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Aronga / Purpose

1. To provide an update on the correspondence sent to and received from key
stakeholders since the last Auckland Transport (AT) Board (board) meeting.

Tuku mana / Delegation

2. N/A.

Te whakarapopototanga matua / Executive summary

3. The following correspondence was sent to and received from key stakeholders
in the period since the 29 April 2025 board meeting.

a.

Letter from Chief Executive of New Zealand Transport Authority Waka
Kotahi to Chair of Auckland Transport: Auckland Transport: NZTA
nominated director, 28 April 2025

Letter from Chair of Auckland Transport to Minister of Transport: Setting of
Speed Limit Rule, 30 April 2025.

Response from Minister of Transport to Chair of Auckland Transport:
Setting of Speed Limit Rule, 15 May 2025.

Letter from Tim Adriaansen: Auckland Transport Speed Rule Requirement,
18 May 2025

Board Meeting| 24 June 2025
Agenda item no. 5
Open Session

e. Letter from Mayor Brown to AT Chair Richard Leggat: Shareholder
comments on the Auckland Transport’s draft Statement of Intent 2025-2028,
26 May 2025.

f.  Response to Tim Adriaansen, Speed Limit Reversals: AT’s Obligations and
Duties, 3 June 2025

4. Copies of the correspondence are published on the Meetings and Minutes
section of the AT website, as well as in the Diligent Resource Centre:
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28 April 2025

Richard Leggat
Board Chair
Auckland Transport
C/- boardsecretary@at.govt.nz
Ref. NZT-10506

Dear Richard
Auckland Transport — NZTA nominated director

Further to our letter of 4 April this letter advises of an extension to the appointment of Steve Mutton as
NZTA’s nominated director on Auckland Transport’s board from today until 27 June 2025.

Under the Local Government (Auckland Council) Act 2009, the Auckland Transport board must include
one non-voting director nominated by the NZTA. Although nominated by NZTA, procedurally that
director must be appointed by Auckland Council. The permanent NZTA nominated director is Richard
May, the NZTA Chief of Staff.

As you know Mr May has been seconded to Health New Zealand. That secondment has been
extended. As a consequence, we are extending Mr Mutton’s temporary appointment to the Auckland

Transport board.

Yours sincerely

@l ol

Brett Gliddon
Chief Executive — NZ Transport Agency Waka Kotahi
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20 Viaduct Harbour Avenue, Auckland 1010
Private Bag 92250, Auckland 1142, New Zealand
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30 April 2025

Hon Chris Bishop
Minister of Transport

Dear Hon Chris Bishop,

| am writing to seek clarification on the Setting of Speed Limit Rule (2024). As you may be aware many in
our communities in Auckland have expressed a desire to retain the lower speed limits. Specifically
permanent 30km/h on local roads near schools.

Auckland Transport has reviewed the legislation and has communicated we are required to reverse
approximately 1500 30km/h local roads with a school in their vicinity. This is to comply with the rule which
sets out that where a school is one of the reasons for the original reduction then the speed needs to be
reversed.

On the 10t April during Oral Questions, Hon Julie Anne Genter inquired if you would amend the 2024 speed
limit rule to allow local authorities and NZTA to retain safer speed limits of 30 km/h where there is strong
community support, especially around schools and aged-care facilities, and where people are crossing the
road during the day. We were pleased to see your reply that the rule allows for that, but request some
clarification.

Could you also please clarify if your view is that Auckland Transport could apply a high-level approach
similar to Hamilton City Council or other local RCAs and not reverse 30km/h local roads given the community
support for retaining it.

For the absence of doubt, it is our view this would require an amendment to the Setting of Speed Limits Rule
2024 to retain the 30km/h speed limits where there was local support for the lower limit, and an extension of
time to consult on this.

Auckland Transport has interpreted the rule as meaning if a school was one of the reasons for reducing
speed limits, then all the area consulted on would need to be reversed. And that only NZTA (as an RCA) has
the power to consult on retaining or amending the current speed limit. Is this your interpretation or can AT,
as the local RCA, take into consideration community supporting determining whether current speed limits are
maintained, even if schools were cited as a reason for a 30 km/hr limit?

After 1 July, Road Controlling Authorities can consult local communities on what the speed should be on the
roads that they control. We are concerned this is likely to lead to a confusing number of different speed limits
in many local areas.

Again, Auckland Transport’s understanding of the rule, should the current 30km/h roads be reversed (to 50
km/hr) we would be unable to consult on 30km/h speed limits, as 40km/h is now the minimum in the
schedule of permitted speed limits for urban streets. This is likely to result in an unnecessarily complex
outcome for road and non-road users with a mix of 30, 40 and 50 km/hr road speeds in local
neighbourhoods. We would welcome the opportunity for more flexibility in the application of 30 and 40 km/hr
speed zones when setting future speeds.
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As always, our aim is to ensure an efficient, effective and safe road network that also minimises adverse
effects on road safety, disruption to the community, and to minimise unbudgeted costs.

We welcome your clarification or that of the Ministry of Transport on the above matters.

Yours sincerely

Richard Leggat
Chair, Auckland Transport

Copy to:
Mayor Wayne Brown
Dean Kimpton, Chief Executive, Auckland Transport
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Hon Chris Bishop

Minister of Housing

Minister for Infrastructure

Minister Responsible for RMA Reform
Minister of Transport

Leader of the House

Associate Minister of Finance

Associate Minister for Sport and Recreation

TCB25-1095

Richard Leggat

Chair

Auckland Transport

By email to: michelle.bouhdoud@at.govt.nz

Dear Richard

Thank you for your letter of 30 April 2025 seeking clarification regarding the Land Transport Rule:
Setting of Speed Limits 2024 (the Rule).

The Rule permits the NZ Transport Agency Waka Kotahi (NZTA) as the Road Controlling Authority
(RCA) for state highways to retain the current speed limit on certain “specified roads” (i.e. inter-
regional connectors and state highway rural connectors) if it is satisfied that there is public
acceptance of that speed limit. This option is not available to other RCAs under Schedule 2 of the
Rule, which sets out the reversal provisions and exceptions.

Clause 11.1 of the Rule includes in the definition of “specified road”, certain roads where the reason
or one of the reasons for setting a lower speed limit was because there is a school in the area.
Specified roads will only be “specified” however, if the relevant speed limit changes were made after
1 January 2020. If they were undertaken before that date, the Rule does not apply in the same way.
This is the case with some of the roads currently being consulted on by the Hamilton City Council.

The reversals do not prevent speed limits in any part of AT’s network being addressed in the future.
The Rule supports a targeted approach to speed management by focusing future speed reviews on
areas of high safety concern.

All RCAs have the ability to undertake targeted speed reviews prior to 1 July where they align with
the intent of the Rule, including public consultation, on roads that are required to automatically
reverse. Some RCAs have already started doing it. However, any changes to speed limits as a result
of such reviews could only be implemented after 1 July 2025

It would not be appropriate for me in my capacity as Minister of Transport to provide advice on legal
matters. As | do not intend to amend the Rule, | have passed your letter on to the NZTA to consider

in its capacity as the Regulator.

Thank you again for writing.

Yours sincerely,

CAHfs

Hon Chris Bishop
Minister of Transport



Tim Adriaansen
Sunday 18 May 2025

Téna koutou katoa Richard, Dean, and Auckland Transport board members;
and, for informational purposes, Mayor and Councillors.

| have followed with pensiveness Auckland Transport’s response to central government
direction to implement speed limit changes across the Auckland region.

While the outcome of these speed changes looks set to disappoint transport professionals
and community advocates such as myself, | am particularly concerned that Auckland
Transport appear to have overlooked critical aspects of your legal and professional
obligations, and that this puts the Auckland public, Auckland Transport, and you personally
as Directors and Chief Executive at considerable risk.

This letter contains the information that decision makers at Auckland Transport are required
to know in order to ensure that they are fulfilling their legal responsibilities as Directors and
Chief Executive, and | recommend you read it in full. Recommended actions are included at
the end of the letter.

