Public Transport Committee

NOTICE IS GIVEN
that the next meeting of the Public Transport Committee
will be held via Zoom (Audio Visual meeting), Bay of
Plenty Regional Council, Virtual Meeting Room on:
Friday, 22 May 2020 commencing at 9.30 am
This meeting is open to the public through live streaming on the BOPRC
website. To watch the meeting live please click on this link
http://www.boprc.govt.nz/livestream

Fiona McTavish
Chief Executive
14 May 2020

Public Transport Committee
Membership
Chairperson

Cr Andrew von Dadelszen

Deputy Chairperson

Cr Lyall Thurston

Members

Cr Norm Bruning
Cr Jane Nees
Cr Stacey Rose
Cr Paula Thompson

External Members
Two Tauranga City Council
representatives

Mayor Tenby Powell
Cr Heidi Hughes
Deputy Mayor Larry Baldock (Alternate)

One representative each:
Rotorua Lakes Council

Mr Phill Thomass (Lakes Community Board)
Cr Tania Tapsell (Alternate)

Western Bay of Plenty District Council

Mayor Garry Webber

Whakatāne District Council

Mayor Judy Turner
Deputy Mayor Andrew Iles (Alternate)

All of whom are voting members.
One NZTA non-voting representative

To Be Confirmed

Ex Officio

Chairman Doug Leeder

Quorum

Six members, consisting of more than half the
number of voting members of which four
must be BOPRC members.

Meeting frequency

Quarterly

Purpose
Set the strategic and operational direction for approved Regional Council public
transport policy and strategy and monitor how it is implemented.
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Role


Prepare and review the Bay of Plenty Regional Public Transport Plan.



Implement, monitor and review operational public transport policy and plans.



Implement, monitor and review the Western Bay of Plenty Public Transport
Implementation Plan.



Advocate for public transport with NZTA, territorial authorities and central
government.



Set and monitor targets for public transport in the region.



Receive reporting on the performance of the Passenger Transport Activity.



In coordination with the work programme of the Regional Transport Committee,
guide and review the public transport components of the Regional Land
Transport Plan (RLTP) and make recommendations to Regional Transport
Committee for incorporation into the RLTP.

Power to Act
To make all decisions necessary to fulfil the role and scope of the committee subject
to the limitations imposed.

Power to Recommend
To Council and/or any standing committee as it deems appropriate.
The Public Transport Committee reports to the Regional Council.

Page 4 of 206

Public Forum
1.

A period of up to 15 minutes may be set aside near the beginning of the meeting to enable
members of the public to make statements about any matter on the agenda of that meeting
which is open to the public, but excluding any matter on which comment could prejudice any
specified statutory process the council is required to follow.

2.

The time allowed for each speaker will normally be up to 5 minutes but will be up to the
discretion of the chair. A maximum of 3 public participants will be allowed per meeting.

3.

No statements by public participants to the Council shall be allowed unless a written,
electronic or oral application has been received by the Chief Executive (Governance Team)
by 12.00 noon of the working day prior to the meeting and the Chair’s approval has
subsequently been obtained. The application shall include the following:

4.



name of participant;



organisation represented (if any);



meeting at which they wish to participate; and matter on the agenda to be
addressed.

Members of the meeting may put questions to any public participants, relevant to the matter
being raised through the chair. Any questions must be asked and answered within the time
period given to a public participant. The chair shall determine the number of questions.
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Recommendations in reports are not to be construed as Council policy until adopted by Council.

Agenda
1

Apologies

2

Public Forum

3

Acceptance of Late Items

4

Confidential Business to be Transferred into the Open

5

Declarations of Conflicts of Interests

6

Previous Minutes

6.1 Public Transport Committee Minutes - 26 February 2020

7

13

Reports

7.1 Chairperson's Report

27

APPENDIX 1 - 2020-04-06 Longer term Covid-19 response strategies for public
transport.

33

APPENDIX 2 - McKinsey COVID 19 Response Transit

47

APPENDIX 3 – Covid WHITEPAPER CD1301 v3

85

7.2 Public Transport Service Delivery Update and COVID-19 Impacts

125

7.3 Public Transport Arotake Tuarua 2019/20 - Performance Monitoring Report
January to March 2020
This report will be circulated under separate cover.

7.4 Regional Integrated Ticketing Solution (RITS) - Impact of COVID-19
This report will be circulated under separate cover.

7.5 Urban Form and Transport Initiative (UFTI) Update

137

7.6 Annual Plan 2020/21 - Topics for Public Transport

143

7.7 Te Papa Indicative Business Case (IBC) and Next Steps

151

APPENDIX 1 - Te Papa Indicative Business Case - IBC - 28 April 2020

157

7.8 Improving our Network

199
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Public Excluded Section

207

Resolution to exclude the public
THAT the public be excluded from the following parts of the proceedings of this
meeting.
The general subject of each matter to be considered while the public is excluded,
the reason for passing this resolution in relation to each matter, and the specific
grounds under section 48(1) of the Local Government Official Information and
Meetings Act 1987 for the passing of this resolution are as follows:
General Subject of Matter to
be Considered

Reason for passing this
resolution in relation to this
matter

Grounds under Section
48(1) LGOIMA 1987 for
passing this resolution

9.1 Public Excluded Public
Transport Committee
Minutes - 26 February 2020

Please refer the relevant
section of the open minutes

Good reasons exist under
Section 48(1) LGOIMA
1987 to exclude the public

8.1 Public Excluded Public Transport Committee Minutes - 26 February
2020

9

Readmit the Public

10 Consideration of Late Items
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Previous Minutes
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Minutes of the Public Transport Committee Meeting held in
Mauao Rooms, Bay of Plenty Regional Council Building, 87
First Avenue, Tauranga on Wednesday, 26 February 2020
commencing at 9.30 AM
Click h er e to enter text.

Present:
Chairman:

Councillor Andrew von Dadelszen

Deputy Chairman:

Councillor Lyall Thurston

Councillors:

Paula Thompson, Norm Bruning, Stacey Rose

Appointees:

Deputy Mayor Larry Baldock (Alternate, Tauranga City Council), ,
Deputy Mayor Andrew Iles (Alternate, Whakatāne District Council),
Mayor Tenby Powell (Tauranga City Council), Councillor Heidi
Hughes (Tauranga City Council),

In Attendance:

Natalie van Rossen (New Zealand Transport Agency), Mr Phill
Thomass (to be confirmed appointee for Rotorua Lakes Council),
Brian Dent (Kawerau Grey Power), Shane Plummer, Joe Metcalfe
(BOPRC Consultant), Anthony Cross (BOPRC Consultant), Rose
Webb (Project Co-ordinator), Nigel Tutt (Chief Executive) and
Mark Irving (Business Partnership Manager) – Priority One
BOPRC: Cr Matemoana McDonald, Mat Taylor – General
Manager Corporate, Namouta Poutasi – General Manager
Strategy & Science, Debbie Hyland – Finance and Transport
Operations Manager, Jessica Easton – Commercial Manager,
Ruth Feist - Team Leader Urban, Mark Le Comte – Programme
Manager Corporate Performance, Steven Berry – Senior Analyst,
Tone Nerdrum Smith – Committee Advisor

Apologies:

1

Chairman Doug Leeder (Ex-Officio), Mayor Garry Webber
(Western Bay of Plenty District Council), Mayor Judy Turner
(Whakatāne District Council), Mayor Tenby Powell (Tauranga City
Council) – absence during the meeting

Introduction by Chairperson
Welcomed the new members on the Committee to the first meeting of the 2019-2022
triennium
Noted the attendance of Mr Phill Thomass – Chair of the Lakes Community Board,
appearing on behalf of Rotorua Lakes Council until an appointment had been
confirmed.
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Apologies
Resolved
That the Public Transport Committee:
1

Accepts the apologies from Chairman Leeder (Ex-Officio), Mayor Webber
(Western Bay of Plenty District Council) Mayor Turner (Whakatāne District
Council), Mayor Powell (Tauranga City Council) – absence during the
meeting, tendered at the meeting.
Bruning/Nees
CARRIED

3

Acceptance of Late Items
Nil

4

General Business
Nil

5

Confidential Business to be Transferred into the Open
Nil

6

Declaration of Conflicts of Interest
Nil

7

Previous Minutes

7.1

Public Transport Committee Minutes - 10 September 2019
Resolved
That the Public Transport Committee:
1

Receives the Public Transport Committee Minutes - 10 September 2019.
Bruning/Thurston
CARRIED

8

Public Forum
Brian Dent – Kawerau Grey Power
Key Points
 Kawerau was a community of approximately 6,500 residents
 Population demographic had changed through an influx of senior citizens
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There was a need for available and suitable public transport for residents unable to
drive
Sought the establishment of two bus services per day between Kawerau and
Whakatāne to meet the needs of the community and the possibility for additional
services to be further explored.

Key Points – Members
 The matter of on-demand Kawerau bus services would be considered as part of the
Annual Plan 2020-21 and residents would have the opportunity to express their
views during the consultation process.
Shane Plummer
Presentation – Objective Reference A3489696, weblink Presentation - Shane Plummer
The key focus of the presentation concerned the increased safety risks to members of
the public following the introduction of the new bus network system, with a particular
focus on cyclists.
Key Points
 A high percentage of residents in Tauranga did not consider it safe to cycle on the
road as a way of commuting
 Cyclist were biking on the footpath for safety reasons, which was against the law
9.55 am – Mayor Powell withdrew from the meeting and Deputy Mayor Baldock assumed his
place at the Committee table as the appointed alternate.




Bus driver training on how to interact with cyclists was a key issue
Drew attention to relevant sections of the Health and Safety at Work Act 2015
Sought opportunities to work proactively with Regional Council regarding road
safety.

Staff in Response to Questions
 Driver training was included in the contractual agreement between Council and the
bus companies, and the concerns raised today would be discussed.

8.1

Presentation - Commuter Ferry Investigation
Presentation – Objective Reference A3489239, weblink Presentation - Priority One
Rose Webb (Project Co-ordinator), Nigel Tutt (Chief Executive) and Mark Irving
(Business Partnership Manager) – Priority One provided a presentation on the work
being undertaken on the feasibility of establishing a commuter ferry service in
Tauranga.
Key Points
 The feasibility study would be based on a service operating between Mount
Maunganui, Tauranga CBD and Ōmokoroa
 A Welcome Bay-Tauranga connection had been considered, however it was
assessed as not feasible due to physical constraints of bridges
 Had sought feedback from approximately 4000 people at this stage and the
responses indicated there was a demand for the service
 Was in discussion with ferry operators
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Harbour Master was providing valuable assistance in the project
Next step was to determine whether a service was financially viable by considering
UFTI projections and recommendations; undertake a comprehensive demand
study; ascertain operator availability and ‘buy-in’; and work through commercial
considerations
Possible NZTA subsidies would be a significant component of the feasibility study
The option of an electric/hydro ferry would be considered as part of carbon
reduction initiatives.

In Response to Questions
 The feasibility study would stipulate the service to operate every half hour during
peak hours. Outside peak hours, the service would operate every hour for the three
stop circle Ōmokoroa-Mount Maunganui-Tauranga CBD and reverse
 Would access maximum amount of data regarding density of commuters to
ascertain whether the routes had feasibility
 The trip would take approximately 15 minutes each way Mt Maunganui – Tauranga
CBD and 30 minutes each way Ōmokoroa – Tauranga CBD.
Key Points - Members
 Acknowledged there were differing views with regards to the viability of a ferry
service
 Noted that Priority One had the mandate to undertake the feasibility study and that
they were not seeking additional funding from Council for this piece of work.

Resolved
That the Public Transport Committee:
1

Receives the report, Presentation - Commuter Ferry Investigation;
Rose/Thurston
CARRIED

10.30 am – The meeting adjourned
10.40 am – The meeting reconvened.

Public Excluded Section

9

Resolved
Resolution to exclude the public
THAT the public be excluded from the following parts of the proceedings of this
meeting.
The general subject of each matter to be considered while the public is excluded,
the reason for passing this resolution in relation to each matter, and the specific
grounds under section 48(1) of the Local Government Official Information and
Meetings Act 1987 for the passing of this resolution are as follows:
General Subject of Matter to

Reason for passing this

Grounds under Section
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be Considered

resolution in relation to this
matter

48(1) LGOIMA 1987 for
passing this resolution

Presentation by the Transit
Group

To carry out commercial
activities

Good reason for
withholding exists under
Section 48(1)(a)

THAT Mr Phill Thomass, (Rotorua Lakes Council) and the Transit Group
presenters (Max Lewis, Mark Wassung and Richard Drummond) be permitted to
stay after the public have been excluded.
Rose/Thurston
CARRIED

10

Reports

10.1

Committee Chair's Report
Debbie Hyland – Finance and Transport Operations Manager, Jessica Easton –
Commercial Manager and Ruth Feist - Team Leader Urban presented this item.
Key Points
 The prescriptive nature of employment legislation with regards to meal/rest breaks
had been challenging for the bus operators and Council was working with NZ Bus
to achieve compliance by 6 May 2020
 There had been significant increase in patronage since the free school bus trial
commenced.
 While driver numbers remained short, the school bus service was given priority.
In Response to Questions
 Was not aware of situations where students were not allowed to use the free bus
service if they were not wearing school uniforms
 The free school bus trial was from Monday to Friday, finishing at 6.00 pm each day
 The implementation of RITS (Regional Integrated Ticketing System) was
progressing, with an interim solution being put in place
 The level of transfers around the network was being monitored
 Regional Council staff had continued to work closely with NZ Bus during the union
negotiations
 The living wage was on the table in the bargaining between NZ Bus and the
drivers.
Items for Staff Follow-up
 Lack of a tertiary bus service stopping at Kaingaroa Village: The impact on students
to be further discussed at a future meeting.

Resolved
That the Public Transport Committee:
1

Receives the report, Committee Chair's Report.
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Von Dadelszen/Rose
CARRIED

10.2

Public Transport Committee Work Programme
Presentation – Objective Reference A3488272, weblink Presentation - Work
Programme
Debbie Hyland – Finance and Transport Operations Manager, Ruth Feist - Team
Leader Urban and Jessica Easton - Commercial Manager presented this item and
introduced Natalie von Rossen – New Zealand Transport Agency (NZTA).
In Response to Questions
 NZTA was the driver of the Mode Shift Plan.
Key Points – Members
 Mode shift was complicated and represented an extensive piece of work
 The initial development of the Public Transport Blueprint had underestimated the
importance of an integrated and collaborative approach between all stakeholders
 UFTI focussed on transport corridors, rather than infrastructure, which was the
responsibility of the TAs.

Resolved
That the Public Transport Committee:
1

Receives the report, Public Transport Committee Work Programme;

2

Adopts the Public Transport Committee 2020 work programme, as attached in
Appendix 1 to this report.
Von Dadelszen/Thompson
CARRIED

10.3

Public Transport Arotake Tuatahi 2019/20-Performance
Monitoring Report July to December 2019
PowerPoint Presentation – Objective Reference A3489311, weblink Presentation Arotake Tuatahi
Debbie Hyland – Finance and Transport Operations Manager, Ruth Feist - Team
Leader Urban, Jessica Easton – Commercial Manager and Steven Berry – Senior
Analyst presented this item.
Key Points
 The Monitoring Report was pitched at a high level, representing a move away from
the more detailed operational model of previous years
 Overall patronage had increased from previous years
 There was a downward trend in the Rotorua patronage
 Five electric buses had been introduced since October 2019.
In Response to Questions
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Was working with the TCC Operations Centre on ways to compile data to assist in
the analysis on how the investment in the public transport service had provided
tangible results
Options for expanding the low-emission fleet across the region would be brought to
the Committee for consideration later in 2020
The newly established call centre meant Regional Council was in a strong position
to provide improved customer service
A user/non-user customer satisfaction survey would be undertaken in March 2020
‘Mystery shopper’ surveys were undertaken on a regular basis
Total Mobility as a service was not currently operating in Kawerau as there were no
providers in the town
GPS had recently been introduced on the school bus service, which would support
the use of the Transit App
Staff was working with NZTA with regards to the funding of RITS and recovery of
costs.

Items for Staff Follow-up
 Further details to be provided at a future meeting with regards to the impact of Gold
Card on the bus service
 Customer services enquiries and feedback to be reported on at future meetings.
Clare Cassidy – Senior Transport Planner, Tauranga City Council
PowerPoint Presentation – Objective Reference A3488902, weblink Presentation TCC Infrastructure.
Key Points
 There was a focus on continued improvement in the public engagement space
 Installation of bus shelters required engagement with affected residents
 The Tauranga CBD bus facility/hub was currently on hold while site assessments
were progressed.
In Response to Questions
 Proposed Cameron Road changes would be staged, with clearways being created
for bus priority lanes
 UFTI population projections was a reflection of the information provided by the
partner councils.
Key Points – Members
 Adequate shelters was a significant issue for, in particular, the elderly and
establishment of shelters near retirement villages etc. was important
 Encouraged Council to be brave with regards to creating bus priority lanes on
Cameron Road and Girven Road
 Important that Regional Council had a good understanding of the rationale and
process behind establishing bus facilities (interchange/hub) in Tauranga CBD.
Items for Staff Follow-up
 Confidential site assessment for Tauranga CBD hub to be provided to Committee
Members
 UFTI population projections to be provided to Committee Members.

Resolved
That the Public Transport Committee:
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Receives the report, Public Transport Arotake Tuatahi 2019/20-Performance
Monitoring Report July to December 2019.
Bruning/Rose
CARRIED

12.52 pm – The meeting adjourned.
1.00 pm – The meeting reconvened

10.4

Improving Our Network
Debbie Hyland – Finance and Transport Operations Manager, Ruth Feist - Team
Leader Urban and Jessica Easton – Commercial Manager presented this item.
Key Points
 A Kawerau on-demand service was scheduled to be implemented on a trial basis
 Any decisions regarding a possible targeted rate for an on-demand service would
be placed on hold until the trial had been completed.
 Approximately 70% of those spoken to regarding the Ballintoy Service had asked
that it be retained.
Key Points – Members
 Queried the need to undertake Annual Plan consultation for the Pyes Pa route
changes as there had already been significant engagement with the community
and the need had been clearly identified
 Suggested that the Pyes Pa route be implemented without further consultation and
that funds within the Tauranga Public Transport reserve be utilised for this purpose.

Resolved
That the Public Transport Committee:
1

Receives the report, Improving Our Network;

2

Notes that funding for the introduction of a Kawerau on-demand service will
be included in the Annual Plan 2020/21 for consultation at an estimated net
cost to Bay of Plenty Regional Council of $32,000 after fares and subsidies;

3

Notes that a decision on the Ballintoy Park Drive, Tauranga trial bus
operation will be delayed until the 22 May 2020 Public Transport Committee
to allow additional time for consultation with the affected community;

4

Agrees that a paper be brought to the Annual Plan workshop in March 2020
regarding the cost and implications of introducing a new Pyes Pa, Tauranga
bus service will be included in the Annual Plan 2020/21 for consultation at an
estimated net cost to Bay of Plenty Regional Council of $100,000 after fares
and subsidies.
Thompson/Thurston
Amended resolution 4 was put and CARRIED
Nees/Rose
Resolutions 1, 2 and 3 were put and CARRIED
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That the Public Transport Committee recommend that the Regional Council:
5

Withdraw its decision made on 13 June 2019 in response to Annual Plan
2019/20 submissions to consult on a new targeted rate for Kawerau, delaying
any potential implementation until the Long Term Plan 2021-2031;

6

Notes that implementation of a public transport targeted rate for Kawerau
should be considered as part of the Long Term Plan 2021-2031
Nees/Thurston
Resolution 5 and 6 were put and CARRIED

10.5

Mode Shift Plan
PowerPoint Presentation – Objective Reference A3489224, weblink Presentation Mode Shift Plan
Anthony Cross – Consultant, Natalie van Rossen – NZTA, Namouta Poutasi – General
Manager Strategy & Science and Ruth Feist - Team Leader Urban presented this item.
Key Points
 The Bay of Plenty Mode Shift Plan was driven by NZTA
 There would be an overall regional framework, with three sub-regional chapters for
Western Bay, Rotorua and Eastern Bay.
 The Regional Plan was scheduled to be delivered June 2020 and was recognised
as being an interim solution only.

Resolved
That the Public Transport Committee:
1

Receives the report, Mode Shift Plans and Public Transport Corridor Studies;

2

Agrees that staff will work with NZTA and the territorial authorities to develop
a regional mode shift plan for the Bay of Plenty;

3

Agrees that the first component of the regional mode shift plan will be for the
Tauranga and Western Bay growth area, with particular consideration being
given to maximising mode shift in the northern corridor, as a response to the
Bay of Plenty component of the Government’s New Zealand Upgrade
Programme announcement;

4

Agrees that staff will work with NZTA and Rotorua District Council to develop
the Rotorua component of the regional mode shift plan, potentially including
the programmed review of the public transport network;

5

Agrees that staff will work with NZTA and the Whakatāne, Ōpōtiki and
Kawerau District Councils to develop the Eastern Bay component of the
regional mode shift plan, potentially including the proposed review of the
public transport network;
Bruning/Thurston
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CARRIED

10.6

Public Transport Community Panel - Western Bay of Plenty
Namouta Poutasi – General Manager Strategy & Science and Mark Le Comte –
Programme Manager Corporate Performance presented this item.
Key Points
 The approval of the final Terms of Reference would be delegated to the Committee
Chair as consultation with potential members was still ongoing.
Key Points – Members
 Suggested expanded engagement with the SmartGrowth Leadership Group,
including forums; youth in a wider context than students; and carbon
reduction/climate change interest groups
 The establishment of the Panel would provide an additional avenue for the
community to engage more actively with the various councils.

Resolved
That the Public Transport Committee:
1

Receives the report, Public Transport Community Panel - Western Bay of
Plenty.

2

Agrees to disband the “Western Bay of Plenty Public Transport Stakeholder
Group”.

3

Agrees the “Western Bay of Plenty Public Transport Community Panel” terms
of reference attached as Appendix One to this report.

4

Delegate’s responsibility for changes to the “Western Bay of Plenty Public
Transport Community Panel” terms of reference to the Public Transport
Committee Chair, acknowledging that membership may alter depending on
availability and advice from SmartGrowth partners and forums.

5

Directs staff to explore the possibility of establishing similar Panels in
Eastern Bay of Plenty and Rotorua, and report back to the Committee for
consideration
Thompson/Thurston
CARRIED

10.7

High Level Regional Fare Review
PowerPoint Presentation – Objective Reference A3488281, weblink Presentation High Level Regional Fare Review
Fiona McTavish – Chief Executive, Namouta Poutasi – General Manager Strategy &
Science, Ruth Feist - Team Leader Urban and Joe Metcalfe – Consultant presented
this item.
Key Points
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Recommended the following for inclusion in the draft Annual Plan 2020-21:
 Weekly fare cap for regular users
 100% disability concession
 40% community service card concession.

In Response to Questions
 Future directions from UFTI could impact on the public transport components of the
Annual Plan 2020/21
 A 24/7 free school bus fare service was estimated to cost a total of $16 targeted
rate per house hold in Western Bay of Plenty.
Key Points – Members
 Queried if a two-stage Annual Plan consultation process could be undertaken for
the major issues, i.e. ask ‘in-principle’ questions for the LTP 2020-2031 issues in
the initial consultation, which would provide a better understanding of implications
when the formal consultation for the LTP consultation commenced
 Would like to see a free school bus trial in Rotorua
 Suggested that free bus fares for all children at all times be implemented by
Council as part of an attitude change initiative.
Items for Staff Follow-up
 All seven options for the regional fare review to be presented to the Annual Plan
workshop for potential inclusion in the consultation document.
1.52 pm – Cr Thurston withdrew from the meeting.

Resolved
That the Public Transport Committee:
1

Receives the report, High Level Regional Fare Review;

2

Agrees that significant components of the region-wide fare review will be
aligned with key projects currently underway in the Bay of Plenty region due
for completion in June 2020, and will be included in the Long Term Plan 20212031;

3

Notes the recommendation in the Annual Plan report in this agenda that
identifies region-wide fare review options for community consultation in the
Annual Plan 2020/21, or the Long Term Plan 2021-2031.
Thompson/Rose
CARRIED

10.8

Annual Plan Consultation Topics for Public Transport
PowerPoint Presentation – Objective Reference A3488280 and weblink Presentation Annual Plan Consultation Topics
Namouta Poutasi – General Manager Strategy & Science, Ruth Feist - Team Leader
Urban and Joe Metcalfe – Consultant presented this item.
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Key Points
 Noted that the Annual Plan consultation topics would be adjusted to reflect
discussions that had taken place during the meeting, i.e. include:
 All seven options for the regional fare review;
 Mode shift;
 Electric buses;
 Pyes Pa to The Crossing, Tauranga – new bus service;
 Kawerau services: ‘on-demand’ trial and an improved Whakatāne to Kawerau
service;
 Ōpōtiki and Kawerau health shuttle.

Resolved
That the Public Transport Committee:
1

Receives the report, Annual Plan Consultation Topics for Public Transport;

2

Agrees on which Public Transport topics should support the development of
consultation questions to be included in the draft Annual Plan Consultation
Document 2020/21; and

3

Requests that the Public Transport Committee Chair approve the
consultation questions for the Annual Plan 2020/21, regarding public
transport matters, with staff after the meeting.
Nees/Bruning
CARRIED

The meeting closed at 2.00 pm

Confirmed DATE

___________________________________________
Cr Andrew von Dadelszen
Chairperson Public Transport Committee
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Receives Only – No Decisions

Report To:

Public Transport Committee

Meeting Date:

22 May 2020

Report From:

Mat Taylor, General Manager, Corporate

Chairperson's Report

Executive Summary
This report highlights matters of interest that the Committee Chair considers to be relevant to
the business of the Public Transport Committee.
The report includes an update on the national context including COVID-19, Bay of Plenty
Mode Shift Plan and rest and meal break implementation; public transport including rail and
ferry updates, school and tertiary bus services updates and total mobility; and public
transport infrastructure.

Recommendations
That the Public Transport Committee:
1

Receives the report, Chairperson's Report.

1

National Context

1.1

COVID-19 crisis
As New Zealand’s nationwide COVID-19 alert level rose, Waka Kotahi NZTA, Regional
Authorities and Operators joined together to implement a range of public transport
response measures to support public health, essential access and ensure public
transport business continuity.
This has been an incredibly challenging time for the public transport sector. The
centralised approach and detailed guidance provided by Waka Kotahi NZTA, Ministry
of Transport and Ministry of Health has been constructive and allowed for a consistent
approach across the country. This united approach will continue as we remain in the
response and recovery phases of COVID-19.
A more detailed paper outlining Council’s response and recovery planning is contained
in the agenda. A number of reports have been shared by Waka Kotahi NZTA which
have helped to inform evidential decision making. The following reports are provided
as background information at Appendix 1, 2, and 3:
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L.E.K Insights - Longer term COVID-19 response strategies for public transport;



McKinsey & Company – COVID-19 briefing note on global health and crisis
response; and



WSP (Australia) – Public Transport and COVID-19; How to transition from
response to recovery.

Bay of Plenty Mode Shift Plan
Waka Kotahi NZTA in partnership with Council are developing a regional Mode Shift
Plan for the Bay of Plenty. This will form part of the Government’s suite of mode shift
plans for the high growth centres in New Zealand, and sits under Waka Kotahi NZTA’s
National Mode Shift Plan - ‘Keeping Cities Moving’.
The Bay of Plenty Mode Shift Plan will bring together previous work into one Plan and
be developed with three distinct sections for each of the Bay of Plenty sub-regions,
focusing on the development of the Western Bay of Plenty section in the first phase.
The Plan will:


Reconfirm the key problems that need to be addressed/opportunities to be
realised;



Reconfirm the benefits that are desired to be achieved;



Document the strategic (political, economic and social) context;



Develop the strategic case (summarising current state and likely future state and
future direction); and



Detail emerging priorities in relation to the national objectives of shaping urban
form, making shared and active modes more attractive and influencing travel
demand and transport choices.

The first phase of the Plan is due for completion in May 2020. The Rotorua and
Eastern Bay of Plenty sections are expected to be developed during the second half of
2020.
1.3

Employment Relations Amendment Act 2018 – Rest And Meal Breaks
The Worktime in Large Passenger Services Rule expired on 6 May 2020, during the
COVID-19 lockdown period. The COVID-19 crisis required all parties to the
Memorandum of Understanding (MoU) to prioritise resources and work to ensure
public transport services could continue to be delivered as an essential service and in
a manner that maintained workforce and public health and safety.
A number of parties to the MoU asked for an extension of the MoU given the relative
importance of responding to the COVID-19 crisis. However, the Government declined
to extend the temporary Worktime in Large Passenger Services Rule and from 7 May
2020 the relevant provisions of the Employment Relations Act have applied to the
public transport sector.
The Steering Group’s view (which includes representatives from Regional Councils,
Auckland Transport, Operators and Unions) is that the sector has made good progress
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in implementing rest and meal breaks. Unions and drivers have shown a willingness to
be flexible regarding the timing of breaks and have provided constructive input on
other matters like access to appropriate facilities for breaks. On that basis the
Steering Group did not see the termination of the Rule on 7 May 2020 as problematic.
The Steering Group’s expectation is that parties will continue to engage in good faith
on the provision of breaks, recognising the unique and challenging circumstances we
are all operating in during the COVID-19 crisis.
The Operators in Rotorua and the Eastern Bay of Plenty have already achieved
compliance. Council and NZ Bus Ltd are working toward achieving compliance with
the Employment Relations Act in the Western Bay of Plenty on 11 June 2020.

2

Public Transport

2.1

Tauranga school bus services fare-free trial 2020
There was a very strong start to the school year, with overall student travel up around
75% in February and 100% in the first two weeks of March when compared to the
same periods in 2019. Due to COVID-19, numbers dropped away to around 12,000
boardings in the second half of March.
The impact of COVID-19 has meant that school services did not operate between 26
March and 4 May and then limited services operated for children of essential workers
between 29 April and 17 May, under Alert Level 3. All school bus services are
operating again from 18 May, but with restrictions in place.

2.2

Regional tertiary/commuter bus services fare-free trial 2020
A fare-free regional bus services trial for tertiary students launched on 3 February
2020 across the Bay of Plenty Region. The service is a joint venture between the
University of Waikato, Toi Ohomai Institute of Technology and Council, with each
organisation contributing funds to make the service available, along with a grant from
the New Zealand Transport Association (NZTA). The service is also available to the
public at a cost.
Between 3 February and 26 March, we saw a total of 2,195 boardings across the five
services before services ceased operating due to COVID-19.
All tertiary/commuter bus services are operating again from 18 May but with
restrictions in place. When services resumed, they commenced operating under a
newly revised timetable which aims to improve travel times for passengers and saw
the addition of a bus stop in Kāingaroa Village. This is detailed further in the Improving
Our Network Report.

2.3

Ferry Project Update – Priority One
Priority One is progressing the Ferry project and have provided the following update,
noting some delays due to the COVID-19 crisis. There continues to be a good level of
engagement across all Council and UFTI stakeholders, and preliminary engagement
with iwi has commenced.
Public/commuter feedback via surveys has been completed, with further qualification
of demand currently underway and due to be completed later in May. This work has
helped identify proposed ferry service routes and times, and vessel requirements.
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In addition, a preliminary assessment of the required capital spend for both landside
and waterside assets has been undertaken. Next steps include analysing and sharing
with stakeholders further demand data collected from extensive online and phone
consultation surveys; conducting a detailed analysis of both waterside and landside
assets, further discussion with the harbour master in relation to speed limits, route
trials, traffic movement and safety; further Iwi engagement; and further financial
analysis.
2.4

Rail update
Rail is critical to the region for large scale inter and intra-regional freight movements,
particularly to and from the Port of Tauranga. The East Coast Main Trunk (ECMT) rail
line between Auckland, Hamilton and Tauranga, and from Kawerau and Murupara to
the east carries over a third of New Zealand’s rail traffic and is the most densely
utilised sector of the national network.
The Regional Land Transport Plan (RLTP) outlines the regional position on rail. This
recommends that rail investment in the region should focus on supporting the inter and
intra-regional movement of products to and from the Port of Tauranga to ensure there
is sufficient capacity to meet projected freight demand increases, the potential reintroduction of inter-regional passenger rail services, and possible changes in the
pattern of demand resulting from the introduction of larger ships.
The RLTP recommended rail investment focus areas include:


investigating the feasibility of increasing the use of rail for passengers and freight;



resilience improvements (Kaimai Tunnel floor, rail bridges);



reliability improvements (signalling upgrades, preventative maintenance);



rail capacity improvements (progressive double tracking of the ECMT, passing
loops, additional rolling stock, increased axle loads);



inter-modal facilities and hubs (sidings, expanded loading and storage facilities);
and



electrification of the NIMT and ECMT.

