
RE
LE
AS
ED
 U
ND
ER
 TH
E 

OF
FIC
IA
L I
NF
OR
MA
TIO
N 
AC
T



RE
LE
AS
ED
 U
ND
ER
 TH
E 

OF
FIC
IA
L I
NF
OR
MA
TIO
N 
AC
T



RE
LE
AS
ED
 U
ND
ER
 TH
E 

OF
FIC
IA
L I
NF
OR
MA
TIO
N 
AC
T



UNCLASSIFIED 

 Page 4 of 5 

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

transport bus fleet 

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 December 2020 on the 

PTOM review, including progress to date, the findings of the first stage impact 

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 

Auckland Council (through Auckland Transport (AT)), Greater Wellington Regional 

Council (GWRC), and Environment Canterbury (ECAN), which together contract 

services that use four out of five public transport buses in New Zealand, have 

commitments and ambitions to decarbonise their bus fleets. Auckland Council and 

ECAN have made commitments to 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 

Canterbury, and 32 in Auckland. These councils are also progressing work, both 

individually and collaboratively, to support their decarbonisation objectives beyond 

this short-term vehicle deployment. For example: 

12.1 AT is convening a Low Emission Bus Working Group that is focussed on 

removing barriers to early adoption of zero emission buses. The Working Group 

is comprised 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. 

UNCLASSIFIED 

believe that this fund could be used to support the funding of electric charging 

infrastructure for buses.  
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Appendix 1: Public transport system overview and the Ministry’s work 

programme 
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BRIEFING 

11 November 2020 OC200409 

Minister of Transport 

AUCKLAND TRANSPORT ALIGNMENT PROJECT (ATAP) 2021-31 UPDATE 

PURPOSE 

Update you on the development of investment options and advice for the 2021-31 ATAP 
Programme and key considerations 

KEY POINTS 

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

• We have worked with the ATAP partner agencies to develop options for investment for the
ATAP 2021-31 programme. Given the complexity and level of detail of the ATAP programme,
we would like to meet with you in mid November to prepare you for upcoming discussions with
the Mayor of Auckland.

• Key points of discussion in relation to ATAP 2021-31 are likely to be funding, response to
growth in Auckland (in particular 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.

• The ATAP programme supports modeshift towards public transport and walking and cycling as
well as investment in local and strategic roads. The programme also supports the integration
of urban growth with transport.

• Most of the ATAP 2018-28 programme will remain, this is expected as the programme is
entering year three 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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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 to review the 2018-28 
existing ATAP programme and to assess new projects for inclusion in 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 the objectives set out in 
the Terms of Reference including the stronger emphasis on climate change, 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 by Auckland Transport, Waka 
Kotahi, the NZ Transport Agency and KiwiRail for inclusion 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 of 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 assess projects for inclusion in the 2021-31 programme. The shared Government 
and Auckland Council objectives are: 

o Enabling Auckland’s growth through a focus on intensification in brownfield areas
and with some managed expansion into emerging greenfield areas

o Accelerating better travel choices for Auckland (modeshift)

o Better connecting people, places, goods and services

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

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

o Ensuring value for money across Auckland’s transport system through well
targeted investment choices.
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Future Planning 176 Funding to ensure a 
pipeline of planning, 
investigation and 
business case 
development continues 

Less certainty about future costs and 
planning 

Route protection 104 Funding to ensure 
property acquisition for 
route protection is 
enabled 

By not funding route protection now, the 
cost of acquiring land at a future date will 
be greater and key land parcels may be 
available at higher costs, projects will 
take longer 

Safety 
Programme 

883 Funding for the AT and 
Waka Kotahi safety 
programmes. Minimum 
level of funding required 
to ensure programme 
outcomes are met  

Not funding safety would result in 
negative outcomes for Road to Zero and 
Vision Zero, likely to not achieve targets 

Optimisation 
Programme 

329 Minimum level of 
funding required to 
enhance the existing 
network. 

Opportunities and the productivity of the 
existing network will be lost 

Connected 
communities 
Programme 

522 Funding required to 
deliver an integrated 
programme of transport 
(walking, cycling and 
bus priority 
improvements) on a 
number of arterials  

Loss of opportunity to improve bus, cycle 
and safety improvements on critical 
corridors 

Less funding would mean a smaller 
number of arterials will have connected 
communities delivered 

Cycling 
Programme 

226 Funding enables 
delivery of the 2017 
business case 

Less funding would limit further 
development beyond completion of the 
Urban Cycleways Programme (UCP_ 