Please note that in the interests of transparency and accountability, this advice will be
shared with advocates, media, and those in the legal profession.

An executive summary is included before the following sections:
1. Purpose of this letter
A note on timing
Auckland Transport, Director and Executive Responsibilities
Risks associated with increased speed limits
Conflict between Acts and the Speed Rule
Required Mitigating Actions
Minimum acceptable standards of safety
Recommended course of action

©NOOAWN

Executive Summary

Auckland Transport's position appears to be that the organisation is required to follow
changes to the Setting of Speeds rule. However, there is a risk that this conflicts with
obligations under the Local Government (Auckland Council) Act 2009 (LGA), Land Transport
Management Act 2003 (LTMA), and Health and Safety at Work Act 2015 (HSWA).

To comply with all of its legal obligations, Auckland Transport is required to minimise
exposure to speed limit changes and to mitigate the impacts of any changes by
implementing suitable engineering controls (such as protected bicycle lanes and raised or
controlled pedestrian crossings) on streets where the speed limit is to be set in a way which
would otherwise be unsafe.



This is because, while Auckland Transport may have limited control over implementation of
the setting of speeds rule, Auckland Transport does control and is responsible for the
management, road layout and engineering of local roads in the Auckland region.

Should speed limits be raised in locations without suitable engineering designed to match
those limits, then the action taken by Auckland Transport to increase speed limits would
demonstrably reduce road user safety, and would not comply with the LGA or LTMA purpose
to ‘contribute to a safe land transport system’. The only way to both increase speed limits
and contribute to a safe transport system is to implement risk mitigation measures through
physical engineering and street layout changes in locations where speeds are increasing, or
to eliminate traffic altogether.

Under the LGA, Directors must not breach the Act or cause a breach, or agree to any
breach by Auckland Transport, of the Act. Directors appointed to Auckland Transport
must, when acting as a director, exercise the care, diligence, and skill that a reasonable
person would exercise in the same circumstances, taking into account the nature of the
action and the position of the director and the nature of the responsibilities undertaken
by him or her.

Raising speed limits, without taking mitigating steps to reduce the risks associated with
increased vehicle speeds, does not and cannot reasonably be considered to contribute to a
safe land transport system.

Therefore, if Auckland Transport concludes that it is required to raise speed limits on
Auckland streets, then Auckland Transport is also (and simultaneously) required to deliver
the necessary infrastructure to support safe use of those streets at higher speed limits, or to
implement speed mitigating infrastructure.

Minimum safe infrastructure standards are detailed in Auckland Transport’'s own Transport
Design Manual and accompanying engineering codes, supported by two Safety Business
reviews which underpin the organisation’s Vision Zero road safety policy. Some of these are
detailed below, but in summary and as a starting point, the following engineering elements
are explicitly required to meet Auckland Transport's own “minimum standards of
compliance”:
e Protected or buffered cycleways on all roads with vehicle operating speeds of 40km/h
or greater
e Raised table or signal-controlled pedestrian crossings in busy pedestrian areas (such
as commercial centres or near public transport stops) where vehicle operating
speeds exceed 30km/h

It should be reiterated that these are minimum standards of safety developed by Auckland
Transport’s Design and Standards team and endorsed by the Auckland Transport Board of
Directors.

Raising speed limits on roads which fail to meet minimum safe engineering standards does
not and cannot be considered to meet a Director’s requirement to “exercise the care,
diligence, and skill that a reasonable person would exercise”.



A reasonable person would ask “does this road meet the minimum design standards
necessary to safely support the proposed vehicle operating speeds?” If directors cannot
confidently answer this question, then speed limit increases should not take place. To
answer this question adequately, a road safety audit must be completed on all roads where
speed limits are to be changed, evaluating motor vehicle traffic speeds and volumes, and
considering pedestrian movements in the area.

Finding sufficient funding and gaining public approval for implementation of the required
mitigating infrastructure changes will be a challenge for Auckland Transport, but should be
considered a consequence of changes to the Setting of Speeds Rule, and thus beyond the
organisation's control (i.e. the same approach as Auckland Transport appears to have taken
to implementation of the Setting of Speeds Rule). No speed changes should take place
unless Auckland Transport is ready and able to deliver accompanying safe infrastructure, as
to do so would not only put the Auckland public at very real risk of harm, but also places your
organisation — and you personally — at considerable consequential legal risk.

If Auckland Transport is unable to secure sufficient funding to implement speed limit
increases safely, then Auckland Transport should not proceed with speed limit
increases until such time as funding becomes available.

Under New Zealand law, an Act (such as the LGA) typically takes precedence over a rule
(such as the Setting of Speeds Rule) where conflict occurs between the two.

Therefore, Auckland Transport is only required to follow the Setting of Speeds Rule if it is
also able to contribute towards a safe transport system in the public interest, and if Directors
are confident that they are exercising the care, diligence, and skill that a reasonable person
would exercise.

Acting as Chief Executive and Directors, you carry legal responsibilities for the outcomes of
decisions made by you and your organisation. Should speed limits be raised in a way that
knowingly increases risk, without also and at the same time implementing suitable mitigating
actions to protect the public from that risk (which appears to be the case with Auckland
Transport’s current approach), you may be personally liable under the Crimes Act (1961) or
Health and Safety at Work Act (2015). For example, reckless conduct in respect of duty
which exposes someone to a risk of death or serious injury, can result in penalties for
individuals of a fine of up to $600,000, or up to 5 years in prison, or both.

According to information published as part of Auckland Transport’'s Safe Speeds
programme, an increase in collision impact speed from 30km/h to 50km/h increases the risk
of death to road users outside of a vehicle by approximately 700%.

If Auckland Transport proceeds with speed limit increases without suitable risk mitigation,
you as directors will knowingly, recklessly, and in breach of your duties, expose people
to a risk of death or serious injury.

This letter should not be considered legal advice, which must be sought independently.
However, it should be noted that the wider Auckland community is watching very closely to
how Auckland Transport responds to this situation. Should loss of life or serious injury occur



as a result of Auckland Transport’s decision making — which is statistically likely considering
the level of risk involved with motor vehicles and speed limit increases — then it can be
expected that full accountability will be sought from those decision makers who allowed for
such tragedy to occur.

To protect the wider public, the interests of Auckland Transport, and yourselves from
professional misconduct and legal liability, | recommend an immediate pause on
implementation of speed limit increases until these issues can be fully resolved. Further
recommended actions are detailed at the end of this letter.

1. Purpose of this letter

a.

b.

C.

The purpose of this letter is to provide Auckland Transport's decision makers,
including the Board of Directors and Chief Executive, with the necessary
information to make robust decisions with regards to implementation of the
Setting of Speeds Rule, last updated on 15 January 2025.
A secondary purpose of this letter is to ensure that all decision makers with
legal responsibilities have been fully provided with information which impacts
their decision making, should that decision result in legal proceedings. This
may be material when considering a legal challenge to a Director's
demonstration of:

i “exercising care, diligence, and skill”;

ii. the definition of “reasonableness”;

iii.  considering “all practicable steps” where an ability to prevent death or

serious injury is concerned;

iv.  reasonable care and precautions to avoid endangering human life.
This letter is given freely and without liability, in the interests of supporting a
safe transport system in the public interest.

2. A Note on timing

a.

It may be deemed inconvenient or otherwise that this letter is received near to
implementation of speed increases. However, it must be stated that seeking
and understanding advice is the responsibility of Directors. If new advice is
presented in this letter at a time which is inconvenient to Auckland Transport,
then that is a consequence of Auckland Transport’s own actions in failing to
seek or consider appropriate advice at an earlier time.

Considering the substantial risk to human life involved in changes to speed
limits across a wide area of Auckland, the reasonable thing to do, at any
time, is to pause undertaking speed limit increases until such time as
outstanding issues can be fully resolved. This is highly likely to be supported
in a court of law (despite direction contained within the Speed Rule itself or
Ministerial direction) when considering the information laid out below. That is
to say: Directors are, at this time, within their legal rights to pause
implementation of unsafe speeds in the Auckland region, even if that means
they cannot deliver to the letter of the Setting of Speeds Rule. This is because
of the considerable risk to human life which must be weighted as a
consideration, and complications with duties under differing legislation.