More specific opportunities for regional rail investment that have been identified in the
RLTP include:


developing rail sidings to support the proposed intermodal Kawerau Container
Terminal and development of the Rangiuru Business Park;



the re-introduction of inter-regional passenger rail linking Auckland, Hamilton and
Tauranga;



ensuring there is sufficient capacity on the ECMT to enable future dual use for
passenger and freight rail; and



re-commissioning the Rotorua branch line to link a major freight and tourism centre
to the upper North Island network.
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We also note that the western Bay of Plenty Urban Form and Transport Initiative
(UFTI), and our work with Waikato Regional Council, Hamilton City Council, Tauranga
City Council, Ministry of Transport and Waka Kotahi NZTA is looking at the future use
of the rail corridor to support the significant movement of freight within the Bay of
Plenty region and connections to both upper and central north island as well as
enabling a platform for future growth including possible movement of people, within the
corridor, in the longer term.
2.5

Total Mobility
The Total Mobility service provides door-to-door transport for disabled people who
cannot independently use regular public transport services. Waka Kotahi NZTA
approved that Total Mobility users could access their services free of charge during
level 3 and level 4 alert periods, so that they could access essential services and get
to work if they are an essential service worker.
Waka Kotahi NZTA have confirmed that Total Mobility services will continue to be farefree until 30 June 2020 irrespective of New Zealand’s COVID-19 Alert Level, after
which time Council will need to resume normal fare payment processes.
NZTA has focused on ensuring that Total Mobility users have the same rights as all
users of public transport.

3

Public Transport Infrastructure
Consultation on Tauranga City Councils (TCC) Annual Plan 2020/21 closed on 3 May
2020. The TCC Consultation Document identified a proposed capital programme for
2020/21 totalling $244 million; this includes a number of transport infrastructure
projects that support delivery of the Western Bat Blueprint.
The Consultation Document indicated that delivery of the full capital programme may
not be possible at the rates level TCC are proposing and that TCC may need to defer
potentially up to $44 million of unspecified capital.
Through TCC’s Annual Plan 2020/21 deliberations, TCC may decide to delay or
remove any transport infrastructure projects from their capital programme for 2020/21.
Therefore, there is a risk that any decision to remove transport infrastructure
projects will adversely impact Public Transport Service Delivery in the Western
Bay of Plenty.
It should be noted that the Consultation Document was released prior to consideration
of potential funding from central Government as part of the COVID-19 related Crown
Infrastructure Projects initiative.

4

Budget Implications

4.1

Current Year Budget
This report does not require a decision so there are no current budget implications.

4.2

Future Budget Implications
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This report does not require a decision so there are no future budget implications.

5

Community Outcomes
This item/project directly contributes to the A Vibrant Region Community Outcome in
the Bay of Plenty Regional Council’s Long Term Plan 2018-2028.

Jessica Easton
Commercial Manager
for General Manager, Corporate
14 May 2020
Click here to enter text.
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Longer term COVID-19 response strategies for public transport
L.E.K. Insights
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These materials are intended to supplement a discussion with L.E.K. Consulting. These perspectives will, therefore, only be meaningful to those in attendance. The contents of the materials are
confidential and subject to obligations of non-disclosure. Your attention is drawn to the full disclaimer contained in this document.

Australia public transport patronage has declined significantly in mid-March in
line with the increase in COVID-19 cases and travel restrictions
Impact of COVID-19 on public transport patronage (line)*
(January 2020 – March 2020)
Percentage change in usage relative to prior to the COVID-19 outbreak

Number of COVID-19 cases in Australia (bar)
(January 2020 – March 2020)
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*Moovit integrates official public transportation data with real-time crowdsourced data from its 720 million users across 3,100 cities in 100 countries. Data on the
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A similar fall has happened all around the world, broadly in line with local rates
of infection – with as much as a 90% decline in some cities

Level of impact of COVID-19 on PT patronage
(January 2020 – March 2020)
Percentage change relative to prior to the outbreak

Extent of outbreak to maximum level of PT patronage decline in major cities**
(24 March 2020)
Maximum percentage change relative to prior to the outbreak
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When cities recovered from SARS - albeit a much less serious outbreak - a
sharp, steep patronage drop was followed by a staged period of recovery
Monthly patronage on
Taiwan Metro (Line)
(2002-03)
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Transport agencies and operators will need to react differently to the stages of
crisis, recovery, and then for the ‘new normal’
ILLUSTRATIVE

Public transport patronage forecast

Long term patronage
forecast

Actual patronage

Crisis
Horizon

c. 3 - 6 months?

Temporary new normal
> 6 months?

Market
characteristics

Sudden demand shock,
inducing a significant decrease
in patronage

Gradual recovery as former
patrons remain wary of public
transport even after the outbreak
is contained, demand remains
below historical averages /
forecasts

Demand continues to remain below
historical forecasts given longer term
structural and behavioural shifts as a
result of the crisis. Eventually,
growth may return to long term
trends

Type of
response
required by
agencies and
operators

Largely operationally-focused
responses as agencies /
operators respond to the need
for public safety measures,
potential disruption to workforce
(drivers and engineers) and
other issues

Prolonged reduction in revenue vs
historical forecasts require
operators / agencies to turn their
attention towards financial and
strategic responses, setting up
for recovery and future growth

Largely strategic responses as
agencies and operators adapt to the
new steady-state

Source: L.E.K. analysis
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3 - 6 months?

Initial recovery
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The implications for transport agencies and operators are broad and far reaching



Health
crisis






Demand
shock





Supply
shock


Risk of compromising well-being of 
staff and customers
Increased operational complexity
with outbreak containment protocols
and social distancing regulations
Business continuity (reduced
workforce)
Dramatic patronage decline in
short term and medium term
Similarly quick rebound, although
potential for longer term recovery
to historical growth norms, driven
by structural impacts to economy
and behavioural changes (getting
used to working from home)





Disruption in international supply
chain for equipment and parts,
impacting major projects and
maintenance works requiring
spares not in stock
Similar disruption in local supply
chain, although likely to be
shorter term



Source: L.E.K. analysis

6

CONFIDENTIAL | DRAFT

Strategic implications

Financial implications

Operational implications





Increased unit operational
costs as a result of
increased complexity (e.g.
additional cleaning needs)





Requirement to align to social
distancing regulations – i.e. more
services per passenger to stop
spread
Logistics of staff and supplies in
critical service industries takes
priority

Sharp decline in farebox
OPEX largely unchanged
Eventual cash flow shortages
for operators whose
performance is tied to
patronage
Existing contracts between
authorities/operators are no
longer fit for purpose



Planned major capital works may
not fit into remanning funding
envelope



Shift to road and active modes



Change in behaviours (e.g.
working from home) are ingrained,
depressing demand for a longer
time period

Increase in procurement and
logistics costs for equipment
and parts, and likely timing
delays
Increase in cost of labour
rates and consumable spares,
driven by scarcity



Reprioritisation of project, asset
management and maintenance
plans to fast-track activities
relying on local supply chains
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Transport agencies need to formulate an immediate and cohesive action plan to
respond to the operational challenges of the crisis phase
Crisis

Operational
Safeguard customers and employees, especially front line staff by implementing
protective initiatives (e.g. stop cash collection, handing out sanitising supplies to
front line staff, etc.), and adapting sick leave policies to support staff who are
unwell, without sufficient leave
Step up engagement – frequent and effective two-way communication with both
internal (e.g. greater transparency and assurance to support staff to continue
working safely) and external stakeholders (e.g. inform customers on steps taken to
stop the spread, as well as current and upcoming changes to services)

Manage demand volatility, e.g. reducing immediate capacity (whilst supporting social
distancing regulations) and scaling back front line staff needs accordingly; encouraging
non-critical staff to work from home or take leave
Plan for flexible scheduling to prepare for contingencies, e.g. maintain operations in
the event of a full lockdown to serve medical and front line personnel, even preparing
for repurposing fleet to transport patients if necessary
Ensure operations and supply chain integrity, e.g. seek daily demand forecast from
key chain partners, consider operational precautions to minimise risk of downtime, etc.
Set up a dedicated crisis management taskforce with the right capabilities to enable
swift and responsive actions (e.g. ensure situational awareness and prioritise efforts)
Support active mobility (e.g. bike sharing) to meet demand for relatively more isolated
forms of transportation
Make immediate customer facing changes, that show empathy and understanding,
such as extensions of yearly / monthly tickets, and delay
planned
increases
Page
41 ofCPI
206
Source: L.E.K. analysis
7
CONFIDENTIAL | DRAFT

Financial
Work with stakeholders across
the value chain to ensure
financial stability in the
immediate term (e.g. emergency
financial relief from governments,
credit lines, etc.)
Consider pausing / delay all nonessential expenditure / projects to
improve cash flow and ensure
liquidity
Short-term contract negotiations,
to make required treatments for
revenue risks, stranded costs whilst
building in flexibility to redirect
assets/services for essential services
and supply of goods
Understand implications of
government support packages,
and implications for short-term
financial position and staff
support payments
Crisis

In the medium term, attention should be shifted towards more financial and
strategic decisions, as demand returns
Recovery

Strategic

Financial
Delay planned fare increases to support communities and
individuals that are impacted by the economic slow down
Review investment plan to prioritise the most important
projects and conserve cash flow
Evolve labour arrangements to allow for flexibility in
staffing requirements during period of recovery

Renegotiate terms of existing contracts, to ensure
economics work under a changing/flexible service demand
model
Focus on developing and supporting best in class
contract management teams to navigate an increasingly
complex environment
Bring forward the maintenance schedule to take advantage of
the demand slow down, in particular more disruptive projects
involving minor capex

Manage costs through a range of initiatives:


Budget red lining (e.g. eliminate costs that do not deliver
revenue, customer service or employee health and
make tactical changes to lower spend)

Reprioritise project related activities to fast-track activities
relying on local supply chains



Challenge fixed costs without damaging mid-term
capabilities (e.g. challenge internal preconceptions
about fixed vs variable costs)

Engage with customers to encourage the use of public
transport again, and shift back from road, through carefully
structure communications and marketing



Sequence and trigger cost reductions (prioritise “quick
win” cost reductions and plan the delivery of longer term
deeper cuts that may take more time to implement)

Internalise learnings and improve capabilities – reinforce
collaborative relationships with stakeholders, and codify crisis
management practices to build resilience to future shocks

Recovery
Source: L.E.K. analysis
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Enduring behavioural and structural market changes will require agencies to
comprehensively review their strategic and financial plans, and adapt operationally
Temporary new normal

Operational
Adapt operations to meet evolving
customer behaviour:



Normalise operations to meet
lower demand as people are
increasingly used to working
remotely



Adjust for peak spreading as
more people work flexibly
throughout the week / day



Facilitate the use of active
mobility and shared mobility as
customers gravitate towards
more isolated forms of travel due
to concerns over public transport
safety (e.g. bikes and cars)



Reinvent customer
touchpoints (e.g. cashless epayment) to ensure on-going
safety of customers

Source: L.E.K. analysis
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Strategic
Determine the implications of a longer term
recovery profile. Understand behavioural
changes of customers (e.g. working remotely
and flexibly, etc.), and how this might impact
longer term patronage demand
Reprioritise future planned projects to
ensure that resources are directed to the
highest priority initiatives (and to fit available
funding envelope). Prioritise long term
efficiency enablers (e.g. digital and
technological capabilities) to build capability,
before demand/activity returns to historical
peaks

Financial
Re-calibrate forecasts to
ensure projections
adequately incorporate the
disruption to historical
growth
Determine the total
available funding
envelope available, in light
of lower fare box recovery,
and understand shortfall

Internalise learnings to build resilience to
future shocks (e.g. scalability of operations,
policies and frameworks for crisis
management)
Take advantage of slow down to build up
internal capabilities and human capital in
growth frontiers (e.g. technology, operational
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Temp new
normal

L.E.K. Consulting is a leading global strategy consulting firm
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Established - 1983

20 Offices
Page 44 of 206

10

CONFIDENTIAL | DRAFT

118 Partners

~1200 Staff

Your L.E.K. team
Simon Barrett
Partner
Simon is a
Partner in
L.E.K.’s Sydney
office and leader
of its ANZ travel
& transportation
practice


He has been working in
transportation for nearly 20
years, across rail, bus, ferry,
road, freight, aviation and
airports



Simon works extensively in the
public sector on long term
policy and planning,
organisational design and
commercial issues. In this
capacity, Simon has been
deeply involved in many of the
major transport reforms and
innovations in Australia and
New Zealand over the last two
decades



Simon is a member of the TTF
Advisory Board, and the chair
of its passenger transport
panel



Simon holds BSc (Hons) from
Melbourne University, and a
PhD from Cambridge where he
was a CAT scholar

s.barrett@lek.com
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Natasha Santha
Partner

Mark Streeting
Partner
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Natasha is a
Partner in L.E.K.’s
Melbourne office
and focuses on
transport,
infrastructure and
new mobility

Mark is a partner
in L.E.K.’s
Sydney office,
focusing on travel
and
transportation


Mark has over 20 years
experience working in surface
transport and aviation across a
wide range of issues



Mark regularly advises major
private and public sector
clients across Australia, New
Zealand, North America,
Europe, the Middle East and
Asia on all forms of passenger
and freight transport





Mark’s fields of expertise
include strategy and policy
development, demand analysis
and forecasting, financial and
economic appraisal, regulatory
reform and procurement,
pricing strategies and
development
Mark has an MA in Economics
from ANU is on the Board of
UITP in Australia

m.streeting@lek.com

Jonathan Metcalfe
Senior Advisor

Natasha has led several strategic  Jonathan has worked in
transport for 20 years and has
strategic business projects
previously held executive roles
covering procurement,
in leading transport
contracting, major project
organisations including:
evaluation, benchmarking, and
performance improvement for PT
- CEO of Transdev Australia
authorities and operators across
(2009 – 2015)
Australia and New Zealand
- Exec. Chairman of Veolia
Transport (2008-2009)
 She has worked across all PT
- CEO of Great North
modes and freight, and
Eastern Railway (2006increasingly new mobility modes
2007)
and services
- Chief Operating Officer of
Great North Eastern
 Prior to joining L.E.K. she has
Railway (2001-2006)
also worked extensively across
the energy value chain, including  Jonathan is also a member of
renewable technologies and
the Melbourne Convention and
alternative fuels – bringing a deep
Exhibition Trust Board and was
understanding of the implications
recently appointed to the
of the decarbonisation of the
Australian British Chamber of
transport fleet
Commerce Advisory Council
Natasha holds a BEng (Elec)
(Hons) a BCom from Monash
University, and an MBA from the
Melbourne Business School
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Janice is the
head of LEK’s
Australian
Government
practice

Jonathan is a
Senior Strategic
Advisor in L.E.K.’s
Melbourne office





Janice Lee
Principal

and the Victorian
Government’s Lower Yarra
River Advisory Committee

j.metcalfe@lek.com



She has worked extensively
on long range infrastructure
planning and strategy, for
Infrastructure Australia, the
Australian Department of
Infrastructure, Infrastructure
NSW, Infrastructure
partnerships Australia and
Transport for NSW



Janice was lead adviser to
NSW on the Future Transport
Strategy, a 40 year vision for
NSW transport infrastructure
and services, and advised
IPA on the impact of EVs
uptake on public revenue



Previously, Janice was a
policy adviser to the
Australian Treasurer,
Australian Infrastructure
Minister, and NSW Cabinet
Office



Janice has a Bachelor of
Commerce and Bachelor of
Arts(1stHons)

jc.lee@lek.com
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McKinsey COVID 19 Response Transit
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COVID-19:
Briefing Note
Global Health & Crisis Response
Updated: March 20, 2020
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Current as of March 16, 2020

COVID-19 is, first and foremost, a global humanitarian challenge.
Thousands of health professionals are heroically battling the virus, putting
their own lives at risk. Governments and industry are working together to
understand and address the challenge, support victims and their families
and communities, and search for treatments and a vaccine.
Companies around the world need to act promptly. This document is meant
to help senior leaders understand the COVID-19 situation and how it may
unfold, and take steps to protect their employees, customers, supply chains
and financial results.
Read more on McKinsey.com
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Current as of March 16, 2020

COVID-19 appears to be
more dangerous than the flu

Comparison to other diseases5
Early identification of the disease, intensification of
viral control, and treatment, when available, will
reduce reproduction number and case fatality

Latest as of March 15, 2020

Up to 20%

Of cases have a severe/critical form of the
disease6

~0.9%

Case Fatality Ratio in South Korea after
widespread testing. CFR appears higher
where cases are missed and is higher when
health systems are overwhelmed2
1.
2.
3.
4.
5.
6.

High (>4)

G

Polio3
Smallpox

K

MERS-CoV

J

Ebola (West
Africa 2014)

I

Chickenpox
D

Medium (2-4)

Higher reproduction than the flu

F SARS-CoV
COVID-19
C Zika

Low (2-4)

1.5-2x

H Measles3
Reproduction number3 (average number
of people infected by each infected person
in outbreak setting)

Features of the disease to date1

B Influenza H2N2 1957

E Influenza 1918

A Influenza H1N1 2009

Low (<2%)

Medium (2-15%)

High (>15%)

Case Fatality4 (proportion of deaths among confirmed cases)

Evidence on exact numbers are emerging, however expected to decrease as viral containment measures intensify and treatments are developed
WHO estimates the global average CFR at 3.4%, dependent on conditions such as patient age, community immunity, and health system capabilities. Latest case fatality ratios were calculated as death/ cases
In outbreak setting or the introduction of a new disease
Case Fatality numbers reflect outbreak settings and factors such as the patient's age, community immunity and health system capabilities
Estimates are very context and time specific, however are provided from prior outbreaks based on academic lit review
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WHO estimates 15% severe and 5% critical

Sources: World Health Organization, CDC, Nature, The Lancet, PLOS One The Journal of Infectious Diseases, BMC Infectious Diseases, Infectious Disease Modelling, news reports
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Current as of March 16, 2020

Impact
to date
The global spread
is accelerating
with more reports
of local
transmission

>153,000 >5,700
Reported confirmed
cases

Deaths

>140

>80

~40

Countries or territories
with reported cases1

Countries or territories
with evidence of local
transmission2

Countries or territories
with more than 100
reported cases1

<1%

~75%

>40

China’s share of new
reported cases March
9th-15th

New reported cases on
March 9-15th from
Europe

New countries with
cases March 9th-15th

Latest as of March 15, 2020

1. Previously counted only countries; now aligned with new WHO reports;
excluding cruise ship;
2. Previously noted as community transmission in McKinsey documents; now
aligned with WHO definition
Sources: World Health Organization, CDC, news reports
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Current as of March 16, 2020

The virus is located
in 5 major “transmission
complexes”

Europe
Total cases
Total deaths

>45,000
>1,700

A complex is an area with confirmed
local transmission, and more than 100
confirmed cases, where
it is difficult to prevent people’s
movement
Propagation trend
Mature/ on-going propagation

China complex

Early propagation
> 1000 reported cases
250-999
100-249
50-99
10-49
<10

Total cases >81,000
Total deaths >3,200

Americas1
Total cases >2,300
Total deaths
>40

Middle East3
Total cases >13,900
Total deaths >620

1. WHO data is lagging news reports for the US; In the US, CDC & WHO reports >1,600 cases; NYTimes reports >3,600 cases
2. Includes Western Pacific and South-East Asia WHO regions; excludes China; Note that South Korea incremental cases
are declining,
however other countries are increasing
Page
54 of 206
3. Eastern-Mediterranean WHO region
Source: World Health Organization, team analysis

Asia (excl China) 2
Total cases >10,100
Total deaths >110
McKinsey & Company
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Current as of March 16, 2020

Progression varies widely among countries
Country

Status

China

>81,000
Cases

>3,200 ~4.0%
Deaths

Cases

>70
Deaths

~0.9%

Cases

>1,400
Deaths

~6.8%

Case Fatality2

US3

>1,600
Cases
1.
2.
3.

>40
Deaths

~2.4%
Case

Fatality2

New cases declined ~75% in
the last week with potential
decline or plateau1

Significant testing at facilities and in Hubei

Significant preparedness & rapid regulatory approval
process for tests
Rapid roll-out of diagnostics (e.g., diagnostic drivethrough)
Hospitalization available for lower-severity cases &
significant hospital coordination

~3,500 new cases on March
15th – the highest in the
world, corresponding to a
~180% increase in the
last week1

Efforts initially focused on Northern Italy, but efforts
now extend to the entire country, including
cancellations of larger gatherings

US cases are increasing daily,
however official reporting
may be lagging1

A national emergency was declared on March 13 with
Congress aiming to provide testing free of charge

Page 55 of 206
Number of new confirmed cases on March 15th compared to March 8th
Case Fatality calculated as ( total deaths) / (total cases) – this rate is evolving and dependent upon several factors, including number of suspected cases that are tested
WHO data is lagging news reports for the US; In the US, CDC & WHO reports >1,600 cases; NYTimes reports >3,600 cases

Source: WHO situation reports, US CDC, press search

Strict containment and quarantine
Construction of makeshift hospitals to increase
capacity

Case Fatality2

Italy

>21,100

New cases at low levels
throughout China

Case Fatality2

South Korea

>8,100

Recent Actions

Healthcare recruiting efforts due to strain
Schools closed nationwide

>29 states have declared emergency with a range of
actions including school closures, bans on large
gatherings and large-scale testing plans

McKinsey and Company
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Current as of March 16, 2020

Overall, ~20% of cases are estimated to be severe/critical, requiring
significant health capacity for testing and critical care infrastructure
Context
WHO estimates ~20% of COVID-19 cases are
severe (requiring oxygen) or critical
(requiring ventilation)

WHO estimated global
distribution by severity of symptoms
100%

This reflects a higher level of severity
compared to influenza for instance
At a country level, mild cases may go
undiagnosed

Mild

80%

Severe
Critical

15%

Higher severity
has potential to
overwhelm
hospital systems
given that these
cases may require
treatment

5%
2020

Page 56 of 206
Source: JAMA, WHO March 6 reports, JAMA, WSJ and associated press interviews with Italian physicians
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Current as of March 16, 2020

People 50+ in age are ~40-76% of diagnosed cases

As of data from Feb 11 in China and as of March 16 and 15 in South Korea and Italy* respectively
Total cases by country and age segment, Percent by age segment

Context
In all three countries, there is a significant
difference in the age distribution

Approximate age range1
0-19
20-49

100% =

There is only a small percentage of cases
found among the youngest populations (019) despite frequent contact with other
individuals (school, public transport)

50-69

6%

2%

24%

1%

70+
Undiagnosed

44%

52%

37%
42%

32%

38%

10%
Undiagnosed
(TBD)

12%
Undiagnosed
(TBD)

Undiagnosed
(TBD)

South Korea

China

Italy

~0.8-.9% fatalities

~2.3-4.0%

1. Italy reports age segments slightly differently than South Korea and China thus categories are rounded
2. Note - Data reported from ISS March 15 reports 7.2%, however latest deaths/ cases from WHO indicates this may be higher
2. Note - Data reported from China Feb 11 reports 2.3%, however latest deaths/cases from WHO indicate this may bePage
higher 57
Source: Korea CDC, China CDC, ISS Italian National Health Service

fatalities2

~4.3-7.2% fatalities2

of 206
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Current as of March 16, 2020

Case fatality rate data from three countries shows that older populations are
at greater risk overall
As of data from Feb 11 in China and as of March 16 and 15 in South Korea and Italy* respectively
Context

South Korea

Case fatality rate (%) by age segment

WHO has estimated
global case fatality rates
at 3.4%

China

Italy

20.2

Rates vary significantly
by age, co-morbidity,
health system strength
and other factors

14.8
12.5

8.0

9.3
6.8-7.2%
Avg Italy1

5.3
3.6 3.5
0 0 0

0 0.2 0

0 0.2 0

0-9

10-19

20-29

0.1 0.2 0.3 0.1 0.4 0.4 0.4

Age range

30-39

1. Note - data reported from China Feb 11 reports 2.3%, however latest deaths/cases from WHO indicate this may bePage
higher
Source: L’Istituto Superiore di Sanità (ISS) Italy, WHO, Korea CDC, China CDC

40-49

1.3 1.0 1.4

50-59

60-69

70-79

Fatalities may
lag incremental
case reporting

80+

2.3-4.0%
Avg China1
0.8-0.9% Avg
South Korea

58 of 206
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Current as of March 16, 2020

Scenario overview

The situation now

Epidemiological scenarios

COVID-19 has seen a consistent case
decline in countries that had
experienced rapid case growth early
(esp. China, South Korea)

Delayed Recovery

However, cases outside of Asia are
growing dramatically, driven primarily
by complexes in Europe and the
Middle East. The United States, while
it has confirmed only a limited number
of new cases, may experience a large
increase in cases once testing kits
become widely available

European and US case count growth
rises rapidly through mid-April

China and East Asian countries continue
their current recovery and control the
virus by late Q1 or early Q2 2020

Prolonged Contraction
China and East Asian face a surge of reinfection as they attempt to restart
economic activity
The virus is not seasonal with a mutated
virus resurging in the fall of 2020

Economic impacts
China and East Asian countries start
recovery but supply chains remain
impaired
US and Europe large-scale quarantines,
travel restrictions, and social distancing
drive drop-off in consumer spending and
business investment in 2020
China and East Asia experience doubledip slowdowns as the economic recovery
is derailed in 2020 and pushed into Q1
2021
The US and Europe experience demandside reductions in consumer and
business spending and deep recessions
in 2020

Page 60 of 206
Sources: World Health Organization Situation Reports, news reports, McKinsey analysis
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Current as of March 16, 2020

Delayed
recovery
The virus continues to
spread across the Middle
East, Europe and US until
mid Q2, when virus
seasonality combined
with a stronger public
health response drives
case load reduction

Epidemiological scenario

Economic impacts

European and US case count growth rises
rapidly through mid-April

China and East Asian countries start recovery
but supply chains remain impaired in much of Q2
and consumer spending subdued

Tests available, and extent of cases fully
discovered by mid-April; More aggressive
shutdowns and social distancing slows spread
New case counts peak by end April and declines
by June with stronger public health response
and seasonality of virus
Fall 2020 sees a resurgence of the virus.
Although countries have better public health
preparedness globally
Iran continues to be epicenter in Middle East;
South East and South Asia, Africa, and Latin
America are spared worst effects due to their
warm climates and young demographics
China and East Asian countries continue their
current recovery and control the virus by late Q1
or early Q2 2020

In US and Europe, large-scale quarantines, travel
restrictions, and social distancing drive drop-off
in consumer spending and subsequently
business investment in 2020
•

Layoffs drive unemployment rates higher

•

Corporate bankruptcies spike, putting
pressure on the banking/financial system

•

Monetary easing has limited impact with
already low rates and fiscal responses prove
insufficient and poorly timed

•

Self-reinforcing recession dynamics extend
GDP declines through Q3; recovery begins in
Q4

2020 Global GDP growth falls sharply, driven by
recessions in US and Europe and slower growth
in China and other Asian countries.

Page 61 of 206
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Current as of March 16, 2020

Prolonged
contraction
The virus spreads globally
without a seasonal
decline, creating a
demand shock that lasts
until Q2 2021. Health
systems are
overwhelmed in many
countries, especially the
poorest, with large-scale
human and economic
impact

Epidemiological scenario

Economic impacts

European and US public health measures deliver
initial containment of the virus only by early June

China and East Asia experience double-dip
slowdowns as the economic recovery is derailed
in 2020 and pushed into Q1 2021

The virus does not prove to be seasonal with a
mutated virus resurging in the fall of 2020,
leading to a spike in cases across geographies
throughout Q2
Restrictions on travel and quarantines in the US,
Europe, China, and East Asia are tightened
further in an attempt to stem the tide
Iran continues to be epicenter in Middle East;
South East and South Asia, Africa, and Latin
America are spared worst effects due to their
warm climates and young demographics
China and East Asian countries face a surge of
re-infection as a result of attempt to restart
economic activity

Page 62 of 206

The US and Europe experience demand-side
reductions in consumer and business spending
and deep recessions in 2020
•

Layoffs and bankruptcies in the most
affected sectors rise sharply throughout
2020, feeding into a self-reinforcing
downward spiral

•

Financial system distress is significant but a
full-scale banking crisis averted due to
better capitalization of banks and new
macro-prudential supervision in place

•

Fiscal and monetary policy responses prove
insufficient to break the headwinds

The global economic impact is severe, with
significant GDP contraction in most major
economies in 2020 and a slow-moving recovery
beginning in only Q2 2021
McKinsey & Company
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Potential impacts of COVID-19 on public sector transportation
globally
Detail follows

Summary of impacts
Revenues

A Fare

Large declines in ridership, particularly for commuter-focused systems (e.g.,
already seeing 90% declines as of March 17 in Metro North, 78% for MBTA)

Non-fare

Government funding sources may be impacted if connected to cyclical
sources (e.g., sales tax) in the face of a recession
Ancillary revenue (e.g., retail leases, advertising) likely have minimal effect in
short term, longer-term risk (e.g., ability for lease renewals)

Expenses

Operating
expenses
B
Capital
expenses

Labor

Likely fixed in the short-term (e.g., set by union agreements for large parts of
the work force)

Non-labor

Potential to change schedules to match demand (e.g., reduce peak service)
Multi-year projects likely have small impacts in short-term; need to watch out
for supply chain disruptions, labor force restrictions, and regulatory barriers
(e.g., ban on construction during quarantine period)
Page 64 of 206
McKinsey & Company
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A: Ridership has already fallen across transit
systems in Europe and the US
Reduction in ridership vs. last month or last year1

Commuter Rail
Heavy Rail

%
US

Metro North (NYC)
MBTA Boston
DC Metro
San Francisco BART
Long Island Rail Road (NYC)

Europe

Bus
Mixed

17 March

90

17 March

78

17 March

Ridership has fallen rapidly
in the US and Europe

70

17 March
70

17 March

MTA subway (NYC)

13 March

MTA Bus (NYC)

13 March

Seattle King County Metro Bus

13 March

Metro Madrid

17 March

RATP Paris

16 March

BVG Berlin2

17 March

Due to increased work from
home policies, commuterfocused systems are
affected particularly
strongly in the US

67

17 March

Severe effects on
public transit systems
ridership around the
globe

60
49
45

But all systems are
experiencing large declines
81
70

45

1. Data collection and accuracy may vary across transit systems – some might be based on ticket entry, others on samples and extrapolation
Page 65 of 206
2. Between 40-50%
Source: Press search
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A: And this decline has occurred quickly
Decline in ridership across systems starting the week of March 9th

Dramatic and rapid
decline

%
Mar 9 Mar 10 Mar 11 Mar 12 Mar 13 Mar 14 Mar 15 Mar 16 Mar 17 Mar 18
0
-10

-15
-19

-20
-30

-35

-40
-50
-60

-31
-48

-48

-49
-60
-67

-70

-70

-80

-78
-90

-90

Within a week, some of
the major transit
systems in the US have
experienced large
reductions in ridership

MTA Bus
MTA Subway
LIRR
BART SF
MBTA Boston
Metro North

-100
Page 66 of 206
Source: Press search
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A: Previously shocks affecting health and safety have had a “V” shape, with
ridership dropping 30-50%, then returning to near normal in 2-3 months
Impact of historical crises on urban transit ridership
Effect of safety crises – 9/11

Effect of health crises – SARS 2003
Average weekday ridership, Bay Area Rapid Transit (BART)

Average daily ridership, Taipei Metro

Average daily ridership, Taipei Metro

Monthly ridership, public transportation Hong Kong1

Monthly ridership, Port-Authority Trans-Hudson (PATH)

Pre-outbreak = 100

Pre-outbreak = 100

September 2001

110
105

105

100

100

95

95

90

90

85

85

80

80

75

75

70

70

65

65

Part of PATH did not
reopen till mid-2003

60

60

55

55
>50% drop in urban transit
in Bay Area post 9/11

50
45
40

-3

-2

-1

0

1

2

3

4

50
45
5

6

7

8

Months before/after 9/11

1.

