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We, the undersigned, call for the Government to institute a full public inquiry into the 
conduct and practices of Auckland Transport (AT), a council-controlled organisation (CCO) 
of Auckland Council, responsible for transport projects and services. 

This inquiry must also include the bodies that have interacted with AT to produce the 
present situation, including (but not limited to) NZTA, Auckland Council, ATAP, MRCagney 
and Greater Auckland, together with their respective employees and associates.

In addition, OpenTheBooks (OTB) believes AT’s current powers should be suspended 
and an independent commissioner appointed to supervise current AT special projects and 
its normal daily activities. The remainder of AT’s future projects should be put on hold until 
after a full public inquiry.

We believe the inquiry must be provided with wide-ranging powers, including the ability 
to summon witnesses and to compel information.

We believe the issues raised regarding AT go to the heart of public trust and confidence 
in both the state and local government sectors. 

Don Brash 
former Governor, Reserve Bank of New Zealand.

Clive Matthew-Wilson 
motoring and road safety expert.

Lisa Prager 
community activist & local business-person 

Jim Cato-Symonds 
travel broker.

Disclosure of interest: nil.
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The original text within this document is released into the public domain upon publica-
tion. The National Business Review article in Appendix III and other articles quoted within, 
are copyright and are reproduced under the Fair Dealing provisions of the Copyright Act. 
The copyright on any remaining items remains with their respective owners.

The articles quoted are presented for information, without specific endorsement by OTB.
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1. Allegations that there is a lack of transparency, accountability and 
project control in the granting of roading contracts.

In 2017, an AT contractor charged almost a million dollars for 560 metres of pavement 
reconstruction near Helensville. At the time, there were concerns raised as to whether the 
ratepayers received good value for money in this project.

It is impossible to state for certain why this, and multiple similar contracts, cost so much 
because Auckland Transport does not fully disclose the costing, tendering, and implemen-
tation processes.

For these reasons, there are considerable doubts as to whether the Auckland ratepayers 
receive value for money and whether or not these projects were a success.

Many people have attempted to gain similar information from AT, but it is widely believed 
that AT is unresponsive and often evasive in its responses. If this should be true, it is clear-
ly unacceptable from a body that is effectively owned by Auckland ratepayers.

The need to investigate NBR’s allegations.

In 2016, after two Auckland Transport executives were jailed for taking bribes, the Na-
tional Business Review published a report on corruption in the issuing of roading contracts 
in Auckland, stating:

“Corruption in the roading industry goes deeper and wider than the Serious Fraud Office 
has exposed, industry insiders claim.” 

(The balance of this article is included in Appendix III, attached to this document).

OpenTheBooks (OTB) does not claim that AT is necessarily corrupt, but believes 
there needs to be a thorough, independent investigation of the processes by which 
contracts are issued by AT. 

If AT’s relationships with its contractors are innocent, they can withstand a full 
independent inquiry. 

Anything less than a full government inquiry will inevitably encourage unan-
swered suspicions to fester in the public mind.

https://i.stuff.co.nz/business/90088068/more-than-900000-to-fix-half-of-road
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2. Allegations that the Britomart-Māngere airport light rail project (which 
was developed with a large input from Auckland Transport) is being heavily 
promoted at the highest levels without a solid business case.

 OTB is deeply concerned that both the Government and AT have announced and 
promoted this project primarily as a public transport initiative, without disclosing 
that its major purpose appears to be the creation of one of the largest property de-
velopments in the country’s history.

(The Treasury critique below is only a small summation of our concerns about this proj-
ect. A more detailed outline is included in Appendix I, attached to this document).

“To illustrate the possible risks [of proceeding with the Britomart-Māngere airport light rail 
project], we note that construction of the Edinburgh light rail suffered major time and mon-
ey overruns, eventually taking six years to build and costing more than twice as much as 
initial estimates. Given the size of the project, the fiscal risks and the build and operational 
challenges, we consider a strong examination of the implementation choices is essential.”

In addition, OTB notes that the proposed tramway does not appear to offer a sig-
nificant advantage over having several buses travelling the same route, at a fraction 
of the cost.

OTB does not take a stand for or against the proposed Britomart-Māngere airport 
light rail project. However, OTB believes that “sunlight is the best disinfectant” and 
that the issues surrounding this light rail link need to be publicly examined before 
any part of this project proceeds.

https://www.forbes.com/sites/jeffmcmahon/2013/09/15/bus-rapid-transit-spurs-development-better-than-light-rail-and-streetcars/?fbclid=IwAR3Miz9X4KFFNHe6vPxV9vFRiIC8WKf8GtlirIMBzBY3nXt4Ojs89RXR-1I#30472d2073c2
https://www.forbes.com/sites/jeffmcmahon/2013/09/15/bus-rapid-transit-spurs-development-better-than-light-rail-and-streetcars/?fbclid=IwAR3Miz9X4KFFNHe6vPxV9vFRiIC8WKf8GtlirIMBzBY3nXt4Ojs89RXR-1I#30472d2073c2
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12087892
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12087892
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3. Allegations of possible bias and conflicts of interest in the conception, 
promotion, development and contracting processes of ATAP, an entity jointly 
owned by Auckland Council (but effectively run by AT) and NZTA.

To quote Newsroom.co.nz:

ATAP is the 10 year, $28 billion Auckland Transport Alignment Project that will overhaul 
the city’s transport infrastructure. It gave Auckland a major jump in NZTA funding after the 
government agreed to pick up its public transport responsibilities for the congested, growing 
city.

The areas of responsibility shared by NZTA and AT within the ATAP framework include 
rapid transit (busway, rail and light rail), strategic and local road network, asset renewal, 
greenfield transport infrastructure, safety programmes, walking, cycling and local board 
priorities, bus and ferry improvements, optimisation and technology.

Many of the contracts awarded to MRCagney, and discussed below, relate to ATAP’s 
(and therefore AT’s) activities, even if the actual contract was awarded by NZTA. Further, 
many of the same contracts are listed as both NZTA’s and AT’s contracts.

For example, the mysteriously-named contract: 

• 119-18-623-Ps Rtn Refresh  $46,680. 9 April 2018

is named as both an NZTA and Auckland Transport contract on this internet heading:

 NZTA Internet Contract Award Dataload.xlsx - Auckland Transport

The possible bias and conflicts of interest concerns are outlined in item 4 below.

https://www.newsroom.co.nz/2019/03/21/498374/nzta-disarray-threatens-auckland-transport-projects
https://www.mrcagney.com/
https://at.govt.nz/media/1977288/nzta-internet-contract-award-may-2018.pdf
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4. Allegations by the New Zealand Taxpayers’ Union of conflicts of interest.

In December 2018, the New Zealand Taxpayer’s Union raised a number of serious is-
sues regarding MRCagney and the procurement of government contracts. The text of the 
Newstalk article on these allegations is reproduced below:

‘The transport consultancy firm of the partner of the Associate Transport Minister has seen 
a large increase in Government contracts in the last year.

But a spokesperson for Prime Minister Jacinda Ardern said as Julie Anne Genter had no 
responsibility for, or involvement in, any decisions to award contracts to the firm, no conflict of 
interest has arisen.

According to an Official Information Act (OIA) request by the Taxpayers’ Union, the NZ 
Transport Agency (NZTA) has spent $246,000 on contracting MRCagney for consulting within 
the space of a year.

That number jumps to $356,000 when a November 20 contract, which is projected to cost 
$110,000, has been fully paid out to the firm.

Peter Nunns – a MRCagney principal economist – is the partner of Associate Transport 
Minister Julie Anne Genter.

A spokesman for MRCagney said the potential conflict of interest was declared.

“We ensure that clients are aware of any conflicts of interest prior to commencing a proj-
ect. Where indicated in project contracts we include a clause that identifies any actual, or 
perceived conflicts of interest and explains how we will manage them.”

But Taxpayers’ Union spokesman Louis Houlbrooke has an issue with the tender for the 
contracts. None of the 18 paid MRCagney contracts were open to tender. 

“Even if the Minister has stepped aside from the decision-making, why aren’t these con-
tracts being tendered? How can we have confidence that taxpayers are getting value for 
money, and that the firm is the most qualified if no one is bothering with a competitive pro-
cess?”

In a statement, NZTA said its procurement manual enables direct appointment for con-
tracts up to $100,000. None of the contracts awarded and paid out to MRCagney were over 
$100,000.

The $110,000 November 2018 contract was open to “all of Government panel with sec-
ondary process used to determine preferred suppliers”.

The spend on contracting MRCagney was higher under this Government than it was the 
last. Between November 2013 and May 2017, the National Government spent just over 
$200,000 – an average of $50,000 a year – on contracting the firm.

MRCagney said NZTA’s increased use of their services was a function of greater invest-
ment in public transport, walking and cycling being undertaken by the agency, rather than 
regional councils.

In a statement, Genter said she had nothing to do with who NZTA use as its consultants.

“The decisions about these contracts are not mine to make, and I had no involvement in 
them. I have discussed this potential (or perceived) conflict of interest with the Cabinet Office, 
and it is being managed appropriately.”

She said she was fully complying with the Cabinet Manual.

https://en.wikipedia.org/wiki/New_Zealand_Taxpayers%27_Union
https://www.newstalkzb.co.nz/news/politics/pm-denies-conflict-of-interest-over-increase-in-contracts-for-peter-nunns-firm/
https://www.newstalkzb.co.nz/news/politics/pm-denies-conflict-of-interest-over-increase-in-contracts-for-peter-nunns-firm/
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A spokesman for Ardern said advice from the Cabinet Office was that when Genter was 
first appointed as Associate Transport Minister, she met with the Cabinet Office to discuss a 
broad range of interests and possible areas of conflict.

“This include[d] her connections to MRCagney. The personal interest that she has as a 
result of her partner’s role has been recorded.”

The spokesman noted that NZTA is a Crown Entity, with its own board which makes 
spending decisions completely at arm’s length from the Government of the day.

“So there is no way the Minister could have influenced their operational decisions around 
using MRCagney.”

NZTA said it used a range of consultants and contractors.

“The agency’s research programme is managed independently, with decisions on individu-
al research projects made at arms’ length from Government. The decision to use MRCagney 
would have been based on a best for project case.”’

The list of contracts involving MRCagney can be found here.

OTB does not claim that either AT, MRCagney or their respective staff are neces-
sarily corrupt. 

However, OTB is profoundly uneasy with the arrangement whereby a government 
minister and her partner are close associates of a lobby group (Greater Auckland), 
that strongly advocates for major changes to the city’s infrastructure (eg, cycle 
lanes), after which the same government minister’s partner’s company (MRCagney), 
receives significant contracts related to these changes.

Justice must not only be done, it must also be seen to be done. 

At the very least, the close relationships within these groups and individuals must 
raise doubts as to whether due process has been followed in the granting of these 
contracts.

Also, inevitably, the public perception of possible conflicts of interest must under-
mine confidence in both central and local government.

