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Monthly Review: August 2018
This month’s review shows that the proportion of people surveyed saying they never
travel by train has gone down from 46% to 32% since 2002 (the percentage using the
train less than once a week has increased from 44% to 56%). In 2017/18, the
number of passengers using the Cardiff – Anglesey Air Service rose by over a third:
the service receives almost £2m of taxpayers' money as subsidy. The number of
passengers using high speed rail in Europe is growing steadily – from 15bn pkm in
1990 to 124bn pkm in 2016. Transporting more freight on one train helps to maximize
locomotives, crews, fuel and other resources, and trim labour and fuel expenses. It
also enables the railroads to reduce the number of trains on their networks, creating
more space on certain route segments for additional traffic. Spending/journey in
London was considerably below the Great Britain average - £6.94 against £10.31.
Ridership and revenue has steadily increased for the first new private U.S.
passenger rail service in decades. In the last few years, annual numbers of
passengers at Dublin Airport have trended upwards to between 25m and 30m.
Transfers between flights have gone up – from less than 1% in 2012 to nearly 3% in
2017. Ryanair’s median hourly pay rate for women was 72% lower than for men. The
number of people affected by aircraft noise in the UK has gone down by over 12,000,
despite a rise in passenger numbers of 13%. Travel in a Premium Economy cabin
accounted for approximately 7% of all business travel bookings in Singapore in 2017.
Norwegian Airlines’ revenue, at 35,139m NOK was the highest since the dataset
began. Airline profitability was strengthening in Q1 2018 compared to the same
quarter a year ago, while cash flow generation in the industry also picked up. The
world’s single most lucrative airline route is British Airways’ New York JFK to
London Heathrow, which generates $1.04 billion in revenues annually for the
airline, There is now a 40% tax on cars imported from the US into China, which has
affected BMW and Mercedes-Benz. Riders are choosing to pay more for a faster
TNC journey where they can enjoy not having to drive. Pedestrian deaths have hit
a three-decade high in the US. Road Death Data Collection in the EU is done using
PIN which is the Road Safety Performance Index: it covers the 28 EU member
states, Israel, Norway, Serbia and Switzerland. From this August 2018 issue, we
have introduced Members’ Forum in which the readers can express their views and
comments on seminars and articles. In the Forum, we have Letter to the Chairman
and Letters to the Editor. We also have Kit Mitchell’s Statistics Digest.
Dr Shanta Bir Singh Tuladhar and Andrew Sharp
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Dates of the next TSUG seminars
Date

Venue

Wed-19-Sep

TfL

Topic
Transport Appraisal

We apologise that the seminar on Transport Appraisal has had to be postponed from
July to 19 September. Full details will be circulated when available.
The
seminars
can
be
www.tsug.org.uk/seminars.php

booked

through

the

TSUG

website

at

Statistics Digest
STATISTICS DIGEST August 2018
This digest lists major sets of statistics that have been released recently or which are
due to be released. Regular monthly and quarterly releases are not included. The
web links given allow free downloads of the documents cited.
Recent releases from Department for Transport
Recent releases from Department for Transport
5 July
Road traffic estimates in Great Britain: 2017
https://www.gov.uk/government/statistics/road-traffic-estimates-in-great-britain-2017
5 July
Road lengths in Great Britain: 2017
https://www.gov.uk/government/statistics/road-lengths-in-great-britain-2017
12 July
British Social Attitudes survey: 2017
https://www.gov.uk/government/statistics/british-social-attitudes-survey-2017
Travel time measures for the Strategic Road Network and local ‘A’
19 July
roads: April 2017 to March 2018
https://www.gov.uk/government/statistics/travel-time-measures-for-the-strategicroad-network-and-local-a-roads-april-2017-to-march-2018
Provisional road traffic estimates, Great Britain: April 2017 to March
19 July
2018
https://www.gov.uk/government/statistics/provisional-road-traffic-estimates-greatbritain-april-2017-to-march-2018
Rail passenger numbers and crowding on weekdays in major cities in
24 July
England and Wales: 2017
https://www.gov.uk/government/statistics/rail-passenger-numbers-and-crowding-onweekdays-in-major-cities-in-england-and-wales-2017
26 July
National Travel Survey: 2017
https://www.gov.uk/government/collections/national-travel-survey-statistics
26 July
Road freight statistics: 2017
https://www.gov.uk/government/collections/road-freight-domestic-and-internationalstatistics

Forthcoming releases from Department for Transport
2
Aug Renewable Transport Fuel Obligation: Year 10 (2017 to 2018) report 4
2018
(15 April 2017 to 14 April 2018 supply)
https://www.gov.uk/government/collections/biofuels-statistics
Reported Road Casualties in Great Britain: final estimates involving
9 August
illegal alcohol levels: 2016
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https://www.gov.uk/government/collections/road-accidents-and-safety-statistics
16 August Road goods vehicles travelling to Europe: July 2017 to June 2018
https://www.gov.uk/government/collections/road-freight-domestic-and-internationalstatistics
22 August Port freight statistics: 2017 final figures
https://www.gov.uk/government/collections/maritime-and-shipping-statistics
22 August Domestic waterborne freight: 2017
https://www.gov.uk/government/collections/maritime-and-shipping-statistics
30 August Walking and cycling statistics, England: 2017
https://www.gov.uk/government/collections/walking-and-cycling-statistics
September Provisional road traffic estimates, Great Britain: July 2017 to June 2018
https://www.gov.uk/government/collections/road-traffic-statistics
September Reported road casualties Great Britain, annual report: 2017
https://www.gov.uk/government/collections/road-accidents-and-safety-statistics
Recent release from Office for National Statistics
Population estimates for the UK, England and Wales, Scotland
28 June
and Northern Ireland: mid-2017
https://www.ons.gov.uk/peoplepopulationandcommunity/populationandmigration/pop
ulationestimates/datasets/populationestimatesforukenglandandwalesscotlandandnort
hernireland

Seminar Write-up
Members can find past seminar slides here: http://www.tsug.org.uk/past_seminars.php

