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PUBLIC TRANSPORT WORK PROGRAMME AND
DECARBONISATION OF THE PUBLIC TRANSPORT:BUS FLEET

Purpose

This briefing:

attaches an A3 providing an overview ofthe public transport System and our
proposed public transport work programme (Appendix 1)

provides advice on the parts of the Ministry’s work programme that relate to
decarbonisation of the public transport bus fléet.—the Public Transport Operating
Model (PTOM) review and.the Transport Emissions Action Plan (TEAP)

provides an overview/of eouncil activity inyrelation to decarbonising the public
transport bus fleet;

You will receive separate detailed\briefings on the PTOM review and the TEAP.

Key points

The proposed public transport work programme covers key issues faced by the sector,
including COVID-19'response and recovery, a review of PTOM, and the accessibility and
affordability of public transport. You can find more detail in Appendix 1.

We anticipate you will have a particular interest in how the Ministry’s work programme
supportsithe decarbonisation of the public transport bus fleet.

Interventions to accelerate the decarbonisation of the bus fleet should be considered as
part of the TEAP and the extension of the Low Emission Vehicles Contestable Fund.

The PTOM review can address system barriers to decarbonising the public transport bus
fleet. We will provide further advice on the PTOM review in late November or early
December 2020.

Councils have existing commitments and ambitions to decarbonise the bus fleet and are
progressing work to support these objectives, which the Ministry is engaging in.
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PUBLIC TRANSPORT WORK PROGRAMME AND
DECARBONISATION OF THE PUBLIC TRANSPORT BUS FLEET

The proposed public transport work programme covers key issues faced by
the sector

1

The Ministry has an ambitious work programme covering a range of issues, including:

1.1 COVID 19 response and recovery, including how we bring back public transport
patronage, and provide support to councils and public trangport operators
during periods of resurgence

1.2 areview of the planning and procurement framework'for public transport
services, the Public Transport Operating Model (PTOM)

1.3 cross sector work to address workforce issdes (Waka Kotahi.NZ Transport
Agency led)

1.4 accessibility and affordability of public transport.

This work programme is covered inimereg detail in Appendix 1, alongside an overview
of the public transport system context'and an overview of public transport planning
and investment (including PTOM).

Given the election commitments relating to’decarbonisation of the bus fleet we
anticipate you will haye arparticular interest'in how the Ministry’s work programme
supports this outcome.“The two kéy paris’of the Ministry work programme that are
relevant to this outeéme will be the' TEAP and the PTOM review.

Interventions toaccelerate the'decarbonisation of the bus fleet need to be
considered\as part of the\TEAP and the extension of the Low Emission
Vehicles Contestable Fund

4

YouwWill receive a separate briefing on the TEAP, and that briefing describes the
commitments.New Zealand has made for decisive action on climate change, including
in thedransport sector.

TheMinistry of Transport is developing a TEAP, which will contribute to a national
cross=sector Emissions Reduction Plan that is under development (led by the Ministry
for'the Environment). The Climate Change Commission is also due to issue draft
recommendations to the Government in February 2021.

We consider that work on decarbonisation of the public transport bus fleet, and
particularly any interventions from central government to accelerate decarbonisation,
should be considered alongside the broader suite of potential actions to achieve
transport emission reductions, particularly those relating to heavy vehicles.

One of the issues identified with de-carbonisation of the bus fleet has been the cost of
vehicle charging infrastructure and associated upgrades to the electricity supply for
bus depots. Work is currently also being undertaken on the extension of funding for
the Low Emission Vehicles Contestable Fund signalled in the Labour Manifesto. We
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believe that this fund could be used to support the funding of electric charging
infrastructure for buses.

The PTOM review can address system barriers to decarbonisation of the public
transport bus fleet

8

10

The current settings in PTOM, particularly relating to procurement and ownership,
pose potential barriers to decarbonisation of the public transport bus fleet. The PTOM
review will include a focus on addressing the current system barriers to ensure PTOM
enables decarbonisation of the bus fleet. To be successful the PTOM review will,need
to be progressed collaboratively with the sector.

We will provide detailed advice in late November or early Becémber 2020'0n the
PTOM review, including progress to date, the findings of thefirst stageiimpact
evaluation, the proposed scope of future work, and the next steps.

To facilitate engagement with the sector we will prepare a discussion paper in early
2021.

Councils have existing commitments and ambitions to'decarbonise the public
transport bus fleet

11

12

13

Auckland Council (through Auckland Transporty(AT)), Greater Wellington Regional
Council (GWRC), and Environment Canterbury-(ECAN), which together contract
services that use four,out,ofifive public transport buses in New Zealand, have
commitments and ambitions to deearbonise their bus fleets. Auckland Council and
ECAN have made commitmentsito/only procure zero emission buses from 2025.

Over the next few years these councils are deploying an increasing number of zero
emission‘buses,’including 98,additional zero emission buses in Wellington, 25 in
Canterburyxand 32 inJAuckland. These councils are also progressing work, both
individually’and callaboratively, to support their decarbonisation objectives beyond
thiséShort-term Viehicle deployment. For example:

12.1 ATis eonvening a Low Emission Bus Working Group that is focussed on
rémoving barriers to early adoption of zero emission buses. The Working Group
istcomprised of councils, operators, government, vehicle
suppliers/manufacturers, and energy/electricity stakeholders

12,2 the Regional Authorities Transport Special Interest Group (TSIG), chaired by
GWRC, is currently scoping a joint project between councils and government on
decarbonising the public transport fleet. We anticipate this project will build on
work we commissioned on options to accelerate decarbonisation of the bus fleet
(see Appendix 1 for more details).

We are engaging in both of these initiatives, and we will ensure the PTOM review
considers the findings and outcomes of each.
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PUBLIC TRANSPORT

PUBLIC TRANSPORT PLANNING AND INVESTMENT
Publicly funded bus and ferry PT services are planned and procured under the Public
Transport Operating Model (PTOM).

PUBLIC TRANSPORT SYSTEM CONTEXT

Public transport (PT) contributes to multiple transport outcomes, particularly Inclusive Access, Economic Prosperity, and
Environmental Sustainability

PT refers to bus, train, and ferry services that are
available to the public. PT includes both
government funded and commercially operated
services. The government typically has more
influence over publicly funded services.

This A3 focuses on bus and ferry services.
Passenger rail services will be covered in a
separate briefing.

PT has two key functions: access and efficient
people movement.

PT ensures people have access to goods, services,
education and employment. Elderly and people
with disabilities often rely heavily on PT.

. Regional councils (including AT) are responsible for planning and service delivery, with
services contracted to private operators.

. Under PTOM, regional councils prepare regional public transport plans (RPTPs), which detail
their public transport networks. The bus and ferry routes that make up these networks are
bundled into units and competitively tendered or negotiated with operators.

Priva&ators are responsible for employment relations and typically provide the
vehicles and depots used to deliver services.

s are co-funded by central government through Waka Kotahi NZ Transport Agency
aka Kotahi).

Public transport services, including metro rail services, are funded from a mix of fares
(including a Crown contribution for the SuperGold Card scheme), council share, and the
National Land Transport Fund (NLTF). In 2018/19 fares made up $373m (including $30m for
SuperGold) (43%), council share made up $241m (27.5%) and the NLTF made up $258m

PT is critical to the operation of our main cities as (29.5%).
it moves people more efficiently, using less space,
than private motor vehicles. . Central government influences the delivery of public transport through legislation (e.g. the

Journeys by PT typically result in significantly
lower greenhouse gas emissions per km than
those by private car.

PTOOS - Public transport boardings by mode

To meet projected 160
growth in PT usage,
and attract new
users, regional
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PT usage has been growing strongly in our main centres and these regions have been gearing ior growth

Mode
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M Ferry

Land Transport Management Act 2003), policy and planning (e.g. Waka Kotahi guidance), and
funding (e.g. the Government Policy Statement on Land Transport and investment decision
making).

. Service contracts are agreed between regional councils and private operators, and current
contract lengths vary between 6, 9 and 12 years. As a result, changes to public transport
policy can be complex and may take some time to embed.

Government provides additional support for people with different transport needs,

including the SuperGold Card and Total Mobility schemes

. The SuperGold Card scheme gives people
over 65 free PT travel at off-peak times.

councils have been = 100
planning to increase S = The Total Mobility scheme provides
service capacity and % 160 subsidised door-to-door transport services to
frequency, requiring S eligible people with long-term impairments
additional vehicles E who cannot access regular PT.
and drivers. ) L
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ISSUES & OPPORTUNITITES

WORK PROGRAMME

COVID-19 has impacted PT use and threatens the sustainability
of service provision

. PT patronage and farebox revenue were severely z
impacted by the outbreak of COVID-19 because of
restrictions on travel and measures to maintain physical 6
distancing.
. Patronage had recovered strongly but the Auckland 5
resurgence and associated travel and distancing é
restrictions saw further impacts on patronage. o
. With continued potential for resurgence of COVID-19, and E 4
changing travel habits (e.g. more working from home), @
there is some uncertainty about future levels of PT éo 3
patronage. g
g
2
1
0
February March April May
Auckland
PTOM has been in place since 2013 and should be reviewed as part of good policy practice
. Most regions have now implemented PTOM. Canterbury was the last major region to implement PTOM, and new PTOM
contracts in Canterbury begin in November 2020.
. Unions have suggested PTOM tendering has put downward pressure on bus driver wages and conditions.
. Ministry-commissioned research found PTOM increased competition for service contracts. The impact of tendering on drivers"
wages and conditions varied by region and depended on whether bus drivers changed operators.
. As part of good policy practice the Ministry reviews policy frameworks like PTOM to ensure they have met their objectivesiand.
remain fit for purpose.
Prior to COVID, PT bus services were impacted by prolonged driver shortages and industrial relations issues
. Driver shortages have resulted in high numbers of service cancellations and industrial relations dispute§ haye resulted in
service disruption.
. Relatively low wages and poor working conditions for bus drivers have contributed to the driver shertages and indastsial
relations issues.
. Driver shortages have since eased given the impact of COVID on the labour market. However,thereds an opportunityto make

changes that ensure the industry is more sustainable in the long term.

Auckland Council, Greater Wellington Regional Council (GWRC), and Environment Canterbury (ECAN) have ambitions and
commitments to decarbonise their bus fleets

. To date there has been limited deployment of zero emission buses (ZEBs) in New,Zealand — with a total of 21 e-buses in regular
operation.

. Over the next few years additional ZEBs are being rolled out in the main centres. Auckland will have an additional 32,
Wellington will have another 98 and Canterbury will have another 25.

. Councils are paying a premium (anywhere from 20 to 100 percent) to provide services in ZEBs compared to diesel.

. The price premium reflects a range of factors, including high upfront capital costs, current policy settings, and how operators

are pricing risk.

Stakeholders are concerned about access to and affordability of public transport

. Stakeholders have raised concerns about the affordability of, and access to, Total Mobility services.

. The Total Mobility and SuperGold card schemes have been in place since the 2000s and should be reviewed as part of good
policy practice.

. We are also aware of concerns about the affordability of public transport. For example, some research indicates that fares in

Auckland and Wellington are high when compared to those in other international cities.

Monthly bus patronage for Auckland, Wellington, and Christchurch
{millions) -

Wellington

COVID response and recovery has been our first priority since

March 2020

Ministry public transport policy staff have been deployed

in COVID response work, including working with the

Ministry of Health and the public transport sector to

respond to alert level changes.

. Additional Crown funding was provided to support the
NLTF given reduced revenues associated with COVID-19.
This allowed Waka Kotahi to set aside $111m for
2020/2021 to meet additional PT cost and revenue
pressures associated with COVID-19, including reduced
farebox revenue. This has allowed regional councils to
maintain service levels despite reduced patronage.

. We anticipate there may be ongoing cost/revenue
pressures for PT service delivery. We consider the first
priority for COVID-19 recovery in relation to PT should be
maintaining existing service levels and supporting
mechanisms to drive a return of patronage.

. You may need to make policy decisions and/or seek

Crown funding in future to support the recovery of PT.
September

June 18y

Auglst
g=m= Christchurch

A reView of PTOM is Underway, but has been delayed due to the sector’s focus on responding to the COVID pandemic

> ThePTOM Réwiew,is structured into two stages: an impact evaluation, which then feeds into a policy and legislative review.

. The impaét evaluation, which has been contracted to KPMG/Mott MacDonald, has been delayed by COVID and is due to be
completed before Christmas.

. The scope“ef the policy and legislative review will be informed by the findings of the impact evaluation and will be a key
upcoming policy decision, which we will seek by the end of 2020.

Collaborative work across the sector is underway to address workforce issues

. In 2019 the Ministry led work to ensure a smooth transition to new rest and meal break entitlements for bus drivers.

. The Government entered into a Memorandum of Understanding (MoU) with public transport bus operators, councils, and
unions to address systemic issues in the sector - with a particular focus on workforce issues. An industry Steering Group is
responsible for overseeing the implementation of the MoU.

. Over time the issues became more operational and responsibility for leading the work was transferred to Waka Kotahi. The
Waka Kotahi Board endorsed a set of actions to support improvements to bus driver terms and conditions. As part of this
Waka Kotahi will coordinate and work closely with the industry Steering Group on a programme to progressively implement a
wage floor across current and future contracts.

. The Steering Group is progressing a Bus Driver Workforce Development Programme, which will build on work already
underway by regional councils.
. Waka Kotahi will keep you updated on progress with this work programme.

We have investigated options to accelerate the decarbonisation of the bus fleet

. We commissioned KPMG/Mott MacDonald to prepare a report on options to accelerate the decarbonisation of the bus fleet.
. The report has been finalised and has been shared in confidence with Waka Kotahi, Auckland Transport, GWRC, and ECAN.
. The Transport Emissions Action Plan will be exploring a range of options to support emissions reductions from public transport,

including decarbonisation of public transport. It should be noted that the majority of our emission reduction gains for public
transport will come from actions that support mode shift.

In 2019 we investigated a scheme to reduce fares for Community Services Card holders

. The investigation focused on how this scheme could be implemented, and what it would cost.

. Councils, who set public transport fares, were supportive of this proposed scheme if it was funded by central government.
Progressing an initiative of this nature would require Crown funding.

We will undertake a review of the Total Mobility and SuperGold Card schemes

. As part of the Government’s Disability Action Plan 2019-2023, we have committed to undertake an assessment of the provision
of services for people with different transport needs.
. This assessment will include a review of the Total Mobility and SuperGold Card schemes, and identify options for responding to

any barriers or gaps in service.
. We will be seeking decisions from you on the timing and scope of this assessment.



PUBLIC TRANSPORT - WORK PROGRAMME

COVID-19 RESPONSE AND RECOVERY

Reactive work with Ministry of Health and Waka
Kotahi to respond to alert level changes (MOT led)

Timing and resource requirements are unpredictable,
but COVID response work is our highest priority to
ensure services continue with operators having clear
guidance on the requirements. While we can scale
resources to advance this work, it does impact on
delivery of other parts of the work programme.

Funding and operational support for councils
throughout COVID response and recovery (Waka
Kotahi led)

With uncertainty about public transport patronage
and the potential for continued revenue pressures,
Waka Kotahi continues to support councils with
COVID recovery.

Addressing funding and revenue pressures for
PT and the NLTF (MOT led supported by Waka
Kotahi)

If there are ongoing reductions to PT patronage
and/or further COVID resurgence events the ability
to continue to meet revenue shortfalls from the
NLTF could be constrained. MOT will provide advice
around these issues if necessary

The PTOM Evaluation will inform the scope of the
policy and legislative review (MOT led)

The PTOM Review may require legislative
changes (MOT led)

The timing and resourcing requirements for the
PTOM policy and legislative review will dgpeRgéon
the scope. We envisage the release of@idiscussion
document in the first quarter of 2021, with pelicy
decisions in mid to third quarter 2021.
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Any changesge legistation will require
d@mendmegts to the Land Transport
Management Act 2003, which are likely

The PTOM Evaluation is nearly complete. In late -
to tak@afrom 2024 into 2022.

November/early December 2020, we will provide advice
on the findings and the next steps to progress the PTOM
Review.

| Ensuring public transport is attractive and affordable
will support inclusive access and mode shift
I - The SuperGold Card scheme has been in place since
I 2008, providing cardholders with free off-peak public
I transport travel.
- The Ministry has undertaken several funding reviews, but
I has not undertaken a policy review since the scheme was
I introduced.
[
[
[
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1 The Ministry has committedsto reviewiftg the Total
| Mobility scheme as part af the/Disability Action Rlan
2019-2023
The Disability ActiqiPlagrwas ‘developedby the Office for
Disability Issues in cajli@boration with theiDisabled

PHASE 2: REVIEW AND
IMPLEMENTATION

TOTAL MOBILITY REVIEW PHASE 1:
RESEARCH AND SCOPING

I

]

] People’s Organisations'@palition apd'govemment

departments.

1. Scoping of the review of the Jotalhobility scheme must

| commence by 2023.

B We have a good understandifg of the physical barriers
impacting disabled péople',aceess to transport, but we

I have limited knowledge of disabled people’s direct

] experiences using trafgpopf'services (such as the Total
Mobility scheme).

_-—_-—_-——J

Research to understand barriers to the use
of the Total Mobility scheme, and exploring
opportunities to improve the scheme (WK
led)

Waka Kotahi is seeking tenders to complete
this research. Timeframes for completion are
TBC but may not be available until December
2021.

Bus Driver Workforce Development Programme (WK partnering with councils, unions, and operators)
- This programme is still being scoped with the industry Steering Group. However, it is likely to include the implementation of rest and meal breaks, a workforce skills and

capability plan, and work on bus driver remuneration and benefits.

Requirements for Urban Buses (WK-led)

The scope and timing of the review will
be considered following Phase 1 (MOT
led)

Waka Kotahi's research will inform the
scope of the Ministry’s review of the Total
Mobility scheme, which will aim to
address concerns that have been raised
from the disability community.

- Waka Kotahi is reviewing the Requirements for Urban Buses in New Zealand (RUB). The RUB sets vehicle standards for buses used in public transport services that
are contracted by regional councils. The purpose of the RUB is to create efficiencies and improve the usability and accessibility of buses for all customers. Waka Kotahi
is currently consulting on changes to the RUB and expects to adopt most changes in Q1 2021. Once in place the RUB will be implemented through future service and

vehicle procurement.

Public Transport Design Guidelines (WK-led)

- Waka Kotahi is developing design guidelines for public transport that are intended to support regional and local councils in delivering high-quality, user centric public
transport systems. The guidelines will cover a range of topics and are being delivered incrementally, over the course of 2021. The Guidelines will then be
operationalised through ongoing design and construction of public transport systems, supported by investment decisions from Waka Kotahi.
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Key points

* Aviation connects New Zealand, and E@aland l{.&he world, providing access
cifi k a

to global markets, and facilitating tf@tlestourism an ational education. It allows

whanau and friends to connect in ic, A nd further afield and supports
0 ssential role in social and
g movement of freight and people, and

business travel and knowledge
economic regional outcop

Bl - ential workers come here. It will also be a critical
enabler of NeW Zealand omic recovery through retaining important links and
positiomip’tourism and tra arkets, and supporting regional recovery.

. 's imp \é aviation industry, the up and down stream sectors it
8, and'the ‘Corresponding economic hit to New Zealand, has been
ecedgnte ernational passenger aviation is now at 2% of pre-COVID levels
and do ic aviation at 60-70%. Billions of dollars have been lost of balance sheets
an ds of people have lost their jobs. The sector has, and is, repositioning
itselffor what is likely to be a different looking sector for some time.

Government has taken steps to ensure critical domestic and international
nnectivity remains through the: International Airfreight Capacity Scheme; Essential
ransport Aviation package; alleviation of government fees and charges; and loan
facility to New Zealand's nationai carrier (Air New Zealand). Combined, these
initiatives have ensured New Zealand has maintained a minimum domestic and
international aviation network.

* However, this funding wilt be used by early 2021, and given a vaccine is only
predicted to be available and distributed widely towards the end of 2021 into 2022,
additional Government support will be needed to maintain connectivity. In addition
there needs to be a plan for incremental risk based opening of borders over 2021 and
a plan for aviation recovery or many NZ operators will find it difficult to survive and
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international carriers may leave New Zealand. Without a longer-term plan, we risk
taking decisions in isolation that could have detrimental and irreversible impacts on
the aviation sector, our connectivity to the world, and the wider New Zealand
economy. How we think about air services, aviation infrastructure, and our ability to

manage a range of risks in the system, is at a critical juncture in time.
Withheld under Section 9(2)(f)(iv) of the Official Information Act 1982
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covin-19 - aviation

The Importance of Aviation

1 Aviation connects New Zealand and New Zealanders to the world, provides access to
global markets, and facilitates trade and tourism. Strong inter-industry linkages with
both upstream and downstream sectors make aviation an important part of the

economy.
Imports and Exports
2 International aviation is crucial to our high value export firms. Aig freighit carrie§ less

than 1% of our trade by volume, but about 16% of our expofts and22% of olur imports
by dollar value'. In the year to June 2020, NZ exported $10.2 billion of products by
air, and imported $15.4 billion worth of products. Most of thewolume,of ou¥ air freight
exports is from the primary sector; from lobster, salmon and seafoad, ta lamb,
cherries and avocados.

3 Exports freighted by air are high value, and"nermally time sensitivé. Our frade pasition
in market is often based on the freshnessiand guality of the preduct. Air freight
products earn much more for the country'wheén shipped fresh (or live) by air then they
do when frozen or otherwise processed. Fresh, chilledtuna can sell for ten times the
price of frozen tuna. The value &f frozen lobster is) at best, 50% of the value of live
lobster.

4 Most of the air freight eXport products.comefrom regions that are economically reliant
on particular products, for instance c@astal communities dependent on fisheries.
These industries are major empléyers. 150,000 New Zealanders are employed in the
agriculture, forestry and fishing'sector.

5 Imports géming to New Zealand by air freight include medicines, medical devices,
and COVIQ supplies from a range of different markets. Machinery parts from
countries like the US and Japan are often needed at short notice and are critical to
kéep’things like agricuiture or mining equipment working for business continuity, as
well,as vehicle parts, as also imported. There are also {arge quantities of imported
consumer goods which go both direct to consumers and retail businesses.

People-relatéd exports: Tourism and International Education
6 Sonte of our key people export services also rely on aviation.

7 Before COVID-19, tourism was our biggest export industry,? and employed 8.4% of
the total workforce (229,566 people). In the year to March 2019, international tourism
expenditure contributed over 20% to NZ’s total exports of goods and services,
amounting to $17.2 billion. International tourists paid $1.8 billion in goods and
services tax (GST) to the Crown. New Zealand’s position in tourist markets, and the

1 httos:/fwww.transport.govt nz/mot-resources/transport-dashboard/6-air-passenger-and-freight/ar010

exporis-and-imports-by-airport-value-billion-dollars/
2 https://www.tourismnewzealand.com/about/about-the-tourism-industy/
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Aviation Service Agreements which allow Air NZ to land in other countries, and other
countries airlines to operate here, have taken decades to build and negotiate.