If these political and commercial relationships between the associate minister, her 
partner, her partner’s company, Greater Auckland and the various bodies that issued 
contracts, are as innocent as has been claimed, they can withstand a full indepen-
dent inquiry. 

Anything less than a full government inquiry will inevitably encourage unan-
swered suspicions to fester in the public mind. 

The links between the Green Party, MRCagney, Greater Auckland, New Zealand Transport 
Agency, Auckland Council and Auckland Transport are outlined in item 5 below. The source 
material detailing the contracts between AT and MRCagney in 2018 is reproduced in Ap-
pendix IV, below.

https://issuu.com/taxpayersunion/docs/mr_cagney_oia_response
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5. The links between the Green Party, MRCagney, Greater Auckland, New 
Zealand Transport Agency, Auckland Council and Auckland Transport.

MRCagney’s principal economist is Peter Nunns, partner of associate transport minister 
Julie Anne Genter.

There are also strong links between MRCagney and the Greater Auckland lobby group 
(GA), together with strong links to current senior staff within both local and central govern-
ment. 

For example, GA founding member Joshua Arbury is currently a lead public transport 
and network design advisor at NZ Transport Agency. He was formerly a senior transport 
adviser for Auckland Council.1

The current associate transport minister, Julie Anne Genter, is a founding member of 
GA. 

Genter is also a former employee of MRCagney. Further, Genter formerly held shares in 
MRCagney.

Peter Nunns is also a contributor to GA, while also holding a position as Principal Econo-
mist at MRCagney. Nunns was formerly a senior research economist with Auckland Coun-
cil.

Luke Christensen, a former policy director for Generation Zero, is another contributor to 
GA, while also employed by MRCagney as a public transport planner.

Nicholas Reid is another contributor to GA, while also employed as a transportation 
planner and senior consultant at MRCagney.  Please note, however, that Nicholas Reid 
from MRCagney is not the same person as Nick Reid, who works for Auckland City Coun-
cil.

Kent Lundberg, who is both GA’s website domain registrar and a contributor, is also em-
ployed by MRCagney.

GA has been tirelessly lobbying for the conversion of Auckland to a cycle-friendly city. 
GA has also been tirelessly lobbying for the Britomart-Māngere airport light rail project and 
frequently dismisses the alternative option.

MRCagney is not the major consultant on the Britomart-Māngere airport light rail project. 
The report recommending the Britomart-Māngere airport light rail project was prepared by 
consultancy firm Jacobs and Arup JV. 

However, MRCagney previously enjoyed six different contracts relating to this project.

 (Copies of the supporting documentation for the above links are detailed in Appendix IV, 
attached to this document).

 

1  GA was called Transport Blog when it was first established. The organisation’s name was 
changed to Greater Auckland when the incorporated society was formed.

https://www.greaterauckland.org.nz/
https://www.google.com/url?sa=t&rct=j&q=&esrc=s&source=web&cd=1&cad=rja&uact=8&ved=2ahUKEwiX4ZDlq7rhAhVBf30KHSp6DxcQFjAAegQIBRAB&url=https%3A%2F%2Fnz.linkedin.com%2Fin%2Fjoshua-arbury-4668022a&usg=AOvVaw1yLwJkB-wXNksHQDXx93jO
https://www.linkedin.com/in/peter-nunns-3a3bb793/
https://www.linkedin.com/in/peter-nunns-3a3bb793/
https://nz.linkedin.com/in/lukexensen
http://www.generationzero.org/
file:///C:\Users\Brian\AppData\Local\Microsoft\Windows\Temporary%20Internet%20Files\Content.Outlook\CB4WVBA4\mrcagney.com\team\nicolas-reid
file:///C:\Users\Brian\AppData\Local\Microsoft\Windows\Temporary%20Internet%20Files\Content.Outlook\CB4WVBA4\mrcagney.com\team\nicolas-reid
https://nz.linkedin.com/in/nick-reid-5a4ab290
https://www.linkedin.com/in/kent-lundberg-50ab19150/
https://www.greaterauckland.org.nz/2019/02/15/wheelly-good-numbers-on-cycleways/
https://www.greaterauckland.org.nz/2018/11/19/nzta-finally-stirs-to-life-on-light-rail/
https://issuu.com/taxpayersunion/docs/mr_cagney_oia_response
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6. Allegations that AT is indifferent to disruption to or losses by local resi-
dents and businesses.

It has been alleged that AT has little concern for the effects of projects on local business-
es and communities.

To quote Stuff.co.nz:

“Whether it be road works or radical redesigns of shopping strips, the common complaint 
is that Auckland Transport takes no notice of the devastating impact on the viability of local 
shops and refuses to listen.”

There is particular concern with the proposed Britomart-Māngere airport light rail proj-
ect2. At the city end, this project runs through a street dominated by heritage buildings and 
small businesses. It is difficult to imagine how these local businesses will survive the years 
of construction of the light rail project.  

It has also been alleged that multiple businesses have already closed down during the 
construction of the Auckland City rail link.

“A stoush between struggling businesses and the company behind Auckland’s $3.4 billion 
City Rail Link is escalating, with one pub claiming to have lost millions of dollars since works 
started.

Fired up Shakespeare Hotel owner Sunny Kaushal estimates at least half a dozen Albert 
St businesses have shut up shop as a result of CRL works.

The 120-year-old pub, which Kaushal took over nearly two years ago, is just one busi-
ness in dire need of financial help.

But City Rail Link Limited (CRLL), which concedes work on Albert St is behind sched-
ule, has continued to bat away requests for compensation, instead suggesting businesses 
seek legal advice.

In a statement, CRLL chief executive Dr Sean Sweeney told Stuff the company took nu-
merous measures, such as good communications and activation events, to manage the 
impacts of the project on businesses.

‘To date, no compensation has been paid to any business.’”

In another example, the Grey Lynn cycleway initially enjoyed support from many Grey 
Lynn residents and businesses. However, massive disruption over many months during the 
construction of the cycleway, together with a significant loss of trade by local businesses, 
has meant many locals and many local businesses now oppose further development of the 
project. 

It has been estimated that a redesign and re-construction of the cycleway will cost up to 
$35 million.

2  Neither the Britomart-Māngere airport light rail project nor the City Rail Link are under AT’s 
direct control. However, AT was a major player in the conception and design of both projects. And, 
it must be said, both projects follow AT’s apparently standard pattern of cost overruns, heavy im-
pact on local residents and businesses together with an apparent indifference to both.

https://www.stuff.co.nz/auckland/99019915/auckland-transport-faces-rising-backlash-as-shop-owners-across-super-city-say-it-is-destroying-their-businesses
https://www.stuff.co.nz/auckland/99019915/auckland-transport-faces-rising-backlash-as-shop-owners-across-super-city-say-it-is-destroying-their-businesses
https://www.stuff.co.nz/business/111754179/struggle-street-34-billion-city-rail-link-refuses-auckland-businesses-cries-for-help
https://www.stuff.co.nz/business/111754179/struggle-street-34-billion-city-rail-link-refuses-auckland-businesses-cries-for-help
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12121262
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12121262
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12121262
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12121262
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Quay Street blues.

Many people’s frustration with AT is summed up in the redevelopment of Quay St in 
downtown Auckland.

Opened in July of 2016, at a cost of $2.18 million, the Quay cycleway was expanded in 
2018. The expanded cycleway was opened in September of 2018. However, in November 
of 2018, Auckland Council announced that it would shortly start public consultation on sev-
eral downtown projects timed to be completed for the America’s Cup in 2021, including the 
upgrade of Quay St along the waterfront.

Effectively, this meant the third upgrade of Quay Street in three years.

Problems began immediately. As the NZ Herald reported:

‘Because the Quay St roadworks were approved in December 2018…allowing no public 
submissions, motorists had no warning to pre-plan alternate routes to avoid Quay St.

Auckland councillor Chris Darby said questions he posed to AT about Quay St congestion 
did not give him “the remotest sense” that a “robust travel plan in response” had been de-
vised.

Auckland councillor Desley Simpson said …“To reduce Quay St to one lane knowing thou-
sands of vehicles use it on a daily basis, with no advance notice to commuters re alternative 
options, and when Customs St is full of construction, is planning madness.”’

Many local businesses complained that multiple objections were effectively ignored. 

‘David Ramsay, chairman of the Shed 23 Princes Wharf residents’ committee, …described 
a nightmarish scenario where residents and businesses struggled through roadblocks to ac-
cess their places, had to prove they lived there to drive in, traffic congestion worsened and 
the city became more clogged...’

Auckland Transport’s reaction was typically unsympathetic. In December of 2018, the 
NZ Herald reported that: 

‘Auckland Transport has defended its waterfront Quay St changes, saying next week’s 
works should have been no surprise because the scheme has been talked about for six 
years.’

In late April of 2019, the Ports of Auckland joined the growing body of public discontent.

 The NZ Herald reported:

‘The chief executive of Ports of Auckland claims he wasn’t told before the public of the 
Quay St roadworks starting, which has led to “havoc” with freight entering the port.

The reduction of the street to a single lane, which is the sole road entrance to the port, has 
led to “significant complaints” from the trucking industry on delays, says Tony Gibson, the 
head of the billion-dollar council-owned facility.

While he and the ports’ management were aware of the $321 million “enhancement” plans 
for Quay St in downtown Auckland, he claims they were given no forewarning of construction 
actually beginning in December 2018.

“Our infrastructure manager, Alistair Kirk, sits on a number of committees which includes 
what was going on around Quay St, and at no time at those meetings were we ever informed 
about when it was likely to happen,” Gibson said.

https://www.stuff.co.nz/auckland/81900693/prime-minister-john-key-geared-up-on-aucklands-quay-st-cycelway
https://ourauckland.aucklandcouncil.govt.nz/articles/news/2018/9/quay-street-cycleway-extension-opens/
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12153462
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12153462
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12221884
https://www.nzherald.co.nz/business/news/article.cfm?c_id=3&objectid=12178136
https://www.nzherald.co.nz/business/news/article.cfm?c_id=3&objectid=12179275
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Auckland Transport (AT) is overseeing various construction projects on Quay St leading to 
the 2021 America’s Cup, including strengthening the sea wall, and permanently reducing four 
lanes of traffic to two.

“When it was announced by AT we said, ‘We really need to see the [traffic] modelling’, and 
we asked AT, ‘What impact will this have on traffic flows?’” Gibson said.

“The impression we got from them at that stage was there’ll be no impact. But that’s a 
ridiculous scenario, because there has been significant impact...”

“Unless you get the freight right and integrated, then you’re going to cause havoc, and 
that’s exactly what it has caused.” 

The Weekend Herald reported on April 13 peak-hour travel times along Quay St have 
more than doubled this year - taking over 22 minutes for a 1.8km journey when tested.

AT chief executive Shane Ellison said in a statement it had received no ‘specific’ com-
plaints from PoAL about trucking companies facing turnaround delays.

He maintained that PoAL had been involved in planning for the waterfront with AT since 
early 2017 but he did not specify whether Gibson had been told before the public.

