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7 July 2023

Téna koe

| refer to your email dated 14 June 2023, pursuant to the Official Information Act 1982 (the Act),
seeking:

“... an emailed copy of all submissions made by organisations to the public consultation which
was taking feedback in March-May 2020 on the draft Government Policy Statement on land
transport 2021?”

On June 16 2023 this request was refined, via email to you, to include responses from the
following categories related to the summary of engagement for the draft Government Policy
Statement on Land Transport 2021:

e Construction, engineering and commercial sectors

o Road and rail groups

o “Other” groups

23 submissions fall within the scope of your request and are detailed in the document schedule
attached as Annex 1. This schedule outlines how the documents you requested have been treated
under the Act.

The consultation for the Government Policy Statement on Land Transport 2021 responses
included both survey and written responses, for ease we have copied the survey output onto Word
documents for both Candor3 and NZ Heavy Haulage Association responses.

Certain information is withheld under section 9(2)(a) of the Act, to protect the privacy of natural
persons.

The Ministry publishes our Official Information Act responses and the information contained in our reply
to you on the Ministry website. Before publishing we will remove any personal or identifiable
information.

Naku noa, na

Tim Herbert

Kaiwhakahaere | Manager
Ropu Haumi | Investment

transport.govt.nz | hei-arataki.nz

HEAD OFFICE: PO Box 3175, Wellington 6140, New Zealand. PH: +64 4 439 9000
AUCKLAND OFFICE: NZ Government Auckland Policy Office, PO Box 106483, Auckland 1143, New Zealand. PH: +64 4 439 9000



Annex 1 - Document Schedule

Doc# | Submitter

Decision on release

Some material withheld under section

1 Auckland Airport 9(2)(a) of the Act
2 Aurecon Released in full
3 Engineering New Zealand | Released in full
4 Federated Farmers of NZ Released in full
5 Infrastructure NZ Released in full
The Aggregate and Quarry
6 Association Released in full
Some material withheld under section
7 Transportation Group NZ 9(2)(a) of the Act
NZ Port Company CEO
8 Group Released in full
Some material withheld under section
9 Port of Napier 9(2)(a) of the Act

10 Blind Low Vision NZ

Released in full

11 Rural Women NZ

Released in full

12 Millions of Mothers

Some material withheld under section
9(2)(a) of the Act

13 Road Transport Forum

Released in full

Bus and Coach
14 Association

Released in full

Disabled Persons
15 Assembly NZ Inc

Some material withheld under section
9(2)(a) of the Act

16 Healthy Families

Released in full

17 CCS Disability Action

Released in full

18 Grey Power Federation

Some material withheld under section
9(2)(a) of the Act

The Rail and Maritime
19 Transport Union

Released in full

20 NZ Automobile Association

Some material withheld under section
9(2)(a) of the Act

21 Motor Industry Association | Released in full

22 Candor3 Released in full
NZ Heavy Haulage

23 Association Released in full
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As we look ahead, the full value of this future investment will only be realised by the
national and regional economies if it is supported by prudent and timely investment in
supporting infrastructure, much of which is publicly funded. In particular, it will be
important for Auckland Airport to work closely with the Government, the New Zealand
Transport Agency and Auckland Transport to ensure that future public transport options
can be sensibly integrated with aeronautical infrastructure investment so that all projects
can be provided in an integrated, timely and cost effective matter.

In this submission, we provide some initial observations on the topics raised in the draft
Government Policy Statement on Land Transport (“GPS”).

Submission Points

Auckland Airport generally supports the GPS. Our feedback on<he eonsultation document
is as follows:

e Economic prosperity is a fundamental consideration-for future*transport funding and
investment. Post COVID-19, it is imperative” that\the GPS is reviewed to ensure
that transport priorities and funding alloeation/is optimised to deliver value-for-
money infrastructure but also infrastructure that/Supports both the local and
national economy.

e The strategic priorities for land transport investments are supported, especially
those that seek to provide people with better transport options to access social and
economic opportunities /and / improve \ freight connections for economic
development.

¢ Auckland Airport is¢the second dargest import and export port by value, processing
more than ~$20BN'worth of’goods annually. In the post-COVID recovery phase,
there will be a“gréater focusvon the role cargo has to play at Auckland Airport. We
are encouraged {0 see the-priority given to improved freight connections and agree
that efficient,  reliable, 'safe and resilient freight transport within cities, between
regions and’to ports (and airports) is vital for economic recovery and prosperity.
The GRS needste,support the movement of freight to Auckland Airport through the
investment _iny the transport network (including State Highways) that provides
improved access and greater resilience.

e Auckland Airport encourages consideration of other funding mechanisms (e.g.
cangestion charging) for the delivery of transport priorities. Greater clarity is also
required in the GPS to support the delivery of transport infrastructure through
public-private partnerships.

¢ Auckland Transport Alignment Project (“ATAP”) should be updated as necessary to
align with the GPS and take into account any contributions to land transport from
Budget 2020.

e It is considered that a step-change is required in the way that publicly-funded
infrastructure is planned, prioritised, procured and delivered, and tangible efforts
are needed to reduce hurdles that can block or frustrate infrastructure
developments, particularly those of national significance or support infrastructure
and/or activities of national significance.



























Document 3

SUBMISSION:

DRAFT GOVERNMENT POLIGY
STATEMENT ON LAND
TRANSPORT 2021

Engineering New Zealand (formerly IPENZ) is dewNZealand§ professional home
for engineers. We are New Zealand’s stropgestdnd migseinfluential voice on
engineering issues, with more than 22,Q00uwembérs Who want to help shape
the public policy agenda and enginegr Better lifiges for New Zealanders.

The Transportation Group New Zealand is afTechnical Intérest Group of Engineering New Zealand,
comprised of approximately 1,200 members. Membersiareilargely transportation engineers and planning
professionals working within Governiment, @cademiasand the private sector. The Transportation Group has
submitted separately to the Ministry,ofTransport on the Government Policy Statement on Land Transport
2021 (GPS — LT 2021). Engineéring New Zedland stpports that submission and will reflect on some of the
Transportation Group’s key points in this submission.

Furthermore, Engineering New Zealand‘has worked with the Railway Technical Society of Australasia (RTSA)
to submit on the draft"New Zealand Rail Plan, which is also out for consultation and referenced in the draft
GPS — LT 2021. This submissionfeferences our submission on the draft New Zealand Rail Plan.

WE SUPPORT JHENDRAFT GPS - LT 2021

Thank you for the ogportunity to provide comment on the draft GPS — LT 2021. We support the strategic
priorities of the'draft GPS — LT 2021, noting the significant change in direction from the GPS — LT 2018. We
commend the focus on wellbeing and enhancing liveability of spaces as outlined in the Outcomes
Framework. We support the four strategic priorities outlined: safety, better travel options, improving
freight connections and climate changes.

WE SUPPORT THE INCLUSION OF RAIL IN THE GOVERNMENT’S POLICY
STATEMENT

The inclusion of rail in the GPS — LT is new and a welcome signal of the Government’s intent to prioritise
investment in rail. We also consider that rail’s inclusion in the GPS — LT 2021 signals a wider commitment to
the consideration of rail in supply chain management, as well as the role of rail in supporting a safer, more
economic and sustainable multi-modal transport sector. We commend this approach.
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WE SUPPORT THE PRIORITISATION OF MASS TRANSIT

In line with the Transportation Group’s submission, we strongly support the GPS — LT 2021’s prioritisation
of funding for public transport services and public transport infrastructure. One of the recommendations of
Engineering New Zealand’s thought leadership work, Engineering a Better New Zealand, is the

prioritisation of mass transit. We have previously stated:

Let’s make space for mass rapid transit along development corridors in urban centres and consider the
feasibility of light rail, road trams and, where appropriate, heavy rail. But, crucially, we need to avoid the
politicisation of transport projects by holding to a clear vision if we want to deliver the best results for
New Zealand. The traffic, road, and civil engineers and traffic planners have to be given objectives and
allowed to propose the best way forward together.

We consider the focus of GPS — LT 2021 on public transport systems and infrastructure supportstthis.vision
for a better New Zealand.

WE SUPPORT MODE SHIFT INITIATIVES

We are encouraged by the attention in the GPS - LT 2021 to acceleraying transportation mode shift. We
support this direction and would like to see bold methods for achieving this. We agree that local
government, business and communities will all need to play.a part/but that'the Government should take a
strong lead using regulatory tools and investment to influence/travel demand and transport choices.

We support the Government’s focus on positioning public transportpwalking and cycling as attractive
transport options. To that end we support, in principle, the raising'ef revenue from fuel excise duty and
equivalent road user charges to appropriately reflect to the trde cost of road use and to drive urban
change. To effectively achieve good outeomes'for all New.Zealanders, we consider the use of smart road
pricing must be balanced by the availability/6f altena/ive ‘transport options.

To this regard, we support the Transportation Group’s recommendation of using fuel excise duties and road
user charges to increase funding allocations\for public transport, walking and cycling.

WE SUPPORT THEANCLUSION ©F CLIMATE CHANGE AS A STRATEGIC PRIORITY

We are heartenedito’see climate ‘change as a strategic priority of the GPS — LT 2021. As stated in the GPS —
LT 2021, transport accounts fornearly 20 percent of New Zealand’s domestic greenhouse gas emissions.
Any plan to reduce NewZealand’s emissions will need to consider transport and the infrastructure we will
need for New Zealand\to'trdnsition to a low carbon transport future.

Engineering Neéw Zedland supports the Climate Change Response (Zero Carbon) Bill 2019. We believe the

inclusion of climate change as a strategic priority in the GPS — LT 2021 supports the Zero Carbon Bill and is a
bold, long-teem vision. We look forward to the work of the Ministry of Transport, and other agencies, to
reducing emissions. We consider the GPS — LT 2021 appropriately positions the sector to respond to the
carbon budget requirements coming in 2021 (as per the work of the Climate Change Commission).

WE SUPPORT INVESTMENT IN ROAD SAFETY THAT IS BASED ON BEST
PRACTICE EVIDENCE

One of the key considerations of the Transportation Group’s submission on the GPS — LT 2021 is the
embedding of road safety interventions in best practice evidence. The Transportation Group stated in their
submission “regardless of how road safety activities are funded... all investment in road safety should all be
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based on strong and consistent evidence about the potential for harm reduction”. We support the
Transportation Group’s recommendation to the Ministry of Transport, recognising that investment in road
safety is often highly politicised, possibly to the determinant of outcomes.

Furthermore, we support the focus in the GPS — LT 2021 on enhancing the safety and accessibility of
footpaths, bike lanes and cycleways, as this will further drive down road demand and encourage alternative
mobility options.

CONCLUSION

As outlined in this submission, we support the direction the Ministry of Transport has set through the GPS —
LT 2021. We support the strategic priorities outlined in the GPS — LT 2021, particularly the focus on better
travel options, including mass transport options. We are encouraged by the inclusion of rail in the'GPS AT
2021 and consider this will support supply chain management and a sustainablesmulti-modal tfahspoft
sector.

Engineers are at the forefront of the work needed to drive change and,ihnovation in New, Zealand's
transport sector. As such, we would value the opportunity to be involved in the ongoing conversation. If
we can be of additional support, please do not hesitate to contactdoedi-€aughley,*Palicy and Projects Lead
at Engineering New Zealand (jodi.caughley@engineeringnz.okg)/
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SUBMISSION ON GOVERNMENT POLICY STATEMENT ON LAND
TRANSPORT 2021-2031 DRAFT FOR ENGAGEMENT

TO:

DATE:

GPS Team
Ministry of Transport
gps@transport.govt.nz

13 May 2020

ADDRESS FOR SERVICE

Name Position Phone Email Address Postal/Address
Number
Jacob Haronga | Senior 027 803 0306 | jharonga@fedfarni.org.nz 4 P OBox 715,
Policy Wellington 6140
Advisor

OTHER CONTACTS

Karen Williams | Federated | 027 243 3725 | kwilllams@fedfarm.org.nz | PO Box 715
Farmers Wellington 6140
Board
Member

Nick Clark Manager — | 021 2476731 | nclatk@fedfarm.org.nz P O Box 20448,
General Christchurch
Policy 8543

ABOUT FEDERATED FARMERS
Federated Farmers of New Zealand‘is’a membership organisation, which is mandated by its
members to advocate onvtheir behalf ‘and ensure representation of their views. Federated
Farmers does not collect a compulsory levy under the Commodities Levy Act and is funded
from voluntarysmembership.

Federated Farmers represents rural and farming businesses throughout New Zealand. We
have a long and proud\history of representing the needs and interests of New Zealand’s

farmers.

Federated /Fartmers aims to empower farmers to excel in farming. Our key strategic
outcomes in€lude provision for an economic and social environment, within which:

(a) Our members may operate their business in a fair and flexible commercial
environment;

(b) Our members' families and their staff have access to services essential to the
needs of a vibrant rural community; and

(c) Our

members adopt

production practices.

responsible management and sustainable food




SUBMISSION TO THE MINISTRY OF TRANSPORT ON THE GOVERNMENT POLICY
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STATEMENT ON LAND TRANSPORT DRAFT FOR ENGAGEMENT
INTRODUCTION

Federated Farmers of New Zealand welcomes the opportunity to submit to the
Ministry of Transport on the Government Policy Statement on Land Transport draft
for engagement (GPS 2021).

The Federation has extensive experience advocating the interests of farming and
other rural businesses, as well as those of rural communities on matters related to
transport infrastructure and how it is funded. We have previously submitted on road
funding consultations, such as the Government Policy Statement on Land Transport
in 2017 and 2018 (GPS 2018), and continue to do so in local council annualyand
long-term planning processes across the country. We have also contributed, to_the
work of Road Controlling Authorities on producing Guideline$ for Equitable~Funding
of Pavement Maintenance of Low Volume Roads in 2017, and submitted on the
Road to Zero 2020-2030 Road Safety Strategy in 2019.

Transport infrastructure is fundamental to the underlying strength,of farm businesses,
viability of rural communities and prosperity of‘regional econoemies. The physical
movement of people and goods is especially mportant,in rural areas where the
population is more thinly dispersed and frequently requites that greater distances
need to be travelled than would be commoen among”mere densely populated urban
areas.

Sustainable investment in the roading networkwis of particular interest for our
members at this time given the concerning, state ‘of many local roads and bridges and
uncertainty around improvements/to regional, highways. Many local roads have been
allowed to deteriorate _and” local bridges to exceed their designed lifetime with
inadequate resourcing_from”both ‘eentral and local government. Local roads are
lifelines for many rufal.communitiesallowing access to support the economic, social,
cultural wellbeings of those thative, work and play outside of urban areas. Large-
scale public transport initiatives in urban areas have also assumed a greater priority
in recent years in transpa:t-funding decision-making than proceeding with previously-
announced improvements te many vital regional highway connections.

The CQVID-19 pandemic and resulting public health measures have had a marked
effect on the «ecanomy, and will continue to do so for some time as the country
grapples with the effects of a global recession. The effects on agriculture have been
less so, than_for other sectors of the economy in recognition of its status as an
essentialsservice that provides food for New Zealanders, supports continuing regional
employment, and earns much needed export income. The effects on other sectors of
the “economy is expected to have a negative impact on the resourcing of local
councils and their ability to contribute the local share to roading projects in the years
to“come. Most local councils have recently adjusted their annual plans and reduced
proposed rates increases in recognition of the changed circumstances of their
respective ratepayer bases.

The government has previously announced significant investments in the roading
network through large-scale projects under the New Zealand Upgrade Programme.
Stimulus initiatives are expected to soon announce further funding for shovel-ready
roading projects. Indications from some local councils of bids for stimulus funding of
roading projects is that there is an urban focus on projects of limited benefit to rural
businesses and communities. The delivery of public benefits and regional
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employment are emerging as some of the considerations important to the
government from its stimulus initiatives. Improved maintenance of local roads and
bridges and improvement of regional highways arguably deliver strongly on both
those considerations.

Local government has for many years now struggled to sustainably fund the local
share of local roading projects. The ministry’s write-up of the regional workshops
held with councils and other regional stakeholders helpfully describes these struggles
in terms of both the limitations of ratepayer funding and capability issues in councils’
meeting ministry requirements for project business cases. COVID-19 has had a
significant impact on local government revenue and will continue to do so in the
years to come. Central government funding of local roading projects and reform of
the requirements of councils in accessing that funding must be undertaken in light ‘of
these heightened circumstances.

The funding limitations on both local government and thei( restriction to“property
value as a method of taxation creates substantial distortion,and does notyreach all
road users. Invariably, in the case of predominantly ruralkCouncils /his burden falls
on farmers and other land-users with little maintenanCe‘or improvement seen to the
roads they rely upon.

As such, the GPS 2021 has an important roledo.play in supporting wider government
initiatives in a way that better addresses the, needs of-rural people. This can only
happen with greater priority being given to funding forthe 'maintenance of local roads
and bridges and improvement of regiofial-highways.

SUMMARY OF RECOMMENDATIONS
Federated Farmers of New,/Zealand recommends that:

Road maintenance and_improvement. s recognised as a specific action for improving
the safe use of road$s-under the Safety strategic priority.

Introducing a specific focus on the uptake of public transport and other alternative
modes of transport undés=the Better Travel Options strategic priority is a welcome
improvement to'GPS 2021.

The eedonomic importance of supporting regional primary production under the
Improving Freight/Connections strategic priority is given more weight in the funding
levels indicated under relevant activity classes.

The faCus on reducing transport emissions through improved use of public transport
and’other alternative modes of transport, where relevant, under the Climate Change
strategic priority is supported.

GPS 2021 is reviewed and reframed to have regard for its relevance alongside other
investment approaches by central government in road transport projects.

The principles for investing under GPS 2021 are reviewed and reframed to provide
greater priority to and funding for the maintenance of local roads and bridges to a
safe standard and improvement of regional highways.

The quantum of and rate of increase in funding for Local Road Maintenance is
reconsidered and increased.
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The quantum of and rate of increase in funding for Local Road Improvements is
reconsidered and increased.

That Crown funding for land transport be reviewed and reframed to have regard for
the changed circumstances of local authorities to fund the local share and greater
reliance on funding from central government for road transport projects.

ROLES AND RESPONSIBILITIES

The Federation has no feedback to provide on the role of GPS 2021 or
descriptions of the responsibilities of the various agencies involved.

STRATEGIC PRIORITIES
Safety

The safe use by all of rural roads and bridges is essential fonthe/€conomiciesilience
and sustainability of rural communities and regional econa@mies. Rufal roads do not
solely service rural people. In many parts of the country, muchsof the traffic along
rural roads are access routes also supporting travel to popular déstinations from
people outside the area. In essence, rural roads,arefor all rural‘users.