Start of outbreak (April 2003)

110

Includes various modes of transportation, such as bus, rail, and ferry; does not include taxi

Source: Bay Area Rapid Transit, Taipei Metro, New York State Open Data (data.ny.gov), Hong Kong Census and Statistics Department

9

10

40

-3

-2

-1

0

1

2

3

4

5

6

7

8

9

10

Months before/after outbreak
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A: During the 2008/09 financial crisis, the drop in urban transit
ridership was lower – but with a significantly longer path to recovery
Impact of 2008/09 financial crisis on US urban transit1
By mode of transportation, average monthly ridership, in %
Heavy rail (subway)

Pre-outbreak = 100
115

Bus

Commuter rail

Crash of Lehman Brothers
(September 2008)

110

Feb 2009

Light rail

Unemployment rate

Unemployment rate
25
Feb 2010

Feb 2011

105

20

100
95

15

90
85
10

80
75

5

70
65
60

-8

-6

-4

-2

0

2

4

6

8

10 12 14 16 18 20 22 24 26 28 30 32 34 36 38 40

Financial crisis shows longterm impact
While seasonal cyclicality leads to
normal fluctuations in ridership, we
see a drop up to 20% across
systems (February 2010)
correlating with the peak of the
unemployment rate
The impact of the crisis is felt over
a longer period of time – both the
decline and the recovery are more
gradual than observed in safety or
health crises

0

Months before/after outbreak

1.

Includes New York, San Francisco, Washington DC, and Boston metro areas

Source: National Transit Database (NTD), Bureau of Labor Statistics (BLS)
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A: COVID-19 could lead to a
prolonged drop in ridership levels
Key takeaways

Potential scenarios for ridership development
during COVID-19 crisis

COVID-19 may combine the characteristics of health and economic
crises, resulting in both a sharp decline and slow recovery of
ridership levels

% of base level ridership (previous year)
Base case
Pessimistic - one breakout

Pre-outbreak = 100
100

xx%

Pessimistic - two breakouts

Decrease in
annualized
fare-based
revenue

March 2020

90

Revenues for the next year are projected to fall at least 50%, with
potential declines up to 70%; all scenarios point to severe
declines

Three scenarios

-60%

80

Base case

 Decline in ridership by 80% during outbreak
 ~3 months of extreme social distancing
 Economic fallout relatively small; initially slower but
then increasingly quick return to pre-crisis levels

Pessimistic –
one breakout

 Decline in ridership by 90% during outbreak
 ~5 months of extreme social distancing
 Economy picking up more slowly after restrictions are
lifted, returning to pre-crisis level after 10 months

Pessimistic –
two
breakouts

 Decline in ridership by 90% during outbreak
 Two periods of ~3 months of extreme social
distancing each to mitigate second outbreak
 Returning only to 80% of pre-crisis levels after 10
months

-50%

70

-70%

60
50
40
30
20
10
0

-1

0

1

2

3

4

5

6

7

8

9

10

11
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A: Current and past crisis data, as well as new COVID-19 research,
have informed our assumptions for different ridership scenarios
Sources of insight

Key takeaways

Implication for assumptions

Current ridership data

Many systems already experiencing
declines of 80-90%, pointing to the
likelihood of deep troughs in ridership

Base case scenario: 80% drop in ridership

Historic ridership data
during safety, health,
and financial crises

Safety and health crises (with high risk
and fear factor) led to a deep decline in
ridership, but with a fast recovery

Although COVID-19 started as a health
crisis, it is increasingly also an economic
crisis

Financial crisis led to more shallow
decline, with longer recovery to pre-crisis
levels

Scenarios therefore assume both a sharp
immediate decline (seen in safety/health
crises) as well as a long duration (seen in
financial crisis)

Current research on
development of
COVID-19

Government interventions (e.g., promotion
of social distancing) may last 3-5 months

Different scenarios include ridership trough
lasting 3 – 5 months

If interventions are not timed or executed
appropriately, a second wave of infections
might ensue after an initial period of social
distancing

Worst case scenario includes assumption
that interventions are discontinued too soon,
leading to second wave of infections and
another drop in ridership

More pessimistic scenario: 90% drop in
ridership

Page 70 of 206
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B: Transit agencies are beginning to reduce service
to meet reduced passenger demand

1.

Agency

Policy

Effective

MARC (Maryland)

Operate on a reduced schedule – Schedule R
with a few extra trains

March 17

50

VRE (Virginia)

“S” schedule on each of its two lines and cut
the number of trains in half

March 17

50

Paris Metro (RATP)

Reduced service according to its traffic
forecasts that 50% of the trains will run

March 16

50

MBTA (Boston)

Saturday schedule with enhanced service and
greater reductions for specific lines

March 17

40

Amtrak

We will be operating approximately 40% of
typical weekday Northeast Corridor schedules

March 17

40

WMATA
(Washington, DC)

Trains will run every 15 minutes instead of 8
minutes during peak

March 17

London
Underground1

Up to 40 stations closed and reduced service
designed to allow only essential journeys

March 19

SEPTA
(Philadelphia)

Two-week service reduction, a schedule
typically put into effect during severe weather

March 16

Santa Rosa CityBus

Modified version of Saturday schedule with
normal Paratransit service

March 18

Preliminary estimate.

Source: Press search

% Service reduction

35
30

Transit agencies across all
modes of service are starting
to make policy changes to
reduce service levels by as
much as 50%
The greatest reductions are
seen in the heavy commuter
lines
Paratransit appears to be
operating at a normal
schedule

25
25

Page 71 of 206
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B: But reducing service will likely not reduce
opex significantly; 82-90% may be unaffected
Opex breakdown into addressable and nonaddressable
% of total Opex, 2018

Annual Opex
Spend
3

Non-addressable

Addressable
Other2

Labor1

77

NYC MTA

WMATA (Wash DC)
LA Metro
Boston (MBTA)

9

1,861

66

26

8

1,777

6

1,495

44

44
71

SF (BART)

71

12
13
19
14

68
44

22
42

1,432

11

1,265

15
10

756

11

737
666

15

467

10

284

14

Non-addressable labor includes: salaries and wages, fringe benefits, and paid absences.
Non-addressable other includes: casualty and liability costs, taxes and costs related to general administration
Page
Adressable includes: service costs and contracts, fuel and materials, supplies and utilities

Source: FTA National Transit Database

1,482

18

46

NYC MTA Bus

San Diego

12

72

Atlanta (MARTA)

2,170

16
22

77

NYC MTA - Metro North

8,415

10

69

70

Chicago (CTA)

1.
2.
3.

22

50

NYC MTA - LIRR

Maryland Transit (MTA)

13

62

NJ Transit

2018 $, Millions

Implications:
Addressing Opex spend through
service cuts without addressing labor
spend in some way will have a
meaningful, albeit small, impact on
overall budgets

Key questions for potentially
making non-addressable into
addressable costs:
What provisions exist within labor
contracts to adjust job descriptions?
How can employee hours be redirected
to more productive work (e.g.,
professional development, janitorial)?
How can transit agency leaders come
together to talk about the learnings and
needs?

72 of 206
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B: Reducing service by 25% can save 1-4% of
operating expenses…
Total monthly savings from reducing addressable
Opex by 25% service reduction

% of total Opex
recouped

2018 $, Millions
17.5

NYC MTA
3.3

2

LA Metro

3.0

2

1.9

1
5.5

NYC MTA - LIRR
3.2

Chicago (CTA)

4
3

3.9

NYC MTA - Metro North

4

Maryland Transit (MTA)

1.6

3

NYC MTA Bus

1.6

3

SF (BART)

2.1

Atlanta (MARTA)

1.0

San Diego

0.8

Right-sizing strategies
include:

4

WMATA (Wash DC)
Boston (MBTA)

1.

3

7.3

NJ Transit

Reducing service by rightsizing capacity can cut
operating expenses by 1-4%

4
2
3

 Reducing peak frequencies to
off-peak frequencies
 Operating on a weekend or
holiday schedule
 Shutting down specific lines
and/or stations

Vulnerable populations and
essential travel are
important to consider when
making decisions

Page 73 of and
206utilities.
All addressable costs reduced by 25%. Addressable costs include: service costs and contracts, fuel and materials/supplies,

Source: FTA National Transit Database
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B: … and could still result in a significant fiscal gap of about $5-7 billion
for the 6 largest US transit agencies alone, for the next year
Remaining annual fiscal gap after service cuts

Cost savings

2018 $, Millions

Pessemistic - one breakout
Pessemistic - two breakouts

Base case
211

NYC MTA Subway

2,232

3,258

88

NJ Transit

487
NYC MTA - Metro North

47

Boston (MBTA)
Chicago (CTA)

371

541

370

541

66

NYC MTA - LIRR
WMATA (Wash DC)

40
335

489

330

482

22
38
278

SF (BART)

All fare box revenues reduced by scenarios described on page 11.

Source: FTA National Transit Database

406

25
241

1.

711

352

% Total Opex
recouped

% Revenue
recouped

~3%

7-9%

~4%

13-18%

~4%

9-13%

~4%

13-18%

~2%

8-12%

~1%

5-7%

~3%

10-14%

~4%

7-10%
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Transit agencies will be faced with major questions, over three
horizons, as the COVID-19 situation progresses

1. Focus on emergency
operational response
How do agencies secure the health
and safety of customers, front-line
and back office employees (e.g.,
training on safety procedures,
adequate PPE for personnel)?
What is the best communications
strategy to update customers on
key changes?

2. Assess potential future
scenarios
What new service patterns need to
be implemented based on ridership
scenarios and public safety needs?

3. Plan to emerge stronger
Is it possible to accelerate certain
capital projects when safety of
workers is ensured?
What are future workforce needs?

How do agencies identify critical
employees and incorporate agility
into a workforce planning?

Can agencies institute new fare and
ancillary revenue strategies to
recoup loses?

How do agencies assess supply
chain impacts (e.g., sustained PPE
for 6-12 months)?

Is there potential to pilot strategies
for the Future of Mobility?

What are the financial impacts and
how can agencies prepare for
stimulus?

0. Set up a nerve-center now to coordinate responses over all horizons
Page 76 of 206
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Having a crisis nerve center can play a
crucial role in managing COVID-19
responses
When setting up a nerve center, consider four key
actions:

Crisis nerve centers can help in situations with three
determining features:
 A disruption or crisis requires immediate attention. It
may have arrived or be imminent
 The situation is novel due to the nature or scale of the
threat, which distinguishes it from a “routine
emergency”
 The disruption is unfolding faster than the
organization can understand or interpret using the
usual approaches, such as an extensive strategic
study

Discover an accurate view of the situation through
multisource “listening posts,” assess how it might
evolve, and derive implications for the organization
Design a trigger-based portfolio of actions—
immediate and strategic—with a pragmatic operating
model to develop detailed plans and act on them
Decide on strategic actions quickly after stress-testing
of hypotheses and alternatives, ensuring adherence to
company and societal values

COVID-19 fits these criteria, so a nerve center may help
organizations quickly assess the situation and consider
and choose plans of action, and execute those plans.

Deliver in a disciplined, efficient way, keeping
sufficient flexibility to adapt to the changing landscape
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Horizon 1: Example nerve center for a pandemic response
Executive team

Scenarios

Overall guidelines/ policies

Leadership team

Issue map

Guides for frontline managers

Medical | Security | Response lead

Open cadence

Medical advisory council

Customer safety
and operations
Customer safety and
security

Workforce
management
Employee safety and
security

Crisis Nerve Center PMO

Capital program
Reprioritization of capital
improvement plan

Customer communication Employee communication Financing
Demand management/
modified service
Infrastructure
maintenance

Workforce plan (modified
service, potential
absenteeism etc.)
Contingency plan

Financial impact

Technology

Financial stress-testing

Work from home
execution/ infra

Scenario development
(different levels of
workforce, ridership,
modified service etc.)
Assessment of funding
needs

Building management
Supplier and partner
management

Special employee
segment management
(e.g., where WFH not
possible)
Additional deployment of
technology (e.g.
disinfection)

Regulatory
Regulatory alignment
3rd party comms (e.g., to
partners) as required
Cooperation with
government and public
health agencies (e.g. for
data access and
monitoring)
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Horizon 2: Examples of practices on customer safety and
operations (1/2)
Not exhaustive

Area

Practice description

Examples of transit
systems implementing
the practice

Rolling stock
and fleet

Frequency of passenger car disinfection increased from two to four times daily; chlorine-based and ammonia-based
(0.5%) cleaners used for disinfection

Shanghai; Seoul; Nanjing;
Taipei; Beijing

Deploy robots for additional in-depth cleaning of trains (and stations), to reach small gaps that human hands would not by
spraying a hydrogen peroxide solution on surfaces; will also be used to decontaminate areas if a case has been confirmed

Hong Kong

Suspension of ticket checking activities

Berlin

Work with health department, relevant government agencies, and other transit organizations to access data of positive
cases; track any movements on public transport and conduct immediate special cleaning

Washington DC

Disinfection at the stations (escalator handrails, elevator buttons, ticket vending machines) every one to four hours or once
a day depending on the passenger flow. Manually, sodium hypochlorite solution (1 to 99), for elevator touch buttons –
75% alcohol solution

Shanghai; Singapore; Hong Kong;
Shenzhen; Seoul; Taipei; Beijing;
Boston

Stations where cases of the disease have been identified continue disinfection procedures non-stop, with a more
concentrated sodium hypochlorite solution (1 to 49) used

Hong Kong

All stations are equipped with single-use face masks and hand disinfectants for personnel and passengers / alcohol
wipes are handed out to passengers; installation of hand sanitizer dispensers at all stations

Seoul / Madrid; San Francisco

Disinfection of transportation cards

Seoul

Temperature screening of passengers, at the entrance to the station. Plans to install non-contact temperature sensors
(Beijing)

Shanghai; Nanjing; Shenzhen; Beijing

Introduction of special trash handling procedures : special trash cans for used handkerchiefs and medical face masks,
increased frequency of trash removal from the stations, a ban to piling open bags

Singapore; Shenzhen

Stations
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Horizon 2: Examples of practices on customer safety and
operations (2/2)
Not exhaustive

Examples of transit
systems implementing
the practice

Area

Practice description

Ventilation

In public areas and the station tunnel, 22 hour ventilation on a daily basis; continuous passenger car ventilation when the
train is moving, with maximum ventilation volume

Beijing

Ventilation system disinfection and filter replacement – twice a week

Shanghai

Train ventilation with doors open on both sides (once per shift)

Nanjing

Train ventilation with at least 2 windows open in every train carriage to force air through faster and reduce airborne
contamination

Tokyo

Stakeholders

Collaboration with alternative modes (e.g., taxi, rideshare, paratransit) to ensure alignment to best practice on employee
and customer safety, including masks available for employees, temperature screen conducted within premises of taxi
operators

…

Passenger
communication

On-screen communication in passenger cars on travel safety, such as hand washing and mask use

Shenzhen; Hong Kong; Seoul

Communication on metro safety, with cleaning reports and procedures

Shenzhen

Communication on epidemic prevention and control via advertising boards, sites, social media, digital screens and
announcements at the stations and in passenger cars

Shenzhen; Taipei; Berlin, Boston
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Horizon 2: Examples of workforce management practices
For all employees, consider creation of “A and B teams” for mission critical roles
Area

Practice description

Examples of transit
systems implementing
the practice

Front-line
protection

All front-line personnel on duty, including station personnel, train drivers, etc., must use medical masks and check their
temperature before start of work, and must periodically wear gloves

Shanghai; Seoul; Nanjing;
Taipei; Beijing

All passenger service personnel are provided with antibacterial spray

Seoul; Lisbon; London

Guidelines developed for the personnel (hand disinfection, use of masks, management communication in case of any
signs of the disease, improved personal hygiene)

Singapore; Seoul; London; Boston

All commercial lessees are required to follow identical procedures, in the event of failure to comply the sales outlet they are
closed

Hong Kong

Reduce customer touch points with staff (e.g. encourage more ticket machine/app usage, reduced ticket checking in person)

New Jersey

Develop a plan to avoid cross contamination (e.g., ticket collectors, handling of cash), e.g. by using gloves at all times

…

Monitor absenteeism across workforce to quickly detect any significant change in employees illness patterns

Washington DC

Disinfection, one to three times a day, of ground offices and production premises

Singapore; Beijing

Large-scale meetings and events control, premises disinfection in case of emergency

Beijing; Boston

Develop protocol for back office employees to work from home (WFH)

…

Explain rationale for WFH for back office vs front-line employees and the wider public health implications

…

Communicate recommendations for personnel to improve personal hygiene practices and provisions in case of sickness

Boston; San Francisco

Staff training and protocols on how to engage with all passengers
/ sick
Page
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Not exhaustive

Office worker
protections

Employee
communication
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Horizon 2: There are a number of actions to consider in assessing
potential future scenarios
Actions to consider
Not Exhaustive

Customer safety and
operations
 Implement new service
patterns based on ridership
scenarios being down 50 –
70%
 Conduct workforce
modelling on impact of
working from home and
school closures impact on
network ridership
 Determine supply chain
exposure and mitigation
plan
 Develop communication
strategy to inform riders as
operating models and safety
notices are adapted

Workforce management

 Determine critical
employees (e.g., network
control), develop
contingency plans for their
sickness, and liaise with
health authorities to prioritize
testing approach
 Produce a workforce plan
that considers the new
service patterns
 Reassess safety procedures
and revise guidelines to
ensure worker safety as
service levels are adapted
 Assess current workforce
policies and determine
revisions needed

Capital program

 Take stock of current
capital program, noting
local regulations (e.g., stopwork orders) to understand
what projects need to stop
and their knock-on effect on
scheduled capital spend
 Reprioritize capital
program based on the
ability to perform work under
the new service patterns
and available workforce

Financial impacts

 Understand the longterm financial impacts,
including the impact of
additional expenses from
our response, declining
revenue, and high fixed
costs
 Prepare for stimulus
and create a plan for
allocating stimulus funds
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Not Exhaustive

Actions to consider
Customer safety and operations

Horizon 3:
Applying
lessons
learned from
COVID-19 can
enable
agencies to
emerge
stronger and
more resilient

 Engage proactively with community
to build customer loyalty and regain
ridership
 Pilot and re-think strategies for the
Future of Mobility (e.g., shared,
autonomous, connected)

Workforce management

 Adapt to future workforce needs
and build agility into the workforce
plan
 Develop virtual programs to reskill
employees, and recruitment
strategy (e.g., through cycle hiring)

Capital program

Financial impacts

 Accelerate capital projects where
appropriate based on a reprioritized
program (e.g., maintenance,
sustaining capex, new projects that
require significant service
disruptions)

 Institute new fare and ancillary
revenue strategies to help recover
lost revenue
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KEY CONSIDERATIONS IN TRANSITIONING TO THE NEW NORMAL
–– The highest priority for public transport during
Stage 2 – Transition will be to maintain the
safety of drivers, the frontline workforce and
passengers. Measures such as the removal of
cash fares, rear-door boarding, use of Personal
Protective Equipment (PPE) and increased cleaning
will continue to play an important role for some
time.

–– Operational considerations are important for
passenger behaviour at stops, stations and on
vehicles and promoting compliance. Changes to
boarding and alighting locations, one-way flows,
floor markings and additional operational staff
may be required. Timetabling may need to be
adjusted to account for longer passenger loading
and unloading times.

–– COVID-19 will have changed many people’s
attitudes towards using public transport and
their associated behaviours. Understanding how,
where, when and why people will want to travel
in future will be fundamental in planning for an
effective economic recovery, where people feel safe
using public transport.

–– Stage 2 – Transition approaches will need to be
adaptable and flexible, to respond rapidly as travel
patterns and public health advice changes, based on
up-to-date travel and health data.

–– Three transition scenarios with varying degrees of
distancing were assessed. They may require public
transport to operate at most between 30% and
50% of total capacity, with specific issues for
different modes.
–– In busy metropolitan areas which currently
operate with standing room only at peak times,
both demand and supply side measures will
be needed during Stage 2 – Transition. This
could include: staged return of the workforce (e.g.
A, B and C teams), peak spreading, promoting a
shift to active transport supported by additional
infrastructure and a targeted increase in public
transport services.

–– There are many unknowns and questions over
how COVID19 will impact the wider future of
our transport systems. The huge changes seen in
recent months offer an opportunity to re-evaluate
and re-prioritise. Congestion and emissions
have reduced, people have more time with their
families and are engaging more with their local
places and communities. There is great potential to
lock in these benefits, so some good comes from
the challenging situations which COVID-19 has
created.
–– It is critical that people feel safe returning to
public transport, so that it remains at the heart of
transport systems that create successful cities and
thriving places.
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1. INTRODUCTION
Developed for the Australian context, this Whitepaper builds on our earlier work in North America - COVID-19
Transit Operations, Public Transit Responses to Coronavirus Situation (March 2020), which sets out the impact
of the pandemic on transit operators (particularly in North America), and their responses, with a focus on
modifications to services and cleaning procedures. These responses are very much applicable to Australian cities
and others around the globe, as we implement measures to control the spread of COVID-19.
In the medium term, as cases become controlled, we know there will be a return to a new kind of ‘normal’. The
purpose of this Whitepaper is to help inform discussions and guide decisions on the role and operation of public
transport to support the recovery of Australian city functions once isolation and physical distancing measures
can be progressively relaxed. By leveraging the collective work of WSP teams around the world, we have created a
framework for assessing the capacity of different modes of public transport under various recovery scenarios. This
will help to ensure that public transport remains a critical part of the transport system, supporting successful cities
and thriving places.
Although this Whitepaper has been developed in the Australian context, the capacity calculations and analysis
framework are applicable to public transport systems globally.
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COVID-19 BACKGROUND AND CONTEXT
COVID-19 is an infectious disease that is caused by the
novel coronavirus strain of Severe Acute Respiratory
Syndrome Corona Virus 2 (SARS-CoV-2). This disease
was initially identified in December 2019 in Wuhan,
China and has since spread globally to over 210
countries in the beginning of 2020. The World Health
Organization (WHO) declared the spread of COVID-19
as a pandemic on 11 March 2020.
–– COVID-19 symptoms can appear to be similar to
the common cold or flu. Reported illnesses have
ranged from mild symptoms to severe illness and
death. These symptoms may appear 2-14 days after
exposure. Symptoms include fever, cough, shortness
of breath and possibility of pneumonia in both
lungs.
–– The virus is thought to spread mainly from person
to person between people who are in close contact
with one another (within 1.5 – 2 metres) through
respiratory droplets produced when an infected
person coughs or sneezes, which enter people’s
bodies via the mouth or nose. This can happen
directly, or via touching contaminated surfaces.
–– COVID-19 transmission continues to proliferate
with a rapid global increase in the reported number
of cases.

Public transportation systems are critical to ensure
access to essential goods and services, particularly for
those who cannot travel by other modes. However,
they are also considered a high-risk environment for
the spread of COVID-19 due to a number of factors,
including:
–– Large volume of individuals confined to shared
common space for extended periods, with limited
ventilation.
–– User groups of public transport include the elderly
and individuals with mobility impairments, who are
at high risk from the virus.
–– Numbers of surfaces which many people will
touch, which can lead to the spread of the virus
(e.g. handrails, doors, buttons, straps, farebox, ticket
kiosks, etc.).
–– No control or method of pre-screening individuals
before boarding public transport.
Our previous Whitepaper provided recommendations
for immediate public transport operations to address
these issues, to support the safe continuation of transit
services.

In response, countries have introduced mitigation
strategies, including quarantine of infected and highrisk patients; encouraged self-isolation; ‘physical
distancing’ measures; closure of ‘non-essential’ services;
increased hand-washing and improved hygiene
and cleaning practices. In Australia, people who
are travelling outside their homes have been told to
maintain a distance of 1.5m from all other people who
are not part of their household.
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IMPACT ON PUBLIC TRANSPORT
Continuation of public transport is critical to connect
people to jobs, home, schools and essential services,
particularly for those who cannot travel by other
modes. However, the need for both physical distancing
and measures to ensure driver safety impacts the
capacity of those services.
As expected, given the Australian Government advice
to limit non-essential travel, both public transport

ridership and private motor vehicle travel have
substantially decreased in the wake of the global
pandemic. As Figure 1 shows, public transport usage
across Australia started decreasing sharply and
steadily in mid-March 2020 as COVID-19 cases rose
and governments introduced strict travel restrictions1.
Since early April 2020, public transport usage is
resting at about 80% less daily usage compared to
January 2020.

Figure 1 Change in public transport usage in Australia between 15 January and 14 April 2020

Sources Moovit, www.moovit.com, Moovit’s app usage of the previous 7 days in each city compared to a typical week before the outbreak began
(the week prior to 15 January). COVID-19 Dashboard by the Centre for Systems Science and Engineering (CSSE) at John Hopkins University (JHU)
The increase in travel between the 15 January baseline and early March reflects the geographical context of Australia, where school and summer holiday periods
fall in January and cause lower volumes of travel, particularly for work purposes.

1
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IMPACT ON PUBLIC TRANSPORT
As cities begin to recover from COVID-19, patronage
numbers are likely to once again increase. It is essential
for our cities and places that public transport remains
the backbone of the transport system. Post COVID-19,
there could be significant changes to travel behaviours.
Policy makers have the opportunity to lock in the
benefits from some positive habits, such as home
working and video-conferencing, that reduce the need

to travel. However, other changes, such as a reliance on
single occupancy car trips as a way to avoid contact
with others, could potentially lead to a significant
increase in congestion in the short term. Public
transport services and capacity levels must be proactively planned to support and encourage passengers
to return in a progressive and safe manner.
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PAPER OUTLINE
The progression of and recovery from COVID-19 will
occur in stages, which can be outlined as follows from a
public transport supply perspective:
–– Stage 0 - Pre-COVID-19: Previous travel patterns
prior to COVID-19.
–– Stage 1 - Lockdown: The situation as of April
2020 across Australian States and Territories with
physical distancing measures, restrictions on activity,
and business closures. There has been a substantial
reduction in public transport patronage, with people
only using it for essential journeys. Services are
largely running at the same frequencies as in Stage
0 to allow distancing to be maintained. Additional
safety measures are in place to protect drivers and
passengers (e.g. rear boarding and alighting only).
–– Stage 2 - Transition: Restrictions on travel will
be progressively eased. Shops and most businesses
will begin to reopen, supporting safe societal and
economic recovery. Prior to widescale immunity,
there will still be a range of precautions in place
and close monitoring to ensure that COVID-19 does
not return. People will gradually return to public
transport, provided it is safe to do so and they
feel confident that any risks have been mitigated.
Transition will take place over different time
periods in different places. Progressive relaxation
of restrictions, careful monitoring and responsive
management of public transport services will be
important to endure a secondary outbreak of the
virus is avoided. Once there is sufficient population
immunity or the virus is eliminated, restrictions can
be lifted (Stage 3).

This paper is focused on Stage 2, transition.
We consider the supply side implications for public
transport provision, rather than an assessment of
returning demand for travel. At this stage, the mediumand longer-term impacts of COVID-19 on travel
demand are unclear. Cities which recovered from the
SARS virus showed a return to close to previous travel
levels. Interventions such as updates to government
health and transport policy, the decisions of business
leaders, and priorities of individuals mean there is
the potential for this demand to be very different in
various jurisdictions. There are opportunities to make
interventions now which can have lasting positive
impacts on the future of travel and our cities.
We recommend decision makers base public transport
provision for the transition phase on understanding
human behaviour and capacity considerations, whilst
remaining adaptable to scaling and adapting service
patterns as demand increases and changes. Some
principles can be borrowed from planning public
transport for special events and civic celebrations with
unconstrained and sometimes unpredictable demand
(i.e. non-ticketed events).
Section 2 will explore what the capacity impacts of
different physical distancing measures for different
modes of transport. Section 3 will apply these
capacity assessments to public transport networks
in a capital city (4.7m. population) and a regional city
(0.5m population) in New South Wales, Australia.
Section 4 discusses what this may mean for our cities
and highlights some important wider issues to be
considered. Section 5 provides some conclusions.

–– Stage 3 - New normal: COVID19 is no longer
a major concern. This may come about through
various ‘end game’ approaches which will vary
internationally (e.g. eradication or immunity).
Travel patterns will likely have changed from Stage
0 due to behaviour changes associated with societal
shifts which happened in previous stages. The new
normal will take different forms across places and
transport modes.
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2. PUBLIC TRANSPORT CAPACITY DURING TRANSITION
Currently, governments around the world are
imposing ‘social’ distancing’2 restrictions in response
to COVID-19. While in most cases these restrictions
do not apply specifically to public transport modes,
the principles and the need for distancing during the
pandemic and subsequent recovery can form a basis
for understanding impacts on capacity.
As the medical needs for distancing may diminish
over time, peoples’ previous travel behaviours are
likely to change for numerous reasons, including
their experience of distancing in a pandemic and
fear of contracting COVID-19. These changes are
likely to be psychological, physical and technological
in nature. For example, the abundance of caution
relating to the close proximity to others may affect

2

future travel choices towards personalised modes.
This may also physically move people away from
public transport modes to personal modes of
transport. A continued uptake of active modes such
as walking, running and cycling would offer positive
health and environment benefits, whereas an increase
in private car trips could lead to increased congestion
on road networks. Additionally, there have been rapid
updates and take-up of new technologies which have
now increasingly become mainstream (e.g. multiple
person video conferencing), as well as increased
support for working from home, which may result in
less need to travel. These changes are likely to impact
every facet of how the community congregated in
public spaces and previously used public transport.

Within this paper we use the term ‘distancing’ rather than social distancing, to reflect the physical distancing between people.
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TRANSITION SCENARIOS FOR PUBLIC TRANSPORT
To understand the likely impact of the transition stage on public transport capacity, three scenarios have been
identified which consider varying levels of physical distancing. Scenario 1 is based on Australian Commonwealth
Government guidance as of 24 April 2020, with progressive relaxation of requirements in Scenarios 2 and 3.

Scenario 1

Scenario 2

Scenario 3

Strict distancing:

Moderate distancing:

Relaxed distancing:

1.5m between people.
No standing.

No person sitting directly
next to, behind, or diagonally
across from another. At least
1m distance between people.

Allows for a gap between
people on each seat row and
at least 1m distance between
people facing one another.

An additional scenario of one person per four
square metres in line with Australian Government
restrictions in enclosed spaces was considered.
However, this had substantial capacity impacts and
was determined to be difficult to control and manage
in the public transport context.
All the scenarios outlined above could be enforced
through in-vehicle markings and taping as required.
Scenario 3 would involve some level of standing on
all modes. It should be noted that standing passengers
will need to hold onto supports and handrails for
safety, so will need to have high levels of confidence
that these items are being regularly cleaned and may
want increased access to hand sanitisers provided on
their trip.
These scenarios also reflect the potential stages of a
post COVID-19 period and reflective of likely human
behaviours towards public transport use. While the
full effects of the social and behavioural aspects of the
pandemic are still emerging, it is likely that a period
of uncertainty in relation to ongoing transmission
will affect people’s behaviours and decision-making.

If the virus is confirmed as eradicated locally within
island countries such as Australia and New Zealand,
there is potential for relatively rapid progression
through these scenarios, followed by a return to
Stage 3 new normal without distancing restrictions
on public transport. This is not included as a
separate scenario as it would likely involve some
of the scenarios outlined as a precaution while
testing confirms eradication, followed by a lifting
of all distancing restrictions on public transport.
Operational considerations around driver safety,
platform, station and stop management, passenger
behaviour and so on are discussed in Section 4.
As well as customer safety, ensuring safety of the
frontline workforce is critical, to minimise their
exposure to the virus. Physical distancing measures
can be used to protect staff, including driver shields
to separate drivers from customers and changes to
boarding and alighting arrangements. These are a
matter of urgency and should continue until Stage 3 –
new normal. Operational considerations around staff
safety are discussed in more detail in Section 4.
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VEHICLE CAPACITY ANALYSIS BY MODE
The following pages and figures depict floor plans
for various public transport modes from different
Australian capital cities and how capacity would be
reduced in each of the scenarios. While these are based
on one specific type of vehicle for each mode as an
illustration, the percentage reduction in capacity is
likely to be similar across vehicle types used in other

cities, in Australia and internationally. This consistentformat approach provides an analysis framework to
understand the capacity and network implications of
an extended period of distancing during the COVID-19
transition period. In all examples, we have allowed
appropriate distances for minimal interaction with
operators to ensure workforce safety.
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BUS
Bus services form the cornerstone of most public
transport networks around Australia and the globe. For
example, Brisbane buses transported over 117 million
people in 2018/19 and passenger numbers have shown
continued growth since 2016. In restricted capacity and
operation, buses will be significantly constrained due to

their limited floorspace and tight seating arrangements
compared to other public transport modes. To ensure
operator safety, the front doors would be closed with
rear-door loading and unloading only. A calculation of
bus passenger numbers by scenario is shown below.