8 Before the pandemic, international education contributed an estimated $4.4 billion to
the New Zealand economy, and supported 33,000 jobs.3

Travel for essential workers and business connection
9 Aviation is critical to bringing skilled migrants to New Zealand. Travel of skilled people
fo New Zealand is an essential enabler for sectors as diverse as the film and screen

sector, the digital sector, health, transport and construction, or the food and beverage

sector. Business travel both from, and to, New Zealand is also poertant channel
for international knowledge transfer.

Bringing New Zealanders home, social connection and fulﬁlm& r obligations
10 We are a global society, with one of the largest diaspora in the wor ertpita. and
the ability to connect to our friends, family and in Austrafiay acific, and
beyond provides important social connectio% Ibeing i iety.
ret hether for economic
d is ab t our international
mes, i ing relating to the Pacific and
mme.
Aviation also supports upstream inesses %
12 Air transport relies pstr rs. Support activities include: the

operation of airp d those % n their precinct, rental and leasing services,

11 It is also important that New Zealande
or personal reasons can, and that Ne
obligations relating to humanitari
restarting our refugee settlement

petroleum man aintenance and engineering. Ancillary services
d handling and catering services are significant

that support ti uch as
employe; a%ﬂicular\ trated in South Auckland.

Aviation plays a ortantyole in regional connectivity and development

13 d domesti e?alonal air connectivity facilitates the movement of people and
reight across t iation system and provides connections with our other transport
des. Inaddition to the regions served, it benefits the nation as a whole, as well as

otherpa e aviation sector. Benefits to the country as a whole from good
n air connectivity include:

economic benefits from having thriving regions — regional connectivity supports
O both business activity and tourism

» economic network effects, including economies of scale and scope due to more
connections between consumers and producers

e increased efficiency, as it can be cheaper for people to travel for services or for
specialists to be flown in (such as for specialised or complex medical services)
than to replicate the services locally on a conventional basis

e increased connectivity and opportunities for domestic travel and trade
e resilience 1o emergencies and disasters

3 page 10 - https://enz.govt.nz/assets/Uploads/international-Education-Strategy-2018-2030.pdf
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s national cultural cohesion

The general aviation sector also delivers a number of services and benefits to regions
and sectors from: domestic cargo/freight delivery, emergency medical flights;
agricultural services, tourism services, fight training, as well as recreational flying.

The Aviation Sector presents a number of risks and challenges

15

16

17

18

Airports and airlines deliver the significant benefits described above, but at the same
time the movement of pecple and goods at airports creates significant risks for New
Zealand that need to be managed.

Therefore, airlines and airports are required to play an important rale ih suppérting the
Government's need to manage these risks, and meet its broadér policy objectives.
Airports do this by ensuring aviation and border agencig$,and gther essgntial sérvices
have sufficient space, infrastructure and facilities to carry ouf roles that enéble the
safe, secure and efficient movement of people and goods through ourairports.

Airports and airlines have also had to play a ey fole'in implementing health
measures to manage COVID 19. It is likelythat'there willbe mere’demand for space
and facilities at airports to manage COVIR and other héalth issues into the future (e.g.
pre-departure and arrival screening and sepdration of passengers).

Airlines also create emissions and air, quality/noise‘issues that need to be managed.
Domestic aviation contributes about€% of all hatienal transport emissions, but has
remained relatively unchanged betweend990.and 2016 as the shift to larger and
more fuel-efficient aircraft offset the increase in domestic air travel. Prior to COVID
19, Air New Zealand'was ane of New Zealand's largest carbon emitters. In 2019 its
carbon footprint (Greenholise gas emissions) increased by 5.2%. it is actively
considering how 1o reduce eniigsions through more sustainable fuels and energy
services, and more-emissiofefficient aircraft.

The sectorhas faced significant impacts from COVID 19

International Aviation

19

20

21

COVID border restrictions resulted in a dramatic decrease in international flights —
falling fromharound 550 per week pre-COVID, to less than 100 per week in April, and
around 130 per week now. International passenger volumes have decreased from
120,000 per week at this time last year to around 2,500 per week currently (a 98%
reduction).

New Zealand is a small, distant and expensive market at the best of times. Many
airlines have scaled-back their services to New Zealand. Air New Zealand has put
more than half its international fleet into long-term storage, and Qantas is not running
an international passenger network apart from a few flights to New Zealand now as a
result of state openings io New Zealand.

The number of airlines flying to New Zealand has reduced from 30 down to 20 in the
same period.

Withheld under Section 9(2)(f)(iv) of the Official Information Act 1982
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Border restrictions, and quota and booking allocation systems in New Zealand, which
restrict inflow of passengers to manage capacity in managed isolation and quarantine
{MIQ) facilities, make it difficult for airlines to run commercially viable international
passenger services at this time.

Withheld under Sections 9(2)(b)(ii) and 9(2)(g)(i) of the Official Information Act 1982
Our international airports have also been hard hit. Many infrastructure plans have had
to been put on hold, delayed or reduced in scope, given the significant revenue
impacts (both international and domestic). Auckland Airport has cancelled or defesred
infrastructure projects with a projected total completion value ofsmore than $2 billien
until there is more certainty about future market conditions andl,it'is again ablé'to
support higher capital expenditure levels and associated barrgWings. While'this has
been incredibly challenging for airports, airlines and agencies'that work'atthe airport,
it also provides opportunities to undertake work that is better performed with reduced
passenger volumes (eg runway maintenance), apd for airports to.work with airlines
and agencies to consider how to build back infrastrlicture in the.medium term in a
way that enhances airport and Government utgomes.

At the same time, the operational costs of implementifg\new'public heaith measures
are largely falling on airlines and aigports\aba time efgignificant financial pressure.
This includes responding to policjdirectives and\airbtrder orders relating to
international arriving passengeéss, transiting passengers, air crew (from both
passenger aircraft and freighters)yand departing maritime crew, as well as
preparation to meet govérmnmant requirements.for future Safe Travel Zones, all of
which leads to operational'complexity as\well as triggering material operating and
capital expenditurg, Thesercosts may increase as new measures are required to
accommodate quarantine-free tfaye! arrangements. For example, Auckland Airport is
making a significantinvestment imnestablishing separate zones for passengers going
onto MIQ«(“red?) and quarantifié=free ("green”) flights.

There have peen significant job losses across airlines and airports, although there
would,have been.considefrably more without the Government’'s wage subsidy, IAFC
and ayiation fee and fevy relief. Some operators have put in place furlough
arrangements {o.enable people to return as aviation recovers.

Domestic Avjatfen

26

27

Pomestic aviation is currently at around 80-70% of pre-COVID levels. However,
movement between Alert Levels can cause significant disruption and financial
impacts. The decision to remove physical distancing configurations on planes at Alert
Level 2 will provide more stability for recovery, but any movements into higher Alert
Levels with physical distancing has significant impacts. Business travel is also much
softer, and the absence of international tourists which make up 20% of the market,
will make it difficult for the domestic sector to recover much more beyond 70% until
borders open.

Air New Zealand has said the current CAA and Airways levy and fee relief package
has had a significant impact on it being able to sustain its domestic network

Withheld under Section 9(2)(b)(ii) of the Official Information Act 1982
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30

31

32

33

35

36
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Withheld under Section 9(2)(b)(ii) of the Official Information Act 1982

Jetstar continues to operate in the New Zealand market but on a reduced schedule. It
has struggled to maintain business during higher Alert Levels when physical
distancing configurations on aircraft were requi

Withheld under Section 9(2)(b)(ii) of the Official Information Act 1982
Many smaller domestic passenger airlines, such as Sounds Air and Air Chathams,
continue to receive support from the Transport Connectivity Aviatign relief packagé to
maintain some critical services, and have also found the currentCAA and Airwdys fee
relief measures important for sustained operation.

Regional airports have faced a number of financial pres§ures, many have fad
stakeholder, including local Government, and financial institutions support to continue
to operate.

Regional airports obtain revenue through landing charges and airport services. Some
have small numbers of users, but the miniftm eests of maintainifg airport
infrastructure such as terminals, runways‘and havigatiénal procedures are
independent of traffic volumes.

Prior to COVID-19 New Zealantl had adequate regiopal air connectivity, but levels of
service were declining as many operators efismaller regional airports could not
recover the high cost of ndaintaining theirfagilities from the fees they are able to
charge airport users. Ratepayers in some,régions are contributing to the costs of
maintaining airports. The seale of investment required makes this unsustainable and
places a very hedvy.burden on some communities. Some of these issues have been
exacerbated by COVID 19 where lacal government has also seen financial pressures

resulting from tevenue declines imother services. o _
Withheldginder Section 9(2)tk)(1), and Section 9(2)(g)(i) of the Official Information Act 1982

Withheéld under Section 9(2)(b)(ii) of the Official Information Act 1982
Five regional airports are joint ventures, half-owned by the Government. The COVID-
19 alent levehehanges has resulted in a drop in revenue and all Joint Venture Airports

Withheld under Section 9(2)(g)(i) of the Official Information Act 1982
Air navigation services are also critical to the safe operation of the aviation system

and contribute significantly to New Zealand's economic prosperity. Many regional
airports are not able to fund the instrument flight procedures (IFPs) required to safely
fly into those airports. IFPs are instructions for pilots for flying a route or an airport
approach using satellite positioning or ground-based navigation aids. For example,
airports need at least an approach from each end of the runway.

Some of the regional airports are also not able to afford some of the ground based
navigational aids required in case satellite positioning is lost and aircraft need to be

UNCLASSIFIED
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recovered safely to the ground. These ground based navigation aids are required to
support some services that use helicopters, including emergency medical services.

37 Many other jurisdictions provide Crown support for important regional air connectivity
recognising the difficulties in funding some smaller regional services, but their
importance to regions' economic and social outcomes and resilience. In the previous
term, Cabinet agreed in principle to establish a regional air connectivity fund to
support regional connectivity and address these issues. A Budget bid for this was not
successful in Budget 2020.

38 These issues, which existed pre-COVID, have now been exacerbated by COVID A9,
Local Government's ability to provide support has got harder ag/it has also seen
financial pressures resulting from revenue declines in other sépviéess/Theresate real
concerns there are may be safety issues if essential investmentin airport navigation

and infrastructure does not occur.
Withheld under Section 9(2)(b)(ii) of the Official Information Act 1982

39

40

41

42

Withheld under Section 9(2)(b)(ii) of the Official Information Act 1982
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Withheld under Section 9(2)(b)(ii) of the Official Information Act 1982

43

General Aviation

44 The general aviation (GA) sector is a diverse one, covering activities such as air
transport (carriage of passengers and freight between two points), agriculture, pest
control medical evacuations, flight training and tourism {(including “fly-seeing” and
parachuting).

45 Different parts of this sector have been affected differently in the‘tresponse phase, and
will come through the recovery at different paces.

46 Tourism aviation businesses are particularly exposed tefinternational touristmand will
take much longer to recover, and it is possible that some firms may fail in the interim.
Like other tourism providers, aviation operators will need to pivotaredesign and right-
size their businesses to survive.

47 There are a number of initiatives in place 6 suppeft tourismihbusinesses during this
time. These include the tourism transitions programmeé which will deliver advice and
support for either pivoting a business-towards the domestic'and Australian market,
hibernating a firm, or other options.\The approachito date by the Government to the
tourism aviation operators is thatfor equity reasons these firms should be accessing
broader Government, and teurism Stpportslike other tourism businesses.

48 The flight training sectér are,héavily affected by impacts from COVID-19. Some
training schools havea/70% or 80% ratio of overseas students. In the short term,
overseas students have Mot beefi able to enter New Zealand. This has affected
enrolment ang.take,up of enrolment both for courses that cover a standard New
Zealand acadentic year, but'also course with other start dates. Stakeholders are
interested infurther discussions about visa exceptions in this area, given the
contribution studentsymake to the New Zealand economy, paying fees, on an annual
basis ‘of around $8¢,000 gcompared with PhDs of $7,250 and other doctoral students
of around $44,000 (Auckliand University rates).

49 Apart from the Iack down in Alert Level 4, agricultural general aviation has only had
small impacts=We would expect that this part of the sector will return to a new normal
thatfgoKs very much like the old normal quite quickly.

Aviation ahd Border Government Agencies

50 CGOVID-19 has had a major impact on the revenues of the CAA, as the CAA covers
many of their regulatory costs from levies, fees and charges, sharp drops in
passenger revenue (particularly due to barder restrictions). it is critical that AVSEC
and CAA are adequately supported to maintain the capacity and capability to be able
to operate domestically, and at the border as passengers return, but also that the
agency achieves efficiencies over the short term and is right sized for the future.

51 The CAA and AVSEC have held a number of vacancies to make savings. Those staff
who are left are fully utilised undertaking domestic screening at airports, a reduced
role of international screening, and operating in MIQ (see below). AVSEC is also
called on from time to time to play a role at airports in any resurgence.

UNCLASSIFIED
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Around 220 - 250 AVSEC staff provide security services at MIQ facilities (with the
staff costs paid for by a CAA liquidity facility and overheads by the Ministry of
Heaith/Ministry of Business, Innovation and Employment). Besides support for MIQ,
the advantage of AVSEC providing a key role in relation to isolation accommodation,
is that when the border opens, even incrementally, AVSEC staff can transition back to
their previous roles. AVSEC staff require 6-12 months of training depending on the
role, so this will enables there to be sufficient staff to carry out work immediately and
also save on costs of recruitment and training of new staff.

Maritime NZ and other border agencies like MP|, Customs and Immigration have also
been impacted by lower passenger and freight volumes. The impacts are dependent
on agency. Customs for example, is playing a large complianc ‘ particula&
the Maritime Border, in relation to COVID management. %

Airways «

54

The Aviation Sector is

What will the pace of

Airways has seen significant drops in revenue, s required caSh injéctions from
the Crown (including from the Aviation Relief o contin rate. It has
delayed many of the projects and investments iihad unde improve air

navigation in New Zealand. It has also taken to core @ drawal of service
at seven regional aerodromes due to ‘-% in traffj es. As a State-Owned
Enterprise (SOE), Airways is requi pérate commercial business, with an

emphasis on considerations of s effici %&are providing you with
another briefing on Air Navigation i nel@‘ ks.
@w Ze 2 Economic Recovery

ok i

%30-1 9 will take much longer than originally

55 The recove
anticipatéd x lief programme was first put in place.
56 Cc OVID 19 scenarios model a vaccine coming online and being
i 2021 or early 2022. If borders do not open incrementally
fi re will be significant impacts for aviation operators, including Air
Q-Ne Zealgnd se see International Connections and the Border briefing.
57 Th \U recognises that full recovery will take some years. IATA, the global
ling representative body, forecasts that global passenger traffic will not return to
COVID-19 levels until 2024.° Recovery may also be longer due to changes in
sport behaviour by cautious consumers or an increase in video-conferencing
stead of business travel.
58 Recovery will also not be spread equally, and long haul travel to small, distant and

expensive markets like New Zealand are likely, without intervention, to be among the
last to recover (aviation recovery normally happens first in the Northern hemisphers).
This is especially likely given the border settings necessitated by New Zealand's
elimination strategy.

5 https:/fwww lata org/en/pressroom/nr/2020-07-28-02/
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Aviation will be a key driver for economic recovery

59

60

New Zealand is an island nation, so substitution with other modes of passenger
transport (e.g. high speed rail}, is not possible.

New Zealand will need aviation in the following ways to support recovery:

Key imports and exports which rely on airfreight (and cannot reposition), and provide
a number of jobs, will need to continue to come to, and, from New Zealand or we will
lose position in trade markets that will either take time, or we may not be able, to
recover from. Positioning New Zealand globally is a key pillar of Labour's manifesto,
and exports have been identified by the Treasury as critical for Néw Zealand’s
economic recovery.

Currently work is underway to consider how to attract highwalue tourists afighgrow a
more sustainable tourist industry for future recovery, As part'ef this we willpeed to
retain aviation connections and slots in key markefs and be well-positioned to take
advantage of incremental or larger border re-Qpenings.

The Government is setting out a long tent recovery plapforthe ifternational
education sector in recognition that the ‘seétorwill play a vital role in the recovery and
rebuild. Without the ability to trave| fa:NewhZealand, those international students will
study elsewhere, and New Zealand eduicational institutions will miss out.

While COVID has led to cofiSideration of /ow weymight want to re-define our
immigration policies and stcategies, there i, and will continue to be, high demand for
skilled workers through jéspénse and intorecovery which require aviation links to
travel here. New Z8aland:€ respofise ta.die COVID pandemic also provides
opportunities to market us as a catintry to skilled workers we would like to attract.

While the’experience of CQVID-19 has forced many individuals and businesses to
adjust to'Yémete working, video conferencing and using other technology solutions, it
is Jikely that there will'still oe value in face to face meetings by business and
€orporaté travellets, Without the ability to visit clients, to work overseas, or bring in
foreigh talent, those sectors could all lose out on business opportunities to
tompetitofs from other countries who are able to travel. In addition, those corporate
and business.passengers often travel in premium cabins, which make a
dispfoportidnate contribution to airline earnings. Enabling travel by those passenger
gfoups,could be a mechanism to assist airline revenue growth in advance of opening
up to the wider passenger market.

Aviation connections that allow New Zealanders to come home and to reconnect to
friends, family and whanau in Australia, the Pacific, and beyond will be integral to
regaining normalcy and wellbeing in our society and to meet or obligations to the
pacific and other humanitarian programmes. Even under current settings it can
expensive to fly, and for people to get to New Zealand from some parts of the world.

UNCLASSIFIED
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The sector will not be able to deliver through response and into recovery without Government
support in the short to medium term

We need to maintain a Minimum International Network

61

62

63

65

66

Itis important to acknowledge given the length of recovery the aviation sector will
need to continue to adjust, and that our future aviation connections will not be as
wide, or as far, as pre-COVID-19. Many aviation operators in New Zealand have
recognised this and undertaken a number of steps to adjust their business (e.g.
redundancies, delaying or changing infrastructure plans, or in the case of Air New
Zealand reducing its international network).

However, given the importance of aviation to economic recoverydve sieed torat least
retain our minimum international network to ports which are ipipartant for trade, and
social and business connections. Particularly, given ourlexperience of the.Glowal
Financial Crisis, that if we lose strategic routes, these will take months, of years, to
recover.

In March 2020 when the IAFC was being dayelopethofficialg from the Ministry, with
support from other agencies, undertook werk to identify the key.international airports
which were important for trade (imporis‘and exports) Aourist, international
obligations (e,g, the Pacific) and connettion! This has formed the minimum
international network we believe needs to'be maintainetfor response but also to
support economic recovery.

In early 2021 we understand'that many.ifitefnational airlines will decide whether they
remain in New Zealand over 2021. This.décision will be based around whether New
Zealand has a clearisk- based strategy fowards border re-opening in the future. It
will also be based arotind otheidevels-ef support like the future of levy and fee relief
and the IAFC. Increasingly countfies in the Asia-Pacific are taking risk based
approaches to their borderiresepenings. Hong Kong, China and Singapore in
particular are piloting smallrisk based border-opening approaches with each other,
and Austeéalia'has signalled it will be considering more uni-lateral border re-openings.
If his, expands in 2024, then more services will operate between these countries,
driving'down the ‘¢osts.of moving goods and passengers in these countries. This will
make the cost of flying here even more expensive in comparison, if we have not
incrementally opened.

Alotigside a clear approach for risk based incremental border re-opening, there will
needto be more Government support over the next 12 months to maintain the
minimum international network, with support graduatly decreasing as more air

services flow. N _
Withheld under Section 9(2)(b)(ii) of the Official Information Act 1982

A large part of the international passenger network is reliant on Air New Zealand. Air
New Zealand has been clear that at present, its international network is onl
sustainable with support from the IAFC.

and Air New Zealand
oes not operate any international flights outside the IAFC.® Many other international
airlines, which do not receive Government support, have stopped operating
international passenger networks for this reason.

8 With the exception of a flight from Brisbane 1o Los Angeles, which is supported by the Australian government.
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Having a strong national carrier is of significant benefit to New Zealand. A New
Zealand-based carrier will employ more New Zealanders and have more New
Zealand shareholders than an overseas-based carrier, so make a much greater
contribution to the New Zealand economy. It will market New Zealand in overseas
markets in a way no overseas carrier will, and provides a greater level of both service
and confidence of continuation of service to New Zealand passengers, importers and
exporters.

New Zealand also needs fo maintain slots (arrival and take-off times at airports) that
have been negotiated over a number of years. Normally, congested airports (such as
Shanghai or Haneda in Tokyo) are fully allocated and operate a “uée it or lose it”
system. That requirement has been waived, but if the recovery i8,sl6w, effort may be
needed to ensure that Air New Zealand retains slots for future use \There ig a risk
that some governments, having provided failing airlines with stibstantial suppert,will
attempt to protect these airlines from competition, rather than seeking a reiurmn to
broader connectivity as soon as it is safe.

It is also important a range of international airlifies egntinue {o'Gperate to New
Zealand, as they support services to importantsoutes on the'minimum international
network Air New Zealand does not, and saintaif‘a comgetitive @and sustainable
aviation sector in NZ. Many internatiorfal airlines only Continue to operate to New
Zealand because of IAFC and/or refigffram Airways and CAA charges, especially
given passengers are capped by the Gevernment\quata/ MIQ booking allocation
system.

When the relief from CAAand Airways chargésfinished in 31 August 2020, and
before a decision wag'madéo extend it to December 2020 several airlines
approached the Geveriment and6ther aviation bodies asking about the relief,
seeking extension,and indicated\for some of them it would cause them to re-think
services and Operation.

Betweeni Mdrch and the implementation of the IAFC at the end of April, many airlines
stopped operating, orreduced services, to New Zealand. Many of these airlines then
resumed servicestbecause of the IAFC. Only a small number of passenger carriers
operate outside of the scheme, and only do so as they are subsidised by their home
Govérnments; which have alternative non-financial motivations to continue those
operations, such as maintaining links into New Zealand for recovery, food security, or
geostrategic considerations. Our experience of when borders closed and the actions
manwaitlines took indicates that there is a small finite supply of those air services, so
onesof the benefits of the IAFC is that it reduces New Zealand’s dependency on
earviers supported in this way and the risk that their service pattern changes at short
natice. These carriers are also not able to service all the other international
ports/markets that we rely on for imports or exports, so even if they increased their
services they would not support the minimum international network.