“Since mid-2018, PoAL representatives have participated in regular stakeholder meet-
ings involving PoAL representatives covering many issues important to them – this includes 
addressing concerns raised around access to Queens Wharf and Princes Wharf, both during 
and after utilities relocations, and in the lead-up to the start of main works.” 

Gibson publicly expressed his displeasure to Auckland councillors at a meeting and said 
he made the “flippant comment” that “I found out [about Quay St works] as a member of the 
public on Facebook”.

Auckland Councillor Desley Simpson was at the meeting.

“The fact nobody picked up the phone to talk to Ports of Auckland’s CEO who arguably 
leads our biggest commercial operation on the waterfront is an absolute disgrace,” she 
said…

AT said it had devised several Traffic Management Plans for “maintaining through-traffic 
capacity” on Quay St, including some restrictions on turning movements into and out of side 
streets and traffic light phasing.

Despite this, Gibson said his own requests to AT for its modelling on the traffic impact of 
the Quay St works have been declined.

“They say they have [modelled traffic impacts] but they haven’t shared it,” Gibson said.’

OTB is not opposed to modifying streets to make them more friendly to pedes-
trians and cyclists. However, OTB believes AT’s actions and attitude have made a 
mockery of common sense and due process. 

On the vast majority of AT projects, AT appears to believe that it has no obligation 
to usefully dialogue with affected parties or, sometimes, to even bother informing 
them of its plans.
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In a fourth example, on April 16, 2019, the NZ Herald reported on the widespread dis-
quiet among residents of St Heliers over AT’s plans to remove carparks, purportedly on the 
grounds of safety:

‘The Auckland seaside village of St Heliers is up in arms over safety improvements it fears 
will hit business hard.

“It will kill the village,” says Sue Clark, who runs a property management and rental com-
pany in St Heliers, the last village along the city’s famous Tamaki Drive.

She is referring to a plan by Auckland Transport for 13 raised zebra crossings, a new traf-
fic island, widening part of Tamaki Drive and removing 40 car parks - all aimed to improve 
safety for people walking, riding bikes and driving.

The proposals sit alongside a separate proposal by AT for a 30km/h speed limit on Tamaki 
Drive outside St Heliers village.

“I have been here since 2000 and I have never seen any danger around here with pedes-
trian crossings. It’s a village. People look after each other,” Clark said.

Her colleague Annette Woodyear-Smith said AT’s plans were ludicrous, totally unneces-
sary and being railroaded through.

Ayush Madeshia, who runs a small fruit and vegetable shop, said it is already hard enough 
finding a car park in St Heliers.

The loss of 40 car parks, he said, will mean fewer people shopping in the village and could 
lead to his business closing.

Two elderly shoppers who wanted to go by their first names were aghast at the proposed 
changes and the effect on businesses.

“Many people are elderly and need a park outside a shop,” said Liz.

“We don’t want anyone to touch St Heliers, thank you,” said Marion.

One Glendowie resident, Alfredo Mujica, liked the idea of fewer car parks and cars coming 
to St Heliers, saying it would encourage people to walk more.

Sang Cho, whose family have run Annabelles Restaurant on Tamaki Drive for 21 years, 
said St Heliers needs more car parks, not less.

He was highly critical of AT’s consultation, saying the council-controlled organisation had 
not spoken with the local business association before the formal consultation process.

“I am absolutely shocked at what they are doing. If they are arguing for public safety, 
where is the proof?”

Like a lot of people the Herald spoke to yesterday, Cho was attending a public meeting 
last night organised by the St Heliers/Glendowie Residents Association.

 An AT spokesman said the changes for St Heliers were to make it safer for people walk-
ing, riding bikes and driving.

“There needs to be an easier way to connect the sea front with the town centres and we 
are proposing new zebra crossings to make it safer for people to get to their destinations 
around the centres more safely,” he said.

He said AT is working closely with the community around their parking concerns, saying 
parking restrictions could be introduced to prevent all-day parking and allow a better turnover 
of parking for those wishing to visit the centres and their amenities.

https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12222555
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AT said between 2013 and 2017 there have been 39 reported crashes which have result-
ed in three serious injuries and seven minor casualties. The crashes involved four pedestri-
ans, three bike riders, one motorcyclist and one moped rider.

St Heliers/Glendowie Residents’ Association acting chairman Mike Walsh said the AT 
proposal is not evidence based, will do little or nothing to improve safety in the village and be 
bad for local businesses and shoppers.

He said most of AT’s accident data was minor dings and there have only been three seri-
ous accidents in five years, only one of which could have been prevented by the proposed 
measures.

“Businesses know how the village works. If AT had a discussion with the business and 
residents’ associations I think there would have been a better solution than the current one,” 
she said.

Simpson said the St Heliers proposals and only giving the Parnell Business Association 
one week’s notice about plans to close one lane of Parnell Rd from today for safety improve-
ments showed a lack of respect.

“The way AT goes about communication and consultation needs huge improvement be-
cause it is simply not working,” she said.’

After the St Heliers locals organised a protest meeting attended by approximately 600 
people, NZ Herald further reported that:

‘AT chief executive Shane Ellison turned down an invitation to attend the meeting and ex-
plain proposed safety improvements for the seaside village, partly out of fear for the safety of 
staff and talk of the crowd being “hostile”. 

…More than 600 locals, many of them elderly, overflowed from two meeting rooms at the 
St Heliers Community Centre and booed when they heard AT had turned down the invitation.

[In response to Ellison’s refusal to attend the meeting, Auckland mayor Phil] Goff said it 
was politicians’ job to front up to public meetings with hostile crowds, citing unpopular issues 
like a new water treatment plant at Oratia and a new town square for Takapuna [which] he 
and councillors had fronted.

AT, who under legislation, make decisions separate from the council, are not a “dictator-
ship”, said Goff.

“They are accountable to the people as we are. They need to show that they have listened 
to what the people are saying. If people are not agreeing with them either [AT] haven’t got 
their message right or they are doing the wrong thing,” he said.’

In mid-May, 2019, Auckland Transport, apparently in response to criticism from the May-
or and others, offered an alternative plan to the people of St Heliers. Characteristically, AT 
did not accept any fault. AT chief executive Shane Ellison told the NZ Herald he could not 
recall saying AT had got its presentation wrong.

https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12222947
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The facts suggest that AT has handled its portfolio wastefully, arrogantly and 
incompetently. The facts further suggest that AT is effectively incapable of useful 
consultation with affected parties. AT appears instead to have simply ignored those 
who objected to its plans, and ignored their effects on both local citizens and busi-
nesses. 

While OTB applauds the Mayor’s response to the protests in St Heliers, it must be 
noted that this is local body election year and that Goff has been curiously silent on 
many similar issues in recent years.

Further, Phil Goff was instrumental in removing councillors Mike Lee and Chris-
tine Fletcher from the board of Auckland Transport. They were replaced by board 
members who appear to be more sympathetic to the current direction of AT.

 Further, given that AT is not directly controlled by the council, OTB believes the 
incidents described above raise serious concerns about the structure, attitudes and 
conduct of Auckland Transport that need to be independently examined.
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7. Allegations that AT continues to deliberately misrepresent the quality of 
Auckland’s public transport system.

I) “Public transport is just too slow”

Auckland City cannot function without public transport.

While public transport use is rising, this increase can be put down to congestion rather 
than convenience. Many public transport users have little faith that system will operate 
fairly and efficiently.

As bus advocate Brian Rudman put it:

 “In May 2018, we’re supposed to believe that overall bus punctuality (departure within 5 min-
utes of schedule at origin) was 95.8 per cent across the network and that ‘service delivery’ 
(depart origin within 10 minutes of schedule) was a fairytale 98.4 per cent.” 

In a private email, Rudman added:

“Going into town I find in the evening busy time, 5-6.30pm, the service can be erratic, with up 
to half hour gaps sometimes between buses into town.  The app is good these days, except 
for showing phantom buses which never turn up.  These are a real pain. Means you have to 
dig into the map on the app to actually identify where your intended bus is further down the 
line to ensure it is likely to be a real one.”

Another serious drawback with the Auckland public transport system is that it appears to 
have been heavily focused on the daily commute: that is; the trip to and from work. As the 
examples above suggest, there is a need for a great improvement in this service.

 Things appear to be worse after hours: the Auckland public transport system is particu-
larly bad at assisting citizens making special trips. For example, trips to the supermarket or 
to a sports club, or simply somewhere that is not part of the daily commute. This is espe-
cially significant, because many Aucklanders cling to their cars due to the kind of difficulties 
described below.

The following, commendably honest 2018 quote, is an edited blog from Greater Auck-
land blogger Matt Lowry. It is worth reading in its entirety.

“Tomorrow, Auckland Transport will formally open the Manukau Bus Station, followed by a 
public open day from 10am-2pm.

The station itself looks great but I have long had some serious concerns about its func-
tional design… some key bus routes won’t even stop at the station but use nearby streets in-
stead. It’s like no one bothered to ask (or listen to) the people tasked with running the buses.

But the real reason for this post is that the open day has once again highlighted why so 
few people use public transport in Auckland, it’s just too hard and too slow. For the event, AT 
stated this (which is good):

    ‘Parking will be limited. Take a bus, train or bike to the event, the venue is just a short 
one minute walk from Manukau Train Station.’

https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12102707
https://www.greaterauckland.org.nz/2018/04/06/pt-just-slow/
https://www.greaterauckland.org.nz/2018/04/06/pt-just-slow/
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So, I thought I’d have a look at how I could get to the station by 10am. To start with, I live 
relatively close to the Sturges Rd train station so plugging that and the Manukau Station into 
a journey planner the recommended route that arrives at Manukau at 9:52.

The arrival time is perfect for what I want but the real kicker is how long the overall journey 
will take. To get there by 9:52 I’ll need to catch a train from my local station at 8:15. Add in 
the time to walk to it and I’m looking at a 1:45 trip. It’s worth noting that there’s even only a 10 
minute wait at Britomart so most of the reason for the travel time is due to other reasons.

The alternative is of course to drive, although as a PT advocate it would be weird to turn 
up to a PT event by car. Google tells me at that time of day would take 28-40 minutes.

So why is the PT option so much slower? I think it’s a combination of our services being 
unnecessarily slow and a poor network structure requiring a trip all the way to the city.

Slow Trains

Our trains (and many of our buses) are horrendously slow. This makes them only time 
competitive with other options during the busiest peak hours, and even then only for certain 
trips like to the city. The Western Line suffers the most on this due to closer station spacing, 
frequent level crossings, a greater number of curves and hills, all meaning trains from Swan-
son to Britomart is 27.2km and is timetabled to take 55 minutes, an average of just 30km/h. 
By comparison, the Eastern Line is our fastest with the 26.3km being covered in 38 minutes, 
an average of 42km/h. For reference, the Southern Line from Papakura is 31.1km and takes 
51 minutes for an average of 37km/h.