SCENARIO 1 - STRICT DISTANCING
Storage

No
standing
area

Storage

SCENARIO 2 - MODERATE DISTANCING
Storage

No
standing
area

Storage

SCENARIO 3: RELAXED DISTANCING
Storage

No
standing
area

Storage

Figure 2 Brisbane Bus – capacity diagrams by scenario3

3

Notes: Layout is based on Scania K310 operating in Brisbane

People seated / standing
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BUS
Distancing measures significantly constrain capacity
on bus services. This is mainly due to their narrowness
and close seating which restricts the ability for physical
distancing between passengers, particularly on raised
seating areas at the rear of the vehicles. In the example

shown, total capacity (seating and standing) is reduced
to between 9% and 28% across the scenarios. This is
due in part to the larger number of permitted standees
which varies within other jurisdictions.

TOTAL
PASSENGERS

% OF SEATED
CAPACITY

% OF TOTAL
CAPACITY

Scenario 1 – Strict Distancing

9

16%

9%

Scenario 2 – Moderate Distancing

17

32%

17%

Scenario 3 – Relaxed Distancing

28

53%

28%

Seated capacity

53

-

54%

Total (seated and standing) capacity

98

-

100%

Table 1 Brisbane Bus – capacity summary by scenario

BUS DESIGN
Trains and light rail vehicles are operated with isolated
driver compartments. However, transit buses use split
door or open space for the driver area. This is to allow
for bus drivers to interact with passengers as part of
the fare collection and customer service helping clients
with various activities like navigating the system and
locking mobility devices. As a result of COVID-19, this
interaction has been limited with rear boarding and
driver distancing for safety reasons.

Many agencies across the globe are introducing
temporary driver barriers and compartments. In the
next generation of vehicle specifications, manufacturers
and transport operators may have an increased focus
on specifying more enclosed driver areas, to improve
resilience in case of any future public health events.
Other hygiene considerations include using copper
based or stainless-steel stanchions, rather than plastic,
and alternative seating materials.
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TRAM/LIGHT RAIL
Trams and light rail services have been a feature
of Australian cities for over 100 years. While well
established in Melbourne, light rail services have
recently been introduced in Canberra, Sydney,
and Newcastle.
A major feature of modern trams is the reduction
in seating capacity in favour of additional standing
room to provide for greater overall capacity. As such,

restrictions, and/or natural human behaviour which
results in increased distance between customers,
is likely to be felt more greatly on these services. A
calculation of tram / light rail passenger numbers by
scenario is shown below. The following example is
based on trams operating in Melbourne, which has
the most extensive network in the world and carried
over 200 million passengers in 2018-194.

SCENARIO 1 - STRICT DISTANCING

SCENARIO 2 - MODERATE DISTANCING

SCENARIO 3: RELAXED DISTANCING

Figure 3 Melbourne Tram – capacity diagram by scenario5

4
5

Yarra Trams Annual Report, 2019
Notes : Layout is based on Yarra Tram operated D1 Combino
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TRAM/LIGHT RAIL
In the example shown, trams experience a significant reduction in capacity on all scenarios. This is particularly
of note in scenario 1 where standing capacity is completely removed, which results in an immediate reduction in
over 60% of available capacity.

TOTAL PASSENGERS

% OF SEATING / TOTAL CAPACITY

Scenario 1 – Strict Distancing

12

38% / 13%

Scenario 2 – Moderate Distancing

24

75% / 27%

Scenario 3 – Relaxed Distancing

26

81% / 29%

Seated capacity

32

100% / 36%

Total (seated and standing) capacity

90

100% / 100%

Table 2 Melbourne Tram - capacity summary by scenario
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TRAIN
Trains traditionally have the highest capacity of all
public transport modes and benefit from large seating
and vestibule areas for standing. In Sydney, trains
form a key component of the city’s transport network.
On an average weekday morning, Sydney train peak

demand equates to an average of 125% seated capacity
through the central CBD, and each train moves as
many as 1,060 people. This equates to over 2 people
per square metre. A calculation of train passenger
numbers by scenario is shown below.

SCENARIO 1 - STRICT DISTANCING

SCENARIO 2 - MODERATE DISTANCING

Figure 4 Sydney Train - capacity diagrams by scenario6

People seated / standing

Notes : Layout is based on Sydney Train Waratah 1 train. An 8-car set would repeat the configurations above to provide full capacity for each train. In additional,
the centre sections highlighted in grey are double-decker. As such passengers in these sections are counted twice. All figures provided in the summary table are
within a full 8-car set.

6
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TRAIN

SCENARIO 3: RELAXED DISTANCING

Figure 4 cont. Sydney Train - capacity diagrams by scenario

People seated / standing

Even for Scenario 3 – relaxed distancing, capacity is
significantly reduced on Sydney Train services with
capacity running at around 50% compared to normal
total (seating and standing) capacity. Whilst this is based
on conservative restrictions, it is likely to align with
initial passenger reaction to travel on public transport
and concerns around close contact with fellow

passengers. The seating pattern in Scenario 3 is similar
to the approach taken by a number of large commercial
airlines internationally, who have stopped allowing
passengers to book ‘middle seats’ on their flights, unless
part of a family group, and not allowing passengers to
sit near seats for crew members7.

TRAILER
DRIVER
CARRIAGE (X2)

TRAILER
CARRIAGE (X2)

MOTOR
CARRIAGE (X4)

TOTAL
PASSENGERS

% OF SEATING/
TOTAL
CAPACITY

Scenario 1 – Strict Distancing

52

56

128

236

26%/20%

Scenario 2 – Moderate Distancing

76

80

184

340

38%/28%

Scenario 3 – Relaxed Distancing

136

140

304

540

65%/48%

Seated capacity

202

220

472

894

100%/74%

Total capacity (seated +35%)

272

297

637

1,206

100%/100%

Table 3 Sydney Train – capacity summary by scenario

7

Page 104 of 206

https://www.traveller.com.au/middle-seat-on-planes-during-coronavirus-qantas-among-airlines-no-longer-putting-passengers-in-middle-h1nhc4

WSP / Public Transport and COVID-19: How to Transition from Response to Recovery

16

IMPACT ON THE SUPPLY OF PUBLIC TRANSPORT SERVICES
The previous section has illustrated that distancing practices associated with COVID-19 will have a significant
impact on the safe operating capacity of transit vehicles and will significantly reduce the total capacity of public
transport networks across Australia. A summary of the results is below. Across all modes, even with relaxed
distancing measures, this will require that public transport vehicles operate at most between 30% and 50%
of total capacity.

% OF TOTAL CAPACITY

Brisbane Bus

Melbourne Tram

Sydney Train

Scenario 1 – Strict Distancing

9%

13%

20%

Scenario 2 – Moderate Distancing

17%

27%

25%

Scenario 3 – Relaxed Distancing

28%

29%

48%

Table 4 Summary of capacity by scenario for all modes

What this ultimately means for the supply of public
transport will depend on the demand profile of
individual networks around Australia during the
transition stage. In smaller regional cities where public
transport is not as heavily used, the impact may be
less pronounced as crowding and full capacity transit
vehicles may not have been an issue prior to the
COVID-19 pandemic. For the larger cities, particularly
Sydney and Melbourne, certain parts of the public
transport network is likely to experience challenges in
providing adequate supply with distancing measures,

as demand returns when lockdown measures are lifted.
The biggest challenge facing all cities will likely be
peak-hour commuting services, as they are typically
the most heavily used components of Australian public
transport networks.
In the following section, we explore – through an
illustrative example – how these scenarios could impact
public transport service in two cities in New South
Wales: Sydney the capital city and the State’s largest
regional city, Newcastle.
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3. CAPACITY ANALYSIS CASE STUDY:
NEW SOUTH WALES, AUSTRALIA
The capacity analysis presented in section 2 provides a framework for government authorities and public transport
operators to consider the implications of distancing measures on the provision of public transport. However, the
actual impact of these measures is highly dependent on the demand for a public transport route or network, and
how that demand changes over time.
To illustrate how this framework can be applied to understand the capacity impacts to a specific location, we
present a case study of two example bus routes in New South Wales, Australia. Bus transport was chosen for the
illustrative examples as it is the most ubiquitous form of public transport in Australia and globally. Two cities
– Sydney and Newcastle – were selected to be representative of a large capital city and a smaller regional city,
respectively. The principles can be readily applied to other cities and locations, with differing datasets.
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PUBLIC TRANSPORT DATA IN
NEW SOUTH WALES

Public transport services in New South Wales use
the Opal contactless fare collection system. The
Opal system is managed by Transport for New
South Wales (TfNSW) and provides robust realtime information for all public transport services,
including buses, trains, light rail, and ferries. This
information is publicly available in real-time
using various third-party applications, such as the
TripView app (see insert).
For buses and trains, the Opal system uses a threelevel capacity ranking to indicate how full a public
transport service is. This information is shown
publicly as ‘capacity icons’ (Figure 6) and is also
readily available as part of the published General
Transit Feed Specification (GTFS) and GTFSRealtime (GTFS-R) data sets. Although developed
with Opal data, the capacity indicator framework
can be readily applied with other data sets too.
For both examples, we used the publicly available
2016 Bus Occupancy (Aug 2016 to Jan 2017) data
set8 published by TfNSW. Tuesday 9 August 2016
was chosen as a representative average day to
provide an illustrative example of pre-pandemic
Stage 0 demand. Whilst it is considered that the
trends shown are reflective of recent pre-pandemic
conditions, capacity demand at stops may have
changed. In general, the total number of passenger
kilometres by bus has increased across Sydney9.

Figure 5 Screenshot of the TripView app showing real-time
Sydney CBD bound bus arrivals at a bus stop in Rozelle on 19
April 2020

Capacity icons show how full the service is:
1 filled person - seats are available
2 filled people - few seats are remaining
3 filled people - standing room only
Figure 6 Opal system capacity icons

Source: TfNSW, Key to icons and line codes, https://transportnsw.info/
https://opendata.transport.nsw.gov.au/dataset/bus-occupancy-aug-2016jan-2017
Australian Infrastructure Statistics—Yearbook 2019, Bureau of
Infrastructure, Transport and Regional Economics
8
9
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APPLYING THE CAPACITY FRAMEWORK
The three-level capacity indicator is a coarse measure of
how full buses are operating on the New South Wales
network. While actual patronage numbers by stop would
be a more precise measurement, this readily available
data set is useful for a high-level comparison of public

CAPACITY INDICATOR LEVEL

transport demand (i.e. how full each bus is) and supply (i.e.
how many total buses they are).
Table 5 maps the three capacity indicators against the three
distancing scenarios developed in section 2 of this paper.

DESCRIPTION

MEASURE

DISTANCING SCENARIO

Many seats available

Less than 50% of
seating capacity of vehicle

1 – Strict
2 - Moderate

Few seats available

Between 50% and 100% of
seating capacity

3 – Relaxed*

Standing room only

Greater than 100% of
seating capacity

Not compatible with any
level of distancing

* The upper end of this capacity indicator (e.g. approaching 100% of seating capacity) would not meet Scenario 3 guidelines
Table 5 Mapping the Capacity Indicator levels to distancing scenarios

Decisions regarding which distancing scenario is
appropriate during transition and when, will depend on
the conditions in each individual city. Many factors not
directly related to transport, including public health and
economic recovery considerations, will be incredibly
important, as well as implications for fare revenues.
Applying a high-level view, we propose two operational
approaches that transport providers could enforce
during Stage 2 Transition:
–– Transition Operational Plan A: Operate all
transport vehicles at no more than Capacity
Indicator 1, which aligns with Strict-to-Moderate
distancing practices (WSP Scenarios 1 and 2). This
plan would be appropriate for the initial period
of Stage 2 Transition where travel restrictions are
relaxed, but not fully lifted, and a high-level of
caution is required to avoid secondary outbreaks.

Stage 2 Transition where travel restrictions have
been mostly lifted; however, caution is still required
to prevent further outbreaks and provide the public
with confidence in returning to public transport
services.
How long each of these plans may be needed for and
the progression between them will vary in different
locations, depending on a range of factors including
levels of COVID-19 transmission, the number of public
transport services and demand for those services.
Enforcement and ensuring compliance with different
approaches is discussed in Section 4.
The following examples look at Stage 0 pre-COVID-19
demand on two bus routes in New South Wales to
understand the implication of these two operational
plans as demand starts to return during Stage 2 Transition. The analysis of Opal Data will be provided
in two ways:

–– Transition Operational Plan B: Operate all
1.
transport vehicles at no more than Capacity
Indicator 2, which aligns with more relaxed
distancing practices (WSP Scenario 3) and avoids
2.
crowding and standing-room only vehicles. This
plan would be appropriate for the later periodPage
of 108 of

Along the route during the AM peak period
(locational demand profile).
At a specific bus stop throughout the day
(temporal demand profile).
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EXAMPLE 1: BUS ROUTE M52 IN SYDNEY
Sydney is a major metropolitan region in Australia with
a population of over 5 million people. It has a robust
public transport network comprised of heavy rail trains,
metro trains, light rail trains, buses and ferries. Most
of the public transport network is oriented around the
Central Business District (CBD). For this case study,

the M52 bus route was chosen as an example. The M52
operates between the city’s second CBD in Parramatta
and the Sydney CBD via Victoria Road, a major eastwest transport corridor serving the northwest of
Sydney. It covers a route length of approximately 25 km,
and is shown in Figure 7.

Figure 7 M52 bus route – Parramatta to Sydney CBD
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1. LOCATIONAL DEMAND PROFILE
During the morning peak (07:00 to 09:00), 9 services
operate inbound (east towards the Sydney CBD) from
Parramatta with an additional 13 services starting from
Ryde (mid-route, stop no. 36). The number of services
by Capacity Indicator at each bus stop along the route
is shown below. Capacity constraints build as services
approach the CBD, peaking on Victoria Road in Rozelle
(within 5km of the Sydney CBD) (stop number 46).
This profile shows that approximately 50% of buses
operate as standing-room only approaching the Sydney

CBD, peaking at the Victoria Road after Darling Street
bus stop. Thus, to meet distancing requirements, as
demand reaches distancing capacities, additional
demand will need to be redistributed to other modes
or other times of day, or more public transport services
provided to increase capacity. As with many commuting
services, this route highlights the importance of
encouraging those living closer to the CBD, where bus
capacity is most constrained, to change their travel
patterns during Stage 2 - Transition (e.g. through a
switch to active transport, especially cycling).

25

Number of Buses

20

15

10

5

0

1

2

3

4

5

6

7

8

9

10

11

12

13 14 15

16

17

18

19 20 21 22 23 24 25 26 27 28 29 30 31 32 33 34 35 36 37 38 39 40 41 42 43 44 45 46 47 48 49 50 51 52

Bus Stop Number
Parramatta
Many Seats Available

Ryde
Few Seats Available

Standing Room Only

Figure 8 Capacity indicator by stop (Route M52)
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2. TEMPORAL DEMAND PROFILE
The profile below looks at how demand and supply
change throughout the day at the heaviest load point
on the route – Victoria Road after Darling Street
bus stop (stop no. 46). As indicated in the locational
demand profile, demand is very high in the AM
peak hours, with 50% of buses standing-room only
between 7am and 9am. This is not compatible with
any of the distancing scenarios. However, demand

lessens in the shoulder periods and during the interpeak. As such, there is an opportunity to shift demand
to the shoulder periods, which could accommodate the
demand that cannot be accommodated during the peak
period with distancing measures in place. This should
be considered alongside an increase in services for
some locations as noted above.
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Figure 9 Capacity indicator by hour band (Stop 46 Victoria Road after Darling Street, Rozelle)
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EXAMPLE 2: BUS ROUTE 11 IN NEWCASTLE
Newcastle, Australia is a regional city with a population of approximately 500,000 located about two hours north of
Sydney. It has a public transport network comprised of multiple bus routes, one light rail route, and one ferry route.
For this example, the 11 bus route10, one of Newcastle’s busiest and most frequent bus routes, was chosen as an
example. Route 11 operates from Newcastle to Charlestown south of the CBD via Jesmond, John Hunter Hospital
and the University of Newcastle. It covers a route length of approximately 22 km, and is shown in Figure 10.

Figure 10 Route 11 (Previous Route 100 used for analysis via Hunter Street shown by dotted line)
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The route was formerly known as the 100 and was recently renamed to the 11 following the opening of the city’s light rail service in 2019. Route 11 is substantially the
same as Route 100 with a small alteration to run parallel south of its previous route into its Newcastle terminus. The 2016 data used for this analysis is for Route 100.
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1. LOCATIONAL DEMAND PROFILE
During the afternoon peak period (16:00 to 18:00),
4 services operate inbound (north towards Jesmond
and then east towards the Newcastle CBD) from
Charlestown. The number of services by Capacity
Indicator at each bus stop along the route is shown
below. Capacity constraints build as services
approach the University of Newcastle, which is
located approximately half-way along the route, and
then subside as the buses pass Mayfield and continue
to the CBD.
This profile shows that the majority buses operate
with many seats available and there are no buses
operating as standing-room only along the route.
As such, to meet relaxed distancing requirements
(Operational Plan B), the existing supply of buses
is sufficient, and no operational changes would

be required. However, to meet strict distancing
requirements (Operational Plan A), some changes
to reduce demand or increase capacity around the
University and in Mayfield would be required.
As with the M52 example in Sydney, there may
be opportunities to encourage active transport.
Additionally, the return of travel demand to the
University is difficult to predict as the University
may transition to a longer period of distance
learning, which will lessen the demand load during
peak hours.
It should be noted that additional distancing measure
may be required on routes serving hospitals or other
key healthcare facilities to protect frontline workers.
This may result in services such as Route 11 needing
to maintain Level 1 capacity indicators for longer.
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Figure 11 Capacity indicator by stop (Route M52)
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2. TEMPORAL DEMAND PROFILE
The profile below shows how demand and supply
change throughout the day at one of the heaviest load
points on the route near the University of Newcastle –
the University Drive near Ring Road bus stop (stop no.
33). The highest number of buses is in the AM peak
period; however, the highest demand is during the PM
peak period with all buses having few seats available
between 4pm and 6pm. Demand decreases in the PM
peak shoulder periods and then drops substantially
in the AM peak and evening. As with the locational
profile, there are no buses that are standing room only,

so some level of social distancing is possible at all
times of day even with a full return of demand. Given
the large amount of capacity through most of the day,
there is also additional opportunity to manage the
PM peak period demand through staggered work and
study hours. In regional cities, where bus fleets are
likely to be more constrained, the required number of
buses for school services during the AM and PM peak
may mean that increased capacity is harder to achieve
at these times.
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Figure 12 Capacity indicator by hour band (Stop 33 University Drive near Ring Road, Callaghan)
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4. CONSIDERATIONS FOR CITY RECOVERY
Although the distancing scenarios outlined will mean
public transport operating at a fraction of full capacity
in Stage 2 – Transition, it is vital to keep services
running. People still need to travel to work and school,
and the transport system will play a critical role in
supporting economic recovery. Public transport needs
to be available and safe, to encourage users to return.
Overall, operating public transport systems with
approximately 30% of maximum passenger capacity
is enough to maintain distancing within public
transport vehicles at Scenario 1, strict distancing. Early
information from China, the epicenter of the COVID-19
pandemic, indicates initial policies are in place to
operate vehicles at 50% capacity11, equating to up to
Scenario 2, moderate distancing.

11

In some areas and times, as demand recovers, these
capacities may not be sufficient to meet travel demand.
In busy metropolitan areas at peak times, demand
management measures like peak spreading may not be
enough to meet demand, so service levels will likely
need to be adjusted to meet people’s travel needs. If
people’s travel needs are not met, there is a risk of
them making long-term switches to the private cars
and abandoning public transport. This would increase
congestion and emissions, as well as reducing the
commercial viability of public transport. In areas and
times of high demand, additional services may be
needed, along with accompanying measures such as
priority bus lanes.

https://www.sydney.edu.au/news-opinion/news/2020/03/20/covid-19-risk-on-public-transport-what-we-can-learn-from-overseas.html
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KEY CONSIDERATIONS FOR PUBLIC TRANSPORT IN STAGE 2 TRANSITION
Building on the information provided in the previous sections, there are some important issues to consider in
supporting city recovery during Stage 2 – Transition.

SAFETY AND OPERATIONAL CONSIDERATIONS
–– Frontline workforce safety: We have learnt how
critical transit drivers and supporting staff are
through the pandemic. Central to all approaches, is
the safety of the workforce operating the transport
system, particularly those on the frontline driving
vehicles and attending stations and stops. Both
physical distancing, cleaning and behavioral
measures must always protect the health and safety
of these critical staff. This should include measures
such as the provision and use of PPE, driver shields
to separate drivers from customers, removal of
cash fares, and maintaining increased cleaning
procedures to minimize their exposure to the virus.
More detail on cleaning procedures can be found
in WSP’s first COVID-19 White Paper – COVID-19
Transit Operations – Public Transport responses to
Coronavirus situation.
–– Platform, station and stop movement:
Management of access to platforms, as well as levels
of crowding on platforms, at stops and on vehicles
should be closely monitored. This may result in
increased delays for customers in concourse areas
at stations and may require additional staffing
to manage queuing at stops and stations. These
measures are likely to cause delays in running
services reliably and may necessitate timetable
adjustments, however for buses some time may be

reclaimed with faster running due to reduced traffic
levels. Passenger management may also include oneway entry and exit systems for stations to manage
crowds and help maintain distancing. As passenger
numbers increase, one-way measures could also
be introduced on some vehicle types, although for
buses this could increase driver risk with use of the
front rather than rear doors and limited separation
from passengers.
–– Contactless ticketing: The move towards
contactless ticketing measures is also likely to
increase, negating the need to handle cash which
could act as a means of transmitting virus. Whilst
most major cities have travel card systems in place,
smaller and rural communities may not, which
could increase financial burden on operators and
risks creating a two-tier public transport system.
–– Service planning: Public transport services can
become full quickly across all modes, which could
result in issues with customers further along
routes being able to board and experiencing long
wait times. Further data analysis could identify
locations with high demand, where targeted
additional services could be temporarily added to
supplement existing routes. Using the M52 example
from Section 3, this could involve more additional
services between Ryde and the Sydney CBD.
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CUSTOMER BEHAVIOUR
–– Understanding user needs and behaviors: To
inform the planning and staging of solutions, it is
important to first understand how our communities
are feeling about returning to the public transport
network. Behavioural research to uncover painpoints should be undertaken in the short term, to
understand how people’s attitudes and decision
making has changed the way they travel; and
approach public life. This evidence needs to then
be embedded into our transport models to ensure
we can compensate for this behavioural change in
policy making and infrastructure planning.
–– Enforcing new capacities: New guidelines around
the number of people who can ride on public
transport needs to be clear and easy to enforce,
either by the driver or a third party, and clear
roles and responsibilities set out for this. In order
to feel safe, people need to be clear where they
can and cannot sit and see the guidelines applied

consistently throughout their journey. Staff need
clear and enforceable guidelines, and potential
support with implementing these, at least in the
initial period while people adjust. Ultimately, simple
to follow guidelines can support self-enforcement
by fellow passengers, which may be most effective.
Our scenarios have been designed to be simple to
understand and practical to implement. Techniques
like closing some seats, marking areas with tape
have proven successful during the lockdown phase,
and can be modified to support recovery. There may
need to be removal of advertising ‘wraps’ on buses
which obscure views of the inside, so that customers
and operational staff can easily determine if services
are full. The application of approaches outlined in
this paper will also need to consider mode specific
issues (e.g. trams and metros which rely on a large
proportion of standing passengers, may need
additional floor markings to allow some standing
during Scenario 3 at appropriate distances).

INFLUENCING CUSTOMER TRAVEL BEHAVIOUR
–– Staged return of the workforce: Encouraging
business to adopt a gradual approach to supporting
employees to return to working from their usual
workplaces will help address capacity shortfalls.
This will allow a level of distancing to be maintained
on public transport whist supporting economic
recovery. Cross government and business
coordination forums can help coordinated and
consistent engagement. Options for businesses
could include some people or teams remaining doing
increased working at home, or dividing into A, B and
C teams who rotate time in the physical workplace.
As well as helping align demand with reduced
capacity, the latter has the benefit of increasing
resilience in case people in any of the teams are
affected by a further outbreak of COVID-19. During
lockdown, some countries have introduced ‘permit’
type systems for leaving your home and travelling

(e.g. letters from employers). This could be used to
help prioritise public transport capacity for defined
essential purposes, particularly during the early part
of transition. Solutions like this could be targeted on
a location specific basis, depending on the balance of
demand with available capacity.
–– Peak-spreading: This measure involves encouraging
people to travel outside of busy periods, so that
distancing can be maintained on public transport.
It can be one part of a set of measures for the
transition phase, but will likely need to be combined
with other measures to ensure demand levels can
be met by available capacity with distancing in
place. With reduced capacities, there is a risk that
passengers may be left waiting at stops if services
are full at peak times, reinforcing the importance of
information and active management of service levels
(see below).
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USE OF DATA AND INFORMATION
–– A data-driven and responsive approach:
Demand patterns have and will continue to change,
potentially in unpredictable and unexpected ways.
Just as Stage 1– Lockdown saw rapid change,
the same is likely to happen in transition too.
Monitoring of services will be important to inform
responsive and agile service planning, and keep
a balance between reduced capacity and return
of demand. In some cases, increases in capacity
beyond baseline levels may need to be considered.
Data-driven approaches such the use of travelcard information could also be considered to
support ‘contact tracing’ opportunities. With
appropriate privacy controls agencies could identify
card owners who may have come into contact
with an identified COVID-19 case on the public
transport network. Service planning will need
to be supported by health data to inform when
restrictions can be relaxed.

–– Providing information to allow informed
decision making and promote customer
confidence: A central pillar of travel demand
management is providing people information to
inform their decision making around re-timing,
reducing or changing the mode of their trip. During
Stage 2 - transition information about the transport
system will be critical. Real-time information on
crowding on services will be important in allowing
users to whether, when and how to travel. Equally,
regular, clear and consistent messaging at stops and
on-board regarding safety practices will improve
confidence for people to return to using public
transport, and help promote understanding of and
compliance with measures which are in place. The
transport industry will need to actively promote
cleaning and safety measures being introduced,
to increase customer confidence and encourage a
return to public transport.

COMPLIMENTARY MODES
–– Supporting active transport and micro-mobility:
Active travel such as walking and cycling, as well
as micro-mobility (scooters, and bike hire) will
play an important role in supporting the public
transport network during the transition phase, as
it always has. There are opportunities to lock in the
benefits from increased numbers of people cycling
for leisure around their local areas, and to support
ongoing uptake of these modes through fasttracked tactical infrastructure upgrade projects. This
could include reallocation of road-space for active
modes, particularly in dense and busy places where
footpath widths are inadequate to allow appropriate
distancing. Auckland in New Zealand is investing
in temporary cycleways and footpath widening in
response to COVID-1912. People close to the CBD
may need additional incentives to walk and cycle to
work, to ensure sufficient public transport capacity
for those living further afield.

12

–– The role of on-demand services: At a time where
public transport capacity is reduced by distancing
measures, and returning demand is unpredictable,
there could be benefits in the increased provision of
on-demand services in certain times and locations
(e.g. to support peak time travel to busy centres).
On-demand services offer both user and operator
flexibility. Pre-booking can be used to ensure
that services are not overbooked, so distancing
requirements can be met, and also allows contact
tracing in the event of any health issues.
–– School bus services: Arrangements for schooling,
the return to school and school transport differ
between States in Australia. Similar approaches
to distancing can be applied for school transport
services, with potential to tailor services for
different age-groups to separate older and younger
students and align with programs for their staggered
return to school.

https://at.govt.nz/about-us/news-events/at-welcomes-funding-for-temporary-cycleways-and-footpaths/
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THE FUTURE OF THE WIDER TRANSPORT SYSTEM
The COVID-19 pandemic has had a profound and
deeply saddening impact around the globe. It has also
presented opportunities to explore radical changes to
our behaviours and habits, some of which can have a
lasting positive impact. The ‘new normal’ travel patterns
will allow us to recast mobility norms, challenging
behavioural stereotypes and long held transport
presumptions. It is critical to consider wider issues
around the future of the whole transport system, and
rapidly make deliberate decisions to ensure it remains
fit for purpose.
There is great potential for transport authorities,
business and individuals to lock in the benefits from
new habits formed over recent months. Changes borne

out of a necessity to keep society safe, could have a
lasting positive legacy. For example, the increase in
home-working has allowed remote video-conferencing
technologies to be proven, and business leaders have
seen their employees can remain productive at home.
Individuals have benefited from extra time in their
days, and both congestion and emissions have reduced.
However, other changes may have negative impacts
on the transport system if allowed to continue. For
example, travellers becoming used to single occupancy
car trips, as a way to avoid contact with others who
may potentially be sick, could result in an increase in
congestion if continuing in the medium term. Proactive
planning and decision making are needed for the future
we want our cities to have.
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THE FUTURE OF THE WIDER TRANSPORT SYSTEM

Recovery from a modern global pandemic is uncharted territory. While technology now allows us to do more from
home, the need for moving goods remains, and people will still need to access many jobs and services in person.
Over the coming months, there are many issues and questions to be considered and decisions to be made to shape
our future cities in desirable ways.
–– Investment and project prioritisation: How
should transport investment decisions be prioritised
in a post COVID-19 world? How has transport
changed? How have our predictions about future
travel scenarios changed? Which transport projects
can and should be fast-tracked to support economic
recovery? Can more space be dedicated for active
travel modes and reallocated in other ways while
vehicle demand is low?
–– Travel demand management: What travel
behaviours do we want to see in the new normal?
Will travel demand reduce overall with an increase
in home-working, tele-health, virtual entertainment
etc.? How can we lock in the personal and societal
benefits from changes to our travel patterns? How
do we use the change in travel habits to have a
positive impact on our cities? What percentage of
trips can and should return? How can we ‘nudge’
the behaviours we want as people come out of the
‘lock down’ mentality? Can we lock-in some time
shifting behaviors to spread peak time demand?
Should road pricing be more actively investigated to
manage levels of personal car use? If public transport
demand drops significantly with increased working
at home, what are the impacts on the commercial
viability of services and how can this be managed?

–– Modal considerations: How will sharing based
services like ride hailing and micro-mobility hire
be impacted by concerns over germs? How can
users who have taken up cycling and active travel be
encouraged to continue as traffic volumes increase?
How do we avoid an increased reliance on single
occupancy car trips as people return to work and
other activities?
–– Freight and deliveries: Will the increase in
online shopping continue? What will the balance
of deliveries be in future between homes and
workplaces? If online shopping increases, how do
freight and logistics services need to change? Are
more freight consolidation centres required? Is
more space needed in cities for delivery vehicle
movements and drop-off and pick-up locations?
Where can this be provided? Should and how can
drone deliveries play an increasing role in cities,
regional and remote areas in the future?
–– Place: How can we leverage changes in travel
patterns to re-shape space and improve the place
experience across our cities? How can changes in
urban design support a return to a focus on local
community places?
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5. CONCLUSIONS
As cities recover from COVID-19 and activities return
to normal over the months ahead, that normal will be
new. Many behaviours and associated travel patterns
will change. What must not change, however, is the
role of public transport in meeting the mobility needs
for larger proportions of the population, to access
employment, goods and services efficiently. Public
transport is essential to the future success of cities –
their places, their economies and their environment.
During the transition stage, patronage numbers
on public transport will once again increase. This
paper has provided a framework to understand the
capacity implications of distancing measures on
public transport. Across all modes, even more relaxed
distancing measures will mean that public transport
vehicles operate at most between 30% and 50% of total
capacity. Work to understand people’s changed attitudes
to travel on public transport will play a central role in
determining how to apply these measures.
What these capacity reductions mean for the supply
of public transport will depend on the demand profile
of individual networks during the transition stage. In
smaller regional cities where public transport is not
as heavily used, the impact may be less pronounced
as crowding and full capacity transit vehicles may not
have been an issue prior to the COVID-19 pandemic.
For the larger cities, particularly Sydney, Melbourne,

Brisbane and Perth, certain parts of the public transport
network will experience challenges in providing
adequate supply with distancing measures, as demand
returns when lockdown measures are lifted. The biggest
challenge facing all cities will likely be peak-hour
commuting services as they are typically the most
heavily used components of Australian public transport
networks.
We have outlined approaches and practical operational
considerations progressively relaxing distancing
measures to support a safe and effective transition
from lockdown to recovery from COVID-19. Transport
providers, city leaders, business operators and many
Government departments will all need to work together
in a coordinated manner, to balance supply and demand
for public transport. Deliberate, considered yet urgent
decision making about the wider future of the transport
system can help lock in positive changes.
Planning a successful staged return to public transport
operations is one component of creating a new normal
which has wide-reaching benefits for our cities and
their people. We must ensure people feel safe returning
to public transport, so it remains at the heart of
transport systems that create successful cities and
thriving places.
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Meeting Date:

22 May 2020

Report From:

Mat Taylor, General Manager, Corporate

Public Transport Service Delivery Update and COVID-19 Impacts

Executive Summary
As New Zealand’s nationwide COVID-19 alert level rose, Waka Kotahi NZTA, regional
authorities and operators joined together to implement a range of public transport response
measures to support public health, essential access and ensure public transport business
continuity.
This report provides an overview of the Council’s COVID-19 response and looks ahead to
the recovery phase.