Minor capex 208 Funding for small scale 
capital projects 

Less funding would result in funding for 
other projects needing to be re-prioritised 
to cover minor CAPEX. Customer 
complaints would potentially rise 

PT minor capex 223 Funding to enable 
response to customer 
requests for small scale 
PT related capital 
projects 

Less funding would mean unable to 
provide small complementary projects to 
make the system work. A reduction in 
safety and levels of service for PT 

Urban Cycleways 113 Funding to complete the 
Urban Cycleways 
Programme 

The Urban Cycleways Programme would 
be stopped if funding ceases or reduced 
if funding is reduced 

Local Board 
initiatives 

200 Funding allocated to 
local boards (Auckland 
Council) to enable local 
board projects to be 
delivered 

Local boards would not be able to 
progress local projects 

Integrated 
Ticketing 

184 Contribution from AT to 
the national ticketing 
programme  

The AT HOP contract ends in 2026. 
Investment in a replacement system is 
required. AT is committed to contributing 
to the national development of one 
system 
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City Centre Bus 
Improvements 

128 Investment required in 
Grafton Gully and 
Wellesley St to 
complement CRL once 
opened and support city 
centre bus operation 

Unable to accommodate existing bus 
volumes in city centre after CRL changes 
to Victoria St require buses to move to 
Wellesley St 

Total $29,384 

*TBC This figure is contingent on pending NZUP decisions

FUNDING THE 2021-31 ATAP PACKAGE 

 
 

12 

13 

Funding Source $ (millions) 

National Land Transport Fund (NLTF) (indicative level)   16,300 

Auckland Council Funding (excluding CRL)     8,376 

New Zealand Upgrade Programme (NZUP)     3,234 

Crown Infrastructure Partners (CIP)  Project Funding       364 

City Rail Link (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.  

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). 

In addition, there are other funding sources which come into the ATAP programme, 
including Crown funding for the City Rail Link (CRL) New Zealand Upgrade Programme 
and Covid Response Funding. The following table details the funding sources included in 
the ATAP programme: 

Withheld under Section 9(2)(f)(iv) of the Official Information Act 1982
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25 

• Lincoln Road corridor improvements
• Sylvia Park bus improvements
• Albert/Vincent St bus improvements
• Downtown Bus Improvements
• Accessibility Improvement Project
• Airport to Botany (second stage investment).

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

Package Significant unique elements (modelled) 
Modeshift (Public Transport) • The regional park and ride programme

• Northern busway enhancements
• Connected Communities (full

programme)
• Neighbourhood interchanges

programme
• Whangaparaoa Interchange
• Rosedale Rd Corridor
• Middlemore Station
• High priority projects for the Auckland

Housing Programme (AHP) ($108m)
Growth - Drury • A Drury programme of $840m of local

infrastructure investment (informed by
the earlier Drury Transport Investment
Programme work)

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

• Growth investment in the Northwest
($203m)

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

• Paerata Investment
Regional Package • The regional park and ride programme

• Neighbourhood interchanges
programme

• 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)

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). 

There are a number of common projects in each of the modelled packages that sit within 
the discretionary spend. These are: 
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• Auckland Housing Programme
($285m)

• Drury investment ($526m)

RESPONSE TO GROWTH 

27 

28 

NEXT STEPS AND IMPORTANCE OF TIMING 

29 Meetings with Mayor Goff have been a useful way of establishing process around ATAP 
and working through decision-making as a partnership. 

30 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 
November to discuss the direction so far. 

31 Over the next few weeks we will be finalising indicative packages for your consideration. 
Our next briefing to you will be initial advice on preferred packages of investment. This will 
be with you by the end of November 2020. 

32 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 

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 of discretionary spend that is 
allocated to the Auckland Housing Programme, Drury and the Northwest. 

Withheld under Section 9(2)(f)(iv) of the Official Information Act 1982          
As part of the spatial priority discussion, we have been working through options for 
providing transport infrastructure for the Auckland Housing Programme (AHP).  The AHP 
requires significant investment in infrastructure wider than transport, 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. 
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Terms of Reference 

Auckland Transport Alignment Project (ATAP) 2020 
Update 
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1 Parties 

1.1 The Minister of Transport, the Hon Phil Twyford 

1.2 The Minister of Finance, the Hon Grant Robertson 

1.3 The Mayor of Auckland, Phil Goff 

1.4 The Deputy Mayor of Auckland, Bill Cashmore 

1.5 The Planning Committee Chair, Auckland Council, Chris Darby 

1.6 Chair of the Independent Maori Statutory Board, David Taipari 

2 Background 

2.1 The Auckland Transport Alignment Project (ATAP) 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 for Auckland and New Zealand. 