Question & Answer Session from the TSUG Seminar on Low Cost Carriers
Held at the Palestra on 20th June 2018
Session with Nikesh Ladd, Department for Transport
Simon Lister (TSUG) asked if the products provided by Low Cost Carriers and
Legacy Airlines were merging. Nikesh replied that this was happening with legacy
carriers offering basic fares with far fewer frills. They were still different, particularly
in respect of their networks, and only British Airways has a large slot portfolio at
Heathrow.
David Starkie (Economics Plus) asked whether long haul flights by carriers such as
Norwegian were viable. Nikesh replied that the jury was still out on this. Many
similar attempts by airlines such as Primera have not been successful.
Kit Mitchell noted that whilst LCCs tended to serve secondary airports, service
standards seemed to be converging. Nikesh replied that legacy carriers still have a
perception of quality.
John Cartledge (London TravelWatch, retired) noted that whilst Ryanair and EasyJet
are well established carriers there is a lot of churn amongst other LCCs. Nigel
Dennis commented that indeed carriers such as Debonair and GO had either
disappeared or been acquired along with other more recent entrants. Some had
been subsidiaries of legacy carriers such as SAS’s Snowflake. Vueling is only really
successful out of Barcelona where it is the de facto home carrier, Transavia (AF/KL)
retreated rapidly from Munich. The German market is more business orientated
whilst French labour regulations protected Air France to an extent so the UK market
has been stronger for LCCs. Against this Lufthansa is vulnerable because the
German market is highly dispersed.
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Nico Dekker (Railway Systems Consultants Ltd) asked if easyJet and other LCCs
were responding to passenger needs. Do people want frills? Nigel Dennis replied
that legacy carriers need to keep their business class for connecting passengers.
Charges for food and beverages were disliked by business passengers.
Shamal Ratnayaka (TfL) said that you would expect convergence in local markets.
Legacies have a higher cost base. The city break has taken off and has a life of its
own. Carriers are copying routes. Nigel replied that the legacy airlines strategy is
revenue maximisation, not cost minimisation. LCCs cannot compete on hubbing.
David Starkie was surprised that 16% of passengers on easyJet were travelling on
business against 12% for Ryanair. He would have expected a larger split as the
former promote themselves to that group. Nikesh replied that the methodology used
by the CAA Departing Passenger Survey may understate business passengers as
surveyors do not have access to business lounges and will in any case be liable to
the usual survey variability. Nigel noted that Ryanair actually serve more unique
destinations where there is no competition from legacy carriers.
Session with Nigel Dennis, University of Westminster
Steven Salmon (Confederation of Public Transport) noted that the LCCs were good
at avoiding costs.
There were no humans to contact once a flight had been
cancelled owing to low station costs, etc.
Session with Andrew Sharp, International Air Rail Organisation
Nikesh reckoned that most people would continue to fly despite the problems that
Andrew had highlighted. John Cartledge noted that the group was self-selecting –
not everyone flew. He also noted that there were cases where you could only book a
flight from one end of the route. Andrew replied that there could be restrictions
imposed by overseas Governments such as that of Egypt and also that some seats
were dedicated to package operators. You can also only book online with a credit
card which could be an issue. There may also be restrictions with repatriating
currency from certain countries so airlines will not accept bookings in that currency.
Nico Dekker asked if the LCC strategy would work at Heathrow airport. David
Starkie replied that EasyJet said that they will enter the airport when (and if) a third
runway is opened and they obtain new entrant slots. Can they cope with the high
landing charges though?
Peter Gordon (TSUG) commented that in almost all industries the trend was for the
consumer to pay more for a better product, the airline industry was very much an
outlier. The strategy was based on the initial (cheap) purchase having a lower
elasticity than (high cost) ancillary costs for items such as hold luggage. Will
people’s behaviour change over time? Andrew replied that people are getting older
and less tolerant of queues although Kit Mitchell noted that the elderly get special
assistance. Nigel noted that US carriers are obliged to use loading bridges. Ancillary
charges segment the market according to demand. Price sensitive travellers tend
not to pay for bags and it is only a small proportion of the cost of a longer holiday.
-

Report by Peter Gordon
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Members’ Forum
Letter to the Chairman, TSUG
Tuesday, July 17, 2018 9:00 AM
Subject: Latest TSUG newsletter
Hi Peter,
I am the Head of Profession for Statistics at DfT, I joined a few months back –
looking forward to meeting you at an event soon.
I have found the TSUG newsletter to be a very helpful source of information and
interesting content as I build my knowledge in this area and is a great way to keep a
user community connected – thank you for your work and leadership on this.
One thing from the latest edition though which was troubling was the letter to editor
section on Journey Time statistics.
This letter was factually highly inaccurate, and included some other issues that
caused concern.
The main error in the letter and article:
·
The change was made in the 2014 statistics and not 2016 – so was not a
recent change which the letter suggests
The other errors/issues in the letter and article include:
1.
Bethan has never mentioned that the main reason for change was cost cutting
and that the previous method was hugely expensive.
2.
We’re quite open with the methodological change and that the latest three
years estimates cannot be compared to those previously (Derek says you need to
delve into the small print for this). We openly mention this in the background notes
and out notes and technical guidance. He is right in saying no comparisons were
made at the time however due to the complete change in how the data was created
these are like comparing apples and pears.
3.
Such letters should really not contain individuals names in a newsletter that
goes to a wide circulation, without checking with the individual involved that there are
ok with it, and that what is said is factually correct. Bethan was understandably
unhappy with being cited incorrectly in such a way.
4.
Derek’s company provided the previous software / modelling for these
statistics. This again should be transparent in such a letter to avoid issues with
conflicts of interest not being made clear.
In terms of correcting this – could we please issue a short note clarifying the main
point (that this was not a change made recently, and that the methodological
changes are clearly explained in the background notes and technical guidance, and
that cost cutting was not a reason for the change).
In process terms – I wonder if there is way to introduce some process check to
ensure this sort of letter can be checked with the relevant teams before it is published
(and/or there is an offer of a right to respond as part of the process at same time as
letter is published).
Happy to discuss.
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Best wishes,
Ian
Ian Knowles
Deputy Director, Statistics Travel
and Safety
Head of Profession for Statistics
2/13, Great Minster House
33 Horseferry Road, London,
SW1P 4DR
Mobile: 07966 511388
Ian.Knowles1@dft.gsi.gov.uk
Follow us on twitter
@transportgovuk

Letter to the Editor - 1
Dear Editor
Thank you for the customary eclectic miscellany of data in TSUG's July 2018
Newsletter. As always, it is thought provoking. For example :
(a) In his interesting analysis of the changes in the computational basis of DfT's
journey time statistics, Derek Halden asserts that "Public transport journey
times tend to be faster in the peak, with express services." This leaves
those of us who live in and around London, at least, wondering down exactly
which empty roads such express services could possibly be running. The
bus on which I used to commute to work is scheduled (for the journey I used
to make daily) to take 23 minutes in the weekday morning peak and 9
minutes off-peak, an extended peak journey time of 150%.
Is my
experience really atypical?
(b)

(c)

In an item about the "Easter effect" of air fare increases on the monthly CPI,
you remark in passing that (regulated) rail fare changes are based on the
RPI each July, "just when air fares are going up for summer!" But unlike
Easter, the timing of summer is fixed (or at least, known precisely in
advance). So unless this increase varies markedly in scale from year to
year and air fares occupy a significant chunk of the RPI basket, this
phenomenon should not materially affect the rate of year-on-year price
changes reflected in the RPI and thus impact on rail fares.

You report that America's loneliest road is the James W Dalton Highway in
Alaska, used by an average of 196 vehicles a day in 2015. This prompted
me to wonder where the equivalent stretch of British road might be. In the
DfT's published data (which exclude Northern Ireland) for the same year, at
4708 sampling points on "minor" roads (i.e. those with classifications other
than M or A), the least used was Lynn Lane, west of Great Massingham in
Norfolk, with an annual average daily flow of zero. Having cycled along this
road myself, I am sceptical about the accuracy of this calculation. But if we
restrict the search to the 18048 sampling points reported for the "major"
road network, the least used stretch was a section of the A844 north of
Ardscalpsie on the Isle of Bute, with an annual average daily flow of 85
motor vehicles. The busiest section, for comparison, was the M25 north of
TSUG Review
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the turnoff for Heathrow Terminal 5 with an annual average daily flow of
210848. From personal experience of both of these roads too, the reported
totals seem more plausible.
(d)

Glossing over the demeaning use of the term customer in a context in which
what is clearly meant is passenger, your item on the Los Angeles Metro's
"customer" satisfaction survey reports, inter alia, on the proportion of riders
who used skateboards to access bus stops. I have seen the proportions of
skaters (presumably including both skateboarders and roller skaters) and
scooters recorded in studies of the modes of transport used by pupils for
home-to-school travel in Britain. But I have not seen these modes reported
separately elsewhere, and presume that they are either treated as
pedestrians or subsumed within a catch-all category of "others" in British
traffic censuses. Casual observation whilst exercising with my dog at school
start and finish times suggests to me that their use (particularly of scooters)
is rapidly increasing - not only by pupils but also by adults for school escort
trips. Though their users share space with pedestrians (both human and
canine), these modes do not necessarily mix well. Is it time to start counting
and reporting them separately?

