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ESTIMATES EXAMINATION 2022/23 SUPPLEMENTARY QUESTIONS
DRAFT RESPONSES
This briefing provides you with draft responses to select committee questions
You answered the standard Estimates questions for Vote Transport on 20 May
2022 and you have also received 172 supplementary questions. Your
responses to the supplementary questions are due to the Transport and
Infrastructure Committee by 3:00pm on 3 June 2021.

2.

You are also likely to receive around 10 post-hearing questions based on the
discussion at the hearing.

3.

Draft responses to questions 1 - 172 are attached to this briefing (attachment
1 and Appendices). We have also prepared a draft cover letter (attachment 2)
for you to send in electronic form to the Chair of the Transport and
Infrastructure Select Committee at
Transport.Infrastructure@parliament.govt.nz. We will also prepare 10 hard
copies of the response for the Committee.
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1.

We have approached the response to the supplementary questions in the same
way as previous years
The supplementary questions are subs antially the same as previous years
and they have generally been answered in the same way. This year, there are
new questions about:
• Climate change (questions 164 to 169)
• Biodiversity (questions 170 to 172).

5.

We have provided information from Crown entities in cases where the
question asks for information about entities funded under Vote Transport. This
includes City Rail Link Limited (CRLL). If the question does not refer to entities
funded by Vote Transport, answers are about the Ministry of Transport.

6.

In the introduction to the responses (page 2) we explain that KiwiRail and
MetService, although funded under Vote Transport, are the responsibility of
the Minister for State-Owned Enterprises and we do not include them in this
response.

O
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4.

7.

Please review the responses, and provide feedback to the Ministry if changes
are needed. The Ministry will work with your office to make any amendments.

8.

We will finalise the formatting of the response to the supplementary questions
once we have addressed any issues that you may raise.

UNCLASSIFIED
Page 3 of 4

UNCLASSIFIED

Hearing before the Transport and Infrastructure Committee
9.

The hearing for Vote Transport is scheduled for 9 June 2022. We are working
with your Office to provide you with support material for the hearing.
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Note: the actual questions and responses are refused under Section 18(d) and can be
accessed online here: www.parliament.nz/resource/enNZ/53SCTI_EVI_123937_TI2729/2fbffc69f70a3cd261c474e6a3bc99e790242fa4
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Document 20

EXCERPTS FROM BRIEFING OC220311
Document: OC220311 Auckland Transport Alignment Project (ATAP) 2021-24 Funding
Considerations

Excerpt One on Page 1:
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All delivery agencies (KiwiRail, Waka Kotahi NZ Transport Agency and Auckland Transport)
are experiencing similar issues resulting from cost escalations, COVID19 impacts, labour
supply and material shortages.
Excerpt Two on Page 1:

The Auckland Transport programme is most impacted, due to the size and breadth of the
programme and the impact of a significant fall in revenue from public transport.
Excerpt Three on Page 3:

The Auckland Transport Alignment Project (ATAP) 2021-31 ten year programme was
approved by Cabinet and Auckland Council in March 2021.
Excerpt Four on Page 3:

A number of issues have conflated which are resulting in pressures on the ATAP 2021-24
programme. These include:

The COVID19 situation in Auckland was worse than elsewhere in the country, and
longer lockdowns have had, and continue to have, a greater effect on public transport
resulting in a significant reduction in revenue

•

Capacity issues already in the system pre-COVID19 have worsened

•

Significant cost escalations have occurred across the ATAP programme resulting
from the cost of materials and labour

•

On-going COVID19 impacts including supply chain logistics, access to labour, access
to materials and fluctuations in workforce availability and turnover.

FF

•

O

Excerpt Five on Page 5:
In addition, a judicial review on the Auckland RLTP is currently underway. The review relates
to the full 10-year programme.

The remainder of this document is withheld under Section 9(2)(f)(iv)
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Document 26
10 May 2022

OC220376
Action required by:

Hon Michael Wood
Minister of Transport

Thursday, 19 May 2022
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ISSUING A GOVERNMENT ROAD SAFETY STRATEGY UNDER THE
LAND TRANSPORT RULE: SETTING OF SPEED LIMITS 2022
Purpose

Seek your approval to require Road to Zero: New Zealand’s Road Safety Strategy 20202030 to be treated as the Government road safety strategy for the purposes of the Land
Transport Rule: Setting of Speed Limits 2022 (the Rule).