2.2 Since 2015, various projects have been undertaken collaboratively by the ATAP 
partners including developing indicative investment packages. 

2.3 The most recent investment package for 2018 to 2028 was agreed by Cabinet and 
Auckland Council in April 2018. 

3 Purpose of the project 

3.1 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
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Council's Long-term Plan (LTP), the Government Policy Statement on Land 
Transport, and the National Land Transport Programme 

• Emerging spatial priorities.

3.2 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. 

3.3 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 or 
KiwiRail regarding the Rail Network Investment Plan . It will also not replace the 
statutory decision-making responsibilities of Auckland Council regarding the 
development of its Long-term Plan and/or associated with the application of its 
Regional Fuel Tax. 

4 Government and Auckland Council Priorities 

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

• Enabling Auckland's growth through a focus on intensification in brownfield areas
and with 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 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.

4.2 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. 

4.3 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. 

5 Project Approach  and Scope 
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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. 

5.2 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 . 

5.3 The 2021 to 2031 work includes six workstreams, all of which will incorporate advice on 
the impacts of Covid-19: 

• Prioritisation and evaluation. This workstream brings together all of the work to
develop indicative package(s) of investment that meet the objectives and

considerations outlined in section 4. It will determine a prioritisation and evaluation
methodology. Packages of priority projects will be developed and funding
envelopes applied . The extent to which packages 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 expenditure. This will focus on the operating expenditure component of
the package, particularly in terms of maintaining service levels and identifying
consequential operational expenditure arising from capital investments.

• Operationalising 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
from Government, 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.

6 Governance of the Project 

6.1 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. 

5.1 The project will take a collaborative partnership approach aimed at agreeing an 
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Treasury, Auckland Council, the NZ Transport Agency, Auckland Transport and 
KiwiRail, will provide detailed direction and oversight to the project teams. 

6.3 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 clearly defined funding sources
from central and local government

• Ensure the project is delivered to the agreed scope and timeframes

• Ensure that the project is aligned and integrated with other government and
Auckland Council related work as appropriate.

6.4 The ATAP Parties will: 
• 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 consensus 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.

7 Project Timing 

7.1 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 

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

6.2 The ATAP Steering Group consisting of officials from the Ministry of Transport, the 
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Hon Grant Robertson 

Minister of Finance 

Date: 27 September 2020 

Bill Cashmore 
Deputy Mayor of Auckland 

Date: 

Chris Darby 

Planning Committee Chair, Auckland Council 

Date: 

David Taipari 

Chair, Independent Maori Statutory Board 

Date:   6/07/2020 
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BRIEFING 

11 November 2020 OC200811 

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 the project’s findings, ahead of the public 
release of the reports. 

Key points 

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

• Since 2017, officials have been progressing an investigation into whether congestion
pricing is appropriate for Auckland, known as TCQ. Significant technical work has
been completed, representing a comprehensive technical investigation into
congestion pricing for Auckland.

• We recommend that the technical reports are publically released. Several
stakeholders, including the Automobile Association, are advocating for this.

• 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 

November. We would prefer to proactively manage the release at the time of the
agenda close.

• 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.

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

Document 9
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THE CONGESTION QUESTION - RELEASE OF MAIN FINDINGS AND 
TECHNICAL REPORTS 

TCQ has completed significant technical work 

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 thorough investigation 
sufficient to support a decision on whether or not to proceed with introducing pricing 
for demand management purposes in Auckland”. 

In December 2017, Cabinet received the findings from Phase I of the project, which 
focused on information about congestion in Auckland and international congestion 
charging case studies. The project’s findings were publically released. Cabinet 
approved the project continuing to Phase II to investigate potential congestion pricing 
schemes. Phase II is now complete.  

In July 2020 we provided the Minister of Transport an update on our findings. Also, 
we signalled our intention to publish the main findings report and technical report. The 
reports were not released due to the need to focus on the COVID-19 response. 

There is an increasing public interest in the release of the reports. Several 
stakeholders (including the Automobile Association) have signalled their desire for the 
reports to be released, to 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 II reports are now complete and ready for public release 

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 hypothecated to 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 time, starting with 
corridors into the city centre and timed to 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 periods, with a charge applied each time 
a vehicle is detected on a road (within a two hour window). 