Recommendations
That the Public Transport Committee:
1

1

Receives the report, Public Transport Service Delivery Update and COVID-19
Impacts.

COVID-19 Crisis
As New Zealand’s nationwide COVID-19 alert level rose, Waka Kotahi NZTA, regional
authorities and operators joined together to implement a range of public transport
response measures to support public health, essential access and ensure public
transport business continuity.

1.1

Response and recovery
Waka Kotahi NZTA characterised the response phase by major changes to the way in
which public transport is delivered to ensure workforce and public safety: physical
distancing on board public transport vehicles, rear door boarding, fare-free travel, and
reduced service levels to protect at-risk members of the workforce.
These changes mean public transport is operating at considerably reduced service
levels and with a need for additional funding support from Waka Kotahi NZTA to
replace foregone fare revenue and to allow for net increases in operational costs
associated with COVID-19.
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From a public transport perspective, we will be in the response phase for as long as
these major delivery changes are in place, even as the range of permitted types of
travel increases, workplaces and education facilities reopen, and economic activity
picks up.
Waka Kotahi NZTA states that the recovery phase can be considered to begin when
physical distancing requirements are relaxed, as this is the point at which service
levels will increase toward normal, with increasing fare revenue, providing a major part
of transport network capacity, and supporting wider government strategic objectives.
1.2

Public transport sector relationships
This has been and continues to be an incredibly difficult time for the public transport
sector. As you will see throughout this report, the sector has had to adapt to
operational policy guidance from central government with little notice and navigate the
challenges that each change has brought with it.
Council has been involved in twice-weekly meetings with the National Emergency
Response Team, in addition to regular meetings with other Regional Councils and
Auckland Transport. The collaborative approach to the crisis has been beneficial and
allowed sharing of resources to improve efficiencies.
Council is also grateful to each of our Operators who have been cooperative and
worked tirelessly to respond quickly to Council and Central Government requests with
a strong focus on providing a safe service for our community. The good working
relationships we hold with our Operators and Unions assisted throughout this time and
we expect this tripartite approach to continue into the future.
Council is incredibly appreciative to our bus drivers and other public transport staff for
the essential work they have performed in ensuring people are able to travel to either
their essential place of work during the COVID-19 lockdown, or for ensuring access to
essential services such as supermarket and healthcare services. Their commitment
was an important link in ensuring our community could access essential services.

2

COVID-19 Response - Alert Levels 3 and 4
As public transport is an essential service, it continued to operate over the COVID-19
Alert Levels 3 and 4 to help essential workers travel to their places of work and provide
access to essential services for the general public (e.g. for medical care,
supermarkets).
Under Alert Levels 3 and 4, Council put in place the following range of measures:


Ceased operating school and tertiary services;



Ran a weekend timetable in the Western Bay of Plenty, including the Te Puke
service;



Ran a Sunday timetable in Rotorua;



Ceased operating Whakatāne services and continued to operate the normal
timetable for the Whakatāne-Ōhope service;



Decreased or cancelled inter-regional services.
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Some services were further reduced due to decreased demand for services and driver
safety. Most services ceased operating after 6pm during Alert Level 4 with the
exception of the Hospital Link which continued to carry a number of essential workers.
Smaller buses replaced larger buses where possible, to allow for compliance with
social distancing rules i.e. physical distancing between seats, no fares, back door entry
and exit.
Throughout this period, we responded to individual requests from customers who work
in essential services and were reliant on public transport, to ensure they were
supported by our front line service throughout this challenging time.
With the move to Alert Level 3, some school services were resumed on an as required
basis from Wednesday, 19 April, which school buses operated was dependent on
registrations received from parents and schools. This allowed Council to manage
loadings while we were only able to have a maximum capacity of 8 students per bus
and doubled as a contact tracing tool.
2.1

Physical distancing under Alert Levels 3 and 4
Capacity was significantly decreased to around 10% capacity during Alert Levels 3 and
4, with the following seating plan approved for services across New Zealand by
Ministry of Transport and Ministry of Health:

2.2

Health and Safety
We required and continue to maintain the following across the network:


Operators have completed germ shield fogging on all buses. The antibacterial
spray coating is effective in destroying germs that come into contact with surfaces
and last for up to 90 days;



Operators maintain the highest standards of cleanliness/sanitisation on the buses
which includes a thorough daily clean;



Operators display in-bus posters that have been provided by Council and
encourage customers to abide by social distancing guidelines;



Operators create an exclusion zone around drivers to minimise contact and
maintain physical distancing from drivers rear door entry and exit only (where
available); and



Public transport services have and continue to be fare-free. Free access to public
transport:
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3

o

protects the health and safety of frontline public transport staff;

o

removes the need to handle cash;

o

ensures the equitable treatment of public transport users and Councils
across New Zealand; and

o

ensures free transport for essential workers requiring access to their jobs
and for the general public using public transport to access essential
services;



Engaged an external security contractor in Tauranga and Rotorua to provide an
on-call service, static guards at interchanges, perform random patrols and travel on
buses in order to support and improve driver safety;



We implemented a web-based form for contract tracing purposes with passengers
encouraged to either input data online or call our contact centre who could input he
date for them.

COVID-19 Response – Alert Level 2
With the move to Alert Level 2, we saw a return to full timetables across the network
as follows:

3.1



In Western Bay of Plenty, the full timetable on the urban network resumed from
Wednesday, 13 May;



In Rotorua and the Eastern Bay of Plenty, full timetables commenced on Thursday,
14 May;



School and tertiary bus services returned to operation from Monday, 18 May when
schools and tertiary institutes opened.

Physical distancing on board buses at Alert Level 2
When on board services, the overarching principle set by Waka Kotahi NZTA is for
passengers to follow signage about where they can sit, and to avoid sitting next to
someone they don’t know. In order to support this, we have worked with our operators
to:


implement seating plans that promote physical distancing;



restrict passenger numbers on board, including preventing any standing
passengers;



use signage and other collateral to encourage passengers where to sit; and



review and adjust service timetables to respond to periods of high passenger
demand.

It is acceptable for people who know each other to sit immediately alongside one
another. There will be no clear and consistent way for a driver to confirm whether
people know each other on board and there is no expectation for drivers to police this.
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The approach set by Waka Kotahi NZTA therefore relies on the travelling public in
complying with physical distancing messages.

The following seating plan was approved for services across New Zealand by Ministry
of Transport and Ministry of Health:

3.2

Physical distancing at bus stops under Alert Level 2
Waka Kotahi NZTA has provided guidance which states that at Alert Level 2 people
should keep their distance from people they don’t know by ideally allowing 2 metres.
This applies to places of potential congregation such as bus stops.
We will continue to engage an external security company to provide static guards at
high patronage areas on Willow Street and Farm Street in Tauranga and Arawa St in
Rotorua. These guards will also support passengers with understanding the physical
distancing strategy both on and off the buses.
We have arranged markers for the streets to encourage social distancing at these
locations.
If any other areas become problematic, we will implement additional measures at
those locations as required.
The Ministry of Transport and Waka Kotahi NZTA are also working with the NZ Police
to discuss what options may exist to ensure deployment of police officers or other
security personnel to areas of high patronage to assist with the implementation of the
physical distancing strategy.

3.3

Tauranga School Bus Services
Ministry of Education-operated school transport services are in a situation where
physical distancing is not required.
We have worked with Ministry of Transport, Ministry of Education and Waka Kotahi
NZTA to obtain the same dispensation from physical distancing requirements on our
dedicated school services.
It has now been confirmed that we may operate our school services with no physical
distancing requirements, provided similar measures are in place as the Ministry of
Education-operated services. This means our Tauranga school bus services can carry
a full seated load but standing passengers will not be permitted.
Contact tracing remains a priority under Alert Level 2. Ministry of Education has
required each school to create a list of which school bus services each student uses to
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travel to and from school whether they use Ministry of Education or Council operated
services. Council will not be provided with these lists as they will only be used for
contact tracing if required.
All buses operating school services will be thoroughly cleaned and sanitised daily
which is in addition to the “fogging” treatment that has already occurred on all Council
buses. Hand sanitiser will be available for students to use when they enter and exit the
bus.
3.4

Risks
Our biggest concern is managing the high number of students who usually travel by
bus particularly when taking into account the significant increase in patronage we saw
this year as a result of the Tauranga schools fare-free trial which commenced in
February 2020.
Due to Alert Level 2 measures, we are unlikely to be able to carry all students that
previously travelled by bus. Although we do have a small number of additional
vehicles and drivers available to help with this, we are unlikely to be able to add
sufficient capacity in all cases.
As a result, we have asked schools to advise parents of this and, consistent with
messaging from Waka Kotahi NZTA, we have recommended that they consider finding
alternative ways to get their children to and from school in the event there is an issue
with capacity on their child’s bus on any particular day.
The preferences from Waka Kotahi NZTA is to encourage active modes of travel,
rather than private vehicles due to potential adverse impacts on the transit network as
students return to school and businesses reopen.

4

Total Mobility Services
The policy objectives for Total Mobility services has been the same as for other public
transport services, i.e. to ensure that essential service workers can access their
workplace and that members of the general public can access essential services.
Waka Kotahi NZTA approved that Total Mobility users could access their services free
of charge during Alert Levels 3 and 4, so that they could access essential services and
get to work if they are an essential service worker.
Waka Kotahi NZTA have confirmed that Total Mobility services will continue to be farefree until 30 June 2020 irrespective of New Zealand’s COVID-19 Alert Level, and
Council will resume normal fare payment processes on 1 July 2020.

5

Waka Kotahi Funding Policy
Waka Kotahi NZTA released detailed funding advice which is based on the
expectation that Councils:


Maintained essential public transport services, in line with Government guidance
on COVID-19 alert levels, to support essential workers access places of
employment and enable healthy people access essential services while
maintaining front-line health and safety;
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5.1



Provided advance notice to the Waka Kotahi NZTA and the Ministry of Transport of
any significant changes to services before they are implemented so that the
national consequences of such actions can be considered and managed;



Used funds for the purpose of implementing measures as part of the COVID-19
response and maintaining essential public transport services and/or sustaining
operators to ensure they retain staff and are ready to ramp up when we enter the
recovery phase;



Suspended the financial consequences of KPI regimes in public transport contracts
but continue to monitor service performance to the extent possible;



With operators, monitor key indicators (as agreed with Waka Kotahi NZTA) that will
inform national and regional public transport decisions and advice. These
indicators will include patronage numbers and measures of driver non-availability;



Meet their pre-budgeted local share of the cost of public transport service provision
for the current financial year (through to 30 June 2020); and



Develop a fare collection reinstatement plan following our move to COVID-19 Alert
Level 2.

Public Transport Operators
The Government was committed to supporting public transport service operators and
the public transport workforce so that it could flexibly provide essential public transport
services during the COVID-19 crisis and quickly return to full service when we enter
the recovery phase.
Because New Zealand only moved to Alert Levels 3 and 4 in the last week of March,
Councils were required to pay the full base contract costs as if services were running
as normal for that month. The cost of adjusting our contract payments for the month of
March were not justified by the potential savings.
Council has been required by Waka Kotahi NZTA to continue to pay contract
payments as if services are running as normal during Alert Levels 3 and 4, even
though Services have not been fully provided during this period. This is subject to
compliance with a net funding formula for variable costs set by Waka Kotahi NZTA.
Payments to Operators are only for those costs that the Operator incurred regardless
of whether the service was running, for example:


Staff costs, including standard driver wages;



Depreciation costs;



Other fixed overheads, such as head office operations.

Reductions in variable costs as a result of reduced services will be used to offset extra
costs associated with COVID-19 measures. Consideration of variable costs has been
restricted to:


Road user charges;
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Fuel; and



Tyres.

To calculate the above variable costs Operators are required to provide average costs
for the prior six months that can be validated by Councils if required through an open
book process.
There is an expectation that additional COVID-19 costs will be lower where service
levels have been reduced and fewer vehicles are running and this should also be
factored in.
Councils have suspended the financial consequences of abatement regimes for the
three months to 30 June 2020, but that performance continues to be monitored.
5.2

The Public Transport Workforce
Waka Kotahi NZTA’s expectation is that no public transport service worker should be
made redundant during the COVID-19 response and the rationale for continued
payment is to ensure the public transport sector can recover quickly when we enter the
recovery phase.
Public transport service workers should receive 100% of their usual income
irrespective of whether they are working or self-isolating in accordance with Ministry of
Health guidelines. If public transport service workers have been paid less than 100%
of their usual income since the COVID-19 Alert Level 4 lockdown began, Operators
were directed to remedy by a back payment to bring public transport service workers
back up to 100% of their usual income over this period.
Operators have been directed to be careful to not claim funding twice by accessing the
wage subsidy where they are receiving funding through the National Land Transport
Fund. They have been required to maintain accurate records of the status of all
employees and their operating expenses; and can expect the use of public funds to be
audited.
We are not aware of any non-compliance with this policy in our region.

5.3

Total Mobility
Customer revenue share associated with the fare reduction policy outlined above will
be funded 100% from the National Land Transport Fund.
Councils will still be expected to continue to meet local share for Total Mobility
operating cost subsidies.
Councils’ existing Total Mobility rules, caps and monitoring processes will continue to
apply during the COVID-19 response period.
The policy took effect from 14 April 2020 and will remain in place until 30 June 2020.
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5.4

Fare revenue and contract costs
Decline in fare revenue
Foregone fare revenue associated with the COVID-19 crisis, including the Government
‘fare free’ policy released on 24 March 2020 to 30 June 2020 will be funded 100% from
the National Land Transport Fund.
For the purpose of calculating foregone fare revenue Councils have been directed to
use actual fare revenue collected in the same period of 2018/19. Waka Kotahi NZTA
understands that some Council's, experiencing significant patronage growth, may have
budgeted for higher fare revenue for the same period this year and will review this
matter at the first practical opportunity.
We have requested such a review for our region.
Net increase in contract costs
Waka Kotahi NZTA will fund 100% the net increase in contract costs associated with
the COVID-19 response. By net increase, it is assumed that:


Operators are incurring additional costs associated with implementing extra
hygiene measures to reduce the spread of COVID-19; but



There will be savings in variable service costs like road user charges and fuel
associated with reduced service levels.

With regard to reduction in service levels, Waka Kotahi NZTA’s expectation is that
councils will continue to make contract payments to operators as if services are
running as normal, subject to payments to operators only being for those costs that the
operator will incur regardless of whether the service is running, for example:


Staff costs, including standard driver wages;



Depreciation costs; and



Other fixed overheads, such as head office operations.

The net costs approach will be calculated and agreed each month for April, May and
June, to minimise any uncertainty for all parties.
The principles and guidance apply to the period 1 April to 30 June 2020. The policy will
be reviewed in June.
For detail on the financial impacts of these policies and COVID-19 on Council, see the
separate paper included in this agenda titled Public Transport Arotake 2019/20 Performance Monitoring Report January to March 2020.

6

COVID-19 Recovery
As noted above, Waka Kotahi NZTA states that the recovery phase can be considered
to begin when physical distancing requirements are relaxed, as this is the point at
which service levels will increase toward normal, with increasing fare revenue,
providing a major part of transport network capacity, and supporting wider government
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strategic objectives. As a Council, we have commenced rebuilding and planning from
an operational and financial perspective for the uncertain times ahead.
Government restrictions on permitted travel by public transport exist at all alert levels
and so it is unlikely that we will see a return to normal for some time. This means that
there will be insufficient capacity on public transport even when running at full weekday
timetables.
As time moves on, we anticipate it will be more and more difficult to manage
overcrowding and there is not a clear way of enforcing physical distancing strategies
on public transport, and drivers are not appropriate enforcers. Physical distancing
requirements at public transport stops and stations may increase the space required
for waiting and queueing. Territorial authorities have been encouraged to consider
reallocating road space and temporary shelter arrangements at stops that may be
busy. The flow on effect of these challenges are significant with reduced access to
workplaces and services and increased road congestion.
Public transport is a critical part of our regions recovery, and together with our equally
motivated partners, we have this opportunity to tackle some of the critical challenges
facing the region, in a time of unparalleled government support.
To be successful, we will need a collaborative and unified approach across national,
regional and local authorities, Māori partnerships, and support from industry and our
community.
6.1

Risks
Risk

Mitigation

Ongoing reduced demand

Measures to increase demand are constrained by the
reduced capacity of public transport vehicles to maintain
physical distancing.
Demand increase measures cannot be undertaken until
physical distancing measures can be relaxed and
timeframes for return to full capacity on all services is fully
known.

Changed demand patterns

We will collect data on travel patterns and demand and
respond quickly to increase frequencies on any services
with recurring physical distancing challenges.
We will continue to conduct public transport network
reviews to best serve new travel demand patterns.

Unforeseen expansion of costs

Current Waka Kotahi NZTA funding decision through to 30
June provides time to plan and consider funding
arrangements from 1 July.
Data collection is important for ongoing monitoring of
trends. Over the longer term, changes to match service
provision to changed demand patterns may be necessary.

Recruitment and training

There is a risk that the existing national driver shortage will
be worsened by reduced driver recruitment and training
during the COVID-19 response and recovery period.
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Operators will resume recruitment and training activities as
soon as possible but these will now only be focusses
nationally rather than internationally.
Waka Kotahi NZTA will work with MSD and MBIE to
explore industry-wide training programmes.
Stimulus projects and
development could lock in travel
demands that are hard to serve

Waka Kotahi NZTA to lead whole of system advice into
AoG economic stimulus planning, including opportunities
to enhance public transport. Council to be involved in
these discussions as part of the national dialogue.

Operating cost spike

Resumption of fuel production and vehicle spare part
manufacturing may lag rising demand during recovery,
which could lead to a spike in prices.
Operators encouraged to consider increasing inventory as
a buffer while prices are low and availability is good.

Local government revenue
shortfall

As part of the wider economic recovery package, DIA is
leading central government consideration of the impacts of
falls in local government revenue.

Raising fares

It may be necessary to consider this within any wider
Government economic recovery support.

Interregional movement issues

Advocating for the risk of future regional travel restrictions
to align with Regional Council boundaries and hence
public transport operating areas.

Communication of regional
differences

Public transport operators and the public will need to be
informed clearly of the current COVID-19 Alert
Creation of a website clearly showing the current alert level
of every region.
Signage on public transport vehicles, stops and stations to
be designed to be readily altered for different alert levels.
Out-of-date signage must be removed.

Contact tracing challenges

7

Ineffective contact tracing will likely mean conservative
physical distancing is a requirement for the continued
operation of public transport, extending the period in which
public transport capacity is constrained. It may also mean
stopping or reducing some public transport service
provision.
A centrally coordinated, automated, (possibly app-based)
contact tracing system standardised and rolled out across
the country.

Financial Implications
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For detail on the financial impacts of COVID-19 on Council, see the separate paper
included in this agenda titled Public Transport Arotake 2019/20 - Performance
Monitoring Report to March 2020.

8

Implications for Māori
There are no specific implications for Māori as a result of this report.

9

Community outcomes
This item/project directly contributes to the A Vibrant Region Community Outcome in
the Bay of Plenty Regional Council’s Long Term Plan 2018-2028.

Jessica Easton
Commercial Manager
for General Manager, Corporate
14 May 2020
Click here to enter text.
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Meeting Date:

22 May 2020

Report From:

Namouta Poutasi, General Manager, Strategy & Science

Urban Form and Transport Initiative (UFTI) Update

Executive Summary
The Urban Form and Transport Initiative (UFTI) have completed Phase 3 of the programme
with the delivery of the UFTI Interim Report in December 2019. This follows the adoption of
the UFTI Foundation Report in August 2019.
The Project is currently in the final phase to deliver the UFTI Final Report in May 2020.
The implications to public transport planning and future operations will be reported to the
next meeting of the Committee in August 2020.

Recommendations
That the Public Transport Committee:
1

Receives the report, Urban Form and Transport Initiative (UFTI) Update;

2

Endorses the Urban Form and Transport Initiative strategic approach to public
transport.

1

Introduction
The Urban Form and Transport Initiative (UFTI) is a partnership between the
SmartGrowth partners (Bay of Plenty Regional Council, Tauranga City Council,
Western Bay of Plenty District Council and tangata whenua) and Waka Kotahi NZ
Transport Agency to agree a strategic and integrated delivery plan for western Bay of
Plenty’s future urban form and multi-modal transport system with a 50+ year horizon.
The UFTI Programme will enable the partners to plan for and deliver a number of land
use, and transport changes and improvements, over time, to achieve the strategy.

2

UFTI Update
Key highlights since the UFTI Interim Report was released in December 2019 include:
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Stakeholder feedback on the UFTI Interim Report, including investment in a
coordinated response from the SmartGrowth forums, supported and received.



Key research technical reports completed to support the UFTI evidence base,
including:





Modeshift and Multi-Modal Solutions,
Comparative Places Review (Part 1 and Part 2) Reports,
Social and Affordable Housing Report, and
Stakeholder spatial planning maps (digitalised)



Reviewed approach and way of working with UFTI partners to work through
Covid 19 environment and ensure ongoing delivery of UFTI.



Ongoing engagements with other urban growth Councils and partners to share
evidence and continue collaboration.



Ongoing engagements with central government officials and Ministers to update
on progress and continue collaboration.



Implementation of continued stakeholder involvement i.e. newsletters and sharing
of technical research reports.

Further information, including the UFTI Interim Report and technical reports is
available on the UFTI website at www.ufti.org.nz.

3

Mode Shift Scenarios Report
As noted above, a technical report on mode shift has been produced to support the
UFTI evidence base. The report builds on the extensive work completed to date and
identifies the opportunities for making a significant shift in transport mode share over
the next 10, 20, and 30 years.
The Western Bay of Plenty Public Transport Mode Shift Scenarios report is available
at this link:
https://ufti.org.nz/wp-content/uploads/2020/04/FINAL-UFTI-REPORT-WBoPModeshift-and-Multimodal-Solutions.pdf

4

Next Steps
Key next steps for UFTI include:


Options and evidence analysis, focusing on the four short-listed programmes
presented in the UFTI Interim Report.



Intervention delivery plan development to support UFTI Final Report.



Responding to stakeholder feedback on the options presented in the UFTI Interim
Report, subject to Covid 19 working environment.



Iwi expert panel “He Manukura” underway to provide expert advice to UFTI and
the SmartGrowth Leadership Group.



Transport modelling underway on the four short-listed programmes within the
UFTI Interim Report.
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5



Financial and Economic Cases underway to support the development of the
optimal programme and UFTI Final Report.



Building a formal partnership arrangement with government based off the work
being done in UFTI.



Developing a supporting Technical Report outlining the key processes and
project components undertaken to develop UFTI.



The UFTI Final Report is due for completion in May 2020 to inform the joint
spatial plan with government that SmartGrowth will prepare.



This joint spatial plan will be subject of a full consultative process.

UFTI and the WBoP Tauranga System Plan (TSP)
UFTI is not about the design or delivery of projects. The WBoP Transport System Plan
(TSP) will develop and design the options necessary to achieve the strategic functions
outlined by UFTI.
UFTI identifies the functions of existing and future transport networks to support the
spatial plan, while the TSP is focused on identifying components of the network form to
support that function.
The TSP will advise how functions of a strategic transport system can be achieved at
key places, along corridors and at certain parts of the network.

6

UFTI and Public Transport Network Planning
Public Transport (PT) network planning work is currently focussed on the long-term
future, in the form of a PT network scenario to be modelled for the UFTI project.
A possible PT network has been developed for when Greater Tauranga reaches a
population of 270,000, which is assumed to be in approximately 30 years time.
The role of the modelling process is to test ideas and concepts. Modelling is an
iterative process - each run of the model uses a particular package of PT routes,
frequencies and fare levels, and these can be adjusted between model runs, just as
the assumptions about roads, parking and land use are adjusted.
Examples of PT ideas being modelled include:
1.

A high frequency bus service (with park and ride stations) along the Northern
Corridor between Omokoroa and the city centre to encourage maximise PT
use of the managed special purpose lanes which will be an integral part of the
Tauranga Northern Link and its extension, which were announced as part of
the Government’s New Zealand Upgrade programme. Such a service could
be modelled on the hugely successful Northern Express busway service in
Auckland, which has resulted in a reduction in car traffic across Auckland
Harbour Bridge.

2.

The possibility of a PT priority route across Tauranga Harbour, following the
railway alignment between Te Maunga, Matapihi and Elizabeth St in the city
centre, to test an idea which was included in the Connected Villages and Two
Urban Centres short-listed programmes in the UFTI Interim Report. The
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model is being used to test a PT network with and without this idea as a key
element.
3.

Extending the existing crosstown bus route between Bayfair and Tauriko /
Tauranga Crossing, to Bethlehem, and increasing its frequency, to connect
with other high frequency services in both the Northern and Eastern Corridors

The UFTI PT network is intended to operate as a connective network, reflecting that
Greater Tauranga’s urban system is very complex for a city of its size, and that
therefore as the city grows it will be better to have a relatively simple network of
frequent services that connect with each other at key nodes, given that it will not be
possible to provide “one-seat ride” PT from every part of the city to every other part.
Having said that, most parts of the city would still have direct services to and from the
core of the network along Cameron Rd between the Hospital precinct and the city
centre, with extensive bus priority and multiple opportunities for transferring between
services where necessary, with safe, comfortable and convenient waiting facilities.
This element of the network is intended to support, and be supported by, the planned
intensification of the Te Papa Peninsula.
It is assumed in the model that there would be bus priority in the busiest parts of the
network and park and ride facilities - especially on the periphery of the network at
places like Omokoroa, Whakamarama, Te Puna, Tauriko, Te Maunga and Papamoa.
The PT network is grossly simplified for modelling purposes - therefore, for example,
some minor services and connections in the current network have been omitted
because they are not material in the context of high level modelling of how the PT
network might look like 30 years in the future.
Modelling ideas like this implies no commitment on BOPRC’s part, but it will assist the
SmartGrowth partners to plan for a long term future where PT may play a much more
important role and where significantly increased investment in both infrastructure and
services may therefore be required.
The PT network being tested in the UFTI model will form the basis of subsequent
modelling for the Western Bay Transport System Model (TSP).
Any preferred PT network that might emerge from the modelling process would
obviously go through many rounds of stakeholder engagement and community
consultation, at increasing levels of detail, before being implemented in increments
over many years.
The following diagram has been developed to illustrate the different levels of strategy
development and planning that are currently happening, or being programmed to
happen, in parallel over the next few years:
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7

Implications for Māori
An expert advisory panel “He Manukura” has been established to provide advice and
undertake tangata whenua engagement on the UFTI Interim Report. The panel is
made up of local Maori planning and policy experts to supplement the role of the
SmartGrowth Tu Pakari Advisor who has struggled to resource engagement in UFTI.
Unfortunately, the Covid 19 lockdown occurred just as a series of planned hui were to
be operated. He Manukura have therefore revised their engagement approach
accordingly to use a survey of their “Whakamarumaru Rōpū” consisting of over 30
recipients representing SmartGrowth tangata whenua working group, SmartGrowth
Leadership Group, 4 Hapū/Iwi Chairs and CEO’s and the Maori Land Trust.
The survey is supported by information in the form of:
o

A summation of what iwi and hapu management plans and other relevant iwi
documents in the region prepared over the last ten years have to say about urban
form and transport

o

A “Matariki” report for UFTI providing expert advice related to the UFTI work from
the planning and policy experts within He Manukura

o

An early draft of what an “iwi spatial plan” might look like for the sub-region.

Further engagement will be guided by the recommendations of this report and
subsequent discussions amongst the partners.
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8

Budget Implications

8.1

Current Year Budget
The UFTI project is being funded through existing budgets in the current year’s budget.

8.2

Future Budget Implications
The future budget implications of the UFTI project to public transport planning and
operations will be brought back to the Committee when these are known.

9

Community Outcomes
This project directly contributes to A Healthy Environment and A Vibrant Region
Community Outcomes in the Council’s Long Term Plan 2018-2028.

Ruth Feist
Team Leader Urban
for General Manager, Strategy & Science
13 May 2020
Click here to enter text.
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Report To:

Public Transport Committee

Meeting Date:

22 May 2020

Report From:

Namouta Poutasi, General Manager, Strategy & Science

Annual Plan 2020/21 - Topics for Public Transport

Executive Summary
This report outlines the passenger transport initiatives that are intended to be undertaken as
per the draft Annual Plan 2020/21, and its budget. The report provides a re-cap and brief
history of the passenger transport decisions made, and the proposed costs of each, during
the development of the Annual Plan 2020/21. The initiatives include:







Tauranga School students fare free trial extension – $1.86 million;
Tertiary services trial extension – $231,000;
Pyes Pā to The Crossing Tauranga (new service) – $120,00;
Kawerau on-demand trial – $69,000;
Improved Whakatāne to Kawerau service – $217,000; and
Ōpōtiki and Kawerau health shuttle – $80,000 one-off grant and $15,000
operating costs.

The purpose of the paper is to provide the Public Transport Committee with an opportunity to
review these initiatives before making a final recommendation to Council. This will enable
Council to consider these initiatives for its Annual Plan 2020/21 deliberations on 2 June
2020, before setting the final budget and adopting the Annual Plan 2020/21 on 25 June
2020.
A final contribution needs to be agreed for recommendation to Council for the Ōpōtiki and
Kawerau health shuttle.

Recommendations
That the Public Transport Committee:
1

Receives the report, Annual Plan 2020/21 - Topics for Public Transport;

2

Agrees that the following public transport projects and costs be recommended to
Regional Council for Annual Plan 2020/21 deliberations:
a. Tauranga School students fare free trial extension - $1.86 million;
b. Regional tertiary student fare-free trial - $231,000;
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c. Pyes Pā to The Crossing Tauranga (new service) - $120,00;
d. Kawerau on-demand trial - $69,000;
e. Improved Whakatāne to Kawerau service – $217,000; and
Ōpōtiki and Kawerau health shuttle – $80,000 one-off grant and $15,000
operating costs.

f.

1

Purpose
The purpose of the report is to provide the Public Transport Committee (PTC) with an
opportunity to review the public transport projects currently included in the draft Annual
Plan 2020/21 budget. It is requested that the PTC make a final recommendation to
Council on the projects included. This will enable Council to consider these for its
Annual Plan 2020/21 deliberations on 2 June 2020 before setting the final budget and
adopting the Annual Plan 2020/21.

2

Introduction
Staff are currently developing the Annual Plan 2020/21. This process enables Council
to update its annual budget and amend what was set out in Year 3 of the Long Term
Plan 2021-2031 (LTP). As part of the Annual Plan 2020/21 process, Council made the
following decisions, at two respective Council meetings, regarding the funding of public
transport matters:
1. 12 December 2019:



Tauranga School students fare free trial extension - $1.86 million; and
Tertiary services trial - $231,000.

2. 24 March 2020:




Pyes Pā to The Crossing Tauranga (new service) – $120,00;
Kawerau services:
 Kawerau on-demand trial – $69,000;
 Improved Whakatāne to Kawerau service – $217,000; and
Ōpōtiki and Kawerau health shuttle – cost to be confirmed.

These projects have been bought into the Annual Plan 2020/21 process from a variety
of channels, including previous Annual Plan and Long Term Plan submissions,
community petitions, staff engagement with stakeholders, and presentations to PTC.
Project costs have been included in the draft Annual Plan 2020/21 budget, however, a
final contribution needs to be recommended to Council for the Ōpōtiki and Kawerau
health shuttle.

