
2043

o @
by S
& ~

B Northern Access MMl Eastern Access WMl BusServices MMMl Mass Transit North [ RTN East mss== Demand
via SH20a via SH20b




Eastern Corridor (Puhinui Road / SH20B)

Peak hour capacity vs demand
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	Key observations:

· Peak hour demand to and from airport area is already at or above available capacity and is growing.
· Due to wider network and environmental constraints, roading capacity alone can not address the gap.
· Public transport in the form of prioritised and frequent bus services is the only realistic option for meeting demand as it grows in the short to medium term, supplemented with high occupancy lanes where possible, and behaviour change campaigns and measures.
· For the northern corridor, a high capacity public transport mode will need to be introduced to close the gap between capacity and demand, ideally by mid-2020’s. 
· For the eastern corridor, widening Puhinui Road / SH20B provides enough additional capacity for approximately a decade years of growth, before a high capacity public transport mode will need to be introduced.
	


Figure 12 – Recommended Immediate Programme (by December 2017 and 2018)
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	Summary of approach for December 2017 to 2018:
· Increase frequency of current Airport bus service (No. 380) from every 30 minutes to 15 mintues (AT) – this was enabled on 10th December 2017.
· Bus priority at SH20B Puhinui Road / SH20 interchange (NZTA) and some on AT network (AT), as well as some improvements at Papatoetoe Station to support Airport bus (AT).
· Improved bus facilities within airport precinct (Airport).
· Improved information on travel options at airport terminal, and via other sources (Airport / AT).

· Mobility as a Service (MaaS) trial underway – optimises end to end journeys and improves journey choice for customers (NZTA)

· SH20A to Airport project complete, including southbound bus lanes on SH20A (NZTA).

· Signalisation of several roundabouts on northern airport corridor (NZTA and Airport).

· Airport Park & Ride - 1,000 extra spaces.  Nixon Road upgraded for staff access (Airport)

· Airport to City Centre mass transit route indicative / detailed business case started (AT)

· Encouranging and enabling behaviour change, with focus on employees (Airport / AT).


Figure 13 – Recommended Short-Term Programme (by 2020 / 2021)
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	Short-term measures (i.e. by 2020 / 2021):
· New Puhinui Station bus / rail interchange
· High frequency bus services direct to Airport from Botany, New Lynn, Sylvia Park (via Mangere) and City Centre (via Manukau Rd).
· Supportive bus infrastructure, including additional priority lanes on SH20B (Puhinui Road), but most likely excluding a widened Pukaki Bridge / SH20B crossing.
· Locate some airport activities at remote locations to minimise need to travel, e.g. remote Meet & Greet / Farewell facilities;
· Potential greater use of existing Park & Ride facilities;
· Improvements to journey planning, wayfinding, ticketing and fares;
· Active mode improvements, with focus targeted on corridors to/from enhanced bus routes proposed and to/from key origin / destinations within project study area (as opposed to wider network / whole of airport precinct area); and
· Any other feasible improvements to network optimisation and management measures (that may be identified through the next stage of more detailed business case work).


Figure 14 – Recommended Medium to Longer-Term Programme 
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	Medium-long term measures (approx. b/w 2021 and 2030 – timing still TBC)
· Mass Rapid Transit between Airport and City Centre via SH20A; Onehunga and Dominion Road.  Mode may be Light Rail Transit (LRT) - TBC.
· Mass Rapid Transit between Airport and Botany via Puhinui Station and Manukau.  Mode likely to be Bus Rapid Transit (BRT) based on current demand forecasts.
· Mass Rapid Transit (MRT) will provide a high quality congestion free travel option for customers, allowing reliable and timely journeys to be made between and within the airport area, city centre and Isthmus Auckland areas; and south and east Auckland areas.
· Additional transport capacity provided across Pukaki Creek (subject to Mana Whenua engagement).
· Potential new SH20A to SH20 southbound motorway link.
· The timing and staging of above proposals are still to be confirmed via the more detailed business cases that are currently or about to be progressed for each of the elements.



	Figure 15–  Examples of Mass Rapid Transit ‘product’s (Bus and Light Rail Vehicles as well as form of priority)
	Figure 16–  Examples of enhanced public transport interchanges   (for Puhinui Station Upgrade)
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NEXT STEPS (CURRENTLY BEING PROGRESSED)
The next key stages following on from the PBC is the completion of Single Stage Business Cases (SSBCs) for the three areas recommended by the PBC:

1. Improving short-term airport access SSBC;

2. Airport to City Mass Rapid Transit (MRT) SSBC; and
3. Improving southern and eastern access SSBC, which encompasses: Airport to Botany MRT; and staged additional capacity on SH20B and potentially on SH20A and SH20.
AT, the NZ Transport Agency and Airport intend to continue to develop these business cases with further, more detailed and robust customer insight input, to be applied at various appropriate stages throughout the business case development process.  
At the time of writing this paper, the project team had just completed a series of focussed customer groups.  This involved having between six to eight individuals (selected to be generally representative of customer’s views) come in for approximately 1.5 hours to discuss a topic, in this case: access to Auckland Airport in general, but also with a focus on public transport.  
To date, five focus groups have been held, representing the main geographic areas of Auckland - North, West, South, Isthmus East (Glen Innes etc.) and Howick / Botany East.  
The sessions aimed to test the proposed measures recommended by the PBC with our customers and (hopefully) gain some more detailed customer insights to inform the development of the next business cases.  
The forum of a focus group allows the facilitator (on behalf of the clients), to facilitate a more personal and in-depth discussion into what these particular individuals think about accessing the airport and about accessing airport via public transport – now and in the future, assuming the range of measures proposed by the PBC were in place.  

Whilst the project team are still in the early stages of this more detailed customer insight task, the findings gleaned through these focus groups have already proven to be very insightful and valuable for AT, the NZ Transport Agency and Airport.
Further, more detailed work will be progressed over January and February 2018 to cover other, more specific types of customers, e.g. employees (both nine to five workers and shift-workers) and international travellers.  
CONCLUSIONS
Using and incorporating customer insights right at the outset of developing a strategic programme business case is a relatively new and innovative approach for AT and the NZ Transport Agency, but has proven to add real value to the process and final outcomes.  

In progressing the PBC’s recommendations into the next stages (currently on-going), AT and the NZ Transport Agency will continue to apply more detailed customer insights to further refine and test proposed interventions – to make sure the ‘product’ that is eventually delivered is something customers want and will use and therefore be successful in delivering the outcomes the agencies set out to achieve with the investment.
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