Re bikes on buses, a 71-page study of Integration of bicycles and transit published
by the US Transit Co-operative Research Program (see
http://www.trb.org/Publications/Blurbs/156477.aspx), including a whole chapter on
bikes on buses, contains only the following paragraph regarding potential risks to
other road users :
There have been relatively few safety and security issues related to bicycle-on-bus
programs. Most of the transit agencies reported no problems. A few agencies
reported only minor problems with injuries to passengers, injuries to pedestrians
outside the bus, damage to property on or in the bus, or damage to property in the
street [my emphasis].
This corresponds with the findings of the Australian study you cited, and offers no
support for the British DVSA's objections. There seems to be a major cultural
cleavage here.
Yours
John Cartledge
Andrew Sharp – your interest and challenging questions and comments are always
appreciated!
The Easter effect – statistically, you are probably correct. But it does bug me when I
read ONS’s statistical release for July and find that the increase in air fares has
caused some of the increase in the RPI, because I know that the July RPI is the
basis for the January increase in air fares. I collected month-on-month changes in
CPI (I couldn’t find RPI: no doubt the data are similar) for Passenger Transport by Air
for a while: these are as follows.
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2015
January
February
March
April
May
June
July
August
September
October
November
December

0.3
21.6
13.9
-20.4
-12.7
-13
46.0

2016
-35.8
5.6
22.9
-14.2
3.8
10.9
15.9
14.4
-24.2
-7.4
-13.4
48.9

2017
-36
6.0
-3.9
18.6
-6.4
14.5
17.9
10.9
-26.7
-4.8
-10.4
52.8

2018
-33.2
5.3
-2.1
-0.2
10.0

If the January rail fare increase had been based on the May or June rather than the
July data, would it have been lower?

Letter to the Editor – 2
Dear Editor
Derek Halden asserts that "Public transport journey times tend to be faster in the
peak, with express services” – There will be many places where journey times are
more affected by road congestion and are slower in the peak but overall across the
country the main factors that make peak journey times faster by public transport are::
more frequent bus and rail services, wider peak period network coverage of bus and
rail services, and express commuter services including limited stop trains
approaching major cities like London. These effects also affect each trip purpose in
different ways and for very local trips dependent on bus travel in congested areas
times are more likely to be greater in peak periods.
I hope this helps.
Derek Halden
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General
Public Attitudes Towards Transport
“British Social Attitudes
Survey 2017 – public
attitudes
towards
transport” was published
by DfT on 12 July. Two
highlights
–
the
proportion of people
surveyed saying they
never travel by train has
gone down from 46% to
32% since 2002 (the
percentage using the
train less than once a
week has increased from
44% to 56% - are these
trends related?); and
belief in the potential for
Traffic in Central Birmingham
speed cameras to save lives has increased from 42% to 60% (the percentage
disagreeing has dropped from 31% to 17%).
The percentage of adults who made no flights in the past year has declined from a
peak of 53% in 2012 to 44% in 2017. 43% never travel by bus – down from 51% in
2005.
84% of adults believe that climate change is happening and is at least partly due to
human actions. 80% believe that vans and lorries have the most impact: this has
gone up from 68% in 2011. 69% (up from 62%) believe it’s cars, 51% (up from 38%)
buses and coaches and 46% (down from 55%) aircraft.
67% of those surveyed believe people should be able to fly as much as they like – a
percentage which has remained stable since 2007. However, when told that this
might need new runways or terminals, the percentage goes down to 42% (compared
with 52% in 2003 and 36% in 2010). Support for unlimited flying drops to 19% if it
harms the environment. 45% think the price of air tickets should reflect the
environmental damage flying causes.
91% of adults say they believe that people should drive within the speed limit – a
proportion which has remained stable since 2005.
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Rail
High Speed Domestic Commuting
I recently needed to look at
commuting on the Southeastern
High Speed Javelin services for
a colleague. The best data I
could find was the ORR’s annual
station usage spreadsheets,
which identify season ticket
entries and exits at each station.
I looked at a sample of stations
along the line, and also (as a
control) Staplehurst, which does
not have high speed services
but is a typical distance from
London.
Javelin Train at Ashford
I looked at data for 2008/9, 2009/10 (the service started in December 2009), 2011/2
and 2016/7, with the percentage change between the first and last dates.
There will have been methodological changes which may have affected
comparisons. Probably more important has been the change in commuting patterns.
Two influences will have converged to reduce the value of the data – the trend away
from commuting five days a week, and the reduction in season ticket discounts
(making them uneconomic unless one travels 4-5 days a week).
Given these qualifications, the impact of the high speed services has been
interesting. Generally commuting has changed very little at the stations looked at.
Four stations on the route and the control have shown slight drops (3% - 17%), with
most of these in the hour-plus commuting time band. Margate and Gillingham have
shown small increases, and Rochester has nearly trebled (with increases each year
studied). At 37 minutes from London, this probably makes for an hour’s commute
door to door – is this optimal?
The change between 2008/9 and 2009/10 – the drop occasioned by the Great
Recession – was also interesting.
Note that these are season ticket entries and exits: there is no information on where
people travelled to and from. No doubt most was to London, although commuting into
Ashford and the Medway Towns as well as short-distance commuting for
schoolchildren no doubt exists.
Because the high speed service forms a relatively short part of the journey - between
London and Ebbsfleet only – the time savings are greater for shorter journeys. I was
surprised to see how small some of them were (although I only looked at random
trains, not at the fastest or slowest).
ORR - entries & exits: season tickets
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Gravesend
Rochester
Gillingham
Sittingbourne
Faversham
Staplehurst
Whitstable
Margate

2016/17

2011/12

2009/10

2008/09

%
change,
2008/9
to
2016/7

Journey
time
(conventional)

Journey
time
(high
speed)

1424614
689036
1256138
991892
760412
470754
360646
222504

1336616
407114
1049552
935954
794644
507614
406104
191618

1284852
253006
1013912
941852
792108
493792
390056
180908

1464890
242060
1142704
1101190
864496
536648
434522
210880

97.3
284.7
109.9
90.1
88.0
87.7
83.0
105.5

55
40
48
61
72
58
82
105

23
37
45
57
66
58
74
94

High Speed Rail in Europe
The European Court of Auditors
(ECA) recently published a
rather critical report on the high
speed rail (HSR) network. It
was entitled “A European high
speed rail network: not a reality
but an ineffective patchwork”.
Key points of interest I picked
up are as follows.
The number of passengers
using high speed rail in Europe
is growing steadily – from 15bn
passenger kilometres (pkm) in
1990 to 124bn in 2016. In
Thalys High Speed Train
member states where HSR is available, HSR services account for 26% of all
passenger travel.
The 2011 transport white paper set targets for HSR: by 2030 the HSR network
should triple so that most medium distance passenger transport should be by rail.
HSR should grow faster than air transport for journeys of up to 1000 km. By 2050, all
core airports should be connected to the rail network, preferably the HSR network.
The plan to triple the length of high speed lines by 2030 (from 9700 km in 2008 – a
figure ECA says is doubtful and probably nearer 9067 to 30750km in 2030) - is not
supported by credible analysis.
Almost half of EU funding for HSR went to Spain. 92.7% went to 7 member states.
The split is 47.3% Spain, 11.4% Germany, 8.6% Italy, 8.4% France, 8.4% Poland,
4.4% Greece, 4.2% Austria, 3.9% Portugal and 3.4% to others. However, EU funding
was a small percentage of the total construction cost – 2% in Italy, 26% in Spain,
11% overall.
It takes on average 16 years from start of work to start of operations.
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High speed lines cost €25m/kilometre (presumably route km) on average: the
Brenner Base Tunnel cost €145m/km. The most recent routes have come in at
€40m/km because of land acquisition and geography. The ECA analysed the ‘speed
yield’ – the total travel times and average speeds. This showed trains run at 45% of
the line’s design speed, with just two lines operating at more than 200 km/h and none
at an average of 250 km/h.
Lines with a 160km/h potential cost 5% less than those with speeds above that
(because, the report says, at 160 km/h tracks can be 4m apart: above this it is 4.5m).
The cost of a mixed line is higher because corridor alignments are less flexible.
Upgrading the Venice – Trieste line for 200 km/h rather than building a new 300 km/h
line would have cost €1.8bn rather than €7.5bn, and added 10 minutes to the travel
time. Generally, the cost/minute saved is €90m (with a wide range of variation).
Three projects out of 30 examined had cost over-runs of more than 20% of the initial
estimates: all audited high speed lines had overruns of more than 25%. Eight of the
30 had delays of at least a year and five of the 10 audited more than a decade.
The Commission is starting to collect service-related data through its Rail Market
Monitoring Scheme.
The number of stops is challenging. More stops can lead to more use but slower
speed. Each intermediate stop adds 4-12 minutes to the journey time and reduces
speed by 3-16 km/h. Some stations have very small catchment areas.
The ECA saw no regeneration effect from 15 of the 18 stations on HSLs. A HSL
needs 9m passengers/year, or 6m in year 1. In 2016, only 3 lines carried over 9m
passengers (Madrid - Barcelona, Turin – Salerno and LGV Est).
Alternatives to HSR are only considered systematically in Italy and Germany.