Key points

Clause 3.13 of the Rule provides for the Minister of Transport to issue the
Government road safety strategy for the purpose of the Rule. This is achieved by
notifying Waka Kotahi or the Director of Land Transport of certain publicly available
document(s) that must be treated as the Government road safety strategy.

•

The practical effect of issuing a Government road safety strategy under the Rule is
that road controlling authorities (RCAs) must have regard to the strategy when setting
speed limits under the Rule. For example, any Government road safety strategy must
be considered by RCAs under clause 3.2(1)(a) ‘Mandatory considerations when
preparing any speed management plan’ and clause 3.8(1)(b) which requires plans to
include an explanation of how the plan is consistent with the road safety aspects of
any Government road safety strategy.

•

Waka Kotahi have asked that you confirm that Road to Zero: New Zealand’s Road
Safety Strategy 2020-2030 (Road to Zero) is the Government road safety strategy for
the purposes of the Rule.
Road to Zero is the appropriate strategy in relation to the Rule as it sets out the
Government’s vision for road safety and defines key focus areas over the next
decade. Focus area one is infrastructure improvements and speed management.
Throughout development of the Rule, the intent was that once implemented, Road to
Zero would be the Government road safety strategy.

O
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•

•

A draft letter to Waka Kotahi, notifying it that the Road to Zero is to be treated as the
Government road safety strategy for the purposes of the Rule, is attached for your
consideration. Should you agree, we recommend you sign and issue this letter by 19
May 2022, the date the Rule comes into force.
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Document 28

23 May 2022

OC220314

Hon Michael Wood
Minister of Transport

Action required by:
Monday, 30 May 2022
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TACKLING UNSAFE SPEEDS - PROACTIVE RELEASE OF CABINET
AND ASSOCIATED PAPERS
Purpose

Seek your approval to proactively publish Cabinet papers, minutes, briefings, and associated
documents concerning the Tackling Unsafe Speeds (TUS) proposals.
Number of papers

11

Deadline

Wednesday, 1 June 2022

Risks

We see no significant risks to releasing the papers given Cabinet
has now made final decisions on the TUS proposals. However, given
speed management generates high interest amongst the public and
local government sector, and can be controversial, there is a chance
the papers may generate criticism around decisions.

Recommendations
We recommend you:

approve Te Manatū Waka publishing 11 documents, with redactions as marked,
on our website

2

note that to meet the timeliness required by Cabinet Office circular 18(4), the
documents must be published by 1 June 2022.

Yes / No

O
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1

Matt Skinner
Kaiwhakahaere | Acting Manager,
Mobility and Safety

Hon Michael Wood
Minister of Transport
..... / ...... / ......

23 / 05 / 2022
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However, given that speed management generates high interest amongst the public
and in the local government sector, and can be controversial, there is a chance that
the papers may generate criticism. We consider that this is mitigated by the fact that
the papers represent a comprehensive and robust policy development process,
including extensive consultation, aimed at reducing deaths and serious injuries on our
roads.
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Road to Zero Ministerial Oversight Group Meeting June 2022
Key points
This is the second meeting of the Ministerial Oversight Group (MOG) for Road to Zero
(RtZ).

•

The key matters for discussion at this meeting are the RtZ Quarterly Progress Report and
the next RtZ Action Plan.

•

We have provided questions that we recommend Ministers to discuss throughout this
briefing and attached at Appendix One.

•

We have not prepared a formal agenda for the meeting as there are only two items for
discussion.
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•

The RtZ Deputy Chief Executives and Chief Executives Groups recently met
1

Both the RtZ Deputy Chief Executives (DCEs) and Chief Executives (CEs) Groups
held meetings in May 2022. The meeting of the DCEs G oup was the inaugural
meeting of this Group.

2

The key action that came out of the DCEs Group meeting was:
2.1

3

Organising a meeting between the represented agencies to discuss an
improved way of providing joined up communications on RtZ initiatives and road
safety more broadly.

The CEs Group reinforced the need for this. An initial meeting was held on Friday 20
May of the communications leads from the various agencies. As a result of this
meeting, agencies are working together on a strategic document around who leads
the response to certain queries and how the partner agencies can reinforce the
messaging or support the lead agency.