The inclusion of Safety as a strategic priority"in ' GPS 2024.1% a timeless and ongoing
objective. From our reading of the section describing, Safety, this appears to be
entirely guided by the Road To Zerg=2020-203Q0 ‘Road Safety Strategy that was
released in 2019.

In its submission on the 2020-2030 Road ‘Safety Strategy, the Federation raised
several concerns around its’fithess-for-purpese for rural situations. Proposed actions
under the strategy and those outlined-in this' section disregard the economic vitality of
rural communities by ignering the years=ef underfunding in rural road maintenance in
many districts.

The description\of sinfrastructure safety treatments and desire to tackle unsafe
speeds suggest an intefitionsto only engineer and improve roads with highest risk
and economic, importanee leaving many roads to degrade by simply reducing the
speeddimit rather than maintaining or improving these roads to a safe standard.

There is a clear\failure of GPS 2021 to account for ageing parts of the roading
network asfa safety issue, nor does it appear that the maintenance and upgrade of
rural roads‘and bridges to a safe standard relates to any of the described actions in
this seCtion:

This¢section needs to take a broader approach to road safety that has regard for
investments that improve safety beyond those described in the Road To Zero 2020-
2030 Road Safety Strategy. Doing so is entirely consistent with the interlinkages
between strategic priorities.

Recommendation: that road maintenance and improvement is recognised as a
specific action for improving the safe use of roads.
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Better Travel Options

This section partially replaces what was the strategic priority Access in GPS 2018
with a focus on public transport and realising the social and environmental benefits of
public transport and other alternative modes of transport.

The reality for rural road users is that these considerations are largely urban ones
given the impracticality and unsustainability of public transport and other alternative
modes of transport in rural areas. Rural road users do not, however, restrain
themselves to only travelling along rural roads.

More specific focus on reducing congestion in urban centres by moving more people
to use public transport and other alternative modes of transport is welcome.

Recommendation : that introducing a specific focus on the uptake gfypublic
transport and other alternative modes of transport is a welcome imprevement
to GPS 2021.

Improving Freight Connections

This section partially replaces what was the strategie priority, ‘Aecess in GPS 2018
with a focus on economic benefits that come with’ the movement of goods around the
country.

It is helpful that the importance of€regional primary/ production to the national
economy is specifically mentioned\as a _consideration of Improving Freight
Connections as a strategic priority.

Prior to the economic impact of, COVID-19, ‘ever 350,000 New Zealanders (or one in
seven people) were directly’employedyon farms and in downstream processing and
support businesses. Rural ‘businesseés~tend to be thinly-dispersed across wide
geographic areas often_necessitating the movement of their workforce and support
services along gréater distanees than the average urban commute.

For the year‘ended Junet2019, these sectors contributed over $46.4 billion in export
revenue (2019)"and collectively accounted for 11% of New Zealand’'s GDP. This is
likely to increase with travel restrictions in place for regional travel and continuing for
some time” for international travel affecting economic contributions from tourism,
events and other'sectors.

While it is welcome that this section recognises the importance of regional primary
production,tit does not appear that Improving Freight Connections is given adequate
weight as a strategic priority in the funding levels indicated under relevant activity
classes.

Recommendation: that the economic importance of supporting regional
primary production under the Improving Freight Connections strategic priority
is given more weight in the funding levels indicated under relevant activity
classes.

Climate Change
Federated Farmers supports the reduction of greenhouse gas emissions, with a

particular emphasis on the reduction of carbon dioxide emissions as a priority of
central government mitigation efforts. New Zealand’s Greenhouse Gas Inventory
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report released in April 2020 shows that greenhouse gas emissions from the
transport sector have increased 101.6% between 1990-2018.

The focus in this section on improving uptake of public transport and other alternative
modes of transport is welcome. The climate change benefits and public health co-
benefits are more clearly evident in actions that address the effects of inefficient
urban transport than other approaches the government has previously considered.

Recommendation : That the focus on reducing transport emissions through
improved use of public transport and other alternative modes of transport
under the Climate Change strategic priority is supported.

FUNDING LAND TRANSPORT

This section describes several actions and expectations of central government’to
support investment in road transport projects that will deliver on_strategic priorities
and measures for success under GPS 2021.

This section specifically mentions the ministry is considering pew and innovative
funding approaches to road transport projects given experienées with announced
funding for Auckland and Wellington is welcome /Likewise, | the, development of a
toolkit to support new funding options for the funding ands«financing of road transport
projects is important in a time of significantly*reddced legal.government revenue and
heightened financial challenges faced hy\wratepayers’zMost local authorities have
adjusted annual plans currently outgfersconsultation/ to reduce proposed rates
increases and implement other measures to_suppert ratepayers. This necessarily
affects the ability of local authorities\to’ contribute the local share on the same basis
as was expected prior to the GOVID-19 pandemic.

Reliance on investment_frem eentral-government for road transport projects will be
the reality for years to come.” As sueh{ it*-would be wholly appropriate for the funding
levels indicated in aCtivity-Classes to\be reviewed considering the changed economic
circumstances aroéund the country.

Ministers have repeatedly=mentioned in recent public statements and comments a
willingness o invest in“known large-scale projects. The Infrastructure Reference
Grouprisiknewn tosbe considering approximately 2,000 bids for funding from central
government for dnfrastfucture projects, of which a subset is expected to be road
transport projects

While understandable, given the economic circumstances of the COVID-19
pandemig, that ministers would prefer the direct funding approach, it is difficult to see
how this\will support delivery on GPS 2021 strategic priorities and outcomes..

The expected investment of $4 billion in funding from central government under GPS
2021 pales somewhat against the quanta announced by ministers as part of
economic stimulus measures. As such, this section needs to be reviewed and
reframed to better describe its place as a funding mechanism for road transport
projects in what is becoming an increasingly cluttered investment environment.

Recommendation : That GPS 2021 is reviewed and reframed to have regard for
its relevance alongside other investment approaches by central government in
road transport projects.
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Principles for investing

Alignment, Effectiveness and Efficiency seem reasonable considerations as
principles for investments under GPS 2021. That said, additional considerations like
public benefit and being ‘shovel-ready’ have emerged in response to the COVID-19
pandemic.

This submission has earlier mentioned the dire need for central government
investment to address the legacy of underinvestment in rural roads and bridges and
postponement of previously-announced commitments to improve regional highways.

These types of projects arguably meet these emerging considerations and are clearly
a factor in wider government expectations of central government investment |n
infrastructure projects. There are clear public benefits from bringing local roads)and
bridges to a safe standard and improvements to regional highways. These (local
roads and bridges in need of attention are undoubtedly avell-known ™0} local
authorities and would require little more than funding approval fof work to preceed in
a ‘shovel-ready’ manner. Likewise, many improvements 0o regional highways had
previously been assessed and taken to a point wherefunding had-been.approved for
work to proceed.

It therefore makes sense for the principles for<nyésting under GPS 2021 be reviewed
and reframed to provide greater priority torand“fundingsfer.she maintenance of local
roads and bridges to a safe standard and,improvemefitiefregional highways.

Recommendation : That the principles fof, inwesting under GPS 2021 are
reviewed and reframed to provide greater priority to and funding for the
maintenance of local roads and,bridges,to,a Safe standard and improvement of
regional highways.

Activity class framework

Local Road Maintenance and _ kocal Road Improvements are activity classes of
particular interest” tor our farmier members for being those activities most closely
relevant to addressing the underinvestment in local roads and bridges.

We have logked at the indicated funding for these two activity classes proposed
under ‘GPS 202d-.and/compared those funding levels to those earlier indicated in
GPS 2018 in the\graph below. This was done to better assess the extent to which
GPS 2021 adequately recognised the need for investment in local roading
infrastructure over the same general time period.
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Crown funding for land transport

This section is largely empty in anticipation of an allocation being confirmed under
Budget 2020.

This section would benefit from commentary describing how GPS 2021 will have
regard for significantly reduced local government revenue and heightened financial
challenges faced by ratepayers as a consequence of the COVID-19 pandemic. This
situation necessarily affects the ability of local authorities to fund the local share of
roading projects on the same basis as would have been expected prior to the
COVID-19 pandemic.

As such, it is important that these changed circumstances and greater reliance”on
funding from central government for road transport projects are reflected 4ny th's
section of GPS 2021.

Recommendation : That Crown funding for land transport” be reviewed and
reframed to have regard for the changed circumstances of local authorities to
fund the local share and greater reliance on funding,from centralhgovernment
for road transport projects.

Statement of Ministerial Intentions
The Federation has no particular feedbacksto/providé on‘the Minister's expectations
of behaviours required from Waka Ketahi / New, Zealand Transport Agency to

support the implementation of GPS 2021+

ENDS



Document 5

Crombie Lockwood Tower
Level 16, 191 Queen Street
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Victoria Street West
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Phone: +64 9 377 5570
Email: info@infrastructure.org.nz
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Ministry of Transport
Attn: GPS team

Per email: gps@transport.govt.nz @ Q%

Infrastructure New Zealand is the peak industry body for the infrastr Qor a omotes best
practice in national infrastructure development through research, advocaey and @and private
sector collaboration. Infrastructure New Zealand members com dlvers across New
Zealand and include infrastructure service providers, invest

This submission represents the views of Infrastructure and ollective whole and may not
necessarily represent the views of individual memb sa io n
Infrastructure New Zea I b on the Draft Government
Policy Statem n sport (2021/22-2030/31)

Infrastructure New Zeala servat n ; the Draft Government Policy Statement on Land
Transport (2021/22- 20 rt|c la und the impact of the COVID-19 lockdown and recession
on the transport sy

The impacts of D- 9 are still h| hly uncertain, particularly for transport, and interim measures to
extend the prlor G S orint an interim short-term GPS may be appropriate.

This would provide tHe f\ng certainty that the transport system needs, while staying relevant to the
unknown future

The COVID-18 own and recession does provide a unique opportunity to rethink New Zealand'’s
larger land-use allocation system. A regional spatial planning approach, in concert with

transport system.

The elephant in the room: COVID-19

The COVID-19 lockdown and recession hit transportation and mobility more than almost any other part
of life in New Zealand. The Alert Level 4 lockdown was, fundamentally, a halt to personal mobility in this
country.



The long-term impacts of the lockdown and recession are of unknown size, scale, duration, and type.
Are our empty roads a sign of excess capacity? Will we need increased freight capacity as retail moves
online? Will public transport be hurt by long-term social distancing or an increase in working-from-
home?

provides necessary clarity on the next three years of transport investment.

We note that the GPS process and the long-term planning process for regional and local councils (1/
Certainty is urgently needed, but the Draft GPS may not be able to totally proyide this, giv @
significant downside risk to National Land Transport Fund (NLTF) revenues allin p%ax and
road user charges, lower public transport revenue, and reduced veh| tration

The Draft GPS fails to address these risks and in doing so may pro deC| ion-makerslin local councils
and Waka Kotahi NZ Transport Agency (NZTA) with less con e use of the National
Land Transport Programme (NLTP) and GPS, not more. Q

While stimulus spending from central government is wi ticipatedfor transport projects around
the country, it is unclear how this should or will int th the © PS being consulted on.

The GPS on Land Transport would be more relevant and usef& addressed the NLTF revenue and

investment risks resulting from the crisis. Q

We recommend that the Governmen r alter rrangements to the GPS process such as
introducing an interim ‘COVID- 19 GPS - ne or two years or making emergency legislative
amendments to extend the pr S (a tant local authority long-term planning

processes) by one or two y % %
An interim or extended,GPS Idn dress the NLTF revenue uncertainty head-on and be

suitably flexible an% le to er the future may unfold.

Let’s not waste acri
While the COVID 19 r|5| s wreaked havoc on transport revenue and its matching investment, it
provides a onc eration opportunity to rethink and reform the way we plan transport in this

country. Q



The economic impacts of the COVID-19 lockdown are closely linked to the lack of mobility. Even at Alert
Level 3 lockdown, with construction, and other safe working returning, the inability for New Zealanders
to move has a -25% impact on our GDP.! Social and cultural outcomes may be similarly severe.?

Transport is the lifeblood of our economy and society.
It should therefore be integrated and planned in concert with the rest of our economy and socie%l/

The Government should use this opportunity to trial a regional partnership sc e which WO%.I
empower regions to plan transport and other land uses collaboratively and@t cesto meet'Government
targets.

These partnerships could work in alliances that mirror the fast-acting andweffectiy, str%ies that built
back better in the wake of the Christchurch and Kaikoura earth

These partnerships could last for a two-year period. Howev jlar to h agelerated consenting
being advanced by the Government will be followed by @ ive res anagement reform, these

partnerships should be followed-up with comprehensi m. O

If the Government wants to use this crisis to guide port ifuestment and planning, it can take this
chance to fully rethink the process.

Building Regions: Regional sp%%nir@ﬁships

There are several key issues in ent trr planning system:

onnegt etween modes and between other land uses

2. The system@érbitra\ tputs over substantive outcomes
3. Cost a'@ s are@ally borne

The result of these isE}/ tour transport system is highly politicised, unnecessarily expensive,
,an

1. Transport plannin

excessively congeste ith insufficient and poorly used capacity across all modes.

Addressing the@s will require a reorientation of the planning system around integrated spatial
C

planning, CIQ omes, and sustainable funding.

! New Zealand Treasury (13 April 2020) Treasury Report T2020/973: Economic scenarios. Available at:
https://treasury.govt.nz/publications/tr/treasury-report-t2020-973-economic-scenarios-13-april-2020-
html#section-5

2 Sir Peter Gluckman and Dr Anne Bardsley (April 2020) The Future is Now: Implications of COVID-19 for New
Zealand (Koi Ti: The Centre for Informed Futures). Available at: https://informedfutures.org/social-cohesion-in-a-
post-covid-world/




The details of this proposal are outlined in our recent report Building Regions: A vision for local
government, planning law and funding reform.?

Integrated spatial planning

Although transport is intimately tied to other land uses, it remains largely planned independentl is
creates problems when cities choose to increase development in places with insufficient tran
capacity, or when transport links are built in places where development restr@whlch

transport utilisation. %
These problems are not unique to transport. Water, telecommunicati eI ctr| C|al

infrastructure is similarly challenged.

Disconnected planning is inefficient, costly, and unnecessar ogress. Itfaggravates land price
inflation and exacerbates congestion, school shortages, ;‘é
Poorly integrated planning and infrastructure not only i es aI| « evelopment, it impacts the

relationship between the users, beneficiaries arg rs of&'

The COVID-19 recovery provides the opportunit more rehensively integrate transport with land
uses and infrastructure from across the @ govern t) ocal government, and private spheres. This
includes horizontal infrastructure (wate ergy, t unications), social infrastructure (schools,

hospitals, parks, libraries, prisons)/a in the public and private sector (including ports
and airports) and developmen key stakeholders: most notably iwi as well as NGOs

or other interest groups. Q@
ansp@ ultimately become part of an integrated spatial planning

uses

ata eWIevel reflecting the economic and social geography of where most
, work i?m

Spatial planning WOUQ dertaken collaboratively with central and local authorities (including
horities) working closely with major infrastructure providers.

Under our preferred s
effort with other

It would be pe
New Zealanders li

regional and teQ
Regional spdtialkplans would be guided by a coherent national vision.

Spatial ng would be guided by national priorities and guidelines. Central government, through its
whole-of-system lens, would set broad priorities that regions must follow. Regions would be allowed to
achieve these priorities in whatever safe and legal way they see fit. Local authorities would feed into
regional planning and implement measures that fit the local scale.

3 Available on our website at: https://www.infrastructure.org.nz/resources/Documents/Reports/Report%20-
%20A%20vision%20for%20local%20government,%20planning%20law%20and%20funding%20reform.pdf
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Spatial planning transport and major network infrastructure at a regional level would allow for
economies of scale and efficient planning and coordination with other modes. It would ensure the
efforts of a city are connected with the efforts of their neighbouring districts.

Clear outcomes
The current transport system is focused on overly prescriptive outputs to the detriment of broader (1/
outcomes.

For example, the GPS and NZTA regularly set performance targets around tra@es, am r%‘node
shift, audience reach of safety campaigns, etc. %

While these targets are part of broader overall goals, the net effect is&tr nsp ﬁing is done to
achieve some very fine-grain targets. An observable tendency ha en to focus on a target-achieving
sub-system rather than to create a well-functioning system. ;

The planning regime should instead work towards clear, ing o%s. These outcomes would
allow investment to occur in major revolutionary step nece d allow regions and local
authorities to find their own optimal way to progr \

A national plan would, for example, assist regio@ielive af&able housing, safe and efficient

transport links, and resilience to natural d@rs.
In the Wellington Region, safe and@ nsport could be implemented through an increase in

public transport services, whereas t Coa instead expand roading.

National direction would guide

objectives to reduce carb

ala oIicies and investments. For example, Government
ions e provided via funding allocations to regions to create a

national electric vehicl gne
Spatial planning d etear outcomes would streamline the guidance and legal burden that
governments f n try'ng\WGn land uses based on the long, complicated, and sometimes

conflicting Local Gevernme Land Transport Management Act, Resource Management Act, and any
& National Environmental Standards they may be supported by.

National Policy State@
To meet these E& g targets, and to find the resources to undertake spatial planning, regions
would haveQb upported by meaningful funding.

Sustair@ nding

One of t ajor failings of the current transport system is the poor financial incentives for those who
use and manage transport infrastructure.

Transport users do not pay their fair share for the impact they have on the transport sector. On a
congested motorway, each added driver has a disproportionate impact on congestion, but the only
material cost they face is the impact on their own time. Wealthier drivers who can afford more efficient



vehicles pay less petrol tax despite causing the same costs on the system. Drivers, through the NLTP, are
funding other non-road modes including rail and coastal shipping.

Local authorities, who own and maintain local roads, receive none of the revenue benefits from the
increased productivity and wealth that their transport improvements pay for, with most of the added
GST, income, or corporate tax flowing to central government. Land value improvement is captured Wl/

landowners. %

Nor do local authorities feel the downside costs if their inaction slows the ecafiomy, worse s%ﬂty,

or endangers lives.
A regional spatial planning regime would be a partnership. Central go&m t's 'ﬁg, through the

national vision, would outline the major outcomes that are expected of each regi@n. Rggions would then
be given grants from the consolidated fund to develop and im a regio n. Regions that
Q‘ taxes (G

perform well would be eligible to receive a take of the econ me, corporate tax) that

( in
are collected in their region. Q é
The fully hypothecated NLTF, which currently is Iar@ edb ers, would be replaced by a

.
pricing-based system designed to maximise the, thr put o korrldors by optimising the
relationship between speed and flow.