In my view, AT should be looking at how they could shave 10-20% off journey times. That 
would put the travel times much closer to the modelling by train maker CAF during the ten-
der process that I have a copy of. A big part of achieving that would be through a significant 
reduction in dwell times but other improvements will be needed too.

…People catching PT not only have to put up with not only slow trains but also take a 
much longer route… A train user from my station has to cover over 49km while a car only 
33km. Reducing how far people have to travel though an improved network that isn’t just 
about the city centre could go a long way forward in making PT more useful…

Ultimately, if we want PT to be used by a lot more people, which we do, then we have to 
make it more competitive with driving. That doesn’t mean it needs to be exactly as fast as 
driving off-peak, but it shouldn’t be three times slower, either.”

OTB believes Auckland Transport habitually and deliberately glosses over the glar-
ing defects in the region’s public transport system. OTB further believes that a full 
public inquiry is required to disclose the full extent of this dysfunction. Only then 
can the system be upgraded in a way that serves the ratepayers of Auckland.
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II) Our dangerous buses

In November of 2018, the NZ Herald reported that:

“Rising levels of ‘black carbon’ in Queen St heighten health risk for Aucklanders”

The article quotes a Council survey showing that fine carbon pollutants were danger-
ously high, due to soot from ship engines, trucks from the nearby port, and older buses. 

Many of these buses, of course are operated by private companies on behalf of Auck-
land Transport. According to the article, AT was trialling two electric buses, as a way of 
reducing pollution in the inner city. 

However, the vast majority of the buses operated on behalf of AT are still diesels, and 
will be for the foreseeable future. Worse, these huge vehicles are often empty or nearly 
empty for much of the time. 

The reason for this is primarily for the convenience of the bus companies: the bus itself 
is hugely expensive. Once the bus is purchased, it makes sense for the bus company to 
operate the vehicle, full or empty, for every trip on its route. 

This strategy undoubtedly has advantages for the bus companies, but serious disadvan-
tages for society in general.

First, buses are heavy, even when empty, and most heavy diesels are heavy polluters; 
running an empty or nearly empty heavy diesel bus needlessly produces large amounts of 
dangerous pollution (very modern diesel buses may produce much less pollution, but this 
pollution is still likely to be more than the equivalent minivan. Also, most of Auckland’s bus 
fleet is not very modern). 

Second, heavy vehicles cause most of the damage to roads and structures such as 
bridges. This is one of the reasons roads are so expensive to build.

Third, large buses are hard to manoeuvre and therefore tend to obstruct other road us-
ers.

Lastly, heavy buses, with their poor visibility and poor manoeuvrability, pose a serious 
risk to other road users, especially pedestrians and cyclists. 

In 2018, London’s mayor noted that:

“Buses and coaches are disproportionately involved in collisions resulting in cyclists and 
pedestrians being killed or seriously injured, given their share of traffic.”

Auckland has a similar situation. It is ironic that AT is set on reducing speeds of cars as 
a way of reducing road deaths, when buses have caused multiple fatalities, often at appar-
ently low speeds.

https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12155503
https://rcaforum.org.nz/.../THE%20IMPACT%20OF%20HEAVY%20VEHICLE%20T...
https://rcaforum.org.nz/.../THE%20IMPACT%20OF%20HEAVY%20VEHICLE%20T...
https://www.london.gov.uk/questions/2018/1970
https://www.london.gov.uk/questions/2018/1970


20

For example, last year, two pedestrians were killed by a bus in a single accident in Pa-
patoetoe. Jeremy Kaukasi, 34, and Taylor Charles King, 23, were crossing at the intersec-
tion of Puhinui and Wyllie roads when they were hit and killed by a Metro Airport bus. The 
72-year-old bus driver later pleaded guilty to careless driving causing death.

Incidents between cyclists and buses are also a regular occurrence.

It is also worth noting that almost all modern cars are designed to protect pedestrians in 
the event of a collision. Buses, by comparison, tend to have unforgiving flat, metal faces 
that are highly likely to cause serious injury or death to vulnerable road users at relatively 
low speeds.

Everyone agrees large buses are often essential during the rush hours. However, OTB 
believes there is simply no justification for large buses being operated outside these times. 
The only reason that the process continues appears to be decades of cosy relationships 
between the Council, AT and the bus companies.

OTB believes that large buses should be prohibited from operating except during times 
of proven demand, such as peak rush hour and special events such as concerts and 
sports games.

Outside these hours, the transport operators should be required to offer an optimum 
sized van or bus for expected demand. Minibuses would suit many regular trips. With a 
smaller footprint, cleaner and more fuel-economic engine, a minibus or compact bus would 
reduce congestion and pollution, improve safety, without any loss of service for the pas-
sengers. 

A bus driver, presumably, will receive a similar wage for driving a small or large bus. 
Also, compared to the cost of a large bus, a minivan is not a great expense. 

These minibuses would, of course, have prominent signwriting to inform patrons that 
they were part of the same transport system as their larger counterparts.

https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12212614
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12204328
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8. Allegations of gross and sometimes reckless inefficiency in the upgrad-
ing and modification of roads and footpaths across Auckland. 

There have been multiple allegations that AT routinely, and sometimes recklessly, ne-
glects to adequately plan and supervise repair, maintenance and upgrades of the Auckland 
road and footpath network.

One recent, serious example occurred in March this year: 89-year-old Bruce Steedman 
suffered a fatal head injury after falling into an open tree pit in Newmarket. 
Newmarket Business Association chief executive Mark Knoff-Thomas said his complaints 
date back five years, when he started his position.

“All of these issues have been logged, and some re-logged, with council,” he said…This is 
simply appalling. The fact [they] have not responded to my email of last week is of concern, 
and perhaps reflects the lack of interest in addressing these issues – which very obviously 
are a significant public safety threat.”

There are multiple other examples of longwinded and apparently poorly supervised proj-
ects across Auckland. 

Roads such as Franklin Road in Ponsonby and Exmouth Road in Northcote have been 
under more or less continual upgrading and modification for several years.

While some roading projects involve a number of complex issues, which may take some 
time to resolve, many residents have noted that there are often long periods in which very 
little progress appears to be made. 

Another common complaint is that various contractors appear to duplicate many of the 
steps taken by former contractors, with little apparent coordination between the contractors 
and little apparent supervision by AT.

OTB believes there needs to be an investigation as to why these and similar proj-
ects have taken so long, whether there was adequate supervision, whether there 
was adequate coordination between contractors and whether the ratepayers re-
ceived both fair treatment and good value for money.
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9. Cost overruns on multiple projects.

There have been a number of major projects across Auckland where the costs have sig-
nificantly exceeded initial estimates or where the financial returns have been far below AT’s 
projections. Many ratepayers are concerned at the manner in which these excesses and 
failures are often treated as normal and acceptable.

The Devonport ridesharing scheme is a classic example. In December of 2018, RadioNZ 
reported that:

‘Auckland Transport is trialling its new all-electric ride-share service over the next year in 
Devonport - the first of its kind in the country and the second in the world.

Those living within a 3km radius of Devonport’s ferry terminal can order the driver at a cost 
of $2.50 per ride....

Spokesperson Kevin Leith expected around 100 people to use it twice a day.

The project will cost $1 million in total of ratepayers’ money. That includes the cost of the 
fleet and driver salaries.....But Devonport-Takapuna Local Board member Mike Sheehy ques-
tioned why that much money was being spent on an exclusive few.

“The whole thinking behind it is quite good, until you start asking questions about ‘does it 
pay for itself?’ and they say it doesn’t.”

He said each ride would be subsidised by $14, which would add up to around $19,000 a 
week.

“It’s just ludicrous.”’

In May of 2019, RadioNZ further reported that:

‘A rideshare scheme that’s half way through its trial ... has been described by critics as 
financially irresponsible because after almost six months passenger numbers are still short of 
the target of 1200 to 1400 per week.

But Auckland Transport’s general manager of marketing Kevin Leith said the numbers 
were moving in the right direction.

“Last week we hit our biggest record week of 838 people and it continues to grow quite 
quickly actually, and probably a little quicker than what we anticipated.”

.....The set-up costs, like the cars and developing the phone app, had been paid by AT, 
while the NZ Transport Agency had chipped in $475,000 to subsidise the scheme. But local 
board member Michael Sheey said despite the recent increases in passenger numbers, the 
scheme was a flop.

“If passenger numbers reach the weekly target of 1200, the subsidy per ride is about $14 
dollars, but with the number of rides per week 400 below that target, each ride had to be 
heavily subsidised,” Mr Sheey said.

“...the subsidy per ride is $41.48 ...which is unbelievably irresponsible to continue the trial, 
financially irresponsible,” he said.

https://www.rnz.co.nz/news/national/377315/affluent-suburb-to-receive-publicly-funded-ride-sharing-service
https://www.rnz.co.nz/news/national/377315/affluent-suburb-to-receive-publicly-funded-ride-sharing-service
https://www.rnz.co.nz/news/national/388871/auckland-transport-lauds-its-at-local-rideshare-scheme-local-board-members-critical
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Transport commentator Matt Lowrie from the website Greater Auckland agreed that the 
money could be better used.

“It’s a lot of money to be spending on what, in my view, is a relatively small number of 
trips.”

...“We could be spending it on a lot of other improvements to public transport networks and 
walking and cycling.

AT’s Mr Leith remained positive about how the trial was tracking and said passenger feed-
back had been very positive. 

He said a decision on the scheme’s future and whether it could be rolled out in other parts 
of Auckland would be made in August or September. 

However, Mr Leith wouldn’t disclose which other suburbs in the city AT was considering for 
a rideshare scheme.’

OTB supports ridesharing schemes that reduce congestion and pollution. How-
ever, the Devonport scheme appears to follow a familiar pattern of high cost, over-
optimistic projections, poor planning, poor implementation and poor cost control.

OTB once again believes there needs to be an investigation as to why multiple 
projects have exceeded stated budgets or failed to meet targets. This investigation 
must also examine whether ratepayers and taxpayers received both fair treatment 
and good value for money.
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10. Lack of transparency in relation to the making and implementation of 
policy.
 (a) The unsatisfactory implementation of cycleways.

The debate about cyclists and cycle lanes is sharply polarised. On one side, there are 
the right-wing bloggers such as Cameron Slater, who once described cyclists as ‘road 
maggots’. On the other side are pro-cycle crusaders like Bevan Woodward, who recently 
described streets as ‘traffic sewers for moving cars’. 

OTB acknowledges that cyclists have often been treated very poorly in this coun-
try and in this city. Further, cyclists continue to face abuse and inconsiderate treat-
ment by motorists, many of whom appear to consider cyclists to be either irrelevant 
or simply a nuisance. 

However, after decades of pro-car decisions by Auckland Council, recent changes to the 
city’s infrastructure have included the installation of new cycle lanes, though other prom-
ised facilities have been delayed.

Auckland was recently ranked the best large city in the world for cycling. The rating was 
awarded by the 2019 Bicycle Cities Index, which bases its rating on statistics of bicycle 
theft rates, numbers of cyclist fatalities and accidents, investment in infrastructure, percent-
age of bicycle usage, figures on the number of bicycle rental stations and the numbers of 
rental bikes available. 