13.3 Mitigating the impacts of a congestion pricing scheme on vulnerable households 
is necessary. Mitigations could be through price subsidies, or discounts and 
could be linked to the Community Services Card. 

13.4 Automatic Number Plate Recognition (ANPR) technology is the most feasible 
option in the short term for implementing congestion pricing. Other technologies 
are not yet ready for a region-wide rollout (on-board units) or provide sufficient 
coverage (smart phone apps). 

13.5 Air quality and 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 Congestion 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 publically released on 
Thursday 26 November, via the Ministry of Transport and other TCQ agencies’ 
websites. 

There are also several stakeholders that TCQ 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 contributed to reaching a milestone. 

The proposed release date aligns with 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 November, the Mayor, Deputy Mayor and Cr. 
Darby (Chair of the Planning Committee) will receive a briefing from Auckland Council 
officers.  

Subject to your agreement to release the reports, and your discussion with your 
Cabinet colleagues, we will provide you: 

22.1 a set of questions and answers on the project 

22.2 a draft media 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. 
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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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• 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.

• 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.

• 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 consider.
This advice will include an update on major decisions that the delivery agencies are
progressing through to March 2021. Draft letters to the Chairs of the delivery
agencies’ boards, conveying your expectations on the baselining work, will also be
included for you to consider and sign. This report will be consulted on with the
delivery entities, in the same way that the attached September 2020 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 meet with the Chair of the Oversight Group and officials to discuss the 
current status of the Programme 

Yes / No 

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

Bryn Gandy 
Deputy Chief Executive, System 
Strategy & Investment 

12 / 11 / 2020 

Hon Michael Wood 
Minister of Transport 

..... / ...... / ...... 
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BRIEFING 

11 November 2020 OC200788 

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 and the Ministry of 
Transport could engage in any potential reform programme going forward.  

Key points 

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

2. The RMA affects all infrastructure planning, and by virtue, all 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 to replace the RMA. Agencies across the public sector
agree that broad reform of the system is needed and that the Government should take
this opportunity to initiate reform.

4. We understand the Government is likely to proceed with RMA reform. Reforming the
system will be complex and resource-intensive. It will require significant resourcing from
across central and local government and iwi, particularly if there is a commitment to
deliver within a short timeframe. 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.

Document 13
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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:

• 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.

• 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.

• 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 patterns need to change to mitigate and
adapt to the effects of climate change and reduce emissions.

• The need to ensure that Māori have an effective role in the system, consistent with
the principles of Te Tiriti o Waitangi: the RMA has not offered Māori genuine
opportunities for shared management of the environment. This has resulted in Māori
being left out of critical decision-making.

• The need to improve system efficiency and effectiveness: significant criticisms of the
RMA have been its increasing complexity, cost and delay caused by its processes,
uncertainty, and lack of responsiveness to changing circumstances and demands.

The current resource management planning system has hindered the ability to deliver 
integrated transport planning and development 

2. The RMA affects all infrastructure planning, and by virtue, all transport planning and
development. The present resource management planning system is based on over 100
forward-looking plans and policy statements1, as well as a diverse and growing set of
national direction documents. These set out how and where development can occur.

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

• Lack of clarity in the purpose of the resource management planning system: The
RMA lacks a clear purpose that distinguishes between the system’s ecological
protection role and its development enabling role. This lack of clarity has contributed
to poor 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.

• 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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• 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. In the case of land transport:

• the statutory framework for land use planning is largely contained within the RMA;

• the legal framework for managing and funding land transport activities lies within the
LTMA; and

• the requirements that local government must meet in planning and carrying out its
functions are set out in the LGA.

6. As the manager of the land transport system, Waka Kotahi is a significant holder of
statutory resource approvals (resource consents and designations) with approximately
3,800 statutory approvals for state highways. The majority of these approvals are RMA
resource consents for which there are around 80,000 conditions to comply with.

7. Compliance with the RMA is a significant part of delivering 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 significant funding aside at the project scoping stage to avoid,
remedy or mitigate potential adverse environmental effects.

8. Simultaneously, projects get delayed or even cancelled because the compliance costs at
the resource approval stage are anticipated to outweigh the transport benefits that were
originally being sought.

9. These issues 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 is the opportune time to reform the resource management planning system 

10. Since its introduction, 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
patchwork 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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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 perspectives,
and will be technically difficult due to the implications for various legislative frameworks
which are administered by different agencies. It will be important that all changes to
legislation are interlinked. There also needs to be a coordinated approach to the
governance, prioritisation and sequencing of any legislative changes.