We would like to see much greater acc @ through ZPS to advance road pricing as a
mechanism to improve mobility ar% ss/by beQ~ ecting the costs and benefits of transport

decisions.
Such a road pricing will successfully link b es of road investment with funders, but additional
measures will be required iesother ort beneficiaries to resourcing for public and active

transport. V

Landowners are cipal ene%ry and the GPS should provide clearer guidance on how
landowners wr@@fit from t ort investment or planning changes resulting from transport
investment will contribute toftransport funding.

The Government is,the other principal beneficiary from transport investment, via its increase in taxation
revenue through n conomic activity and productivity. We would like to see current Government
commitmeni$ in fesponse to COVID-19 flow through into longer term commitments of funding to invest
in prod@ ustainable and inclusive transport solutions, reflecting the benefit the Government
receive

The Government may choose to contribute to the transport system, now and into the future, directly
through allocations from the consolidated account, or by attracting private capital. The GPS should be
signalling opportunities for private investment, potentially linked to toll revenue, land value
improvement or simply a long-term Government revenue stream.



Summary
COVID-19 has greatly increased uncertainty of long-term transport planning. The future of transport
revenue and demand is unclear.

The Draft GPS fails to account for this uncertainty and risks competing with, rather than enabling, a

speedy and effective recovery. (1/
To provide the necessary certainty of funding and planning for long-term planning processes, %
propose that the Government either extend the previous GPS planning regim@one— o) t@ar

interim basis, or institute a temporary GPS that is flexible to suit the unknow res na%ve may

reorient the system around an integrated spatial planning regi is focus clear outcomes

based on sustainable funding. s
This system would see transport as the enabler of pro @, Ian@ lower carbon emissions and
sha

would depoliticise decisions via collaboration, evi & tives.

We thank the Ministry for the opportuni mmen@i
Yours sincerely, 6@ Q~

Paul Blair ?\ O
i
N/
W
&
O

face. &
The Government can use this opportunity to radically rethink trz@rrt planning @vestment and






The Government’s 2019 National Planning Standards define primary production as:

Primary Means:

Production a) any aquaculture, agricultural, pastoral, horticultural, mining, quarrying
or forestry activities; and

b) includes initial processing, as an ancillary activity, of commodities
that result from the listed activities in a);

¢) includes any land and buildings used for the production of the
commodities from a) and used for the initial processing of the
commodities in b); but

d) excludes further processing of those commodities into a different
product.

MfE made the decision to include mining and quarrying in the above definition due to
the fact that most mineral extraction occurs in ruraldreas andghatthe RMA definition
of “productive land” is used for a limited purpoesSe and doeshot define all primary
production activities (Ministry for the Environment, 2019. 2i-Definitions Standard —
Recommendations on Submissions Reportsfer/the (#first ‘set of National Planning
Standards).

In order to retain consistent definitiens across plananing and policy documents, and
avoid confusion and potential conflict the 20 T2 \National Planning Standards definition
of primary production should bewsed in thevoroposed Government Policy Statement
on Land Transport.

Iy

Swfel
We generally agree that land transport safety needs to be a strategic priority.

Higher investment in road design and construction is required to increase infrastructure
life, and lower repdir requirements. Though the number of accidents related to poor
road surface conditions (potholes, bleed areas, uneven surfaces, wheel rutting etc) is
not specifically highlighted, these road surface conditions do contribute to accidents.

The current NZTA model of constructing cheap roads (low capital cost) and relying on
ongoing repair and maintenance means roads are confinually under repair or
damaged through failure of the pavement. This adds to safety issues due to rutting,
potholes, road edge failure (subsidence, erosion) etc. Continual road maintenance
has seen a number of fragic incidents involving road workers who are being placed
onto the highway network more often to repair and maintain poorly constructed roads.

Of particular concern is the state of rural roads. We believe there needs to be an
across the board, increase to the Financial Assistance Rate (FAR) thereby increasing
the Government’'s funding proportion of both the maintenance of, and capital
expenditure on, local roads. Significant investment has been made to state highways




and major arterial routes, but many local roads are in a poor state, unsafe and
vulnerable to adverse events.

Where aroad is a key part of the freight network, ensuring good road infrastructure
and maintaining appropriate higher speeds is important. Such infrastructure must
include suitable corridor widths and turning bays which allow safe travel for long
vehicles. We need to build intersections and entry/exits to sites to cater for slower
commercial vehicles to enter/exit the road network safely and blend in with local
traffic.

We support encouragement of fleet modernisation through,either peralfies or
positive enforcement. We support lower ACC costs for vehicle operators with GPS,
fatigue management or similar technologies installed. We would alsorsupport lower
Road User Charges (RUC) for more modern vehicles (ANCAP and/orUCSR rated),
and conversely higher RUC for older vehicles.

We believe mandatory safety features on allwehicless-ingluding a mandatory
ANCAP or UCSR rating, are critical to improving, the safety performance of all road
vehicles. There may need to be a transition{orelder wehicles, but it is important that
improving the safety of vehicles is not delayed further.

We agree that improving trahsport,conpections, alternative routes and investments in
multiple fravel modes, will boost the@bility of the fransport system and communities to
recover from disrupfive events, supporting continuity in economic activity and regional
development. This\willzbe partieularly important as the economy recovers from the
COVID-19 pandemic. Job-rich projects like core infrastructure, housing, and
environmental restoration™are crucial to the Government's plan to stimulate the
economy.

As stated in the recent NPS-Urban Development discussion document “fransport
systems are goorly integrated with land use, and lack high-quality options to improve
access tojoksiand reduce car dependency”.

We support review of options for moving aggregate around the country on rail or
coastal shipping, particularly where distances from quarry to market increase. Previous
attempts by our sector to access such options have been both prohibitively expensive
and/or difficult logistically to organise within demand timeframes. That said we would
be happy to work with Government and transport delivery providers to pursue options
for such methods of transporting aggregates around the country.



Climate change and rising sea levels are going to put added pressure on rock supply
for sea walls, riverbank protection and restoration.

Demand is almost totally domestic and currently the only alternative to local extraction
and supply of aggregates is to import aggregates to meet demand.

It is likely that such imports would come from countries who are not operating in
sustainable ways nor aiming to achieve carbon neutral targets similar to the amkitions
of New Zealand. Importing of aggregates would also put added pressure on eur perts,
infrastructure and increase carbon emissions through delivering aggregates. greater
distances.

Technically and economically viable opportunities to reddceé, energy=elated emissions
and adopt clean energy technologies exist now. However, thé aggregates sector
currently face a number of barriers that hindef ihe upteke=0Of clean energy
technologies and other cost-effective measures 16 reduce emissions such as:

e Road networks are not designed to takethe additiehal weight of electric heavy
vehicles. Even if state highways aretwpgraded \the road networks connecting
quarries with their markets include alarge nGmber of rural roads.

e Unnecessary regulatory andi{cost barriers'inhibit our ability to unlock least-cost
abatement opportunities” and enéourage rapid uptake of low-emissions
technologies. An examplehere is Resource Management processes that are
complex, litigious and .cOstly/ and are frequently disproportionate to the
decision being sowght, or the'risk.er impact of the proposal.

e There is little ineenftive férrecycling and re-use due to the cost of processing
these proddcts relative te natural products and the reluctance of customers to
specify dnd/or allow the use of recycled products. These customers include
central and local govwernment who are both significant users of aggregates and
sand.

[ S
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Making the most of our existing land transport network

We agree that existing networks and services could be used more efficiently,
however if we contfinue to embrace technology including heavier electric vehicles
and modern heavy vehicle configurations, we need to contfinually upgrade the
road network to compliment this technology.

More efficient use of networks in relation to supply of aggregates and sand could
mean more flexible operating hours in areas to reduce traffic congestion at peak
times and spread the load on roads. An example here is the restocking of resale



yards, concrete and asphalt plants in urban areas at night so that trucks are off
maijor arterial roads during the morning peak times. While this may involve 24-hour
operations for loading, this can be done while mitigating the operation’s impacts
on the environment and ensuring community wellbeing is maintained.

Wayne Scoft
Chief Executive Officer

M +6421 944 336 P 0800469272 wayne@aqa.org.nz

Ground Floor, 93 The Terrace, P O Box 10-668, Wellington 6143,\New Zealand
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Transportation Group NZ

SUBMISSION — DRAFT GOVERNMENT POLICY STATEMENT ON LAND
TRANSPORT 2021

7 May 2020
INTRODUCTION

This submission is made on behalf of Engineering New Zealand Transportation Group/NZ
(TG). The National Committee members have compiled this submission with engagément
from TG members.

TRANSPORTATION GROUP NZ

Transportation Group NZ is a Technical Interest Group of Engin€ering New Zealand, with
approximately 1,200 members. Membership is made up largely‘ef transpertation engineering
and planning professionals working in central governmentslocal government, academia and
the private sector.

OUR SUBMISSION

We agree with the stated strategic priorities forinvestmentinsand transport.

The Transportation Group supports/GRS funding of maintenance and renewal of the rail
freight network, including rail connectivity/across Cook Strait.

The highest level of agreement”amongsty Transportation Group members for an
increase in funding arefor the Activity €lasses ‘Public transport services’ and ‘Public
transport infrastructure ‘\both 'with moré than two thirds support from Members.

There was no Activity, Class where™a majority of Members supported a decrease in
funding.

The Transportation_Group supports an increase fuel excise duty by one cent per litre to
provide more funding fer’healthy and sustainable mobility.

Regardless of hew road safety activities are funded, the Transportation Group urges that all
investprentin road safety should all be based on strong and consistent evidence about the
potential fo' harm reduction.

We support raising revenue from fuel excise duty and equivalent road user charges so that
those driving motor vehicles pay more of the true cost of travel, and so that the increases in
funding allocations we identified (for public transport, walking and cycling) can be funded.

We believe that investment direction for road safety is strong in a rural road context.
Regarding investment in urban road safety, evidence concerning reduction in fatal and serious
crashes should be considered alongside supporting mode shift towards walking, cycling,



Transportation Group NZ

and public transport; and (therefore) supporting health and climate change objectives. The
funding allocation process and rules need to be improved in urban settings to account for
differences in exposure and therefore risk for people walking, cycling, and using other modes.
This includes an urgent need to consider public health as part of urban harm reduction
measures.

The area of highest group support for decreased funding was investment in new roads, with
approximately one third of memberssupporting a decrease in investment, and half supporting
maintaining the current investment level.

We support raising revenue from fuel excise duty and equivalent read*User charges so that
those driving motor vehicles pay more of the true cost of véhicle travelf and so that the
increases in funding allocations we identified (for public transport,'walking’and cycling) can be
funded.

Thank you for the opportunity to submit on the GRS. For'more information on this submission
please contact:

Bridget Burdett CPEng, PhD, MET, BE Civil
Deputy Chair of the Engineering New Zealand‘Transportation Group

Phone: R Email: i 9(2)(2 Q ) _ \Y
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Submission from the New Zealand Port Company CEO Group on the Draft Government
policy Statement on Land Transport (GPS) 2021 and Draft New Zealand Rail Plan

The New Zealand Port Company CEO Group (the Group) comprises the CEOs from
Northport, Ports of Auckland, Port of Tauranga, Eastland Port, Napier Port, Port Taranaki,
Centreport, Port Marlborough, Port Nelson, Lyttelton Port Company, Prime Port Timaru,
Port Otago, and Southport. This submission is made on their behalf.

The Group is generally supportive of the draft GPS. In particular the Group welcomes the
fact that “improving Freight Connections” is seen as one of the four strategic priorities in
the strategy. The Group has been concerned that in recent years the importance of freight
seemed to have been overlooked by transport planners. This was evidenced by the serious
reduction in freight planning and modelling capability at the New Zealand Transport-Agency
and by the delays in implementing an essential project in the freightfetwork — the third
(and hopefully fourth) rail line into Auckland. If adopted, this strategy will put freight
considerations back to where they should be sitting as a strategic priority.

Clearly in terms of priority we encourage a focus on those prejects that.déliver the highest
benefit/cost ratios. We are concerned that some pullictransport proposals around the
country appear to be driven without any regard to’Suchwatios.

Kiwirail is a vital part of the freight network that helps ease congestion on the roading
network and which delivers important climate change’policy benefits for New Zealand. We
welcome the integration that is foreshadowed betweéenwroad and rail planning by giving
responsibility to NZTA to advise the’Minister on how, Kiwirail’s proposed Rail Network
improvement Plan fit with the broaderland transport investment programme. Requiring
Kiwirail to develop and deliveras3 year investmeént programme for the rail network and a 10
year forecast is long overdue.>The yeariby year planning for Kiwirail in recent years has led
to some of the problemSs obvious in¢he’network.

We welcome thedfoeusvon freight in the Rail Plan also. We suggest before this plan is
finalized that the Ministry ensure coherence between this Plan and the GPS, maybe using
the same framéwork an@hstructure as the GPS.

We are also pleased tojsee the addition of Coastal Shipping to this GPS. Coastal shipping
already performs a.critical role in the freight system and has the potential to become even
more impartant. The Group has long advocated mode neutrality and policies that allow the
coastal shipping sector to operate on a level playing field with other freight operators
including international shipping operators. These international shipping operators play a
crucial role also for domestic freight. The Group would oppose any policies that might be
introduced to change the current cabotage policy. The importance of the role played by the
international operators was highlighted in the response to the Kaikoura earthquake and
more recently the response to the Level 4 shutdown in response to covid-19. We note that
funding allocated to coastal shipping in the GPS is limited to that necessary for research.
The policy options seem pretty obvious if mode neutrality and a level playing field are the
desired outcomes — equality of treatment on taxation, enforcement of labour, health and



safety laws and equality of treatment in any subsidy policy that might be applied to other
transport modes — eg rail.

Thank you for the opportunity to comment on this draft. The Group looks forward to the
strategy being finalized and to working with Ministers and officials to see the strategy
implemented. We note that this document was drafted before the Covid-19 crisis and
economic downturn hit. We would support a redraft to take account of this new challenge
and to front load some of the planned investments deliver more quickly essential freight
transport outcomes at the same times as providing a stimulus to employment and
economic activity.

We note that a number of individual ports will be making their own submissions on this\xGPS
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11 May 2020
Ministry of Transport
PO Box 3175
Wellington 6140

VIA EMAIL: gps@transport.govt.nz

NAPIER PORT SUBMISSION ON THE DRAFT GOVERNMENT POLICY Q;l/
STATEMENT — LAND TRANSPORT 2021/22 TO 2030/31@ q
ft Goyernme

Policy

We appreciate the opportunity to provide a written submissi the draf P@, which is attached
for your consideration. @

Yours sincerely ;

As a key stakeholder, Port of Napier Limited (Napier Port) is in receipt of t
Statement — Land Transport 2021/22 to 2030/31, (draft GPS 2021)

Michel de Vos




SECTION OR PARAGRAPH NUMBER

OPPOSE /
SUPPORT

POSITION STATEMENT

Para 33 and 34

Support

Napier Port is a key stakéholder and significant regional infrastructure in
Hawke’s Bay. It maintains a good relationship with Central government
representatives from Waka Kotahi and Kiwi Rail, along with local
government'agencies including Hawke’s Bay Regional Council, Napier City
Council and*Hastings District Council.

Napier Port are supportive of the integrative nature of rail into the National
Land Transport Plan (NLTP). This provides for key partners to be
collaborative in road and rail planning. Both these modes of transport are
vital to the Port in providing efficient and effective freight movement to
and from the Port.




Para 42 and Figure 1

Support

The draft GPS strategic priorities are cohsistent with the Port’s strategic
purpose of: Together, we build a thriving,region by connecting our
customers, people and community te.the'worlds.

The Port supports ‘the strategic intént.

The Port agrees thatsthe overlap of the four strategic priorities — Safety,
Better travel options, improving freight connections and climate change,
willforrmany investment and built solutions see multiple beneficial
outcomes being achieved. An example of this is provided in paragraph 47 of
thie draftyGRS

Para 45

Support

Napier Port’s strategic purpose is: ‘Together, build a thriving region by
connecting our customers, people and community to the world.’

Napier Port supports this draft GPS context around improving freight
connections. The Port is vital to the local economy, as it relies upon
sustainable freight connections to undertake one of its core functions. As a
key driver in the regional economy, in the 2018 financial year Napier Port
supported the $8.1B Hawke’s Bay economy, and with that directly and
indirectly 27,000 full and part-time jobs in the region. Nearly 80 percent of
exports are primary products produced regionally from the fertile soils of
the Heretaunga Plains.




Freight connections on road and rail form the transport ‘backbone’ for the
movement of products and people to and f/om the Port. A resilient
transportation network is a critical infrastructure.

Para 65

Support

Napier Port is strongly in favourefsthe Primary outcome that seeks to
support productive ecomemic activity. Well-designed transport corridors
with cénnections thatware efficient, reliable and resilient signal to all
businesses and industry that the critical transport corridors, both road and
rail sare-key infrastructure assets for the safe movement of goods and
people.

Econemig activity creates a thriving business and economy plus it has the
added adyantage of supporting employment and the movement of goods
androducts within and beyond the region.

Section 2.4

Support

The co-benefit ‘Inclusive access’ is incorrectly listed here, it should read
‘Environmental sustainability’.

The Port is an essential contributor to the wellbeing of the Napier and the
local economy through the export of local goods such as pipfruit and other
primary produced goods, along with logs and import of a wide range of
goods and products. This aligns with the ‘economic prosperity’ outcome
being sought.

Napier Port supports the listed co-benefits of ‘Environmental
sustainability’, ‘Healthy and safe people’ and ‘Resilience and security’. The
Port has a sustainability framework that is being embedded into the day to
day decision-making and operations.

The Port is an essential lifeline provider and facility within the region and is
therefore a critical infrastructure asset. The criticality of this infrastructure
is reflected in the need to ensure it can function effectively and efficiently
and be resilient to disruptive events and natural disasters.




Para 86 Support The Port agrees that a collaborative approach on funding creates the ‘right-
mix’ to ensure relevant agencies arelincluded in the funding discussions
that impact on their business.

Para 88 Support The principles for investing under the National Land Transport Fund (NLTF)

are underpinned by: Effectiveness, (2) Alignment, and (3) Efficiency. The
Port agrees that these are sound and robust principles to adopt and apply
by the decision-makers (i.e. Waka Kotahi and local government) on
whether to fund land transport projects.