However, many local cyclists believe there is still a long way to go before Auckland is a 
truly cycle-friendly city. These cyclists want the entire city to be linked by a series of safe 
cycleways.

There have been problems with the existing cycleways: some cycleways, such as 
the North-Western, have been a proven success, with growing use and widespread sup-
port – in turn leading to conflict between pedestrians and cyclists at busy pinchpoints, such 
as Newton. 

Other cycleways, such as the one in Richmond Road, Grey Lynn, have been both expen-
sive and far less successful, with widespread dissatisfaction from all sides.

The Grey Lynn cycleway initially enjoyed support from many Grey Lynn residents and 
businesses. However, massive disruption over many months during the construction of the 
cycleway, together with a significant loss of trade by local businesses, has meant many 
locals and many local businesses now oppose further development of the project. 

It has been estimated that a redesign and re-construction of the cycleway will cost up to 
$35 million.

https://www.whaleoil.co.nz/2018/06/actually-simon-most-aucklanders-dont-support-road-maggots/
https://www.whaleoil.co.nz/2018/06/actually-simon-most-aucklanders-dont-support-road-maggots/
https://coya.com/bike/index-2019
https://www.google.com/url?sa=t&rct=j&q=&esrc=s&source=web&cd=1&cad=rja&uact=8&ved=2ahUKEwip6drpsaLiAhUJ7XMBHa9UAtkQFjAAegQIAhAB&url=https%3A%2F%2Fwww.stuff.co.nz%2Fauckland%2F110761404%2Fmultiple-closecalls-on-aucklands-northwestern-cycleway-spark-safety-improvement-calls&usg=AOvVaw0q6kjz0cyYRn5XMk45woc3
https://www.google.com/url?sa=t&rct=j&q=&esrc=s&source=web&cd=1&cad=rja&uact=8&ved=2ahUKEwip6drpsaLiAhUJ7XMBHa9UAtkQFjAAegQIAhAB&url=https%3A%2F%2Fwww.stuff.co.nz%2Fauckland%2F110761404%2Fmultiple-closecalls-on-aucklands-northwestern-cycleway-spark-safety-improvement-calls&usg=AOvVaw0q6kjz0cyYRn5XMk45woc3
https://thespinoff.co.nz/auckland/03-12-2017/the-extraordinary-incompetence-of-auckland-transport/
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12121262
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12121262
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12121262
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12121262
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There is also evidence that even well built cycleways are sometimes ignored by cyclists, 
who simply ride on the road.

Clearly, there is a need ensure that all cycleways are built to a standard that enhances 
both the enjoyment and safety of cycling, without causing needless inconvenience or risk 
to others.

 
Given the financial and social importance of implementing successful cycleways, there 

is clearly need for a thorough examination of these issues:

1)  Ways of improving communication between, and positive outcomes for, all affected 
road and footpath users. OTB strongly believes in the need real consultation with affected 
parties, with outcomes that are a reasonable balance between the needs of all affected 
groups.

2)  Closing the gaps in the public transport system that currently make it difficult for cy-
clists to travel longer distances. For example, most buses do not carry bicycles.

3) Whether or not ratepayers are getting value for money from the current systems for 
developing, installing, maintaining and enforcing cycleways.
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Lack of transparency in relation to the making and implementation of policy.
(b) ‘A war on pedestrians’.

OTB is concerned at allegations that AT’s apparent concern for road safety masks 
an agenda that is concerned primarily for the welfare of cyclists, while largely ignor-
ing the welfare of pedestrians.

OTB is particularly concerned that AT has not been honest about its plans to allow 
e-scooters, e-bikes and conventional bikes to share footpaths with pedestrians.

This ultimate strategy appears to be the reason that AT has cooperated so freely with e-
scooter promoters such as Lime. 

(A more detailed outline is included in Appendix II, attached to this document.)
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Lack of transparency in relation to the making and implementation of policy.
(c) An apparent disregard for the consultation process.

It has been frequently suggested that AT regards the process of consultation as a mere 
token gesture and that AT proceeds with its plans with a complete disregard for due pro-
cess.

One example is AT’s proposal to improve the pedestrian crossing near 81 Gray Avenue, 
Mangere East.

In 2018, Jon Reeves made a submission to AT regarding this project. 

He received no further communication from AT and the project work began. 

On 12 April 2019, when the project was almost complete, Jon received the following 
email from AT:

“Dear Sir/Madam,
Thank you for your feedback on our proposal to improve the pedestrian crossing near 81 
Gray Avenue, Mangere East. Community feedback has now closed. Follow the link below for 
a summary of all the submissions we received and answers to questions and concerns.  
Proposal Outcome After reviewing this feedback and all other supporting evidence, this proj-
ect will proceed without changes to the next stage of detailed planning.”

If the above incident is typical, then it raises serious questions about the manner in which 
AT operates.

OTB has heard of multiple cases where AT appears to have wilfully disregarded 
due process. Whether these cases are isolated incidents or a common practice can-
not be established without a full inquiry. 
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Lack of transparency in relation to the making and implementation of policy.
(d) The proposal to lower the speed limit on a variety of roads around Auckland.

In 2018, AT announced plans to lower the speed limit for cars in many streets around 
Auckland, stating safety concerns.

However, since October of 2018 Councilor Mike Lee asked AT three times for the an-
swers to a series of questions relating to the crash data that justified lowering the speed 
limit. Three times AT failed to supply this information. Mike Lee complained to the Ombuds-
man and a response was eventually provided, but failed to answer many of the questions 
below.. 

It was clearly unacceptable for AT to refuse to provide this information in a timely fash-
ion. It also raises questions as to the validity of many of AT’s claims.

The following is an edited version of an opinion-editorial article issued by councillor Mike 
Lee earlier this year, which also sums up the views of OTB. 

‘According to Auckland Transport (AT), speeding is a major problem on our roads, which is 
why they intend to “dramatically” lower the speed limit on 700km of roads all over Auckland. 
AT is heavily focusing on the central city, where 70km of roads, including major arteries, will 
be reduced to a maximum speed of 30kmph.

AT states that.
“Auckland has a serious problem with people being killed and being seriously injured on 

our roads. In 2017, 64 people were killed on the region’s roads (44% of which were speed re-
lated deaths) and 749 people were seriously injured. This represents a 78% increase in road 
deaths since 2014.”

What AT doesn’t say, is that 2017 was a peak and that both deaths and serious injuries 
have dropped sharply since then, without any alteration of the speed limit.

https://at.govt.nz/projects-roadworks/safe-speeds-programme/speed-limit-changes-around-auckland/
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Moreover, in stating that: ‘44% of [the Auckland road toll] were speed-related deaths’, AT 
does not provide the facts to support this assertion. How was it ascertained that the deaths 
were speed-related? 

Last October, I sent Auckland Transport a number of written questions seeking the crash 
data that justified lowering the speed limit.

Their response was slow and evasive. AT officers said they could meet but would not pro-
vide anything in writing, saying: “the database contains confidential information”.

In November I wrote again, repeating my request for a response in writing. In December, 
AT replied, saying my questions were difficult to answer but they were working on them and 
would reply by mid-February.  They didn’t. I have since complained to the Ombudsman.

Why is AT being so evasive? Probably because the facts do not support AT’s agenda.

According to the government’s own studies: nationally, only about 15% of fatal accidents 
occur above the speed limit. The vast majority of these fatal speeding accidents are caused 
by a tiny minority of motorists: someone who’s young, poor and often blotto. The only excep-
tions are motorcycle deaths, which mainly target middle-aged men. Motorcylists are dying at 
a rate of about one a week.

https://at.govt.nz/projects-roadworks/safe-speeds-programme/speed-limit-changes-around-auckland/
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  AT does not adequately explain how lowering the speed limit would have prevented the 
deaths of the 64 people killed on the region’s roads in 2017. 

The examples of accidents listed below surely demonstrate that slowing down the average 
driver does not alter the behaviour of the high-risk groups.

In late 2017, 20-year-old Farshad Bahadori Esfehani killed an innocent taxi driver when 
his Mercedes ran a red light in central Auckland. 

Esfehani was drunk.

 What difference would the lowered speed limit have made to this fatal accident? The sad 
answer is: none.

In May of last year, 15-year-old Nathan Kraatskow was cycling on Oteha Valley Rd when 
he was knocked off his bike and killed by 18-year-old Rouxle Le Roux.

Le Roux, who was on her learner’s licence, had been drinking and smoking marijuana be-
fore she hit Kraatskow. She and her friends then left Kraatskow dying at the scene.

What difference would the lowered speed limit have made to this fatal accident? The sad 
answer is: none.

On January 28, 50-year-old Zhengwen Alan Hu was killed after his vehicle was rear-ended 
while waiting at the traffic lights at Tī Rākau Drive and Botany Road.

What difference would the lowered speed limit have made to this fatal accident? The sad 
answer again is: none. 

On May 26, about 2.30am on Queen Street, a cyclist was hit and killed by a Honda Logo 
hatchback. The car driver was drunk and fled the scene.

What difference would the lowered speed limit have made to this fatal accident? The sad 
answer again is: none. 

But facts rarely seem to matter to AT’s communications staff.

If AT’s proposed lowered speed limits had been in place during 2018, it seems certain that 
AT would now be claiming that the lowered road toll had been the result of the lowered speed 
limit. But we know this was not the case.

It’s possible that the drop in deaths and injuries was a statistical blip. However, it’s equally 
possible that the Auckland area road toll rose with the economy and peaked, and is now in 
decline, along with property prices.

It is widely recognised that the road toll tends to rise during economic highs and sink with 
economic lows. This report from the OECD outlines the science behind this phenomenon.

It is also possible that recent roading improvements were a factor in the lowered road toll 
around Auckland.

Now let’s be clear: if AT is simply going to lower the speed limit in tiny suburban streets 
where there are pedestrians everywhere, I have no problem. Who would? But when AT is 
proposing to reduce major traffic routes to a crawl without some pretty strong evidence, I 
have a big problem.

There is growing suspicion that AT policy is being driven by unelected idealists, managers 
who are at war with four-wheeled vehicles, while actively encouraging two-wheeled vehicles. 
That would explain why AT is happy slowing cars down, while actively encouraging unsafe 
e-scooters onto our footpaths. 

https://www.itf-oecd.org/sites/default/files/docs/15irtadeconomictimes.pdf
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AT’s rosy pictures of cycling show sunny weather and happy families sharing both exer-
cise and adventure. The reality is: you can’t take sick kids to the doctor on a bike. You can’t 
take bikes on most AT buses. Riding home after dark in the mid-winter rain is a grim option 
for anyone who isn’t young, fit and enthusiastic.

Auckland’s public transport is the worst of any country I have visited. That’s why too many 
people still take cars: they have little choice.

So what can we do to lower Auckland’s appalling road toll, as more and more people 
crowd into the city?