26. Changes may need to be made to existing pieces of legislation, including 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 become 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 at a project level.

27. One of the reasons why the RMA and LTMA are currently misaligned is due to their
underlying philosophies. Whilst the RMA is highly prescriptive, the LTMA is generally
permissive. Getting the alignment right between the LTMA and the RMA’s replacement
will be crucial to achieving positive outcomes for transport.

28. While legislative change will be crucial, the resource management planning system
needs to be considered as a whole and a comprehensive reform programme will need to
go beyond just legislative change.

29. Options for organising the reform programme are still in development, but it is evident
that clear transition and implementation arrangements will be essential (including how
reforms will be embodied in plans), as will an overall strategy for the reform programme.

Timing and sequencing of the reforms 

30. Timing and 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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 BRIEFING 

12 November 2020 OC200877 

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 transport sector have worked together
to implement COVID-19 public health measures in a coordinated and effective way, and
to enable a strong and smart recovery for the sector and New Zealand.

 The scope and scale of the Transport COVID-19 Response Programme (the
Programme) reflects how important it is for New Zealand that the transport sector
responds effectively to COVID-19, as well as the severe impact COVID-19 has already
had on the transport system, in particular the aviation sector.

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

 This briefing provides an introduction to the Programme’s seven primary work streams:

o Responding to Resurgence
o International Connections and the border, including Quarantine-Free Travel
o Air and Maritime Border Issues (including testing of border workers)
o Quota and allocation booking system
o Critical Goods and Supply Chain
o Maintaining Domestic Regulation
o Skills and Visa settings

 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.

Document 16
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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.

2. 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 effective way. 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 ‘frontline’ 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, but have also resulted in increased
costs.

3. The scope and scale of the Transport COVID-19 Response Programme (the
Programme) reflects how important it is for New Zealand that the transport sector
continue to respond effectively to COVID-19, as well as the severe impact COVID-19 has
already had on the transport system, in particular the aviation sector. The Programme is
constantly evolving, and will continue to be multi-faceted involving a mix of strategic
shaping, complex policy, planning, and urgent innovative or operational responses,
requiring significant inter-agency and stakeholder engagement.

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

5. This briefing provides an introduction to the seven primary workstreams that currently
make up the Programme:

 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

6. 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.

7. 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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8. 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. 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).

10. A key objective of the TRT is to ensure the transport system response is coordinated,
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 practical guidance and advice. This
guidance includes advice about how transport operators should implement public health
measures to help minimise the risk of transmission of COVID-19.

11. The TRT response model is flexible. It can operate remotely, or, if sprint-planning or
response work is required (e.g. in the event of a resurgence) 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.

12. There is also always the chance of a separate but concurrent event occurring that will
require a response from the TRT and the transport sector. So we must continue to
improve readiness across the transport system and reduce risks in other parts of the
network where possible (further advice on this will be provided to you in the Resilience
and Security briefing).

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

13. The Ministry began monitoring the emerging novel virus situation in Wuhan, China, from
December 2019, and initiated high-level planning for a possible pandemic in January
2020. As a result of our monitoring work, the Secretary of Transport formally activated
the TRT in February to respond to COVID-19.

14. The TRT response focused on two fronts.

 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)

 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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15. The Ministry has an important role in supporting the transport sector to implement the
domestic alert level settings throughout the response. Our responsibilities include:

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

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

 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 responded to, to date).

Workstream: Responding to Resurgence 

16. COVID-19’s fluidity and the risk of resurgence means we need to be prepared to operate
in overlapping response and recovery modes for some time yet, and to ensure the
transport sector avoids complacency and maintains a state of readiness.

17. The scope of this workstream includes work with the:

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

 AoG COVID-19 Response Group (Strategic Policy Team), and Parliamentary
Counsel Office, on template 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).

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

18. 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.

19. 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.  

21. 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.

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

23. 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 the testing of border 
workers) 

24. The Ministry regularly provides advice and support to the MoH and the New Zealand
Customs Service in particular, on issues relating to the regulation and management of
the aviation and maritime borders, including amendments to Health Orders1 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).

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

26. Overall, the maritime and aviation sectors (where there is the most focus because of the
border interface these 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.

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

29. 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. 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.

31. 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 the potential result of
increased fatigue – increasing the risk of maritime accidents.