3

The Annual Plan 2020/21 Information Document
Council agreed that a formal consultation procedure would not be followed for the
Annual Plan 2020/21 and subsequently prepared an Information Document which has
been released to the public and outlines some proposed changes to the LTP. Of the
above listed projects, the following three were mentioned in the Information Document:
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1. The new Pyes Pā bus service;
2. The Kawerau on-demand trial; and
3. The Ōpōtiki and Kawerau health shuttle.
The information document, in the “Message from the Chair, Councillors and the Chief
Executive” on page 7 states:
…we are providing you [the public] with an information document that sets out the
main areas we are planning to make changes to our services. These include
increased funding to support:


Several new transport services including:
 A new bus service in Tauranga to improve coverage in the Lakes
and Pyes Pā area connecting to Tauranga Crossing,
 An on-demand door to door bus service within Kawerau to improve
access to shopping and essential services, and
 Working with partners to help community Health Shuttles to operate
in Ōpōtiki and in Kawerau.

Figure 1 below, illustrates further commitment to funding these three projects, as
included on page 15 of the Information Document.

Figure 1: Passenger Transport initiatives included in the public Information Document

A synopsis of each of the proposed projects – as included in the draft Annual Plan
2020/21 – is provided, as follows. Each of these have been discussed in more detail in
previous Council meetings and workshops.

4

Tauranga school students fare free trial extension
Following public consultation for the 2019/20 Annual Plan, Council undertook to
implement the trial of free fares for school aged children in Tauranga. This followed on
from the smaller scale trial undertaken in Welcome Bay (Tauranga), and resulted in a
significant increase in the patronage of school children. The citywide trial commenced
on 4 February 2020 with 58 vehicles operating on 56 school routes with students also
able to use the Tauranga urban vehicle fleet.
Prior to the Covid-19 pandemic and associated lock down, initial numbers illustrated
that overall, student travel was up approximately 60% from the same period in 2019.
This number may be artificially high as 2018 patronage was lower than expected due
to significant service disruptions across the network. However, the number of students
using buses continued to increase prior to the Covid-19 lockdown as more students
moved to public transport for travel to and from school.
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At its 12 December 2019 meeting, Council agreed to include the cost to continue the
trial in the draft Annual Plan 2020/21 budget. The extension would therefore cover the
2020 school year – that being an additional six months to cover the shortfall of the
2019/20 financial year. This provided for an extension from July 2020, to December
2020 at a cost of $1.86 million. This cost is intended to be covered by the Tauranga
targeted rate.
In addition, a broader region-wide fare and ticketing review was approved by the
PTC in September 2019. A series of options was then developed to align with
requests that have been made through Annual Plan submissions and petitions, or
presentations to the PTC. The following seven options were then considered to

be included in the fare-review as part of the Annual Plan 2020/21 process:
1.
2.
3.
4.
5.
6.
7.

Fare reductions for all users;
Weekly fare cap for regular users;
100% disability concession;
Free travel for school aged children;
Introduce urban fare zones;
Free fares for Tertiary Students; and
40% community service concession.

Ultimately, however, Council agreed that it would be beneficial to wait for the Regional
Integrated Ticketing System (RITS) to be in place, and the outcomes of the Urban
Form and Transport Initiative (UFTI), and Waka Kotahi’s multimodal report before
making decisions on further fare review matters. Once this information is provided,
then fares will be reviewed across the region and changes will feed into the Long Term
Plan 2021-2031. The paper – Improving Our Network – included in the agenda, looks
at consultation on the Regional Fare Review options in the pre-consultation for the
Long Term Plan 2021-2031.

5

Regional tertiary student fare-free trial
In December 2019 a fare free regional bus service for tertiary students was launched
in 2020 across the region. The service enables students from around the Bay in
Katikati, Rotorua and Whakatāne to travel into Tauranga and back every weekday
from 1 February 2020 to 20 December 2020. The service is a joint venture between
the University of Waikato, Toi Ohomai Institute of Technology and Council, with each
organisation contributing funds to make the service available, along with a grant from
NZTA.
With the tertiary year having commenced late February and the onset of the Covid-19
pandemic and lock-down, there is currently not enough data to determine patronage
figures and uptake of the service. More reliable figures will be available later in the
year when better conclusions can be drawn.
At its 12 December 2019 meeting, Council agreed to include the cost to continue the
trial in the draft Annual Plan 2020/21 budget. The draft Annual Plan 2020/21 budget
includes increased targeted rates revenue of $231,000 to reflect the net cost of the trial
(after NZTA subsidy and partner contributions from University of Waikato and Toi
Ohomai Institute of Technology) for a full financial year.

6

Pyes Pā to the Crossing – new Tauranga service
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Representatives from the Althorp Retirement Village approached the Regional Council
in 2019 to raise issues with the current bus service and connections, including a
request for improved connecting services from the villages to The Crossing shopping
centre in Tauriko and surrounds. Engagement with two of the largest retirement
villages in Pyes Pa, Althorp and Copper Crest, was then undertaken in December
2019. As a result, a proposed solution is to provide a service to connect the Pyes Pā
area – particularly the two major retirement villages – with The Lakes and Tauranga
Crossing running between 9:00 am and 3:00 pm.
At its 24 March 2020 meeting, Council agreed to include the estimated net cost of the
additional service of $120,000 after fares and subsides in the draft Annual Plan
2020/21 budget. The estimated change in the Tauranga Transport Targeted Rate
would be approximately $2.38 per household (including GST) in 2020/21.

7

Kawerau Services
The Kawerau community have been requesting improved public transport services for
many years through previous Annual Plan and Long Term Plan submissions. In
response to submissions received for the Annual Plan 2019-20, Council made the
decision to consider:
1. Developing an on demand service within Kawerau for access to shopping
and essential services; and
2. Making improvements to the service running to Whakatāne.
Consultation on the above two services has begun with the community and
stakeholders, and there has been broad agreement regarding the services that would
best meet community needs. The on-demand service could be implemented in the
2020/21 financial year, however, it is considered necessary to await the Eastern Bay
network review to allow integration with bus services operating across the wider
Eastern Bay area before upgrading the existing Whakatāne to Kawerau service. The
Eastern Bay network review is expected to commence in the last quarter of 2020.
At its 24 March 2020 meeting, Council agreed to include the costs of both of these
services in the draft Annual Plan 2020/21 budget, as follows:
1. The estimated cost for the Kawerau on-demand service is $69,000 funded
by general funds, however, assuming an NZTA contribution of 51% is
available, the net cost to Council would be approximately $34,000; and
2. The costs for the improved service between Kawerau and Whakatāne is
estimated at $217,000 funded by general funds, however, assuming an
NZTA contribution of 51% is available, the net cost to Council would be
approximately $106,000.

8

Ōpōtiki and Kawerau health shuttle
A submission was received from St John Ōpōtiki which stated a need for assistance to
meet the “demonstrated and urgent need for health transport assistance for residents
of the Ōpōtiki District by establishing a Health Shuttle service”. It also explained that
residents of the Ōpōtiki District lack transport facilities, within and outside the district,
linking to essential health care services that are often outside the district. Similar
requests have also come from the Kawerau community, a community which share
similarities with Ōpōtiki.
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Council staff attended a community meeting organised by St John late last year to
discuss options to develop a health shuttle service. There is strong community support
for such a service and volunteer organisations have attempted to provide a similar
service in the past, however, funding for operational expenses has been intermittent.
Provision of health shuttles fills a very specific need for small communities that would
be impractical and expensive to meet with typical public transport services. This leads
to a significant inequality of access to health services resulting in poor health
outcomes for communities, which in-turn, will result in higher overall medical costs (as
conditions typically worsen before treatment is obtained) and shorter life expectancies.
Maori in the Bay of Plenty had a hospital “did not attend” rate in 2016/17 of 15.2%
compared with 4.1% for all residents; this is reflective of many factors including poor
transport access in the Eastern Bay where there is a significantly higher proportion of
Maori.
At its 24 March 2020 meeting, Council agreed to include costs of $80,000 one-off grant
and $15,000 operating cost for the first year, within the draft Annual Plan 2020/21
budget. It was intended that the PTC would confirm the level of funding to support the
service until staff had time to continue discussions with St. John and determine the
current funding shortfall. Recent communications has found that:


The Ōpōtiki St. John purchased their first vehicle at a cost of $95,000. This
was funded by the Ōpōtiki Community Health Trust and The Southern Trust
with contributions of $45,000 and $50,000 respectively. This vehicle will cover
a portion of the area proposed for service. However, St. John requires two
more vehicles to cover the intended service area. St. John currently have no
further funds to purchase, or lease, additional vehicles.



St. John require approximately $25,000 per year for operating costs. They
have so far raised $10,000 from business and community donations but are
now concerned that such donations will be less prevalent in the post-Covid 19
environment and are therefore relying on outside funding to cover the
shortfall.

Based on the above, staff consider that the PTC could recommend to Council to:
a. Fund the operating expenditure shortfall for the first two years at a total cost of
$40,000; or
b. Increase the funding recommendation to provide for further capital
expenditure (to purchase or lease one or two health shuttles) and in line with
the draft Annual Plan 2020/21 budget – an $80,000 one-off grant and $15,000
operating cost.
Therefore, it is recommended that the PTC confirm how much funding support they
consider appropriate to support St John, before taking the recommendation to Council.

9

Māori Implications
Māori are affected users of the public transport system. However, if all of the topics
and proposals, as included in this paper were implemented, some would have greater
impacts than others for the region’s Māori population.
The proposals that would support Māori more than others, is an increase to services in
the Eastern bay. These services would allow Māori to have better access to essential
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services within the region, including to larger urban centres where better employment
opportunities, education and importantly, health care, exist.

10 Budget Implications
Budget implications are included above and are to be confirmed by Council at its
deliberations meeting on 2 June 2020 for inclusion in the Annual Plan 2020/21 budget.

11 Community Outcomes
This item directly contributes to the A Vibrant Region Community Outcome in the
Council’s Long Term Plan 2018-2028.

Andrew Williams
Transport Planner
for General Manager, Strategy & Science
13 May 2020
Click here to enter text.
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Report To:

Public Transport Committee

Meeting Date:

22 May 2020

Report From:

Namouta Poutasi, General Manager, Strategy & Science

Te Papa Indicative Business Case (IBC) and Next Steps

Executive Summary
The purpose of this report is to highlight the Te Papa Indicative Business Case (IBC) that is
being led by Tauranga City Council, and future implications for public transport matters.
There are a number of key multi-modal and public transport projects within the IBC. A copy
of the IBC is attached as Appendix 1 to the report.
Further investigation of investment timing, costs and cost sharing (including funding
agreements) between the project partners (being Tauranga City Council, Bay of Plenty
Regional Council and Waka Kotahi-NZTA board) is a next step. This includes development
of detailed or single stage business cases for specific multi-modal and public transport
components. Confirmed costs and implications will be reported to the Public Transport
Committee once known.

Recommendations
That the Public Transport Committee:
1

Receives the report, Te Papa Indicative Business Case (IBC) and Next Steps;

That the Public Transport Committee recommend that the Regional Council:
1

Endorse the strategic approach of the Te Papa Indicative Business Case (IBC) and
recommend endorsement for Regional Council approval, subject to alignment
with the Urban Form and Transport Initiative final report;

2

Notes that investment timing, costs and cost sharing are subject to further
investigations and agreement between the project partners and will come before
Council for approvals as the programme progresses.

1

Te Papa Project
Tauranga City Council is leading work to intensify the Te Papa peninsula in Tauranga
city (the area from Sulphur Point to Barkes Corner). An additional 20,000 homes and
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14,000 jobs are planned for this area by 2063. The diagram below shows the scope of
the work.
The Te Papa Project consists of two key workstreams: The Te Papa Spatial Plan (and
associated Housing Choice Plan Change) development being undertaken by Tauranga
City Council (TCC); and an Indicative Transport Business Case being undertaken by
TCC, the Transport Agency and BOPRC.
The Te Papa Project is aligned to several other projects including the Urban Form and
Transport Initiative (UFTI) and Tauranga City Council’s Plan Change 26: Housing
Choice.
Further information is available at these links:
‘Shape Your City’ (Plan Changes and Te Papa) www.tauranga.govt.nz/shapeyourcity
Te Papa project page – www.tauranga.govt.nz/tepapa
Te Papa Outcomes and Ideas Discussion Document
https://www.tauranga.govt.nz/Portals/0/data/future/te_papa/files/te-papa-plan-outcomesideas.pdf

Housing Choice plan change page – www.tauranga.govt.nz/housing-choice

2

Te Papa Indicative Business Case (IBC)
The Te Papa IBC is to establish the strategic direction for delivering a transport system
that will support the intensification of the Te Papa peninsula. It provides the evidencebase for central government investment in planned transport infrastructure. This
includes a long-term vision for more frequent public transport along the main
movement corridor (Cameron Road) connecting with wider growth areas, and broader
modal choices such as walking and cycling. This combined approach is key in tying
together an integrated multi-agency investment programme to support and catalyse
growth.
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The project sits at a mid-point within the Waka Kotahi-NZTA business case
development framework and provides strategic direction and indicative funding
envelopes for inclusion within Long Term Plans and the 2021 Regional Land Transport
Plan (currently in review stage). Detailed design and more precise funding
arrangements will be developed in subsequent business cases.
The IBC was approved by Tauranga City Council on 5 May.
A copy of the IBC is attached as Appendix 1 to this report.

3

Key Public Transport Projects in IBC
The key projects for public transport within the Te Papa IBC are:


Cameron Road Multi-Modal Stage 1 – investment programme for public
transport and active mode infrastructure on Cameron Rd between Elizabeth
St and 17th Ave. Likely to include bus clearways/lanes in some sections with
construction likely to commence in late 2021.



Cameron Road Multi-Modal Stage 2 – as per stage 1 but looking at
Cameron Rd between 17th Avenue and Barkes Corner.



City Centre Transport Hub – The program provides $30m in funding for the
development of a high-quality CBD multi-modal interchange that will be able
to provide a high level of service for public transport users. The intent is that
this interchange would integrate with public transport modes identified for
delivery through the Urban Form and Transport Initiative which may include
ferry, bus, and rail services.



Hospital Transport Hub – A smaller scale hub that provides a high level of
amenity for public transport users. Likely to be fully enclosed and provide
toilet facilities, bike storage, kiosks, etc Delivered in first 10-years



Greerton Transport Hub – As per Hospital Hub but delivered in the 10-30
year time frame.



Other PT Capex – This includes funding in the 0-10 year timeframe for bus
priority at intersections, the roll out of a high quality shelters, wayfinding and
real time information screens across the peninsula. In the 10-30 year time
frame funding is for clearways and bus lanes to be developed on Waihi Rd,
Oropi Rd, Fraser Ave, or other streets as required to support the bus network.

In addition to the capital investment the IBC also includes an indicative allocation for
additional public transport services in the Te Papa peninsula. The increase in service
investment would support the intensification of Te Papa as well as growth in the wider
sub-region. It is anticipated that this would happen gradually over time with a $6m
increase in annual operating cost by 2063.
The indicative public transport operating costs shown in the graph below.
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Next Steps
The next steps in the IBC process are:

5



IBC submitted to Waka Kotahi-NZTA, with the view that it will be considered
by the Board on 18 June.



IBC presented to the next meeting of Bay of Plenty Regional Council.



Further investigation of investment timing, costs and cost sharing (including
funding agreements) between project partners (TCC, BOPRC and Waka
Kotahi-NZTA board). This includes development of detailed or single stage
business cases for specific multi-modal and public transport components.



Confirmed funding and timing for public transport matters will be reported to
the Public Transport Committee when known.

Implications for Māori
There are no specific implications for Māori in relation to this report. Implications from
specific components within the Te Papa IBC are expected to be identified and
addressed during detailed investigations for specific multi-modal and public transport
components.

6

Budget Implications

6.1

Current Year Budget
There are no implications for the current year (2020/21) budget.

6.2

Future Budget Implications
There will be implications for future budgets. Those implications will be reported to the
Committee once these have been determined, and funding agreements between the
partners have been progressed.
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Community Outcomes
This project directly contributes to the A Vibrant Region Community Outcome in the
Council’s Long Term Plan 2018-2028.

Ruth Feist
Team Leader Urban
for General Manager, Strategy & Science
13 May 2020
Click here to enter text.
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APPENDIX 1
Te Papa Indicative Business Case - IBC - 28 April 2020
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Draft Te Papa Peninsula
Indicative Business Case Summary
Supporting the Te Papa Spatial Plan | 28 April 2020

In conjunction with project partners
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Foreword

Why are we looking at Te Papa peninsula?
Tauranga is no longer a small coastal town.
The number of people living in Tauranga has
doubled in the last 30 years. It is home to
New Zealand’s largest port, and the University
of Waikato has recently opened a campus.
Through the combination of an attractive
environment, job availability, good business
base, proximity to New Zealand’s largest city,
and national migration patterns, Tauranga’s
growth is forecast to continue for the next 30
years, growing by at least 45,000 more people. 
Identified as one of New Zealand’s ‘high growth’ locations,
Tauranga, and within it the Te Papa peninsula, need to
respond to Central Government’s Urban Growth Agenda
(UGA). 
This is an ambitious program that aims to remove barriers
to the supply of land and infrastructure, address housing
affordability issues and make room for cities to grow up
and out. An Urban Growth Agenda partnership is under
development for the Bay of Plenty (Tauranga). This includes
stringent requirements to enable growth to occur. 
As for many New Zealand cities, housing choice, availability,
and affordability are problematic. Tauranga is ranked in 2020
as the 5th most unaffordable city globally; Te Papa peninsula
can play a major part in helping resolve these and other
community issues. 

Tauranga is currently short of land for housing and expects
a shortfall of 600 homes within the next three years and a
further 3,500 homes in 4-10 years if we do not act quickly.
With the potential to increase housing supply in close
proximity to the city centre, public transport and other
amenities, Te Papa has a key role to play in addressing the
short, medium and long term needs of housing in Tauranga. 

The Te Papa IBC puts a focus on growth in the context
of integrated land use transport planning, to achieve the
following benefits: 
•

Better and more equitable access to social and
economic opportunities

•

Housing that meets our needs

Important choices need to be made for Te Papa peninsula’s
future. 

•

More opportunities for meaningful employment and
economic growth in Te Papa

If we do not plan well, we will end up with fragmented
suburbs and even more pressure on our roads, water
supply, wastewater systems and community amenities. This
includes providing choices for people to move around on
foot, by bike or micro-mobility choices, by public transport
or other means. These affect the sustainability, productivity,
economics, safety and liveability of cities.

•

Neighbourhoods that are more liveable and have a
stronger sense of culture and identity

•

Improvements in environmental quality.

The Te Papa project is made up of two core deliverables
– the Te Papa Spatial Plan, and the Te Papa Indicative
Business Case (IBC). While the IBC focuses on an integrated
land use transport strategy, it will also be supported by
the broader Te Papa Spatial Plan, which provides for
consideration of supporting infrastructure and community
investment, including community amenities, opens space,
environmental, cultural and wider considerations.

To respond to these challenges and unlock more than $1b
of community benefits for Te Papa peninsula and the wider
region, transport investments in the order of $450m are
required over the next 30 years. 
The basis for this and recommended way forward sets out
an integrated land use transport strategy including: 
•

Recommendations for Te Papa peninsula’s future urban
form; and

•

a multi-modal transport programme and social
infrastructure proposals to support city and regional
growth. 
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Project Partners

Tauranga City Council

Partner Commitments

Statutory responsibilities in relation to overall land use and movement planning, spatial planning,
local infrastructure provision, funding and consenting.

Bay of Plenty Regional Council
Regional statutory responsibilities relating to transport planning, public transport, civil defence, and
environmental management.

New Zealand Transport Agency
The road controlling authority for the State Highway network and for linkages to communities,
businesses and nationally significant facilities (contributing to shaping of urban areas and systems,
and facilities such as ports, airports, hospitals).

The Te Papa IBC is embedded within a wider set of partner
engagements and initiatives addressing growth management: 
•

The Urban Growth Agenda (Central Government)

•

Smart Growth Future Development Strategy (FDS) 

•

Urban Form and Transport Initiative (UFTI, currently
underway). 

•

Building on the outcomes of the draft Tauranga Urban
Strategy (TUS), 

Tauranga City Council has obligations (as expressed in the
Smart Growth Future Development Strategy) to contribute
to more than 43,000 new homes needed over the next thirty
years in the Western Bay of Plenty.

In association with:

Urban Form and Transport Initiative

Mana whenua representatives

Kainga Ora

Ministry of Housing and Urban Development

New Zealand Government Agencies
(Education, Health, Emergency, Social Services)
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Partnership with Mana Whenua

Te Papa peninsula – Mana Whenua partnership
Council recognise mana whenua as partners on
the Te Papa project and have set up a specific
workstream to assist in facilitating engagement and
inputs throughout the project.
As part of this, a mana whenua representative group has
been set up, including invitation to representatives of the
following hapu and iwi: 
•

Ngai Tamarawaho

•

Ngai Tukairangi 

•

Ngati Tapu 

•

Ngai Te Ahi 

•

Ngati Ruahine 

•

Ngati He 

•

Ngai Te Rangi 

•

Ngati Ranginui 

•

Ngati Pukenga 

Mana whenua representation formed part of the Te Papa
Design Sprint (workshop) for the project in late 2019. As
part of the Te Papa Design Sprint process, mana whenua
identified the need for ongoing engagement to lay the
foundation for how the partners work together in the future.

Project engagement is occurring via fortnightly hui and the
mana whenua representatives are currently working with
their hapu to gather their inputs which will form the basis of
a collective design wananga (workshop) in the near future
(the original late March wananga date has been delayed
due to the Civid-19 lockdown). In addition, mana whenua
representatives will sit on upcoming project reference Group
meetings alongside other partners. 
A key focus of the mahi and wananga with mana whenua
is to assist mana whenua in developing a cultural layer of
information to support future projects, along with cultural
principles for consideration and other potential interventions
for Te Papa peninsula. The cultural principles are aimed to
be both Te Papa wide and project specific, such as they
may apply to movement, housing, community, open space
or other projects in Te Papa, and will be a key consideration
for any project team. A core principle will include recognising
mana whenua’s status as a partner within the peninsula and
engagement with them on projects. 

Manaakitanga: The ethic of holistic hospitality whereby
mana whenua have inherited obligations to be the best hosts
they can be. 
Wairuatanga: The immutable spiritual connection between
people and their environments. 
Kotahitanga: Unity, cohesion and collaboration 
Whanaungatanga: A relationship through shared
experiences and working together which provides people
with a sense of belonging 
Matauranga: Māori/mana whenua knowledge and
understanding 
Through the process to date, including involvement in the
Design Sprint outcomes and regular hui since that time,
mana whenua have contributed to and are well informed in
terms of the integrated land use transport strategy, which
will, in part, form the basis for the upcoming wananga and
cultural principles for Te Papa.

The principles developed will build upon the agreed Tauranga
Moana Design Principles, including: 
Rangatiratangata: The right to exercise authority and selfdetermination within one’s own iwi / hapū realm. 
Kaitiakitanga: Managing and conserving the environment
as part of a reciprocal relationship, based on the Māori world
view that we as humans are part of the natural world. 
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Case for Change

Thinking about Te Papa peninsula’s future
 New Zealand wide conversation is underway
A
about growth in fast growing areas like the Western
Bay of Plenty, including Tauranga. 
Achieving integrated and coordinated public sector decision
making and investment into land use, transportation
and other services is essential. It is needed to achieve
community wellbeing, as well cost-effective, smart, publicsector spending. 

F or Te Papa peninsula to accommodate an estimated 29,000
new residents and around 15,000 new jobs over the next
30 years, an estimated $450m needs to be invested by the
public sector in transport to underpin $1b+ by the private
sector in housing and business activity.

enabling of intensification. The government has identified
Tauranga as a ‘major urban centre’ which will need to meet
more stringent growth requirements to be reflected in
Tauranga’s planning rules. The final NPS is due to be released
in July 2020. 

The government’s proposed National Policy Statement (NPS)
on urban development, released in September 2019 stresses
the urgency for urban growth areas in New Zealand to grow
up as well as out, and for district plan rules to become more

At the sub-regional level, in the Western Bay of Plenty the
Urban Form and Transport Initiative (UFTI) is a collaborative
project led by SmartGrowth and the NZ Transport Agency
and involves Western Bay of Plenty District Council, Tauranga
City Council, the Bay of Plenty Regional Council, iwi, and
community leaders. Together, the parties have committed to
developing a refreshed, coordinated and aligned approach
to key issues across the sub-region – such as housing,
transport and urban development.

2013

2018

2020

2021

2022

SmartGrowth
Strategy

Tauranga Urban
Strategy and
Future Development
Strategy

Urban Form and
Transport Initiative,
Te Papa Plan and
Housing Choice
Plan change

Long Term Plan
engagement

Project delivery

Ongoing community engagement
and planning

The Te Papa project focuses locally on housing, transport
and urban development. Assessment of choices for Te Papa
peninsula reflect the available guidance on likely impacts of
the NPS and UFTI. These are on Te Papa intensification plan
changes, and the spatial and multi-modal transport planning
work which is the focus of this document.

Community engagement
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Case for Change

National
Urban Growth Agenda; NPS-UD

Sub region
Urban Form and Transport Initiative

Tauranga City
Plan Change 26 Housing
Choice
Te Papa
peninsula
Te Papa Plan

Links with District Plan processes on
urban growth 
Running in parallel with the Te Papa project are
Tauranga City Council proposed changes to the
City Plan. Part of the proposed plan change is
implementing the proposed Te Papa urban form
outcomes. This will be by enabling increased
housing choices and density, such as apartment
buildings and terraced housing, in specific locations
across the peninsula.
The plan changes will enable people to build more
varied types of housing such as duplexes and
terraced housing across the rest of the city, through
changes to the suburban residential zone provisions.
Engagement with the community on the proposed
plan changes is progressing initially through the
Te Papa project. Further engagement and a formal
submission/notification process on the plan changes
themselves will take place in the second half of
2020 via formal provisions under the Resource
Management Act 1991.
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Case for Change

TE PAPA PENINSULA WIDER CONTEXT MAP

Te Papa’s wider context

URBAN LIMITS (REGIONAL POLICY STATEMENT 2014)
STATE HIGHWAYS

Te Papa is located at the heart of the Western Bay of Plenty
sub-region, it is a significant destination for employment,
education and hospitality. Providing an improved urban form
and transport network within Te Papa will support and assist
the continued prosperity of the wider sub-region.

RAILWAY
CAMERON ROAD
FUTURE PUBLIC TRANSPORT NETWORK

OMOKOROA

TE PAPA PENINSULA
MOUNT
MAUNGANUI

TAURANGA URBAN AREAS
PLANNED URBAN GROWTH AREA - HIGHLY LIKELY
PLANNED URBAN GROWTH AREA - LIKELY
PLANNED URBAN GROWTH AREA - UNCERTAIN

OTUMOETAI

TE PUNA

FUTURE INVESTIGATION AREAS FOR URBAN GROWTH

N

BETHLEHEM
PAPAMOA

TE PAPA
PENINSULA

WELCOME BAY
TAURIKO
WEST

TE TUMU

LOWER BELK
ROAD
KEENAN
ROAD

UPPER BELK
ROAD

UPPER
JOYCE
ROAD
TE PUKE
MERRICK
ROAD

It is recognised that this project has much broader benefits
beyond the Te Papa peninsula. Cameron Road forms the
key public transport spine to the western corridor (Pyes Pa /
Tauriko area) where significant greenfield urban development
is underway and planned. Tauriko West has the capability
to accommodate 3,000 – 4,000 new dwellings which
provide for an additional population of 7,000 people; and
Tauriko Business Estate provides for significant employment
opportunities. The Western Corridor could also add significant
population and dwellings in the future, dependant on
outcomes of the Urban Form and Transport Initiative.
Investment in Cameron Road is required to deliver a highquality public transport level of service for the western corridor
in order to achieve a high public transport mode share instead
of continued reliance of private vehicle travel. The proposed
urban form approach and supporting multi-modal transport
programme for Te Papa will assist in leveraging government
investment in other parts of our city such as in Tauriko.
In addition, the government is investing close to $1billion in
the Tauranga Northern Link and 4-laning to Omokoroa north of
Tauranga. This includes managed lanes with priority for buses
and high occupancy vehicles. These transport projects will
connect to Cameron Road. As such, to provide a high quality
and seamless experience for public transport that encourages
the use of public transport these proposed improvements to
Cameron Road are essential.
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What are the challenges and opportunities?
The fast growing parts of New Zealand share many common
challenges and problems. Te Papa peninsula, as part of wider
Tauranga faces:
1. Housing crisis – easy access housing finance, strong
inward migration, rules and constraints on housing types,
land availability, and lack of speed for development have
all led to housing pressures on vulnerable parts of our
communities. Government policy work aims to fix this.
2. Economic impacts – there are mismatches in demand
and supply of housing creating real losses for the Tauranga
economy. Foregone GDP over 10 years of over $2.5b are
estimated, along with a reduction of more than 1100 workers,
and on going upward pressure on house prices (NZIER
2020). Te Papa has a key role to play as a central piece of
Tauranga’s urban fabric (around a third). 
3. Public Expenditure Constraints – Local and central
government agencies face major pressures to fund current
and new community needs. Efficient funding of urban
growth is an opportunity presented by Te Papa peninsula.
Research shows significant efficiencies per household for
retrofitting existing suburbs. Conservative estimates for Te
Papa peninsula indicate a public expenditure efficiency of
$25m+ for each 1000 households*.

5. Key jobs location – the CBD, hospital, schools, business
centres and visitor facilities located within Te Papa underpin
vital elements of jobs and opportunities for community
wellbeing. Technology evolution and changes in the future
of work require clear understanding of the factors that will
attract and retain the circa 15,000 new jobs forecast for Te
Papa peninsula.
6. Liveability and sustainability – internationally and
nationally land use and transportation decision-making
is seen to directly impact
the attractiveness of cities
(economically and socially),
as well as providing a way to
$450
tackle climate change through
integrated policy thinking and
$400
investments. Decision-making
on Te Papa peninsula seeks to
$350
capitalise on these opportunities.
With an urban fabric estimated
at over $9b, and forecast to grow
$300
to over $20b, small efficiencies
or improvements can quickly
$250
tally to significant benefits for our
communities, and deliver better
$200
environmental outcomes.

 . Identity, history and legacy - Te Papa peninsula holds
4
special significance for mana whenua, residents and our
wider region. People care deeply about any change being
proposed. Finding respectful, constructive ways to engage
and work issues through is acknowledged as key issue. 

$150

1995

7. Untapped potential for greater active mode and public
transport use. Opportunity exists for a more balanced
transport system that better enables the high quality urban
development outcomes desired for the peninsula. Te Papa
and Tauranga have relatively low current active mode and
public transport use. Walking, cycling, micro-mobility and
public transport are well suited to Te Papa peninsula’s terrain
with appropriate investment in routes and networks.

12-month rolling Dwelling rents (inflation adjusted)

2000

2005

2010

2015

Gate Pa (12-mth)
Greater Tauranga (12-mth)
Greerton (12-mth)
Tauranga Central (12-mth)
Tauranga Hospital (12-mth)
Tauranga South (12-mth)
Yatton Park (12-mth)

* Based on Auckland Council 2018 evaluation work adjusted for the Tauranga setting
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These include congestion, poor quality urban environments, pollution, poor health and high travel
costs. These problems are felt most acutely in our larger towns and cities and will only increase with
population growth. Reducing our reliance on private vehicles will make an important contribution
to our long-term transport outcomes.
Providing better transport choices will ultimately benefit all New Zealanders by allowing people
in our cities, towns and rural areas to have easier and more affordable access to work, education,
health and social opportunities.

Case for Change

PRIMARY MODE OF TRAVEL11 Figure 05

8. Public sector investment decision making for urban
form and transportation – significant public monies for land
use and transportation are needed for Te Papa to position
for the future. This includes dealing with near term safety,
limited access due to issues over mode choice, increasing
congestion and amenity issues, as well as providing
investment certainty as to the long term character of Te Papa
suburbs. With clear public good ‘outcomes’ and benefits
identified through public engagement, plans and spending
proposals for transport investment estimated at $450m over
the next 30 years need to be aligned for best effect and
maximum return on investment.
9. Investing to unlock urban opportunities - Tauranga City
Council has confirmed $145m over the next 10 years for
investment in infrastructure and service upgrades in Te Papa
peninsula (as at March 2020). Other initiatives within Te Papa
that double this investment are identified in the Long Term
Plan but are uncommitted. To hasten the uptake of urban
intensification into Te Papa there are a range of targeted
social infrastructure investments that could achieve this
(themed as ‘Green networks’, ‘Facilities’ and ‘Open space’).
Some initiatives are already in the unfunded LTP items and
some are new. To fund an optimal package to support urban
form changes would require higher levels of commitment
than current settings. This will necessitate access to new or
improved funding tools and partnering arrangements.