Non-lAFC airlines have added only a very small number of additional flights since
March. Singapore Airlines is operating some services but has pulled out its operations
at Wellington for the medium term, and Polar Air Cargo added a weekly flight to
Seoul. This growth has not been of a scale to suggest that the market is recovering or
has adjusted to the new environment.
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74

75

76

Withheld updeg Section 9(2)(f)iv) of the Official Information Act 1982
77 Many aingorts are considering changes to their infrastructure plans now as a result of
COWID 19, Including'howthey can down-grade, defer, or more efficiently and
effectivély impleraentinirastructure changes. A key consideration in this will be

aviation screehing\and border agency needs, and what health screening might be
needed af airperts in the future. Government agencies are also considering how they
can work with-airports to ensure that security, health and other border agency
reqUirements are built into new plans. Much of the investment in infrastructure will
resltip efficiencies for Government agency operation at the border in the medium

term, as well as deliver better outcomes, ,
Withheld under Section 9(2)(f)(iv) of the Official Information Act 1982

79 Many other jurisdictions are facing the same challenges with aviation screening and
have made investment in security screening part of Aviation sector support packages.
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80 To date airports have paid for much of the cost to implement new health measures at
airports, this is becoming increasingly difficult, more thought needs to be given as to

whether there is some cost sharing or support for the Crown over the short term.
Withheld under Section 9(2)(f)(iv) of the Official Information Act 1982

81
Domestic Network Support
82 In addition, there are a number of challenges domestically with dviation outlined

above in relation to our national carrier and regional connectivity, thatfieed tg be
addressed over this Government term.

83 There is a risk with reduced domestic passenger volumes, and witheut relief from
Airways and CAA fees and charges some domestic air services will stop over the next
12 months. We need to understand what the infpacts will be onseommunities and
regions’ economic development, and to detefmirie whether the Government is
comfortable with the loss of this connectivity.

84 There is a range of air navigation funding\chaliengeg-that may need to be addressed
in 2021/22, or we will see some safetpissues, and passible issues with flight paths for
helicopters and emergency serVices. It is alsalikelythe digital aerodrome information
services might be an alternative forair traffie,contrel services in the airports Airways
has indicated they woulddike t¢ withdrawfroiwgiven financial pressures. While this
will be much cheaperin thevmedium germ, there is currently little funding in the system
to bring in this new.teckinolegy.

85 These are the.types of issues that'would have been funded by the Regional Air
Connectivity Fundwhich was agreed in principle by Cabinet, but not funded in
Budget£020. White such a'fund may be agreed in the future, some of these issues
will need to bé resolved in some way in 2020/2021. and are critical for maintaining
domestic aviationsnetwark and connectivity.

86 The Treasury-has been concerned that the aviation sector not become reliant on fee
and levy relief, or the IAFC. However, given the reliance on aviation by downstream
and upstream-firms, its role in both response and economic recovery, and the current
scefiarids for border openings, we believe a case can be made for extending the
$600mvAviation Relief Package, which runs out around the end of March 2020, for
another year. We believe this is also aligned with the Government focussing COVID
funding support more on sectors that are continue to be hard hit and are important for
recovery.

87 Many other jurisdictions have also recognised this need with ongoing financial
support and recovery strategies for the aviation sector into 2021. International
financial support for aviation has taken the form of direct subsidies, loans, equity,
grants and cash injections, wage subsidies, relief from aviation fees and charges, and
broad sectoral schemes.
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We believe any financial support from Government should:

e recognise that in the short term the sector needs to adapt, and investment should
not unnecessarily impede market responses and business dynamics, however,

¢ still support the on-going provision of @ minimum domestic and international
network {i.e. essential connectivity) important for delivery of social and economic
outcomes, and critical for recovery;

* should encourage productivity and competition to enable a sustainable future
aviation sector in NZ;

« be designed for Government exit when passenger volumes return or context
changes
where possible, support a move to a low carbon sector

» be sector, rather than firm specific, but recognise the own nd ot
interests the Crown has in maintaining a viable nat

¢ recognise that funding for aviation actually suppor& of oth
is a key driver for economic recovery

e consider investments that also support the ector tr to a secure,
safe healthy and more efficient border.

rs and

We note the current aviation relief pac ent y meet these

objectives:

. The IAFC was designed to Sn ami E international network for
passengers, freight an ery of s. It provides capacity for both
imports and exp d was o alhairlines to encourage competition
and ensure al ed. While it cushioned, it did not
completely t e mcr OVID export and import prices, so that
firms ha and ttll cempetition by cargo carriers outside the
scheme. provi e abmty for the Government to reduce its cost and
exut nger é eturned.

. rehef from Ailw and CAA fees and charges is a broad sector relief

plied to international and domestlc airlines. it encourages

\? age tha
ifiternati
Q con;:’ N offer key domestic services and routes.

9

91

tion Essential Transport Connectivity Fund: provided grants to any
ion operator in the supply chain who was essential to ensure aviation
assenger connectivity, and whom has demonstrated full use of other broader
Government support and other funding sources.

or more detail on these schemes, and the money spent as part of the Relief
Package, see the briefing on Financial Sustainability of Transport Operators.

There is a review of the IAFC scheduled to report to Ministers early in 2021. Even if
the scheme is not retained in its current form there is likely to be some support
needed after this date. Relief from fees and levies finishes in December 2020, and
thought should be given to whether this, or other support is needed. There are also a

. range of domestic regional connectivity issues that will need to be addressed over

2021 to maintain a domestic regional network, and potentially support needed around
investment in aviation security infrastructure,
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Withheld under Section 9(2)(f)(iv) of the Official Information Act 1982
We propose that you seek an extension to the Aviation Relief Package for 2021 as a

budiet bid from the COVID 19 Fund), [N

and would like to discuss this with you.

The benefit of the Relief Package is that it has enabled efficient and quick funding of
a range of issues that have evolved through response into recovery. Any initiative
under it would have to be “essential for domestic and international aviation
connectivity” and would still require joint Ministerial or Cabinet agreement. We would
also recommend any spending be aligned with any Aviation _

agreed by Cabinet, discussed below.
Withheld under Section 9(2)(f)(iv) of the Official lmformation Act 1882

We note, as per above, investment in aviation relief has provided significant support
to exporters and importers, enabled New Zealanders to come homey/and skilled
workers {o enter New Zealand. For this reason, and to defmonstrate its real focus; we

suggest it be renamed the Aviation International and Doémestic Connectivity Fund.
Withheld under Section 9(2)(f)(iv) of.the Offieial Infofynation Act 1982

The Government has responded quickly

85

96

97

The Government responded quickly to the impacts of COYID, 19 on the aviation
sector with an Aviation Relief Package cgmpremising the fee, and levy relief, the IAFC

and Aviation Essential Transport Activity Fund.
Withheld under Section 9(2)(f)(iv) of the,Official Inform@tion Act 1982
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Document 8

S Ministry of Transport

TE MANATU WAKA

BRIEFING

11 November 2020 0C200409

Minister of Transport
AUCKLAND TRANSPORT ALIGNMENT PROJECT (ATAP) 2021-31 UPDATE

PURPOSE

Update you on the development of investment options and advice for the 2024:31 ATAP
Programme and key considerations

KEY POINTS

¢ You are about to go into the final stages of the.2021-31 ATAR,considerations, these will
happen between now and the end of 2020:\You will lead'theigovernment’s discussions with
the Mayor of Auckland and finalise an agreed investment\package.

e We have worked with the ATAP, partner agencies\té dévelop options for investment for the
ATAP 2021-31 programme. Given the complexityyand level of detail of the ATAP programme,
we would like to meet withsyou'in mid November.to prepare you for upcoming discussions with
the Mayor of Auckland.

e Key points of discussion in relationtosATAP 2021-31 are likely to be funding, response to
growth in Auckland/(inparticular the amount of local transport investment allocated to support
the New Zealand Upgrade Projects in Drury) and prioritisation of projects for inclusion in the
programme.

o The ATAPR=programime supports modeshift towards public transport and walking and cycling as
well as investment,imloeal and strategic roads. The programme also supports the integration
of urban growth withrtransport.

e Most of thel’ATAP 2018-28 programme will remain, this is expected as the programme is
entering yearthree of a ten-year investment programme.

¢ A large portion of the ATAP programme is either under construction or contract or is seen as
‘essential’ to continue.

¢ Included in the ‘essential’ portion of the programme is a significant amount required to keep
the existing ATAP programme functioning effectively through renewals and operational
expenditure. There are also a number of Auckland Transport (AT) programmes including

safety and optimisation that need to continue in any programme.
Withheld under Section 9(2)(f)(iv) of the Official Information Act 1982
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e Looking at the programme for 2021-31 we have used the ATAP objectives to guide various
options, one of which is a response to growth/spatial priorities across the region.

e Suggested packages of investment for the 2021-31 decade are being developed within
funding assumptions of $16.3b (NLTF) and $8.8 billion (Auckland Council, (excluding CRL

funding)), noting that Crown funding also funds ATAP. These will highlight some investment
choices to be made.

e At the end of November we will provide you with advice on recommended package options.

RECOMMENDATIONS

We recommend you: /& ‘ C)
1 agree to a meeting with Mayor Goff, Mayor of Auc % da bn@ﬁh officials Yes/No

prior

his role as ATAP sponsor

2 refer this briefing to Hon Grant Roberts ilnlg er o§lrv:?for his reference in Yes / No

Director, Aucklan Minister of Transport

Karen Lyons < ; é Hon Michael Wood
............... @ ?\ N BN
Mlmstel%e to c@ O Approved O Declined

Q [ Seen by Minister O Not seen by Minister

O Overtaken by events

_

Withheld under Section 9(2)(a) of the Official Information Act 1982
Contacts

Name Telephone First contact

Lou Lennane, Auckland Strategic Programme Lead v

Karen Lyons, Director Auckland ‘g_




AUCKLAND TRANSPORT ALIGNMENT PROJECT (ATAP) 2021-31

UPDATE

INDICATIVE PACKAGE OPTIONS FOR 2021-31 ARE BEING FINALISED

We have been working across the ATAP partner agencies and are on track to provide you with
indicative 2021-31 ATAP package options for investment by end November 2020

1 Using the ATAP 2020 Terms of Reference (Appendix A) as a base, we have brought a
range of people together from across the ATAP partner agencies toreview the 2048:28
existing ATAP programme and to assess new projects for inclusion i the 2021<31
programme and outer decades.

2 The review of the existing programme involved ‘testing’ the projects in.the 2018-28
programme so we are confident to continue with them’in/light of theebjettives set out in
the Terms of Reference including the stronger emphasis on climatesxchange, mode shift
and the need to support growth in agreed spatial‘priority areas as well as the impact of
Covid-19.

3 In addition we have assessed new projects-put forward'bysAuckland Transport, Waka
Kotahi, the NZ Transport Agency and KiwiRail for inclusian in the 2021-31 programme.
The output of this assessment will also provide a‘base, for the outer decades programme
(2031-51).

DEVELOPING A PROGRAMME THAT RESPONDS TO ATAP OBJECTIVES

We are in the process/Oof developing indicative ATAP 2021-31 package options that are guided by
the agreed ATAP objectives

4 Political agreement has been'reached on the ATAP 2020 Objectives and these are being
used,to@sséss projects for inclusion in the 2021-31 programme. The shared Government
afnd Auckland Council ebjectives are:

O

EnablinghvAuckland’s growth through a focus on intensification in brownfield areas
andwith some managed expansion into emerging greenfield areas

Accelerating better travel choices for Auckland (modeshift)
Better connecting people, places, goods and services

Improving resilience and sustainability of the transport system and significantly
reducing the greenhouse emissions it generates

Making Auckland’s transport system safe by eliminating harm to people

Ensuring value for money across Auckland’s transport system through well
targeted investment choices.



DEVELOPMENT OF THE ATAP 2021-31 PROGRAMME - ENSURING ATAP MOMENTUM
CONTINUES

ATAP 2021-31 will see a large part of the ATAP 2018 programme continue

5

10

11

The current programme (ATAP 2018-28) has successfully progressed transport investment
in Auckland over the first three years and has enabled a number of projects to be
delivered. The programme supports modeshift towards public transport and walking and
cycling as well as investment in local and strategic roads.

It is important to continue the momentum achieved over the past threé years and we are
proposing that a large portion of the ATAP 2018-28 programme is taken forward.intothe
2021-31 programme (approximately $29 billion). This leaves little reom/for new projects.

The first part of the continued programme is ‘committed’ which,refers to projects’either
currently under construction or under contract. This portion of the programme represents
approximately $6.3 billion.

The second part of the suggested continued pregramme is made,up/of a number of
essential elements which have been agreed by the ATAPpartner agencies as required
going forward ($22 billion). A significant portien‘of ‘essential’ is.,renewals funding ($6
billion) and operational funding ($7.7 billion) across the three delivery agencies (Auckland
Transport, Waka Kotahi and KiwiRail).

Some of the “essential” programmes could be, scaled back if there is insufficient funding
and/or to fit in new projects. Auekland Transport are not expected to support any scaling
back of the AT programmes inthis categery.

Included in the ‘Future Plahning’ and,'Route Protection’ items in Table 1 is $60 million for
detailed plannirig werk and potential property acquisition for the Additional Waitemata
Harbour Crossing (AWHC). Waka,Kotahi, Auckland Transport and Auckland Council have
been working togéther on'a business case for the AWHC over the past two years.

business cases/are underway and Waka Kotahi will be providing you briefings on these in
due‘course, Withheld under Section 9(2)(f)(iv) of the Official Information Act 1982

The essential elements and rationale for including them in the 2021-31 programme are
detaileddn Table 1 below.

Table 1: Committed and Essential Elements of the ATAP 2021-31 Programme

Committed
$ million Description If not included in essential

Projects in 6,346 Projects either under Projects under construction would cease
construction or construction or leaving partially completed projects and
under contract contractual obligations [legal action

are in place (includes

$2.2b for City Rail Link

(CRL)




Contractual arrangements would be
broken potentially incurring legal action,
financial costs and reputational risk

Essential
CRL Day One 754 his programme is Benefits of the CRL (increased
programme equired to enable the |patronage) will not be realised, intended
mproved level of service timetable will not be possible, not enough
expected from Day 1 of [trains to implement the timetable,
ICRL operation network delays and disruptions post CRL
opening, customer complaints, safety
compromised
ew Zealand 3,481 This funding is a
Upgrade icommitment from the /& ?‘
Programme Crown, allocated to
(NZUP) pecific projects,
Eeparate funding stream ‘ O~ -
New Zealand TBC* These projects are to Investment made in NZUP infrastructure
Upgrade allow the NZUP may not be realised/due to stranded
Programme infrastructure to operate jassets
complementary
projects
Rapid Transit City 1,800 Funding allocated to Funding would be reallocated to other
Centre to Auckland Light'Rail projects and then not available when
Mangere and (ALR) CC2M and required to progress (ALR)
Northwest Northwest as per

goVernment palitical

direction
COVID Response 8 ‘{J undin &ted to
Recovery Fund Au specific
(CRRF) CR& jects, separate

J . funding stream
Renewals — 4,200 Minimum level of Larger investment required in the future
Auckland funding required to as assets degrade. AT renewals
Transport maintain AT renewals |programme will fall further behind, assets
will be ‘sweated’ further, safety risks.
Customer service levels decrease

State Highway 1,620 Minimum level of Routine maintenance and network
maintenance, funding required to management on the State Highways in
operations and maintain Waka Kotahi  |Auckland will be reduced, safety and
renewals ~ Waka Maintenance, productivity risk
Kotahi Operations and

Renewals (MOR)
KiwiRail renewals 130 Rail renewals not

covered in the AT OPEX

line
AT Operating 7,600 Minimum level of PT services and asset maintenance in

Expenditure (net)

operational funding
required for Public
Transport (PT) services
for AT and asset
maintenance

Auckland will be reduced if this money is
reallocated to other projects




Future Planning 176 Funding to ensure a Less certainty about future costs and
pipeline of planning, planning
investigation and
business case
development continues
Route protection 104 Funding to ensure By not funding route protection now, the
property acquisition for |cost of acquiring land at a future date will
route protection is be greater and key land parcels may be
enabled available at higher costs, projects will
take longer
Safety 883 Funding for the AT and |Not funding safety would result in
Programme Waka Kotahi safety negative outcomes,fof Road to Zero and
programmes. Minimum |Vision Zero, likelysto'not achieye targets
level of funding required
to ensure programme
outcomes are met
Optimisation 329 Minimum level of Opportunities and thesproductivity of the
Programme funding required to existing network*will be lost
enhance the existing
network.
Connected 522 Funding requiredto Loss of oppertunity to improve bus, cycle
communities deliver an integrated and safety.improvements on critical
Programme programme of,transport |cortidors
(walking, eycling and
bus priority kess funding would mean a smaller
improvements) on @ number of arterials will have connected
numberof arterials communities delivered
Cycling 226 Funding endbles Less funding would limit further
Programme delivery ofithe’ 2017 development beyond completion of the
businessicase Urban Cycleways Programme (UCP_
Minor capex 208 Funding,for small scale |Less funding would result in funding for
capitalprojects other projects needing to be re-prioritised
to cover minor CAPEX. Customer
complaints would potentially rise
PT minor capex 223 Funding to enable Less funding would mean unable to
response to customer |provide small complementary projects to
requests for small scale |make the system work. A reduction in
PT related capital safety and levels of service for PT
projects
Urban Cycleways 113 Funding to complete the [The Urban Cycleways Programme would
Urban Cycleways be stopped if funding ceases or reduced
Programme if funding is reduced
Local Board 200 Funding allocated to Local boards would not be able to
initiatives local boards (Auckland |progress local projects
Council) to enable local
board projects to be
delivered
Integrated 184 Contribution from AT to |The AT HOP contract ends in 2026.
Ticketing the national ticketing Investment in a replacement system is

programme

required. AT is committed to contributing
to the national development of one
system




City Centre Bus 128 Investment required in  |Unable to accommodate existing bus
Improvements Grafton Gully and volumes in city centre after CRL changes
Wellesley St to to Victoria St require buses to move to
complement CRL once |Wellesley St
opened and support city
centre bus operation
Total $29,384

*TBC This figure is contingent on pending NZUP decisions

FUNDING THE 2021-31 ATAP PACKAGE

Withheld under Section 9(2)(f)(iv) of the Offigial Information Act 1982

12 The National Land Transport Fund assumption we’have,used for'the,2021-31 period is
$16.3 million and Auckland Council have confirmed their funding,assumption for the same
period is $8.8 billion (excluding City Rail Link funding).

13 In addition, there are other funding sourceswhich comeiintesthe ATAP programme,
including Crown funding for the City, Rail\Link (CRL) New\Zealand Upgrade Programme
and Covid Response Funding. The following tableidetails the funding sources included in
the ATAP programme:

Funding Source $ (millions)
National Land Fransport Fund (NLTE) (indicative level) 16,300
Auckland.Council Funding(excluding CRL) 8,376
New Zealand Upgrade Programme (NZUP) 3,234
Crown'Infrastructure Rartners (CIP) Project Funding 364
City Rail kink«(CRL) funding from Auckland Council 1,554
CRL Crown funding 1,554
COVID19 Response and Recovery Fund (CRRF) 85
Total indicative funding envelope for ATAP 2021-31 31,647

14 The $16.3 billion from the NLTF is used in part to fund projects that are fully funded and
delivered by Waka Kotahi and in part to co-fund the Auckland Transport component of
ATAP. Co-funded projects in Auckland receive a 51 per cent Funding Assistance Rate
(FAR) which is determined by Waka Kotahi.




Withheld under Section 9(2)(f)(iv) of the Official Information Act 1982

20 In ATAP 2021-31 we are diming 16 provide realistic funding assumptions. We will provide
advice around fundingsassumptions and options in our next piece of advice to you.

2021-31 DISCRETIONARY/SPEND

There are choices to bennade about investment across the Auckland region for the discretionary
portion of the package

21

Withheld under Section 9(2)(f)(iv) of the Official Information Act 1982
22 As an ATAP working group we have been working to develop options for spending the
discretionary portion of the funding envelope. Evidence to inform package development
was gathered from a number of sources to arrive at priorities for the discretionary spend.
Evidence sources include business cases, subject matter expert presentations and
Portfolio Investment Assessment (PIA) evaluation.

23 We initially developed several packages with different focus on the ATAP objectives
(climate change, growth, Drury, modeshift (PT), modeshift (active)), and two packages that show
a spread of investment over all of these.

24 From the initial seven packages, we have selected three investment packages that
demonstrate choices and trade-offs for transport modelling (Drury, Modeshift Public

8



Transport and a regional package). None of the three options will be the recommended
final investment package but as discrete packages, they demonstrate various choices and
different levels of targeted investment required. In addition, we are modelling the base
package (those elements in committed and essential, previously discussed).

25 There are a number of common projects in each of the modelled packages that sit within
the discretionary spend. These are:

e Lincoln Road corridor improvements

e Sylvia Park bus improvements

e Albert/Vincent St bus improvements

e Downtown Bus Improvements

o Accessibility Improvement Project

e Airport to Botany (second stage investment).

26 In addition to these common elements in all packages, the followingstableishows key
unique elements of each package:

Package Significant unique elements (modelled)

Modeshift (Public Transport) o Theregional park and ride programme

o Northern busway enhancements

e ‘%Connected Communities (full
pregramme)

&, “Neighbourhood interchanges

programme

Whangaparaoa Interchange

Rosedale Rd Corridor

Middlemore Station

High priority projects for the Auckland

Housing Programme (AHP) ($108m)

Growth - Drury e A Drury programme of $840m of local
infrastructure investment (informed by
the earlier Drury Transport Investment
Programme work)

e  $400m towards rail investment over
and above investment required for CRL
day 1 programme (rolling stock)

e Growth investment in the Northwest
($203m)

e High priority projects for the Auckland
Housing Programme (AHP) ($173m)

e Paerata Investment

Regional Package e The regional park and ride programme

¢ Neighbourhood interchanges
programme

e Connected Communities (partial

funding)

Hill St

Rosedale Road corridor

Smales/Allens Rd improvements

Glenvar/East Coast Rd improvements

SH18 Squadron Drive interchange

Growth investment for Northwest

($282m)




e Auckland Housing Programme
($285m)
e Drury investment ($526m)

RESPONSE TO GROWTH

27

28

The Auckland Housing Programme, the North West of Auckland and Drury are all
considered important spatial priorities for 2021-2031. Investment ranges have been
developed for each spatial priority area, within the context of limited discretionary funding
for the overall programme. Local investment in Drury is expected to be a key point of
discussion between Government and Auckland Council as we finaliSe the ATAP package.

A key consideration will be the extent/ofidisCretionary'spend that is
allocated to the Auckland Housing Programme, Drury and the Northwest.

Withheld under Section 9(2)(f)(iv) oftthe Official Informatioh,Act 1982
As part of the spatial priority discussion, we have peenworking through options for
providing transport infrastructure for the Auckland\ousing Programme (AHP). The AHP
requires significant investment in infrastructure wider than tfansport, in particular water and
wastewater and the investment level required is far greater than currently budgeted for.
ATAP will be challenged to provide anything*other than minimal investment in transport
infrastructure required for the AHP.

NEXT STEPS AND IMPORTANCE OF TIMING

29

30

31

32

Meetings with Mayor Goff have beensa useful’'way of establishing process around ATAP
and working through de€ision-making@s a partnership.

Between now,and the end of the year, we will set up a number of meetings for you and
Mayor Goff to'discuss the package options with an initial meeting likely to be mid
Novembento discuss the direction so far.