32. Shipping is an essential service that integrates into the national logistic system and
directly contributes to the $121 billion import-export trade. Nearly $300,000 has been
provided to the Seafarers Welfare Board New Zealand to enable it to provide critical
support services to international seafarers adversely impacted by COVID-19 border
restrictions. This has been funded out of the Essential Transport Connectivity fund,
administered by the Ministry.

Workstream: Managing the Flow of People: Allocation booking system, and 
approval of unscheduled flights 

33. The purpose of this workstream is to ensure the flow of people over the aviation border
makes efficient use of, but does not exceed the capacity of, the Managed Isolation and
Quarantine (MIQ) system. The Ministry has responsibility for:

 administering and adjusting the airline quota system (ended on 3 November), which
set limits on how many passengers each airline could bring into New Zealand to
ensure capacity in the MIQ system was not breached;

 working with MBIE officials on the implementation of the Managed Isolation
Allocation System (MIAS), specifically on its interface with airlines.

34. The Ministry in its economic regulatory role also approves unscheduled repatriation and
charter flights to 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,
which ensures a range of perspectives are considered before approval, i.e. health,
diplomatic relationships and capacity in MIQ.

MIAS 

35. 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.

36. 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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37. 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. 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.

39. In the immediate response period, commercial scheduled flights all but dried up.
Repatriation charter flights were put on both by the New Zealand government to bring
people home, and by foreign governments who had citizens stranded here.

40. As there has been some return of commercial scheduled flights to the market (in
particular as hub airlines such as Singapore Airlines, Emirates and Qatar Airways), the
number of non-scheduled flights has decreased.  The main demand is now from India
where, numbers of New Zealand citizens are residents remain and, scheduled
international flights are still largely banned (by the government of India).

Workstream: Critical Goods and Supply Chain 

41. This workstream supports a strategic readiness pillar identified by the Public Sector
Leadership Team, with Peter Mersi as chair. It builds off the previous Infrastructure and
Supply Chain Pillar initiated as part of the first COVID-19 response.

42. Its purpose is to support the sustainability of the critical infrastructure, ICT and supply

chain systems so that they are resilient and better positioned in preparation for future

shocks that might result from COVID-19. It has the following objectives to:

 understand lessons learned from previous COVID-19 responses and use these to

prepare for any future response required;

 provide ongoing supply chain environment scans as they relate to COVID-19,

enabling agencies to identify and respond to issues early at any Alert Level;

 use intelligence 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

 support Peter Mersi (as pillar Chair) in his engagements with AoG forums and

Ministers on critical infratructure and supply chain issues.

43. The underlying work programme has three work streams:

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

 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.

44. Workstream frequency and workload fluctuates depending on the Alert Level, but 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.

45. Overall, New Zealand’s supply chains and our freight sector have remained fairly
responsive and resilient, although international air freight has been able to remain at
close to pre-COVID-19 levels only with significant government support.

46. Sea freight, which made up about 99.7% of trade volume and 80% of trade value in
2019, has been not been as seriously disrupted as air freight. Sea freight is
approximately 95% of pre-COVID 19 levels. Nonetheless there are increasing pressures
on sea freight arising from congestion issues at the Ports of Auckland (caused by a
multitude of factors some beyond COVID-19), competing international demand for
container services which has resulted in reduced shipping capacity for New Zealand, and
travel restrictions and health measures resulting in crew changeover and health and
safety issues. This makes it critical to monitor supply chains and to consider how new
health border measures may impact the supply chain.

47. On the international 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
COVID-19 elimination strategy and facilitating the smooth running of supply chains.

Workstream: Maintaining Domestic Regulation 

48. This workstream 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.

49. 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.

50. 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
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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 overseas licence holder
applications without considerable delays (estimated to be up to one month for
conversions and several months for those requiring testing). Without government
intervention, this could lead to significant employment and access issues.

54. Consultation is underway on a minor amendment to section 88 of the Land Transport
(Driver Licensing) Rule 1999. This would extend the eligibility period for overseas licence
holders (on short-term visas) to drive in New Zealand for up to 24 months.

55. In November 2020, we will seek your agreement to the final Rule amendment2 (and to
submit a Cabinet paper in December 2020 to note your decision). Once in force, the Rule
amendment would be in place for a period of one year, at which point the eligibility period
would revert back to 12 months.