Agenda Item 1: Road to Zero Quarterly Progress Report

Officials have prepared a portfolio level Quarterly Progress Report (the Quarterly
Report) for Ministers, CEs and DCEs to actively monitor the delivery of actions and
commitments through RtZ. This document is attached as Appendix Two.

5

6

O
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4

We were unable to provide an updated forecast on the overall DSI reduction expected
from RtZ for this Quarterly Report, however, we will provide this in the subsequent
Quarterly Reports.

We have also provided a draft Quarterly Progress Infographic as requested by
Ministers. We have included some key metrics and the quarterly performance of
these and outlined some of the key policy updates from this quarter too. This is
attached as Appendix Three.
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7

We welcome any feedback on the Quarterly Progress Report and are seeking
Ministerial agreement to release this document on Te Manatū Waka Ministry of
Transport’s website.

There are delivery challenges that put progress against the Road to Zero target at risk
You will see from slide two of the Quarterly Report that the RtZ Portfolio is tracking at
red, this has changed from being at amber last quarter. Reviewing and
communicating the definitions of tracking status is a priority for the next quarter to
enable consistent reporting across partners.

9

Despite a high level of activity and investment of time and effort by all road safety
partners, we remain behind on all of the key death and serious injury (DSI)
contributing work programmes. Road policing is below the target levels, the
infrastructure programme is behind schedule and the policy programme is also
behind schedule.

10

Road policing activity continues to be below target levels. The 12-month rolling breath
test level is significantly below the desired activity level, and decreased markedly
between Quarter Two 2021/22 and Quarter Three 2021/22 Note however, that Police
were responding to the protest at Parliament grounds during this quarter.

11

There has been a lot of good work following the last quarter, with Police showing an
improvement in several key metrics in April. Police has also implemented its Safe
Roads Control Strategy.

12

The infrastructure programme continues to be behind schedule, with median barrier
delivery significantly below the target. However, roundabouts and speed management
treatments are tracking well above the target levels.

13

A plan is being finalised to address the median barrier shortfall and lift the delivery
rate of median barrier installation. This is likely to have some short-term impacts on
the forecast becoming visible by Quarter Four 2021/22.

14

The policy programme also continues to be behind schedule. Several of the actions in
the initial RtZ Action Plan have been rolled over to the second Action Plan, which will
be discussed at Item Two on the agenda.
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8

We have seen a shift in the environment that we are working in post COVID-19. We
are seeing higher risk-taking behaviours and opposition to programmes targeting zero
or that seem to restrict people’s movement or decision making.

O
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The climate in which we are working has shifted since Road to Zero launched in 2020

16

Further complications can be seen around local government elections and split
communities around matters such as safety and climate. These divides can be seen
playing out through changes to things like speed limits. Waka Kotahi has advised that
some communities are very supportive of reducing speed limits in their region,
whereas others are strongly opposed. This means there is not strong nationwide
social licence or support yet for the changes that are being rolled out.
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We welcome any feedback on the content and structure of the Quarterly Progress
Report and the Quarterly Infographic, and how these could be improved.

29

How do Ministers want to position and pursue RtZ considering the current context?

30

What do Ministers see as the key challenges for delivering RtZ?

Agenda Item 2: Road to Zero Action Plan 2023-25
The initial RtZ Action Plan was released with the RtZ Strategy (the Strategy) in
December 2019. The plan covers the first three years (1 January 2020 to 31
December 2022) of implementing the Strategy. A new Action Plan is needed to
advance a programme of work that targets the 40 percent reduction in the number of
people who are killed or seriously injured (from 2018 levels) on our roads by 2030.
The new plan will cover the calendar years 2023 through to 2025.

32

A copy of the draft Action Plan is included at Appendix Four.

34

O
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s 9(2)(f)(iv)
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Appendix 1: Talking Points
•

How do Ministers want to position and pursue RtZ considering the current context?

•

What do Ministers see as the key challenges for delivering RtZ?

Appendix 2 follows from this page.
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Appendix 3 is refused under Section 18(d) as it will soon be publicly available
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Appendix 4 is withheld in full under Section 9(2)(f)(iv)
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Appendices

1. Detailed forecasted DSI reduction trajectory assumptions
2. Review of Road Safety Investment and Delivery report progress

O
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Note: Lead Agencies to define a plan for these actions to provide the ability track progress against agreed timeframes

21
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Document 30

6 May 2022

OC220206

Hon Michael Wood

Action required by:

Minister of Transport

Friday, 20 May 2022
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PARKING OFFENCES AND PENALTIES REVIEW
Purpose
•

Updates you on the progress we have made in our regulatory stewardship review of
parking offences and penalties.