The obvious first step is to get people off the roads by making Auckland’s public transport 
pleasant, affordable, frequent and reliable. But Auckland Transport imposes some of the 
highest train and bus fares in the world (see below)  and has just increased them again. Not 
enough Aucklanders trust AT to provide comprehensive, reliable transport that goes where 
they wish to go, when they wish to go.

 

 Second, we need to tackle the heavy promotion of alcohol. In one South Auckland suburb 
alone, there are 110 liquor outlets. Drunk drivers don’t read speed signs.

Third, we need to change our roads, so that bad behaviour doesn’t turn into road 
deaths. Median barriers transformed the Auckland harbour bridge from a high risk road to a 
low risk road. The drivers didn’t change.

A 2017 review of lowered speed limits published by the Royal Society for the Prevention of 
Accidents (RoSPA) concluded that the most effective way of reducing hazardous speeds was 
to redesign the roads:

“...traffic calming slows vehicles down to speeds below the limit, and in this way the zone 
becomes ‘self-enforcing’. Speed humps, chicanes, road narrowing, planting and other mea-
sures can be introduced to both physically and visually reinforce the nature of the road.” 

OTB neither supports nor opposes plans to reduce speed limits in high risk areas 
of Auckland. However, OTB is firm in its belief that any changes must be based on 
science, uncontaminated by unrelated social and political agendas. OTB is currently 
unconvinced that the proposed changes have passed the threshold of credibility.
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Appendix I: details of concerns regarding the Britomart-Māngere airport light 
rail project.

Auckland’s airport accommodated 19 million passengers in 2017. Auckland Airport is 
currently preparing to accommodate 40 million passengers by 2040.

All of the passengers who are not transferring to another flight have to travel from Auck-
land Airport to their final destination. Currently, this is entirely done by road. This imposes a 
heavy burden on both passengers and Auckland’s motorway network.

For this reason, it has long been proposed that a high-speed rail link be established at 
Auckland airport. 

In theory, linking central Auckland to the airport seems to be relatively simple process: 
the Puhinui station is just 6km from the airport. Linking the airport to Puhinui would allow a 
direct rail link to central Auckland.  

A rail link to Puhinui would have multiple other advantages, too, such as providing direct 
access from the airport to the rest of the country’s rail network. 

It has been pointed out that such a link could be a boon to tourism: many tourists bypass 
Auckland city and instead travel down the island to destinations such as Rotorua.

The Puhinui link would allow tourists to travel by scenic train instead of tourist buses. In 
addition, it would give tourists an alternative to renting vehicles in order to see the coun-
try. This would have the effect of reducing the number of rental vehicles using the roading 
network.

In addition, the Puhinui link could eventually allow freight to be carried by rail directly 
from the airport to the rest of the country, including central Auckland. 

This is an important road safety consideration. Airport freight is currently carried entirely 
by trucks; accidents involving trucks make up nearly a quarter of the road toll.

There are also environmental considerations: the vast majority of New Zealand’s trans-
port emissions come from heavy diesel vehicles.

The government’s own studies show that rail freight is at least twice as efficient as road 
freight. 

For these reasons, the Puhinui link would seem the obvious solution to multiple prob-
lems.

However, the 2016 Jacobs NZ report came out in favour of light rail over heavy rail, 
largely due to the higher upfront costs: ($2.2b to $2.37b for heavy rail compared to $1.2b 
to $1.3b for light rail). The cost benefit ratio was also significantly in favour of light rail.

 The Jacobs report said the heavy rail option performed well in terms of travel time and 
future patronage demand, but had risks associated with tunneling in poor ground condi-
tions at the airport. 

https://corporate.aucklandairport.co.nz/airport-of-the-future/our-vision
http://www.transport.govt.nz/research/crashfacts/truckcrashfacts/
https://www.newsroom.co.nz/2017/06/27/36323/dirty-diesel-from-saviour-to-skulduggery
https://www.newsroom.co.nz/2017/06/27/36323/dirty-diesel-from-saviour-to-skulduggery
https://at.govt.nz/media/1927342/draft-smart-indicative-business-case.pdf
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The report also noted that there would be a considerable land requirement during con-
struction, due to the need to cut and cover a train tunnel.

However, it is notable that the Jacobs report considered the project solely from a pas-
senger-travel perspective and primarily considered the travel times between central Auck-
land and the airport.

The ancillary benefits of a heavy rail link (such as the potential to link nearby cities like 
Hamilton directly to both Auckland Airport and therefore Auckland CBD) were not consid-
ered. 

Nor were the safety and environmental benefits of having train tracks that could also 
carry freight from the airport (and therefore reduce the number of trucks using Auckland 
motorways and state highways).

Indeed, while acknowledging the importance of reliable freight transport, the Jacobs report 
seems to simply assume that all freight from the airport will be carried by road: 

“The Airport is a nationally-important freight hub and is the second largest cargo port in 
New Zealand by value, [carrying] approximately 230,000 tonnes of freight every year with a 
value of $13 billion. The impact of congestion and unreliability is likely to be particularly pro-
nounced for commercial and strategic freight travel, which generally cannot rely on a public 
transport alternative and occurs mostly during the inter-peak period. 

The national significance of the Airport’s freight-carrying capacity is likely to increase 
over time as air freight becomes more important and achieves higher rates of return than sea 
freight. Delays and inefficient freight movements resulting from Airport access constraints is 
likely to have substantial cost implications for the nation’s economy.”

Yet, the Jacobs report appears to simply ignore rail as a freight option.3

Since the Jacobs report, both the government and Auckland Transport have been strong 
supporters of the Britomart-Māngere airport light rail project. The lobby group Greater 
Auckland is also a strongly in favour of this project.

However, a study by the groups Public Transport Users’ Association and NZ Transport 
2050 suggested that the Auckland light rail would be one of the “slowest public transport 
airport links in the world” and would give Auckland the dubious honour of having the fourth 
longest trip from the city centre to the airport out of 71 international cities.

Most of the early development planning on the Britomart-Māngere airport light rail proj-
ect was conducted as a joint venture between Auckland Transport and NZTA. Although 
AT is no longer directly running the project, it is clear that AT’s input has been strong and 
significant. It is also clear that AT still has a strong supporting role in this project.

Sceptics of the Britomart-Māngere airport light rail project include Treasury. A report writ-
ten by David Taylor from Treasury’s National Infrastructure Unit, states:

3  The Jacobs report also ignores the potential for a rail link to the Wiri Oil Depot. This link 
could potentially change distribution of oil products, but would also offer an alternative fuel source 
for Auckland Airport should the Marsden Point – Wiri oil pipeline be damaged (as happened in 
2017, when a digger damaged the pipeline).

https://www.google.com/url?sa=t&rct=j&q=&esrc=s&source=web&cd=1&cad=rja&uact=8&ved=2ahUKEwjtpPjCmrrhAhWYbysKHXeEDxQQFjAAegQIABAB&url=https%3A%2F%2Fwww.stuff.co.nz%2Fauckland%2F104412552%2Ftransport-minister-phil-twyford-says-light-rail-not-primarily-for-tourists&usg=AOvVaw37r8kacvH77E6WKjLdikyR
https://www.google.com/url?sa=t&rct=j&q=&esrc=s&source=web&cd=1&cad=rja&uact=8&ved=2ahUKEwjtpPjCmrrhAhWYbysKHXeEDxQQFjAAegQIABAB&url=https%3A%2F%2Fwww.stuff.co.nz%2Fauckland%2F104412552%2Ftransport-minister-phil-twyford-says-light-rail-not-primarily-for-tourists&usg=AOvVaw37r8kacvH77E6WKjLdikyR
https://at.govt.nz/about-us/news-events/commitment-to-airport-and-mangere-rail/
https://www.google.com/url?sa=t&rct=j&q=&esrc=s&source=web&cd=1&cad=rja&uact=8&ved=2ahUKEwiqp5qTlbrhAhVTWH0KHdYIBxsQFjAAegQIARAB&url=https%3A%2F%2Fwww.interest.co.nz%2Fbusiness%2F97816%2Ftreasury-report-shows-tensions-minister-transport-phil-twyford-over-extremely-complex&usg=AOvVaw2xZn4ClQqLWDdcz0eHbxpF
https://www.google.com/url?sa=t&rct=j&q=&esrc=s&source=web&cd=1&cad=rja&uact=8&ved=2ahUKEwiqp5qTlbrhAhVTWH0KHdYIBxsQFjAAegQIARAB&url=https%3A%2F%2Fwww.interest.co.nz%2Fbusiness%2F97816%2Ftreasury-report-shows-tensions-minister-transport-phil-twyford-over-extremely-complex&usg=AOvVaw2xZn4ClQqLWDdcz0eHbxpF
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“To illustrate the possible risks, we note that construction of the Edinburgh light rail suf-
fered major time and money overruns, eventually taking six years to build and costing more 
than twice as much as initial estimates. Given the size of the project, the fiscal risks and the 
build and operational challenges, we consider a strong examination of the implementation 
choices is essential.”

Newsroom.co.nz pointed out that: Sydney’s light rail debacle has parallels with 
Auckland’s. 

“It was [also] a pet project of a new federal government; infrastructure experts warned 
against it, saying it would be a disaster; it now faces massive cost blow-outs and the com-
pany building it is on the verge of going broke. Many businesses along the route, which has 
carved up inner city roads for years, have gone bust and government compensation has 
been paid out to more than 50 others.”

After a barrage of criticism over the lack of a credible business case for the Britomart-
Māngere airport light rail project, the government admitted that the light rail project was 
“not primarily about getting people to catch a plane, or for tourists.” 

Instead, transport minister Phil Twyford admitted that the primary purpose of the planned 
light rail was to build a rapid transit network across the city. However, as one critic put it, 
with an average speed of 23kp/h, this project can hardly be described as rapid transit.

There are also doubts as to whether Twyford’s statement fully explains the government’s 
enthusiasm for this project. Twyford later added that the airport link “would open up more 
areas of Auckland to housing development.” 

This has led to speculation that the true reason for the light rail is not transport, but to at-
tract medium and high-density property development.

There is strong evidence to support this speculation: Twyford recently announced plans 
to override Auckland Council and scrap the Unitary Plan in specified parts of Auckland, 
“including Dominion Rd, which is part of the proposed route of a light rail line to the airport.”

Probably the most obvious evidence that the airport link primarily a property develop-
ment strategy, is in the current shareholders: the project is now jointly government by NZTA 
and HLC, a wholly owned subsidiary of Housing New Zealand.

“The NZ Transport Agency and its partners Auckland Council, Auckland Transport and 
HLC are working together to deliver the City Centre to Māngere light rail line that will con-
nect two of Auckland’s fastest growing employment centres – the city centre and the airport 
– while connecting communities along its route. Light rail will support sustainable growth and 
urban regeneration, give people more choice about how they travel and create vibrant com-
munities.”