Oventhe,next few.weeks we will be finalising indicative packages for your consideration.
Oursnext briefing to you will be initial advice on preferred packages of investment. This will
be with yousbyrthesend of November 2020.

It is important that a decision on the preferred ATAP 2021-31 package of investment is
made,prior to the end of the year in order to inform the development of the Auckland
Regional Land Transport Plan (RLTP) and Auckland Council’s Long-Term Plan.

Appendix A — ATAP Political Terms of Reference

1




Auckland Transport Alignment Project (ATAP) 2020
Update

Terms of Reference



1.1

1.2

1.3

1.4

1.5

1.6

2.1

2.2

2.3

3.1

Parties

The Minister of Transport, the Hon Phil Twyford

The Minister of Finance, the Hon Grant Robertson

The Mayor of Auckland, Phil Goff

The Deputy Mayor of Auckland, Bill Cashmore

The Planning Committee Chair, Auckland Council, ChrisdDarby

Chair of the Independent Maori Statutory Board, David™ Taipari

Background

The Auckland Transport Alignment Project (ATAR) commenced in 2015 and aligned
the priorities of both central’'government and Auckland Council. Initial work developed
a long-term strategic approach for the development of Auckland's transport system to
deliver the best possible outcomes fori/Auckland and New Zealand.

Since 2015, various projects haverbeen undertaken collaboratively by the ATAP
partners ingluding developing indicative investment packages.

Thesmost recent inyestment’package for 2018 to 2028 was agreed by Cabinet and
Adckland‘Council in,April-2018.

Purpose of the project

There is a need to update the 2018-28 ATAP package in light of a number of emerging
considerations. These include:

* The impacts of Covid-19, including the impacts on Government and Auckland
Council revenue streams

* Any decisions taken on the economic stimulus package announced by the
Government within the timeframes of the ATAP 2020 update

* The New Zealand Upgrade Programme (NZUP) transport investment in Auckland

« Climate change and mode shift as increasingly significant policy considerations
for both the Government and Auckland Council

* The need to provide direction for the upcoming round of statutory planning
processes including the Regional Land Transport Programme (RLTP), Auckland

1



3.2

3.3

4.1

4.2

4.3

Council's Long-term Plan (LTP), the Government Policy Statement on Land
Transport, and the National Land Transport Programme

» Emerging spatial priorities.

The ATAP 2020 Update will use the agreed decade one (2018-28) package of projects
as a base given the existing commitment to its delivery.

This project will not replace the statutory decision-making responsibilities of Auckland
Transport regarding the activities within the Auckland Regional Land Transport Plan or

the NZ Transport Agency regarding the National Land Transport Programme of
KiwiRail regarding the Rail Network Investment Plan . It will alsowhotseplace-the
statutory decision-making responsibilities of Auckland Councilregarding the
development of its Long-term Plan and/or associated with the application, of'its
Regional Fuel Tax.

Government and Auckland Council\Priorities

The shared Government and Auckland, Council objectives for transport in Auckland are:

»  Enabling Auckland's,growthjthrough a fe€us©on intensification in brownfield areas
and with some managed‘expansign inte émerging greenfield areas

*  Accelerating better/travel choices for Auckland (modeshift)

*  Better'conpécting people, places, goods and services

+. “dmproving résiliehce and sustainability of the transport system and significantly
reducing'the greenhouse emmissions it generates

» Making Auckland's transport system safe by eliminating harm to people

* % Ensuring value for money across Auckland's transport system through well targeted
investment choices.

In addition to the objectives above, the ATAP 2020 Update will consider modeshift,
climate change, emerging brownfield and greenfield spatial priorities and transport
investments in light of the Covid-19 economic shock.

ATAP 2020 will also take into account broader priorities outlined in relevant statuary
documents such as the draft Government Policy Statement on Land Transport (2021-
2031) and Auckland Council's Auckland Plan.

Project Approach and Scope



5.1

5.2

5.3

6.1

The project will take a collaborative partnership approach aimed at agreeing an
indicative prioritised investment package for Auckland. Phase one of the work will
focus on the 2021-2031 period with the aim of providing advice to council and
government prior to the government elections in September. Decisions on the
recommended package are expected to be made post the elections. Work on
decades two and three (2031-2051) at a more indicative level will commence once
decisions are made on the 2021-2031 period.

Packages of investment will be developed and evaluated within funding envelopes
based on logical assumptions of expected funding levels. The impacts of Covid-19 on
revenue streams and on delivery of the ATAP programme will be assessed .

The 2021 to 2031 work includes six workstreams, all of which willlincerporate @dvice on
the impacts of Covid-19:

«  Prioritisation and evaluation. This workstream brifigs together all.of the work to
develop indicative package(s) of investment that¢neet the objectives and

considerations outlined in section 4. It will determine a prioritisation and evaluation
methodology. Packages of priority prejects'will be developed and funding
envelopes applied . The extent to whichypaCkages achieve modeshift will be a key
part of the evaluation framework:

. Climate change. This will.determine how"a climate change lens can be applied to
assessing ATAP projects.

*  Operating expénditure! This will focus“on the operating expenditure component of
the package, particularly in termis of maintaining service levels and identifying
consequentiaheperationakexpenditure arising from capital investments.

»  Qperatiopalising ATAP. This will identify and review any operational rules that may
impede the implementation of ATAP and seek agreement on ways to resolve
these.

% Funding.“This.will determine the funding envelope for 2021-31, covering funding
fromsGovernment, Auckland Council and other sources. Initially assumptions
based on Covid19 recovery scenarios will guide this work.

* ) Urban Development. This will ensure urban development and land-use
considerations underpin the ATAP investment package.

Governance of the Project

The project will be led by the ATAP Governance Group, co-chaired by the Secretary
for Transport and the Chief Executive of Auckland Council. The ATAP Governance
Group consists of the Secretary for Transport, Deputy Secretary Treasury, the State
Services Commission Deputy Commissioner Auckland , and the Chief Executives of
Auckland Council, the NZ Transport Agency, Auckland Transport and KiwiRail.



6.2

6.3

The ATAP Steering Group consisting of officials from the Ministry of Transport, the
Treasury, Auckland Council, the NZ Transport Agency, Auckland Transport and
KiwiRail, will provide detailed direction and oversight to the project teams.

The ATAP Governance Group will:

Approve funding assumptions

Approve the investment options to be developed

Approve the assessment and prioritisation framework

Provide advice to the Parties as required

Recommend a package to the parties’with elearly defined funding sources
from central and local government

Ensure the project is delivered to,the agreedsscope and timeframes

Ensure that the project issaligned andiintegrated with other government and
Auckland Council'related work a§ appropriate.

6.4 The ATAP Parties will:

7.1

7.2

Provide direction to the ATAP 2020 Update through the objectives,
considerations and.approach set out in this Terms of Reference

Receive updates on the work and provide feedback at appropriate
points/milestones

Build cansensus on the indicative package(s) as they are developed

Receive advice from the Governance Group on the recommended package

Make final decisions on the recommended package.

Project Timing

The first phase of the ATAP 2020 Update (focused on 2021 to 2031) will provide advice
to the political sponsors mid-late August, prior to government elections in September

This enables the consideration of advice prior to the elections and decision making early
in the new term of government.



7.3 The work on the 2031-2051 period will commence once the work on the first decade is
complete

~ b \ L 4
L ¢ & /\m\,\ ¢ .t!
O o /i 1%

‘Han Phil Twyford m‘lll Goff \
Minister of Transport yorofAucHand

Date: Date:

21.9.20
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Hon Grant Robertson

Minister of Finance

Date: 27 September 2020

Bill Cashmore
Deputy Mayor of Auckland

Date:
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Planning Committee Chair, Au@ Coug@
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;‘F{ Ministry of Transport BRIEFING
TE MANATU WAKA

11 November 2020 0C200811

Hon Michael Wood Action required by:

Minister of Transport Wednesday, 18 November 2020

THE CONGESTION QUESTION - RELEASE OF MAIN FINDINGS AND
TECHNICAL REPORTS

Purpose

To seek approval to release The Congestion Question’s{(TCQ) main findings,report and
technical reports and request a meeting to discuss thé project’s findifigs, ahead of the public
release of the reports.

Key points

o The Auckland Transport Alignment Project (ATAP) has two major components: an
infrastructure investment package (OC200409 refers) and investigation into demand
management through cengestion pricing. Improving transport outcomes in Auckland
requires both capital investmént and demand management interventions.

o Since 2017, officials have been progressing an investigation into whether congestion
pricing is appropriate for Auekland, known as TCQ. Significant technical work has
been completed, representingia comprehensive technical investigation into
congestion{prieing for Auckland.

o We recomimend that the technical reports are publically released. Several
Stakeholders,including the Automobile Association, are advocating for this.

o Also, Auckland-Council’s Planning Committee will receive the reports at its meeting
on 3 December. This will mean that the reports become public via the agenda on 26
Noevember. We would prefer to proactively manage the release at the time of the
agenda close.

o The reports will be released as officials’ reports, not government policy, but we expect
strong interest from the public and stakeholders. As Minister of Transport you will be
expected to engage on the issue and we will work with you to prepare some initial
comments on the work. We recommend you discuss the release with your Cabinet
colleagues ahead of end-November.

o We welcome the opportunity to discuss TCQ with you before the release. We would
also like to discuss progressing the congestion pricing work.

UNCLASSIFIED
Page 1 of 6



Recommendations

We recommend you:

UNCLASSIFIED

1 agree to the publication of the TCQ main findings and technical reports on the Yes / No
Ministry of Transport’s and other Congestion Question agencies’ websites, subject
to a briefing from officials and discussion with colleagues

2 agree to a meeting with officials to discuss the project and the release of the Yes / No

reports.

Withheld under Section 9(2)(a) of the Official Information Act 1982

Karen Lyons
Director Auckland

Hon‘Miehael Wood
Minister of Transport

11/11/2020 N ) e (... /...
Minister’s office to complete; O Approved O Declined
O Seemby Minister O Not seen by Minister
[1'Qvertaken by events
Comments
Contacts Withheld under Section 9(2)(a) of the Official Information Act 1982
Name Telephone First contact

Karen.Lyons, Director Auckland

v

Revenue

Marian Willberg, Manager Demand Management and

Revenue

Nick Reid, Senior Adviser, Demand Management and

Investment

Bryn Gandy, Deputy Chief Executive Strategy and
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THE CONGESTION QUESTION - RELEASE OF MAIN FINDINGS AND
TECHNICAL REPORTS

TCQ has completed significant technical work

1

The Auckland Transport Alignment Project (ATAP) strategic work reinforced that
achieving a substantial improvement in transport outcomes in Auckland requires
investigating demand management interventions including congestion pricing, as well
as capital investment.

In response, The Congestion Question (TCQ) was commenced as’a joint project
between Auckland Transport, Auckland Council, Waka Kotahi'the\New Zealand
Transport Agency, the Ministry of Transport, the Treasury and the State Services
Commission.

The Terms of Reference tasked TCQ to: “Undertake a.thoroughtinvestigation
sufficient to support a decision on whether or ot to\proceed/Wwith introducing pricing
for demand management purposes in Auckland”.

In December 2017, Cabinet received the findings from Phase | of the project, which
focused on information about congéstionsin Auckland and international congestion
charging case studies. The project’sifindings werepublically released. Cabinet
approved the project continuing to Phase Il toiinvestigate potential congestion pricing
schemes. Phase Il is nows«€omplete.

In July 2020 we provided'the'Minister of Transport an update on our findings. Also,
we signalled our intentionsAo publish, thesmain findings report and technical report. The
reports were not réleased duetto the need to focus on the COVID-19 response.

There is an increasing public interest in the release of the reports. Several
stakeholdefs (including the Automobile Association) have signalled their desire for the
reports,to be releasedto further the public conversation on congestion pricing. These
stakeholders are aware-of the project’s several years of work, and are keen to see
progress.

TCQ’s Phase ll reports are now complete and ready for public release

7

TCQ@ has finalised two summary reports relating to the analysis carried out in Phase
II; the'main findings report (provided as Attachment one) and the technical report
(Attachment two). Working papers are also complete including a social impact
assessment, persona research (representing the viewpoints of different users), and
papers on the environmental impacts, technology requirements, mitigation options
and the transport modelling used to help assess pricing schemes.

The reports bring together TCQ’s research, options development and evaluation. The
reports summarise the technology, social and implementation considerations of the
investigation undertaken into congestion pricing in Auckland

We recommend releasing the summary reports and working papers as officials’
technical work.
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Technical work demonstrates a credible case for congestion pricing

The work shows that there is a technical case for implementing congestion pricing in
Auckland. With the right design, supported by improved public transport services, and
a mitigation program to assist vulnerable road users, the opportunity exists for
Auckland to benefit from a sustainable 8-12 percent improvement in congestion
(roughly the same as the improvement seen in the school holidays) once the full
scheme is implemented.

Even a small improvement in network performance has the potential to generate a
meaningful lift in transport and economic productivity. Other potential benefits include
reduced emissions and revenue, which could be hypothecateddo transport initiatives.

The main findings are:

13.1 The preferred scheme is a region-wide Strategic Corridors scheme'that applies
to the main arterial roads and motorways targeting the most congested
corridors. Its implementation could be phased through timeystarting with
corridors into the city centre and timed¢o_ align’with improvements in rapid
transit, including the opening of City’Rail Link, Eastern Busway completion,
North-West Busway and improvements,to the Northern*"Busway.

13.2 Charges would be higher for'peak time petiods{ with a charge applied each time
a vehicle is detected on a‘road)(within a«stwo hour window).

13.3 Mitigating the impaéts of'a congestionpricing scheme on vulnerable households
is necessary. Mitigations could/be threugh price subsidies, or discounts and
could be linked to'the”Comptunity Services Card.

13.4 Automatie.Number Plate Recegnition (ANPR) technology is the most feasible
option in thie short termiyfor implementing congestion pricing. Other technologies
arenot yet ready for a‘region-wide rollout (on-board units) or provide sufficient
coverage (smart,phone apps).

135" Air qualitjpand’greenhouse gas emissions are likely to improve slightly as a
result/of a reduction in overall kilometres travelled and reduced ‘stop-start’
traffic.

13.6 Gongestion pricing will raise revenue, but this is not the central aim. Revenue
could be used for transport infrastructure or measures that will support those
most negatively impacted, but the overall goal is to manage demand on the
network.

The main findings report is not a formal decision report. It recommends that there is a
strong technical case for congestion pricing in Auckland for demand management
purposes and that public engagement is undertaken before a decision to implement.
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We would like to meet with you ahead of the public release

The release of these reports is likely to generate significant interest from a range of
stakeholders, media and potentially the public.

Therefore, ahead of the report release, we would like to meet with you to discuss the
project’s main findings.

We recommend you discuss the release with cabinet colleagues and in particular the
Minister of Finance, a sponsor of the project.

Public release of the reports is proposed for Thursday 26 November

We propose that the main findings and technical reports{are publicallygeleased on
Thursday 26 November, via the Ministry of Transport and'ether TCQ agencies’
websites.

There are also several stakeholders that TC@ previously engaged with. On the day of
the release, TCQ will hold a stakeholder briefing event to‘update'these stakeholders.
They will be keen to see the work that they have contributediio reaching a milestone.

The proposed release date alignswith the close,of the Auckland Council Planning
Committee agenda for its December'3 meeting. Once the agenda closes on 26
November it becomes publically available shortly-after.

Ahead of the release on Thursday 26/Nevember, the Mayor, Deputy Mayor and Cr.
Darby (Chair of the Plannhing Committee) will receive a briefing from Auckland Council
officers.

Subiject to your.agreement to release the reports, and your discussion with your
Cabinet e¢dlleagues, we will'provide you:

22 ¥ asetof questions,and answers on the project
22.2\ 4 draftymedia release (if required)
22.3 speaking-notes.

As’Minister of Transport you can expect to be asked to comment.

Progressing work on congestion pricing is a key consideration for you this
term

Further work on congestion pricing will require a cabinet decision as it involves
moving into a decision-making process. If decisions are made to progress the work,
the next step would be to move to a pre-implementation phase requiring a fully
resourced cross-agency project team, including Ministry resource. Scoping and
setting up the project team would require Ministry expertise and leadership.

If the work progresses, you will have a key role in leading public debate on
congestion pricing for Auckland.

UNCLASSIFIED
Page 5 of 6



UNCLASSIFIED

The Main Findings Report discusses some next steps. We would like an initial
discussion with you as part of our briefing on the technical work.

Attachment 1: Main Findings Report

Attachment 2: Technical Report
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== Tal BRIEFING
S Ministry of Transport

TE MANATU WAKA

2 October 2020 0C200793
Hon Grant Robertson Action required by:
Minister of Finance Friday, 9 October 2020

Hon Phil Twyford
Minister of Transport

NEW ZEALAND UPGRADE PROGRAMME UPDATE - SEPTEMBER 2020

Purpose

Provides an update on progress in the New Zealand/Upgrade Programme(NZUP or the
Programme) to 31 August 2020, as well as key issuesof/Concermand. focus.

Key points

. The NZUP Oversight Group (OSG)«met on2 September 2020. The OSG includes
representatives of the Ministryiof Transport(the Ministry), Treasury, the Infrastructure
Commission (togethergsmember ageneies)\and three independent members. The
meeting was also attended by Waka Kotahi NZ Transport Agency (Waka Kotahi),
KiwiRail, Deloitte and. AECOM.

. Waka Kotahi and’KiwiRail (together, delivery agencies) are continuing to make
progress with the delivery of the programme. At this stage, the priority for both
agencies is’'working to embed their governance and delivery structures for the
programme. Work is also progressing on the first seven projects entering the delivery
phase (Waka Kotahigtauranga Northern Link, Papakura to Drury South, Northern
Rathway, SH58 Safety Improvements and Penlink; KiwiRail: Papakura to Pukekohe
electrification and the Wiri to Quay Park Corridor Improvements).
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. Waka Kotahi does not have access to other sources of funding to supplement the
NZUP allocation. Hypothecation of the NLTF means it is not available to Waka Kotahi
to cross-subsidise projects that are purchased by the Crown.

. The OSG has requested that the immediate focus of delivery agencies should b& on
establishing a robust baseline to better define benefits, scope,&chedule and €ost
estimation. The delivery agencies have indicated they would like toshave until March
2021 to provide baselining information. The OSG’s advice is/thatthis should happen
by December 2020, with an initial focus on the first seven, projects that'aresentering
the delivery phase.

. Ministers have asked for speed in delivery of the ptogramme-and'delegated a greater
than usual level of decision-making to the delivery agencies, compared to other
rogrammes where the Crown is directlypurehasing.

. Given this context, you should\expect that the.delivery agencies will provide full and
real time visibility to you and your purehase,advisors of current and pending project
commitments, risks as,they,arise and while they are being managed, and
development of the project and programme baselines. We suggest you formally
communicate this €xpectationto agencies.

. You maywish to discuss these matters with the Ministry to further understand your
options for@ddressing these issues. We will provide further advice on the status of
the programme following the next OSG meeting, which is scheduled for 8 October.

Recommendations

We recommend you;

1 noteithat the NZUP is at an early stage, and the delivery agencies are working at
speed to put arrangements in

2 note that the Oversight Group’s view from its initial meeting is that:

IN CONFIDENCE
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4 note that clarity is needed on this but, if correct, this agreement needs to be
formalised and Treasury will need to advise on how this may impact the Crown
accounts

6 note that baselining of the programme is needed to_€nable a better understanding
of costs and decisions on how to manage these, and Waka Kotahi has indicated
that baselining information may not be available until March 2021 which is later than
the Christmas 2020 date preferred by OSG

7 note officials’ advice is that, to help manage NZUP’s garly delivery and cost risks,
you should expect delivery agenciesd{otaiSe"any issues with you and your purchase
advisors early and in real time, including advising onisks and issues as they arise
and are managed, and development,of/project andwprogramme baselines

8 agree that officials preparg adraft letter for your signature, communicating these Yes /No
expectations
9 discuss with officialsyour expectations of how cost escalations in the NZUP Yes / No

programme werée expeeted to be funded at the time the programme was agreed

10 forward thiS,report'to the Minister of Finance. Yes /No
Bryn'Gandy Hon Phil Twyford
Deputy Chief Executive, System Minister of Transport

Strategy and Investment
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NEW ZEALAND UPGRADE PROGRAMME UPDATE - SEPTEMBER 2020

Oversight Group meeting focussed on understanding initial state of NZUP

1. The NZUP Oversight Group (OSG) met on 2 September 2020. The OSG includes
representatives of the Ministry, Treasury, the Infrastructure Commission, and three
independent members. Waka Kotahi, KiwiRail, Deloitte and AECOM also attended.
The purpose of the OSG is to provide governance and assurance across NZUP on
your behalf as purchaser.

2. Subsequent to the first OSG meeting, Waka Kotahi and KiwiRail were advised that
their respective Establishment Reports had been accepted as a starting baseline, with
delegation of authority for project-level decisions up to materiality thresholds that, will
be further defined over the coming months.

3. As per advice provided on 26 August 2020 (OC200683efers), it is still'early*days
with the Programme and further detail needs to be refinedwver the nextfew months
to migrate governance and assurance into a good/pasition. It is alsoyealistic for
change and adaption to be necessary in a programme*of the scale and scope of
NZUP.

OSG identified that further work is required to baseline costs,/Scope, schedule and benefits

4. The OSG view from the meeting., wh?qh iSisupported by the OSG member agencies,
Was T W I e At aTh ol B3 ANBr ol Act 1962

a)
projects are being purchased directly by Ministers, and the OSG is your
primary.assurance functiomfor NZUP and a key element of its governance.
b)
e)

Withheld under Sections
9(2)(f)(iv), 9(2)(9)(i) and
9(2)(j) of the Official
Information Act 1982

elivery agencies are indicating Marc
or completion of baselines even though major decision points will occur prior.

5.
e will engage
urther with delivery agencies to ensure these risks are made transparent alongside

the steps to address them. _ _
Withheld under Section 9(2)(g)(i) of the Official Information Act 1982

1 The Ministry is working to establish the implications of potential tolling for some projects to ensure
Waka Kotahi uses this mechanism in an appropriate way.
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—

| _
| _
9. Deloiite are working te.the guidance contained within the Delegation Letters, in this

case the requirement for Joint Ministerial involvement where there are “any significant
changes to(cost gsStimates that are expected to impact the delivery of the Programme
within thexCrewn funding envelope’.

—
o
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13. Officials’ understanding is that the $6.8 billion is a fixed allocation for all programme
costs. Ministers’ January 2020 letter to the Waka Kotahi Board Chair reflects that
$6.8 billion is expected to cover the delivery of a listed set of projects, which would
typically include adjustments (such as cost escalation) that reflect the timing of
delivery. Waka Kotahi’s Establishment Reports say that “The Establishment Report
presents costs on an unescalated basis, using estimates from the relevant business
case or Waka Kotahi costings for each project. Further work is required to understand
the potential impact of input cost increases on final project.delivery costs as a result
of underlying inflationary pressures in the construction séctor, Cost escalation
attributed to individual projects or packages within the NZ\Upgrade Progranime will
vary based on the expected construction programirte, with projects'delivered sooner

than expected attracting lower cost escalation.”
Withheld under Section 922)(9)0) of the Official Infgfmatign Act 1982

14.
15.
Withheld undemSeetions 9(2)(f)(iv) and 9(2)(g)(i) of the Official Information Act 1982
16. Your letter sets out'a process for agreeing that the NLTF can meet costs of up to

$200 millien‘peryear.