•

Seeks your approval to progress further policy development on draft legislative
change proposals to parking offences and penalty levels.

Key points
•

•

s 9(2)(f)(iv)

The status quo risk of regulatory failure and the impact this could have on the
Government s strategic priorities needs to be weighed up with the risks involved in
undertaking this work. This includes the disproportionate impact of increased penalty
levels on low-income groups.

•

•

O
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•

In October 2021, we updated you on the completion of our initial regulatory
stewardship review of the parking regulatory system (OC210623 refers). We informed
you that we would be p ogressing a workstream to review parking penalty levels, with
the aim of ensuring that penalties for parking offences are proportionate, fair and an
effective deterrent.

Hon Phil Twyford, Associate Minister for the Environment, has expressed interest in
this work in relation to the implementation of the National Policy Statement on Urban
Development (including via a letter to you, sent 17 June 2021).
We are seeking your approval to progress to the next stage of policy development.
This next stage will involve gathering evidence to test the robustness of our draft
assessment and to help mitigate the impacts of the aforementioned risks. We will
then develop a final set of proposed changes for your consideration and approval to
consult.
IN CONFIDENCE
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PARKING OFFENCES AND PENALTIES REVIEW
In October 2021, we provided initial information on work to review
New Zealand’s parking offences and penalties
In October 2021, we updated you on the completion of our initial assessment of the
performance of New Zealand’s parking regulatory system (OC210623 refers).

2

We informed you that we would be progressing this workstream to review parking
penalty levels, with the primary aim of ensuring penalties for parking offences are
proportionate, fair and an effective deterrent.
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1

Parking offences and corresponding penalties are used to encourage fair,
efficient, and safe parking behaviour
3

The Land Transport (Road User) Rule 2004 (the Rule) sets out the majority of
New Zealand’s 31 parking offences1,2. These offences are designed to restrict or
prohibit certain types of undesirable parking behaviours which can have impacts on
the transport system and other transport users.

4

There are two main types of parking offences:
4.1

Offences which aim to support the fair and efficient allocation of scarce parking
resources, including offences for parking overstaying, loading zones, mobility
parking bays, etc.

4.2

Offences which aim to restrict unsafe parking behaviours, including parking on a
motorway, parking on a level crossing, parking too close to an intersection, etc.

Corresponding penalty levels (infringement fees and fines) for offences are set out in
Schedule 1 of the Land Transport (Offences and Penalties) Regulations 1999 (the
Regulations)3

6

Enforcement of parking offences is largely undertaken by local government appointed
parking wardens. However, Police are also able to issue parking infringement fees.
Hundreds of thousands of parking infringements are issued in New Zealand each
year.
The majority of parking offences have fixed penalty levels. However, in the case of
infringement fees for parking overstaying offences, a maximum level is set out in the
Regulations, and local government road controlling authorities (RCAs) set their own
infringement fee levels at or below the maximum through their parking bylaws.

O
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5

1

Section 336(7) of the Local Government Act 1974 sets out an offence for parking in a pedestrian mall
In relation to a portion of a road where parking is for the time being governed by the location of
parking machines placed under the authority of a bylaw of a local authority, parking is defined as “the
stopping or standing of a vehicle on that portion of the road for any period exceeding 5 minutes”. For
any other portion of road, parking is defined as “the stopping or standing of a vehicle (other than a
vehicle picking up or setting down passengers in a loading zone or reserved parking area and entitled
to do so) on that portion of the road”.
3 Schedule 1B, Part 1 sets out the penalty levels for offences which parking wardens can enforce.
2
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We have undertaken further policy development and stakeholder engagement
to understand the need for regulatory change
Since October 2021, we have completed further scoping and policy work to
understand the specific regulatory issues related to parking offences and penalties.
We sent out a survey and held two targeted workshops with RCAs to better
understand how they apply parking offences in practice.

9

We have also had informal engagements with RCAs through the Local Government
Technical Advisory Group (LG-TAG), a group which includes members from a range
of different RCAs across New Zealand.