The Greater Auckland website put it even more frankly:

“There are huge tracts of Housing New Zealand owned land in Mt Roskill and Mangere 
that will become prime redevelopment opportunities with light-rail in place. There’s also 
Onehunga, perhaps Auckland’s most  complete suburban town centre with massive growth 
potential. Light-rail shouldn’t, and can’t, just be a transport project. It must also be a growth 
project.”

https://www.newsroom.co.nz/2018/11/26/335511/light-rail-ideology-over-practicality
https://www.theguardian.com/australia-news/2018/apr/21/sydneys-light-rail-chaos-who-is-to-blame-for-delays-and-cost-blowout
https://www.stuff.co.nz/auckland/107724903/light-rail-revolt-transport-enthusiasts-launch-lastditch-attempt-to-convince-government
https://www.stuff.co.nz/auckland/104412552/transport-minister-phil-twyford-says-light-rail-not-primarily-for-tourists
https://www.newsroom.co.nz/2018/11/26/335511/light-rail-ideology-over-practicality
https://www.google.com/url?sa=t&rct=j&q=&esrc=s&source=web&cd=1&cad=rja&uact=8&ved=2ahUKEwiZ6M_tlbrhAhUJU30KHSqKCxMQFjAAegQIABAB&url=https%3A%2F%2Fwww.stuff.co.nz%2Fauckland%2F107724903%2Flight-rail-revolt-transport-enthusiasts-launch-lastditch-attempt-to-convince-government&usg=AOvVaw2ZSml2UgaHIpw9b2NQR_7h
https://www.google.com/url?sa=t&rct=j&q=&esrc=s&source=web&cd=1&cad=rja&uact=8&ved=2ahUKEwiZ6M_tlbrhAhUJU30KHSqKCxMQFjAAegQIABAB&url=https%3A%2F%2Fwww.stuff.co.nz%2Fauckland%2F107724903%2Flight-rail-revolt-transport-enthusiasts-launch-lastditch-attempt-to-convince-government&usg=AOvVaw2ZSml2UgaHIpw9b2NQR_7h
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12116466
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12116466
https://at.govt.nz/projects-roadworks/light-rail/;%20https://www.nzta.govt.nz/roads-and-rail/rapid-transit/auckland-light-rail.
https://at.govt.nz/projects-roadworks/light-rail/;%20https://www.nzta.govt.nz/roads-and-rail/rapid-transit/auckland-light-rail.
https://www.greaterauckland.org.nz/2018/04/26/light-rail-not-really-airport/
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In 2017, the American news and opinion website Vox, issued a documentary in which it 
was also claimed that the real purpose of streetcars (trams) is to foster economic develop-
ment, especially property development. 

As the architecture website Archdaily put it: 

“In this six-minute-long video, Vox makes the argument that the primary reason behind the 
recent resurgence of streetcar systems—or proposals for streetcars, at least—in the USA is 
not because of their contributions to urban mobility, but instead because of the fact that they 
drive and sustain economic development. As it uncovers the causes for the popular failure 
of the streetcar systems in cities such as Washington DC, Atlanta, and Salt Lake City (low 
speed and limited connectivity, mostly) it asks why an increasing number of American city 
governments are pushing for streetcars in spite of their dismal record at improving transit…
Vox quotes author and urban planner Yonah Freemark  [as he] asks an important question: if 
attracting investments is the chief goal, are streetcar systems the ideal means to that end?”

In May of 2019, Auckland mayor Phil Goff and transport minister Phil Twyford an-
nounced that Auckland Transport had awarded a contract for the upgrade of the Puhinui 
rail station. This link would allow travellers to go, via bus and then train, from the airport to 
the central city. However, of course, this lack of a direct rail link to the airport means travel-
lers will face a two-stage journey in each direction. In addition, there will be no freight op-
tion and no direct link between the airport and the rest of the country.

While light on details, this announcement makes it clear that the Britomart-Māngere air-
port light rail project is still a significant option.Twyford desribed the Puhinui project as:

“... a bus service to begin with and in the future, it will become part of a rapid transit route 
connecting to Manukau and Botany with a dedicated busway or possibly light rail. The con-
tract being awarded means we are another step closer to rapid transit to the airport.”

OTB is deeply concerned that both the Government and AT have announced and 
promoted the Britomart-Māngere airport light rail project primarily as a public trans-
port initiative, without disclosing that its major purpose appears to be the creation 
of one of the largest property developments in the country’s history.

This apparent deception, lack of disclosure, lack of business case and complete 
disregard for the normal processes of consultation have made a mockery of the 
democratic process. In addition, OTB notes once more that the proposed tramway 
does not appear to offer a significant advantage over having several buses travel-
ling the same route, at a fraction of the cost.

As stated elsewhere, OTB does not take a stand for or against the proposed 
Britomart-Māngere airport light rail project. However, OTB believes that “sunlight is 
the best disinfectant” and that the issues surrounding this light rail link need to be 
publicly examined before any part of this project proceeds.

https://www.vox.com/
https://www.archdaily.com/877521/the-real-reason-for-the-resurgence-of-streetcars-in-america-spoiler-its-not-for-transport
https://www.archdaily.com/877521/the-real-reason-for-the-resurgence-of-streetcars-in-america-spoiler-its-not-for-transport
https://www.archdaily.com/tag/video
https://www.archdaily.com/tag/streetcar
https://www.archdaily.com/tag/urban-mobility
https://www.archdaily.com/tag/economic-development
https://www.archdaily.com/tag/streetcar
https://www.archdaily.com/tag/streetcar
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12231687
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12231687
https://www.forbes.com/sites/jeffmcmahon/2013/09/15/bus-rapid-transit-spurs-development-better-than-light-rail-and-streetcars/?fbclid=IwAR3Miz9X4KFFNHe6vPxV9vFRiIC8WKf8GtlirIMBzBY3nXt4Ojs89RXR-1I#30472d2073c2
https://www.forbes.com/sites/jeffmcmahon/2013/09/15/bus-rapid-transit-spurs-development-better-than-light-rail-and-streetcars/?fbclid=IwAR3Miz9X4KFFNHe6vPxV9vFRiIC8WKf8GtlirIMBzBY3nXt4Ojs89RXR-1I#30472d2073c2
https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12087892
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Appendix II
Lack of transparency in relation to the making and implementation of policy.

 
‘A war on pedestrians’.

AT has repeatedly refused to deny that it wishes to allow bicycles, e-bicycles, as well as 
existing e-scooters, to use public footpaths. This proposal, which would require a change 
of law (the government’s proposed ‘Accessible Streets’ package), is of extreme concern to 
pedestrian groups.

Dr  Lynley Hood from the Visual Impairment Charitable Trust Aotearoa (Victa) describes 
this policy change as “a war on pedestrians.” The advocacy group Living Streets Aotearoa 
is similarly concerned.

Both groups, along with many advocacy groups for the old, the young, the disabled and 
vulnerable, are also deeply concerned at the way in which a major foreign corporation was 
apparently able to circumvent due process of law by hiring the former head of a major po-
litical party.

According to Radio NZ, NZTA announced in 2013 that: 

 “The District Court has held that low-powered electric scooters are not power-assisted 
cycles but are motor vehicles”. 

In January of 2018, NZTA repeated this view:

 “… only a small number of low-powered vehicles that have been declared as not being 
motor vehicles and these are mobility devices, power-assisted cycles and Yike Bikes. As an 
electric scooter is not defined as a cycle (even if its maximum power does not exceed 300 
watts), it has not been declared as being a non-motor vehicle. This means that an electric 
scooter would be considered to be a motor vehicle and would need to be registered. Howev-
er, as it would not be able to meet any of the standards it would not be able to be registered 
as a moped. In addition, as it is considered a motor vehicle it cannot be driven on a footpath 
in accordance with Section 2.13 of the Land Transport (Road User) Rule 2004 which can be 
found via: http://www.legislation.govt.nz/regulation/public/2004/0427/latest/DLM303057.html .

Any vehicle meeting the definition of motor vehicle requires registration, inspection and a 
driver licence applicable for the vehicle type. Most two-wheel electric scooters and two-wheel 
low-powered vehicles are mopeds and the relevant laws apply (e.g. riders must have a class 
1 driver licence and wear a motor cycle helmet, mopeds must be registered and licensed, 
mopeds must not be ridden in a cycle lane). For your reference, vehicle classifications can be 
found via: 

http://www.nzta.govt.nz/vehicles/vehicle-types/vehicle-classes-and-standards/vehicle-
classes/ 

Please note: It would be a significant change in current classification for further small 
powered vehicles not to be treated as motor vehicles. Any change would require consider-
able investigation and consultation into the appropriateness of making a change as there are 
significant possible risks in these vehicles using and sharing both the footpath and the road-
way. The legislation also requires the Transport Agency to investigate and make separate 
determinations for each low-powered vehicle type and model.”

https://www.stuff.co.nz/national/110090293/council-escooter-trials-could-contribute-to-new-regulations
http://www.visualimpairment.org.nz/
https://www.livingstreets.org.nz/
https://www.nzherald.co.nz/business/news/article.cfm?c_id=3&objectid=12206865
https://www.nzherald.co.nz/business/news/article.cfm?c_id=3&objectid=12206865
https://www.nzherald.co.nz/business/news/article.cfm?c_id=3&objectid=12206865
https://www.radionz.co.nz/news/national/.../confusion-over-e-scooters-vehicle-status
https://www.radionz.co.nz/news/national/.../confusion-over-e-scooters-vehicle-status
http://www.legislation.govt.nz/regulation/public/2004/0427/latest/DLM303057.html%20.
http://www.nzta.govt.nz/vehicles/vehicle-types/vehicle-classes-and-standards/vehicleclasses/
http://www.nzta.govt.nz/vehicles/vehicle-types/vehicle-classes-and-standards/vehicleclasses/
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It is also clear from the original definition of a ‘vehicle’ that parliament was not intending 
to exempt e-scooters and e-bikes. 

For example, at the time of legislation, the Hon. Maurice Williamson’ asked parliament 
to ensure that his small children would be allowed to ride their “little moped, Go-Ped mo-
torised scooters” around the park without having to register their vehicles or obtain driving 
licenses. 

Ergo, it seems clear that the powers of exemption were intended for devices such as 
childrens’ toys.

The NZTA’s original belief that e-scooters were indeed motor vehicles has also been 
confirmed by a number of recent judicial decisions, such as the one below:

In Cromwell on October 20 of 2018, Daniel William Hurley (24) was charged with drink 
driving after a brief joyride on a motorised chilly bin.

Motorised chilly bin 

The judge, Michael Turner, confirmed that the motorised chilly bin was indeed a motor 
vehicle. Hurley’s offending had been ‘‘at the lower end of the spectrum’’, and a Lime scoot-
er was ‘‘probably more dangerous’’, said the judge.

Judge Turner fined Hurley $700, with court costs of $130. 

Motorised Lime scooter

https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12228816
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Bending the rules.

It is also clear that, for some reason, not only did NZTA change its position on Lime 
scooters being motor vehicles, but also NZTA appeared to bend the law to accommodate 
Lime.

For example, emails obtained under the Official Information Act show that NZTA effec-
tively took that word of Lime that its scooters complied.