3. Auckland Transport, Director and Executive Responsibilities
Auckland Transport is responsible for management of Auckland's regional
land transport network as defined in various legislation, primarily the Local
Government (Auckland Council) Act 2009. The need for this correspondence
arises as a consequence of Auckland Transport’s response to changes to the
Land Transport Rule Setting of Speed Limits 2024, pursuant to the Land
Transport Act 1998.

a. Setting of Speeds Rule

i.  Auckland Transport is required to follow the Setting of Speeds Rule.

i.  The “Rule” refers to the Land Transport Rule Setting of Speed Limits
2024, last updated on 15 January 2025.

iii. The objective of this Rule is to contribute to an effective,
efficient and safe land transport system.

iv.  Section 11 (pg. 49) of the Rule details Transitional Provisions,
commonly referred to as “speed limit reversals”.

v.  Significant legal advice and discussion has taken place related to
interpretation of the rule, and for the sake of legibility, this letter will
attempt to use plain language to describe the rule's implications (as
well as that of other legislation).

vi.  The Rule identifies ‘specified roads’ as:
1. Local streets where speed limits were set to 30km/h since
January 2020, and where “the reason or one of the reasons for
setting that speed limit was because there is a school in the
area’; or
2. Various classifications of roads where a speed limit was set
since January 2020 where the previous speed limit was higher.
vii.  The Rule requires that speed limits on specified roads be reversed to
be the same as the previous speed limit, and that this must happen no
later than July 1 2025.
vii.  The Rule makes an exception for roads outside the school gate
(where a variable speed limit is required), and roads where significant
changes in land use have occurred.

b. Interpretation of the Rule
It should be noted that interpretation of the Rule varies widely between road
controlling authorities, that this variation in interpretation provides Auckland
Transport with considerable leeway in how the Rule is applied, and also puts
them at considerable liability risk. This is important when considering
‘reasonableness” and “all practicable steps” where Auckland Transport’s and
Director's duties are concerned. If other Road Controlling Authorities have
taken steps to minimise or mitigate the impacts of higher speed limits which
Auckland Transport has not, then this is evidence that Auckland Transport
failed to take all practicable and/or reasonable steps available to prevent
injury or death.



Vi.

Auckland Transport appears to have taken a broad approach to
identifying which roads are specified roads, and this results in
large-scale and wide-reaching implications. The scale of change, as a
consequence of Auckland Transport’s approach, corresponds to a
large-scale increase in risk, which must be taken into consideration.
Auckland Transport’s broad identification of specified roads means
that subsequent speed limit changes will greatly increase exposure
between road users outside of a vehicle and motor vehicles travelling
at speeds likely to cause serious injury or death in the event of a
collision.

An alternative view is being implemented by other road controlling
authorities which minimises the number of specified roads, and
therefore minimises exposure and risk to members of the public.
Choosing to broadly identify specified roads, and therefore take an
approach which increases risk and exposure to harm, is inconsistent
with Auckland Transport’s other legal obligations. In particular,
Auckland Transport is required to minimise risk resulting from the
organisation’s work.

Directors must be confident that Auckland Transport has taken all
practicable steps to minimise risk to the public by minimising exposure
to unsafe speeds. This requires a strict and constrained approach to
identifying specified roads as per the Rule.

Should other road controlling organisations apply a minimal approach,
which exposes people to lesser risk, then it will be extremely difficult
for Auckland Transport to claim that they took all practicable steps to
minimise risk. Practicable steps could include, for example, working
collaboratively with other road controlling authorities when seeking
legal advice or developing implementation strategies.

c. Local Government (Auckland Council) Act 2009

Auckland Transport's responsibilities are principally detailed in the
Local Government (Auckland Council) Act 2009, (the LGA).

Section 39 of the LGA specifies “The purpose of Auckland Transport
is to contribute to an effective, efficient, and safe Auckland land
transport system in the public interest.”

Section 44 of the LGA specifies the following duties for Directors of
Auckland Transport:

1. A director must not breach this Act or cause a breach, or agree
to any breach by Auckland Transport, of this Act.

2. A director must, when acting as a director, act with honesty
and integrity.

3. A director must, when acting as a director, act in good faith and
not pursue his or her own interests at the expense of Auckland
Transport’s interests.

4. A director must, when acting as a director, exercise the care,
diligence, and skill that a reasonable person would exercise in
the same circumstances, taking into account (without
limitation)—



Vi.

Vii.

viii.

a. the nature of Auckland Transport; and
the nature of the action; and
c. the position of the director and the nature of the
responsibilities undertaken by him or her.
Directors must understand the implications of Section 44.4 of the
LGA in the context of transport as a high-risk sector that is a leading
cause of harm to people and the environment. The nature of
responsibilities bestowed to directors of transport agencies and of the
decisions that those directors make are considerably greater, carry
greater risks, and result in greater impacts, than similar
decision-making positions in other sectors or industries. This has
material implications for what is considered “reasonable” where
directors of transport agencies are concerned.
Section 45 of the LGA details the functions of Auckland Transport and
includes:
(b) manage and control the Auckland transport system in
accordance with this Act, including by performing the statutory
functions and exercising the statutory powers set out in section
46 as if Auckland Transport were a local authority or other
statutory body, as the case may be.
(d) To undertake any other transport functions that the
Auckland Council may lawfully direct it to perform or delegate
to it (for example, management of off-street parking facilities
owned by the Council); and
(g) To undertake any other functions that are given to it by this
Act or any other enactment, or that are incidental and related
to, or consequential upon, any of its functions under this Act or
any other enactment.
Directors must understand Section 45 (b) to mean that the Auckland
transport system is a workplace which Auckland Transport is
responsible for, making Auckland Transport a Person Conducting a
Business or Undertaking (PCBU) as defined in the Health and Safety
at Work Act 2015.
Directors must understand Section 45 (d) to mean that Auckland
Transport is legally obligated to implement Auckland Council's
direction to Auckland Transport, such as the Vision Zero safety policy
and the Transport Emissions Reduction Pathway.
Directors must understand Section 45 (g) to mean that Auckland
Transport is legally obligated to follow the Health and Safety at Work
Act 2015, as well as the Land Transport Act and other associated
legislation.

=4

d. Health and Safety at Work Act 2015 (HSWA)

Auckland Transport is a Person Conducting a Business or
Undertaking (PCBU) as defined in s17 of the HSWA.

Auckland's Transport system is a workplace as defined in s20 of the
HSWA. This is confirmed by the functions of Auckland Transport as
defined in the LGA, which sets out the ordinary ‘work’ that Auckland



Vi.

Vii.

viii.

Xi.

Transport does as “manage and control the Auckland transport
system”.
Auckland Transport’s Directors and Chief Executive are considered
officers as defined in s18 of the HSWA. Officers of the PCBU must
exercise due diligence to ensure that the PCBU complies with any
duty or obligation which the PCBU has (s44.1)
Under s30, “Management of risks”, a duty imposed on a person by or
under the HSWA requires the person—
(a) to eliminate risks to health and safety, so far as is reasonably
practicable; and
(b) if it is not reasonably practicable to eliminate risks to health
and safety, to minimise those risks so far as is reasonably
practicable.
A PCBU must ensure, so far as is reasonably practicable, that the
health and safety of other persons is not put at risk from work carried
out as part of the conduct of the business or undertaking. (s36.2)
A PCBU must ensure, so far as is reasonably practicable, the
provision and maintenance of safe plant and structures (s36.3(b))
Directors and the Chief Executive must understand that Auckland
Transport is legally obligated to ensure that, as far as is reasonably
practicable, plant, structures and fixtures (such as roads, signage,
signals, barriers, crossings etc.) eliminate risks to health and safety,
and that the health and safety of any person is not put at risk through
the design, construction or management of plant, structures or fixtures
for which Auckland Transport is responsible. Where elimination of risk
is not possible, Auckland Transport must take all practicable steps to
minimise risk.
This is not an extensive list of duties for either PCBUs or officers
under the HSWA, and further advice should be considered.
s47 of the HSWA covers offences and states:
A person commits an offence against this section if the person—
(a) has a duty under subpart 2 or 3; and
(b) without reasonable excuse, engages in conduct that
exposes any individual to whom that duty is owed to a
risk of death or serious injury or serious illness; and
(c) is reckless as to the risk to an individual of death or
serious injury or serious illness.
An individual who is a PCBU or an officer of a PCBU is liable, on
conviction, to a term of imprisonment not exceeding 5 years or a fine
not exceeding $600,000, or both.
Directors and the Chief Executive must understand that
considering responsibilities resultant from interpreting s44.4 of the
LGA (taking into account the high-risk, large-impact nature of transport
systems and the nature of the role of director), what constitutes a
“reasonable excuse” for failing to meet HSWA duties will require
extremely robust decision making and confidence in the advice
tendered and process followed.