10

Our engagements provided insights into the need for legislative change to ensure:
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8

10.1 parking penalties are proportionate, fair and an effective deterrent
10.2 parking offences are clear, enforceable, and comprehensive.

Inflation has eroded the value of parking penalty levels, affecting their level of
deterrence and proportionality to harm

The majority of parking penalty levels have not been updated since 1999, over which
time inflation has eroded their value (OC210623 refers)4

12

This means that the penalties for some unsafe and inefficient parking practices are
not having the desired deterrent effect and in some cases, are not reflective of the
impact offences can have on the transport system and other transport users. For
example, the penalty for parking on the footpath is currently set at $40. Increasing the
parking infringement fee by an appropriate amount would more effectively counteract
the impact of this offence on pedestrians, particularly those with disabilities or
caregivers with small children who are less able to safely manoeuvre around a car
parked on the footpath.

13

This inflationary erosion is particularly problematic when it comes to the penalties for
parking overstaying offences, where the maximum infringement fee ranges from $12
(for up to 30 minutes overstayed) to $57 (for over six hours overstayed). A $57
parking infringement fee set in the year 1999 would be equal in value to
approximately $95 (inflation-adjusted) in 20225. However, despite inflation reducing
the value of parking penalties, penalty levels have not been reviewed over this time.
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4

This excludes the penalty for parking in a mobility parking space (s6.4(1A) of the Rule) which was
increased in 2008 via amendment regulations.
5 Reserve Bank of New Zealand, 2022 – https://www.rbnz.govt.nz/monetary-policy/inflation-calculator
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IN CONFIDENCE

Low penalty levels for parking overstaying offences are creating perverse
incentives when it comes to paying for parking

A perceived low likelihood of being caught (due to limitations on enforcement
capability and resource) combined with low penalty levels (if known) incentivises
some users of the parking system to risk getting a ticket instead of paying for parking
upfront.

15

This is a rational choice when parking prices in some urban centres are on par with
the potential fee. For example, in Auckland’s Zone 1, the cost of on-street parking is
$5 per hour for up to the first two hours of parking, increasing to $10 per hour for
every hour after that (see graph below)6. The main alternative, Wilson Parking, have
Auckland CBD parking buildings with casual rates that vary from between $6 to $16
an hour depending on location7.
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14

6
7

Auckland Transport, 2022 - https://at.govt.nz/driving-parking/find-parking/parking-in-central-auckland
Wilson Parking, 2022 - https://www.wilsonparking.co.nz/parking-locations/auckland/auckland-cbd
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16

Given the current maximum parking penalties for parking overstaying, this means that
if someone wanted to park for four hours in Auckland’s CBD, they could either comply
and pay $30 for the use of the parking space or risk getting a $30 parking ticket for
overstaying s 9(2)(g)(i)

Low penalties could lead to increasing levels of regulatory failure
As is demonstrated through the Auckland CBD example above, maximum penalty
levels for parking overstaying offences are creating an artificial cap on the amount of
money that local government RCAs can charge for on-street parking (if they want
people to be incentivised to pay for their parking in the first place). If RCAs implement
parking charges that are the equivalent to or higher than the maximum penalty level,
parking users lose the financial incentive to pay for parking.

18

When parking penalties remain static for long periods of time it means that the cost of
paid parking may be unable to change to:
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17

18.1 respond to increases in parking demand - to efficiently manage what is an
increasingly scarce and valuable resource

18.2 manage and support new strategic policy directions - such as trends toward
urban intensification, emissions reduc ions, mode shift, and placemaking.
19

With increasing demand for on-street parking, particularly due to changes being
implemented through the National Policy Statement on Urban Development (NPSUD)8, deterring inefficient and unsafe parking practices is crucial to ensure equitable
access to increasingly scarce parking resources.

20

If RCAs are unable to use pricing to efficiently manage demand for parking resources,
this can increase road congestion in high-demand areas. If more vehicles are cruising
to find a parking space, this can also have flow-on impacts for transport emissions.