Auckland
Car
Company car
Motor cycle
Bus
Train

68%
7%
1%
11%

Tauranga

Hamilton
81%
7%

Wellington
49%

80%
10%

2%

2%

4%

2%

Christchurch

5%
3%
15%

6%

Queenstown

73%
7%
2%
5%

78%
10%
4%
4%

15%

Ferry

1%

Taxi or ride share

1%

0%

Bike/scooter share

0%

Own bike/scooter
Walk/run

0%

0%

0%

0%

1%

1%

0%

2%

3%

2%

4%

1%

2%

2%

2%

3%

4%

2%

2%

3%

1%

3%

1%

8%

Counterfactual – What happens if things continue as they are?

Transport impacts
of Te Papa
residents at 2030

1000+ more car
trips per day

Environmental
impacts from
travel

Higher CO2
emissions per
person

Te Papa
peninsula
employment
impacts

10%+ lost
productivity gains

Health impacts
through less
active travel

>$70m lifetime
benefits lost
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Project Context and Background

About Te Papa peninsula
Te Papa peninsula is centrally located in the region
with key employment, education, healthcare and
transport elements, and providing a core part
of Tauranga’s identity. Covering 1070 hectares
it runs from Barkes Corner, through to the city
centre to the harbourside bridge. 
A strong underlying urban form exists and there is spare
infrastructure capacity. It is relatively resilient to natural
hazards, making it a good place to accommodate near and
longer-term urban growth pressures. Enabling more people
to live in Te Papa makes good use of existing investments

and is relatively efficient for public spending needed on
services and infrastructure. These efficiencies potentially
run at more than $25m for each 1000 households
accommodated*. A range of other environmental, social,
and economic advantages are identified.
Positioned to have a key role in shaping the region’s urban
future, Te Papa offers opportunities to be grasped as well
as challenges to be tackled. While growth is positive for
our local economy, and delivers diverse social and cultural
benefits, making sure urban development and transport
infrastructure meet the needs of our local communities will
be key.

Within the peninsula lie: 
•

Tauranga’s Central Business District, the regional
hospital, and 10 primary and secondary schools

•

A rich cultural fabric of sites and features

•

Identity defining locations, gathering places and
facilities. This includes recreation, library, and
commercial centres

•

•

$5b+ of housing stock

•

$2.5b+ of commercial premises

•

$0.5b of public sector assets. 

•

Significant employment hubs for the wider region
are located along the Te Papa corridor

GDP of $1.77b per annum for the Tauranaga CBD (and
$7b for the wider City)

•

Frequent bus services run along the Cameron
Road corridor

•

8115 households and a population of 20,120

•

•

27,685 employees

A pattern of land use and relatively flat geography
which makes walking, cycling and micro-mobility
options viable

Page 169 of 206
URBAN FORM AND MULTI-MODAL TRANSPORT INDICATIVE BUSINESS CASE

11

Project Context and Background

8,115

Te Papa peninsula
Total Dwellings*

20,120

Resident population*

Employees*

27,685
*2018 (30 June)

GDP, 2019

Productivity, 2019

Level

Regional growth

National growth

Level

Regional growth

National growth

$1,777

4.9%

3.0%

$98,880

3.8%

1.1%

million in 2019 prices

Tauranga CBD

New Zealand

GDP per filled job

Tauranga CBD

New Zealand

Productivity growth, 2001-2019

Proportion of GDP by ANZSIC 1-digit industries, 2019
Tauranga CBD

New Zealand
Professional, Scientific and Technical
Services
Rental, Hiring and Real Estate Services
Financial and Insurance Services
Unallocated
Health Care and Social Assistance
Public Administration and Safety
Retail Trade
Electricity, Gas, Water and Waste
Services
Transport, Postal and Warehousing
All others

6%

16.1%
23.5%
4%

2%

12.8%
0%

4 .4 %

-2%

5%
8.3%

-4%

6.7%
8.3%

6.7%
9

20
18

8.3%

20
1

6

20
17

20
15

20
1

20
14

20
12

20
13

20
11

20
10

20
09

20
08

20
07

20
06

20
05

20
04

20
02

20
03

20
01

-6%
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What you’ve told us about
Te Papa peninsula

Here is what you told us

What people value now

In August 2019 the community was asked:
•

what they value about Te Papa

•

what they see as the key challenges, and 

•

what they want the future to look like. 

Sports facilities
Mature trees
Access to open space
Coastal location
Diverse communities
Access to local amenities

Almost 1,200 comments and over 200 survey responses were received.
What people don’t like now

For more information, see www.tauranga.govt.nz/our-future/projects/te-papapeninsula/te-papa-reports
Planning for Te Papa peninsula’s future requires on-going engagement with mana
whenua, residents, business owners and employees, health sector, education,
recreational users and other users, acknowledging the different meaning and values
placed on it across the community.

Crime

Lack of safety

Homelessness

Traffic congestion
Unsafe roads
Unclean environment
Poor recognition of history
Not enough to do
Empty parks
Busy residential streets
Lack of transport choices

What people would like to see in a future Te Papa

Safe communities
Better homes
Tree-lined streets
Transport choices
Places to meet
Walkable neighbourhoods
Greater access to water
Safe open spaces
Healthy communities
More housing choice
Pedestrian friendly
Open space
Better parks
Cleaner streets
Community-centred
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Te Papa within the Wider Region

The big picture
The Te Papa Spatial Plan and IBC, including consideration of multi-modal
transport and social infrastructure, takes place against a backdrop of the
Urban Form and Transport Initiative (UFTI). 
UFTI is considering future urban form and transport needs for the Western Bay of Plenty
sub-region over the next 50 years. 

UFTI investment objectives1
Inclusive access
Proportion of population living within travel thresholds (15, 30, or 45 minutes) of key social and
economic opportunities (including education, health care, supermarkets) by different modes (walking,
cycling, public transport, private motor vehicle) as benchmarked against the main NZ cities

UFTI shows the sub-region to be one of New Zealand’s fastest growing regions. 
•

GDP has grown by 28% in the last 10 years 

•

Population by 18%

•

In 50 plus years, an additional 200,000 people will call the Western Bay home

•

This means 80,000-100,000 more homes and 50,000 plus jobs, and,

•

two million+ additional transport movements per day need to be safely and efficiently
managed for both people and freight.

The Te Papa peninsula process is informed by the set of investment objectives being used
to guide UFTI’s work.

Economic prosperity
Housing affordability (as measured by ratio of
average income to average dwelling purchase
price/rent) in the WBOP is improving

The efficiency and effectiveness of the core freight
network in the WBOP is improving

Environmental sustainability
Transport emissions in the Western Bay of Plenty sub-region have reduced by 80% below 2005 levels
by 2070 (30% below 2005 levels by 2030)
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Te Papa within the Wider Region

Not SmartGrowth Policy

Rail enabled growth
Subject to mana whenua agreement we could use the existing Matapihi
rail corridor for passenger transport. The use of the existing Matapihi
rail corridor is a matter that will require further discussions with mana
whenua to determine its feasibility and whether the potentially adverse
effects of extra vehicles using the rail line are acceptable
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Connected urban villages

Two urban centres

Subject to mana whenua agreement we could use the existing Matapihi
rail corridor for passenger transport. The use of the existing Matapihi
rail corridor is a matter that will require further discussions with mana
whenua to determine its feasibility and whether the potentially adverse
effects of extra vehicles using the rail line are acceptable
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In addition, a series of
envisioned UFTI programmes2
have been developed that
remodel how the region might
grow and live, and how people
will move to get to the places
important to them. The Te Papa
Spatial Plan and IBC process
aligns with the UFTI optimised
option. The UFTI analysis and
direction is to be an integral
part of finalising Te Papa
peninsula actions.

Not SmartGrowth Policy

Dispersed growth (base case)
n
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Beach
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UFTI future scenario testing:
Te Papa peninsula within the
wider Western Bay of Plenty
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The Integrated Land Use Transport Proposition

What are the problems and opportunities for Te Papa peninsula?
Problem Statements
•

A lack of good quality public realm and built form,
combined with a need to enhance local culture and
identity, is not attracting more people to live, work
and play in the Te Papa peninsula.

•

A lack of a good quality intensive housing is not
meeting the needs of current and future residents.

•

The current urban form and density, travel options
and transport do not support safe, accessible
multimodal transport options for all.

Problem statements, benefits and investment objects inform and shape the Te Papa business case and spatial plan.
The four day design sprint workshop looking at the future of Te Papa peninsula was guided by them (see later section). 
Collaborative workshops of the project partners and key stakeholders developed and agreed the statements.

Our neighbourhoods
will be more liveable
and have a stronger
sense of culture and
identity

The local neighbourhoods and centres on the Te Papa peninsula will be able to better meet the expectations of
our communities and support a thriving live, work, learn and play lifestyle. They provide a sense of place that
reflects the identity of the area and the cultural values of the community, including mana whenua.

Environmental quality
will be improved

Future developments in the Te Papa peninsula will assist in greening the peninsula, reducing carbon emissions,
using resources efficiently and sustainably, protecting our cultural heritage and contributing to eco-system
health and biodiversity.

Investment Objectives
•
•

The built environment reflects Te Papa’s culture,
heritage and identity.
The quality of public life and use of public
realm will continually improve across Te Papa’s
neighbourhoods, as reported by residents in periodic
Public Life surveys.

•

Air and water quality, measured at key locations
within Te Papa, will increase by 2050.

•

Average net density will be 30 dwellings per hectare
across Te Papa, and higher in close proximity to
centres and public transport, by 2050.

•

Employment numbers across Te Papa will increase by
50%-60% by 2050.

•

Walking, cycling and public transport will represent
40% of all travel movements within Te Papa, and
25% of all travel movements into and out of Te Papa,
by 2050.

Who benefits: current and future residents

Who benefits: sub-region, current and future residents and the natural environment
We will have the
housing that meets
our needs

The Te Papa peninsula will offer more housing and more housing options to meet current and future community
needs. Increasing housing choice means increasing the provision of terraced housing and apartments, of oneto two-bedroom dwellings and of affordable housing.
This will result in the Te Papa peninsula being home to a larger proportion of the city residents, making the best
use of existing infrastructure and contributing to UFTI’s “improved value for money” objective. The need to
open greenfield land to accommodate population growth will be diminished. 
Who benefits: sub-region, current and future residents

We will have more
opportunities
for meaningful
employment and
economic growth in
Te Papa

The Te Papa peninsula will accommodate a significant proportion of the projected employment growth
for Tauranga in strong, well-performing local centres and the CDB as well as other business locations that
are efficiently accessed across the transport system. This will result in increased and sustained economic
productivity and prosperity.

We will have better
and more equitable
access to social
and economic
opportunities

The Te Papa peninsula will provide people and customers with greater multi-modal transport choices through
an effective, safe and efficient transport system. Residents will become less reliant on private car trips: they will
easily and safely be able to walk and cycle around the peninsula or use public transport. 

Who benefits: sub-region, NZ, current and future residents

Who benefits: sub-region, current and future residents
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The Integrated Land Use Transport Proposition

How greater choice in housing types and density delivers community benefits 
International and New Zealand research highlights significant economic and social benefits from enabling greater housing
development choices and opportunities close to major business centres and transportation hubs.
In Te Papa this equates to:
Higher local income
and employment

Increasing urban population by 10% raises wages by 0.2% to 0.5%.
On average, doubling urban density increases productivity by 2% to 6%.

Wage earning growth driven by density equating to over $12m to
$23m+per 5 years for each 10% density increase. Productivity gains
of $140m in 10 years, $650m 30 years

Property values and
rental income

15.5% property premium for a set of six ‘20 minute’ neighbour characteristics including mixed land
use, greater street connectivity, greater density

Property value increases averaging more than $150,000 per
property, while simultaneously seeing increases in wider housing
stock availability that benefits lower income households*

Retail and business
trade

Office and retail properties saw a 54% increase with achievement of high walk scores
Can increase the number of people entering shops and trading by up to 40% and retail rents by 20%

Strengthening of Te Papa business centre occupancy, vibrancy and
employment opportunities, with a focus on Tauranga CBD’s $1.77b
per annum GDP

10% increase in walking Effective Job Density (EJD) associated with a 5.3% increase in productivity
The physical form of the environment also contributes to resident health, with benefits to
government from reduced health and aged care costs

Avoided GDP loss of $450m over 10 years due to housing issues
$77m of avoided health costs with a projected doubling of active
mode travel choice

Potential savings of $25m+ for each 1000 new households. Te Papa will require less public
money to accommodate growth than on Tauranga’s urban fringes

 umulative efficiency saving of $300m+ for households
C
accommodated in Te Papa peninsula.

Agglomeration
economies

Public expenditure
savings

Total Benefits (NPV) including
environmental, transport metrics,
and community =
Indicative Benefit Cost Ratio =

>$1b over 30 years

1.5 to 2

*The effect of new market-rate housing construction on the low-income housing market, July 2019, Upjohn Institute
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The Integrated Land Use Transport Proposition
Should this be 40 years?

Facts and figures – the results of different
urban growth choices

What urban change in Te Papa peninsula might look
like over 30 years
2020

Te Papa peninsula Total Dwellings*

8115

Resident Population*

20,120

Employees

27,685

15
dwellings per
hectare

*2018 (30 June)

If minimal changes are made to managing Te Papa’s
urban future over the next 45 years:

What this would mean for Te Papa peninsula

2040

Te Papa Total Dwellings

+2,400

Te Papa Estimated Dwelling Value^

Resident Population

+3,600

GDP contribution

+$90m p.

Employees

+9,500

Salaries and wages

+$400m p.

With changes to provide more housing choice over
types and density (by 2065):

+$1.5b
20
dwellings per
hectare

What this would mean for Te Papa peninsula

Te Papa Total Dwellings

+19,400

Te Papa Estimated Dwelling Value^

Resident Population

+29,300

GDP contribution

Employees

+14,900

Salaries and wages

+$11.6b

2060

+$730m p.a.
+$630m p.
30-40
dwellings per
hectare

^ in 2020 dollars

Concept drawing: A neighbourhood changing over time.
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Considerations for future urban form and transport choices
Through the development of the integrated land use
transport strategy proposed through this IBC, and building
off the project benefits and investment objectives and
consideration of related project drivers (i.e. UFTI), significant
consideration has been given to:
Liveability

2.

Identity

3.

Respecting culture and heritage

4.

Addressing housing choice, availability and affordability

5.

Economic prosperity

6.

Public expenditure

7.

Addressing national and regional policy direction

8.

Designing in sustainability

9.

Behaviour change and demand management

Consider last
Higher
New infrastructure

Through optimised levels of service on roads and public
transport services

Demand management

Address demand through supply-side measures; active
modes, public transport and school or workplace travel
plans

Integrated planning

10. Providing attractive choices that meet people’s needs

Lower

Where affordable, to meet desired outcomes

Best use of existing network
Cost

1.

Principles for thinking about urban and transport response

Align development with existing transport infrastructure
and services, and plan for urban form which reduces
travel demand

Consider first

Source: Urban Form and Transport Initiative
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What we have looked at for Te Papa peninsula’s urban form
In considering the urban form for Te Papa, focus has been
placed on understanding and exploring how you might
integrate across a range of factors, including:
1.

Choices across concentrated, lineal, or dispersed forms
of urban development

2.

Including matters that people value or care about
(response to values engagement with the community)

3.

Considering how to better enable sustainable, healthy
choices for living and moving around

4.

Potential to use price signals and mechanisms to manage
demand

5.

Using education and awareness raising to shift behaviour

6.
7.

Factoring in better resilience to natural and man made
shocks or events
Responding to national policy direction for managing
urban areas

Centres 400m & 800m

Schools 400m & 800m

Amenities based suitability mapping:

Specific matters considered as part of the assessment
process have included:
1.

Culture, heritage and identity

2.

Public life / realm quality

3.

State of environment and biodiversity

4.

Housing choice and availability

5.

Employment and economic growth

To assist in informing the assessment , suitability mapping
has been prepared and is based on an overall assessment
of walking distances from open space, schools, centres and
public transport. This approach is in general alignment with
the government’s draft National Policy Statement on Urban
Development as it relates to spatial planning and urban form.
The mapping below provides the outcomes of a suitability
mapping, whereby:

6.

Resilience / hazards

•

7.

Mode choice

The red areas (score 11) are those with the best access to
local amenities, including open space, schools, centres
and public transport all within 400m walking distance

8.

Equality and access

•

9.

Safety

The dark orange areas (score 7-9) are somewhat suitable,
with access to some but not all of the amenities

•

Lighter orange areas generally only have access to one or
two amenities

•

Yellow and green areas have almost no access to
amenities.

10. Statutory approval processes
11. Constructability differences by urban form
12. CAPEX and OPEX of urban form and transport programme

Public Transport 400m

Open Space 400m & 800m

Suitability Assessment
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Design Sprint Process - Integrating land use,
movement networks, infrastructure and community services
In November 2019 a four-day workshop brought
together over 30 representatives of the partners,
stakeholders, mana whenua and other experts,
to test ideas for Te Papa’s future. The goal was
to explore values, growth pressures, community,
business, and environmental dynamics facing
Te Papa peninsula.

Integrated thinking was
emphasised across the
considerations of: 

Teams were tasked to develop and test potential future
scenarios for Te Papa. This included a series of short,
medium and long-term spatial planning options with
short (0-3 years), medium (4-10 year) and long term
(11 – 30 years +) interventions.

4. Open space, community
facilities and amenities

Representatives from Mana whenua, Kainga Ora, NZ
Transport Agency, Ministry of Housing and Urban
Development, Bay of Plenty Regional Council and Tauranga
City Council, were supported by other professionals covering
a range of technical disciplines. All were involved and
contributed towards the workshop outcomes.

7. Environment

1. Land use
2. Development economics
3. Movement and access

5. Culture and heritage
6. Community

8. Infrastructure, including
stormwater

The images above are Design Sprint concepts developed from the four day workshop process. Each
focused on a different way of addressing growth demands within Te Papa peninsula.

The Design Sprint process provides the foundation stone for consideration of how best to respond to current and future housing and business needs for Te Papa peninsula, along with
ideas on how to integrate investment and policy for more sustainable movement choices, local amenities and infrastructure. 
The results of the Design Sprint are shown on the next page.

Page 179 of 206
URBAN FORM AND MULTI-MODAL TRANSPORT INDICATIVE BUSINESS CASE

21

Urban Form Options Testing

Urban Form scenario maps and key characteristics
Pre-circulated information to
Design Sprint attendees informed
and help shape responses on
future growth in Te Papa peninsula.

2 Storeys / 40 dwellings per hectare

Scenario 1: Te Papa o Hikitia: Centres

The key characteristics of what
was produced through the Design
Sprint are described under each of
the Scenarios produced. 
 fter the Design Sprint was
A
completed, further assessment
work undertaken examined
whether the direction of the
National Policy Statement – Urban
Development was likely to be able
to be met by each scenario.
S cenarios 1 to 4 were developed
as part of the Design Sprint; the
Centre Plus option recognises the
commonalities of the Design Sprint
Options and the NPS-UD. 
T ogether these 5 options have
formed the basis for the urban form
options assessment as part of this
business case.

Scenario 2: Manawa: Corridors

Scenario 3: Hononga: Amenities

Existing commercial

Existing commercial

Existing commercial

Higher Density

Higher Density

Higher Density

Medium Density

Medium Density

Medium Density

4 Storeys / 90 dwellings per hectare

6 Storeys / 150 dwellings per hectare

•

Focus around hospital and APL
landownership

•

Focus on centres and density
along corridors

•

Focus on racecourse

•

•

Focus around city centre

Medium to high density: 60-100
dw/ha net

•

Medium to high density: 100-150
dw/ha net

•

Medium density 50 dw/ha net

•

Meets NPS-UD: No

•

Medium density 60 dw/ha net

•

•

Meets NPS-UD: No

•

Likely increase in housing
numbers accross peninsula:
Moderate

Likely increase in housing
numbers accross peninsula: Low
to moderate

•

Focus on providing density
around those areas supported by
a range of community amenities
and access to employment

•

High density (centres): 150 dw/
ha net

•

Medium to high density: 90 dw/
ha net

•

Medium density 50 dw/ha net

•

Meets NPS-UD: No

•

Likely increase in housing
numbers accross peninsula: Low
to Moderate
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Urban Form scenarios maps and key characteristics
Scenario 4: Tapa Wha: Mixed

Scenario Commonalities (Overlaid)

Higher Density
Medium Density

Urban Strategies - Hubs and
communities

•

CBD / hospital / Merivale: 40-44
dw/ha

•

11th Ave / gate Pa: 26-28 dw/ha

•

Greerton / Racecourse: 30 dw/ha

•

Other areas: 12 dw/ha

•

Meets NPS-UD: No

•

Likely increase in housing numbers
accross peninsula: Low to moderate

4.

In relation to the 30 year urban form,
the ‘Centres +’ option is based on the
following:
1. A refined medium density residential
land use pattern that responds to:
•
A heat mapping approach to identify
those areas of the four design sprint
scenarios identified as appropriate
for medium density residential,
recognising the ‘broad brush’
approach to line on maps used at
the design sprint

Existing commercial

•

‘Centres +’ Option

•

This heat mapping approach shows
areas of consistency, including
focus around centres, Greerton and
racecourse, city centre, hospital and
Gate Pa / Pukehinahina.

•

Some focus around Merivale /
Fraser Cove area to a lessor extent.

•

Good alignment with either centres
based suitability assessment or
amenities based (slightly closer).

Existing commercial
Higher Density
Medium Density

•

Other common interventions across
the scenarios are considered to be
standard for the hybrid option also,
e.g.:
Cameron Road multi-modal
corridor

•

Multi modal transport hub

•

Active transport network

•

15th avenue detuning

•

Transport hubs

•

Passenger rail and ferry services

•

The draft National Policy Statement
for Urban Development, which
identifies the need for greater
densities in proximity to centres,
corridors (public transport) and
amenities

5.

For clarity, and for the purposes of
the 30 year land use MCA, investment timing is not included within
consideration of the hybrid or any
other option.

•

Consideration of the above matters
in light of associated suitability
mapping, including walking
distances from centres, corridors
and other amenities.

•

Meets NPS-UD: Yes

•

Likely increase in housing numbers
accross peninsula: High

2.
•

•

•

Having regard to the above, the
hybrid option provides:
Higher densities in close proximity
of city centre, Gate Pa / Hospital
and Greerton and with good access
to a range of amenities, up to 150
dw/ha net
Medium density within areas
walking distance to centres and
other amenities: 90 dw/ha net
Ongoing investment in Merivale area
to enable higher densities in the
near future.

3.

Recognition is given to the centres based approach that was put
forward in three out of four of the
design sprint scenarios, whereby
investment is focused around
the city centre, hospital, Gate Pa,
Merivale and Greerton.

The fifth Scenario ‘Centres – Plus’ was developed after the Design Sprint. This
option seeks to recognise that many commonalities are present from the Design
Sprint group’s work. Drawing these through into a hybrid option therefore has
strong merit. Additionally, a critical success factor is ability to satisfy National
Policy Statement direction. This direction is anticipated in July 2020.
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Urban Form Options Testing

Indicative Urban Form & Transport Investments to 2050

TCC, NZTA, BOPRC and other central government

Public sector operational costs (Opex) will
increase as dispersal of activity in the wider
region continues. Within Te Papa peninsula
Opex is efficient in relative terms. Also,
private household operating costs are
assessed to improve with Te Papa peninsula
urban intensification.

Transport (Capex)

$400m

 ll options are assumed as dealing with
A
increasing population and business activity
to 2030 and 2050. 

Transport (Opex)

$50m

Private Sector
(Housing and Commercial)

$8b to $11b

Project partners

Open space, community facilities, infrastructure

$310m

I n terms of public sector capital and
operating spending, Te Papa offers
efficiencies in accommodating new
households relative to other regional options. 
 ll options are therefore considered to
A
perform better than the Status Quo which
relies on development at less cost effective
locations within the Bay of Plenty.

IBC Appendix 2 provides further detail on the multi-criteria assessment process
and scoring narratives. This includes Design Sprint outputs and expert advisor
assessments.
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Urban Form Option Testing Multi-Criteria Evaluation Summary

STATUS QUO
do minimum
with reliance on
existing zoning and
only committed
transportation and
other community
investments

Option 1: Centres post Design Sprint
version - Hikitea o Te
Papa

Option 2: Corridors
- post Design Sprint
version - Manawa

Option 3: Dispersed
/ Amenity - post
Design Sprint version
- Hononga

Option 4: Mixed - post
Design Sprint version
- Tapa Wha

Option 5: Hybrid (post
Design Sprint further
assessment version)

Liveable / attractive
Investment Objective 1: The built environment will reflect Te Papa’s
culture, heritage and identity

0

2

2

2

2

3

Investment Objective 2: The quality of public life and use of public realm
will continuedly improve across Te Papa’s neighbourhoods

0

2

2

2

2

2

Investment Objective 3a: Environmental quality across Te Papa will
improve by 2050

0

2

1

2

1

2

Investment Objective 4: Average density of 30 dwellings per hectare
across Te Papa, with higher average densities in close proximity to
centres and public transport by 2050

0

2

1

1

1

3

Employment numbers across Te Papa (increase by 60% by 2050)

0

2

1

1

1

3

Walking, cycling (including micro-mobility), and public transport (40% of
all travel movements within Te Papa, and 25% of all travel movements
into and out of Te Papa, by 2050)

0

3

2

1

2

3

Accessibility of population to quality Public Transport – access measure

0

3

2

1

2

3

Safety performance and perception

0

3

2

1

2

2

Extent of disruption and whether any material constructability issues.

0

-1

-1

-2

-1

-1

Capital investment required (public sector)

0

2

2

1

2

3

Feasibility for securing government capital investment

0

2

2

1

2

3

Economic Prosperity - efficient / productive

Inclusive Access

Feasibility

Key: MCA ratings (relative to Status Quo)
-3

-2

-1

0

1

2

3
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Recommended Te Papa Urban Form

Te
TePapa
PapaPlan
Plan––liveable
liveableneighbourhoods
neighbourhoods
Within
thethe
identified
identified
‘increased
‘increased
housing
housing
choice’
choice’
area,
area,
wewe
willwill
provide
provide
A A Within
opportunity
opportunity
forfor
more
more
houses
houses
close
close
to to
centres,
centres,
public
public
transport
transport
and
and
other
other
amenities,
amenities,
in line
in line
with
with
central
central
government
government
policy.
policy.
This
This
willwill
include
include
opportunity
opportunity
forfor
terraced
terraced
housing
housing
and
and
apartments
apartments
upup
to to
sixsix
storeys
storeys
close
close
to to
centres
centres
and
and
public
public
transport,
transport,
and
and
upup
to to
four
four
storeys
storeys
in other
in other
areas.
areas.

Recommended urban form

Tauranga
Tauranga
Domain
Domain

City
centre
centre
and
and
waterfront
waterfront
focus
focus
B B City

City
City

Focus
onon
regeneration
regeneration
of of
Pukehinahina
Pukehinahina
(Gate
(Gate
Pa)Pa)
and
and
Merivale
Merivale
C C Focus

Changing the City Plan provisions which will enable opportunities for
more housing choice, including apartments and terraced houses

•

Working with the private sector and government agencies to facilitate
more residential living opportunities, supported by appropriate public
spaces, community facilities and infrastructure

•

Support the regeneration of
these neighbourhoods through
appropriate planning with the
community to improve the
quality of life and encourage
development that reflects its
cultural history and responds to
community needs.
Work with government
agencies to support Accessible
Properties Limited plans for the
regeneration of Pukehinahina.

D. Support the growth of
university and hospital
precincts

Through provision of appropriate
land use and infrastructure to
support ongoing growth:
•

•

Continue to reinforce and
support the city centre as an
education hub

Huria
Huria
Marae
Marae

LEGEND
LEGEND
EleEle
venven
th th
Av Av
e e

City
centre
City
centre
Neighbourhood
centres
Neighbourhood
centres

Tauranga
Tauranga
Harbour
Harbour

Memorial
Memorial
Park
Park

Existing
commercial
zone
Existing
commercial
zone
Increased
housing
choice
Increased
housing
choice
(indicative
boundary
only)
(indicative
boundary
only)
Open
space
zones
Open
space
zones

r r
u Du D
itimitim
TakTak

Existing
industrial
zone
Existing
industrial
zone

15 15
th th
Av Av
e e

Existing
schools
Existing
schools
University
precinct
University
precinct

Promoting greater diversity of housing supply that supports people
remaining in their community as they age.

C. Focus on regeneration of
Pukehinahina (Gate Pa) and
Merivale

Engage
with
with
community
community
and
and
stakeholders
stakeholders
onon
potential
potential
racecourse
racecourse
G G Engage
masterplan
masterplan
(20years+)
(20years+)

Hospital
precinct
Hospital
precinct

DD

Rd Rd
on on
er er
m am
a
C C

Gate
Gate
PaPa
Pukehinahina
Pukehinahina

E. Support Greerton as a
growing neighbourhood
centre

•

Fr
a
Fr ser
as S
er t
St

•

Focus on supporting
opportunities for residential
living, good quality public
spaces, and opportunities for
the economy and education to
grow.

Potential
forfor
increased
increased
housing
housing
choice
choice
in the
in the
future
future
F F Potential

CC

Merivale
Merivale

Kopurererua
Kopurererua
Valley
Valley

Encourage and facilitate
high quality community and
residential development
in and around Greerton
that meets the needs of
the community and helps
businesses to thrive.

CC

Hairini
Hairini
Marae
Marae

Fra
s
Fra er S
ser t
St

This will be achieved by:

Create a compact city centre
with a strong connection to
the water, that is vibrant and
exciting day and night, and
accessible to all.

ElizElab
izet
abheth
St St

Support
Greerton
Greerton
as as
a growing
a growing
neighbourhood
neighbourhood
centre
centre
E E Support

Greerton
Greerton
E E

GG

Ca
Came
m ron
er R
on d
Rd

Provide opportunity for more houses close to centres and public
transport, providing a range of housing types and allowing more people to
walk to where they want to go, in line with central government policy for
urban development.

Support
thethe
growth
growth
of of
university
university
and
and
hospital
hospital
precincts
precincts
D D Support

centreB B
D Dcentre

Ca
m
Ca eron
me
ron Rd
Rd

B. Focus on city centre and
waterfront revitalisation

A. Enable increased housing choice

Waikareao
Waikareao
Estuary
Estuary

Tauranga
Tauranga
Golf
Golf
Club
Club
and
and
Race
Race
Course
Course
Reserve
Reserve

Support the growth of the
hospital precinct

Yatton
Yatton
Park
Park

Ch Ch
ad ad
wi wi
ck ck
Rd Rd

Greerton
Greerton
Park
Park

0.50.5

The actions above are planned, and include both approved and proposed Tauranga City Council Long Term Plan
funded projects, as well as projects to be advocated for by TCC with potential delivery by partner organisations

Scale
1:30000
Scale
1:30000

1 1

1.51.5
KmKm

Waimapu
Waimapu
Marae
Marae
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Te Papa Plan –

Recommended Te Papa Urban Form

neighbourhood ideas for Greerton,
Merivale, Gate Pa, and the city centre

City centre

•
•
•
•
•

Tauranga
Domain

Greerton

Gate Pa/Pukehinahina
•
•
•
•

Meet community needs
Accessible walking and cycling
Access to water
Green corridors
Improve local parks

•
•
•
•
•

Extend hospital campus
Arts and cultural centre
Meet community needs
Improve parks and reserves

Green corridors
Pedestrian improvements
Community centre
Sport and recreation
Land use

Elizabet

h St

Huria Marae

LEGEND
Existing commercial zone

These are subject to resource availability and / or funding, with most reliant on Tauranga
City Council to initiate. 

City
centre

Waikareao
Estuary

Rd

To support its city centre regional role and accelerate uptake of housing
and other opportunities in Te Papa peninsula a range of service, advocacy,
facilitation and partnering opportunities are identified.

Merivale

City centre vision
Community facilities
Improve public spaces
Access to water
Public transport
University campus

Ca
me
ron

Social Infrastructure actions to support
integrated Urban Form & Transport

•
•
•
•
•
•

Open space zones

Ele

Existing schools

ven

th

Av
e

Tauranga
Harbour

Memorial
Park

The ideas are made up of:

•

Neighborhood ideas for Greerton, Merivale, Gate Pa, and the city centre.