17. Waka Kotahi’s view was provided following the OSG’s meeting. The OSG has not yet
had a chance to engage on these issues or discuss them with Waka Kotahi. Its next
meeting is on 8 October 2020. Officials will provide advice on options for addressing
the pressures in NZUP as a full picture of the Programme is established.

Structural changes in the supply chain reducing competition and bringing further risks

18. Member agencies understand that predating COVID-19, risk allocation had been
undergoing a rebalancing in the construction market, more in favour of contractors
than historically. The Construction Sector Accord (CSA) recognises some change is

IN CONFIDENCE
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needed to better reflect the relative risks between procurers and contractors, and
reduce the incidence and impact of collapses on sub-contractors.

19.

20. Anything that reduces competitive pressure or leads to dependency on fewer
contractors, creates additional cost escalation and completion risks (the latter in the
event a contractor folds, or walks) that could place further pressure on the
achievability of the programme. This is something agencies will continue to monitor.

Delivery agencies recognise a number of challenges which require furthér work
21. Waka Kotahi highlighted a number of risks and issues to'the OSG:

a) many projects are still in early development.and outcomes,‘objectives and
scope are only defined at a high level

b) the significant increase in volume of property transactions required and
unplanned cost increases are an.€merging issue

c) expectations from local autherities and widersystem complexity (e.g.
Queenstown) are high

d) COVID-19 impacts on coungcil revenue; project delivery and costs are
significant

e) longer term casts/generally - revocation, maintenance and operations — are a
concern.

22. Waka Kotahi is'undertaking.a number of initiatives in response to the programme
challengesstheysee, including strengthening assurance activity as well as cost and
risk management practices, appointment of project directors on larger projects, and
establishingia programme management team by December 2020.

23. Howeéver, Waka Kotahi'has also signalled that it wants to take an incremental

appreach tobaselining over an extended period,
Inisters have delegated a
greatersthan usual level of decision-making to the delivery agencies to accommodate

the priority they have given to speed, but the risks associated with this need to be

24. KiwiRail's Drury Stations and Regional Rail projects are complex and have significant
dependencies on projects being delivered by other organisations (e.g. Auckland
Transport and private developers) in order to complete projects and support benefit
realisation.

25. KiwiRail's Drury Stations project scope is currently uncertain, noting the potential
requirement for a third station, conflicting stakeholder views as to station location and

iotential for chanie in which orianisations deliver which elements.
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26.

27. The Papakura to Pukekohe and Wiri to Quay Park projects have made significant
steps in the procurement process. Both have selected preferred suppliers, with
ongoing negotiations to confirm the Target Outturn Cost (TOC) underway.

The OSG has requested actions to advance certainty around the programme ...

28. The OSG considers that a focus on some specific actions by each delivery agency is
needed to advance confidence and certainty around the status and progress of the
programme. In particular, the OSG would like agencies to:

a) Confirm that key OSG assurance and oversight precesses/controls, such as
effective reporting, are in place across all NZUPprojécts, and any deviation to
expected processes or planned assurance is advised and explained:

b) Provide additional content to better understand the state of projects (e.g.
Project Delivery Plans, Project Management'Plans, and othérrelevant source
documentation);

c) Develop robust project baselines to"eonfiph scopencost,Schedule and

benefits. Baselining will need tQ be an iterative’process as more detail
becomes known about the projects.

29. Officials are conscious of the priority Ministers haye'given to the programme
proceeding at pace, as well as the NZUP Programme’s potential to bring investment
to market during a challenging period.

30. The OSG’s preference’is for a‘December 2020 deadline to baseline scope, costs,
timing and benefits.for all projects. Waka Kotahi advises that the end of March 2021
is achievable.

31. If Ministers wish the programme to proceed at speed and without interruption, we
suggestithat you setva.cléar expectation that the delivery agencies provide full and
realtime visibility tofyou and your purchase advisors of current and pending project
commitments, risks as they arise and while they are being managed, and developing
project and programme baselines.

Next Steps

32. The Ministry and Treasury will continue to engage with Waka Kotahi and KiwiRail on
the further actions and priorities identified by the OSG.

33. We will engage with you on what expectations you would like to communicate to the
delivery agencies.

2 Tauranga Northern Link, Papakura to Drury South, Northern Pathway, SH58 Safety Improvements
and Penlink (Waka Kotahi) and Papakura to Pukekohe electrification and the Wiri to Quay Park
Corridor Improvements (KiwiRail). These projects are already entering the delivery phase.
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Hon Michael Wood
Minister of Transport

NEW ZEALAND UPGRADE PROGRAMME SEPTEMBER 2020
UPDATE - COVER NOTE

Purpose

Officials are providing you with the September 2020 update’on the NewZealand Upgrade
Programme’s transport component (the Programme)gwhich was provided,to the previous
Minister. This cover note summarises for you the context around the oversight, assurance
and monitoring arrangements for the Programme, key ¢hallenges'the-Programme is facing,
and the Programme-level baselining work underway.

Key points

The Ministry of Transport{the Ministry) andfthe-Treasury has recently established an
Oversight Group to ovérseethe delivery'ef the Programme on behalf of Joint
Ministers (Finance and/Transport): This Oversight Group was established to provide
Ministers with an increaséd level of/oversight of the Programme.

With Joint Ministersras clients, establishment of an appropriate, client-side monitoring
arrangemeéntis expected goodipractice, and reflects that risks arising from the
Programme, will be berne by the Crown rather than delivery agencies Waka Kotahi
and/KiwiRail. Arrangements like this are not used for the Government Policy
Statement on land'transport (where the Waka Kotahi Board is the client for projects,
and'must manage risks within the National Land Transport Fund), or KiwiRail's
business as usual spending where it operates as a commercial entity.

Representation on the Oversight Group include senior officials from the Ministry,
Treasury, Infrastructure Commission, and three independent external members who
bring significant industry and technical skills. The delivery agencies also attend the
Oversight Group. You may want to consider meeting officials and the Chair of the
New Zealand Upgrade Programme Oversight Group to discuss the current status of
the Programme soon. There is also an opportunity for you to attend a part of the next
Oversight Group meeting on 9 December 2020 to meet the full Oversight Group.
Withheld under Section 9(2)(g)(i) of the Official Information Act 1982

icials provided the previous Minister
with an update on the Programme In September 2020, which is attached.
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o Officials recognise the importance of progressing the Programme at pace, but careful
consideration is needed to make early decisions, particularly on procurement and
contracting, while there remains significant uncertainty over some parts of the
Programme, as well as the wider funding challenges.

o Officials have agreed with the delivery agencies to progress the development of a
baseline for the transport component of the Programme. This exercise is designed to
provide a common and up-to-date view on the overall scope and cost of the
Programme as it currently understands. The delivery agencies have committed to
having a completed baseline for the Programme by the end of March 2021. At this
point, officials will be able to advise you on the total set of choices or trade-offs that
may be required to deliver the Programme, though officials can discuss the potential
nature of these choices as soon you are ready.

o The Ministry will be providing a further update to you next week on the overall status
of the Programme, including emerging risks and issues you may need to censider.
This advice will include an update on major decisions that the delivery agencies are
progressing through to March 2021. Draft letters £0 the Chairs of.the‘delivery
agencies’ boards, conveying your expectations’onithe baselining ‘work, will also be
included for you to consider and sign. This répoft will be consulted on with the
delivery entities, in the same way that the“attached September2020 update also
underwent agency consultation.

Recommendations

We recommend you:

1 note that a further update’will be provided to you next week on the Programme’s
emerging risks, major_decisions that delivery agencies are progressing, and draft

letters on the baselining/work to'the.chairs of the delivery agencies’ boards

2  agree to meetwith the Chainofithe Oversight Group and officials to discuss the Yes / No
current status ofithe Programme

3 indicate whiether you'would like to attend a part of the Oversight Group meeting
on,9'December 2020 to meet the full Oversight Group

Bryn Gandy Hon Michael Wood
Deputy Chief Executive, System Minister of Transport
Strategy & Investment

12/11/2020
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'z Ministry of Transport BRIEFING

TE MANATU WAKA

\/}

11 November 2020 0C200788

Hon Michael Wood
Minister of Transport

Tier 2 Briefing to Incoming Minister - Resource Management Act Reforms

Purpose

Update you on the proposed reforms of the Resource Management Act, 1991 (RMA), explain
how the RMA impacts on the transport sector, and consider how both you andsthe Ministry of
Transport could engage in any potential reform programme going,forward.

Key points

1. The existing resource management planning systeém,Avhich is primarily set out in the
Resource Management Act 1991 (RMA), has proven comglex and ineffective.

2. The RMA affects all infrastructure planningand by virtuepall transport planning and
development. There are a number of systemic issues\with the RMA which have hindered
the ability to deliver integrated transport planning:and,development.

3. The Resource Management Review Panel (the Panel) has proposed a new resource
management planning syStem tafreplaceé thet\RMA. Agencies across the public sector
agree that broad refopm.ofthe/Systent is'needed and that the Government should take
this opportunity to initiaté reform.

4. We understand the.Governmentis likely to proceed with RMA reform. Reforming the
system will be gomplex and reseurce-intensive. It will require significant resourcing from
across central and local government and iwi, particularly if there is a commitment to
deliverwithin a’short timefrapie. Proceeding with reform will be the biggest change to the
resource management,planning system since the introduction of the RMA in 1991.

5. Legislative change will be only one part of reform. Issues of timing, sequencing,
transition, implementation, collaboration, engagement, governance, capability and
capacity will'also need to be addressed in order to deliver a fit-for-purpose system.

6. From, a‘transport perspective, there is a need to ensure that the reform programme
considers wider government imperatives, such as the delivery of integrated rail and state
highway networks, and the need to recognise the scale, complexity and long-term nature
of transport infrastructure projects.

7. Reforms may have significant implications for existing transport processes, including
potentially for the Land Transport Management Act 2003. This could ultimately affect your
roles and responsibilities as the Minister of Transport and the choices you will be able to
make in the future.
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8. The Ministry of Transport (the Ministry) will lead the transport system’s participation in the
reform programme. Alongside other transport agencies (including Waka Kotahi NZ
Transport Agency and KiwiRail), the Ministry will need to commit substantial resources
into any reform programme. This will limit our capacity to deliver on the Government’s
other priorities. We will need to provide you with further advice on how reform would
affect the Ministry’s work programme.

9. Given the resource management system’s influence on the transport sector, you will
need to be closely involved in any cross-portfolio work on the reforms. We will support
you to work with your Cabinet colleagues in this respect.

Gareth Fairweather
Manager, Placemaking & Urban ster of Transport
Development

........... /.
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Tier 2 Briefing - Resource Management Act Reforms

The current resource management planning system is complex and ineffective

1. The existing resource management planning system, which is primarily set out in the
Resource Management Act 1991 (RMA), has proven complex and ineffective. There are
major issues the system needs to deal with but is currently failing to do so, including:

e Significant pressure on New Zealand’s natural environment: the way we use land and
water has proved to be unsustainable. Freshwater, coastal and marine environments
are in serious decline and biodiversity is under significant threat.

e Urban areas struggling to keep pace with population growth; poorly managed urban
growth has led to increasing difficulty in providing affordable housing, worSening
traffic congestion, greater pollution and reduced productivity-

e The urgent need to reduce carbon emissions and adapt to,climate change: the
impacts of climate change are already affecting where people live and how they use
the environment. Land and resource use patternsgneed to change to mitigate and
adapt to the effects of climate change and réduCe emissions.

e The need to ensure that Maori have an‘effective rolejn thexsystem, consistent with
the principles of Te Tiriti 0 Waitangi: the RMA has_not offered Maori genuine
opportunities for shared managementofthe enyironment. This has resulted in Maori
being left out of critical decision-making.

e The need to improve system,efficiency andjeffectiveness: significant criticisms of the
RMA have been its incréasing complexityyCoSt and delay caused by its processes,
uncertainty, and lacksof responsivenessto echanging circumstances and demands.

The current resource manageément planning system has hindered the ability to deliver
integrated transport planningsand develgpment

2. The RMA affects allinfrastructure planning, and by virtue, all transport planning and
development. The present resource management planning system is based on over 100
forwardlooking plansgand policy statements?, as well as a diverse and growing set of
nationaldirection documents. These set out how and where development can occur.

3. While there are numerous transport planning and development issues, the RMA
systemically affeets’the transport sector in four fundamental ways:

e LaCk ofelarity in the purpose of the resource management planning system: The
RMA lacks a clear purpose that distinguishes between the system’s ecological
pratection role and its development enabling role. This lack of clarity has contributed
tospoor environmental, economic, social and cultural outcomes.

¢ Plans do not adequately integrate public works: Public works (including roads and rail
corridors) are poorly integrated into plan making processes. This makes it difficult for
infrastructure providers, such as Waka Kotahi NZ Transport Agency (Waka Kotahi)
and KiwiRail, to deliver public works and give effect to spatial strategies.

e Hearing processes are complex, adversarial and time consuming: Multi-stage hearing
processes are adding limited value and significant cost in terms of compliance churn,
ad-hoc conditions and delays in delivery of transport infrastructure.

1 There are 78 local authorities which produce a myriad of regional plans, regional policy statements, regional coastal plans and district plans,
alongside a range of (mostly non-statutory) strategic and spatial plans.
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e Focus on management of local effects: The RMA'’s effects-based approach has in
practice primarily focussed on local costs, with insufficient weight given to wider
regional or national benefits.

4. Misalignment between the RMA and other legislation, including the Land Transport
Management Act 2003 (LTMA) and Local Government Act 2002 (LGA), has also led to
poor outcomes. Plans and decision-making under the RMA, LTMA and LGA all affect one
another, but there is poor alignment between the land use plans, infrastructure plans and
funding provided for by these pieces of legislation.

5. Inthe case of land transport:
o the statutory framework for land use planning is largely contained within the RMA;
e the legal framework for managing and funding land transport activities lies withinithe
LTMA; and
¢ the requirements that local government must meet in planhning and carrying\out its
functions are set out in the LGA.

6. As the manager of the land transport system, Wakadotahi is a signifieant holder of
statutory resource approvals (resource consents g@nd designationShwith approximately
3,800 statutory approvals for state highways. Themajority of these approvals are RMA
resource consents for which there are around 80,000 conditions te“Comply with.

7. Compliance with the RMA is a significant<part of delivefing,transport infrastructure. During
a transport project’s development cycle, the resource, approval stage (governed by the
RMA) creates the greatest risks of project delay.and‘cost escalation. As a result,
infrastructure providers put significantfdnding-aside at the project scoping stage to avoid,
remedy or mitigate potential @dverse environmental effects.

8. Simultaneously, projects get delayed or'even cancelled because the compliance costs at
the resource approval stagevare anticipatedto outweigh the transport benefits that were
originally being sought.

9. These issueg’are occurring at a,systemic level, greatly increasing the amount New
Zealand spends on transport infrastructure and affecting the amount of infrastructure that
is able to be delivered,

Now js"theyopportune time to reform the resource management planning system

10. Sinee its introduetion, the RMA has been subjected to numerous amendments designed
to improve its effectiveness. These changes have instead resulted in a doubling of the
legislation’s,original length and created an unwieldy, time-consuming and complex
patchwark of provisions. The quantified fiscal and compliance costs of the current system
are estimated to be in the order of $2 billion per annum.

11. These problems have become so pervasive there is now broad consensus across the
public sector and parties involved in the system that broad reform is needed.

The Resource Management Review Panel’s final report provides a platform for change

12. The resource management planning system has been the subject of various reviews
since 2009. Last year, the Minister for the Environment appointed the Resource
Management Review Panel (the Panel) to undertake the most recent review of the
system. The Panel was asked to find a way to ‘improve environmental outcomes and
better enable development within environmental limits’.
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13. In its final report?, the Panel concluded that the RMA should be repealed and proposed a
new resource management planning system that would revolve around three new pieces
of legislation, consisting of a:

¢ Natural and Built Environment Act, to replace the RMA
e Strategic Planning Act, to set long-term strategic goals and integrate legislative
functions across the resource management planning system
¢ Managed Retreat and Climate Change Adaptation Act, to address (and enable
responses to) the effects of climate change.
Withheld under Section 9(2)(g)(i) of the Official Information Act 1982
The Panel’'s recommendations are broad and raise a wide range of complex polic
issues, especially around system purpose and public works designations.

14.

15. Nevertheless, agencies across the public sector agree that the'Panel’s, recommendations
provide a good platform for change and that the new/Government should take the
opportunity to initiate a comprehensive reform programme as a priority.

16. Reforming the resource management plannifig system proyides the’chance to enhance
intergenerational wellbeing by improving development outceames’(including those for
housing and urban development), delivering‘better out€omes for the natural environment,
improving Maori-Crown relations, and responding effectively to climate change.

17. It also provides an opportunity to remove unneeessary duplication, inconsistency,
complexity and cost from planningyprocesses, and.ensure we are not replicating an
overly litigious and risk-averse ‘system.

18. Following the releaseof the'final reporisin Jtly 2020, Cabinet agreed to hold off decisions
on how to progress the findings of'the\Panel review until after the 2020 election.

The task of reform will be complex‘and resource-intensive

19. We understand the Government is likely to proceed with RMA reform based broadly on
the reCcommendations'ofithe Panel’s final report.

20. Comprehensive reform will be a complex and resource intensive undertaking. Proceeding
withyreform, weuld bé the biggest change to the resource management planning system
since thedntroduction of the RMA in 1991.

21. To be'successful, these reforms will need to be well-resourced, timed and phased to
enable the capability, direction and culture change required. We will need an integrated
system approach and look at the connections and overlaps to manage implementation
risks and ensure alignment across policy, legislation and government. A reformed system

must be less complex and more efficient than the existing system.
Withheld under Section 9(2)(f)(iv) of the Official Information Act 1982

2 The final report is available online at www.mfe govt.nz/mreview. The report is sometimes referred to as the Randerson Report, after the chair of
the Resource Management Review Panel, Hon Tony Randerson QC.
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23. While the Panel's recommendations provide a direction for reform, there is still a lot of
detail to work through. Indeed, at this stage it has not been confirmed which of Panel's
recommendations will be progressed and which ones will not be. The Parliamentary
Commissioner for the Environment has raised questions about the recommendations and
proposed an alternative approach to reforming the system.

24. Despite the anticipated challenges and complexity, officials consider reform to be both
achievable and necessary if we are to see the desired shift in system performance and
improvement in outcomes.

Legislative change will be only one part of a comprehensive reform programme

25. Legislative reform will involve balancing competing interests, objectives and perspettives,
and will be technically difficult due to the implications for various legislative frameworks
which are administered by different agencies. It will be importantthat all changes to
legislation are interlinked. There also needs to be a coordinated approach'io'the
governance, prioritisation and sequencing of any legislative changes.

26. Changes may need to be made to existing piecessof legislation, ineluding the LTMA. At
this stage, it is difficult to predict to what extent the LTMA will need to be amended to
accommodate reforms. However, it may beceofie, necessary to,reconsider certain LTMA
functions. For example, transport project decision-making may need to change
depending on the degree to which spatial plans‘are binding aba project level.

27. One of the reasons why the RMA and LTMA are curtently misaligned is due to their
underlying philosophies. Whilst the RMA'is highly'prescriptive, the LTMA is generally
permissive. Getting the alignmentyright betwéen the*'L TMA and the RMA'’s replacement
will be crucial to achievinggpositive outcomes far transport.

28. While legislative change willbe crugial ,thesresource management planning system
needs to be considered as a whole and a comprehensive reform programme will need to
go beyond just legislative changes-

29. Options for organising the reformyprogramme are still in development, but it is evident
that cleaftransition and implementation arrangements will be essential (including how
reforpis will'hé embodiediin plans), as will an overall strategy for the reform programme.

TimifAg and,sequencing ofithe reforms

30. Timing apd sequencing will be challenging and we expect there will need to be a long
transition from the current system to the new one. We expect that the new Government
will want'to move quickly with reforms. Reforming the system will become significantly
more‘challenging the shorter the timeframe.

31. The"Ministry for the Environment is currently p otential timing and
sequencing scenarios as a basis for a discussion with Ministers on how to progress the
reform programme.

Collaboration, partnership and engagement

32. Comprehensive reform will require a collaborative approach across agencies. In addition
to the Ministry, other core agencies involved in the reform work are the Ministry for the
Environment, Ministry of Housing and Urban Development, the Department of Internal
Affairs and the Treasury. However, a much wider group of government agencies, Crown
entities and State Owned Enterprises will need to be involved in the reform programme.
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33. Partnering with Maori and local government early in the design of the new system will be
critical to the new system’s success. Effective partnering takes time, resources and good
governance. It needs to start at a very early stage, be shaped by the perspectives of local
government and Treaty partners, and be given sufficient time to take place.

34. Clarity for stakeholders and the public will also be essential. The reform programme will
need to be clear where things are heading, when different aspects of the new resource
management planning system will kick in and what that means for their roles in the
system as it changes. Innovative engagement approaches would help ensure a wide
range of voices can participate in the reform programme.

Capacity, capability and funding

35. Crucially, there will need to be commitment right across the system te ensure there is
enough resourcing and capability for central government, locahgobvernment and Maori to
effectively develop and implement a fit-for-purpose resour¢esmanagement planning
system.

36. Reform will affect a range of Ministerial portfolios and‘€entral government work
programmes, as well as work that local government’and iwi are involved in (e.g. three
waters reform). In the immediate to medium térm, €OVID-19 wilkalso have an impact on
the resourcing and capacity of all parties to engage in reférm.

37. The RMA faltered in part due to poor implementation, with limited national direction
provided by central government and without the necessary capacity and capability

required across the system.
With#elthunder Section 9(2)tg)(i) of the Official Information Act 1982

38. There are growing expectations that a refermed system would deliver new investment by
central government and Support for local government and iwi.

Reform will have significant implications for you and the Ministry of Transport’s
capacity to progress other priorities
Withheld under Section 9(2)(g)(i) of the Official Information Act 1982

39. Government agéncies wilhneed to commit substantial resources into any reform
rogrtamme ‘and treat it @s.a‘high priority.

40. From a transport perspective, there is a need to ensure that the reform programme
considers wider government imperatives, such as the delivery of integrated rail and state
highway/networks, national delivery of road safety programmes, and the need to
recognise the scale, complexity and long-term nature of transport infrastructure projects.

41. These reforms could also have significant implications for existing transport processes,
including the Government Policy Statement on land transport and National Land
Transport Fund planning and investment frameworks, which will need to be addressed.

42. Reform could affect your roles and responsibilities as the Minister of Transport and the
choices you will be able to make in the future. Changes to your roles and responsibilities
would also affect Waka Kotahi and other transport infrastructure providers. We do not yet
know what changes reform would bring, nor whether those changes would increase or
decrease your decision-making powers.