Activity Class Framework

Support
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Napier Port is supportive of the Eu:tivity class ‘coastal shipping’

that has been provided for. initial proposed funding of $10M to

$15M (lowrsto high) from 0 2023/24, provides an

opportu@ the coasta ping sector to undertake focused
hieve t

researc

% &he government goal of mode neutrality.
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General Comments

7. A lack of accessible transport options is one of the important issues Blind Low
Vision NZ clients face every day. For our client’s, accessible footpaths and being
able to travel safely and confidently on these is essential to being able to access
the environment, services and facilities, transport connections, social connections
and undertake daily activities.

8. We actively work with central and local government to promote the safety of
pedestrians who are blind, deafblind or have low vision, and we are also a
member of the Living Streets Aotearoa coalition promoting safe and accessible
footpaths.

9. The Draft Government Policy Statement on Land Transpert2021 impacts
significantly on people who are blind, deafblind or haveNow*vision

10.Blind Low Vision NZ would like to take the opportunity to advocate for more
accessible public transport services and safer fogtpaths for,people who are blind,
deafblind or have low vision.

11.For those who are blind, deafblind orshave lTow vision walking is important to
enabling them to participate in the communityjaceessing services and facilities,
travel to study and employment and-accessing Public Transportation. Investment
in infrastructure must ensure'safé and aceessible footpaths. The design should not
be placing those who have.impairments at risk (real or perceived).

12.Blind Low Vision NZ'supports the strategic priorities of the Draft Government
Policy Statement'on Land transport, specifically the focus on safety and better
travel options

13.Blind Low,Vision NZ believes that the Draft Government Policy Statement on Land
Transpodt 2021 needs-to be accessible for people who are blind, deafblind, have
low vision or have other disabilities.

14.Blind Low Vision NZ would like to see more consideration of people who are blind,
deafblind, have low vision or have other disabilities in the Draft Government Policy
Statement on Land Transport 2021 and how the strategy aims to improve access
to transport.

15.The Draft Government Policy Statement on Land Transport 2021 refers to
‘accessibility’ throughout the document. However, the context of these references
suggests that accessibility means availability of services only. Accessibility means



that all public transport users, including those who are blind, deafblind or have low
vision, can travel independently and safely. The Draft Government Policy
Statement on Land Transport 2021 must consider accessibility beyond simply the
availability of services.

16. Without a safe, accessible public transport, individuals who are blind, deafblind or
have low vision have reduced independence, higher rates of unemployment,
limited recreational opportunities, and increased social isolation.

17.There are many facets to public transport, and each may present accessibility
barriers. People with vision loss are disproportionately more reliant on public
transport than other New Zealanders. It is essential that they are able to plan
journeys, access timetables, locate boarding positions, identify destinations and
travel to and from these locations safely and independentlytIn‘other cases,
audible stopping and destination signals and other passénger information systems
are either not installed or not consistently used on buses, trains and' at stations
when they should be.

18. The definition and the use of the word ‘Inglusive’Access \seem tokenistic when the
document clearly does not consider the experienceS ef\people who are blind,
deafblind, have low vision or other disabilities when.aCcessing public transport.

19.We believe that the definition of ‘InCldsive Aecess’ needs to be more refined. The
definition should include people who are'blind, deafblind, have low vision or other
disabilities.

20.Blind Low Vision NZ has*questonsiregarding whether current infrastructure
spending will affect-the Draft Government Policy Statement on Land Transport
2021.

a. Doesiit/include the'$12 billion in extra infrastructure investment announced
by the Governmient end of last year?

b. What effects does this have on Draft Government Policy Statement?

c.» Will any projects be brought forward?






About RWNZ

e Rural Women New Zealand (RWNZ) is a not-for-profit, member-based organisation that
reaches into all rural communities and has an authoritative voice on rural environment,
health, education, technology, business and social issues.

e RWNZ strives to ensure that all rural residents, workers and families have equitable access
to services, inequalities are addressed by Government, and the wellbeing of rural
communities is considered from the beginning of all policy and legislative development.

e RWNZis affiliated to the Associated Country Women of the World and as such upholds all
United Nations, ILO, FAO and WHO conventions and outcome statements as they relate t6
women and rural women in particular.

e RWNZ would like to draw particular attention to the United Nation§ Sustainable
Development Goal 11, which seeks to make human settlements inelusive, safe, resilient, and
sustainable; Goal 3: Ensure healthy lives and promote well-béing\for all atallages; Goal 9:
Build resilient infrastructure, promote sustainable industrialization and/foster innovation;
Goal 10: Reduce inequality within and among countries’and; Goal 5: Achieve gender equality
and empower all women and girls.

Naku noa, na

s 9(2)(a)

Angela McLeod

Manager, Government, Public Sector and Academi/c Relationships
Rural Women New Zealand | Nga Wahiné Taiwhenua o Aotearoa
E: angela.mcleod@ruralwomestnz.nz | C\027 497 2761
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Submission on the Draft Government Policy Statement on Land
Transport 2021

11 May 2020

Millions of Mothers is a group of largely parents and wider whanau, concerned with our familiés)and
particularly children's future in a rapidly warming world. Our parents come from a range of,
backgrounds and experience. We are ordinary parents standing up for climrate action, t¢ ensure all
children have a livable planet to thrive on.

We are very concerned for those already vulnerable, marginalised and without.a veice in our
society. They are most at risk of the consequences of climate ehange and paorlyithought out
mitigation measures and it is the role of our society, led by the government te.ensure that no one is
left behind. Our lack of urgency and action today will be felt/by,our childremitomorrow. Many people,
particularly women and children are hurting today arodnd the world,\from the consequences of the
warming.

The next 10 years are crucial for mitigating climate’'change and limiting its adverse effects.
Transport emissions are key in climate change mitigation AND human health. Transport emissions
have been driving NZs emission upward inyecent timessAt the same time, reducing and ultimately
eliminating emissions from transport-isioné of thé more straightforward (low hanging fruit), when
compared to other emission sources. Reducing émissions have a multitude of co benefits, it's a no
brainer.

The timeline of this Goyernment Poliey.Statement on land transport (GPS) overlaps this crucial time
and its outcomes wilthave implications:that will affect our 2050 zero carbon goal as well. It is vital
that this GPS is ambitiods andilooks at both the short and long term, allows for innovation and be
flexible.

We make the following recommendations and comments

Covid-19

We acknowledge that we are in the middle of a global pandemic which will no doubt have impacts
on not only our economic well-being but on upcoming policies. In turn we believe this will allow more
innovation and ability for the government to invest not only in our people’s needs now, but future
ones. New Zealanders have embraced active modes during lockdown and must continue to be
heard, consulted and brought along in these decisions. In particular, tangata whenua, disabled and
vulnerable communities. People want and need choice and appropriate infrastructure must be
prioritised to provide this.



Purpose and outcome framework of the GPS

We support the purpose of “A transport system that improves wellbeing, and livability” and the
outcomes framework of the Government Policy Statement on land transport (GPS). We do not,
however, see these reflected in the rest of the GPS as we think they should. Currently, we would
argue that very few of the outcomes are being met and that our current system is worsening
wellbeing and livability. It is important to put the purpose at the heart of this GPS, not just as a
nice goal at the start.

Strategic Priorities

We support the strategic priorities, but think they lack ambition. This is a problem because public
and active transport is starting from a low base. So using terms such as more or increased (€.g
“Public transport and active modes are more available and/or accessible” and “Increased Share.of
travel by public transport and active modes” page 19) is not going to be epough to get thellarge
changes we need. Public and active transport should become the key aptions not justmore
available and/or accessible. Emissions, air pollution and noise will not,réduce sigfificantly if we do
not get significant modal shifts. Councils need to be empowered t6 put targets-on modal shifts. As
the strategic priorities are currently written we expect a continuation of slow modal shifts.

We suggest throughout the GPS the language is strength€éned andthe priorities are more
ambitious with targets for increases in active and publicitransport modes, reductions in emissions
etc.

Value for Money

Value for money is also a key considerationfor ourfuture generations and fundamental to look at
long term costs as well are value ferrmoney now. Especially when looking at infrastructure that will
lock in emissions which will be very costly longsterm for public health, wellbeing and economy. We
would expect to see very clearly\laid out how these costs and benefits relate to future costs related
to climate change. The whole’of/life costiig crucial to limiting further stranded assets and cost to our
future generations. This'needs cleardirection and examples of what weighing up the future costs
or benefits could be @nd needs to beclear for decision makers at all levels of governance

Urban design and fand use

We support a holistic approach with planning the transport system and the inclusion of urban design
and land use. Where people live, work, produce food and do recreation is key in our transport
decisions. Wesstrongly agree with this statement : “Shape land use, urban form and street design in
a way thatreduces car dependency, makes walking, wheeling, cycling and micro-mobility safe and
attractive travel choices, and reduces emissions from transport.” from page 17. We see this is key to
delivering on the outcomes and purpose. To do this we must limit new housing and commercial
buildings outside of current urban limits and limit building new and larger roads that enable and
connect these developments. We acknowledge the challenges with affordability, though also note
that housing is not getting more affordable by urban sprawl. It is key that these sectors work
closely together at all levels of governance with a common purpose of increased well-being
and livability.



Decisions

All decisions and planning at the local though to central government level must be put through the
outcome framework lenses, particularly those with a climate lens of mitigation and adaptation and
the Zero Carbon Act. This must be mandatory with targets.

Local Government

31. An RLTP must contribute to the purpose of the LTMA 2003, which seeks an effective, efficient
and safe land transport system in the public interest. It is also required to be consistent with the
GPS. (p 10).
e Must be doable for councils, with limited funds.
e Government should provide more resources to councils.
e There are numerous legislative blocks that limit council's ability {o\inhovate, e'g minimum
road widths.

It is very important that this strategic GPS is followed by action-by the'government and Waka
Kotahi. We and many councils are still waiting for a ride share app from Waka Kotahi. If you say you
are going to do something and don’t deliver, that can stifle, inhovation:

Making the most of our existing landstranspottinetwork

We see this as a crucial element and must be the first consideration when considering investigating
new roads or improvements. There are many,opportunities to use our current networks better and to
meet the four strategic priorities.

o Reallocating some eXisting road,space to active transport infrastructure, like the
temporary pop ups‘fer increasing physical distancing for covid-19.

o Allowing local goyernments/to directly influence travel behaviour, such as road user
charging‘er congestian-charging and use that money for improving low emission and
accessible travel optiens.

o Ingeéentivising car-share schemes and ride sharing that reduce cars on the road and
increasing passenger numbers.

Lowering.speed limits on all urban roads and closing through roads.
When a new road or more lanes are proposed, alternatives, like increasing active
transport infrastructure and public transport be MUST explored first.

Funding

The proposed funding ranges is where this GPS, despite its purpose, framework outcomes and
strategic priorities shows that it is largely more of the same with some tweaks. We find the funding
allocations very disappointing, particularly the largest amounts going to state highway
improvements in the short term. This is the time to be bold and set a new path. We do not believe
you can get the modal shifts, safety outcomes and reduced emissions with the allocation as
proposed.



Active and public transport has been underfunded and this should now be rectified by making their
funding the first priority, not just an increase in share.

What we want

We must not build more roads; we have an extensive network already. More roads and lanes will
lead to more vehicles and more emissions. It must stop now. Our current system is not equitable
and safe. To build new roads they must pass a tough test, of all the framework outcomes and the
purpose. Any new roads must meet a very narrow criteria of building resilience (e.g. earthquakes)
and adapting to climate change, such as sea level rise. We may struggle to afford to maintain our
current network in the future with the increasing number and severity of extreme weather events
(e.g. high rainfall events and flooding in Tasman District in recent years, with repairs ongoing)

We see reducing the number of cars on the road, at the same time as increasing active and/public
transport as the main way to achieve the strategic priorities, framework outcomes and purpose.
When we have less cars, there is no need to build more roads, there is‘less, pollution and emissions,
safer streets and roads, less network maintenance and more efficientffeight.

For urban areas, we must concentrate on getting people out of ¢ars for most'shert distance trips. Do
that by removing as many barriers as possible and make it'more attractive/easier and quicker than
getting in the car. In saying this, it must be ensured disabled, €lderly and vulnerable people are
continually consulted with to ensure their needs aremet every step,of.the way.

We must rebalance the resources spent on roads'for largely,personal cars, primarily in urban and
adjacent land with proper infrastructure for all active modes. Transport in NZ is expensive,
particularly personal cars and is a massive drain on our family’s resources. Many do not currently
have a better choice. Space taken upbydifferent modes’ of transport and their infrastructure is
important, especially in urban areas, where land is-in short supply. Previous investment in active
modes is undermined because dor example/critical gaps that remain in urban cycling networks.
Injuries and fatalities occur to cyclists in_crashes on state highways and rural roads and safety is a
major barrier to modal shift.“The’percentage of the population that would like to bike or walk for
recreation and transport on urban streets’and rural roads is much greater than the percentage that
actually does walk and’bike. This is very clear from the very visible increase in the number of
people (includingiyoeung children) who biked and walked during the Covid-19 lockdown. Large
investment in active’rmodes of/infrastructure is very important to our families.

We acknowledge the,inertia in the current road and car-based system we have and there are so
many examples, of options that will meet the GPS purpose. It must be led by the local government,
fully backed afid,supported by the central government. There are significant opportunities to
innovate with fow cost infrastructure to enable active modal shift, which gives time to test what
works and doesn’t in different places. Some of this is happening now as a response to the need for
physical distancing. Bigger long-term infrastructure projects can then be planned to follow.

Summary

We support investment being closely aligned to desired outcomes and would like to see funding
tied to use of best practice standards, particularly for active mode infrastructure.



We must not further entrench the dominance of motor vehicles in the land transport system,
and exacerbate the marginalisation of walking, cycling and other active modes.

We are very concerned the investment proposals in the draft GPS appear to place considerable
weight on New Zealand’s economic growth and, as such, will lead to underemphasis on social,
cultural and environmental well-being. Proposed investments are oriented towards efficiency of
road transport for people and freight but do not ensure equitable access for people who cannot or
choose not to drive in private vehicles. The funding levels for the activity classes in the draft GPS
will further entrench our reliance on road transport and the marginalisation of active transport.
Without a more comprehensive shift away from a motor vehicle-centric land transport system, New
Zealand’s longer-term environmental goals (in particular, its commitments under the Paris
Agreement to reduce greenhouse gas emissions) will fail.

The level of funding proposed for walking and cycling in the draft GPS does not adequately support
the overarching purpose of improved social, cultural and environmental well-being, and(impreved
livability of places. Throughout the GPS there needs to be a far more integrated appeach’to
achieving well-being. Without a much greater level of funding the GPS wilknot epSure that transport
investment goes in the overall strategic direction sought, much less\esult in the necessary step
change. The GPS published in 2021 needs to be a documentnot just for 2021 and the following
two years, but a foundation for a genuinely integrated appreach torwell-beifg-for the 21t century.

The co-benefits of active transport for health need to be explicitly réCognised as this provides further
justification for increased levels of funding in the walking,and cycling improvements activity class.
Physical inactivity contributes to a rapidly growing taxpayer burdenof non-communicable diseases
such as diabetes, cardio-vascular disease anthsome cancers, Encouragement of active travel
including cycling, walking and public transport is known toinerease public health outcomes and
reduce healthcare expenditure.

Building on the key point made above, that ansintegrated approach is needed to well-being, which is
a recurring theme in our submissiofy, Milliens of/Mothers recommends that the Climate Change
Commission and the Ministry/forthe Enviconment should be added to the list of agencies in para. 2,
especially given the greater emphasis-given to climate change in the transition from the GPS 2018
to the GPS 2021. Our glrrent 2030 emission reduction goal is inadequate (and under review) and is
not consistent with the purpose,of the Zero Carbon Act of keeping global temperatures to 1.5C. Itis
highly likely that our, 2030 reduetion target will change, this GPS needs to be prepared for this and
furthermore, a more ambitious emission reduction, would very likely help meet the other strategic
goals.

Millions of Mothers
Alicia Hall and\Olivia Hyatt

s 9(2)(2) -
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RTF SUBMISSION TO MINISTRY OF TRANSPORT ON THE
GOVERNMENT POLICY STATEMENT ON LAND TRANSPORT 2021/22-
3/31 DRAFT FOR ENGAGEMENT

1.1

1.2

1.3

1.4

2.1

2.2

1. Representation

Road Transport Forum New Zealand (RTF) is made up of several regional
trucking associations for which RTF provides unified national
representation. RTF members include Road Transport Association NZ,
National Road Carriers, and NZ Trucking Association. The affiliated
representation of RTF is some 3,000 individual road transport companies
which in turn operate 16-18,000 trucks involved in road freight transport,
as well as companies that provide services allied to road freight transport

The RTF is the peak body and authoritative voice of New Zealand’s road
freight transport industry which employs 32,868 /people {2.0% of the
workforce), and has a gross annual turnover in‘the orderof $6\billion.

According to MOT's research (National Freight-Demands, Stddy 2018) road
freight transport accounts for 93% of thé total tonnes©f freight moved in
New Zealand, about 75% of New Zealanid'sland-based freight measured on
a tonne/kilometre basis.

RTF members are predominatelyninvolved{in“the operation of commercial
freight transport services both trban and inter-regional. These services are
entirely based on the deployment ofatrucks both as single units for urban
delivery and as multi-upit.combinations‘that may have one or more trailers
supporting rural or inter«egiondl transport.

2. Introductory comments

The 2021 Gayvernment\Policy Statement (GPS) is something of a
disappointment for thesroad freight sector. This is despite Transport Minister
Phil Twyford's pressy statement of 19 March 2020 suggesting record
investment/of $48 billion, on top of $6.8 billion New Zealand Upgrade
progratnme. Nething in the Minister’s briefing notes (attached to the press
release) gives Yoad users confidence the historical hypothecation of the
road-related revenues will not be drawn in to the transportation expenditure
abyss tozsupport all the coalition Government’s preferred objectives such
as walkihg, adding to the cycling infrastructure, rail, coastal shipping and
publie transport. The revised GPS 2021 embodies a specific wellbeing focus.
The difficulty is determining who truly benefits from the wellbeing objective
when the policy actually undermines strategic modal efficiency and
displaces it with some sort of theoretical indulgence. In a nut shell, the 2021
GPS offers no economic clarity.