Long Freight Trains
From Progressive Railroading
Canadian
Pacific, CN and Union Pacific
Railroad have
incorporated
long trains into their operating
strategies for some time and
continue increase train length.
But BNSF, CSX, Kansas City
Southern and Norfolk Southern
Railway only operate limited
numbers of long trains, mainly
to transport grain or containers
in greater volumes.
Transporting more freight on
one train helps to maximize
Triskett Station, on Cleveland's Red Line
locomotives, crews, fuel and other resources, and trim labour and fuel expenses. It
also enables the railroads to reduce the number of trains on their networks, creating
more space on certain route segments for additional traffic.
TSUG Review
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Although there aren’t many long trains — 95% are shorter than 10,000 feet,
according to the Association of American Railroads — the major freight railroads
(‘Class Is’) have been lengthening trains for quite a while. Given that shippers’
demands and the supply chain continue to evolve — and that Class Is continually
seek better operating performance — long trains likely are here to stay. So much so,
some Class Is are constructing 10,000-foot sidings (loops, in English English –
Editor), extending sidings or building more double track to accommodate them.
UP is adding more sidings to support efforts to lengthen trains. A number of
technologies — including positive train control — enable the Class I to increase train
lengths, and the railroad uses analytics to help determine and increase train lengths.
Last year, UP set a record in all five train-length categories. Intermodal trains
averaged 173 boxes, up from 170 in 2016 and 172 in 2015; coal trains averaged 131
cars, up from 130 in 2016 and 2015; grain trains averaged 102 cars, up from 101 in
2016 and 99 in 2015; manifest trains averaged 102 cars, up from 98 in 2016 and 94
in 2015; and automotive trains averaged 71 cars, up from 68 in 2016 and 67 in 2015.
CN also is making strides in lengthening trains. It doesn’t stress footage data for long
trains; instead, it focuses on train productivity, or gross ton miles (GTMs)/train mile.
CN data shows train productivity increased 3% last year from 9,314 GTMs/train mile
in 2016 to 9,424 GTMs/train mile in 2017. Figures were 8,739 in 2015, 8,625 in 2014
and 8,438 in 2013. Since 2000, train productivity has increased nearly 70% as CN
continues to operate longer trains carrying more tonnage. Last year, its average
mainline train length was about 9,000 feet and average trainload weighed about
95,000 tons. CN continues to build 10,000- to 12,000-foot sidings and construct more
double track to support long trains. Since 2000, the Class I has taken on 188 long
siding and double-track projects.
CP’s average train length dipped slightly last year from 7,217 feet in 2016 to 7,214
feet. But over the five-year period from 2013 to 2017, train length increased 10%
from 6,530 feet to 7,214 feet. Its average train weight last year rose from 8,614 tons
in 2016 to 8,806 tons.
CP is making other investments that involve long trains. Recently it announced plans
to spend more than a half-billion Canadian dollars on new high-capacity hopper cars
that will help the railroad work toward an 8,500-foot unit train model for dedicated
grain trains. CP placed an initial order for 1,000 grain hoppers: more than 500 of
them are expected to enter service by year’s end. Over the next four years, it plans to
order about 5,900 hoppers in total. For now, the shorter and lighter hoppers will
enable CP to boost the capacity of the average grain train about 16% by placing 118
instead of 112 cars on the current 7,000-foot unit trains. The 8,500-foot trains will
include a minimum of 134 hoppers — or 20% more cars than the current trains —
and eventually will include 147 cars. The railroad is working with grain elevators and
ports to build or expand infrastructure to accommodate the loading and unloading of
8,500-foot trains clear of any mainline.
In first-quarter 2018, CSX’s average train length was about 6,890 feet for all trains in
the network, about 5% longer than the average train length in first-quarter 2017.
KCS also has cut the number of trains operating in its network — but only slightly —
by running some longer grain and intermodal trains. The overall length of KCS’ grain
trains has increased 7% as it aims to boost the number of cars from 80 to 100. KCS
has jointly invested with a shipper in Mexico to handle 100-car grain trains at both
origin and destination. KCS’s intermodal trains now average 5,200 feet, but in some
places (for example between Meridian, Mississippi, and Shreveport, Louisiana),
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intermodal trains reach 10,000 feet. Three sidings along the route have been
extended from 6,000 to 10,000 feet to support those trains.
Meanwhile, BNSF is testing long trains on a limited basis. The tests primarily involve
12,000- to 16,000-foot intermodal trains moving from ports in Los Angeles and Long
Beach, California, to Chicago.

Public Spending on the Railway by Region
The Commons Transport Committee published a report on railway infrastructure
investment at the end of June. It contained some interesting statistics. In particular, it
showed public spending on the railway by region over the past 5 years (from HM
Treasury) and an analysis of spend/head (£) on different sorts of transport for English
regions.
The 5-year totals are as follows.
Region

North East
North West
Yorkshire &
Humberside
East Midlands
West
Midlands
East
London
South East
South West
England
Scotland
Wales
Northern
Ireland

Spend Transport National
£bn
Roads

Local
Roads

Local
Public
Transport

Rail

Other
Transport

1.17
5.49
3.34

291
370
335

50
62
71

104
88
96

19
36
22

110
175
137

8
9
10

1.43
3.15

220
314

52
61

70
77

19
15

70
150

9
12

3.41
24.95
5.49
1.94

333
944
370
305
425

64
3
93
42
55

103
42
63
96
78

12
115
12
23
35

144
773
201
136
249

9
10
1
7
8

5.15
2.41
0.39

TfL put forward figures to the Committee to show that spending/journey in London
was considerably below the Great Britain average - £6.94 against £10.31.

Ridership and Revenue Increase
From Railway Age
Ridership and revenue has steadily increased for the first new private U.S.
passenger rail service in decades.
Brightline, the South Florida privately-owned higher-speed rail operator,
carried 74,780 riders and collected $663,700 in ticket revenue from mid-January to
the end of March.
In a quarterly unaudited financial statement provided to the federal Municipal
Securities Rulemaking Board and reported by TCPalm.com, ridership “exceeded
expectations,” and grew each month after its January 19 debut as a result of
increased “awareness and demand for the company’s service.”
TSUG Review
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The data covers service between West Palm Beach and Fort Lauderdale to March
31. January saw 17,800 passengers and $146,500 in ticket revenue;
February: 24,100 passengers, $220,000, and March: 32,900 passengers, $297,300.
Brightline opened service from its new Miami station May 19.
The documents are required by a continuing disclosure agreement as part of
Brightline’s $600 million private-activity bond offering.
Brightline’s Smart service attracted 40,600 passengers and generated $275,000.
The higher-priced Select ticket accounted for 34,200 passengers and $388,600 in
revenue.
In the documents, Brightline said it had been cleared to develop a planned extension
from West Palm Beach to Orlando International Airport.
“We have obtained necessary approvals to extend our network to Orlando and are
evaluating plans to commence construction,” Brightline stated in the documents.
Brightline earlier announced plans for an Orlando-Tampa line.