xii.  Directors and the Chief Executive must understand that they may
face personal liability, including fines or prison time, if Auckland
Transport fails to take all practicable steps to eliminate and minimise
harm.

xiii.  Prosecutions under the HSWA are fairly frequent and common, and
have included prosecutions against organisations similar to Auckland
Transport such as Ports of Auckland and Kiwirail. Directors and the
Chief Executive must be aware of the considerable risk of
prosecution under the HSWA and weigh the potential consequences
into their decision making.

e. Crimes Act 1961

i. The Crimes Act 1961 (s156) states:

“Every one who has in his or her charge or under his or her control
anything whatever, whether animate or inanimate, or who erects,
makes, operates, or maintains anything whatever, which, in the
absence of precaution or care, may endanger human life, is under a
legal duty to take reasonable precautions against and to use
reasonable care to avoid such danger, and is criminally responsible for
the consequences of omitting without lawful excuse to discharge that
duty.”

i. Directors and the Chief Executive must understand that they may
face criminal liability if they do not take reasonable precautions and
use reasonable care to prevent the endangerment of human life.
“‘Reasonableness” must include consideration of the nature of
transport systems and the role of directors as described in the LGA.

ii.  In practice, application of criminal negligence for situations such as
Auckland Transport’s are rare and unlikely. However, there is a very
real risk that, for example, the family of a child who is seriously injured
or killed in a location where Auckland Transport have implemented
unsafe speeds may choose to pursue criminal liability from decision
makers. Directors and the Chief Executive need to be aware of this
risk and weigh the potential consequences in their decision making.

iv.  Similarly but separately, if a pattern of serious injuries or fatalities
occurs which aligns with Auckland Transport’s actions regarding
speed limits and road treatments, then this may be considered
sufficient evidence to bring about a criminal prosecution against
decision makers who failed to take preventative or mitigating action.

v.  Directors and the Chief Executive should be confident that written
ministerial direction has explicitly discharged them of their legal duties
as per the LGA and HSWA.

4. Risks associated with increased posted speed limits
a. Changes to posted speed limits as proposed by Auckland Transport are
associated with two principal, multiplying risk factors:
i. Increased physical forces in the event of a crash (level of potential
harm)



ii. Increased locations and opportunities for people to experience that
level of harm (exposure)
b. Potential harm
Potential harm relates to the physical forces involved in a crash, and the
biology of human bodies. This is already well understood by Auckland
Transport’s Road Safety team, as illustrated by this quote from the Auckland
Transport web page on reasons for safe speeds:

“The impact of speed on the human body

Setting safe speed limits, to what a human body can survive, is
important because two out of three serious injuries are happening to
people outside of vehicles. The internationally accepted speed to
greatly reduce the chances of a pedestrian being killed or seriously
injured is 30km/h.

For people who are walking or biking, a reduction in vehicle speed
from 50km/h to 30km/h translates to a 90 percent chance of surviving
the crash. Setting safe speed limits where people walking and cycling
mix with vehicles, like in town centres and around schools is
essential to reducing death and serious injury (DS|).” [emphasis
added]

c. This is also explained within New Zealand Transport Agency's (NZTA) Safe
System Audit Guidelines:

“Safe System boundary conditions

We know people are vulnerable and we understand
the key crash types and associated crash forces that
people can be exposed to in Australia and

New Zealand, which lead to death or serious injuries.
A Safe System manages crash forces within these
limits so that people are protected.

The human tolerance to force dictates the Safe System
boundary conditions and we need to be able to identify
where these boundary conditions are likely to be
exceeded when planning and managing the transport
system.

Effectively for system designers this means either
adequately protecting people from high crash energies
which exceed these boundary conditions through
infrastructure and vehicle design or reducing the
impact forces by reducing travel speeds. Under a
Safe System people need to be protected from impact
speeds that exceed the following [Emphasis added]:


https://at.govt.nz/projects-initiatives/region-wide-auckland-projects-and-initiatives/vision-zero-for-the-greater-good/safe-speeds-programme/safe-speeds-the-reasons
https://www.nzta.govt.nz/assets/resources/road-safety-audit-procedures/docs/safe-system-audit-guidelines.pdf
https://www.nzta.govt.nz/assets/resources/road-safety-audit-procedures/docs/safe-system-audit-guidelines.pdf

d.

e.

Table 1: Safe impact speeds for
different situations

Road and section types combined Target Safe
with road users System
speed

Roads and sections used by carsand 30km/h
vulnerable users

Intersections with possible side-on 50km/h
conflicts between cars

Roads with possible frontal conflicts ~ 70km/h
between cars

Roads with no possible frontals or >100km/h
side-on conflicts between vehicles
and no vulnerable road users

Source: ECMT, 2006

Figure 1: A survivable speeds table from NZTA.

e Note that Vulnerable road users include all road users outside
of a vehicle, including pedestrians, and people travelling by
bicycle or motorcycle.

e Note also that all of the streets featured in Auckland
Transport’s Safe Speeds Programme to date are streets where
motor vehicle traffic and road users outside of a vehicle share
the same physical space.

It is for this reason that the implementation of 30km/h or lower vehicle
operating speeds is frequently referred to as “survivable speeds”, such as by
The World Health Organisation, the World Bank, and the Australasian College
of Road Safety (ACRS). Understanding and utilising accurate terminology is
important when communicating and considering the implications of Auckland
Transport’s response to the Setting of Speeds Rule.

Vehicle operating speeds which exceed “survivable speeds” are, by their
nature, unsurvivable, or deadly. For this reason, they should be referred to as

“‘deadly”, “unsafe”, or “lethal” speeds. This is important when considering what
is reasonable in response to setting speed limits.

Exposure
Exposure relates to the frequency with which the risk of potential harm is
likely to occur, and is therefore a multiplier of that risk.

i. If, for example, Auckland Transport were to change the posted speed
limit on a single, low-traffic street, then the overall risk of the action
may be considered fairly low. However, Auckland Transport has
indicated that more than 1,500 streets have been identified as
“specified roads” by the organisation.


https://cdn.who.int/media/docs/default-source/documents/health-topics/road-traffic-injuries/3146-wbk-speed-mgmt-2nd-edition-131023-electronic.pdf
https://www.globalroadsafetyfacility.org/sites/default/files/2024-05/Guide%20for%20Safe%20Speeds%20-%20Managing%20Traffic%20Speeds%20to%20Save%20Lives.pdf
https://acrs.org.au/wp-content/uploads/ACRS-Speed-Management-PPS-2023.pdf
https://acrs.org.au/wp-content/uploads/ACRS-Speed-Management-PPS-2023.pdf

Taken in isolation, individual actions which increase risk may not be
deemed to go against the LGA purpose “to contribute to a safe
transport system”. However, the same cannot be said for a
wide-reaching programme which substantially changes the overall
level of risk created by the transport system. The scale of change
proposed by Auckland Transport will fundamentally change the risk
profile of Auckland's Transport system, making it less safe as a
whole, and cannot therefore be considered consistent with the
purpose of the LGA.