There is no doubt government is proposing to put forward a lot of money
for infrastructure development. But given the depth of the Covid-19 impact
on the New Zealand economy, we question the approach in the GPS and
whether the expenditure proposals remain valid. Recently (28 April 2020)



2.3

2.4

3.1

3.2

3.3

4.1

4.2

4.3

Ministers Twyford and Peters announced 1000 workers “back to work” on
road and rail projects.

This is against a backdrop of large existing projects that have been shut
down by Covid-19 and are struggling to get back up and running.

Big announcements need to be backed up by the ability to deliver actual
outcomes in a global environment that restricts or bans travel by
experienced personnel and labour from overseas.

3. The context of RTF's comments

The RTF comments on GPS 2021 are confined to the policy aspects that
openly cast aspersions on commercial road freight and seemingly present a
thinly-veiled attempt to demonise trucking as “unsafe”, to help promete rail
services in some sort of ascendency in the minds of thepublic.

We see a policy approach drifting toward some form of political aSpiration
instead of leading New Zealand’s infrastructuré, expenditures toward an
economically viable strategic goal, providing for investment that would
support the nation’s economy, social integration, and/Commonly shared
safety outcomes.

RTF has a significant interest in the“GPS pglicy, outline specific to road
freight, as the new policy framewerk will almest certainly impact directly
and indirectly on the road freight sector! It is ‘within this context we offer
our comments.

. Applying the strategic direction:to land transport investment;

page 6

RTF can accept some ofswhat is outlined in this section (of the GPS
overview) has\possible merit, but whether what is proposed is strategic in
every case‘is questionable. "'Some of the proposed expenditure aspirations
suggest@n’abSence of . economic rigor and more of an ideological approach
to the”capability «of the land transport freight sector. For example, para 12
makeshit clear'the land Transport Fund (LTF) will contribute to the NZ rail
plan. We find\this aspect troublesome when the NZ Government has pulled
back from inyesting in the roads of national significance programme and
then subsequently turned to an expenditure approach that is somewhat
biased;.choosing to invest in a number of regional initiatives that are beyond
the'scope of traditional freight routes.

Evén though the Government has committed to fund KiwiRail, an entirely
government-owned and managed enterprise, we can only speculate the
Crown has no real concerns about throwing good money after bad, ignoring
the inconsistent productivity performance and functional limitations of NZ
rail services over many previous years.

Para 13 refers to the Crown’s December 2019 investment (Commitment) to
fund the land transport infrastructure to the tune of $6.8B by taking trucks



4.4

4.5

4.6

5.1

5.2

5.3

5.4

off the road and making, in the GPS writers’ views, the roads safer by
moving more freight to rail.

The statement suggests truck freight traffic makes the roads unsafe and
offers the promise of a roading utopia through moving freight to rail. This
whole ideological approach is the crux of our opposition to the GPS and
totally ignores reality.

The inherent weaknesses of rail as a freight service in an economy the size
of New Zealand’s was explained to a large degree in our February 2020
submission on the Land Transport (RAIL) Legislation Bill.

We object to the constant framing of trucks as “unsafe” on the roads. They
are not unsafe; this is purely a perception pushed by the sect@rs+of
government and society that are opposed to the uSe of fossil-fuetled
vehicles. Where there are safety concerns it is due te, lack/of infrastructure
spend making New Zealand roads unsafe for the trafficddemands placed on
them; nothing to do with the performance of the vehicles themselves which
are in fact, made “safe” via a number of New Zealand laws, rules and
regulations.

. Strategic priorities for GPS 2021; page 13

Under Safety para 43 - the RTF haSalready argued its views on the coalition
government’s road safety strategy *and .0ur concerns with the anti-truck
sentiment expressed in that.approach. This policy aspect is clearly showing
up everywhere in Government policyidocuments and simply demonstrates
certain discriminatory< bias” to_ vilify the trucking industry at every
opportunity. Given noad, freight’s centribution to New Zealand’s health and
wealth, this is bothumystifying and disappointing.

This section argues the“importance of improving transport connections
within cities, between«regions and ports - a laudable approach - but then
patchesin the’concept,of mode neutrality. The whole section is a framework
of cofflicting ideals. We have the need for improved connectivity,
supporting statements around the primary production in the regions being
the core of.the economy, and then this is followed by a statement, the
transportisysjem needs to support the most appropriate mode.

The_ conflict is around what is the concept of most appropriate mode? The
only 6ption to get primary products off the rural hinterland for processing
and export is by truck. Trains don’t go to the far reaches of New Zealand’s
farms, and any rail freight service would fail to deliver on that service on
any number of well-recognised performance attributes, most notably time
and cost.

If we look at the facts today, under the Covid-19 lockdown scenarios (and
other recent disaster events in New Zealand), it is the commercial trucking
industry that has continued to service food and fuel outlets and provide
product to retailers to enable the country to work from home and for there
to be some level of economic functionally. It is the inherent resilience and



5.5

5.6

6.2

7.1

7.2

adaptability of trucking that has enabled this to occur. Rail on the other
hand, remains in the shade with largely empty rolling stock going
backwards and forwards, further reinforcing its vulnerability to changing
economic uncertainties. The limited rail network’s vulnerability to disasters
will not change, no matter how much money government throws at it.

Para 47 postulates the strategic priorities overlap and by making places
safer, people will adopt walking and cycling, further arguing the flawed case
that by making rail investments, freight movements will be safer. This is
illogical and simply ignores reality. We would ask for the evidence, and likely
numbers, of inter-regional cycle and walking traffic.

We agree rail has an important role, but to fund it on an ideolegical
aspiration when its service and performance capability is thwarted by-d€sign
limitations, is a disservice to the tax payers and to th@se that pay FED and
RUCs (vehicle owners and freight service operators) intosthe LTF.

Transport outcomes; page 14

An infographic and accompanying text ©n-..this page*alludes to the
complexity of the programme and highlightssthe wellbeing and liveability
approach of the GPS. But the propesition rests, on unsubstantiated
assumptions and instead of being ‘a ‘progressive approach, assumes the
investment in rail and elusive environmental, aspirations will assist in that
goal without necessarily having any evidénce.' This is big call and without
some economic analysis, the-expenditurés,on some aspects could out-weigh
the benefits.

While acknowledgementithat thé transport system shouldn’t actively harm
the community, getting to thewRoad to Zero goals might be elusive. We
stress this point in“the context/that while median barriers and road side
treatments areall,good,, the fact is the roads in New Zealand, particularly
in rural aréas, are intmany cases challenging for many motorists. Poor
designs,fincorporating,poor repair and road surface patching techniques,
just add'to'those‘challenges. Despite the best efforts of the safety engineers
to improve road" safety, reducing investment in the fundamental
infrastructurenis not an entirely viable solution for delivering on the safe
outcomesigoal, a point RTF emphasised in its submission on the Road to
Zero discussion document.

Section 2.4 Strategic Priority: Improving Freight Connections;
pages 20 21

Many, if not most, of the outcomes set out in this section can only result if
there is some form of market manipulation to the detriment of road freight.
We do not support such market manipulation.

Road freight trumps rail every time simply due to customer demands and
choices. The Ministry of Transport’s own research, under the 2017-18
Freight Demands Study, confirms the importance of road freight, a point
we highlighted above. The recent Covid-19 experience has confirmed the
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7.4
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7.6

7.7

adaptability of road freight to meet a disruptive market, something rail is
unable to do.

That’s not to say rail doesn’t have a place. What is notable in the GPS is the
shift in language from competition with road, to modal neutrality. But this
is still far from actually acknowledging that in a small economy such as New
Zealand’s, either of those options is limited and the best option is in fact,
that road and rail remain complementary. Rail cannot exist without trucks.
And if small trucks are required to serve rail heads, as the rail advocates
desire, the emissions shed from the additional trucks and transhipping
technologies are simply counter intuitive to the goal of reducing greenhouse
gases, which is another aspect of the GPS.

The most significant reason the swing towards road freight over the{past
40 years has continued to grow, is the improvement in truck ‘payload
efficiency. This means, more efficient trucks carry morevoad, reduging the
number of truck trips and consequently, reducirig emissions\per tonne of
payload.

Over the past 10 years, efficiency gains thredagh the uptake of HPMVs and
50 MAX have been realised in dairy, Nogs, livestock, aggregates, and
petroleum distribution, as well as <general household consumer goods
distribution.

RTF finds it difficult to see a future with' rail services supplanting trucks,
especially when truck transport’s’envirgnmental performance is continuing
to improve with not only.improved engine and power train technology, but
also improved load management.and delivery efficiency. All of this has been
achieved without Gowvernment sintervention by way of subsidies or
favourable tax poliey. Ih international transport circles, truck operators are
considered ong of the mast_ innOvative business groups in the world.

Page 21 cites varioustindicators that are to be measured. We wait with
anticipation to see if any of the stated deliverables of more reliable freight
routes, .more resilient freight routes, reduced greenhouse emissions, and
reduced noise and.air pollution, will actually come to fruition in a way that
is truly measurable.

Section'2.5"Strategic Priority: Climate Change; page 22.

This section continues to feed the desirability of creating an environment
where rail and coastal shipping are favoured over road freight. The RTF
commented on this in our submission on the Green Freight Project, a
background paper on reducing greenhouse gas emissions from road freight
in New Zealand through the use of alternative fuel. These comments were
supplemented by the RTF's Submission on NZ Government/MBIE
Consultation document: A vision for hydrogen in New Zealand: Green
paper. 1In both these responses to government discussion documents, RTF
outlined its views succinctly and factually and don’t think there is any
benefit in repeating our views here.
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Section 3.4 Activity Class Framework; page 33

Para 118 discusses in some detail the Road to Zero harm reduction initiative
proposed by that policy, but having commented on that particular
programme in our Road to Zero response to the discussion document, little
benefit is gained by repeating our views here.

Para 121 Rail Network and para 128 costal shipping are covering off the
government’s intention using altruistic nuances to encourage freight and
logistics enterprises into using these modes as alternatives to what is
presently used. Probably the biggest point of sensitivity for the road freight
sector is the continuing financial support that rail needs just to maintain.its
present service capability, putting aside the cost of enhancing its capability,
especially when the aftermath of the Covid-19 experience has thrown.aidark
shadow across much of the productive New Zealand economy. We“have to
question the value of a freight mode that has to be _so’heavily subsidised by
the public purse and the equity of that State-Subsidy<situation with
businesses that have to survive by running normal blsiness efficiency
models.

Concluding comments

The natural growth in road freightsmakes the Government’s decisions to
draw money from the National ‘Land Transport Fund, using road user
charges (RUCs) and fuel excise to artificially support rail projects and
coastal shipping initiatives,.seem~all the*more short-sighted. The Covid-19
hit to the economy has left a legacy that will take some time to overcome
and we question the Government's fitancial resources to continue to heavily
invest in and subsidise-rail over\roads in this environment.

The 2021 GPS poligy was written for more settled economic climate and we
wonder how mdch’ of it ‘will continue to be valid within the foreseeable
future.

The re~engineering of the transport system to satisfy ideology is not only
costlyybut flies«in thé face of economic reality. Using market manipulation,
it attempts te,engineer out choices for businesses who need to move freight
to survive'in a*highly competitive global market. This makes it even more
short-sighted to ignore the development of hew roads critical to the national
freighttask, in order to put money into rail projects of dubious economic
benefit.

RTF has continued to support asset renewal for rail as it's badly overdue,
particularly for its critical infrastructure. What we don't support, is the
Government, through policy documents such as the GPS, continually selling
the notion that rail investment is a way to reduce “dangerous” or unsafe
truck movements on our roads. RTF also rejects investment in rail over new,
safer roads. Arguably, there should be investment in both road and rail
infrastructure.

We reiterate our objection to the constant framing of trucks as “unsafe” on
the roads. They are not unsafe; this is purely a perception pushed by the
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sectors of government and society that are opposed to the use of fossil-
fuelled vehicles. Where there are safety concerns it is due to lack of
infrastructure spend making New Zealand roads unsafe for the traffic
demands placed on them; nothing to do with the performance of the
vehicles themselves which are in fact, made “safe” via a number of New
Zealand laws, rules and regulations.

Road freight is simply more flexible and immediate than rail will ever be.
There are some 93,000 kms of road in New Zealand, about 10% of which
are State highways, and only 4,000 kms of rail track. That split isn't going
to change significantly and the freight customers (the market) will continue
to make business-based choices. We do not support any heavy-handed
State intervention to counter market choices.

Fewer trucks on the road means fewer jobs, less econamic activity, and less
money in the pockets of all New Zealanders. The National Freight'Bemand
Study proves that people and businesses choose the transpoert mode that
best suits their requirements. In the 215t Century economy where timeliness
and responsiveness are critical, more often than_ not, delivery’by road stacks
up best.

The New Zealand Initiative’s Executive Director. DnOliver Hartwich when he
presented to the Epidemic Response €ommittee outlining his vision for New
Zealand’s social, political and“eeonomi€ futlre, made the following
observations to the committee.

It would also be a big mistake to spend money on projects just because
they are 'shovel-ready& What distinguishes a good project from a bad one
is that a good projeét’s~bénefitsiare~greater than its costs.

New Zealanders must be able_to trust in the steadiness of economic policy.
Ludwig Erhardhonge said“that 50 percent of economics is psychology. We
therefore néed a government that is predictable and steady. The last things
we need/are polick “uncertainty, political surprises and monetary
experiments.

What we do meed is a recovery based on sound economic principles.

The RTR.cencurs with Dr Hartwich.
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1. INTRODUCTION

1.1. The Bus and Coach Association NZ (BCA) is a membership organisation representing the
interests of the bus and coach industry. We provide industry leadership, advocacy,
networking and services for more than 300 members (and their over 6,000 buses and
coaches). The BCA represents the majority of New Zealand’s bus and coach operators and
domestic and international bus manufacturers.

1.2. The bus and coach industry is a significant contributor to New Zealand’s economy. The
industry contributes over $1.2 billion to gross domestic product per year and employs over
10,200 people. In 2015 tourist expenditure on passenger transport (not including air travel)
in New Zealand was $3.4 billion and more than 1.24 million international visitors used bus
and coach services.

1.3. The BCA welcomes the opportunity to provide a submission on the Government Poli¢y
Statement on Transport 2021 (the GPS).

2. POLICY INTENT

2.1. The GPS is reviewed every three years and is designed to guide and prioritise'regionalised
and national transport spending (with a 10-year outlogk). GPS strategic prorities are
intended to be realised via the NZ Transport Agency (NZTA) working with local government
to create Regional Land Transport Plans (RLTPs) which”combine’ to'create the National
Land Transport Programme (NLTP).

Strategic Intent

2.2. The government intends for this GPS to.assist in;@achieving four strategic priorities:
2.2.1.Safety — zero transport harin ontransport,dedths (as per Road to Zero Strategy)
2.2.2.Better Travel Options =givingypeople‘tnare thoice about how they travel
2.2.3.Improving Freight ConneectiVity —better goods movement to assist economic

development
2.2.4.Climate Change —moving t6 inclusive and safe low carbon and low emission transport

Activity Class Changes

2.3. There havedlsoe been changes to traditional National Land Transport Programme (NLTP)
activify classes:
2.3.1.Road to Zero\-«combining previous safety-related activity classes
2.3.2.Public fransport — divided into ‘services’ and ‘infrastructure’
2.3.3.CoastahShipping — changes to create a level playing field with other freight modes
2.3.4.Rail,Network — created to provide funding to KiwiRail to maintain/renew rail network
(dependent on legislative change)
2.335 Regional Improvements — Removed.

Government Commitments

2.4. This GPS also sets four NLTP Government Commitments, across total investment in
activities:
2.4.1.Auckland Transport Alignment Project (ATAP)
2.4.2.Let’s Get Wellington Moving (LGWM)
2.4.3.Road to Zero (70% of improvements to be outside Wellington and Auckland)
2.4.4.1mplementing the Rail Plan.



Investment Principles

2.5.

Guiding investment decisions stemming from GPS are high-level guiding principles to try

and:

2.5.1.underpin how investments should be made

2.5.2.ensure decisions are transparent

2.5.3.ensure decisions represent value for money

2.5.4.ensure the most is made of the existing system but include planning and lead
investment

2.5.5.use innovation.

2.6. Positive aspects of this GPS for the BCA include:

2.6.1.554 billion investment in transport
2.6.2.No increases in Fuel Excise Duty (FED) or Road User Charge (RUC).

3. RAIL AND COASTAL SHIPPING

3.1.

3.2.

3.3.

3.4.

Road users contribute to the National Land Transport Fund (NETF) and othér road‘asset
funding primarily via FED, RUC and property rates for providihng accessibility to the network.
This creates a direct connection between asset funding®and user fees and charges. For
roading, benefit and use are essentially aligned. This isshot the case\forrail or coastal
shipping currently, and nor will it be the case unde¢the purview,of this GPS.

This GPS, if the proposed Land Transport (Rail.Legislation).Amendment Bill (the Rail Bill)
passes, would undo longstanding road related\NLTF hypothecation. The direct links
between use and payment — and benefititovall therein ofithe current NLTF-road
arrangement are not — and cannot be‘aligned with any proposal to use the NLTF for rail or
coastal shipping. There is also little tealistic possibility of rail ever being able to contribute
what it would need to withdraw from the NLTE via proposed ‘Track User Charges’ or similar.
We disagree with ideologital statements such as “Improving the rail network is good for our
roads”? our position is that ‘Improvifigithe road network is good for our roads’. As such, the
BCA continues to oppose the use of NLTF funds for rail. Our submission on the Rail Bill in
February 2020 contains more, inférmation on the rationale for this opposition.

This being said, we do supfort-aligning and integrating rail and coastal shipping planning
with thatef/6ther modes. “funding levers aside, to create a properly functioning transport
system, all modes should,share the same planning process. Mode neutrality in planning is
sensibley,as long as'each mode is benefitting in a manner directly attributable to their
contributions-and benefits.

4. NLTF PRESSURE

4.1.

4.2.

Asshoted,in our submission on the Rail Bill, the NLTF is already under substantial pressure
andits future sustainability — even without funding being siphoned off to rail and coastal
shipping — is of concern to all who contribute large amounts to it — such as commercial
transport operators.

In basic economic terms, the clear opportunity cost of siphoning will be the maintenance
and renewal of existing roading infrastructure — infrastructure used by, and paid for, by
more organisations and people than rail or coastal shipping. It is not realistic nor fair to
expect the NLTF to be able to fund two rundown infrastructure sets and three competitive
freight modes in this way.