Air
Cardiff – Anglesey Air Service Subsidy
Figures obtained by BBC Cymru Fyw show the service received almost £2m of
taxpayers' money in 2017/18. In the last year the number of passengers using the
service rose by over a third. The Welsh Government said the increased subsidy was
caused by the "emergency" change of operator. It was forced to reach an agreement
with Eastern Airways to save the link after the operator Citywing went into liquidation
in March 2017. Eastern Airways took over the route in conjunction with Flybe, based
on a one-month rolling agreement.
In May the Economy and Transport Secretary Ken Skates announced a tender
process for a new long-term operator. But last month a request by the Welsh
Government to increase capacity on the route was rejected by the UK government. It
had hoped security regulations could have been relaxed at RAF Valley to allow larger
30-seat planes.
The figures released through a Freedom of Information request show that the Welsh
Government spent £1.88m on the service last year, compared with £1.08m the
previous year. The number of passengers on the service also rose following
Eastern's takeover - from 10,039 the previous year to 13,845 people flying in
2017/18. That means the cost of the subsidy rose from £108 per passenger to £136
last year.
A Welsh Government spokesman said: "The increase in the financial support for
2017/2018 is due in part to the contract being awarded as an emergency procedure
following failure of the previous operator and in part due to the new and current
airline providing a significantly enhanced service with a larger aircraft and a mature
ticketing distribution network. These enhancements have proven popular with
passengers and Eastern Airways has been successful in growing the route
significantly."
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Ed - DfT publishes a figure for the subsidy/passenger kilometre for GB TOCs. The
average is 5.1p, with Arriva Trains Wales the highest at 26.3p.

Dublin Airport
Fingal County recently published an issues paper relating to the development of
Dublin airport. This contained a few interesting statistics, including the change in
traffic shares at the main Irish airports.
Airport
Dublin
Cork
Shannon
Kerry
Knock
Galway

2006
%
73
10
13
1
2
1

2016
%
85
7
5
1
2
0

Galway airport ceased operations: Dublin has clearly gained market share.
Annual numbers of passengers at Dublin fluctuated around the 20m mark between
2006 and 2015, but in the last few years have trended upwards to between 25m and
30m. Transfers between flights have gone up – from less than 1% in 2012 to nearly
3% in 2017.

Gender Pay Gaps in Aviation
A recent report in the FT noted that Ryanair’s median hourly pay rate for women was
72% lower than for men. Only 3% of women were in the top quartile for pay.
In easyJet – until recently, with a female CEO – the gap was 46%, in flybe about
40%, Virgin Atlantic 25% and in BA, 10%.

More Passengers, Less Noise
Sustainable Aviation – the coalition of UK airlines, airports, aerospace manufacturers
and leading air traffic service providers – recently reported the results of investments
in procedures, technology and policy work to reduce the impacts of noise on UK
residents over the last 5 years. A new “progress report” on the Noise Road Map
issued by Sustainable Aviation in April 2013, shows the industry has managed to
decouple growth in aviation from noise, as the number of people affected by aircraft
noise in the UK has gone down by over 12,000, despite a rise in passenger numbers
of 13%.
Overall investments in projects to reduce noise have been increasing since the
launch of the Noise Road Map. As a result, UK air carriers now have some of the
youngest and most environmentally friendly fleets in the world, made up of next
generation aircraft such as the Airbus A350 and Boeing 737-MAX with a noise
footprint that is typically 50% smaller on departure and 30% on arrival than the
aircraft they are replacing. NATS, the leading air traffic provider in the UK, has
delivered an additional 60,000 quieter, continuous descent arrivals over the past two
years.
Despite the significant progress made, Sustainable Aviation believes more can be
done to achieve its goal to reduce noise output so that the industry’s total noise
output remains at lower levels than those at 2010. As such, Sustainable Aviation is
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asking the Government to make a clear commitment into research of new aircraft and
engine technologies, a sector where the UK has the potential to be a true world
leader. Sustainable Aviation is also calling for the Government to improve planning
rules for the use of land close to airports, which would make an important difference
in managing the number of people affected by noise.
Recognizing that the effects of noise can often be subjective, and that solutions
cannot be a “one size fits all,” Sustainable Aviation has commissioned some
independent research to better understand UK communities’ concerns around
noise. A discussion paper detailing out the results of this research will be issued
later this year.
Sustainable Aviation is a coalition of UK airlines, airports, aerospace manufacturers
and the air traffic service provider, which works to deliver cleaner, quieter, smarter
flying.
Andrew Sharp – there are interesting trade-offs here. I understand that, if an Airbus
A380 takes off and climbs to cruise altitude as quickly as possible, this is very
expensive in terms of fuel but much quieter for those underneath.

Singapore Airlines – the Impact of Premium Economy
From CAPA
Travel in a Premium Economy cabin accounted for approximately 7% of all business
travel bookings in Singapore in 2017, according to a recent Carlson Wagonlit Travel
(CWT) and Travelport study. In 2015 premium economy accounted for only slightly
more than 1% of all business travel bookings in Singapore, whereas in 2016 the
proportion was approximately 4.5%.
The surge in premium economy bookings since 2015 is an indication that SIA’s
premium economy product has been well received by the corporate market. SIA
introduced premium economy in August 2015 and has since gradually incorporated
the product across its long haul fleet, which is also used on some regional routes.
SIA did not have a significant impact on premium economy bookings in 2015
because in the first few months of offering the product it only had five aircraft fitted
out. SIA currently has 62 aircraft fitted with premium economy seats, including 24
777-300ERs, 21 A350-900s and 18 A380-800s.
Singapore Airlines fleet: premium economy and non-premium economy as of 20-Jun2018.
Aircraft with premium economy

Number of aircraft
in service

Airbus A350-900XWB

21

Airbus A380-800
Boeing 777-300ER

18
24
63

TOTAL
Aircraft without premium
economy
Airbus A330-300E
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Aircraft with premium economy
Boeing 777-200/200ER
Boeing 787-10
Boeing 777-300
Boeing 777-300ER
TOTAL

Number of aircraft
in service
16
5
5
3
50

Note: the three 777-300ERs without premium economy will be retrofitted over the
next few months.
Source: CAPA Fleet Database
SIA reduced its economy class capacity on the 777-300ER and A380 fleets to make
room for premium economy. Business class capacity was maintained on the A380
and increased on the 777-300ER.
SIA has tried to avoid cannibalising business class bookings, focusing instead on
persuading economy passengers to trade up to premium economy. SIA hoped that
companies in Singapore would adopt premium economy policies, enabling
employees normally flying economy class to fly premium economy on longer flights.
Some companies in Singapore already had premium economy policies and SIA was
at a competitive disadvantage with these, since some employees opted for premium
economy on other airlines.
SIA seems to have been successful at avoiding business class cannibalisation.
Business class accounted for the same proportion of business bookings in Singapore
in 2015 and 2017 – slightly less than 38%. The proportion of economy bookings
declined from more than 60% in 2015 to slightly above 54% in 2017, according to the
CWT and Travelport study.
The 6 percentage point drop in economy bookings and coinciding 6 percentage point
increase in premium economy bookings is a clear indication that corporate
passengers have generally traded up from economy rather than down from business
class – exactly the outcome SIA was hoping for.
Proportion of business travel bookings in Singapore by cabin class: 2017 vs 2016
and 2015 (Source: CWT and Travelport).
% of passengers