We have reviewed parking penalty levels using the Effective Financial Penalties
Categorisation Tool
In March/April 2022, you agreed to Te Manatū Waka’s Effective Financial Penalties
Framework (the Framework) being publicly released on the Ministry’s website (when
the Regulatory Systems (Transport) Amendment Bill goes out for consultation)
(OC210982 refers). This regulatory stewardship framework was designed to be
appl ed to penalties across New Zealand’s transport system to ensure penalty levels:
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21

•

respond to the offence’s severity (in terms of the impact that could result)

•

act as a deterrent to undesirable behaviour

•

are proportionate to one another

8

The NPS-UD has directed councils to remove the requirement for new dwellings to include carparks.
In the immediate term, this policy change is expected to increase on-street parking demand, as less
off-street parking is available for residents.
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•

take into consideration the relative responsibilities of individuals and entities.

22

s 9(2)(f)(iv)

23

s 9(2)(f)(iv)

We are also considering potential regulatory stewardship amendments to
improve clarity and minimise existing enforcement challenges
Through informal consultation with RCAs, several issues have been raised that are
limiting RCAs’ ability to enforce parking offences. s 9(2)(f)(iv)

25

With your approval to work through the next stages of policy development, we will
continue to refine our proposals, engaging informally with RCAs and other
stakeholder groups where appropriate. We will provide you with advice about our
analysis when we seek your approval to consult on proposed changes.
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24

We plan to test s 9(2)(f)(iv)

through the next stage of development

26

With your approval, our next stage of policy development would involve data
collection to test the robustness of s 9(2)(f)(iv)

27

s 9(2)(f)(iv)

28

Following further analysis, we intend to provide you with a briefing and Cabinet paper
requesting approval to consult on the proposed changes. This stage will provide you
with a further opportunity to provide feedback s 9(2)(f)(iv)

Any increases to parking penalty levels and potential changes to parking charges as
a result would have inequitable impacts.

O

29

FF

These changes could have disproportionate impacts on low income groups,
especially given the current economic climate

30

9s

Those on lower incomes face disproportionately high impacts compared to their
higher-income counterparts. This is especially the case if the recent trend of inflation
increases does not change. In the year from March 2021 to 2022, the consumer price

9(2)(f)(iv)
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index increased 6.9 percent, the largest change since a 7.6 percent annual increase
in the year to the June 1990 quarter. That includes a 4.5 annual increase in food
prices and a 6.6 percent increase in household living-costs in the year to March 2022
(6.7 percent for Māori)10.
31

In our next stage of policy development, we plan to investigate opportunities to lessen
the burden of increased penalty levels, particularly on lower income groups. This will
include investigating the feasibility of operational approaches that could improve
equity outcomes.

32
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Proposed increases to penalty levels could be received negatively
Increases to parking penalty levels could be received negatively by some groups
Such feedback will need to be carefully planned for and managed in order to ensure
the consultation phase is centred around evidence.

Key risks (with mitigations where relevant) include:
•

•

Alternatively, a perception that the government should have given attention to
penalty levels much sooner.

A perception that this initiative is a “revenue gathering” exercise – that it will
increase council revenues without perceptible benefit to the public and at the
expense of parking users. Our next stage of information gathering will include
investigating current RCA parking enforcement revenue levels, where funds are
directed, and s 9(2)(f)(iv)

FF

•

A perception that increases to penalty levels are poorly timed. Global trends
being felt in New Zealand such as cost of living and fuel price increases mean
changes could be perceived as yet another strain n the incomes of hardworking families. In addition, continued impacts of COVID-19 on the small
business economy s 9(2)(g)(i)
(s 9(2)(f)(iv)
s 9(2)(g)(i)
We anticipate that
stakeholders will want to know why these changes are being made a priority
now rather than later. We will clearly communicate the risks of the status quo in
the consultation materials.

O

•

A perception that changes unfairly target car users and that this work is for the
sole purpose of reducing emissions rather than to avoid regulatory failure. We
will work to communicate clearly with stakeholders about what regulatory
stewardship is and why this work is important to help avoid regulatory failure.
We will also communicate the impacts that a lack of stewardship could have on
broader strategic goals like emissions reductions.

Stats NZ, 2022 – https://www.stats.govt.nz/information-releases/household-living-costs-priceindexes-march-2022-quarter
10

IN CONFIDENCE
Page 6 of 9

IN CONFIDENCE

But penalty levels need to act as an effective deterrent if the parking regulatory
system is to be able to perform its function
33

Without effective levels of deterrence, the incentive to comply with parking
requirements is considerably limited. This factor is increasingly well known, with
Te Manatū Waka and your Office receiving letters from members of the public or
stakeholder groups about the ineffectiveness of parking penalty levels.