UNCLASSIFIED
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43. Given the resource management planning system’s influence on the transport sector, as
well as the potential impact reform may have on future transport decision-making, the
Ministry will take a prominent role and lead the transport system’s participation in the
reform programme. This will involve continuing our role in organising input from the wider
transport and infrastructure sector. The Ministry will need to allocate significant resources
into this work.

44 _We will need to provide you with further advice on how reform would affect the Ministry’s
work programme. As the Minister of Transport, reform will ultimately require a significant
commitment from you. Given the scope of the reforms, alongside the Ministry’s relatively
small size, you will need to prioritise between this work and other projects or programmes
you may wish to progress.

Next steps Withheld under Section 9(2)(f)(iv) of theOffidtal Ifformatidn Acty1982
45. Ministerial and agency governance and working arrangemént options are ¢urrently being
developed and are expected to be put forward to Cabinet shortly.

46. We understand that the Minister of the Environment, Hon David Parker, is intending to
establish a Ministerial group to oversee the reform programme/ It would be advantageous
if you were closely involved in cross-portfolioswork'en'these reforms’ It would also be
helpful if Ministers from across the environmental, social/economic and infrastructure
portfolios were also involved in the upcoming reform programme.

49. Weswillisupport younin your discussions with your Ministerial colleagues to ensure that
governance and working arrangements appropriately reflect the impact that reform will
have on the transport portfolio.

50. We areralsg available to meet with you to provide further advice on any other policy,
legislative or'process issues that may arise out of Cabinet discussions.

51. Waka Kotahi was consulted on this briefing and we will be working with them (and other
infrastructure agencies) to provide you with more detailed follow-up advice on the policy
and legislative implications of the Panel's recommendations.
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Ministry of Transport BRIEFING

TE MANATU WAKA

11 November 2020 0C200875

Hon Michael Wood
Minister of Transport

EMISSIONS WORK PROGRAMME OVERVIEW

Purpose

To provide an overview of our current emissions work programmeéxthrough a variety of A3s
and briefings, to update you on key areas of interest, and’to signal next steps.

Key points

The enclosed A3s provide a high-level introductiontte.the transport emissions work
programme and can support upcoming discussions.

The three A3s summarise:

o A3: Tackling New Zealand’s"Emissions Challenge — the critical role of
transport.

o A3: A timeline for work,on transport emissions — how we will get to our net
zere 2050 target.

The two briefings go into more detail on our emissions strategy work and on

o Providing an overview of the Transport Emissions Action Plan (TEAP)
(OC200806): this briefing updates on the progress of our TEAP and explains
how it will identify the best opportunities to reduce emissions from the
transport system by 2050.

We understand you have asked specifically about

UNCLASSIFIED
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. As well as the briefing on the content of the TEAP, we will also soon provide you with
a briefing on

. We will keep you updated on our progress on emissions (including our inputiinto
cross-government work) through the weekly report.

Withheld under Section 9(2)(a)of the Qfficial InformatienAct 1982

Ewan Delany Hon Michael Wood

Manager, Environment, Emissions,and Minister of Transport

Adaptation

..... /A .

Minister’s office to complete: [1"Approved O Declined
[0 Seen by Minister O Not seen by Minister
O Overtaken by events

Comments

Contacts Withheld under Section 9(2)(a) of the Official Information Act 1982

Name Telephone First contact

Kirstie Hewlett, Deputy Chief Executive, System &

v
Regulatory Design

Ewan Delany, Manager, Environment, Emissions and
Adaptation

Jemima de Lacey, Senior Adviser, Environment,
Emissions and Adaptation
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S Ministry of Transport

TE MANATU WAKA BRIEFING
12 November 2020 0C200877
Hon Michael Wood Action required by:
Minister of Transport Friday, 20 November 2020

TRANSPORT COVID-19 RESPONSE PROGRAMME BRIEFING

Purpose

To outline the key work streams related to the transport sector’s response,to the COVID-19
global pandemic and which make up the Ministry’s Transport COVID-19-ReSponse
Programme.

Key points

¢ Since March 2020, and the introduction-and=activation ‘of New Zealand’s Alert Level
system, the Ministry, transport agencies,and the transpart sector have worked together
to implement COVID-19 public health measuresiin«a 'coordinated and effective way, and
to enable a strong and smart récevery for the'sector and New Zealand.

e The scope and scale of the Fransport COVID-19 Response Programme (the
Programme) reflects how important it is fer New Zealand that the transport sector
responds effectively to#CQVID-19, asiwvell as the severe impact COVID-19 has already
had on the transport,system, in particular the aviation sector.

o Our Programme also reflects that COVID-19 is not a discrete event New Zealand can
respond4o andwecover from in phases. COVID-19’s fluidity, the risk of resurgence and
the dynamie global efqviconment, means we need to be prepared to operate in
overlapping response ‘and recovery modes, for some time yet.

e This briefingyprevides an introduction to the Programme’s seven primary work streams:

Responding to Resurgence

International Connections and the border, including Quarantine-Free Travel
Air and Maritime Border Issues (including testing of border workers)

Quota and allocation booking system

Critical Goods and Supply Chain

Maintaining Domestic Regulation

Skills and Visa settings

O O O O 0© O

e To support your understanding and representation of the key issues and risks affecting
the transport sector, we will provide you with regular situation reports (sit reps) about the
Programme overall, as well as advice through the specific work streams listed above.
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e We will also ensure your Office is aware of any Ministerial meetings occurring that relate
to COVID-19, so that you may attend to represent the transport sector. Given the role of
transport in the COVID 19 work, you may be asked to be part of the COVID Ministerial

group.

Minister’s office to complete: O Approved O Declined
[0 Seen by Minister 0 Not seen by Minister
O Overtaken by events

Comments

Shelley Tucker
Director COVID-19 Response

..... JANSUTY B

Contacts
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TRANSPORT COVID-19 RESPONSE PROGRAMME BRIEFING

The immense scale and impact of the COVID-19 global pandemic will continue
to require a strong and significant response from the transport sector

1.

This briefing provides advice about the significant programme of work being led by the
Ministry to ensure the transport system’s response to the COVID-19 global pandemic not
only remains effective and coordinated, but also positions the sector and New Zealand
for a strong recovery.

Since March 2020, and the introduction and activation of New Zealand’s Alert Level
system, the Ministry, transport agencies and the transport sector have, worked together
to implement public health measures in a coordinated and effectivesvay? The subsequent
impacts on the sector have been considerable, and in some parts,‘devastating. Despite
this, transport operators continue to step up as part of the Afrontline’ of New.Zealand’s
response. Their efforts to implement travel restrictions and other public health measures
across their services and systems have been critical in“slowing down and minimising the
transmission of COVID-19 across New Zealand, butthaveralso resulted inincreased
costs.

The scope and scale of the Transport COVID-19 Response Pragramme (the
Programme) reflects how important it is forsNew/Zealand that the transport sector
continue to respond effectively to COVID-19;"as well as thessevere impact COVID-19 has
already had on the transport system, imparticular thexaviation sector. The Programme is
constantly evolving, and will continue,to/be multi-faceted involving a mix of strategic
shaping, complex policy, plannifng, and urgent innovative or operational responses,
requiring significant inter-agency and stakehelder engagement.

Our Programme alsogeflectsithat COVID-19'is not a discrete event New Zealand can
respond to and recoverfram in phases. COVID-19’s fluidity, the risk of resurgence and
the dynamic globalenvironment, means we need to be prepared to operate in
overlapping reSponse and recovery modes, for some time yet.

This briefing pravides amintroduction to the seven primary workstreams that currently
makelp the Programime;

Responding’to Resurgence

Internationakl,Connections and the border, including Quarantine-Free Travel
Air and Maritime Border Issues (including testing of border workers)
Queta‘and allocation booking system

Critical Goods and Supply Chain

Maintaining Domestic Regulation

Skills and Visa settings

A diagram of the overall Programme structure is attached at Appendix One. Each week
you will receive a report about the programme’s progress and key issues and risks: the
Transport COVID-19 Response Programme Insights Sit rep (situation report). These are
normally released on a Friday, however we have attached an introductory version to this
briefing.

You will receive other briefings relating to Financial Stability of Transport Operators and
Aviation Sector Recovery, which are closely inter-related with the Programme.
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This briefing also provides an introduction to transport sector’'s emergency response
structure which is part of the Programme, as well as highlighting some of the key
initiatives that have marked our response to date.

The transport sector’s emergency response structure for nationally significant
events

9.

10.

11.

12.

When the transport sector needs to respond to a national security event or threat, the
Ministry leads the Transport Response Team (the TRT). The TRT is a tried and tested
response structure for our sector, and includes representatives from the transport
agencies. For the COVID-19 response, the TRT is made up of the Ministry, Waka Kotahi
the New Zealand Transport Agency (Waka Kotahi), KiwiRail (including the Interislander),
Maritime NZ and the Civil Aviation Authority (the CAA).

A key objective of the TRT is to ensure the transport systemi’response is ¢oordinated,
efficient and effective to support public health objectives. ‘Agencies and the Ministry have
clear roles and objectives to connect with different parts of the transport sector and
government to receive intelligence, and to provide ptactical guidan¢e=and,advice. This
guidance includes advice about how transport opérators shouldfimplement public health
measures to help minimise the risk of transmission of ,COVID-19.

The TRT response model is flexible. It camoperate remately,, or, if sprint-planning or
response work is required (e.g. in the event.of a resurgenee) we can stand up a
coordination centre very quickly (i.e. within,an hour).\Regular situation reports (sit reps)
are prepared for you and your Office.

There is also always the chance of a separatesbtit'concurrent event occurring that will
require a response from the T RI#and thé transport sector. So we must continue to
improve readiness acressithetranspert'system and reduce risks in other parts of the
network where possibles(further advice”on this will be provided to you in the Resilience
and Security briefing).

Our monitoring of thé emerging situation in China began in December 2019

13.

14.

The Ministry began menitoring the emerging novel virus situation in Wuhan, China, from
Decémber 2019, and initiated high-level planning for a possible pandemic in January
2020. Assa resultof aurmonitoring work, the Secretary of Transport formally activated
theTRT in February to respond to COVID-19.

The TRTresponse focused on two fronts.

o A border workstream, working with the aviation sector in particular, and which initially
reflected the restrictions imposed on foreign nationals who had been in China, before
expanding as New Zealand’s border restrictions increased (please see paragraphs
19 to 39)

e A domestic workstream, working very closely with transport agencies and industry,
reflecting the planning and readiness work needed to prepare for an epidemic of
COVID-19 in New Zealand, should one be declared. This work expanded with the
introduction and activation of New Zealand’s Alert Level system.
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The Ministry has an important role in supporting the transport sector to implement the
domestic alert level settings throughout the response. Our responsibilities include:

e providing advice about the impacts of changes to Alert Levels (as well as the specific
settings for the Alert Levels);

e producing information and guidance for transport operators to support their
implementation of the relevant Alert Level settings;

e updating the Ministry’s website to provide information and guidance for the public on
the transport and travel requirements (for each Alert Level); and

¢ responding to queries from businesses and general members‘of the public regarding
the travel restrictions (thousands of queries have been respondedsto, to date).

Workstream: Responding to Resurgence

16.

17.

18.

19.

COVID-19’s fluidity and the risk of resurgence means we.need to beprepared to operate
in overlapping response and recovery modes fors§ome,time yetyand te ensure the
transport sector avoids complacency and maintains asstate of readiness.

The scope of this workstream includes work with'the:

e Ministry of Health (the MoH) and All-of-Governmenti(AoG) COVID-19 Response
Group (Strategic Policy Team),with respect t@_paliey settings for eliminating
resurgence of COVID-19.

e A0G COVID-19 Response'Group (Strategie Policy Team), and Parliamentary
Counsel Office, on template Alert L evel Orders; and the promulgation of Orders (in
response to community ‘transmigsions*being detected).

e A0G COVID-19"Response Group,(Operations Team) in developing the National
Resurgenee Response Plan,and activating the Plan (in response to community
transmissien being detected):

e transport sector agencies’(and other key agencies such as MoH, the New Zealand
Police (NZ Poliee), @nd Ministry of Business, Innovation, and Employment (MBIE)),
and industryto prepare for resurgence, and operationalise the response (if
community transmission is detected).

The AoG.COVID-19 Response Group (Operations Team) is in the process of finalising
the COVID=19 National Resurgence Response Plan, which incorporates the activities of
the-transport sector in the event of a resurgence. The plan is expected to be finalised by
the National Response Leadership Team (established by Cabinet) in the near future.

The Transport sector (in collaboration with MoH and NZ Police) have met to finalise the
Transport National COVID-19 Response Plan (this is the more detailed plan for the
transport sector that sits under the COVID-19 National Resurgence Response

Plan). The transport sector is also undertaking planning work to ensure it is in a position
to respond to any resurgence over the Christmas break.

Workstream: International connections and Quarantine-Free travel

20.

Acknowledging that public health considerations remain at the centre of our border
decisions, international connections are critical for New Zealand’s economic, social and
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cultural well being and recovery. A large focus of our work is therefore centred on how
New Zealand can progressively reconnect smartly and safely.

Amongst other things, the Ministry advises on the facilitation of Quarantine-Free Travel
(QFT), including Safe Travel Zones (e.g. with Australia, Niue and the Cook Islands), and
leads transport participation in QFT discussions with other States. We also work with the
New Zealand aviation industry and the International Civil Aviation Organization (ICAO) to
support health measures for aviation that are balanced and proportionate to risk. Where
possible, we support work at ICAO that aims for mutual recognition of standards and
processes.

We are exploring analysis other jurisdictions are doing around risk-based approaches,
using layers of protection at the border (e.g. testing, contract tracing,/oroof of data,
guarantine).

The International Connectivity and Managing the Border briefing‘you will receive,
provides more specific advice about this workstream.

Workstream: Air and Maritime Border Issues (including thetesting of border
workers)

24.

25.

26.

27.

The Ministry regularly provides advice and,stpport to the MeH and the New Zealand
Customs Service in particular, on issues=telating to thé regulation and management of
the aviation and maritime borders, including amendments to Health Orders? relating to
air and maritime crew and the testing of border workers, (please see Appendices Two
and Three for a summary of current public health requirements for maritime and air
crew).

As demonstrated by the recentmarine engineer COVID-19 case, New Zealand’s border
settings need to be monitered regularly to ensure they remain fit-for-purpose and to
reflect new knowledge about COVID-19 and how it is transmitted.

Overall, thenaritime and aviation'sectors (where there is the most focus because of the
border interface thHese sectors have) understand and support the need for increased
public health requirements,for'their staff, workplaces and operations - provided measures
are risk-based and proportionate.

Testing; isolation reguirements and obligations on employers (as persons conducting a
business or Undertaking) help to achieve important public health objectives, but can also
create operational and supply chain impacts, and cost and welfare concerns that need to
monitered.\Wherever possible the Ministry will work with MoH and operators to
understand these impacts, and mitigate them before a Health Order is made.

Testing

28.

29.

Testing is a critical part of New Zealand’s strategy and has been significantly scaled up
in the last two months.

Under current Health Orders, workers at airports or maritime ports who interact with
international passengers or foreign crew, are subject to mandatory asymptomatic testing.
The frequency of testing is risk-based, depending on the level of contact workers may
have with passengers or overseas crew, and can vary from weekly to fortnightly to
monthly. There is also mandated weekly surveillance testing for New Zealand-based
aircrew who undertake overseas duties. The Ministry worked closely with MoH on the

1 An order issued under the COVID-19 Public Health Response Act 2020 or the Health Act 1956
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development of the risk-based testing framework for border workers, and is represented
on the Testing Governance Group (along with Maritime NZ).

Welfare impacts

30.

31.

32.

One of the issues we are maintaining a close watching brief on are welfare concerns for
workers and crew resulting from public health measures, such as impacts for mental
health from isolation requirements (especially where crew may be subject to it regularly)
or health concerns arising from regular COVID-19 testing.

COVID-19 restrictions put in place by other countries, for example, have made it difficult
for seafarers on international ships to leave their vessels when in port. Confinement to
vessels can be for up to six months, but there have been reports of some crew being
confined to vessels for longer, increasing mental distress with theypotential result of
increased fatigue — increasing the risk of maritime accidents:

Shipping is an essential service that integrates into the national logistic system and
directly contributes to the $121 billion import-export tfade. Nearly $300,000 has been
provided to the Seafarers Welfare Board New Zealand to enable-ititovprovide critical
support services to international seafarers adversely impactedby COVID-19 border
restrictions. This has been funded out of thesEssential Trapspert*€onnectivity fund,
administered by the Ministry.

Workstream: Managing the Flow of'Reaple: Allacation booking system, and
approval of unscheduled flights

33.

34.

The purpose of this workstream isito ensuréthé<flow of people over the aviation border
makes efficient use of, but does not exceedithe, capacity of, the Managed Isolation and
Quarantine (MIQ) systemyThesMinistry ‘has responsibility for:

o administeringsand adjusting the, aitline quota system (ended on 3 November), which
set limits on hew many passengers each airline could bring into New Zealand to
ensure gapacity in the MIQysystem was not breached;

o working with MBIE offigials on the implementation of the Managed Isolation
Allocation System\(MTAS), specifically on its interface with airlines.

The Ministry inits economic regulatory role also approves unscheduled repatriation and
charter flightssto*'New Zealand. We do this with an inter-agency team involving Ministry of
Foreign Affairs and Trade (MFAT), the MoH, the MBIE- immigration and MIQ areas,
whichsensurtes a range of perspectives are considered before approval, i.e. health,
diplomatic relationships and capacity in MIQ.

MIAS

35.

36.

The MIAS is a web based interface administered by MBIE whereby passengers can book
their place in MIQ before travelling to New Zealand. The MIAS will be able to more
quickly react to changes in patterns of demand than the quota system could. It will also
allow for better forecasting and for more information on passengers (such as special
needs, and the room configuration needed by family or other groups) to be collected
before the passengers arrive in New Zealand.

The MIAS had a soft launch on 4 October where passengers were encouraged, but not
legally required, to hold a voucher for their place in MIQ.
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From 3 November, holding a voucher issued by MIAS became mandatory. Officials are
working with airlines to ensure that passengers do not turn up to the airport with an
airline ticket without holding a voucher. While there is a process for allocating space at
check-in where it is available, at peak times (such as the lead up to Christmas)
passengers who do not hold a voucher will be denied boarding and will need to delay
their travel. This is not a function of the MIAS per se, but of demand for travel to New
Zealand exceeding the capacity of MIQ.

Unscheduled flights

38.

39.

40.

Prior to COVID-19, non-scheduled (charter) flights played a regular, but small, part in the
aviation system. They were mostly used for specialist cargo loads, or for touring
musicians and sports teams.

In the immediate response period, commercial scheduled flightsall‘but dried up.
Repatriation charter flights were put on both by the New Zealandigovernmenisto bring
people home, and by foreign governments who had citizens strandeddhere.

As there has been some return of commercial scheduled flights testhe, market (in
particular as hub airlines such as Singapore Airlines, Emiratesiand Qatar Airways), the
number of non-scheduled flights has decreasedy, Thé main-demand is now from India
where, numbers of New Zealand citizens areyresidents remain and, scheduled
international flights are still largely banned (by the goverament of India).

Workstream: Critical Goods and Supply Chain

41.

42.

43.

This workstream supports a<trategic readiness-pillar identified by the Public Sector
Leadership Team, with Peter Mersi as chair, [tbuilds off the previous Infrastructure and
Supply Chain Pillar initiated asspart of the first COVID-19 response.

Its purpose is to support the sustainahility of the critical infrastructure, ICT and supply
chain systems,so that'they are resilient and better positioned in preparation for future
shocks thatmight result from COWVID-19. It has the following objectives to:

o understand lessons,leatned from previous COVID-19 responses and use these to
prepare for any,futufe response required;

¢ “,provide angoing supply chain environment scans as they relate to COVID-19,
enabling.agencies to identify and respond to issues early at any Alert Level;

e usesintelligence gained from environment scans as an input to the design of the work
the Ministry is seeking to do on a National Freight Strategy and other agency
strategies; and

e support Peter Mersi (as pillar Chair) in his engagements with AoG forums and
Ministers on critical infratructure and supply chain issues.

The underlying work programme has three work streams:
e Critical Infrastructure (led by MBIE and MoT), ensuring critical infrastructure remains

operable and effective through different response levels and address any business
continuity issues that emerge.

SENSITIVE
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SENSITIVE

e Fast Moving Goods (Ministry of Primary Industries (MPI) lead), ensuring the effective
distribution of food through COVID Alert Levels;

e Cargo/Supply Chain (MoT lead), supported by the Supply Chain interagency group
(including the MPI, MBIE, the MFAT, New Zealand Trade and Enterprise, and
Maritime NZ, among others) to serve as a platform for coordination and information-
sharing on both COVID-19 and non-COVID-19 related supply chain issues. This
work-stream monitors and provides support for any short-term to medium-term
COVID-19 impacts on the domestic and international movements of critical goods in
the supply chain, in coordination with other government agencies and key industry
contacts, while also driving the government’s long-term supply chain recovery and
readiness agenda.

Workstream frequency and workload fluctuates depending on the)Alert' Level fbut also if
any issues are seen in relation to supply chains. For more information on the proposed
Ministry Freight Strategy, please see the briefing on the Upper North Island Supply Chain
Strategy.

Overall, New Zealand’s supply chains and our freight'Sector have*remained fairly
responsive and resilient, although international airfreight has been able to remain at
close to pre-COVID-19 levels only with significant gevernmentsupport.

Sea freight, which made up about 99.7%.0f trade voluime,and*80% of trade value in
2019, has been not been as seriously'distupted asair freight. Sea freight is
approximately 95% of pre-COVID 19 levels. Nonetheless there are increasing pressures
on sea freight arising from congestionvissuesatithe Ports of Auckland (caused by a
multitude of factors some beyond'COVID-19), €cempeting international demand for
container services which has resulted insfeduced shipping capacity for New Zealand, and
travel restrictions and health measures tesulting in crew changeover and health and
safety issues. This makes, it\Critical€o monitor supply chains and to consider how new
health border measures may impaet the supply chain.

On the interpational front, we are‘engaging in International Maritime Organisation
meetings on the issue of changeovers of shipping crews, in order to ensure that any
guidelines,or standards adopted strike a balance between aligning with New Zealand’s
COMID-29 elimination,strategy and facilitating the smooth running of supply chains.

Workstream: Maintaining Domestic Regulation

48.

49.

50.

This waorkstream seeks to ensure domestic transport regulatory settings are fit for
purpose and support delivery of the government’s COVID-19 elimination strategy. The
Ministry works alongside transport agencies and stakeholder groups to identify system
issues and provide practical and timely regulatory relief measures, while maintaining
safety outcomes across the network.

Since March 2020, the Ministry has progressed a number of regulatory relief initiatives,
including for driver licensing and vehicle certification because of disruptions caused by
COVID-19 which have impacted the normal functioning of these systems.