1 Draft Government Policy Statement on Land Transport (GPS) 2021, slide 15



4.3. Heavy vehicle users paid $921mllion into the NLTF in 2017/18, and roading infrastructure
maintenance and renewal has not kept pace with investment or use. Our membership has
no appetite for more competition within an already stretched fund with rail and sea modes
that will always lack the ability to fairly account for what will be their disproportionate use
and reliance on the NLTF.

FUNDING LEVELS

5.1. The BCA supports the following headline items in the GPS:
. 15% increase in State Highway (SH) maintenance, up to $10 billion
. 5% increase in local road maintenance, up to $8.5 billion
° $10 billion for new infrastructure and safety investment
. over $1 billion per year investment in Public Transport (PT), to increase by up to40 %
over 10 years.
o No increase in FED or RUC
5.2. The BCA has always supported new technologies where they allow\walue for money
improvements alongside environmental gain. The fundingdevelssand strategic outlook of
the GPS support our view that buses, and not sole occupancy cars, are the best bet for
significant benefits from both low carbon, safety and‘congestion perspectives.

CONCLUSION

6.1. The BCA supports the proposed funding levels fo/roading and public transport in this GPS.
We also support aligning the planning for all transport modeés in New Zealand.

6.2. The BCA does not support funding raihor coastal shipping from the NLTF. This proposition is
ideologically driven and will not/€ad to fair and trafisparent allocation of funds between
modes based on contributiop”and,use.
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Introducing Disabled Persons Assembly NZ

The Disabled Persons Assembly NZ (DPA) is a pan-disability disabled person’s organisation that
works to realise an equitable society, where all disabled people (of all impairment types and
including women, Maori, Pasifika, young people) are able to direct their own lives. DPA works to
improve social indicators for disabled people and for disabled people to be recognised as valued
members of society. DPA and its members work with the wider disability community, other DPOs,
government agencies, service providers, international disability organisations, and the public by:

telling our stories and identifying systemic barriers
developing and advocating for solutions

celebrating innovation and good practice

The submission

DPA welcomes the opportunity to input to what is an extremely broad and comprehensive Draft
Policy Statement on land transport. We are also pleased thatsafety is one of,the priorities of the
Policy Statement. Given the breath and high-level nature of thé Policy Statement we have only
commented on the key issues for disabled people.

Right to Accessible Transport

The United Nations Convention on the Rights of Persons with Disabilities' (UNCRPD) affirms the
right of disabled people to access transport serviees and¢gfacilities on an equal basis with others and
requires States Parties to engage with disabled peopléand our organisations on changes which
would significantly impact on us.

As transport services and facilities have a directhand major impact on the lives of disabled people it
is essential that our views are’conSideredsin ‘all aspects of transport planning.

The UNCRPD Articles mast relévant&o.our'submission are:

e Article 4.3 Jayvolving disabled people and our representative organisations in decisions that
affect us?

e Article 9.1 Accessibility (including transportation)?

e Article 19 Living independently and being Included in the community

e Article 20 Personal mobility*

1 https://wwiv.umotrg/development/desa/disabilities/convention-on-the-rights-of-persons-with-disabilities/convention-
on-the-rights\af-persons-with-disabilities-2.html

24.3. In the development and implementation of legislation and policies to implement the present Convention, and in
other decision-making processes concerning issues relating to persons with disabilities, States Parties shall closely
consult with and actively involve persons with disabilities, including children with disabilities, through their
representative organizations.

3 https://www.un.org/development/desa/disabilities/convention-on-the-rights-of-persons-with-disabilities/article-9-
accessibility.html

4 https://www.un.org/development/desa/disabilities/convention-on-the-rights-of-persons-with-disabilities/article-20-
personal-mobility.html




Public Transport and infrastructure

DPA supports the Policy Statement’s intention to improve and increase use of public transport.
However, for disabled people to be able to use public transport on an equal basis with others it is
necessary for not only the transport itself to be accessible , but all the associated infrastructure
including: footpaths, crossings, ticketing, timetables, route information and maps and stations, bus
stops and interchanges.

The Accessible Journey

We draw the Ministry’s attention to the concept of the accessible journey: door-to-door
accessibility and in particular to the 2005 report The Accessible Journey by the Human Rights
Commission > which outlines this concept.

Driver Education and Responsiveness

Many disabled people report that they do not use public transporthecause of-a laek of driver
disability education leading to a lack of driver disability responsiveness. Investmént in improving
disability responsiveness would go a long way to improving aee€ssibility forsdisabled people. ©

Recommendation 1 - that the Policy Statement be redframed to incerporate the concept of the
accessible journey.

Recommendation 2 — that the Policy Statement signals Gévernment’s intent that transport
infrastructure must be accessible and a datefor this to be achieved.

Recommendation 3 — that the Policy<Statement provide for a programme of public transport driver
disability education in order to improve'disabilitysesponsiveness.

Accessible Buses

We are disappointed that thewPolicy,Statement does not provide a date by which all buses must be
wheelchair accessibl€. ThePolicy Statement would be the place for Government to notify the
transport authorities and companies of the date by which all buses used for public transport are to
be accessible.

Recommendation 4 —(that,the Policy Statement incorporate a date by which all buses used for
public transport mustibefully wheelchair accessible.

Standardisation.of Access

We would'also’like the Policy Statement to propose standardisation across Aotearoa in for
example: the types of mobility devices that can be taken on buses, the length of such devices etc.

5 https://www.hrc.co.nz/our-work/people-disabilities/past-projects/accessible-journey/

5 https://www.odi.govt.nz/disability-action-plan-2/the-disability-action-plan/




Recommendation 5 — that the Policy Statement ensure national consistency on issues such as the
type and length of mobility devices that can be taken on buses.

Bus Announcements

There is inconsistency throughout the country on bus announcements: some buses provide both
visual and spoken stop announcements, while others provide such information only visually or not
at all. We believe that the Policy Statement on land transport is the appropriate document for
Government to signal a nationwide commitment to the delivery of on-bus announcements both
visual and spoken.

Recommendation 6 — that the Policy Statement make a commitment to ensuring that on-bus
announcements are provided both visually and spoken.

Catching the Right Bus

Again there is regional inconsistency as to whether people waiting on buses’havesto signal the bus
to stop: this is a particularly risky issue for people who are blind efwision impdired as they can’t
always tell if the approaching vehicle is a bus or a truck and there are obvious safety issues in
expecting blind and vision impaired people to stand at the edgé of a footpath.with their arm
extended into oncoming traffic on the road. The Policy Statément onland transport is an obvious
place to inform transport authorities of the Government’s expectatians on hailing buses.

Another area of inconsistency is whether buses have an external'speaker system to announce
which bus is stopping. This is helpful to many disabled people,and again the Policy Statement would
be the place to recognise this good practi€e and signal Government’s intention for it to be
implemented across the bus network

Recommendation 7 — that the Policy’Statementynake it clear that Government expects that buses
will pull into any bus stop where aperson,who is using a white cane, guide dog, or other mobility
device is waiting.

Recommendation 8 that,the Policy'Statement provide a date by which all buses must have
external speaker systéms’to announce the number and details of the approaching bus.

Total Mobility Scheme

We are pleased to seesthat the Total Mobility (TM) Scheme is mentioned in the Draft Policy
Statement. Howeven, supply issues make the TM scheme unusable for many disabled people
because there aré so few wheelchair accessible vans on the road. We need investment that
incentivises operators to purchase and operate wheelchair accessible transport.

Recommendation 9 — that Government work with all transport authorities to increase the number
of wheelchair accessible taxis by incentivising the purchase and running of accessible vehicles.

Nationalising the Total Mobility Scheme

There are a number of regional variations and inconsistencies in the Scheme that we wish to see
standardised throughout the country. These include issuing a national TM card that can be used in
all locations; and standardising the regional fare subsidy.



Recommen dation 10 — that the Total Mobility scheme card be a nationwide card and that the
regional fare subsidy be standardised.
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About Sport Waitakere and Healthy Families Waitakere

Sport Waitakere (SW) was registered as a Charitable Trust in 1991 and is a Regional Sports
Trust (RST). Sport Waitakere has extensive experience in working strategically,
collaboratively, and across sectors and settings to achieve positive outcomes for our
community by engaging with communities by offering locally led solutions and a wide range
of services via projects, events and programme delivery. We align with the strategic outcomes
of Aktive - Auckland Sport and Recreation and as such provide a means to reach loeal
communities through the Auckland Approach by offering a local presence. We also.werk
closely with the strategic outcomes of central and local governmeht/and work,within the
boundaries of Auckland Council’s three Local Boards — Whau/ Waitakére Rahges and

Henderson Massey.

Healthy Families Waitakere is a prevention-based initiative,'uniting community leadership to
improve health and wellbeing equity where we'live,/learnwork and play. Funded by the
Ministry of Health, Healthy Families NZ is implemented.in‘ten-fegional locations with higher
than average rates of preventable chronic diseases (such as diabetes and obesity) and/or high
levels of deprivation. Our team work te. make the changes in our communities and empower
people to eat well, be physically active, be §moke-free and only drink alcohol in moderation.
Through the collaboration andeo-desigh, community leaders identify, ideate and implement
systems change to help people make‘healthier choices, lead healthier lives and communities
to thrive. Thesedepvironmentshinelude, but are not limited to early childhood education
settings, schoels,“workplaces, food outlets, sports clubs, marae, businesses, places of worship
and more. Healthy_Families Waitakere is led by Sport Waitakere and is one of ten Healthy

Families NZ communities across the country.



General Feedback

e We support the Government Policy Statement on Land Transport to ensure consistent
direction at a national level to facilitate policy and assist in good decision making
around investment. It will align the Regional and Local Transport plans to ensure a
consistent nationwide transport network that will help New Zealand be ready to meet

the objectives outlined in the Road to Zero strategy and Zero Carbon Act.

e We support the Strategic focuses of Safety, Better Traveh@ptions, and Climate
Change. This further reinforces the critical need to create spaces/for people over

vehicles and encourage active modes of transport ta improve peoples wellbeing.

e Sport Waitakere and Healthy Families Waitakere'acknowledge the important place of
mana whenua and their whakapapatlinks to Hikurangi / the Waitakere Ranges.
Therefore, mana whenua and all Maori'are a priotity in the planning of programmes,
workshops, activations, mentoring, resources and events — so as to ensure they
continue to lead healthy afdrsactive’lives, We recommend Maori governance and
leadership at everytlevel=to support Maori to achieve their aspirations. Guidelines
outlining expectations that, Lecal and Regional Transport Plans need to meet would
help achieve this,6utcomey, [t would also create a framework for accountability against

measufable‘deliverables.

e Werecommend funding and resource be prioritised in areas with high deprivation and
low levels of active travel, particularly in communities with higher numbers of Maori,

Pasifika and Asian people.

e \We see an opportunity for the transport system to shape land use, urban form and
design streets that create more playable neighbourhoods and communities with
child friendly streets. Play Streets are one example of this, leading to equitable
access to streets, increased physical activity, social connection within

neighbourhoods, and increased perceptions of safety. The benefits of social



interaction for mental and physical wellbeing can also reduce the rates of

preventable chronic disease and reduce the burden on our health system.

We support the GPS guiding the transport sector to work with housing and urban
authorities to ensure active travel. We recommend taking a Healthy Streets
approach. This internationally recognised framework outlines key measures to
check the ‘health’ of a street and offers design criteria to creating streets that
encourage multi-modal use. This aligns well with the key outcomes of this
framework outlined in this Draft Government Policy Statement on Land Transport »
Inclusive access, Healthy and Safe people, Economic Prospetity; Efvironmental

Sustainability, and Resilience and Security.

We acknowledge many outcomes include creating safer roads, footpaths and
eyeléways throughout the GPS. These are key to deliver on the Strategic focuses of
Safety, Better Travel Options, and Climate Change. They will also help meet the key

outcomes of this Proposal.

To facilitate innovative solutions across the transport system, we recommend

meaningful engagement with communities as part of implementation. By presenting



the voice of community as of equal value to the voice of experts, our spaces and

places will be better for everyone.

e We recommend that highly productive land should be given adequate consideration
and prioritised in areas where planned transport infrastructure may occur. We see
this land as a precious taonga that builds adaptive resilient communities, improves
our local food systems and needs to be maintained. The Covid-19 pandemic has also
raised questions over current practices around growing food. Planning local food
systems, where highly productive land is available, into communities and

neighbourhoods will help create better and more equitable‘access to food:

We hope you can consider our say in your feedback discusSions on the draft/\Government

Policy Statement for Land Transport 2021.

Nga mihi

Kerry Allan






Contents

EXE@CULIVE SUMMANY........cooiiiiiii ettt st
RecoMMENdAtiONS ..ot e
ADOUL US ...
INErOAUCTION ...ttt e n e ebe s
Section 2.6: Indicators for how progress will be measured.................ccccoiiniinininnne.
ReCOMMENAALIONS ...t s
CONCIUSION.......oiiiiic ettt 00

BibliograpRy ......c..oooiiiie e st re e beesree s e e sseesees hana 4T .



Executive Summary

Transport is the glue that holds our communities together.

In 2013 there were an estimated 1.1 million disabled New Zealanders

All types of impairments can create access needs

Access needs are no problem if the built environment and transport is
accessible.

It is important to assess the safety of the whole transport system for everyone.
This means that at risk groups such as disabled people and pedestrians
should be visible in the road safety data.

The government needs to ensure that disabled people are getting the, same
opportunities as non-disabled people and are not béing,isolatedypreventing
them from accessing work, social, and educatienal opportunities.

The government needs to disaggregate theg’indicators in Strategic Policy 2 by
impairment or access need.

Future proofing New Zealand roadssand,public,transport will benefit disabled
people as well as the general public

Recommendations

1. Deaths and serious’injuries-sheuld be disaggregated by impairment or
access need’and other at-risk’groups, such as older people, as well as by
whetherdtheyare pedestrians.

2. Disaggregate the indicators in Strategic Policy 2 by impairment or access
need.

3. Desired-result 4 needs an additional indicator on the accessibility of public
transport.for disabled people. This new indicator should say the
percentage of public transport vehicles are accessible to disabled people.

4 “Desired result 5 needs an indicator that looks at number of disabled
people using public transport. This new indicator should say number of
disabled people using and accessing public transport in urban areas (by
region).

5. The government should recognise the work done by the transport and
disability sector in New Zealand and consult them on big projects like this.

6. Measure the participation of disabled people in the transport system



About Us

CCS Disability Action is a community organisation that has been advocating for
disabled people to be included in the community since 1935. We provide direct
support to approximately 5,000 children, young people and adults through our 18
branches, which operate from Northland to Invercargill. Our support focuses on
breaking down barriers to participation. We receive a mixture of government and

private funding.

Accessibility is a major focus for our organisation. CCS Disability Action runs thé
Mobility Parking Scheme. This scheme currently supports more/than 150,000.people
to more easily access their communities and facilities. We havesa‘hationwide
network of access coordinators who work with local governments aswelhas the
building and transport industries. We are a member ©f the Access Alliance, which is
pushing for a new Access Law. Our fully owned subsidiary, Lifemark Design Ltd,
advocates for and provides universal designiguidelines o improve the accessibility
of New Zealand housing. We have develeped waysrstocollect data on accessibility,
including the Measuring Accessible Journeys preject and the Street Accessibility
Audits.

Introduction

Transport is the glue that holds our,communities together. It is how we get to work,
see friends, meet new people,buy groceries, and generally live our lives. Whether
we use cars,/buses; walking, cycling, ferries, trains and/or planes, transport is a vital

part of people’s lives.

Key facts about\disability and access needs

In 2013 there were an estimated 1.1 million disabled New Zealanders, almost one in
four of the population. There are an estimated 632,000 people with a physical
impairment (14% of the total population). There are an estimated 484,000 people
with a sensory impairment (11% of the total population). An estimated 89,000 people
have a learning disability (2% of the total population) and 122,000 people have a
psychological/psychiatric condition (5% of the total population). Further, 53% of
disabled people have more than one impairment type (Statistics New Zealand,
2014).



All these types of impairments can create access needs, from physical access needs
to communication and signage access needs. Disabled people are also not a static
group. The line between being non-disabled and having an impairment is thin. All
people can gain impairments, including temporary ones, which in turn give them
access needs. For example, someone over the age of 65 could acquire a disability
such as arthritis or hearing loss which would affect their access needs. Access
needs are no problem if the built environment and transport is accessible. If not,

people can be forced out of the workforce, their community and even their home.

It is important to realize that access for disabled people is net just'about getting from
destination A to destination B, accessible transport for disabled people israbout full
participation and inclusion in society which they are guaranteediunder the
Convention on the Rights of Persons with Disabilities »Inclusien means having a
feeling of belonging. So, having the ability toumove in sgCiety.for employment,
education, social interaction and participation is keytondisabled people belonging as

equal citizens.

Section 2.6: Indicatorsdor how progress will be measured

The government has incladed-some @ood indicators in their Government Policy
Statement on how they will measure their progress. However, these indicators
overlook a significant group of\people. 24% of the New Zealand’s population in 2013
stated they had adisability (Statistics New Zealand, 2014). The indicators need to be
disaggregatediby impairment or access need. Put simply disabled people need to be

visible in the Government Policy Statement’s indicators.
Strategic Policy 1

It is important to assess the safety of the whole transport system for everyone. This
means that at risk groups such as disabled people and pedestrians should be visible
in the road safety data. Deaths and serious injuries should be disaggregated by
impairment or access need and other at-risk groups, such as older people, as well as
by whether they are pedestrians. It is vital to see if some groups are experiencing

more deaths and injuries than others.



Strategic Policy 2

The government also needs to disaggregate the indicators in Strategic Policy 2 by
impairment or access need. The government must ensure that disabled people are
getting the same opportunities as non-disabled people and are not being isolated,
preventing them from accessing work, social, and educational opportunities (Article 9
Accessibility, 2008). Furthermore, when considering the poor welfare experienced by
disabled people, the safety concerns that prevent them from using different forms of
transport it is clear these factors need to be addressed and that failure to do so will
place a burden on disabled people and the whole populationinvalid source
specified..This can be addressed by measuring participation of\disabled people in
the transport system. CCS Disability Action and its partners‘iave deyéloped and
trialled a system to do this and demonstrated that access improvements improve
participation by disabled people (Burdett, Locke, &Sefimgeour, 2016).

Desired result 4 needs an additional indicator‘on the accessibility of public transport
for disabled people. We believe the governient in the leng term should aim to make
New Zealand’s transport systems 100%»accessible overall. But for now, this new
indicator needs to be an extensionto the already proposed indicator. This new
indictor should measure the pereentage ofypublic transport vehicles that are
accessible to disabled peeple.This should include access for people with a diverse
range of impairments¢including vision, hearing, physical impairments as well as

learning disability.