2015

2016

2017

First

0.90

0.84

0.88

Business

37.59

35.88

37.66

Premium economy

1.23

4.46

7.00

Economy

60.27

58.81

54.46

The CWT and Travelport study, which was conducted by analysing over 1.3 million
Singapore point of origin bookings over the three-year period, concluded that
“premium economy is the fastest growing cabin segment for business travellers in
Singapore”. This is hardly a surprise, given that premium economy was previously
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only available on a limited number of routes from Singapore. However, the data
shows that Singapore’s corporate sector has embraced premium economy as
availability has increased.
“One can easily see the appeal that premium economy has for corporate travel
programs”, CWT Solutions Group Asia Pacific Director Richard Johnson stated in a
press release issued in June. “It gives travellers that much-needed extra comfort
versus economy class on medium-to-long haul flights, while costing their companies
significantly less than a business class ticket."
“It’s interesting that the increase in premium economy bookings seems to have come
largely at the expense of economy class, and not business class”, added Mr
Johnson. “This makes sense, given the trend we’re seeing where companies are
looking beyond travel costs and paying more attention to traveller comfort and
productivity.”
Before August 2015, premium economy was only available in Singapore from a
relatively limited pool of foreign airlines. More than 10 foreign airlines currently offer a
premium economy seat on at least some of their Singapore flights. However, these
airlines operate less than 30 daily flights from Singapore with a premium economy
section.
Three years ago, there was a smaller number of foreign airlines offering a premium
economy product in Singapore – and fewer flights. LOT Polish Airlines became the
latest airline with a premium economy product in the Singapore market in May 2018,
when it launched services from Warsaw using three-class 787-8s. Philippine Airlines
also introduced a premium economy product in the Singapore market in late 2017,
when it began operating some of its Singapore-Manila flights with newly retrofitted
A330-300s.
Other foreign airlines offering a premium economy cabin in the Singapore market
include Air France, Air New Zealand, All Nippon Airways, British Airways, Cathay
Pacific, China Airlines, EVA Air, Japan Airlines, Lufthansa and Qantas. Lufthansa
and Qantas have both added premium economy capacity in Singapore this year.
Qantas resumed Singapore-London flights in March 2018 after a five-year gap, using
four-class A380s. At the same time, Qantas reintroduced the A380 on SydneySingapore and Melbourne-Singapore, replacing two-class A330s that are not fitted
with premium economy. Lufthansa launched Singapore-Munich in March 2018 using
A350s with premium economy, supplementing its long-standing A380 service on the
Singapore-Frankfurt route.
However, SIA has been by far the biggest driver of premium economy growth in the
Singapore market. SIA currently has over 30 routes from Singapore with premium
economy while foreign airlines offer only 15 routes, nearly all of which are also
served by SIA.
SIA has introduced premium on all routes over 11 hours. Christchurch and Istanbul
are the only remaining SIA routes over eight hours that do not yet have premium
economy.
After the upcoming completion of 777-300ER retrofits, the 777-200ER will be the only
long haul aircraft in the SIA fleet without a premium economy cabin.
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SIA also currently offers a premium economy product on 15 routes of less than eight
hours. However, on most of these routes premium economy is only available on
some flights.
SIA’s premium economy fitted fleet will increase from 63 aircraft currently to 74
aircraft at the end of 2018 as seven A350-900ULRs and one A380 are delivered, and
as the last three 777-300ERs are retrofitted. SIA will end its current fiscal year on 31
March 2019 with 63% of its total fleet fitted with premium economy (74 of 117
aircraft).
SIA began retrofitting its A380 and 777-300ER fleets with premium economy in the
second half of 2015, and in early 2016 began taking delivery of A350-900s with
premium economy included upon delivery. The 777-300ER retrofit programme has
taken much longer, and will finally be completed later this year. SIA has been
installing 28 premium economy seats on its 777-300ERs while increasing the
business class cabin and reducing the first class and economy cabins.
SIA’s A380 fleet was initially retrofitted with 36 premium economy seats with the
removal of 66 economy seats. The A380 premium economy cabin has been
expanded to 44 seats on the newly delivered A380 as part of a new higher density
configuration that also includes more regular economy seats. Through retrofits, SIA
similarly plans to increase the premium economy cabin (and regular economy cabin)
on the 14 older model A380s that are remaining in its fleet.

Recent Airline Statistics
Norwegian recently published its results for Q2, 2018: all except one of the figures I
look at were on the up. The Norwegian kronor (NOK) is worth about 10p.
I compile a 4-quarter moving total for key statistics and compile relevant derivatives.
Revenue, at 35,139m NOK was the highest since my dataset began (in the 4
quarters to Q4, 2015 it was 22,491m and has grown every quarter since). Revenue
passenger kilometres (RPK) were 74,886m – they were 42,284m in the 4 quarters to
Q4, 2015 and again have grown every quarter since. Available seat kilometres (ASK)
have also grown – over the same period, from 49,027m to 85,990m. Passenger
numbers have also continued to grow – from 25.75m to 35.32m. Revenue/passenger
is getting closer to 1000 NOK: it’s 994.9, compared with 873.4. Average journey
length is over 2000 km for the first time, at 2120: at the start of the series it was 1642.
The only thing not going up is yield – revenue/passenger-km. This is 0.4692 NOK –
down from 0.5319 NOK at the start of the series, and the lowest in the series.
The airline has gone into long-haul low-cost in a big way. A particularly telling statistic
is that revenue from journeys starting in the US has doubled since Q2, 2017, from
943m NOK to 1949m: this is now its second largest market.
Delta’s financial statistics also showed a company in good health. It doesn’t publish
passenger numbers which limits the analysis possible, but the figures which are
visible are good. Revenue for the last four quarters is the highest I record, at
$37,211m (revenue for Q2, 2018 was over $10m for the first time). Revenue
passenger miles (RPM) were a record 220,868m: available seat miles were also at a
record, 258,194m. Revenue/passenger mile was $0.1659 in the 4 quarters to Q4,
2015. It then dropped to $0.1580 in the four quarters to Q1, 2017 before climbing
back: it is now at $0.1685.
Finnair was much the same. Revenue, RPKs, ASKs and passenger numbers for the
last 4 quarters are at their highest since my series started in Q4, 2015.
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Revenue/passenger has fluctuated between €213 and €219: it is currently (last 4
quarters) €214.97, the lowest since the 4 quarters to Q2, 2017. Revenue/passenger
kilometre is at its lowest, at €0.0818: it was €0.0881 when my series started and has
dropped steadily ever since. Average length of haul (RPK/passenger) is at a high of
2627: it was 2486 at the start of the series.

Recent IATA Data
Airlines Financial Monitor for June
The latest financial data from the industry show that airline profitability was
strengthening in Q1 2018 compared to the same quarter a year ago, while cash flow
generation in the industry also picked up.
That said, global airline share prices fell for the fifth consecutive month in June,
which indicates that investors expect more difficult conditions ahead than was the
case in Q1. The global airline share price index has now fallen by 14.3% since the
start of the year, compared to a 1.7% decline in the global equity index.
Oil prices have trended upwards since early-2017 and are a key reason why airline
shares are underperforming the market. The price of jet fuel is currently sitting just
above US$90/bbl – around 55% higher than it was a year ago.
The global average passenger yield has changed little since early-2017. However,
yields in the less price-sensitive premium-class cabin have trended upwards over
much of the past year, which reflects the fact that airlines have been able to pass on
higher input costs to a greater extent than in the economy cabin.
Passenger demand has continued to trend upwards and freight volumes have picked
up in the past few months too. A rising passenger load factor is helping to boost unit
revenues in the face of the sideways trend in yields.
IATA published its Air Passenger Market Analysis for May at the beginning of July.
Industry-wide revenue passenger kilometres (RPK) increased by 6.1% year-on-year
in May – a slight pick-up from 6.0% in April. This helped to lift the passenger load
factor above 80% for the first time ever in the month of May (to 80.1%).
Reduced stimulus from lower airfares and a more mixed economic backdrop are
expected to see RPK growth slow slightly in calendar-year 2018 relative to that seen
last year. Nonetheless, IATA continues to expect 2018 to be another year of abovetrend passenger growth.
Carriers based in Asia Pacific once again posted the fastest international RPK growth
rate, while annual growth in domestic India RPKs remained in double-digit territory
for the 45th month in a row.
European airlines flew 6.2% more international RPKs in May than they did in the
same month last year. Despite the well-publicized impacts of strikes in the region in
recent months, as well as mixed signs on the health of the economic backdrop, the
upward trend in international passenger demand for the region’s airlines remains
robust.
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World’s Most Lucrative Air Route?
From Business Traveller
The world’s single
most
lucrative
airline route is
British
Airways’
New York JFK to
London Heathrow,
which
generates
$1.04 billion in
revenues annually
for
the
airline, Forbes
reports. This one
route — 5559 km
flown about 15
times
daily
—
accounts for 6% of
British
Airways’
total revenues.
Cathay Pacific Planes at Hong Kong International Airport
Interestingly, New York-London did not figure into the rankings otherwise,
despite the fact that many other airlines fly the same route. London
Heathrow, however, figures prominently on the list.
Data from the Official Airline Guide (OAG) placed British Airways’ flagship
service at the top of its list of richest routes, followed by:

Qantas, Melbourne to Sydney: $855 million 703 km

Emirates, London Heathrow to Dubai: $819 million 5472 km

Singapore Airlines, London Heathrow to Singapore: $710 million
10851km

American Airlines, Los Angeles to New York JFK: $698 million 39 51km

United Airlines, San Francisco to Newark: $688 million 4130km

Cathay Pacific Airways, Hong Kong to London Heathrow: $632 million
9618km

Qatar Airways, London Heathrow to Doha: $553 million5216 km

Air Canada, Vancouver to Toronto Pearson: $552 million 3361km

Singapore Airlines, Sydney to Singapore: $544 million 6292km
It is notable that Qantas’ Melbourne-Sydney service is the only short-haul
route – indeed, the only one under 3000 km - that made the list. Long-haul
business travel remains the primary g enerator of revenue around the world.
OAG’s report concerns itself only with airport to airport services, and not city
pairs. This is important as many cities have more than one airport. London
Heathrow to New York JFK is undoubtedly a lucrative route for British
Airways because the bulk, but not all, of BA’s operations are centred on
JFK.
But what might be misleading is Emirates’ revenue performance for London
Heathrow to Dubai. Emirates also operates three daily A380 flights from
Gatwick plus one daily B777-300ER service from Stansted. So if the
London-Dubai service as a whole were considered, that would add another
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1,500 to 2,000 passengers daily. Including Gatwick/Stansted figures would
place that route and Emirates higher in the rankings.

Road
The Law of Unintended Consequences
The Financial Times has recently pointed out the complications attendant on the titfor-tat tariff war between the US and China.
As part of this, there is now a 40% tax on cars imported from the US into China. As it
happens, this has no effect at all on US manufacturers like Ford and General Motors:
cars they sell in China are made in China. But it does affect European companies like
BMW and Mercedes-Benz: they manufacture cars in the US and export them to
China, and are the ones being hurt by the tariff.

Transit and TNC Trade-offs
Edited from an article in CityLabs
How are passengers valuing
time? A new study of time and
cost trade-offs between transit,
Uber, and Lyft is interesting. It
seems that more transit riders in
major U.S. cities are making a
clear choice with their time and
money, as mounting evidence
indicates that Uber, Lyft, and
other transportation network
companies (TNCs) are drawing
them off buses and trains and
into their backseats. Riders are
choosing to pay more for a faster
TNC journey where they can
O'Hare Airport Station, on CTA's Blue Line
enjoy not having to drive.
But Uber isn’t always the faster choice, as anyone ever caught in traffic after a rushhour ride-hail knows. Sometimes other trade-offs are more important. A recent
study by Joseph Schwieterman and Mallory Livingston, the director of the Chaddick
Institute for Metropolitan Development at DePaul University and a DePaul graduate
researcher respectively, examines when and why consumers choose an on-demand
ride—or indeed a carpooled on-demand ride—over public transit in one major
American city.
Between November 2017 and March 2018, Schwieterman, Livingston, and a group of
researchers gathered data on 610 different journeys around Chicago. For each
possible origin and destination, they compared the cost, duration, and convenience
factors between five options: Lyft, Lyft Line, Uber, UberPool, or Chicago Transit
Authority (CTA). That added up to a sample of 3,075 trips, collected by searching the
apps and the fastest transit travel estimate on Google Maps. To keep as many
variables constant as possible, most of the trips either started or ended on the city’s
north and northwest sides, and about 60% passed through downtown. All the trips
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were between 4 to 11 miles, the range within which Uber and Lyft compete most for
transit riders.
Depending on the geography of the trip requests and the time they made them, the
performance of the options varied dramatically.
Unsurprisingly, in sheer dollar terms, it was essentially never more cost-effective to
ditch transit. The average CTA fare is $2.69, while Lyft and UberX rides averaged
$18.13 and $17.90 respectively. Notably, riders who chose a carpool option for an
on-demand ride spent a lot less when they rode UberPool than Lyft Line—those trips
cost an average $9.33 and $14.04, respectively.
Outside of crowded downtown Chicago, TNC options were almost universally faster
than transit trips. Compared to riding trains and buses, more than 90% of trips were
faster on TNCs, with the exception of UberPool, where just 66% of trips were faster.
The smaller time savings on UberPool rides is the same reason that it was cheaper
than Lyft Line: Uber usually carries more people in the same vehicle.
For trips that passed through the downtown zone, TNCs were still faster, but the gap
narrowed substantially: 60% of Lyft Line trips and 41% of UberPool trips were quicker
than public transit. Compared to its performance in outer-urban areas, transit was a
more competitive option there—faster than TNCs about half the time.
The U.S. Department of Transportation (DOT) has a value of time for commuters
(and note that the author may be using the term loosely – those surveyed may be
passengers rather than commuters). In 2018 dollars, an hour of time savings is worth
$14.95.
In those terms, although Lyft and UberX trips tend to save travellers time, only a
small share of them met that cash value standard. For example, Schwieterman and
Livingston write, an UberX trip that saves about 15 minutes of travel but costs $17
more than a CTA trips works out to spending about $68 per hour, or about $1.13 per
minute, of travel time saved. That means the rider is paying more than four times the
cash value of that hour, at least according to the DOT. Across trip geographies, less
than 1% of Lyft Line rides, 4.9% of UberPool trips, and 0.2% of the private-ride TNC
options met the $14.95 savings standard.
Virtually none of the downtown trips were worthy by this metric. The costeffectiveness of TNCs was considerably better for travelling between
neighbourhoods, especially on Lyft. But for riders who value their time at roughly the
rate of the federal government, transit was essentially always the winner.
Clearly, time isn’t the only factor when choosing a travel mode. Passengers might
overvalue the convenience and perceived safety of one mode or another. Then
there’s the cost of uncertainty: transit trips can be unpredictable, and there are wait
times and transfers to consider.
To account for some of the most significant non-monetary expenses of travel,
Schwieterman and Livingston estimated the total “generalised cost” of each mode.
They did this by assigning a dollar value to every minute spent walking, transferring,
and waiting for rides, as well as in-vehicle travel time, for the trips in their sample set.
The more comfortable, quiet, and predictable a bus or train journey is, the more costeffective taking transit would be compared to a TNC. But as transit service
degrades—if, say, the weather is terrible, if crowding is bad, or the rider perceives
the route to be unsafe in some way—the more cost-effective taking a TNC becomes,
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especially UberPool. In other words, the worse the bus ride gets, the “cheaper” the
on-demand car ride becomes.
Still, in many instances in the Chicago sample, riders were essentially spending more
than $50/hour saved by riding Uber or Lyft. The average commuter probably wouldn’t
be able to justify that expense, at least not solely on the fact that it’s a few minutes
faster. UberPool is a little easier to justify. But for many riders who don’t have
endless money to burn, TNCs are probably out of reach a lot of the time.
People shouldn’t jump to the conclusion that these companies are putting transit out
of business.
This model makes a number of assumptions—namely, that everyone values their
time at equal rates, which they don’t. To that end, the analysis could be adjusted to
reflect batches of riders who value their time more highly than the federal baseline. It
could also take into account fare increases on CTA, or higher opportunity costs for
people who really hate to walk.
But the analysis is mostly meant to demonstrate, in numbers, the range of factors
and inflection points where riders are drawn off buses and into Ubers, something
intuitive yet difficult to pinpoint. As private mobility services put more cars on the road
and add to congestion, the question of how and whether to regulate them remains
with city governments.
It’s no comprehensive solution, but at least this study offers hints about how cities
could work with private transportation providers while still suppressing adverse
effects on traffic, Schwieterman and Livingston write. For example, agencies like
CTA could subsidize TNC rides in outer-urban neighbourhoods at times when bus
service has sharply dropped.
In well-off cities, transportation options seem to be expanding every month. Uber and
Lyft are older news; dockless bikes and scooters are here; aerial taxis and
autonomous shuttles are edging onto the horizon. What ride-hailing services are
already doing to cities may be a worst-case harbinger of what driverless vehicles will
bring: less support for public transportation, more congestion, and indeed more travel
overall, as the disappearing need to physically operate vehicles removes a major
inconveniencing factor. That also means how we value the time we spend travelling
will change, as Patricia L. Mokhtarian, a professor of civil and environmental
engineering at the Georgia Institute of Technology, has observed in
extensive research. Already, there is evidence that Millennial travellers value the
travel time saved by riding one mode over another less than older generations,
chiefly because they’re so accustomed to using laptops in the backseat.
As more travel options become available to riders, the experience of travel may
prove to be more important than how long the trip takes.
For decades, around the world, people have tended to spend 60 to 90 minutes/day
on moving from place to place—the largest time allocation to any activity after work
and sleep. But as work, travel, leisure, and rest become untethered from the discrete
locations where they once took place, it is becoming harder to say how our time is
apportioned, and therefore how we should value it. And Schwieterman and
Livingston’s study suggests that as more travel options become available to riders,
the experience of travel may prove to be more important than how long the trip takes.
That might be food for thought for transit agencies losing riders to service cuts and
TNCs. Maybe it’s not their job to serve every business-class traveller who demands a
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USB plug and WiFi connection. Plenty of transit riders, if not most, don’t “need” these
kinds of amenities—they’d like more frequent, more reliable service. But travel time
also isn’t just for travel anymore. It’s time that is and could be used, not merely spent.