The scale of Auckland Transport's approach means that a very large
number of people will be exposed to unsafe speeds. The
organisation’s response to the Setting of Speeds Rule makes the
activity extremely high-risk. This is important when considering a
Director’s duties to take into consideration the “nature of the action”.
It is prudent to remind decision makers that under s47 of the HSWA, a
person commits an offence if the person engages in conduct that
‘exposes any individual to a risk of death or serious injury’
(paraphrased). Auckland Transports current approach to the
implementation of unsafe speeds will expose thousands of
individuals to a risk of death or serious injury.

g. Directors must understand that changing posted speed limits in a way which
encourages unsafe speeds across a large number of locations:

Does not and cannot be considered to contribute to a safe transport
system;

Does not and cannot be considered to exercise the care, diligence,
and skill that a reasonable person would exercise in the same
circumstances when taking into consideration the nature of Auckland
Transport, the nature of the action, and the responsibilities of a
director;

Does not and cannot be considered to eliminate risks to health and
safety, so far as is reasonably practicable;

Does not and cannot be considered to ensure, so far as is
reasonably practicable, that the health and safety of other persons is
not put at risk from work carried out as part of the conduct of the
business or undertaking;

Does not and cannot be considered to demonstrate a duty of care to
take reasonable precautions to prevent endangerment of human life.

h. Operatlng speeds versus posted speeds

It is prudent to note that there is a difference between Operating
Speeds (the real speed at which a motor vehicle travels) and Posted
Speed Limits (the speed which a road controlling authority has
determined as the safe legal maximum operating speed).

It may be considered that Auckland Transport does not ultimately
carry responsibility for the speed at which a driver chooses to operate
a vehicle, and that, therefore, the difference between “survivable
speeds” and “lethal speeds” is a responsibility held by the driver.



iii.  This is inconsistent with Auckland Transport’s Vision Zero approach,
and the widely-adopted, best-practice Safe Systems approach, and
evidence of the impacts of posted speed limits on driver behaviour.

iv.  Members of the public can expect that ordinary use of public
infrastructure, as controlled through devices such as speed limit
signage and street design, is an indicator of what is safe and
acceptable. Drivers are not expected to have the same level of
understanding of road conditions as engineers, or to make, while
driving, decisions as well-considered as those made by directors of a
transport agency.

v.  Directors must understand that, where unsafe speed limits are posted,
Auckland Transport carries responsibility for the outcomes of drivers
travelling up to that speed limit.

i. Supplementary risks

i.  Physical crash risk is the greatest, and most important, threat to
human health and safety resulting from Auckland Transport’s
proposed changes in response to the Setting of Speeds Rule.
However, there are additional, ancillary risks that Auckland Transport
Directors must give consideration to.

ii. Increasing vehicle operating speeds makes the road environment
significantly less safe and less attractive for road users outside of a
vehicle. As a consequence, unsafe speed limits have a ‘chilling effect’
on rates of active and public transport use. This, in turn, results in
increased private motor vehicle use, which results in increased
pollution (including climate-damaging pollution), increased crash
exposure, increased traffic congestion, and increased infrastructure
cost.

iii.  These harms incur significant financial and social cost, which
subsequently constrain the Auckland region’s economic development,
and the quality of life of members of the public.

iv.  These harms significantly constrain Auckland Transport’s ability to
contribute towards Auckland's regional plans and strategies, such as
the Auckland Plan 2050, Vision Zero, and the Transport Emissions
Reduction Pathway.

v.  Directors must understand that increasing posted speed limits in the
manner proposed by Auckland Transport is not and cannot be
considered “in the public interest”.

5. Conflict between Acts and the Speed Rule

a. The risks associated with increased speed limits clearly and materially conflict
with the legal responsibilities of Auckland Transport’s Directors under the
LGA, HSWA, and the Land Transport Act (LTA) (which is not discussed here,
but carries similar responsibilities to the LGA).

b. As such, Directors must seek legal advice on resolving conflict between
secondary legislation (the Rule) and fulfilling their obligations under various
Acts.



In general, where there is a conflict, Acts supersede secondary legislation
(such as the Speed Rule). It would be reasonable, given the multiple apparent
conflicts between the Setting of Speeds Rule and different Acts of Parliament,
for Directors to fulfil their duties under primary legislation (such as the LGA
and HSWA) until such time as the conflict is fully resolved.
It is the role and responsibility of Parliament’s Regulations Review Committee
to resolve the inconsistency between the Speed Rule and other Acts of
Parliament.
In meeting their requirement to take all practicable steps to prevent harm,
Auckland Transport’s Directors should be confident that the organisation has
requested that the Regulations Review Committee assess the Speed Rule for
potential conflicts with Acts of Parliament. Directors should seek leave from
the Transport Minister to defer the implementation of the Speed Rule up until
such time as the Regulations Review Committee has tabled a report on any
identified inconsistency in legislation, and/or any alterations to the rule have
been made.
It may be considered that, as the Speed Rule was developed by officers of
the Ministry of Transport and signed by the Minister of Transport Hon. Simeon
Brown, that the Rule has been sufficiently vetted and that it is not Auckland
Transport’s role to challenge the Speed Rule.
This relies on an assumption that the people and systems used in
government are flawless and should not be second-guessed. This is
demonstrably false, and goes against what a reasonable person would do
when presented with evidence that an action is likely to cause harm.
It is the role and responsibility of Auckland Transport to advocate on behalf of
the people of Auckland (a role conferred to the organisation under the Vision
Zero strategy), and to carry out research and provide education and training
in relation to land transport in Auckland (a function established under the
LGA). This includes advocacy to the Transport Minister and to the Ministry of
Transport.
While it is unusual for a road controlling authority or local government to
essentially “plead” with a Minister, it must be recognised that the
circumstances created by the Speed Rule are both unusual and potentially
extremely harmful, and require an open assessment of what practicable steps
Auckland Transport’s officers and decision makers can take.
Directors must understand that it is both reasonable and practicable to:

i.  Refer the Setting of Speeds Rule to Parliament’s Regulations Review

Committee;

i. Request an extension of time from the transport minister due to clear
conflict between the Rule and other legislation;

iii.  Advocate to the Transport Minister in an educational manner, detailing
to the Minister the potential scale of harm and requesting the minister
reconsider the requirements of the Speed Rule when presented with
supplementary expert advice from Auckland Transport;

iv.  Seek written clarification from the minister on whether or not the
minister expects Auckland Transport to fulfil obligations under the
LGA, the LTA and the HSWA;



v.  If necessary, seek an injunction in court to delay implementation of the
Speed Rule until such time as legislative inconsistency can be clearly
resolved.

6. Required Mitigating Actions
Where Auckland Transport deems that it is absolutely necessary to set unsafe speed
limits on the Auckland road network, the organisation must take all reasonably
practicable steps to mitigate the risk presented by those speed limits.

a.

“Reasonably practicable” is defined in the HSWA as “that which is, or was, at
a particular time, reasonably able to be done in relation to ensuring health
and safety, taking into account and weighing up all relevant matters,
including—
(a) the likelihood of the hazard or the risk concerned occurring; and
(b) the degree of harm that might result from the hazard or risk; and
(c) what the person concerned knows, or ought reasonably to know, about—
(i) the hazard or risk; and
(i) ways of eliminating or minimising the risk; and
(d) the availability and suitability of ways to eliminate or minimise the risk; and
(e) after assessing the extent of the risk and the available ways of eliminating
or minimising the risk, the cost associated with available ways of eliminating
or minimising the risk, including whether the cost is grossly disproportionate
to the risk.”
Directors must understand that because
i. the scale of exposure means the risk is extremely likely to occur;
ii. and because of the physics involved the risk can result in
catastrophic harm;
iii.  and because a director of a transport agency ought to be well
informed about transport risks;
that the threshold for “reasonable” in relation to the setting of speeds is very
high.
Many road safety treatments and changes are available which suitably
mitigate the risks associated with higher posted speed limits, and Auckland
Transport are required to implement them in any locations where there is a
risk of vehicle operating speeds exceeding survivable speeds.
Auckland Transport must assess the risk and assess available ways of
eliminating and minimising that risk before considering the cost of risk
minimisation.
Directors must be satisfied that risks have been evaluated, and mitigation
or minimisation options assessed, before approving any speed limit
increases.
Low-cost mitigating treatments for roads where vehicles are likely to travel at
unsafe speeds include, but are not limited to:
i.  Temporary or permanent speed bumps;
i. Pop-up, interim, or low-cost protected cycleways;
iii.  Temporary or permanent signal-controlled pedestrian crossings;
iv.  “Lateral deflection”, such as islands or planters, which encourage
reduced vehicle travel speeds;



v.  Traffic circulation plans which reduce through-traffic speeds and

volumes;

vi.  “Modal filters” which prevent motor vehicle through-traffic but permit
active modes like walking or cycling;

vii.  Road closure or pedestrianisation.