13/9/18 10.01am. NZTA to Lime: 
“Can you get your controllers tuned or any other manner to get your vehicles to maximum 

of 300W? Oh also, can you send us a manufacturer’s spec sheet which has the model code/
name etc.” 

• 15/9/18 5.20pm. Lime to NZTA: 
“...we were able to control the maximum output by setting the ‘acceleration mode’ to the 

lowest level, which will keep actual power output under 300W at all times. I’ve just got ahold 
of the manufacturer’s spec sheet, and unfortunately the only version of it is in Chinese... you 
should be able to use Google translate...” 

• 15/9/18 7.31pm. NZTA to Lime: 
“...can you tell me how you can assure us that an operator cannot simply turn this mode 

off and revert it to type...” 

• 17/9/18 11.39am. Lime to NZTA: 
“I can’t think of any ways that this could be enforced. I suppose it would just be more of an 

honour system...”

• 28/9/10 2.12pm. NZTA to Lime: 
“The wheeled recreational device e-scooter paradigm is essentially a self-certification 

regime and as such, the Agency does not have a part to play in this... Have to say, our engi-
neers are scratching their heads trying to determine how you managed to detune your units 
to meet the requirements and still achieve a 27KPH result.”

• 1/11/18 9.42am. NZTA to Lime: 
“...the New Zealand Transport Agency has received formal accusations that your devices 

do not meet the maximum 300W requirement...” 

• 8/11/18 1.59pm. Lime to NZTA: 
“...I’m working on tracking down the official spec for the scooter version we have here.... 

the spec sheet you have is for the Ninebot scooter, which we didn’t end up launching here...”
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A clear and present danger.

As Radio NZ recently reported:

“A recent survey of 200 people by the Blind Foundation found that going out for a walk 
was becoming increasingly dangerous due to e-scooters.

Auckland man Paul Brown said he spent most of his morning walk in the city down Queen 
Street dodging discarded scooters.

“I’ve had people move them out of the way for me... I’ve certainly knocked one over,” he 
said.

Speed fiends whizzing past were also a problem, Mr Brown said.

He said his wife was once forced to pull him out of the path of an e-scooter rider who 
hadn’t seen him while out with their three-year-old daughter.

Mr Brown said he wasn’t sure what would have happened if his wife wasn’t there.

Rebekah Gartner, from Hawke’s Bay, said she lived in terror that her guide dog Gregan 
would be hit by one.

She said e-scooters had given him a fright on more than one occasion, and she feared for his 
safety.

Auckland woman Danielle said her bad eyesight meant she couldn’t tell when an e-scooter 
was behind or beside her.

“People on e-scooters around where I live go really fast and it just kind of makes your 
heart drop when somebody like zooms past you, and because I don’t see people very well I 
almost get like knocked away ... because people on the scooters ... I think they’re just think-
ing about themselves.”’

It has been suggested, as part of the arrangement whereby e-scooters, e-bikes and 
conventional bicycles share footpaths with pedestrians, that speed limits and a code of 
practice would be introduced. 

This suggestion is difficult to take seriously. While it may be possible to insist that rental 
e-scooters and e-bikes are neatly stacked after use, and that these devices have effective 
speed limits, such controls appear to be impossible for privately owned two-wheeled ve-
hicles.

Conventional bicycles have no registration system, number plates or other means of 
identification. They also have no way of measuring speed. Similarly, privately owned e-
scooters and e-bikes are expected to become more and more common as prices fall. 
Given that the government currently declines to require these vehicles to be registered or 
subject to independent inspection, or their riders licensed, it is difficult to see how speed 
limits and controls on behaviour could be effectively enforced.

It has been suggested that police take over the job of enforcement of speed limits on 
footpaths. This is another proposal that appears to lack credibility. Given that the number 
of e-scooters and e-bikes is in the thousands and is growing (not to mention conventional 
bikes), it is difficult to believe that the police would have either the resources or the inclina-
tion to enforce regulations, except perhaps in a few urban areas.

https://www.radionz.co.nz/news/national/386381/e-scooters-risky-around-blind-new-zealanders-survey
https://www.stuff.co.nz/national/110017440/police-could-be-asked-to-enforce-lime-speed-limit-on-footpaths
https://www.stuff.co.nz/national/110017440/police-could-be-asked-to-enforce-lime-speed-limit-on-footpaths
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Further, it is difficult to imagine the police being comfortable pulling trained officers off ei-
ther road patrols or crime patrols in order to control the speed and behavior of two-wheeled 
vehicles on pavements.

It is possible that private officers could be employed, but it is difficult to imagine this be-
ing feasible outside of a few key urban areas.

In addition, what enforcement would be feasible and safe? What, for example, would 
happen if a privately owned scooter rider or cyclist ignored the command of an enforce-
ment officer? Would a chase ensue? How could the officer identify either the vehicle or the 
offender?

As with Lime Scooter’s ‘suggestion’ that users wear helmets, it appears that the idea of 
enforcing limits of behaviour on two-wheeled vehicles on footpaths is essentially a public 
relations gesture.

However,

“Singapore does appear to have a robust enforcement regime. The use of e-scooters on 
public paths in Singapore is governed by legislation which fully came into effect in May last 
year. Essentially riders must register their approved e-scooter, wear helmets and adhere to 
safe usage otherwise they could be fined, jailed or have their e-scooters seized.”

However, there is little in the government’s ‘Accessible Streets’ package that comes 
close to Singapore’s level of control or enforcement.

Suggestions of a public education campaign to educate pavement riders also lack cred-
ibility. The most obvious example is Lime Scooters’ suggestion that riders wear helmets. 
Almost no Lime scooter riders wear helmets.  

There is, in fact, little evidence that safety promotional campaigns work at all.

In 2001, the American Insurance Institute for Highway Safety, one of the largest and 
most respected road safety establishments in the world, collated the results of dozens of 
other studies over the previous 30 years.

Their conclusion: 

“Research indicates that education has no effect, or only a very limited effect, on habits 
like staying within speed limits, heeding stop signs, and using safety belts.” 

“[Until you check out the facts,] who can argue against the benefits of education or train-
ing?” asks Institute chief scientist Allan Williams. “But when good scientific evaluations are 
undertaken, most of the driver improvement programmes based on education or persuasion 
alone are found not to work.” 

https://www.stuff.co.nz/business/111182726/lime-lobbying-rushed-nzta-to-exempt-escooters-from-vehicle-regulations
https://dogandlemon.com/articles/doubtful-benefits-driver-education
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Dubious arguments.

The arguments in favour of e-bikes, e-scooters and bicycles on pavements are not par-
ticularly convincing.

As Lime NZ stated in late 2018:

“The advantage of our e-scooters is they work together with existing public transit by al-
lowing increasing the accessibility of public transport so people can rely less on personal 
cars.”

This mantra has been repeated again and again, by vendors and also at the highest 
levels of government.

It is rarely questioned, because it appears that AT, the Auckland Council and central gov-
ernment all blindly accept the arguments put forward by groups such as Greater Auckland, 
that e-scooters are a workable transport solution.

In fact, one major American study reported that the single biggest reason for e-scooter 
rides was ‘joyriding’ (34.3%). ‘Running errands’ was second at 23.4%, with ‘commuting’ a 
distant third at 19.4%.

It is worth noting that almost all the advocates for e-scooters tend to be young and tend 
to be somewhat blind to the value of more conventional last-mile transport options such as 
shared vehicles. Or walking.

It is perhaps easy to see how a young and fit Millennial would see e-scootering as a vi-
able everyday transport option, it is much harder to view such devices as a solution for the 
vast majority of commuters, including parents with children, people who lack the ability to 
easily change clothes at work (if they commute in the rain), old people and also vulnerable 
groups such as people coming home at night.

In addition, the often-repeated benefit of conventional bikes is that they encourage fit-
ness and that therefore conventional bikes are a positive thing. 

So, arguably, the chief benefit of e-scooters is a reduction in the exercise that the rider 
would receive if she or he simply walked instead.

Few commentaries on the value of either conventional bikes or e-scooters mention the 
health and environment benefits of simply walking. 

It is equally disturbing to hear e-scooters described as having a positive environmental 
impact. Again, the often-repeated assumption is that each e-scooter trip replaces a car trip. 

However, given that most trips are recreational, this appears to be a fairly weak argu-
ment.

In New Zealand, Lime has made a number of fairly grandiose claims about its products, 
minimising the harm and perhaps exaggerating the benefits. 

https://www.nzherald.co.nz/nz/news/article.cfm?c_id=1&objectid=12142249
https://www.greaterauckland.org.nz/2018/10/16/lime-e-scooters-launch-in-auckland/
https://electrek.co/2018/08/14/americans-love-electric-scooter-shares/
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After stating that nearly one million trips have been made on Auckland streets in less 
than four months, in addition, Lime claims that 209,343 people used an e-scooter in Auck-
land, “replacing a trip in a car or other service”.

 
 However, Lime did not offer an explanation as to how this data was gathered, nor what 

“other service” meant. “Other service” might have simply meant that a Lime rider rode in-
stead of walked. 

It appears that many of the stated benefits of ‘last-mile’ technology originate with the cor-
porations that build them and are then widely repeated without much serious scrutiny. This 
should be a matter of urgent concern.

Speed reduction

In May of 2019, the Auckland Council and AT announced that several e-scooter compa-
nies had agreed to limit the speeds on their e-scooters to 15kp/h.

 
However, these speed restrictions apply only to a few, high density zones, not the city 

as a whole. And, these speed limits are voluntary for the companies that rent the scooters.  
There is no actual legal obligation.

Auckland Transport chief executive Shane Ellison stated that the council and AT cannot 
impose speed limits through the licence process, so operator-initiated geofencing “is im-
portant for public safety”.

But, as Auckland Council licencing and regulatory compliance manager Craig Hobbs 
admitted:

“[The average] walking pace is around about 4km/h to 5km/h, so [these e-scooters will still 
be] doing about three times walking pace.”

Moreover, both Hobbs and Ellison failed to explain how this speed limit would be en-
forced on the large numbers of privately owned e-scooters also in use in these same ar-
eas.

https://www.stuff.co.nz/business/111182726/lime-lobbying-rushed-nzta-to-exempt-escooters-from-vehicle-regulations
https://www.stuff.co.nz/business/111182726/lime-lobbying-rushed-nzta-to-exempt-escooters-from-vehicle-regulations
https://www.rnz.co.nz/news/national/389234/auckland-brings-in-automatic-slow-zones-on-e-scooters
https://www.rnz.co.nz/news/national/389234/auckland-brings-in-automatic-slow-zones-on-e-scooters


44

Appendix III: balance of NBR allegations regarding corruption in the issuing of 
roading contracts.
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Appendix IV: 
Copies of the supporting documentation detailing links between politicians, con-

sultancies, lobbyists, Auckland Council and Auckland Transport.

I The persons behind the lobby group Greater Auckland.
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III List of Auckland Transport contracts granted to MRCagney
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