Road Safety
Distracted Walking – a Myth?
From curbed.com
Pedestrian deaths have hit a three-decade high in the US, prompting some cities to
mount campaigns warning walkers to put down their phones and pay more attention.
But some compelling new research reveals that pedestrians probably aren’t texting
themselves to death. While the term “distracted walking” has become a way to pin
the blame on pedestrians for supposedly looking at their devices instead of the
sidewalk, there hasn’t been much evidence provided to prove smartphone-using
walkers are at fault when collisions occur. In fact, most states don’t even include
pedestrian behaviour as a factor in crash reports. But a new study published by a
group of Northern Arizona University engineering professors in Transportation
Research Record looked at how 3,038 people used crosswalks in New York City and
Flagstaff, Arizona, and concluded that a large majority of pedestrians—86.5%—did
not exhibit “distracted” behaviour.
What’s more, a majority of pedestrians, distracted or not, did not commit violations
which might make a crash more likely. Only 16% of all walkers travelled outside the
crosswalk and 23% crossed in the absence of a “Walk” signal, either while “Don’t
Walk” was illuminated or flashing a countdown (which people can get ticketed for in
some cities).
Among all demographic groups, men were most likely to commit violations while
walking. People using phones were slightly more likely to travel outside the
crosswalk, but not more likely to cross against the “Walk” signal.
Of over 3,000 pedestrians observed in the study, the vast majority were not
distracted at all when using crosswalks.
Although the study didn’t look at the behaviour of drivers in the same intersections, it
does cite research that shows how much more of a threat distracted drivers present
to city streets. A Center for Disease Control study noted that 31% of US drivers said
they’d texted while driving in the past 30 days (since that’s a self-reported figure, it
may be low), and many, many studies have shown how much phone use while
driving can slow reaction time. Texting while driving has been said to be
as dangerous as driving drunk, and phones can distract even if drivers don’t use
them.
These findings show that cities can’t assume it’s walkers who need to be reminded to
pay attention, and probably shouldn’t spend money to add signage or flashing
lights until they’ve conducted their own studies to understand how people are using
their intersections.
“Practitioners must know as much as possible about the behaviour of pedestrians
and drivers,” reads the study’s text. “If they don’t know who is distracted while
walking (or driving for that matter), they cannot target educational, enforcement, or
design strategies at the people most at risk for these types of behaviour.”
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This study is especially timely because more and more cities have been criminalizing
certain crosswalk behaviour. Honolulu’s leaders, for example, have moved beyond
awareness campaigns and are now fining walkers up to $99 for simply looking at
their phones in crosswalks. These findings show that cities can’t assume it’s walkers
who need to be reminded to pay attention.
Even though it’s a far lower number than most people might imagine, even 14% of
walkers being distracted in an intersection does present a risk. Which is why the
study concludes that engineering solutions which make crosswalks safer for
everyone, like preventing drivers from turning right at red lights, are the most
effective policies.
One very simple idea that’s been credited with making streets safer and improving
traffic flow is called the leading pedestrian interval, where lights are programmed to
give walkers a few seconds head start, helping them avoid conflict with cars turning
into the intersection.
For high-volume intersections, a scramble crosswalk, which stops all vehicles at the
same time and allows pedestrians to cross in any direction, is another smart way to
separate the movement of cars and people.
Policies that prioritize walkers over cars might also get more people walking. Writing
at the Transportist, engineer David Levinson demonstrates how traffic signals favour
vehicles over pedestrians and can actually lengthen travel times for walkers.
Pedestrians often have to take a few steps out of their way to navigate into a
crosswalk or press a beg button, and can spend as much as 20% of their travel
time waiting for cars to pass at intersections.

Road Death Data Collection in the EU
The European transport safety council recently published “An overview of road death
data collection in the EU” as PIN Flash report 35. PIN is the Road Safety
Performance Index: it covers the 28 EU member states, Israel, Norway, Serbia and
Switzerland.
In all PIN states, the primary source of road death data is police records. They all
collect data on a common definition – any person killed immediately or dying within
30 days as a result of a road collision.
Inevitably procedures for recording deaths in hospital vary between countries. In
some places, recording deaths or injuries to people admitted to hospital after a road
accident where the police were not involved is of variable quality. Sometimes people
don’t say they have been involved in a traffic accident. Both of these are likely to
follow minor accidents.
In Sweden, police and hospitals share accident data on the STRADA platform. This
significantly reduces the chance of missing an accident, and is seen as good
practice.
Statistics Netherlands collect data from three sources – coroner’s reports on the
cause of death, district court files on deaths from unnatural causes and police
collision reports from the database of registered crashes. Investigations have shown
that deaths unrecorded by the police are often elderly cyclists and mobility scooter
riders in accidents not involving motor vehicles. Between 2010 and 2015, it is
estimated that 15% of road accident deaths were missing from the database. Had
those missing deaths been entered into the EU Road Crash database (CARE), the
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Netherlands would have been 6th best in Europe (with 37 deaths/million population)
rather than 3rd (with 31).
In Finland, road traffic deaths are meticulously analysed, with in-depth investigations
of all fatal road traffic collisions.
In the UK, it is thought that many non-fatal road casualties are not reported to the
police.
In Belgium, under-reporting of fatalities and injuries to cyclists is seen as a particular
problem.
In Poland, a comparison of two databases recorded significant under-reporting – in
2009, 4572 deaths were recorded by the police, but the actual figure is believed to be
at least 4817. Almost half of the unreported deaths were pedestrians.
More than half of all victims are recorded as dying at the site of the accident. There
are however inter-country anomalies, which might result from under-reporting. There
are also discrepancies in reporting of alcohol related road accidents: in the
Netherlands, 9 were reported in 2015 but the actual number is estimated at 75-140.
Road-related deaths by suicide are thought to be under-reported in the UK.
According to coroner’s records, between 2001 and 2014 the figure is 15-41 a year.
However PACTS estimates this at over 50, and data from other countries implies that
this may be an under-estimate. In Sweden, 8%-10% of road deaths (25-30 people)
are suicides.
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