For example, there are a range of documents a driver must have to legally operate a
vehicle on the road (including a valid driver licences and vehicle certification documents
such as Warrant of Fitness/Certificate of Fitness). These documents must be renewed
on a periodic basis by authorised agents (some as frequently as every six months). Due
to COVID-19 and the temporary closure of testing agents, the government extended
some NZ driver licences and vehicle certification documents to 10 October 2020. With
the extension now finished, monitoring is now underway to understand how many

SENSITIVE
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vehicles may still be being used, without current certification, and any associated safety
issues.

51. Further Covid-19 resurgence events and a return to higher Alert Levels may require new
extensions to be made.

52. A new issue that has more recently been raised and which will exacerbate pressure on
driver licensing agents is where people on overseas licences are unable to leave the
country and are fast approaching the end of their 12-month eligibility period of being able
to drive on their overseas licence. These people will need to convert to a NZ licence, and
in some cases undertake driver testing to obtain one. Preliminary data suggests that over
20,000 people could be affected by these requirements over the next six months.

53. The system does not have capacity to process an influx of overseasiieénce holder
applications without considerable delays (estimated to be up te.one'month for
conversions and several months for those requiring testing)yWithout government
intervention, this could lead to significant employment and access issues.

54. Consultation is underway on a minor amendmentto section 88 ofthe,Land Transport
(Driver Licensing) Rule 1999. This would extend,thé eligibility period\for overseas licence
holders (on short-term visas) to drive in News/Zealand for up te, 24.months.

55. In November 2020, we will seek your agreemerit to théfinal Rule amendment? (and to
submit a Cabinet paper in December2020 to note youridecision). Once in force, the Rule
amendment would be in place for & period of one yeaf,at which point the eligibility period
would revert back to 12 months,

Workstream: Skills and ViSa settings

56. The Ministry provides advice’and sdppeort to MBIE, MoH, and the Department of Prime
Minister and Cabinet op issues and impacts for the transport sector arising from New
Zealand’s currentiimmigration Settings, and other constraints created by the MIQ
accommodationssystem.

57. Currentimmigration settings are impacting the ability for some specialist workers from
overseas to get into New'Zealand, including those needed for some significant transport
capital'projects (acrass.the board, but notably for projects like the City Rail Link).

58. The\Ministryis Wworking with transport agencies to develop advice on critical skill gaps
being experienced across the transport sector as a result of current border settings.
Oncenformation has been collated and assessed and cross-Government consultation
has takéen place, we will provide you a briefing that incorporates a transport system view
of the\challenges faced.

59. Prior to the General Election, a Ministerial Oversight Group was in place to consider
issues related to immigration settings, and some immigration requests from specific
groups. Where issues are being discussed that impact or relate to the transport sector,
you may wish to attend these meetings to represent the sector. The Ministry will support
your attendance at these and other meetings with written advice.

2 Under s152 of the Land Transport Act 1998
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Appendix One: Transport COVID-19 Response Programme structure
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Appendix Two: Requirements for Aviation Crew

Please note: In all cases, arriving air crew will be assessed for COVID-19 symptoms. If arriving air crew have COVID-19 symptoms they will be managed in

accordance with quarantine requirements.

Journey Requirements for New Zealand based air crew Requirements for overseas
based air crew
Arriving in New Zealand (and travelled on a | Must self-isolate (in accordance with self-isolatiori‘standards) for N/A
higher risk route in the past 7 days) at least 48 hours, and be tested for COVID-19:, The Self-isalation
period ends after they receive a negative test result.
Please note: The higher risk routes areflights from.L0s Angeles or
San Francisco.
Arriving in New Zealand Exempt from isolation requirements‘(but still subject to regular N/A
. ) weekly surveillance testing in accordance.with,border testing
(but have not travelled on a higher risk requirements).
route in the past 7 days, and have met the
key safety standards)
Note the key safety standards inelude PPE standards, physical
distancing standardssand.overseas layover standards.
Arriving in New Zealand Must stay,in\@’Managed-iselation Facility for 14 days (and be N/A
) ) tested inaecordance with managed isolation testing
(but have not travelled on a higher risk requitements).
route in the past 7 days, and have not met
the key safety standards)
Lay over in a foreign country Must ejther; N/A
e remain airside, or
o=, ‘self-isolate (in accordance with self-isolation standards) at
their accommodation in the foreign country.
Lay over in New Zealand N/A Must either:
e remain airside, or
e stay in a Managed Isolation
Facility until they are due to
leave New Zealand.
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Appendix Two: Requirements for Maritime Crew

Please note: In all cases, arriving maritime crew will be assessed for COVID-19 symptoms:

e in accordance with standards at the airport (if arriving by air)
e in accordance with maritime pratique requirement (if arriving by sea)

If arriving maritime crew have COVID-19 symptoms they will be managed in accordance with pratique/quarantine“requirements.

Journey

Requirements

Arriving in New Zealand, by air,
to board a ship departing New
Zealand (incoming crew change)

Must either:

e transfer directly to their ship, or
e stay in a Managed Isolation Facility until'théy can,transfer to their ship.

Please note: Transfer plans are approvediwby the Managed Isolation and Quarantine unit (and meet isolation
standards)

Arriving in New Zealand, by air,
to board a ship remaining in New
Zealand (e.g. replacement fishing
crew for domestic fishing
operations)

Must stay in a Managed IsolationFacility fer 44 days (and be tested in accordance with managed isolation
testing requirements).

Arriving in New Zealand, by sea,
to board a flight departing New
Zealand (outgoing crew change)

Must either:

o transfendirectly to,their flight, or
e stay.in a Managed Isolation Facility until they can transfer to their flight.

Please note; Transfer plans are approved by the Managed Isolation and Quarantine unit (and meet isolation
standards)

Arriving in New Zealand, by sea,
and leaving the vessel to
undertake shore leave

Permitted if:

e the ship has been at sea for 14 days or more (and has had no contact with any vessel/person for at
least 14 days)

e no person on the vessel has had COVID-19 symptoms in the last 14 days

e all persons on the vessel are tested for COVID-19, and return negative tests.

SENSITIVE
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Please note: In practice this means that shore leave can only occur:

e atthe second or subsequent port of arrival and
e if there has been no change of crew in the last 14 days.

Arriving in New Zealand, by sea, | Permitted if:

and returning to New Zealand . .
e the ship has been at sea for 14 days or more (and has had no contact with any vessel/person for at

least 14 days)
e no person on the vessel has had COVID-19 symptams’insthe last 14 days
e all persons on the vessel are tested for COVID-19, and returninegative tests.

OR,

Must stay in a Managed Isolation Facility for ¥4/days (and be tested in accordance with the managed isolation
testing requirements). Note time at sea, Without contactwith any vessel/person, can be credited towards the 14
days.

Please note: The New Zealand borderis'closed with limited exceptions (this means that in most cases this
option only applies to New=Zealand-Citizens, or New Zealand Permanent Residents ordinarily resident in New
Zealand).

SENSITIVE
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Withheld under Section 9(2)(a) of the Official Information Act 1982

Event: COVID-19 Global Pandemic Insights SitRep No.: 5
Date: 10 November 2020
Authorised by: Shelley Tucker, COVID-19 Last Insights SitRep: 6 November 2020
Programme Director Phone number: ||}
I
Location/Site of Insights Sit Rep drafting: Insights\Sit Rep Prepared by: Nick Wilson.
Ministry of Transport, 3 Queens Wharf Policy Advisor
Notes

e This Insights situation report (sit rep) is circulated to; Office,of Hon Michael Wood, Minister of
Transport; MoT Senior Leadership Team;"moT Tier3 Managers group; Programme Leads.

e This sit rep contains some comiercially confidéntialand legally privileged information.

e Updates to this sit rep will bé highlighted insfed(tosbe applied from Friday 13 November).

Transport COVID-19 Respofise Programme — Introduction (Responsibility: Shelley Tucker,
Director Transport COVID-19 Response,Programme)

1. The Ministry ofdTrapsport has put in place a refreshed COVID-19 Response Programme (the
Programmme), reflecting thesignificant body of ongoing work around transport resurgence
readinessrandfesponse toy€0OVID-19 and the management of border issues. This work is
constantlys€volving, andwill continue to be multi-faceted, multi-agency, and enduring for the
next-few months at least.

2. The workdnvelved is a mix of strategic shaping, complex policy, planning, or urgent innovative or
operationalresponses, and requires significant inter-agency and stakeholder engagement.

3. Weekly coordination meetings involve key staff across the Ministry to ensure coordination of
the.work programme, risk management, and to address any staffing issues.

4. The Programme has a small core support team, including a Programme Director to provide
strategic direction and work programme oversight. We are recruiting two fixed-term positions
to be part of the support team: a Principal Advisor and a Programme Assistant.

5. The Programme includes the following work streams:

e Responding to Resurgence
e Maintaining Domestic Regulation
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Critical Goods and Supply Chain

Quota and allocation booking system

Quarantine-Free Travel

Air and Maritime Border Issues (including testing of border workers)
e Skills and visa settings

Reporting

6. Weekly ‘Insights’ sit reps about the Programme are produced for the Minster of Transport and
the Ministry’s leadership teams. The Insights sit reps include key updates for each work stream.

7. The Insights sit reps also include updates on associated work programmes hich are not
formally part of the Transport COVID-19 Response Programme. For examplesthe Transport
Connectivity Programme and work to provide relief from aviation passenger-based levies.
Future Insights sit reps will also include a summary of media qtieties, Official Information Act
requests and Ministry briefings in development that relate.to the response!

8. The Ministry still meets at least weekly with representatives of the transport agencies about the

COVID-19 response, and will continue to produce a weekly Transport Response Team (TRT)
sitrep summarising what is happening at an opérational'level fér the,sector.

KEY PROGRAMME UPDATES

Workstream: Responding to Resurgence (Responsibility: Nick Paterson, Senior Advisor,

Transport COVID-19 Response Programme)

Purpose & Scope

9. To support New Zealand’s-€liminatiomstrategy, by supporting public health objectives to disrupt
(as far as practieable)y'the domestieitransmission of COVID-19, while minimising disruption to
critical supply.ch@ins'and overall travel and trade.

10. The sgépe of this area ifieludeswork with the:

¢ The Ministry/of Health (MoH) and All-of-Government (AoG) COVID-19 Response Group
(Strategic\Policy Team), with respect to policy settings for eliminating resurgence of COVID-
19.

e AoG COVID-19 Response Group (Strategic Policy Team), and Parliamentary Counsel Office,
ontémplate Alert Level Orders; and the promulgation of Orders (in response to community
transmissions being detected).

® %, AoG COVID-19 Response Group (Operations Team) in developing the National Resurgence
Response Plan, and activating the Plan (in response to community transmission being
detected).

e Transport sector agencies (and other key agencies such as the MoH, the New Zealand Police
(NZ Police), and Ministry of Business, Innovation, and Employment (MBIE)) to prepare for
resurgence, and operationalise the response (if community transmission is detected).

2
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Resurgence preparedness

11. The AoG COVID-19 Response Group (Operations Team) is finalising the COVID-19 National
Resurgence Response Plan, which incorporates the activities of the transport sector in the event
of a resurgence.

12. The transport sector (in collaboration with the MoH and the NZ Police) have met to finalise the
Transport National COVID-19 Response Plan (this is the more detailed plan for the transport
sector and under the COVID-19 National Resurgence Response Plan). The transport sector is also
continuing with planning work to ensure it is in a position to respond to any resurgence over the
Christmas break.

Withheld under Section 9(2)(f)(iv) of the Official Information Act 1982
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Workstream: Maintaining Domestic Regulation (Responsibility: Helen White, Policy

Manager, Mobility and Safety)

Purpose & Scope

16. Jo ensure regulatory settings are fit for purpose and support delivery of the Government’s
COVID-19 elimination strategy. We work alongside transport agencies and stakeholder groups
to identify6ystem issues and provide practical and timely regulatory relief measures while
maintaining’safety outcomes.

17. We cellaborate with transport agencies and consult with stakeholders to understand and
respond to the system challenges arising from or compounded by COVID-19. We lead advice on
potential regulatory changes and sequencing to ensure effective implementation.

Overseas driver licence holders

18. Currently, overseas licence holders are able to drive on their overseas licence for 12 months,
after which they are required to convert to a New Zealand licence. Under normal circumstances,
many of these drivers return home overseas. However, due to COVID-19, a significant number
of overseas licence holders have remained in New Zealand. They will therefore be required to
convert to a New Zealand driver licence if they wish to continue to drive for the remainder of
their time in the country.

3
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19. The driver licensing system does not have capacity to process an influx of overseas licence
holder applications without considerable delays (estimated to be up to one month for
conversions and several months for those requiring testing). This could lead to significant
employment and access issues without government intervention.

20. To address the above issues, the previous Associate Minister of Transport agreed to consult on a
draft rule amendment that would temporarily extend the period of eligibility for overseas
licence holders to drive in New Zealand from 12 months to up to 24 months.

21. Waka Kotahi the New Zealand Transport Agency released the draft rule for public consultation
in October 2020. Public consultation ran for a total of three weeks and closed on 9 November
2020. The Ministry will provide you with final advice and a copy of the draftsrule. Subject to any
changes from consultation and Ministerial and Cabinet agreement, the,rule will be in"place from
December 2020 for a period of one year, at which point the eligibility/eriod would revert back
to 12 months.

ADSB (Automatic Dependent Surveillance Broadcast) below 24,500 feet

22. All aircraft flying in controlled airspace are expectedto’use ADSB from December 2021. ADSB is
an aircraft surveillance system. Aircraft receivedccutate’and précise [ocation data from a
satellite constellation and then broadcast thi$jinfermation through a transponder. This data can
then be used by air traffic management sétvices to maintain aircraft separation.

23. The government has provided a grant of $12.5 millidfrto ‘contribute to the costs of fitting
aircraft with the necessary transponders, and be’ADSB'compliant by December 2021.

24. Most of the aircraft affectéd have seen a réduction’of around 50 percent of activity as a result of
COVID-19 and the lockdown has’also méant'that aviation workshops do not have the necessary
capacity to complete the€'work before Décember 2021.

25. Due to the COVID-19 lockdown, it iswnlikely that all the aircraft that need to have transponders
fitted will be ahle to’do so before December 2021.

26. We will shortly be requesting you extend the mandate by a year to December 2022, to enable
aircraft'tobe fitted with the transponders to enable them fly in controlled airspace. We will also
be providing you withithe ADSB rules for signing.

Workstream: Critical Goods and Supply Chain (Responsibility: Harriet Shelton, Policy

Manager, Supply Chain)

Purpose & Scope

27. To monitor and provide support for any short-term COVID-19 impacts on the domestic and
international movements of critical goods in the supply chain, in coordination with other
government agencies and key industry contacts, while also driving the government’s long-term
supply chain recovery and readiness agenda.

28. This workstream directly supports the AoG Infrastructure, Supply Chain and ICT readiness pillar,
which Peter Mersi chairs.

4
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Key updates

29.

30.

31.

32.

33.

34,

35.

36.

37.

There are pressures on New Zealand’s sea and land freight supply chain system with congestion
occurring at the Ports of Auckland (POAL) as a result of international ships arriving off-schedule.
Ships are reportedly delayed by 7 to 10 days, but some other ports in New Zealand are reporting
1 to 2 weeks delays in ship arrivals.

Our understanding is that these delays are being caused by a confluence of factors, including
this being the peak import season/start of the export season, a backlog from COVID-19, bad
weather and maritime industrial action causing congestion at Australian ports, as well as
congestion issues at some transhipment ports in Asia further up the supply chain.

The fatality at POAL in end-August, delays to the automation of POAL's contéainer terminal due
to COVID, and labour constraints have also complicated POAL’s sfiandagement of:the issue.

While freight might normally divert to the Port of Taurangay(POT) in times ofidelay at POAL, POT
has advised that they are operating near capacity with constraints on rail'capacity between POT
and Auckland.

Due to time constraints at berths, the focus at' POAL is on thesffemoval of import containers from
ships, limiting export and coastal shippingaolumes!As a result, a lot of the normal transhipment
from POAL (including empty containers) te the rest of New Zealand is not occurring or going by
road and rail carriers. This has impactsien our exportsawhich rely on these ships and empty

containers to move their goods6ffshore.

There are also reports of shipping lines bypassing ports both in New Zealand (e.g. in Lyttelton
and Bluff) and overseds tosmake up fof lost time and keep on schedule. This compounds the
challenges for experters.in®btaining' empty containers and timely shipping services.

Additionally,these developmentstare occurring in the context of increased global competition
for container setvices, especially from the US and China, which has exacerbated container
shortages andded to sighificant escalation of sea freight rates being reported in both North
America and New Zealand.

Several shippingilines have also started to impose congestion surcharges on cargo arriving or
departingfrom POAL, further adding to the costs of sea freight.

We havé received wide ranging reports of various sectors being affected by these congestion

iSsues,

5
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Withheld under Sections 9(2)(ba)(i) and 9(2)(ba)(ii) of the Official Information Act 1982

40. General feedback from industry stakeholders is that the international supply chain issues, POAL
congestion, as well as the resulting delays and backlogs in freight movements and container
supply constraints, are likely to continue past Christmas and even up to mid-2021.

41. Other potential pressures on sea freight to watch for include (i) additional health and safety
measures at New Zealand ports, if any, resulting from the 17 October port' worker COVID£ase;
and (ii) restrictions imposed by governments around the world on the charigeover of shipping
crews which could reduce global shipping capacity.

Government efforts

42. Ministry officials are leading an inter-governmental group 6f 6fficials (including'™MFAT, NZTE,
and MPI amongst others) to monitor developmentsfand’see’if and how the market responds to
the current congestion issues. We are engagingthéwyports and other industry contacts regularly
to better understand the causes, extent and impacts of the issue. Nonetheless, given the
international drivers behind these pressuresygeneral feedback.from the wider freight sector is
that there is little government can do to effectively interuene at this stage.

43. A more detailed briefing on thisissue will be proVided te you this week.

Workstream: Quota and allocation booking system (Responsibility: Sonya van de Geer,

Principal Advisor, Economic Regulation)

Purpose & Scope

45. To ensuréthe flow of people over the aviation border makes efficient use of, but does not
excegd the capacity of,'thedManaged Isolation and Quarantine (MIQ) system. The scope of this
workstream includes:

e working with"MBIE officials on the implementation of the Managed Isolation Allocation
Systém (MIAS), specifically on its interface with airlines;
e transitioning out of the quota system.

Key updates

46. The requirement for people coming to New Zealand to enter MIQ is a key part of our COVID-19
elimination strategy.

47. On Tuesday 3 November it became mandatory for passengers arriving in New Zealand to hold a
voucher for their place in MIQ bookable through the MIAS.

48. The MIAS replaced a quota system that had been in place since July, whereby the Ministry
allocated each airline a capacity cap limiting passenger numbers so that in total they did not
exceed MIQ capacity.

6
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Immediately before MIAS became mandatory on 3 November 2020 there was a spike in demand
and a changes in behaviour as a result of factor such as (some of which are continuing to impact
the system):

e an anticipated increase in demand in the build up to Christmas

e the worsening global epidemiological outlook and steady rise in COVID-19 case humbers
particularly in the Americas, Europe, Africa and the Middle East increasing demand to
return to New Zealand

e more people who have purchased tickets are checking in for these flights and travelling
(fewer no-shows)

e some airlines during the month of October, perhaps in anticipation of the airline quota
system being removed following the introduction of MIAS, oversold théir quotas thereby
contributing to the situation

Currently MIQ places are fully allocated until 26 December 2020.
While efforts to rebook passengers are ongoing, it is likely'that some passengers holding valid

airline tickets will continue to be turned away at thé check-in desksbecause they do not hold a
voucher and no space is available.

Workstream: Quarantine-Free Travel (Responsibility: Bev Driscoll, Policy Manager,

Regulatory Policy)

Purpose & Scope

52.

To support the facilitation of Quarantine-Frée Travel (QFT) through all of government
engagement; leading transpert participation in QFT discussions with other States; and working
with the NZ aviation industry and the Iatetrnational Civil Aviation Organization (ICAO) to support
health measures faraviation that are'balanced and proportionate to risk.

Quarantine free travél

53.

54.

55.

56.

Inter-agency,readinessWaork is/fcontinuing in preparation for quarantine-free travel zone
arrangements with Australia, Cook Islands and Niue. Agencies are planning to report to
Ministers shortly on the,state of play of zone arrangements, and to Cabinet before the end of
November, including;on domestic preparations for implementation.

Over the past week, further officials’ level discussions have been held with Niue (30 October and
4 Noveniber); and Australia (informal discussions) to better understand its “hotspot” approach
and whatthat means for the Trans-Tasman Safe Travel Zone. A further round of discussions will
was held with the Cook Islands on 6 November.

Officials from MoH, the NZ Customs Service (Customs) and Immigration NZ are working towards
making a visit to Cook Islands on 14 November (delayed from 7 November) to review and
confirm technical readiness for implementation.

We are continuing to facilitate engagement with the aviation industry on their readiness for
implementation. We are working with AoG communications representatives to develop a “one-
stop” pack for airlines and airports, setting out the requirements and guidance for participating
in zone arrangements, and communications tools to support the public through all steps of
travel from booking through to post arrival. Airlines and airports have continued to emphasise
7
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that they will need at least three weeks to implement quarantine-free travel arrangements,
following government decisions. Air NZ has more recently advised that it will need five weeks —
particularly for Trans-Tasman quarantine-free travel.

Latest from the International Civil Aviation Organization (ICAO)

57. We recently attended the ICAO Public Health SubGroup Roundtable for the Asia Pacific region.
The meeting was attended by State representatives from civil aviation and health, the World
Health Organisation and civil aviation industry bodies.

58. Key messages from that session:

e States should not wait for a vaccine to explore opportunities to re=opensair travél. Even with
a vaccine, States will need to continue to manage COVID including the application of/health
measures as appropriate.

e Desire to move away from a uniform 14 quarantine‘periodito re-start dirtravel safely and
rebuild economies

e Risk assessment framework and tools to sGpport the grad@ial re-epening air travel air travel
in a safe way essential. A mixture of testing, isolation and quarantine to manage
importation should be considered depending on the,risksposed by country of origin.

59. ICAO will shortly release updated.guidane€ to States to further support the safe, secure and
sustainable restart and recovefy of the aviation'seétorrWe understand the updates will include
a framework and set of tools te support States to apply more harmonised and graduated set of
measures based on risks

Workstream: Air and Maritime Border Issues (including testing of border workers)

(Responsibility: Shelley Tucker, Programme Director)

Purpose & Scope

60. Provideiadvice and,support to the MoH, Customs and the AoG Policy Group on issues relating to
the‘regulation and management of the aviation and maritime borders, including regulations
relating to air and'maritime crew and the testing of border workers.

Aviation

61. We met with MoH this week to understand a number of operational matters which will need to
be‘addressed as part of the review of the Air Border Order.

62. We will provide you with separate advice on these matters once the timeframe for the
promulgation of the new Order is clearer.