Workstream: Skills and Visa settings 

56. The Ministry provides advice and support to MBIE, MoH, and the Department of Prime
Minister and Cabinet on issues and impacts for the transport sector arising from New
Zealand’s current immigration settings, and other constraints created by the MIQ
accommodation system.

57. Current immigration 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 (across the board, but notably for projects like the City Rail Link).

58. The Ministry is working with transport agencies to develop advice on critical skill gaps
being experienced across the transport sector as a result of current border settings.
Once information has been collated and assessed and cross-Government consultation
has taken 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 
higher risk route in the past 7 days) 

Must self-isolate (in accordance with self-isolation standards) for 
at least 48 hours, and be tested for COVID-19. The self-isolation 
period ends after they receive a negative test result. 

Please note: The higher risk routes are flights from Los Angeles or 
San Francisco. 

N/A 

Arriving in New Zealand 

(but have not travelled on a higher risk 
route in the past 7 days, and have met the 
key safety standards) 

Exempt from isolation requirements (but still subject to regular 
weekly surveillance testing in accordance with border testing 
requirements). 

Note the key safety standards include PPE standards, physical 
distancing standards, and overseas layover standards. 

N/A 

Arriving in New Zealand 

(but have not travelled on a higher risk 
route in the past 7 days, and have not met 
the key safety standards) 

Must stay in a Managed Isolation Facility for 14 days (and be 
tested in accordance with managed isolation testing 
requirements). 

N/A 

Lay over in a foreign country Must either: 

 remain airside, or

 self-isolate (in accordance with self-isolation standards) at
their accommodation in the foreign country.

N/A 

Lay over in New Zealand N/A Must either: 

 remain airside, or

 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: 

 in accordance with standards at the airport (if arriving by air)

 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: 

 transfer directly to their ship, or

 stay in a Managed Isolation Facility until they can transfer to their ship.

Please note: Transfer plans are approved by 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 Isolation Facility for 14 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: 

 transfer directly to their flight, or

 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: 

 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)

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

 all persons on the vessel are tested for COVID-19, and return negative tests.
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Please note: In practice this means that shore leave can only occur: 

 at the second or subsequent port of arrival and

 if there has been no change of crew in the last 14 days.

Arriving in New Zealand, by sea, 
and returning to New Zealand 

Permitted if: 

 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)

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

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

OR, 

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

Please note: The New Zealand border is 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). 
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TRANSPORT COVID-19 RESPONSE PROGRAMME 
WEEKLY INSIGHTS SIT REP  

Notes 

 This Insights situation report (sit rep) is circulated to: Office of Hon Michael Wood, Minister of
Transport; MoT Senior Leadership Team; MoT Tier 3 Managers group; Programme Leads.

 This sit rep contains some commercially confidential and legally privileged information.

 Updates to this sit rep will be highlighted in red (to be applied from Friday 13 November).

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

1. The Ministry of Transport has put in place a refreshed COVID-19 Response Programme (the
Programme), reflecting the significant body of ongoing work around transport resurgence
readiness and response to COVID-19 and the management of border issues. This work is
constantly evolving, and will continue to be multi-faceted, multi-agency, and enduring for the
next few months at least.

2. The work involved is a mix of strategic shaping, complex policy, planning, or urgent innovative or
operational responses, 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:

 Responding to Resurgence

 Maintaining Domestic Regulation

Event:  COVID-19 Global Pandemic Insights SitRep No.: 5 
Date:  10  November 2020 

Authorised by: Shelley Tucker, COVID-19 
Programme Director Phone number:  

 

Last Insights SitRep: 6 November 2020 

Location/Site of Insights Sit Rep drafting: 
Ministry of Transport, 3 Queens Wharf 

Insights Sit Rep Prepared by: Nick Wilson. 
Policy Advisor 

Withheld under Section 9(2)(a) of the Official Information Act 1982
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11 
RESTRICTED 

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 ensure 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 responsible for around $380m of
government funding, primarily under the International Airfreight Capacity Scheme and the
Essential Transport Connectivity Scheme (which supports domestic operators across all modes).

Essential Transport Connectivity (ETC) 

79. The current summary of applications in the scheme is:

 Currently under contract: 7 applicants (InterCity, Sounds Air, Seafarers Welfare Board, Air
Chathams, Fullers, Golden Bay Air and BARNZ)

 Currently being assessed by the Ministry: , Go Kiwi Shuttles

 Declined: 4 applicants 

80. We have requested further supporting information from  regarding its financials and
actions taken to survive COVID-19 lockdowns.