Figure 2: Temporary speed bumps, such as this product from Astrolift, can be quickly and
cheaply installed to mitigate the risks associated with unsafe posted speed limits. Auckland
Transport is legally required to install them, or an alternative treatment which
achieves similar results, alongside any speed limit increase which may cause harm.

g. Directors must be satisfied that available mitigation options have been
assessed, and implement those mitigations at locations where there is an
identified risk.

h. Auckland Transport’s own Transport Design Manual and accompanying
design codes detail what minimum acceptable standards of safety are
required to be met before a road can be considered safe.

i. “Affordability” is not a valid reason to dispense with the need to implement
safety mitigation techniques or devices. Only in instances where the cost is
“grossly disproportionate” should a potential mitigation be considered
inappropriate. In such circumstances, Auckland Transport must give
consideration to closing the street to motor vehicle traffic.

j- Auckland Transport is required to prioritise funding for minimum standards of
operational safety, and will need to find suitable funding within existing
budgets. This will require a budget to undertake an independent audit of
locations where speed limit changes are to take place, and will require a
suitable budget to implement necessary mitigations.

k. Avoiding the implementation of safety mitigations due to a lack of budget
cannot be considered reasonable. For example, given the extreme level of
risk associated with Auckland Transport’s response to the Setting of Speeds
Rule, Directors should ask themselves “Is it reasonable to fund road
maintenance, or to prevent potential life-threatening injuries to members of
the public?”

I. Directors must understand that they are responsible for allocating suitable
financing to achieve a minimum standard of safe operations across
Auckland's road network.

7. Minimum acceptable standards of safety
a. ltis notable that, despite Auckland Transport’s leadership suggesting the
organisation is “committed to Vision Zero”, the organisation has been unable



to consistently produce workmanship which achieves minimum standards of
safety and complies with the organisation’s own policies, strategies and
design guidance. In particular, engineering designs, audits and Traffic Control
Committee resolutions routinely and consistently approve non-compliant
designs which work against the organisation’s safety, climate and mode-shift
strategies.

It is unclear why this is (it appears to be a combination of political
interference, and internal ideology and siloisation), and investigating such
matters is beyond the scope of this letter. However, in the interests of
ensuring that decision makers are provided with adequate advice, it is
prudent to provide examples of what minimum safety standards the
organisation is legally required to implement where unsafe speeds are to be
set on Auckland's roads.

These standards are taken from Auckland Transport’s Transport Design
Manual (TDM) and accompanying engineering design codes. These design
codes have been developed by Auckland Transport’s Design and Standards
Team to align with Auckland Transport’s strategic outcomes by considering
international best practice and adopting it to an Auckland-specific context.

It should be noted that alternative design codes, such as Austroads, are not
designed to align with Auckland Transport’s strategic outcomes, and should
not be considered as suitable alternatives other than in rare exceptional
circumstances (except where these design codes are explicitly referenced
within Auckland Transport documentation). Auckland Transport is legally
required to deliver on strategic policy such as Vision Zero and the Transport
Emissions Reduction Pathway, and alternative engineering approaches do
not take these obligations into consideration.

For all locations where 85th percentile vehicle operating speeds are likely to
exceed 30km/h (as detailed within the independent safety audit which
Auckland Transport is required to complete before increasing posted speed
limits), Auckland Transport must provide, at the time of any speed limit
increase:

i.  Minimum acceptable pedestrian crossing facilities
1. On all local streets where pedestrians may be inclined to
Cross:
a. A pedestrian platform or;
b. A median refuge or;
c. Kerb extensions which narrow crossing distance.
2. In busy pedestrian locations such as near bus stops, outside
schools or in commercial centres:
a. Araised zebra crossing or;
b. A pedestrian platform (with suitable dimensions to slow
vehicle speeds below 30km/h) or;
c. A pedestrian refuge with kerb build-out.
3. On streets where traffic volumes exceed 7,500 vehicles per
day:
a. Araised signalised pedestrian crossing or;
b. A raised zebra crossing or;



c. A signalised crossing with kerb extensions.
On all residential streets where no formal crossing facility is
provided:
a. Traffic calming (such as speed bumps) designed to
reduce vehicle operating speeds to 30km/h or less.

ii. Minimum acceptable cycle facilities

1.

On all streets where vehicle operating speeds are likely to
exceed 40km/h:

a. A protected or buffered cycleway with a width no less
than 1.5m, with a buffer or protection of width no less
than 0.6m, or 0.4m where there is no on-street parking.

On all streets which feature frequent heavy vehicle
movements, such as frequent or rapid bus routes, including
school bus routes:

a. A protected or buffered cycleway with a width no less
than 1.5m, with a buffer or protection of width no less
than 0.6m, or 0.4m where there is no on-street parking.

On all streets with more than 3,000 vehicle movements per
day or more than 300 vehicle movements per hour (including
peak-hour):

a. A protected or buffered cycleway with a width no less
than 1.5m, with a buffer or protection of width no less
than 0.6m, or 0.4m where there is no on-street parking.

On all streets where vehicle operating speeds are likely to
exceed 30km/h but are less than 40km/h:

a. A shared street design which includes traffic calming
measures (such as speed bumps or chicanes) to
reduce vehicle speeds to 30km/h or below, and clear
markings (such as signs or sharrows) indicating a
shared space or;

b. A buffered cycle lane with a width of no less than 1.5m
with a buffer or protection of width no less than 0.6m, or
0.4m where there is no on-street parking.

At all intersections where a cycle facility exists on any leg of
the intersection:

a. A “consistent experience” where any cycle facility
continues through the intersection and;

b. Either fully protected or signal prioritised cycle crossing
facilities; or “shared path corner” cycle crossing
facilities (except on priority cycle routes).

At all locations where a cycle lane crosses a side road
(t-intersections):
a. A raised table crossing

iii. Atany location where the above conditions cannot be met

1.

Suitable traffic calming to reduce vehicle operating speeds
below 30km/h or;



2. Restrictions to motor vehicle access to the location until such

time as the road can be made safe.

8. Recommended course of action

a. Taking into consideration all of the aforementioned, decision makers are
faced with a difficult set of decisions. The following is a recommended set of
reasonable actions based on publicly available knowledge about Auckland
Transport’s current intended implementation of unsafe speeds, and the
information contained within this letter.

b. The following recommendations are provided freely and without liability as a
matter of community advocacy. The only interest sought is for a safe,
functional and well-regarded transport system in the Auckland Region.

1.

Auckland Transport must immediately pause the roll-out of
unsafe posted speed limits until outstanding issues are
resolved, even if that means delaying past the date stated
within the Speed Rule. Where Auckland Transport are required
to “pick and choose” between legal obligations, it is reasonable
to prioritise Acts of Parliament over secondary legislation, and
reasonable to take steps to prevent a risk of serious injury or
death.

Auckland Transport’s Directors must inform the Minister of
Transport that the Setting of Speeds rule, as currently written,
conflicts with their obligations under the Local Government Act,
and that the issue will need to be resolved prior to resuming
the implementation of unsafe speeds.