34

Without regulatory stewardship intervention, the ability of the parking regulatory
system to be used to fairly and efficiently allocate scarce parking resources is likely to
be further undermined.

35

s 9(2)(g)(i)

36

In addition, without a clearly defined and comprehensive set of parking offences,
there is a risk that RCAs will s 9(2)(g)(i)
be unable to effectively
discourage parking behaviour that is harmful to the integrity and efficiency of the
transport system, and that can negatively impact safety and equitable access for all
transport users.
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Left
unchanged, the deterrent effect of these penalties will continue to decline as thei
financial value deteriorates with inflation. This could lead to a failure of the parking
regulatory system if enough people decide to forgo paying for their parking and
commit overstaying offences.

Failure to implement changes to penalty levels and offences also poses
significant risks to the Government’s strategic priorities
37

While this project is fundamentally intended as a regulatory stewardship exercise, it is
likely to have flow-on benefits for the Government’s climate change response and
wellbeing priorities.

38

Associate Minister for the Environment, Hon Phil Twyford, wrote a letter in August
2021 to you as the Minister of Transport and to Hon Nanaia Mahuta, Minister of Local
Government s 9(2)(f)(ii)

39

s 9(2)(f)(ii)

O

FF

the NPS-UD has directed councils to remove the requirement for
new dwellings to include carparks. In the immediate term, this policy change is
expected to increase on-street parking demand, as less off-street parking is available
for residents. RCAs have also expressed their concerns about their ability to manage
on street parking demand given this increased pressure.

40

While some residents might choose to no longer have a private vehicle, many are
expected to want to keep their cars (at least initially). In areas where parking demand
is particularly high, RCAs need to be able to manage parking demand, and incentives
to comply are important to reduce offending behaviour.

41

s 9(2)(f)(ii)
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42

s 9(2)(f)(iv)

Work to ensure the parking regulatory system is efficient, effective, and fair
will support the success of these kinds of s 9(2)(f)(iv)
which are ultimately rooted in the Government’s goals to address transport emissions.

We are seeking your agreement to continue further policy development of draft
proposals
We are seeking your s 9(2)(f)(iv)
next stage of policy development.

approval to continue to the

44

We will conduct further informal engagement with key stakeholders to test our
thinking s 9(2)(f)(iv)
prior to formal consultation.

45

If you agree to us progressing policy development, we will continue our research to
better understand the impact of potential changes to penalties and offences. This
includes gathering data about:
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43

45.1 the number of offences committed in recent years and the impact of parking
offences on the safety and integrity of the transport system.
45.2 levels of recidivist offending behaviou , types of offences most commonly
unpaid, reasons for not paying for parking offences, etc.

45.3 the effect of penalty increases on lower income groups as well as operational
approaches to reduce disproportionate impacts.

45.4 The amount of RCA revenue collected from parking enforcement, including as a
percentage of their total revenue, and relative to funding for parking
enforcement
46

This information will be used to inform the development of a final package of
proposals for your consideration and approval to consult. We will also use this data to
inform our regulatory impact analysis and consultation materials.

We are seeking your feedback on the proposed timeline

FF

Having considered our resource capacity, we have developed the following timeline.
This timeline takes into account the potential impact of local government elections in
October 2022 (and therefore local government capacity to provide feedback) as well
as the General Election in 2023.

O

47

Proposed Timeline - Formal Consultation in November – December 2022
48

This timeline sets us on track to undertake formal public consultation in November –
December 2022 and allows us to consult after local government elections have
happened in October 2022.

49

We would work to have all consultation materials and impact analysis on any
proposed legislative changes to you in October 2022, ready for Cabinet policy
approval and approval to consult.
IN CONFIDENCE
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s 9(2)(f)(iv)

51

s 9(2)(f)(iv)
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50

Accelerated Timeline
52

If you would like to see this project progress more quickly, we could add resource to
the project team to accelerate policy development and preparation for consultation at
an earlier date. An accelerated timeline would need to take into account the impact of
local government elections in October 2022, particularly on the ability of RCAs to
provide feedback on any proposed changes.

53

Should you prefer an accelerated timeline, we suggest you meet with officials to
discuss the potential options, risks, and mitigations of moving this work forward more
quickly.