Maritime

63. The maritime sector has been affected by the detection of a COVID-19 infection associated with
a vessel which had visited a number of New Zealand ports.

8
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64. Concerns remain about the impacts for port productivity from the standing-down of marine
pilots and stevedores who may have contact with affected vessels, and the risks associated with

crew changes.
Withheld under Section 9(2)(f)(iv) of the Official Information Act 1982

67. We will provide further information about this werkwhen it is clearer which options are likely to
be progressed.

Testing — Obligations on PCBUs being considered

68. MoH is progressing work to create specified duties§ on PCBUs (related to testing) that could be
included as part of the PhaSe 3’Order, rather than a general duty to ‘facilitate’ or ‘remove
barriers’ to worker testifig. Alopgside MaritimeNZ, the Ministry has facilitated engagement with
affected stakeholders inthe maritime and aviation sectors on some of the proposed duties.

69. We understand that a final Health Report has now been provided to the Minister of Health, and
that if he agree§, thé Minister will undertake Ministerial consultation on the proposed PCBU and
employee'duties this week."\We will update the Minister of Transport’s Office separately on this,
this week:

70. Weshave reiterated te MoH that consideration of any additional measures or changes to current
systems, also heedsto take account of any impacts for port operations and the ongoing

effectivefiess’of the supply chain.
Withheld yhder Section 6(a) of the Official Information Act 1982
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Workstream: Skills and Visa settings (Responsibility: Shelley Tucker, Programme Director)

Purpose & Scope

76. Provide advice and support to MBIE, MoH, and the AoG,Policy Group on issues and impacts for
the transport sector arising from New Zealand’s‘eérrent immigration settings, or other
constraints created by thedVll@Q aceémmodation system.

Key updates

77. The Ministry is"working with transpert agencies to develop advice on critical skill gaps being
experienced aerosssthe transport sector as a result of current border settings. Once information
has been‘collated and assessed (from CRLL, Waka Kotahi, KiwiRail, CAA, and MNZ) and
cross“Goyvernment consultation has taken place, we will provide a briefing that incorporates a
transport system view of the challenges faced.

10
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ASSOCIATED WORK PROGRAMMES/WORK STREAMS

(Please note: Updates may include commercially confidential or legally privileged
information)

Transport Connectivity Programme (Responsibility: Brent Lewers, Programme Manager)

Purpose & Scope

78.

The Transport Connectivity team’s role is the design and delivery of government financial
support in the transport sector. Government support is required to ensuré key services and
capability are retained despite the significant reduction in passenger travel‘as a result of COVID-
19 travel restrictions (including its knock-on effect on international airfreight capacity) and
COVID’s broader impact on domestic transport. The team is respénsible for around $380m of
government funding, primarily under the International Airfreight €apacity Schemesand the
Essential Transport Connectivity Scheme (which supports.demestic operators acrass all modes).

Essential Transport Connectivity (ETC)

79.

80.

81.

82.

The current summary of applications in the scheme is:

e Currently under contract: 7 applicants (InterCity, Sounds Air*Seafarers Welfare Board, Air
Chathams, Fullers, Golden Bay Aig,and BARNZ)
e Currently being assessed by the Ministry: il G0 Kiwi Shuttles

«  Declined: 4 applicants I

I \vithheld und€r Sebiidn 9(2)(B)(iMofthe Official Information Act 1982

We have requested fufthersupporting,information from JJjjjjjij regarding its financials and
actions taken to survive €COVID-19 lockdowns.

We have begun assessing a new application, Go Kiwi Shuttles, and have progressed the
application to thesfinanciahassessment stage.

We areurrently progressing with a number of mid-point reviews for entities already
contracted.

International Airfreight Capacity Scheme (IAFC)

83.

Following Ministerial agreement to extend the IAFC from its previous expiry date of 30
November 2020 to 31 March 2021, we sought applications from airlines with a closing date of
28 October. The cross-agency panel met last week to assess 14 applications and advice is now
being prepared for the Secretary for Transport (Ministers have delegated the final decisions on
which carriers to contract to him). We expect to advise successful and unsuccessful airlines later
this week. We will continue to keep your office informed as this progresses and can provide you
with further detail on your request. The Minister of Transport may wish to make a media
statement about the IAFC extension in late November once we have finalised contracts with all
or the majority of airlines.

11
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Relief from aviation passenger-based levies (Responsibility: Tom Forster, Policy Manager,
Economic Regulation)

84.

The emergence of COVID-19 in March 2020 created significant issues for New Zealand’s aviation
sector — internationally and domestically, including critical capabilities across the sector —
airlines, ground support operations, and government agencies.

. The Government responded swiftly to this challenge with the March announcement of the

$600m Aviation Relief Package, which included financial support of:

$163 million for airlines to pay passenger-based levies (civil aviation passenger safetydévies,
aviation security levies, customs and biosecurity levies) to encourage them to continue'flying
or to return to the New Zealand market when conditions improved

$37 million to provide relief from Airways fees and charges —to the benefit of international
airlines including Air New Zealand and also other domestic¢ passenger airlines,

. The aviation relief package was originally intended to ericourage airlines to"¢ontinue operating

services to New Zealand and to resume and ramp up’services once ifternational travel
restrictions eased. The passenger-based fees were, tolbe ih placedorisix months and covered
both international and domestic airlines with aanualpassengef. numbers of 20,000.

. It has become apparent that the recovery from COVID-19 willitake much longer. Borders still

remain closed and only a handful of airlines,are still flyingto New Zealand with minimal
numbers of passengers on board. As a result, the relief'package has now been extended for
another four months to 31 Decémber 2020.

. To date airlines have claimed/©ver $70 million of passenger-based levies and Airways NZ fees.

The relief from fee.and charges was intended to be time-limited, but it is likely that COVID may
be with us for a;while‘and borders.willremain closed for the foreseeable future.

Withheld under Séctignhs 9(2)(b)(ii) and(2)(f)(iv) of the Official Information Act 1982

Withheld updengection 9(2)(b)(ii) of the Official Information Act 1982

Withheld under Sections 9(2)(b)(ii) and 9(2)(f)(iv) of the Official Information Act 1982

.
]

Withheld under Sections 9(2)(b)(ii) and 9(2)(f)(iv) of the Official Information Act 1982

Withheld under Section 9(2)(b)(ii) of the Official Information Act 1982
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Appendix A: Current and upcoming Health Order Papers - Transport overview — Updated 10 November 2020

This paper provides an update to the Office on the current Health Orders under development. Like a situation report, previous advice is in black and new advice, based on the most recent iteration of an Order is in red.

Description Consultation Consultation To be signed MOT comments
expected to begin intended to
conclude
1 | Required Will include new duties on Monday, 28 To be confirmed | Post Further advice will be provided to the Minister of Transport’s office this week.
Testing PCBUS and workers related to September 2020 election
Amendment testing.
Order (No. 3)
Phase 3 A further update will be

provided to the Minister’s
Office next week.

Withheld under Sectioi9(2)(f)(iv) of the Official Information Act 1982
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S Ministry of Transport

TE MANATU WAKA

11 November 2020 0C200825

Hon Minister Wood
Minister of Transport

INTERNATIONAL CONNECTIONS AND THE BORDER

Purpose

Set out your role, and the role of the Ministry, in cross-Government work on mapaging our
international border and maintaining international connectivity.

Key points

. As Minister of Transport, you have a key.role‘in supporting management of our border
settings through transport policy andtegulatory settings» Managing our border
settings to enable the resumptien of‘eur internationaliconnections, while managing
the public health risk from COVID=19, is expecied.to remain a key focus for the
transport sector.

. Reducing, and removing, the need for arrivals to enter Managed Isolation and
Quarantine (MIQ)/will-bécriticaldo the récovery of the aviation sector and maintaining
our strategic international connectiens — and the wider economic recovery.

. The longér our borders remainclosed the greater the social, economic and cultural
impact is expected to,be. A widely-available vaccine is expected to be late 2021 or
2022, se active, ongoing,sConsideration should be given to potential measures to
inerementally enable’'the safe reopening our borders, taking account of:
-/ the domeéstic'and international public health context; and
- the range of Government interests, including health, social and economic

(in€luding trade, tourism, immigration, international relations).
Withheld under Section 9(2)(f)(iv) of the Official Information Act 1982
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o The other role we play is in relation to influence, and understanding, of international

approaches and standards. G

o We also need to maintain compliance with the existing international framework fer
civil aviation and use it for the maximum benefit for New Zealand, Fhis includes
meeting agreements New Zealand has with other countriesithat will be important for
response and recovery, such as Air Services Agreements.

BevgDriscoll Hon Minister Wood
Manager Regulatery Policy Minister of Transport
..... [l 4.0 NS AU A
Minister’s office to complete: O Approved 0 Declined
O Seen by Minister O Not seen by Minister

[J Overtaken by events
Comments
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Contacts Withheld under Section 9(2)(a) of the Official Information Act 1982
Name Telephone First contact
Kirstie Hewlett, Deputy Chief Executive, Regulatory and
Data I
Bev Driscoll, Manager Regulatory Policy [ ]
I

Melanee Beatson, Principal Adviser Regulatory Policy

v
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INTERNATIONAL CONNECTIONS AND THE BORDER

Our border settings are expected to continue to be a key focus for the
transport portfolio

1

New Zealand’s international aviation and maritime links are a key enabler of our
economic, social and wellbeing. Our international connections underpin our
international trade in goods and services and connect our people to the world.

Border restrictions (“going hard and going early”) have been a cornerstone of the
government’s strategy to eliminate COVID-19. At the same timg, our border
restrictions are having significant social and economic impacts. How we safely
reconnect to the world is therefore expected to continue to'be a key focus for the
Government and you as Minister of Transport.

The attached A3 summarises the key considerations in safely restofing our
international connections.

The international transport sector has been particularly hard hit by border
restrictions

4

New Zealand’s border settings have had a significant impact on our transport system
and the transport industry:

4.1 Border restrictions sawsa drop/in international air passenger arrivals from a
typical 20,000+peeple per day te,around zero to 200 people — with
consequential'impacts on air'freight capacity. This had an immediate and
significantimpact on aitlines and the wider aviation sector (e.g. ground support
operations, air navigation services and government agencies funded by levies)
— and’'therwider economy. See also the briefings on Aviation Sector Recovery
Strategy and Financial Stability of Transport Operators.

4,2, The impact,on international maritime links, which account for approximately 99
per cent of,our trade in goods by volume, has been less profound for both our
maritime.sector and the wider economy. However, the industry also under
copsiderable pressure and grappling with significant issues arising from border
restrictions, including crew changes, intermittent congestion and ship resupply —
as well as the impact of COVID-19 outbreaks on ships. These issues need to
be carefully managed so our supply chains remain open. Support for
international maritime is included in the separate briefing on the financial
sustainability of transport operators during COVID-19 and positioning for
recovery. You will also receive a briefing on the ongoing congestion at Ports of
Auckland and pressures on the supply chain.

Government support is underpinning our strategic air links...

5

The Government’s $600 million Aviation Relief Package, announced in March 2020,
is underpinning our strategic air links. This includes the International Air Freight
Capacity (IAFC) scheme, which provides funding support so our high value exports
can reach their markets and key imports reach us.

IN CONFIDENCE
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Many international airlines, and much of Air New Zealand’s international network, are
still operating to and from New Zealand because of the IAFC (up for review early
2021, with the current round finishing 31 March ); and/or relief from payment of
Airways and CAA fees and levies (due to finish on 31 December 2020). Other
airlines are subsidised by their own Government to fly here for a range of economic
and other strategic reasons (e.g. Chinese airlines).

the longer borders are closed the harder the recovery will be

Across the globe, the airline industry is consolidating resources, reducing,fleets and

removing routes. Airports are dealing with the downstreamieffects of these changes,
and much of the responsibility, and cost, for implementing stringent health measures
is falling to airlines and airports.

According to the International Air Transpoert"Associationy international travel is 92 per
cent down on 2019 levels. New Zealand currently hasaround 120-130 international
flights per week, down from 550 flights pre-COVID{New Zealand is a small, distant

and expensive market at the best of times. NN
e N NN
I

Our future aviation cornections are pot expected to be as wide or as far as pre-
COVID-19, but we need tosat least retainour minimum international network to ports
which are important«fon trade, and.social and business connection, and the longer the
border remain§-elosed the moredifficult it will be to sustain these connections which
are criticalfor Neéw Zealand’s\economic recovery. Please see Aviation Recovery
briefing.

11

12

The Ministrynof Transport is contributing to a comprehensive cross-Government work
programme on our border settings, including through the Border and Beyond
Govérnance Group®. As a Minister with a role in managing the border, you will receive
a Separate briefing through the Group on its work and key issues for the border
sector.

The Ministry plays an important role in cross-Government work in engaging with
operators to make sure the public health response measures are workable in practice
and do not unnecessarily impede freight and people movement. Given the fast-
moving nature of COVID-19 developments globally and domestically, this work has
consumed a large amount of Ministry resource.

L Chief Executives of the New Zealand Customs Service, Immigration New Zealand, Ministry for Primary Industries, Ministry of
Transport, Ministry of Foreign Affairs and Trade, and Ministry of Health.

IN CONFIDENCE
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In addition, the Ministry has a policy role in maritime and aviation security. The
Aviation Security Service (Avsec) and Maritime New Zealand (MNZ) continue to play
a significant role in the response to COVID-19 at the border, including working with
operators to manage response measures. Avsec is also assisting with the
management and operation of MIQ facilities. We will continue to keep you updated
on immediate transport-related impacts and issues; and ensure you are well-briefed
on opportunities to:

13.1 support implementation of updated health border settings, while managing risks
around settings that could be impracticable, e.g. for aviation and maritime crew,
and that could stop the movement of freight and people; and

13.2 support the movement of freight, people and craft to the,gréatest extent
possible — including through funding and other mears.

Beyond the immediate response, the aim of cross-Government wark is t6 reopen our
borders and reconnect markets as safely and quiekly as possible, toxmitigate against
severe longer-term social and economic consequences. In June 2020, Cabinet
agreed the principles that our border strategy,must:

14.1 protect New Zealanders from CQVIR-19, and minimise‘the risk that COVID-19
is reintroduced through the barder,

14.2 mitigate the risk of COVID:19 transmission toxthe Pacific;

14.3 facilitate international re-engagementthreugh our border settings, within safe
parameters, recegnising/that intérnatignal connectivity remains fundamental to
the economic and’sagial wellbeing of New Zealanders;

14.4 respect and protect international rules and obligations;

14.5 enstresgoods move readily into and out of New Zealand at all Alert Levels to
maintain/Connections with global markets;

14.6 sfacilitate safe peeple movement in and out of New Zealand at all Alert Levels,
that allows\WNew Zealanders to return and supports priority response and
recovery activity;

14.7 dfacilitate increased people movement in and out of New Zealand more widely,
as,public health considerations allow;

1438 “recognise the inter-relationship between our domestic and international
markets, and seek to maintain a competitive and sustainable aviation and
maritime sector in New Zealand; and

14.9 ensure that any adjustments to border measures are reasonable and
proportionate to the risk, able to be effectively implemented, with adequate risk
management, a supporting compliance model, and cost recovery or Crown
funding in place.

IN CONFIDENCE
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ng safe quarantine-free travel will be critical for our future aviation
ctions

Our primary way of managing the public health risk of COVID-19 at the border is to
require all arrivals to go into managed isolation and quarantine (MIQ). It is also the
primary constraint on our international connections — the capacity of the Managed
Isolation and Quarantine system means arrivals remain capped at around 500 people
per day, and the cost and time is prohibitive for most travellers.

Public health considerations remain at the centre of our border decisions. But a risk-
based approach to progressively reducing and removing MIQ requirements will be
critical. From an aviation sector perspective, the longer travel rémains restrictédithe
more difficult it is to sustain key strategic links and assets — with flow-on effects for
our tourism sector and wider economic recovery.

Quarantine-free travel zones are a first step

17

The Ministry has been closely engaged in MREAT-led negotiations of bilateral

arrangements to enable quarantine-free (*bubble”) travel:\Wiihi&ld under Section 9(2)(f)(iv) of the
Official Information Act 1982
17.1 Discussions with Australia arewell~advanced’on.a Trans-Tasman COVID-Safe

Travel Zone (TTSTZ). |

Australia opened one-way quarantin€-free entry from New Zealand to some
Australian states (initially New SouthAVales, Northern Territory and ACT) on 16
October. After an initial'surge in bookings, passenger numbers are expected to

Withheld under Section  be limited uptittwo-way quarantine-free travel is possible. | G

6(0)() of the Official |

Information Act 198

Withheld under Sec
6(b)(i) of the Official

B S>> - |

17.2 Withheld

" - : under
The Cook Islands also lifted quarantine requirements for Section 9(2)

arrivals from\New Zealand — although only Cook Islanders, permanent residents ()iv) of the
and permitholders are allowed to enter the country and a negative COVID-19  ¢icial
test is required within four days of departure. Information

Act 1982
17.3
tion”
-

Information Act 1982 _

18

19

The arrangements specify additional border controls to manage the risk of importing
and exporting COVID-19 and provide public assurance. These include requirements
airlines, airports, ships and ports must meet to participate. Quarantine-free travel
would only occur when the jointly determined health criteria and border preconditions

have been met. Withheld under Section 9(2)(g)(i)
of the Official Information Act 1982
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Withheld under Sections 9(2)(g)(i) and 9(2)(f)(iv) of the Official Information Act 1982

Withheld under Section 9(2)(f)(iv) of the Official Information Act 1982

\WVithheld under Section 9(2)(f)(iv) of the Official Information Act 1982
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The International Civil Aviation Organisation will play an important role in
enabling safe, efficient travel to resume...

26

I ¢ Ministry of Transport is

leading engagement with the International Civil Aviation Organisation (ICAO) on
issues relating to our COVID-19 recovery. ICAO administers the international
regulatory framework for civil aviation. It sets safety, security and facilitation-related
standards and recommended practices (SARPS).

IN CONFIDENCE
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27 The ICAO Council has established the Aviation Recovery Task Force, responsible for
providing practical, aligned guidance to governments and industry operators to restart
the international air transport sector and recover from the impacts of COVID-19 on a
coordinated global basis. New Zealand is not an ICAO Council member, but we are
engaged through Asia-Pacific sub-groups.

28 In May, the Task Force published practical guidance for air travel through the COVID-
19 Public Health Crisis. It is currently working on updated guidance, which is
expected to include a risk assessment framework and tool to inform States’ decisions
on the potential to safely reduce and remove quarantine requirements. The Task
Force is working closely with the World Health Organisation (WHO) as it develops the

updated guidance.
Withheld under Section 9(2)(f)(iv) of the Officiaf Infermation=Act 1982

29 The International Air Transport Association (IATA), the associatien of international
airlines, has called for the development and deployment.of “rapid, accurate,
affordable, easy-to-operate, scalable and systematic’ COVID-19 pre-departure testing
for all passengers as an alternative to quarantinesmeasures in orderto re-establish

global air connectivity. JEEEG—
- T T
27 \V 7\
—

Withheld under Sectiomé(a) of the Official Information Act 1982

30 For New Zealand, ICAO provides an important forum to understand global
developments and challenges, access up-to<dateiinformation and advice, and
influence relevant standards=We are also’engaging directly with our transport
agency counterparts in other countries, I
the medium-term, robusty conSistent/international health and aviation standards, will
offer the best chan¢e ofienablingsefficient and safe international travel to resume.

... While ensuring the existing international framework for civil aviation is
maintained

31 The existing international civil aviation framework provides the basis for:
e air'service agreements
¢ “=airline licensing arrangements for scheduled services
¢ nop-secheduled services; and
e _dirline alliances.

32 +he Civil Aviation Act 1990 gives effect to our international obligations. During the
COVID-19 recovery we need to maintain compliance with this framework and use it
for the maximum benefit for New Zealand.

Air Services Agreements

33 Under the global system for air services, airlines are only able to operate international
services where the right to do so has been permitted in an air services agreement
(ASA). These agreements set out, among other things, the routes that airlines may
operate, the capacity they are entitled to provide and the ownership requirements for
airlines.

34 New Zealand’s position in negotiating ASAs has been to remove as many restrictions
on services as possible. These types of arrangements are colloquially known as

IN CONFIDENCE
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‘open skies’. The flexible arrangements that open skies agreements offer airlines are
an important tool in improving our international connectivity, and facilitate trade in
goods and services, including tourism.

New Zealand now has more than 80 ASAs, including with all of our traditional tourist
and export markets — although only about half of all our agreements can be classed
as open skies.

During the COVID recovery it will be important to maintain and continue our progress
on liberalisation. Airlines are going to require maximum flexibility as to how they re-
enter markets in the face of a reduction in passenger numbers over a number of
years. This will likely require focussed effort. There is a risk that’'some governments,
having provided failing airlines with substantial support, will attemptt0 protect these
airlines from competition, rather than seeking a return to broader,connectivity as soon
as it is safe.

We will also continue to monitor the situation withsregard to slots (landing and take-off
times at airports). Normally, congested airports’(such as Shanghai or Haneda in
Tokyo) are fully allocated and operate a “use.it.or lose it” system: That requirement
has been waived, but if the recovery is slow,‘effort may,beneeded to ensure that Air
New Zealand retains slots for future use.“Onthe othér hand'if some overseas airlines
fail altogether, additional slots mightipecome available,

Airline Licensing

38

39

The Civil Aviation Act 1990 requires all ailines=providing scheduled international air
services to or from New Zealand to hiold a licence. As Minister of Transport, you are
the licensing authority for New Zealand international airlines (such as Air New
Zealand), while thesSecretary fordifansport is the licensing authority for foreign
airlines.

During the €OVID responsepairline licences have also been the mechanism by which
a passengenquota has been imposed on airlines. The purpose of the quota has been
to&nsurethat the'number of passengers entering New Zealand does not exceed the
capacity of the Managed Isolation and Quarantine system. The Managed Isolation
Allecation System replaced quotas completely from 3 November 2020.

Alliance Agreéments

40

41

42

No,airline in the world, no matter its size, can serve every city where its customers
wish'to travel. In addition, the ownership restrictions in many ASAs mean that cross-
border mergers and takeovers are far less common in aviation than in other global
industries.

To work within this system, airlines engage in a range of co-operative activities
including global alliances and bilateral joint business arrangements. The agreements
can provide benefits for airlines in terms of a greater market presence and cost
savings. For consumers, the agreements can provide better connections, increased
flight frequency and greater frequent flyer benefits.

Over the next few years as airlines rebuild their networks following the collapse in
international travel during the COVID-19 outbreak, alliances are likely to be of even
more importance. However, where these agreements involve the two parties jointly
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setting the amount of capacity they will offer on a route, or agreeing on fares, they
can potentially run counter to the Commerce Act.

The Civil Aviation Act 1990 allows the Minister of Transport to authorise these
agreements (in practice on advice from the Ministry of Transport). Air New Zealand
and Air China have applied for reauthorisation of their alliance which expires on
March 2021. You will be asked to authorise this in due course.
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