Auckland Transport must inform the shareholder, Auckland
Council, that significant additional costs and time will be
required to fulfil their legal duties where speed increases are
concerned, and that changes to road layouts and the
implementation of traffic-calming devices will be required.
Auckland Transport’s Directors must be satisfied that the
organisation’s current approach to implementing the Speed
Rule minimises harm to any person by minimising the extent of
exposure. Directors must be confident that the organisation
has collaborated with other road controlling authorities to seek
best-practice approaches to minimising harm.

Auckland Transport’s Directors must be satisfied that an
independent safety audit has been carried out at all locations
where speed limits are proposed to increase, and that all
possible mitigations have been considered for implementation
at those locations.

Auckland Transport's Directors must be confident that road
layout and engineering will meet minimum standards of safety
(as detailed in this letter) at the time that any speed limit
changes occur.

Auckland Transport’s Directors should refer the Speed Rule to
Parliament’s Regulations Review Committee and request the



committee seek to resolve apparent conflicts between the Rule
and various Acts. Auckland Transport should prepare and
include suitable evidence and advice to assist the committee in
assessing any conflict.

8. Auckland Transport’s Directors must be confident that
communication with the Minister of Transport has accurately
detailed the harms likely to result from changes to posted
speed limits, and seek Ministerial guidance on expectations
around fulfilling their obligation to “contribute to a safe
transport system in the public interest”.

Thankyou for your time and | trust that Auckland Transport, and you as decision makers, will
do the right thing by the people of Auckland.

Naku noa, na
Tim Adriaansen
Strategic Transport Advisor
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Téna koe Richard
Shareholder comments on the Auckland Transport’s draft Statement of Intent 2025-2028

Auckland Council has received the draft Statement of Intent 2025-2028 (SOI) for Auckland Transport.
The Transport, Resilience and Infrastructure Committee considered it at its 8 May meeting. As context
for this letter a copy of the full report can be found here
https://infocouncil.aucklandcouncil.govt.nz/Open/2025/05/20250513_CDOCC_AGN_11527 .htm#PDF2
_ReportName_106812

Below are shareholder comments specifically related to Auckland Transport’s draft SOI, as well as
those common to all CCOs.

Specific shareholder comments for Auckland Transport

Part 1 - Strategic alignment and key policies (section 1.3)

There was considerable debate around the requirement to reference the Transport Emissions
Reduction Pathway (TERP) in your final SOI, and in particular the achievability of targets and funding
required to achieve it. An additional resolution was passed that requests your staff to work with council
staff to bring back a report to the Council with a recommendation on realistic targets and the funding
required to achieve these. In considering funding requirements, this work should also consider the
costs of not funding activity identified in TERP. This should be council-led, with AT technical input,
noting the upcoming transport reform which is covered in detail below.

Your SOI should still reflect the work you are doing and processes that are being changed, which
support emissions reduction and should be referenced under both the ‘Te Taruke-a-Tawhiri: Auckland's
Climate Plan’ and under ‘Environment and cultural heritage’ in Appendix 2.

In a related matter, council does not consider that resilience is adequately addressed under the
challenge of “Resilience, renewals and maintenance’ in the draft SOI. | would like you to expand on
how you are addressing the challenge of resilience in the final SOI.

The improvements in road safety under ‘Reducing harm’ should be based on evidence and cost-
effective outcomes. Safety is a key element of your legislative purpose and more detail on your
programme and initiatives on how you plan to reduce harm is required in the final SOI. Safety plays out
in a range of your activities, including the safety of public transport passengers.

Private Bag 92300, Auckland 1142 | aucklandcouncil.govt.nz | Ph 09 301 0101



Transport reform and effective governance and advocacy for transport outcomes (Section 2.5)

Section 1.2 ‘Transport sector reform — preparing for tomorrow’, acknowledges the work to implement
CCO reform decisions and future legislative changes. However, Focus Area 2.5 ‘Effective governance
and advocacy for transport outcomes’ continues to create confusion over responsibilities in transport
reform. This should be retitled and refocused on AT’s role in preparing for transport reform and the
delivery of any early reform actions. Auckland Transport’s role is to support the council to achieve the
best outcome for Auckland and not engage separately with government on the reform.

The final SOI should also include clearer wording that Auckland Council’s role is leading on the reform
and working with government, in line with the council’s ‘Statement of Expectations of substantive
council-controlled organisation’ from July 2021. Auckland Transport should not engage with
government on transport reform, and any other engagement with government should be noted in
quarterly reports.

The Cabinet papers released on May 7, 2025, provide more clarity on what decisions have been made
by Cabinet, in addition to the December 2024 announcements and we expect Auckland Transport to
act in accordance with that direction, noting that some important elements have not yet been
confirmed.

It is concerning that Auckland Transport is still developing strategy in relation to transport when the
government has made it clear in public statements that responsibility for regional transport strategy,
policy and planning will be the responsibility of Auckland Council.

The final SOI should include a clear commitment by Auckland Transport to cooperate fully with the
Auckland Council-led CCO Reform programme. Auckland Transport’s role is to provide technical input
into the reform proposals to allow council (elected members & staff) to provide quality advice and make
informed decisions. This is consistent with the Statement of Expectations for Substantive CCOs.

Auckland Transport does not need to develop its own proposals for transport reform, but | expect
Council and AT to cooperate fully with each other. To me, this means:

¢ Implementing any decisions made by the Governing Body
e Promptly providing all information requested

¢ Allowing the Council CEO (or delegates) to attend all board meetings (including sub-
committees) that discuss transport reform to provide contestable advice

¢ Allowing AT staff to provide council with free and frank information regarding the performance
and current state of Auckland Transport, without being directed by the AT Board

e Giving feedback to Auckland Council which will improve the quality of advice given to elected
members
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During the period leading to transport reform, given that Cabinet has confirmed that Auckland Council
will be responsible for policies and plans, except those covered by the proposed Auckland Regional
Transport Committee, the council expects Auckland Transport:

e To agree with council, as part of the transport reform programme, any updates or
commissioning of new work on strategic, policy and planning documents in the region

e To provide a strong commitment to provide timely information and engagement on key issues
and projects at the very earliest stage to local and regional elected members. This should
include early engagement prior to growth-related decisions.

e To provide support when requested by Auckland Council to the development of the Integrated
Transport Plan and any policy position council is developing on transport.

e To implement the agreed Regional Land Transport Plan (RLTP) 2027-2037 development
approach

Part 2 — Statement of performance expectations

| expect in the final SOI project or programme milestones to be provided for all deliverables. Project
milestones for deliverables are a key mechanism to assess your performance and progress. In
guarterly reporting, progress on projects needs to better reflect the status of the project, i.e. how is it
tracking in either feasibility, design or construction.

The Office of the Auditor-General’s report into the “Reliability of Public Transport’ identified that AT
needs to improve its implementation planning and monitoring towards goals. | agree with them and look
forward to you reporting to the Transport, Resilience and Infrastructure Committee about this.

Making every interaction count (Section 2.1)

This is a priority for council and the SOI should have specific deliverables for how Auckland Transport
intends to improve how it listens to and responds to Aucklanders. | expect the final SOI to reflect on the
Office of the Auditor-General’s findings and recommendations, as several of these recommend
improvements in AT’s responses to customers and the public (e.g. increasing the accessibility of
information available to the public, including unplanned disruptions and reviewing the information you
hold about passenger experiences to help inform service improvements).

Given Auckland Transport’s significant investment in technology, this should be achievable.

| expect Auckland Transport to focus on communications to customers to support travel choices and
much less on promotion of Auckland Transport’s brand and successes.

You will build greater customer satisfaction if you satisfy their needs.

Council welcomes the commitment to enact quality advice standards. However, | want Auckland
Transport work to embed Council’s standards and framework and that we undertake the surveying of
elected members to track local board satisfaction, rather than Auckland Transport undertaking its own
surveys. This will ensure consistency across the council group and robust data and should be a more
efficient approach.
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Improving network productivity (Section 2.2)

I want Auckland Transport to have more ambitious delivery targets for dynamic lanes, special vehicle
lanes and smart intersections, and for this to be reflected in the deliverables and the targets. The
definition and reporting on the bus priority target should distinguish between the types of lanes and
additional hours of operation and more new lanes, so we can understand what progress is being made.

| also seek clearer commitments, actions and measurable deliverables to reduce costs and impacts of
Temporary Traffic Management. A pathway to fully implementation of the NZ Guide to Temporary
Traffic Management should be identified so that progress can be reported against it.