Dr

imu

it
Tak

15

th

on
er

Rd

Av
e

St

Te Papa wide ideas that contribute to vibrancy, activity and community wellbeing

er

•

Fr

as

m
Ca

Gate Pa
Pukehinahina

Merivale

Hairini
Marae

Fra

ser

St

Kopurererua
Valley

er
on
m
Ca

Tauranga Golf
Club and Race
Course Reserve

Investment Scale in order of
$160m over 30 years

Rd

Greerton
Ch

ad

wi

ck

Yatton Park

Rd

Greerton
Park

0.5
Scale 1:30000

1

1.5
Km

Waimapu
Marae

Page 185 of 206
URBAN FORM AND MULTI-MODAL TRANSPORT INDICATIVE BUSINESS CASE

27

Options to Integrating Transport with Urban Form

Existing and potential future movement networks
Tauranga today has a high private vehicle mode share
relative to New Zealand average (2018 census journey to
work). As Tauranga has grown following New Zealand’s
traditional pattern of mainly single family, low rise housing,
it has resulted in dispersed low densities (<10 dwellings
a hectare) and placed a high reliance on car travel. This
dispersed development, combined with a reliance on a
limited number of arterials has placed the State Highway
network under pressure significant pressure for its freight
task and connection function.

Auckland today

Tauranga today

Where Te Papa
could be in 2030

Where Te Papa
Could be in 2050

Car

83%

87%

72%

60%

Public Transport

8%

2%

17%

20%

Active modes

7%

7%

11%

20%

-

2,000

3,600

5,000 - 7,500+

Mode

People Km2

Case studies
Te Papa provides an opportunity to improve localised and
wider transport trips through an improved urban form and
integrated transport network. This has been achieved
in similar locations, as case studies of New Lynn within
Auckland highlights that providing a transport spine, that
is supported with a grid like network (similar to Te Papa)
enables attractive walking, cycling and public transport
choices.

The potential scale of change possible for how people move about in Te Papa is shown above. How this occurs also links with,
shapes and influences city wide / sub-regional growth, investment needs and benefits achieved.
The current situation in Te Papa peninsula is compared to the aforementioned case studies of New Lynn and Newcastle, where
integrating land use and transportation is achieving improved outcomes.
As a central areas well serviced by centres, employment, schools, open space and other amenities, Te papa has potential to
push considerably above the Tauranga and other city averages in terms of mode share.

Creating this type of transit orientated development along
high quality public transport corridors have resulted
higher densities and better access to jobs, education and
businesses via public transport, walking and cycling. This
has also been highlighted in Newcastle, Australia. Where
a retrofitted and refurbished CBD and inner suburbs
developed along a high quality public transport corridor,
where investment in active modes and public transport
has supported higher densities and better access to jobs,
education, and businesses.
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Options to Integrating Transport with Urban Form

Multi-modal transport options and key characteristics
Identification of a recommended
urban form for Te Papa peninsula
allows consideration of an optimal
transport network.

Option 1

Option 2

Option 3

To support businesses, local residents, and
those accessing Te Papa peninsula from
the wider region a range of options were
examined. 
The short-listed options vary their focus in
terms of relative emphasis between active
modes (walking, cycling and micro-mobility)
and public transport.
In each case reliable freight and business
access is factored in as a critical success
factor.
Scenarios 1 to 3 were developed by the
Project Partner expert group, informed by
outputs from the Design Sprint process. 
Together these options have formed the
basis for determing what approach best
supports urban form goals and is assessed
as part of the business case.


Key

Primary PT

Cycling Corridor

Transport Hub

Secondary PT

Coastal Cycling Corridor

Active Transport Bridge
Public Transport Bridge

Tertiary PT
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Recommended Multi Modal Transport Programme

Indicative multi-modal transport network investments to 2050
(subset of total integrated urban form costs set out earlier)

Project partners
IBC Appendix 2 provides further detail on the multi-criteria assessment process and
scoring narratives for multi-modal transportation solutions.

TCC, NZTA, BOPRC
Transport (Capex)
- Cameron Road stages 1 and 2

$400m
$100m

- Walking

$92m

- Cycling

$126m

- City Centre, Greerton and Hospital Hubs

$50m

- Other PT Capex

$32m

Transport (Opex)

Multi-modal networks thinking is underpinned and informed by Design Sprint concepts and
expert advisor assessment.

$50m
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Multi-modal Option Testing MultiCriteria Evaluation Summary

Option 1

Option 2

Option 3

Option 4

Basic
Package

Active mode
Focus

Public
Transport
Focus

Balanced
public
transport and
Active modes

Investment Objectives (60%)

Multi-modal Option Testing MultiCriteria Evaluation Summary

Option 1

Option 2

Option 3

Option 4

Basic
Package

Active mode
Focus

Public
Transport
Focus

Balanced
public
transport and
Active modes

Safety (Indicative assessment only)

0

2

1

1

Cultural (Indicative)

1

1

1

1

Built Environment (Indicative)

0

2

1

2

Natural Environment (Indicative)

0

1

0

1

Social (Indicative)

1

3

2

3

Human Health (Indicative)

1

3

2

3

Property (Indicative)

-1

-1

-2

-2

Systems Integration (Indicative)

1

2

3

2

Economy (Indicative)

1

2

3

3

Assessment of Effects (20%)

The built environment will reflect Te
Papa’s culture, heritage and identity

0

1

1

1

The quality of public life and use of
public realm (improvements across Te
Papa’s neighbourhoods

1

3

2

2

Environmental quality across Te Papa
(improvement by 2050)

-1

1

1

2

Housing choice / affordability impacts
(average density of 30 dwellings
per hectare across Te Papa – higher
average densities in close proximity to
centres and public transport by 2050)

1

2

2

3

Employment numbers across Te Papa
(increase by 60% by 2050)

1

2

3

3

Walking, cycling (including micromobility), and public transport (40% of
all travel movements within Te Papa,
and 25% of all travel movements into
and out of Te Papa, by 2050)

0

2

2

3

Technical (Indicative assessment)

-1

-2

-2

-2

Consents / Statutory Approvals
(indicative)

-1

-3

-3

-2

Safety and design (Indicative)

1

1

1

1

Operational / Maintenance (Indicative)

0

-1

-2

-2

Financial (Indicative)

-1

-2

-2

-1

Stakeholders / Customers (Indicative)

-1

-2

-2

-2

Implementability (20%)

Key: MCA ratings (relative to Status Quo)
-3

-2

-1

0

1

2

3
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Recommended Multi Modal Transport Programme

TeTePapa
PapaPlan
Plan– –connected
connectedneighbourhoods
neighbourhoods

Recommended integrated multi-modal
transport network
The essential features of the recommended
multi-modal transport improvements are:
1. Enabling greater choice, quality,
convenience and perceptions of ease and
safety has potential to increase active
modes and micro-mobility usage by more
than double within 10 years and over three
times in 30 years.
2. Even higher levels of activity arise from
increased convenience and attractiveness
for micro-mobility and cycling to and
through Te Papa from wider Tauranga and
the sub-region.

A A

Provide
Provide
andand
encourage
encourage
more
more
choice
choice
for different
for different
transport
transport
options
options

B B

Encourage
Encourage
more
more
people
people
to use
to use
active
active
modes
modes
of transport
of transport

C C

Create
Create
a sense
a sense
of arrival
of arrival
through
through
wellwell
designed
designed
gateway
gateway
entrances
entrances

D D

Create
Create
a new
a new
transit
transit
hubhub
in the
in the
citycity
centre
centre

E E

Support
Support
higher
higher
frequency
frequency
public
public
transport
transport

C C

Tauranga
Tauranga
Domain
Domain

CityCity
centre
centre

Waikareao
Waikareao
Estuary
Estuary

3. Public transport usage by Te Papa residents
can increase by over three time in 10 years
and 10 times over 30 years. The network
provided has an even more significant role to
play in the wider region for people to access
jobs, education, recreation, community and
heath services.

C C

LEGEND
LEGEND
CityCity
centre
centre
Neighbourhood
Neighbourhood
centres
centres
Existing
Existing
commercial
commercial
zone
zone

Huria
Huria
Marae
Marae

Open
Open
space
space
zones
zones
Existing
Existing
industrial
industrial
zone
zone

Tauranga
Tauranga
Harbour
Harbour

Existing
Existing
schools
schools
University
University
precinct
precinct

Memorial
Memorial
ParkPark

Hospital
Hospital
precinct
precinct

4. Provides significant health, environmental,
sustainability and affordability advantages.
For example a more than $4,500 per
resident lifetime health benefit (circa $77m in
total) from higher personal activity.

Existing
Existing
railway
railway
Cameron
Cameron
Road
Road
Short
Short
Term
Term
Multi
Multi
Modal
Modal
Project
Project

A A

Possible
Possible
ferryferry
Potential
Potential
pedestrian
pedestrian
bridge
bridge

B B
B B
E E

5. Lessens emissions to the environment
through greater uptake of sustainable travel
modes.

A. Provide and encourage
more choice for different
transport options

B. Encourage more people
to use active modes of
transport

C. Create a sense of arrival
through well designed
gateway entrances

Support a safe transport network
that provides for different
modes of transport including
cycling, walking, public transport
and private vehicles. This will
include improving Cameron
Road as a multi-modal corridor
with improved public transport
options.

Provide for safe and direct
walking and cycling connections
with equitable access for
all users. This will include
investigating increasing the local
movement function of 15th Ave
and other busy corridors along
the peninsula.

Develop entry points into Te
Papa that create a sense of
identity, assist with slowing
traffic and provide wayfinding
opportunities.

D D

Gate
Gate
Pa Pa
Pukehinahina
Pukehinahina

C C

Merivale
Merivale

Kopurererua
Kopurererua
Valley
Valley

Hairini
Hairini
Marae
Marae

Greerton
Greerton

Yatton
Yatton
ParkPark

Tauranga
Tauranga
GolfGolf
ClubClub
andand
Race
Race
Course
Course
Reserve
Reserve

D. Create a new transit hub in the city centre

E. Support higher frequency public transport

Create a hub in the city centre that is well connected
and provides access for different modes of
transport.

Prioritise public transport through the peninsula that
is safe, efficient and convenient, including provision
for a high-frequency, multi-modal corridor along
Cameron Road.

Greerton
Greerton
ParkPark

C C

0.5 0.5
Scale
1:30000
Scale
1:30000

1

1

1.5 1.5
Km Km

Waimapu
Waimapu
Marae
Marae
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Recommended Multi Modal Transport Programme

Multi-modal Movement Network 10-Year Priorities To Support Urban Form Changes
Early investment in walking network as a
foundation for urban intensification and
to support access to public transport
improvements. Services local residents and
visitors, as well as micro-mobility access
from beyond Te Papa peninsula.

Walking

Cycling and micro-mobility

Public Transport 

Cycling, and micro-mobility focuses on a
core network to enable travel to access key
destinations from within Te Papa and also
wider Tauranga. 
Active transport and public transport bridges
give better community access. 
Public transport investment focuses on
Cameron Road spine, and lays foundation
for secondary network development to
enhance convenience and patronage uptake.
Cameron Road Short Term Multi-Modal
‘Stage 1’: $35m-$40m - 0 to 10-years
Cameron Road Short Term Multi-Modal
‘Stage 2’: $50m-$60m - 0 to 10-years
Walking and cycling improvements:
$85m+ 0 to 15-year period
City Centre Transport Hub: $30m 0 to
10-years

Overall 10 Year Multi-Modal
Package: $
 210m (Capex)
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Indicative Economic Case

Te Papa peninsula’s indicative economic case for
integrated transport and movement networks
T he economic benefits of the recommended
integrated urban and transport network over a 30 year
period are summarised.Urban form (wider economic
benefits) are strong, with a spread of remaining
benefits across active modes, public transport,
health, environmental and a selection of transport
network benefits. The Capital and Operating Costs of
elements have been assessed to indicative level. 
I ndividual elements comprising the recommended
network are priced to an IBC Estimate (IBE) level. IBC
estimates are to be quantified in subsequent business
case or approval processes.
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Indicative Economic Case

Economic factor

Wider economic
benefits

Recommended
integrated multimodal network ($M)
$2.5b
over 30 years
(includes significant
avoided public
expenditure costs)

Coverage / notes

Economic factor

Public expenditure benefit of Te Papa peninsula
efficiency in accommodating urban growth

CO2

Wage uplift for each 10% density increase.

Travel time costs

Modelling
confirmation work for
May 2020

Achievement of mode shift within Te Papa peninsula
results in maintained demand on road network for car
users. Network will face growth pressure from wider
Western Bay of Plenty development dynamics.

Congestion costs

Modelling
confirmation work for
May 2020

Te Papa peninsula network faces growth pressure
from wider Western Bay of Plenty development
dynamics.

Productivity gains of 2% to 6% for each doubling of
density

Recommended
integrated multimodal network ($M)
3

Avoided health costs for population transferring to
active modes within Te Papa ($4500 per resident)
GDP strengthening on $1.7b p.a. Tauranga CBD with
intensification
Capital value increases for households and business
associated with ‘20 minute’ neighbourhood
characteristics.

Trip reliability

As above

Induced / improved access to housing for lower
income households with flow on benefits to social
outcomes
Avoided GDP losses due to housing constraints /
mismatches
Active modes

77
over 30 years

160% active modes and micro-mobility usage within
10 years
300% (2500 additional Te Papa peninsula residents)
in 30 years
Supports wider regional network functioning and
usage

Public transport user
benefits

Modelling
confirmation work for
May 2020

300% increase in 10 years
More than 10 times over 30 years

Coverage / notes

To be confirmed via modelling

Achievement of modal shift within Te Papa enables
transport network to better service wider Western Bay
of Plenty access and travel needs

Vehicle operating
savings

$25

Cumulative modal shift benefits over 30 years of
residents moving to walking and cycling

Vehicle ownership
cost savings

$9

Annual avoided vehicle ownership costs at 2033

Crash savings

Indicative NPV total

Modelling
confirmation work for
May 2020
>$1 b

To be confirmed via modelling

Indicative BCR 1.5 to 2
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Indicative Integrated Land Use Transport Programme

Integrating urban form and multi-modal transport network priorities
Focus to 2030 on improvements
encouraging early uptake of newly enabled
urban intensification rules. 
•

CBD and centres focus. 

•

More attractive walking, cycling and
micro-mobility. 

•

First phase completed of Public
Transport spine improvements. 

•

Investigations complete on long term
public transport carrying capacity and
infrastructure response.

Completed or underway by 2030

by 2040

District Plan provisions enabling
greater housing choice

Core walking, cycling and
micro-mobility network CBD
focus (Tranche 1)

Urban development funding
tools and mechanisms
implemented

Travel Demand Management

Mana whenua design values
and processes consistently
applied

Walking, cycling and micromobility network (Tranche 2)

by 2050
On-going walking, cycling
and micro-mobility network
improvements

Enhanced Travel Demand Management

UFTI Implementation Plan Actions

Standard Interventions &
Economic Recovery Initiatives

Social Infrastructure - Green
Network and Open Space
(Tranche 1)

Cameron Road placemaking &
multi-modal improvements 

Speed Management

Regional Fare Review (public
transport)

Smarter pricing

Social Infrastructure - Green
Network and Open Space
(Tranche 2)

Social Infrastructure - Green
Network and Open Space
(Continued)

Parking Policy – implement
UFTI direction for priority areas

To maximise uptake trajectory for urban
density and new housing provision,
investment is weighted to the first 10
years. This also helps release urban
form benefits earlier.

Estimated Capital Expenditure to 2030: $237m*

Estimated Capital Expenditure 2030 to 2050: $163m*

Estimated Total Multi-Modal Transport Capital Expenditure: $400m*
Note: Public Transport OPEX not included (estimated $50m*)

*2020 dollars
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Indicative Integrated Land Use Transport Programme

Delivering the Te Papa peninsula urban form and multi-modal transport programme
Note: overall programme
delivery relies heavily on
governance and funding
agreements.

Te Papa IBC
integration with UFTI
Alignment with NPS –
UD direction

T hese are under development
through the Urban Growth
Agenda and the Urban Form
and Transportation Initiative.

Agree & implement Te Papa urban form /
transport governance & implementation
CIP Packages 

 lso relevant are funding
A
plans agreed by Tauranga
City Council, Bay of Plenty
Regional Council, NZ Transport
Agency and other Central
Government entities.

Elizabeth Street
Innovative Streets programme
TCC RMA Urban Plan Change process
Tauranga CBD Active Mode Detailed
Business Case into implementation
PT Spine service B Case
PT Spine into implementation
15th Avenue Service Gap Detailed Business Case
into implementation
Standard Interventions and Economic Recovery Packages

5 Yearly review and programme adjustments based on Te Papa household and commercial uptake trajectories

2020

2021

2022

2023

2024

2025

2030

2035

2040

2050
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Indicative Integrated Land Use Transport Programme

Immediate implementation opportunities in Te Papa peninsula
Immediate interventions over the first 10 years
range from small tactical urbanism type projects to
transformational.
Innovating streets / tactical urbanism
Smaller scale investments in tactical urbanism trials. These
projects are likely to include co-design from community
groups and be bundled with amenity improvement
programmes. Specific partnership funding from NZTA is
available for these projects over the short term, and may be
pursued through the low-cost/low-risk category.

Elizabeth Street Project
The Elizabeth Street project proposes changes to streets
surrounding the Farmers development, including Elizabeth
Street, Elizabeth Lane, Devonport Road and First Ave and
aims to create an attractive and safe, people-focused
environment to reflect the redevelopment of Tauranga’s city
centre as a place for people – in line with the direction of the
City Centre Spatial Framework. Next steps: April to May –
community feedback, and Point of Entry submitted to NZTA.

Standard interventions

Other processes

Identified through development of the transport programme
more straightforward projects proceed directly to detailed
design and a pre-implementation stage. These include:

Interventions identified as necessary for Te Papa are also
being investigated through other business cases. These
business cases will be continued and determine next stages.
These include:

•

Footpath upgrades and widening

•

Neighbourhood greenways 

•

Speed limit changes and speed management

•

Upgrades of local streets to be consistent with Council’s
Street Design Guide (including some placemaking
initiatives)

•

Intersection improvements for safety and prioritising
active or PT modes

•

Public transport Realtime infrastructure

•

Wayfinding

•

High quality bus shelters and bus boarders

•

Arterial cycle corridors and treatments to be determined
through TSP and Cycle Plan

•

Key bus treatments being determines through Cameron
Road stages 1 and 2.

•

15th Avenue and Turret upgrade investigated through the
TSP, leading to a likely SSBC. 

•

This approach also relates to the Tauranga Northern Link
and the impacts in 15th Avenue and Cameron Road.

Note: Due to the financial implications of COVID on TCC
the timings of projects, particularly in the next few years are
subject, to review.

Immediate Implementation Candidates

($M)

Timing

Low cost – low risk

Cameron Road Stage 1

$40

Option assessment and detailed design underway

Low-cost/low-risk (LCLR) projects have a capital value below
$1m and need to be standalone projects. 

Cameron Road Stage 2

$60

2020 commencement of design work 0 to 5 year period

Elizabeth Street upgrade project

$10

May to Oct developed and detailed design; 2021 Construction

The types of projects that might be included in this category
would are smaller scale intersection improvements,minor
safety projects, pedestrian crossings, and school safety
projects.

City Centre / waterfront / streetscape improvements

$36

0 to 10 year period

Memorial Park Coastal Pathway (walking / cycling)

$20

0 to 10 year period

Walking and cycling improvements

$61

0 to 15 year period

City Centre Transport Hub; Hospital Hub

$40

0 to 10 year period
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Next steps
1

Project partners
endorse Te Papa
IBC urban form
recommendations
(this business case)

4

Obtain approvals to:
a. Commence an active mode (cycling, walking and micromobility) detailed business case for the Tauranga CBD.
b. Complete detailed evaluation work for the Public Transport
Spine Long Term Business Case (Cameron Road focussed)
to verify growth thresholds and whether need may exist for
mass transit beyond 2035.
c.

2

3

Project partners
endorse multi-modal
transportation
recommendations for
Te Papa IBC area

Through the Transport Systems Plan, commence evaluation
work focused on 15th Avenue, including access to other
locations (e.g. Welcome Bay) to the city for public transport
and other vehicles, as well as placed-based movement
outcomes to support growth within Te Papa.

d. Commence Elizabeth Street project (including Elizabeth
Street, Elizabeth Lane, Devonport Road and First Ave) to
create an attractive and safe, people-focused environment
2020 – Detailed design; 2021 – Construction 
e. Investigate use of pricing mechanisms to support
attractiveness of public transport.

Integrate the agreed
Te Papa urban form
and multi-modal
transport outcomes
within the subregional Urban
Form and Transport
Initiative (UFTI)
programme.

f.

Progress parking policy reviews to support the
recommended urban form.

g. Check recommendation alignment of this IBC once the
National Policy Statement – Urban Development and UFTI
processes are completed.

5

Project Partners to workshop and reach agreement on Te Papa
IBC programme governance, including:
a. Leadership, governance and responsibilities
b. Funding approvals and accountability
c.
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Co-ordination of delivery elements and procurement
arrangements.

Supporting documents
and processes
Additional Information
•

Te Papa Indicative Business Case Appendices
(separate document)
-

Strategic Case

-

Economic and 

-

Management, Financial and
Implementation Case

Links With Other Initiatives
•

Urban Growth Agenda (Central Government)

•

National Policy Statement on Urban Development
(Central Government)

•

Urban Form and Transport Initiative (Central and
Local Government and Stakeholders)

•

Regional Land Transport Plan

•

Regional Public Transport Plan

•

Tauranga Transport Plan

•

Tauranga City Council – Resource Management Act
Plan Changes For City Development
-

Plan Change 26 – Residential intensification

•

Tauranga City Council – Resource Management Act
Plan Changes For City Development

•

Tauranga City Council – Long Term Plan

•	Tauranga City Council – Infrastructure Plan
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•

Tauranga City Council – Walking and Cycling Plan 

•

Future-proofing Cameron Road

Report To:

Public Transport Committee

Meeting Date:

22 May 2020

Report From:

Namouta Poutasi, General Manager, Strategy & Science

Improving our Network

Executive Summary
This report provides updates on:


Development of the Bay of Plenty Mode Shift Plan by Waka Kotahi - NZTA.



Future public transport reviews.



Regional Fare Review consultation.



Ballintoy Park Drive Trial.



Mamaku Village Connector Trial.



Kaingaora Village Bus Stop.

Ballintoy Park Drive Trial
In November 2017, the Public Transport Committee agreed to a 12-month trial operating
Route 40 bus services on Waikite Road and Ballintoy Park Drive following a mixed response
from residents. The trial commenced on 10 December 2018 and 12-months have elapsed.
Staff have undertaken consultation with the affected community and considered options for
keeping, changing, or removing the service. It is recommended that the trial of buses on
Ballintoy Park Drive is made permanent without any changes to the route or service
frequencies.

Recommendations
That the Public Transport Committee:
1

Receives the report, Improving our Network;

2

Agrees to maintain the existing Route 40 bus service on Ballintoy Park Drive with
no changes to service frequencies or route.
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1

Bay of Plenty Mode Shift Plan
Waka Kotahi – NZTA, in partnership with Bay of Plenty Regional Council are
developing a regional Mode Shift Plan for the Bay of Plenty. This will form part of the
Government’s suite of mode shift plans for the high growth centres in New Zealand,
and sits under Waka Kotahi’s National Mode Shift Plan - ‘Keeping Cities Moving’.
The Bay of Plenty Mode Shift Plan will bring together previous work into one Plan and
be developed with three distinct sections for each of the Bay of Plenty sub-regions,
focusing on the development of the Western Bay of Plenty section in the first phase.
The Plan will:


Reconfirm the key problems that need to be addressed/opportunities to be
realised;



Reconfirm the benefits that are desired to be achieved;



Document the strategic (political, economic and social) context;



Develop the strategic case (summarising current state and likely future state
and future direction);



Detail emerging priorities in relation to the national objectives of shaping
urban form, making shared and active modes more attractive and influencing
travel demand and transport choices.

The first phase of the Plan is due for completion in May 2020. The Rotorua and
Eastern Bay of Plenty sections are expected to be developed during the second half of
2020.

2

Future Public Transport Reviews

2.1

Western Bay
A number of upcoming projects will affect the planning of public transport in the
Western Bay. These include:


Urban Form and Transport Initiative (UFTI)



Western Bay Transport System Plan (TSP)



Te Papa Spatial Plan (including the Te Papa Indicative Business Case - IBC)

Refer to separate reports in this agenda for more information about UFTI and the Te
Papa Investment Business Case.
Once the outcomes of UFTI are known in June 2020, a strategic assessment of future
public transport needs can be carried out to better understand the staging of PT
reviews. For example, PT services will need to be aligned with associated
infrastructure (such as park and ride facilities), the timing of new greenfield
developments, and significant roading infrastructure (such as the Tauranga Northern
Link - TNL). This information will then feed into Long Term Planning processes and
update on progress will be provided to the next Committee meeting in August 2020.
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2.2

Rotorua
A Rotorua PT review is due to start in the second half of 2020. A verbal update on
progress will be given at the Committee meeting.

2.3

Eastern Bay
An Eastern Bay PT review is expected to start in the last quarter of 2020.

3

Regional Fare Review
At its meeting of 26 February, the Committee recommended that Bay of Plenty
Regional Council include regional fare review options as part of community
consultation for either the Annual Plan 2020/21 (AP) or pre-consultation for the Long
Term Plan. These options were:


Option 1 – reduced fares for all users, remove concessions (Consultation:
LTP);



Option 2 – weekly fare cap for regular users (Consultation: AP);



Option 3 – 100% disability concession (Consultation: AP);



Option 4 – free travel for school age children, all hours (Consultation: LTP);



Option 5 – introduce urban fare zones (Consultation: LTP);



Option 6 – free travel for tertiary students (Consultation: LTP); and



Option 7 – 40% community service card concession (Consultation: AP).

In order to align with the outcomes and recommendations from UFTI, and Regional
and the Western Bay Sub-Regional Mode Shift plans this work will feed into the
development of the Long Term Plan as agreed in February 2020. Note anticipated
initial engagement through the Annual Plan did not occur as a result of COVID-19
impacts.

4

Ballintoy Park Drive Trial

4.1

Previous Committee Decision
Following consultation on the Blueprint network, the Ballintoy Park Drive community
raised concerns with Council about buses being introduced to Ballintoy Park Drive. At
the 23 November 2017 Committee meeting, the decision was made:
Adopts Option 2 - to run the service through Ballintoy Park Drive for a 12-month trial
period, commencing in December 2018.
The 12-month trial period is now concluded and staff are seeking a decision to make
the trial permanent.

4.2

Route 40 –Welcome Bay
Route 40 provides a direct connection between the southern suburb of Welcome Bay
and the Tauranga CBD. With the implementation of the Blueprint, the route was
extended to include the most recent subdivisions in Welcome Bay by operating the
service on Waikite Road and Ballintoy Park Drive as shown in Figures 1 and 2 below.
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Figure 1

Overview of Welcome Bay bus - Route 40

to CBD

Ballintoy Park Drive

Figure 2

4.3

Ballintoy Park Drive

Consultation and resident feedback
Staff have undertaken consultation with the impacted communities on Ballintoy Park
Drive and Waikite Road. Opportunities were provided for residents to attend a public
meeting and BBQ or to respond via email with a leaflet delivered to each household
and advertised through social media.
The Public meeting was held on Ballintoy Park Drive on Saturday 22 February 2020
with staff and the Committee Chair present to answer questions and received
feedback. Thirty one residents took the opportunity to provide feedback at the meeting
with a further four providing feedback by email. The Table below sets out the different
options presented and the feedback received.
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Description
Option 1 - Continue the current route
Option 2 - Reduce the number of buses on the route
Option 3 - Scrap the route altogether
Option 4 - Provide an alternative route

Emails
Supporting
2
1
0
1

Attendees
Supporting
17
12
0
2

There was almost unanimous support for retaining the service on Ballintoy Park Drive
with 32 of the 35 responses supporting this. Thirteen of the 35 would like to see a
reduction in bus frequency whilst 19 support maintaining the existing frequency. A few
of the comments are below:
Have relied on bus services due to eyesight problem. Been necessary to reach
medical appointments since September.
Our household has 5 adults we share 2 cars, without a regular bus service we would
need 4 or 5 cars and there is limited parking.
A bus user - once or twice a week. Good to get into without worrying about traffic or
parking. Great shame to lose. Frequency is fabulous.
Like that it’s frequent but often empty. Use it to go to town. Reduce but not by too
much.
Support but reduce the frequency. Noise is too much. Concern about the number of
buses - always empty, sometimes only 5 minutes apart, traffic issues, buses need to
stick to speed”
4.4

Consideration of the Issues
Noise – Ballintoy Park Drive is particularly steep and this would result in increased
noise for residents between 6:00 am and 8:00 pm under the current arrangement. The
houses in Ballintoy Park Drive are all relatively new and most will be fitted with double
glazing that can minimise the noise however it will still be noticeable for most
residents.
Geometry of the Road – The street is a typical width and is widely used by residents
for on-street parking. The vertical and horizontal alignments do limit visibility in some
areas however the bus height allows drivers good visibility through-out. The
environment tends towards lower bus speeds because of the restrictive geometry and
on-street parking.
Safety for children on the street – Buses by nature of their size are more dangerous
for pedestrians than other vehicles, however, the geometry of the road will limit bus
speeds and reduce potential risk. There have been no reports of near misses or
dangerous behaviour from bus drivers on Ballintoy Park Drive logged in Council’s job
tracker.
Ability to turn buses without using Ballintoy Park Drive (Operability) – There are
limited opportunities to turn buses on Waikite Road if Ballintoy Park Drive is not used
by our services. There are two options should this be the case, either:
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4.5



Greatly reduce the coverage of the service and not use Waikite Road at all
with, busses turning at Welcome Bay Road as they currently do, or



Invest in a new turning bay at the top of Waikite Road with an approximate
cost of $100k.

Option Assessment
The tables below compares the relative performance of each of the options based on a
staff assessment of the different issues.
Option 1 - Continue the current route
Option 2 - Reduce the number of buses on the route
Option 3 - Scrap the route altogether
Option 4 - Provide an alternative route

Access

Operability

Noise

Safety

Patronage

Public
Support

Option 1
Option 2
Option 3
Option 4

4.6

Ballintoy Park Drive Recommendation
Based on the option assessment and public consultation results, it is recommended
that Option 1 is adopted and that no changes are made to Route 40.

5

Mamaku Village Connector Trial
The Mamaku trial bus service commenced on 15 October 2019. Between October and
February the service averaged 9.6 passengers per month or 1.2 passengers per trip.
The service ceased during the COVID-19 Level 3&4 restrictions but will recommence
operation on 19 May. The trial is scheduled to conclude on 24 July 2020.
The interruption of the service caused by COVID-19 does limit the amount of data
available to assess the trial, however this is not expected to significantly change the
outcomes. Staff will assess the merits of continuing the service beyond 24 July and
report the outcome of the assessment back to the Committee in August. Given the
data available it is likely that staff will conclude the service at the end of the trial period.

6

Kāingaroa Village Bus Stop
A request for the extension of the Murupara Tertiary/Commuter service (Route 104)
into Kaingaroa Village has been actioned by staff. Once services resume, following
COVID-19 restrictions, Route 105 will operate to Kaingaroa Village on-demand, with
customers being required to phone the bus operator the previous day to request a
pick-up from Kaingaora Village. This will provide access for the village without unduly
delaying other passengers by 10 minutes when no pick-up is required. Route 105
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currently operates one return trip daily on weekdays to accommodate tertiary students
and commuters.

7

New Services from Draft Annual Plan 2020/21
Updates on planning for the Kawerau on-demand trial and the Ōpōtiki/Kawerau Health
Shuttle are included in the Annual Plan 2020/21 paper in this agenda.

8

Implications for Māori
There are no specific implications for Māori from most of the matters in this paper. Due
to the higher proportion of Māori living in Ōpōtiki, Kawerau, and Kāingaroa Village, the
public transport services in those areas are likely to have higher benefits to Māori.

9

Budget Implications

9.1

Current Year Budget
There are no budget implications from the matters in this report.

9.2

Future Budget Implications
At this stage the future budget implications from the Bay of Plenty Mode Shift Plan,
public transport reviews, and the regional fare review are not known. Once these
projects have progressed and costs are determined, those will be brought back to the
Committee.

10 Community Outcomes
This item directly contributes to the A Vibrant Region Community Outcome in the
Council’s Long Term Plan 2018-2028.

Ruth Feist
Team Leader Urban
for General Manager, Strategy & Science
14 May 2020
Click here to enter text.
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