O

FF

Annex 1 withheld under Section 9(2)(f)(iv)
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RELEASE OF TE MANATŪ WAKA MINISTRY OF TRANSPORT'S
LONG-TERM INSIGHTS BRIEFING
Purpose

This briefing provides you an update on the Te Manatū Waka Ministry of Transport LongTerm Insights Briefing (LTIB). It outlines the second public consultation process and outlines
the process for tabling the LTIB with Select Committee.

Key points

The LTIB is a statutory requirement in the Public Service Act 2020 (the Act). The
Ministry’s LTIB will be on the impact of automated vehicles operating on Aotearoa
New Zealand roads. This topic was selected because automated vehicles (AVs) have
not been a priority in the Ministry’s work programme but present significant future
opportunities and challenges that need careful consideration ahead of their
deployment.

•

As required by the Act, the first round of public consultation was completed in
September 2021 around the scope and substance of the LTIB. This has shaped the
final draft LTIB We are now set to release the final draft for the second round of
public consultation on Friday 5 May 2022. We are providing you with a copy of the
final draft LTIB, and the survey questions that will accompany it, so you have visibility
of the content and insights we have drawn.

•

Engagement has been integral in the development of the LTIB. We have engaged
with councils, academics, industry groups, the disability sector, and other
Government agencies. This has influenced the questions we have included in the
paper and our decision to focus on New Zealanders and the wider transport industry
as two separate groups that will be impacted by AVs.

O

FF

•

•

We will provide you with a copy of the final LTIB during the week 27 June 2022, in
time to table it with the House of Representatives on 30 June 2022, where it will be
subject to a select committee review.

•

The Act requires the LTIB to be produced ‘independently of Ministers’. We are
therefore not seeking your feedback on the document but are happy to answer any
questions you may have about its content or the LTIB process. We intend to brief you
on the contents of the LTIB once it is finalised, and before it is presented to Select
Committee.
UNCLASSIFIED
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RELEASE OF TE MANATŪ WAKA MINISTRY OF TRANSPORT'S
LONG-TERM INSIGHTS BRIEFING
Overview of the LTIB process
The Public Service Act 2020 (Schedule 6, clauses 8 and 9) introduced a requirement
for agencies to develop a Long-term Insights Briefing (LTIB) at least once every three
years. The LTIB topic Te Manatū Waka has chosen is the impact of automated
vehicles (AVs) operating on Aotearoa New Zealand roads. There is a high level of
uncertainty around the impact of AVs on the transport system in New Zealand. The
LTIB process affords the Ministry an opportunity to explore the opportunities and
challenges in detail before AVs are deployed on New Zealand roads. This will enable
us to develop future policy options which will improve individual wellbeing as well as
support broader transport outcomes.

2

The LTIBs needs to be produced independently of Ministers We are therefore unable
to seek your input on the topic or content as it would breach the requirements under
the Public Service Act. We will continue to keep you informed of progress on a ‘no
surprises’ basis. Additional detail on the LTIB requirements can be found in Annex 1
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1

The Ministry has completed the final draft of its LTIB
3

On 25 August 2021 we provided you with a briefing that outlined Te Manatū Waka
Ministry of Transport approach for the planned consultation on the topic it has
selected for its LTIB (OC210671 refers). A copy of the consultation document was
provided to you at the time, so you had visibility of the content and approach.

4

During the first round of public consultation in September 2021, we received 29
submissions across Government, academia, advocacy groups and industry.
Feedback included:
Emphasising the importance of social and equity impacts of AVs

•

Covering the role of government and regulation

•

Acknowledging data and cybersecurity concerns with the technology; and

•

Ensuring the impact of AVs on the wider transport ecosystem and natural
environment was covered.

FF

We have incorporated feedback from the first round of public consultation into the
final draft LTIB. The final draft has been structured around the key questions we need
to answer to understand the impact of AVs. The LTIB is set out across five sections:
•

Sections one and two provide context around the transport system and
introduce the concept of technology and automation. They also introduce the
transport outcomes framework, which is the lens used when discussing the
impact of AVs.

•

Section three identifies the key questions that New Zealanders and the wider
transport sector will want answers to in order to understand the potential impact
of AVs on them. It includes considerations for local and central Government,
including transport outcomes, current organisational goals, and regulation.

•

Sections four and five pull together the insights we have drawn from the
previous section and briefly outlines what we could do next.

O

5

•
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