By adding achew indicator about accessibly on public transport for disabled people
the government willsbeicomplying with article 9 of the Convention on the Rights of
Persons with Disabilities. This article requires the Government to ensure disabled
people havetaecess, on an equal basis with others, to the physical environment. This
includes.transportation (Article 9 Accessibility, 2008).

Desired Tesult 5 needs an indicator that looks at number of disabled people using
public transport. It is important to as this indicator as it will help the government
anticipate and respond to the future demand for accessible transport. The new
indicator should be similar to indicator K — number of disabled people using and

accessing public transport in urban areas (by region).



Furthermore, this proposal ignores some key issues around accessible transport and

disabled people in general. By not recognising some of these issues below the

government will be hindering a quarter of the population.

Four further points that seriously need to be addressed on the Government Policy

Statement on Land Transport:

Assess diverse range of user perspectives on land transport

Consult with the disability community and transport professionals

Develop a way to collect data of disabled people and accessible transport. As
the Government Policy Statement has high level goals that have no basé line
data

Have the same standards across the whole country

Recommendations

Deaths and serious injuries should be disaggregated by impairment or access
need and other at-risk groups, such as older peaple, as well as by whether
they are pedestrians.

Disaggregate the indicators jn.Strategic Rolicy 2 by impairment or access
need.

Desired result 4 requ(res\an additional indicator on the accessibility of public
transport for disabled*people.This new indicator should indicate the
percentage of public transpert vehicles that are accessible to disabled people.
Desired résult's requiresan indicator that looks at the number of disabled
people using publie transport. This new indicator should show the number of
disabled peopledsing and accessing public transport in urban areas (by
region).

The, gevernment should recognise the work done by the transport and
disability sector in New Zealand and consult them on big projects like this.

Conclusion

Currently, the Government Policy Statement overlooks New Zealand'’s disability

community. By failing to consult with disabled people in the planning stage resulted

in disabled people been essentially planed out. There is a strong need for indicators

to be disaggregated by impairment or access need and for additional indicators to



ensure disabled people are not overlooked. This would also inform government
decision-making by providing evidence of participation by disabled people. New
Zealand’s future roads and public transport need to be accessible, affordable,
integrated, safe, responsive and sustainable for not only disabled people but also the

general public.
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Submission on the Draft Government Policy
Statement on Transport 2021

Introduction
This submission is made on behalf of the Grey Power New Zealand Federation‘inc.

The Grey Power New Zealand Federation (GPF) is a non-sectarian and nen-party political, advocacy
organisation that aims to advance, promote and protect the welfare and wéllkbeing of older people.
Made up of some 75 individual Associations with an overall membership of approximately 60,000,
GPF is the premier organisation representing older New Zealahders.

We wish to be heard in support of our submission.

Contact: Pete Matcham

email s 9(2)(a) il
Date: 2018-05-02
Summary

We strongly support the draftx-GPS 2021 on land transport, noting that it is in essence, a refinement
to the 2018 GPS. We havesaccordingly limited our comments here to those elements that have
changed and continle 0 endorse the fundamental principles, especially basing the transport
Outcomes Framework on the Living Standards Framework. We continue to support the (re-defined)
strategic priorities of Safety(Better Travel options, addressing Climate change and improving freight
connections.

Noting that olderpeople are over represented in road related deaths and injuries on a per capita
basis and that'the number of deaths per 100,000 of older people in road crashes stayed constant
against/a falling overall trend in the period 2008 - 2014, we particularly welcome the emphasis on
safety and"a people centric design philosophy. As such we fully endorse the commitment in the
draft GPS to the ‘Road to Zero’ and its inclusion as a specific activity class. We consider that the
reframing of the activity classes relating to public transport in GPS 2018 into two activity classes
separating services and infrastructure gives greater clarity on investment, and more transparency in
the evaluation of delivery against both outcomes and strategic priorities.

We also support the inclusion of the Rail Network and Coastal Shipping as new activity classes.
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We support the defined strategic priorities and are particularly pleased to note that the GPS
specifically acknowledges the interconnectedness of these priorities. We consider that previous
investment strategies have been too siloed and have failed to adequately consider fully, societal and
environmental impacts. We consider the explicit acknowledgement of interconnected priorities
addresses this at a strategic level. However, we suggest that greater clarity around the impact of
Movement as a Service on these priorities would be beneficial.

We are also concerned that the draft GPS lacks a clear policy framework to support the delivery of
the defined strategic outcomes. Whilst the principles for investment are necessary, we do not
consider them sufficient. We consider them in isolation to be insufficiently transformative and that
they could easily be utilised to bolster the status quo. We suggest that these principles be
strengthened by the inclusion of a hierarchy of treatments eg fig 1. We believe that mandated
inclusion of this hierarchy in decision making would alleviate the observed disruption to projéects
through political pressure. It would also provide a stable basis for operational level planning and
resource allocation that avoids fragmentation of effort into a series of pieCemeal unfcoordinated
projects 1. This approach also aligns with the wider framework by consideting land use and service
delivery as integral parts of the wider transport system.

Priority 1 Minimise demand Manage the reasons why
transport is needed and the
context in which transport
demand is derived, to deliver the
same access to services and
activities with less
powered/motorised transport.

Priority 2 Enable modal shift Enable the choice of transport
modes with the lowest
environmental impacts, and
enable easier changes between
modes.

Priority 3 Optimise system efficiency Increase all efficiency measures
of transport modes and their
use, particularly in terms of
gCO0z/km for passengers and
gCOz/tkm for freight.

Priority 4 Increase capacity After optimisation of the first
three steps, any capacity
increases that are required
should be prioritised to the most
efficient and sustainable modes.

Fig 1 A Transport system hierarchy 2

1 n Military theory, the “Operational Art,” represents the level of planning that connects the details of tactics
with the goals of strategy. In business terms, the operational level evaluates business ends, ways, and means
to plan and execute operations and campaigns to support achievement of strategic goals.

2 |nstitution of Mechanical Engineers, 2013, retrieved 20200510 from https://www.imeche.org/docs/default-
source/1-oscar/reports-policy-statements-and-documents/transport-hierarchy.pdf?sfvrsn=0
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Similarly we consider that whilst the intent in the statement of Ministerial expectations is laudable it
lacks concise clarity. We are concerned that as presented this could become the object of goal
transference, with a tick box approach to each component rather than a focus on these as a means
of delivering the strategic objectives. We are equally concerned that these criteria as presented
could be subverted to accommodate the status quo.

We agree that the indicators proposed for the strategic objectives are relevant and necessary. At
this stage we reserve judgement as to whether they are sufficient.

At a funding level we support the hypothecation of the Land Transport Fund to all forms of surfa¢e
transport, noting again the interconnectedness of each mode to the strategic priorities and the
impact that investment in any given mode can have on these.

We acknowledge that significant changes to surface transport in modgtshare, energy input; and
usage patterns, are required to meet all strategic objectives, but in‘particular the-Road,to Zero and
Climate change objectives. We consider the latter will require both greater funding'and economic
incentives, both positive and negative, if they are to be achieved within the required time frame.
We consider that within the scope of the fund, these incentives’should be revenue neutral. We also
consider that, to conform to the principles of mode néutrajity as well.as to have maximum efficiency
as a price signal, fiscal incentives to minimise clim&te-change emissions should be universally applied
to all forms of surface transport, not restricted to fuel purchased for on road use.

With regard to specific activity classes, we consider that public transport and active mode
infrastructure has been grossly under-funded in thépast and that the increased priority given to
environmental effects is long overdue, néting eSpecially the strong correlation between transport
emission density and excess mertality and morhidity amongst the elderly. We also consider that
there should be a specific.acknowledgementin‘the Public Transport Service class, of the need for
innovative solutions in parts of NZ where'the population density is insufficient to support traditional
public transport soldtions

Detailed comments

Strategic Direction

We support and acknowledge the refinement of the four strategic goals of Safety, Better Travel
options, Climate Change and Improving freight connections. We also agree with the re-definition of
‘Value for money’ as a principle across all objectives, rather than a separate objective. We heartily
endorse the requirement to fully consider and evaluate co-benefits when developing business cases.
We are also particularly pleased to note the inclusion of Climate Change as a strategic objective in
accordance with our submission on GPS 2018.

We again emphasise the need to recognise and consider the need to link transport and urban
development strategies, and the essential role of increased public transport, both traditional and
mass rapid transit in both facilitating and increasing equity of access (para 40 &41)
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Safety

We fully support the ethical basis underpinning the Road to Zero, and the use of the ‘Safe systems’
approach to achieving this. We would emphasise the importance of the overarching need for land
transport systems to be people focussed with safety as the overriding principle. We also support the
inclusion within this priority area of inclusive access, noting again the importance of this to older
people, and in particular the high degree of co-benefits associated with it.

We support the aim to reduce Deaths and Serious Injury (DSI) from road crashes by 40% by 2030.
We fully support a data driven approach to the targeting of infrastructure projects based on DSI
incidents. We also consider that (relatively) low cost infrastructure improvements with proven high
effectiveness, e.g. side rumble strips and median barriers should be given precedence. We suppatt
the improvement to active mode infrastructure, particularly where these address areas such ds
junctions and roundabouts that currently prioritise ease of vehicular movemént over accessibility”for
all, noting again the high level of co-benefits associated with active modewse.

We support the proposed increase in enforcement including drug testing and alcohohinterlocks. We
also support the commitment to sustaining road policing numbers. We fully support measures to
tackle unsafe speeds and driver distraction particularly cell phonétsage.

With regard to the safe speeds, we are concerned thatrmore'than haltefaehicles on urban roads
routinely break the 50km/h speed limit?, and given the importanée ofisafe pedestrian movement to
both our members and to our mokopuna, we suggest far greatenenforcement and a major increase
in penalty for speeding should be a priority.

We repeat the concern noted in our submission on the, 2018 GPS that the penalties for speeding are
in stark contrast to those applying to'dfiving whemimpaired by alcohol or drugs. We consider that
penalties for any behaviour impaectingion safety'should reflect their harm potential independently of
the behaviour. For example, therisk factoriof a)casualty crash from exceeding the speed limit by up
to 10km/h is similar to anfexCess blood‘aleohol level of between 250 and 400 mcg, but the penalties
currently differ by a fdaetor of five.

We agree that jmprovements to rail through the NZ Rail Plan, and the reforming of land use and
urban form are‘éssential components and contribute to better travel options as well as improving
safety.

We support the suggested indicators of DSI and hospitalisation numbers, and DSI by causal factor as
appropriate andgiecessary.

Bettef Thavel options

The purpose of any transport system is to enable access to services, recreation and work. We
applaud the emphasis on transport investments that prioritise people over vehicles through making
streets accessible with an accelerating mode shift. We also applaud the continued support for Total
Mobility, and the Disability Action Plan. We fully support the move to provide greater integration
between transport and urban planning, with the goal of ‘liveable cities’. We consider the objective
of public spaces and street-scapes where the primary purpose is the ability of people to meet and

3 safer Journeys interim Evaluation, 2015, Martin Small Consulting
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for children to play and not ease of access for vehicles, particularly important for older people, citing
once again the co-benefits in health and social integration.

Availability and frequency of public transport is a major determinant of use especially for the
disabled and elderly. We consider that improvements to public transport service levels, particularly
the integration of multi-mode journeys to maximise convenience and ease of use are an essential
component of delivery, and accordingly we consider the delivery of ATAP and LGWM as essential
components of accessibility for Auckland and Wellington respectively. We also support the
development of high-speed inter-city commuter rail links, as well as investment to improve the
capacity and resilience of metropolitan rail networks.

We suggest that to be truly strategic in scope, the Better travel options priority area needs to
acknowledge and address the problems of access peculiar to provincial New Zealand. We censde
that this is deficient in two primary areas. Firstly a lack of a viable and affordable public transport
system in areas where the population density is insufficient to support traditional solutionss
Secondly the degree to which the preferencing of through traffic, especially heavy goods vehicles,
has disrupted safe access to services within the many provincial.and rural towns bisgcted by state
highways. We note especially the cascade effect this has on,theability or willingness to use any
form of transport other than private cars, and that restriction’of accessfrom fear of crossing busy
roads is a major contributor to social isolation.

We support the suggested indicators.

Improved Freight connections

We support the commitment to maintainithe'road and,railiinfrastructure that support efficient
movement of freight. As such we fullySupport the intent to improve resilience through improved
infrastructure, route duplication and diversification of freight transport to modes that maximise
safety and minimise greenhouse/gas emissions and air pollution.

We consider the suggestediindicators te be appropriate.

Climate Change

A major concern/0f'Grey PowerFEederation and all older people is the legacy we leave to our
grandchildren. In addition t6 the medium and long term effects on us all from carbon emissions
there is also the shofrt term concern of the effect of NO, and particulate emissions on health which
affect older peopletandthe young more adversely than the general population.

Noting the‘high contribution of both climate affecting gases and particulate air pollution from road
transpart and the exacerbating effect of the preponderance of old and inefficient vehicles in the NZ
fleet, we'eonsider that economic intervention is essential if effective change is to be realised.

We consider that this can best be addressed through a whole of system approach including
encouragement of mode change through public transport infrastructure and service investment.

We consider that graduated registration fees based on emissions produced, and banning the
importation of any new vehicle not Euro 6 compliant, and any second-hand vehicle not Euro 5
compliant are essential first steps.
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We consider demand management an essential part of any reduction in environmental harm. In the
long term we consider that the introduction of nationwide ‘pay as you drive’ revenue collection
based on time and place of use pricing should be the objective, but in the short term congestion
charging is a proven tool for reducing traffic and hence pollution in cities and should be adopted as
part of both ATAP and LGWM. We further note that through vehicle registration identification, these
systems can also be used to apply emission charging at point of entry to the designated area.

In this context we would also support the use of local fuel taxes to provide additional funding for
infrastructure to address local problems.

Indicators
As indicated in the sections above, we agree that the indicators suggested are necessary and
appropriate. We reserve judgement as to whether they are sufficient.

Investment in land transport

Funding

We agree with the noted expectations on funding and financing,‘especially thie consideration of
captured value offset and targeted funding. We also wholeheartedlyssupport the principle of
optimising whole of life costs and the exploration of alternate financing‘approaches. We would
however note that the there is little evidence tosuggest thatPrivatesPublic Partnerships deliver
benefits to the public purse equivalent to the tisk borne by‘the,Crown in these contracts* and
frequently have to be bailed out by the state\at a greater'costithan had they been fully state funded
and financed from inception®.

We heartily endorse the need foritrafisparency in‘any alternate financing proposal and explicit
disclosure of the trade offs madex

Principles for Inyestwg

We support the prificiples/of alignment with strategic direction, optimum achievement of GPS
priorities (effectiVeness) andq«cost efficiency based on total lifetime costs and the inclusion of all non-
monetised coststand benefits

4 History RePPPeated: How public private partnerships are failing, 2018, Collective , Eurodad , Latindadd , ODG
(Observatorio de la Deuda en la Globalizacién) retrieved 20200402 from https://www.cadtm.org/History-

RePPPeated-How-public-private-partnerships-are-failing
Anderson, 2012, Another Australian PPP fails — will we learn from it? Retrieved 20200502 from
https://www.greaterauckland.org.nz/2012/11/13/another-australian-ppp-fails-will-we-learn-from-

it/

5 Abdul Rahman, Ismail & Memon, Aftab & mohd zulkiffli, Nora. (2014). Failure Reasons of PPP Infrastructure
Projects: Case Study of Kuala Lumpur LRT Project. Life Science Journal. 11.
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Making the most of existing transport network

We agree that optimising the use of existing networks through demand management, behaviour
change and land use integration are essential components of any strategy based on the Living
Standards Framework.

We consider that network charging based on time and place of use is the ideal, but recognise that
this will require a substantial investment and so we suggest that it should initially be limited to high
demand areas that are easily circumscribed with defined entry/exit points. We suggest that
congestion charging should be a fundamental part of both ATAP and LGWM, integrated with greater
availability of public transport, active mode and micro mobility options.

We agree that lead investment can be beneficial and should be part of integrated spatial planning in
conjunction with local authorities.

Dedicated funding for transport priorities
We support the hypothecation of the fund to ‘todays’ transport priodties

Activity class framework

We support the inclusion of Rail and Coastal shipping as activity classes_ to embed mode neutrality in
the framework. We also support the consolidation of the*2018/safetysclas\es into the Road to Zero
class. We consider this latter improves transparencyroffunding and ¢larity of purpose. The singular
objective of safety prevents gaol transference which We'consider ocelrred where the objective was
delivered through road and highway improvement activity Classes.

We note that travel demand management is to be fundedfrom multiple activity classes. Whilst we
understand the logic behind this, we'aré concerned‘that this may lead to uncertainty of funding
leading to delay and a loss of claritysifh objectives

We agree that the separation of public transport into Services and Infrastructure gives greater clarity
of investment.

We lack the data and’expertise to comment on the proposed funding ranges.

We note the investment expectations to meet Government Commitments to ATAP, LGM, Road to
Zero and the New Zealand Rail plan which cross multiple activity classes. We support these
commitments as key,to meeting the strategic outcomes but cannot comment on the relative merit
of funding levels.
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Government Policy Statement on Land Transport
2021/22-30/31 |
Draft for engagement

Submissions of the RMTU

11 May 2020

New Zealanders have been asked to share their thoughts on the draft policy
statement on Land Transport. The Rail and Maritime Transport Union (RMTU) have
members that work within road, rail and ports. Within rail, the y/members work, in
metropolitan rail, freight and tourism sectors. Our members wark,eh the front line/of
these essential services serving New Zealanders and keeping us'conhnected. As’long
as there has been rail, the workers have been unionised/\TheNRMTU. 'has, a current
membership of 5239, of whom 3271 work within rail. The RMTU has survived many
challenges including the privatisation of rail and sts~ renatiohalisation. It has
experienced the managed decline when rail was starved of fundingiand which put our
member’s lives at risk. Our worst experienceded{ovan inquiry-into the safety of rail.
Health and safety is top of our mind as we know how quickly a life can be taken in
rail.

The RMTU has lobbied hard fer=sail, and, it\is™pleasing that it is part of the
Government Policy Statement,én kand Transport'(the GPS). But rail is still a tack on
— almost an after-thought - withd'oad beingyseen as the dominant mode of transport.