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

82. We are currently 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.

Withheld under Section 9(2)(b)(ii) of the Official Information Act 1982
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 The other role we play is in relation to influence, and understanding, of international

approaches and standards. 

 We also need to maintain compliance with the existing international framework for

civil aviation and use it for the maximum benefit for New Zealand.  This includes

meeting agreements New Zealand has with other countries that will be important for

response and recovery, such as Air Services Agreements.





Bev Driscoll 
Manager Regulatory Policy 

..... / ...... / ...... 

Hon Minister Wood 
Minister of Transport 

..... / ...... / ...... 

Minister’s office to complete:  Approved  Declined

 Seen by Minister  Not seen by Minister

 Overtaken by events

Comments 
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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. 

2 Border restrictions (“going hard and going early”) have been a cornerstone of the 

government’s strategy to eliminate COVID-19. At the same time, 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.  

3 The attached A3 summarises the key considerations in safely restoring 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 saw a drop in international air passenger arrivals from a 

typical 20,000 people per day to around zero to 200 people – with 

consequential impacts on air freight capacity. This had an immediate and 

significant impact on airlines and the wider aviation sector (e.g. ground support 

operations, air navigation services and government agencies funded by levies) 

– and the wider 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 

considerable 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.   
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6 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).  

…but the longer borders are closed the harder the recovery will be

7  

 

 

8 Across the globe, the airline industry is consolidating resources, reducing fleets and 

removing routes. Airports are dealing with the downstream effects of these changes, 

and much of the responsibility, and cost, for implementing stringent health measures 

is falling to airlines and airports. 

9 According to the International Air Transport Association, international travel is 92 per 

cent down on 2019 levels. New Zealand currently has around 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.  

 

 

10 Our future aviation connections are not expected to be as wide or as far as pre-

COVID-19, but we need to at least retain our minimum international network to ports 

which are important for trade, and social and business connection, and the longer the 

border remains closed the more difficult it will be to sustain these connections which 

are critical for New Zealand’s economic recovery. Please see Aviation Recovery 

briefing. 

 

 

11 The Ministry of Transport is contributing to a comprehensive cross-Government work 

programme on our border settings, including through the Border and Beyond 

Governance Group1. 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.   

12 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. 

1
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.
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13 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 greatest extent 

possible – including through funding and other means. 

14 Beyond the immediate response, the aim of cross-Government work is to reopen our 

borders and reconnect markets as safely and quickly as possible, to mitigate 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 COVID-19, and minimise the risk that COVID-19 
is reintroduced through the border; 

14.2 mitigate the risk of COVID-19 transmission to the Pacific; 

14.3 facilitate international re-engagement through our border settings, within safe 
parameters, recognising that international connectivity remains fundamental to 
the economic and social wellbeing of New Zealanders; 

14.4 respect and protect international rules and obligations; 

14.5 ensure goods move readily into and out of New Zealand at all Alert Levels to 
maintain connections with global markets; 

14.6 facilitate safe people movement in and out of New Zealand at all Alert Levels, 
that allows New Zealanders to return and supports priority response and 
recovery activity; 

14.7 facilitate increased people movement in and out of New Zealand more widely, 
as public health considerations allow; 

14.8 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. 
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The International Civil Aviation Organisation will play an important role in 

enabling safe, efficient travel to resume… 

26  

 

 The 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).  

All information withheld on this page is under Section 9(2)(f)(iv) of the Official Information Act 1982
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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.   

35 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.  

36 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 attempt to protect these 

airlines from competition, rather than seeking a return to broader connectivity as soon 

as it is safe. 

37 We will also continue to monitor the situation with regard 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 be needed to ensure that Air 

New Zealand retains slots for future use.  On the other hand if some overseas airlines 

fail altogether, additional slots might become available. 

Airline Licensing 

38 The Civil Aviation Act 1990 requires all airlines providing scheduled international air 

services to or from New Zealand to hold a licence. As Minister of Transport, you are 

the licensing authority for New Zealand international airlines (such as Air New 

Zealand), while the Secretary for Transport is the licensing authority for foreign 

airlines.  

39 During the COVID response, airline licences have also been the mechanism by which 

a passenger quota has been imposed on airlines. The purpose of the quota has been 

to ensure that the number of passengers entering New Zealand does not exceed the 

capacity of the Managed Isolation and Quarantine system. The Managed Isolation 

Allocation System replaced quotas completely from 3 November 2020. 

Alliance Agreements 

40 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. 

41 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. 

42 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. 

43 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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