The GPS is about inyestment. The GPS is supposed to take into account a range of
policies and strategies” Missing from these policies are those belonging to WorkSafe.
WorkSafe policies neéd toeform ‘part of the Land Transport GPS, as WorkSafe
administers thesHealth and\Safety at Work Act 2015 which includes rail and road
workers. If WorkSafe as an agency along with its policies are omitted from the GPS
some valuable insighits.will be lost. Some of the best insights into safety in transport
are to be found._in the excellent 2019 literature review: Mathern, C. (2019). Literature
review of risk factofs in the road freight transport industry. Wellington: WorkSafe New
Zealand.

Modal shift to rail

In New Zealand, 80-90% of the total domestic freight is carried by trucks (George,
2018)'. Only 7% and 2% of freight is carried by rail transport and coastal shipping,
respectively (Deloitte, 2014). The GPS needs to place more emphasis on the modal
shift from road to rail, and measure the modal shift.

! George, C. T. (2018). An inquiry into contextual factors impacting the occupational health, safety, and well-being of New
Zealand truck drivers: An ecological systems approach. Doctoral thesis, Auckland University of Technology, Auckland



The RMTU has been part of the team developing the Draft NZ Rail Plan but the
concepts within the Draft Rail Plan are not well integrated into the Land Transport
GPS. A new section within the GPS needs to set out the key concepts of the Draft
Rail Plan.

Forestry

The GPS should specifically target a modal shift for logs from trucks to rail, and put in
place the infrastructure(such as hubs) to support the modal shift. One of the
indicators should be a quantification of the modal shift of logging tonnage from truck
to rail.

Regional Rail

The GPS mentions metropolitan rail and rail freight but not a shift towards fa
regular/enhanced regional rail service such as between Hamiltoen/and Augkland jor
Christchurch and Dunedin for example.

Climate change
The GPS fails to address the continued growth€ ofwelectrifi¢ation”of rail as a
contribution towards our environmental goals.

Worker and public safety

The GPS measures road deaths and serious njuries; butwet specifically work related
deaths and serious injuries in road ahd rail. It notes,that one person is killed while
travelling on our roads every day=and every year nearly 3,000 more people are
seriously injured. But one neegds to furn to_the“Reoad to Zero Action Plan to find out
that about 25% of the deaths’on ourreads involve someone driving for work.

The policy initiatives in the=Road to(Zerad and WorkSafe's policy initiatives need to be
better integrated withsthe GPS<{ The GPS does not seek to co-ordinate public and
worker safety; a co-ordinated_strategy is needed involving the workers, and their
union along withrthe’businesses that operate in the sector and transport users.

The politics and commereial pressures that underpin the road transport industry are
not openly acknowledged in the GPS. Deregulation of the road freight transport
industry has contripbuted to the overall deterioration of working conditions for long-
haul freight’drivers’ working conditions.?

The.competitive nature of the road transport industry has flow-on effects to both
workers and managers/supervisors and in public safety. Research has shown that
the pressure that is placed on businesses to remain price competitive has influenced
managers, who are then likely to create poor working conditions for their workers

2 Apostolopoulos, Y., Lemke, M., & Sénmez, S. (2014). Risks endemic to fong-haul trucking in North America:
Strategies to protect and promote driver well-being. New Solutions: 4 Jowrnal of Environmental and Occupational
Health Policy, 24(1), 57-81. Belman, D. L., & Monaco, K. A. (2001). The effects of deregulation, de-unionization,
technology, and human capital on the work and work lives of truck drivers. ILR Review, 54(2A), 502-524.
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Executive Summary

The New Zealand Automobile Association (AA) welcomes the opportunity to provide comment on the
Government Policy Statement on Land Transport 2021/22-30/31 (GPS 2021).

We have focussed our submission on what we consider to be critical strategic issues, rather than attempt to
comment on every aspect of GPS 2021, including:

e (Clarity about what the Government is committing to deliver, as allocations exceed revenue by over
S1B in 21-24, which has not been the case previously. As a consequence, GPS 2021 creates some
major questions about how trade-offs will be made and/or what other funding may be required.
These are questions we expect a GPS to answer, not pose. In the case of the new Road to e@
activity class the changes from the previous approach to road safety (i.e. mix and level o!% fety

activities) are not readily apparent.

e The addition of major non-road capital expenditure into the Nati %\d Tr po%gramme has
diluted the focus on value for money and transparency, led to&p funding rces and decision
making processes for land transport, and ongoing uncertaipty about transport Jnvestments. It makes

it more difficult to follow how much road users are payi hat se are being delivered.
Qdin

e The focus on road safety in GPS 2021 risks becomi g%e regards, omitting discussion
of some major road safety determinants (road im@‘ctur rface maintenance) while
presenting other investments as road safet Nénents example subsidies to fund the national
rail network), without due context or cav%

o We are opposed to motorists subsi@the nati %network, as the opportunity cost is direct
road safety investment. There a@é ot be@ar case presented that this investment delivers

value for money. This invest uld b@ﬂ t to a full assessment through the budget process.

e We support investments at @(t where these provide demonstrable transport benefits,
made through a tra rent and ced assessment process that chooses the best mode for the

the 18% increase tofthese tax@s« $2018. In Auckland there is a regional fuel tax on top of these

task. V
We support no fug%/ease to FbExcise Duty (FED) and Road User Charges (RUC) for 2021-24, given

increases.

Given the uncertai \NQZWhat might result from the recently established Infrastructure Industry
Reference Grougp, have commented on the GPS as it is, without second guessing what investment might
arise from ti&ork.

We note there’is likely to be change to GPS 2021 because of the impacts of COVID-19, and expect reasonable
efforts at further consultation.

We are very happy to meet with officials to discuss our feedback in more detail.

NZAA submission: Government Policy Statement on Land Transport 2021/22-30/31 5of 22



Part 1: Key Issues

1la. Link between what is announced in the GPS, what is planned, and
information about what is delivered.

Total allocations exceed the expenditure target for 2021-24
Total revenue is up by $1.1B to $13.7B for 2021-24, as FED and RUC increases in GPS 2018 come fullm
f

stream. However, allocations (based on the sum of the midpoints for each activity class) in GPS 2
2021-24 exceed the expenditure target by around $1.3B, which has not been th;case in previ% .

GPS 2021 therefore announces midpoint allocations for activity classes (most sed th%ﬁional Land
Transport Fund revenue is not expected to be able to fund, without ac& ging this\discrepancy.

Subsequent versions need to clarify how shortfalls will be addressed, including how trade-offs will be made

between investments in different activities, and whether other
information, it is unclear what GPS 2021 is announcing and

Signalling differences from one GPS to the ne Q
The AA would like to take this opportunity to stress | rta e GPS signals changes from one
g
e

document to the next. The Ministry of Transport #kansjtions g helpful to some degree. However, GPS

2021 does not clearly present some basic inﬁqtion, fore
I,

e the change to overall aIIocation@ da n-road activities

e what activities received mor alloc ding (including the approximate change)

e how the additional FED a reve ereafter referred to as road user revenue) is allocated
e funding for safety actilities and hoW niueH is additional compared to 2018-21.

This sort of informatio Welp to understand the implications of the proposals and priorities
in GPS 2021 and en I e consultation process.

1 In GPS 2018 for 2018-21 the expenditure target was $12.6B and allocations (based on the midpoint for activity classes)
was $12.7B.
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Taxing Kiwi motorists
Set up in 2008, the hypothecated approach to land transport funding (and the justification for taxing

motorists) is based on the principles that?:

e the level of road use generates funding proportionate to demand: when there is more use of the
roads there is more money to develop, maintain and manage them

e revenue is spent as it comes in: there is a pipeline of projects that benefit motorists, and resources
can be moved between different investments if there is a delay in one area.

Part of this system from the beginning was that road user revenue would subsidise public transport stoa
reasonable level, as public transport benefited motorists if it reduced congestion, and this fundin
planned for and delivered without compromising the principles above — referr@)y the Mi

e

Transport as “the social contract”. %
Road user revenue for major non-road capital projects /&a
GPS 2018 introduced the use of road user revenue to fund rail capig and

implementing this change has proven more challenging than w
funding for these purposes, including incorporating the Rail P@o the ional Land Transport
Programme.

In 2018/19 actual National Land Transport Fund sp %as s \Qy under budget (by 7%). Most of
the under-spend was in activity classes relating t(@l transit,/&and public transport infrastructure. This
meant the increases to FED and RUC provid ditional gev that was not spent. Fuel taxes should not
be increased as a means of raising and savi ney t projects in the longer term — raising transport
taxes in advance of needing the reve% i onsi@ ith the pay-as-you-go principle of the land

transport funding system.

In addition, GPS 2018 reduc

nding fo, % highway improvements by $5.2B over 10 years to fund these
new uses, meaning proj a

nsport Agency (the Agency) previously assessed of high value
for communities and IanderN ound the country stoppeda. The NZ Upgrade Programme (NZUP)

has largely replac@'@ nding@$538 for road projects, which we support. However, this approach
has: \?\
e delayed shovel re@jects

t

e decreased infraStrugture capacity - we compete in a global market for capital and when improvements
allocations were dialled down, capital and skills moved offshore, and are not immediately available

again, WT urther delays these shovel ready projects.

The impact lude increased costs for projects. This experience demonstrates the complexities of

combining the planning, management and delivery of different types of (large scale) investments within a

3 Based on findings of Ministry of Transport’s Future Funding Project: https://www.transport.govt.nz/multi-
modal/keystrategiesandplans/strategic-policy-programme/future-funding/
4 From the 17/18 allocation level.
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funding stream established to accommodate one type of investment, as well as the difficulties effectively
moving funding between these investments.

The current situation and an ongoing issue

The NZUP rebalanced funding in the short term. Now GPS 2021 further decreases state highway funding (by
$1.25B over ten years compared to GPS 2018) and local road funding (down $1.7B), falling away by greater
amounts in later years.

As the NZUP drops off in four to five years so does GPS funding. In the last five years of GPS 2021 funding
allocated to improvements (state highways and local roads combined) averages $593m p.a. To provide
context, in 2018/19 $1.6B was allocated to improvements. Road user revenue in each of the last fi W of
GPS 2021 is projected to be over $1B higher than it was in 18/19. %

This situation contributes to uncertainty in the transport sector — including t %Aructlo who build

transport infrastructure — and impacts capacity to deliver transport inve vt alﬂ en |aIIy disrupts
the Regional Land Transport Planning process. Value for money is reduced, and a@ munities are left

without clear plans. Q~
There are better ways to do this @ E
S |mp parts of the transport system,

We support capital investment in metro rail and rapid tra
ith roa vestments. However, these

and these investments need to be planned and co-ordi
investments need separate funding sources and deli

Given the Government is clear that the ben@ncludin ”%g streets more inviting places”, recreation

and community connectedness, land use) of theSe ca stments will accrue to the nation’s health,

economy, society and environment, ng r@i o achieve this should come from come from the
seryices

Crown, as well as those using the

Furthermore, investment in
services. We support tar

sity %ors will increase the value of properties close to these
ding y those who directly and significantly benefit from a project
meet more of the co

on dev rs, or targeted rates on home owners), alongside local government
oulwe/to see significant policy emerge on these other funding sources.

funding and finan Q
Given delays to Auckland li il, and with Let’s Get Wellington Moving (LGWM) in its early stages, we have
an opportunity to repa|< “t ’- ocial contract”. In the case of the LGWM programme, we note over 80% of

investments are nQ vestments.

1c. Sta@f the network and its effect on safety

GPS 2021 does not address the base condition of the road network and how this innately influences safety.

5 Multi-year budget appropriations are well suited; and the impact of planning uncertainties would be mitigated with
funding allocated from a much bigger pool.
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Road safety is, and always has been, the cornerstone of the AA’s advocacy work. While we have strongly
supported the Government’s road safety work, we have repeatedly raised concerns about the availability of
funding.

Nearly 40% of New Zealand’s state highway network has a 2-star KiwiRAP® safety rating. 2 star roads have
deficiencies such as roadside hazards, poorly designed intersections, a lack of safe passing opportunities and
narrow lanes. According to KiwiRAP, a third of all the driving on state highways takes place on 2-star roads.
Upgrading these roads from 2-star to 3-star quality (where the deficiencies in the features of the road are far
fewer), would effectively halve the trauma from crashes, but requires an upgrade programme at the
necessary scale. The SNP, based on current levels of funding and delivery, has made little progress upgjading
them. GPS 2021 presents no major plan to address this, initially increasing safety treatments spe part
of Road to Zero by around 17% (by $65m p.a. in 2021-24), but this is not propogtionate to the
condition of the network and the scale and types of work required. The mod %rease to Zero
N? ah

over the full 10 years is eclipsed by the significant reductions in state hi d IOC)Q:\ds mprovements
which are a major determinant of the network’s safety.

Road maintenance and road building are road safet 'Q& ?\
@ roads and road maintenance have

The AA is concerned that the fundamental influence invest new
on the road toll is not covered in GPS 2021:

e New roads are safe roads - how safe a road %nds ;ent on whether built-in safety

features have been incorporated into the'woads design (straight, divided, good line-markings, wide
lanes and sealed shoulders, few roa hazards an@mrsections). For this reason, there are much
lower crash rates on the comple ighway nd New Zealand.

e Maintained roads are safe r@ ad su%uality determines the grip a vehicle has with the
road and its risk of skiddi qual increase crash rates, especially loss of control crashes

where vehicles cross céntre line‘or, off the road.

Retrofitting existing h%\/with e%&qﬁring treatments will produce safety gains. However, new roads

built to modern efing andsafety standards will achieve greater safety gains in both preventing crashes
and also decreasing'their sev?g ood quality road surfaces can play a big role in reducing crashes across

the entire network. \
O
K
O

6 The New Zealand Road Assessment Programme KiwiRAP is a partnership between the AA, the Agency, NZ Police,
Ministry of Transport and Accident Compensation Corporation.
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Mode shift
The principle of ‘mode neutrality’ has receded in GPS 2021 with a stronger focus on achieving mode shift,

moving people to public transport and active modes for environmental, congestion, public health, and safety
benefits.

While we support investments aimed at mode shift where these provide demonstrable transport benefits,
investments into public transport and active modes cannot be an end in themselves, as these modes will not
always “improve people’s ability to get places” and be “fit for purpose transport for the future”. We support
an approach that chooses the best mode for the task at hand. That needs to be achieved through a

transparent and balanced assessment process. ‘-!/
ney

Mode shift plans must be realistic about the potential for change, transparent, and deliver val %
Plans need to be based on actual level of desire (not just the stated level of de@ chan @s, and an
understanding of why people choose to live and travel the way they do.

One important consideration not well captured in GPS 2021 is people’é@rent C@m%' and what
they need from the transport system. For example, private vehicl e indispensa r many people due to
health reasons or family commitments. @ % '
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We most strongly support policy initiatives aimed at encouraging people to make better travel choices. For
example, providing New Zealanders with greater transparency about all the costs of different modes (e.g.
economic, environment, safety, and other externalities) in order for them to make fully-informed decisions.

Under the Emissions Trading Scheme a levy of 8 cents per litre (plus GST) is charged on every litre of petrol
sold in New Zealand.

Uptake of low emissions vehicles and fuel efficiency information
The AA supports encouraging the uptake of lower emission vehicles, including electric vehicles, as a means of

reducing the environmental footprint of the land transport system.

Should the uptake of low-emission vehicles increase substantially, we note that there will inevitah

shortfall in road user revenue going into the National Land Transport Fund which will need to
due to declining fuel excise and the (currently temporary) road user charge ex ion for elec ehicles.

We also support the ongoing provision of information on vehicle fuel effi v throu&iCA’s fuel
economy labelling programme), and educating consumers on the operatl costs @e nt vehicles, to

help them make informed choices.

Alternative fuels %
Biodiesel offers a significant opportunity to reduce inter @ stion emissions. However, the
current regulatory regime incentivises bioethanol over b hdiesel thr n exemption on fuel excise, which

should be addressed. Biofuels are one potential sol to the of our relatively small heavy-
vehicle fleet which currently consume significantquanjities of&as well as for light-passenger vehicles.
Additionally, there is scope to explore sy els for Zetrol and diesel engines. There is a need for

New Zealand to invest in more researc elo transition to a low-emissions economy,
including a broader look at enabling |ve lo ission fuels.

Conclusion & %Q

We are very happ off| to discuss our feedback in more detail.

Given the uncertaint |ght result from the recently established Infrastructure Industry
Reference Group, w O mented on the GPS as it is, without guessing what investment might arise
from their work

We note the ng to be change to GPS 2021, and expect reasonable efforts at further consultation.
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About the New Zealand Automobile Association

The NZAA is an incorporated society with over 1.7 million Members, representing a large proportion of New
Zealand road users. The AA was founded in 1903 as an automobile users’ advocacy group, but today our
work reflects the wide range of interests of our large membership, many of whom are cyclists and public
transport users as well as private motorists.

Across New Zealand, the motoring public regularly come into contact with the AA through our breakdown
officers, 37 AA Centres and other AA businesses. Seventeen volunteer AA District Councils around New
Zealand meet each month to discuss local transport issues. Based in Wellington and Auckland our
professional policy and research team regularly surveys our Members on transport issues and Mem%
frequently contact us unsolicited to share their views. Via the AA Research Foundation, we comn'%
original research into current issues in transport and mobility. Collectively, these'networks, co@ with
our professional resource, help to guide our advocacy work and enable the develohy

comprehensive view on mobility issues. & &

Motorists pay over $4 billion in taxes each year through fuel excis ad user charges, registration fees, ACC
levies, and GST. Much of this money is reinvested by the Gover, our tr?ﬂt system, funding road
building and maintenance, public transport services, road saf@rk inclu;;'sg vertising, and Police

enforcement activity. On behalf of AA Members, we ad
Kee

ways that improve transport networks, enhance safe

r sound ansparent use of this money in

o
p

and reasonable.

Our advocacy takes the form of meetings with Io@i central government politicians and officials,
publication of research and policy papers, utingt& n topical issues, and submissions to select

committees and local government hear@

Total Membership @E Qm:ll ;ion members
V \iJust over 1 million are personal members

Q~ \/ 0.7 million are business-based memberships
N ;

\‘
% of licenced driVQ Q Half of licenced drivers are AA Members
Y 4

Gender s@Y 54% Female

46% Male
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Age range & Membership retention

Age of AA Members

65+ years old NN 31%

45-65 years old

37%

25-45 years old N 227

Under 25 years old I 10%

NZAA submission: Government Policy Statement on Land Transport 2021/22-30/31

22 of 22


