The council expects the role of active modes in improving network productivity to be reflected when
repurposing parking and kerbside space. This should be reflected in the final SOI. Again, | note there
are cheaper ways of achieving the outcomes we are seeking, and | expect to see decisions reflecting
this being implemented.

Taking public transport from good to great (Section 2.3)

As noted above, | expect the final SOI to include how AT will implement the OAG’s report’s
recommendations for improvements to public transport safety and reliability.

A deliverable should be included on projects to enhance the first and final leg of the public transport
journey experience, especially for City Rail Link stations like Maungawhau.

Value for money (Section 2.4)

| expect to see a continued focus to reduce Auckland Transport’s cost to the council, and activity to
grow non-rates revenue and deliver efficiency targets should be included as deliverables.

The intended number of suppliers in the Diverse Supplier Partnership Programme should be included
in the final SOI.

As mentioned, the commitment of Auckland Transport to achieving better value for Aucklanders
through Group Shared Services is a high priority for the council as your shareholder.

I’m concerned that design standards contribute to projects costing more and taking longer than they
should, and that Auckland Transport standards sometimes conflict with Auckland Council standards.
Auckland Council will be reviewing its design standards and | expect Auckland Transport to review its
design standards as part of a joint review with council, in order for them to be complementary.

Core business and other activities (Section 2.6)

A deliverable that addresses the implementation of cycling network projects through innovative, value
for money approaches (i.e. not just progressing existing projects) is sought, along with a specific
deliverable for kilometres of cycle lanes added to the network and a separate deliverable for the
kilometres of new footpaths.

I would expect working collaboratively with the council group on growth to be included in the final SOI.
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City Rail Link

With the opening of the CRL in the next financial year, more detail on CRL enablement and network
integration activities is required. This includes: dwell time improvements, how Auckland Transport is
positioning to take the lead role, and what changes are proposed to the public transport network and
wayfinding to ensure the full benefits of CRL are realised, including integration with the bus network,
especially around Maungawhau.

The capital programme should reflect the recent decision on acceleration of the programme to remove
level crossings at Takaanini and Glen Innes.

Performance measures and targets

The proposed supplement on measures methodology and target assumptions to be submitted with the
final SOl is noted and supported. We expect Auckland Transport to work with council staff on its
development so there is common understanding of the rationale, especially where AT is proposing that
targets are reduced.

In light of transport reform, now is not the time to be developing new measures.

Given the importance of the transport sector to Auckland’s emissions, the council has previously asked
Auckland Transport to track their regional transport emissions. Council expects Auckland Transport to
include an operational emissions measure that includes Scope 1 and 2 emissions in your SOI.

Council’s expectation is that targets are not lowered unless there are exceptional circumstances, clear
reasons for and impacts identified from changing targets that were agreed through the Long-term Plan.
Consideration should be given to what AT can be doing cheaper to achieve targets, especially as there
is not always a correlation between increased funding and increased patronage or numbers of users.

While targets should be realistic, | am seeking stretch targets that push you out of your comfort zone to
strive for innovation and greater progress towards our priorities. With this in mind, unless there are very
good reasons our feedback on the following measures should be noted:

1. Asset condition — Council does not consider that changing the target for the proportion of critical
assets in poor or very poor condition to 20 per cent is justified as that represents an
unacceptable deterioration in critical assets. | expect that the target is maintained at a minimum
of 17 per cent over 2025/26 to 2027/28 and that there is commitment in the SOI to report results
by asset subclass.

2. Customer perceptions — Council does not expect to see a reduction in the target trajectory from
the SOI 2024-27 or that a new measure is developed at this stage.

3. Public transport boardings (and farebox recovery) — Council would not accept a reduction in the
target trajectory from the SOI 2024-27, particularly in the context of CRL opening in 2026. | also
request that transport boardings and all public transport measures are provided by mode.

4. Public transport utilisation — we question why there is a reduction in the target trajectory from
the SOI 2024-27 and seek further clarification and justification.
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5. Bus priority delivery — Council expects that the target would be increasing over 2025-2028 with
a stronger focus in this area. Delivery should mean more lanes available over a longer time
period. | note that the Eastern Busway is not included and question its exclusion.

6. Cycle counts — Council questions why there is a reduction in the target trajectory from the SOI
2024-27 and seeks retention of these targets.

7. Rail reliability — Council queries this target and clarity is sought on the measure methodology as
it needs to reflect that KiwiRail's target is measured differently to AT’s target.

8. Maori procurement — please refer to Houkura’s request noted later in this letter.

The new measure on timeliness of programme delivery is welcomed, but | would like to see that the
methodology is finalised in consultation with council staff.

The final SOI should include confirmation that Department of Internal Affairs LTP measures will
continue to be recorded (road maintenance standards, resurfaced roads, footpaths, road assets etc.)
and provided annually and at six-month intervals to the Transport, Resilience and Infrastructure
Committee.

General shareholder comments to all CCOs

Alignment to 2025/2026 Annual Plan

Final SOls should reflect 2025/2026 Annual Plan decisions and any adjustments to reflect CCO reform
changes. Financial forecasts in the SOI should align with those submitted to council for the Annual
Plan. We expect consistent figures for 2025/2026 and the projections for 2026/2027 and 2027/2028.

Furthermore, CCOs should ensure that performance measure targets are fully populated in their final
SOls and that measures and targets reflect those in the Long-term Plan 2024-2034.
Better Value Projects programme

Final SOIs should include a statement on how the ten delivery principles of the Better Value Projects
programme will be applied. CCOs are expected to provide case studies of projects when requested to
the Revenue, Expenditure and Value Committee and report to council on their progress with capital
spend reviews, learnings and improvements.

In addition, through the regular quarterly reporting process, CCOs should report progress on
milestones for the key capital programmes/projects set out in their SOI.Group shared services

Final SOIls should unequivocally commit to Group Shared Services and agreed processes (in particular
Auckland Transport and Watercare).
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Outcomes for Maori

Final SOIs should include a statement on how the needs and aspirations of Maori have been reflected
in the CCO’s planned activities and deliverables based on Kia Ora Tamaki Makaurau, Houkura Issues
of Significance or CCO’s own engagement with Maori.

Additionally, CCOs should refresh their AMO Plans as applicable, to account for functional changes
from CCO reform, the new Issues of Significance from Houkura and refreshed Kia Ora Tamaki
Makaurau framework.

I welcome the recent publication of Ka Tupu, Ka Wana, Auckland Transport’s Achieving Maori
Outcomes plan 2024-2027. It would be useful if the final SOI referenced which parts of Kia ora Tamaki
Makaurau the plan is aligned to and delivers on.

Houkura have specifically asked that your Maori procurement target is set at five percent as a matter of
equity, accountability and alignment with Te Tiriti 0 Waitangi obligations.

Attribution and branding

As set out in our letter of expectations, Auckland Transport should acknowledge in your SOI that you
will provide greater attribution to the council as the policy-maker and funder.

Council staff will work closely with your staff to ensure these shareholder comments are clear, and to
relay any feedback from the Transport, Resilience and Infrastructure Committee meeting that relates to
performance or operational issues, or issues of detail or wording.

| look forward to receiving the final SOI by 31 July 2025.

Nga mihi

Wayne Brown
Mayor of Auckland

Copy to: Phil Wilson, Chief Executive, Auckland Council
Dean Kimpton, Chief Executive, Auckland Transport
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20 Viaduct Harbour Avenue, Auckland 1010
Private Bag 92250, Auckland 1142, New Zealand
+64 9 355 3553 | at.govt.nz

3 June 2025

Tim Adriaansen

By emeil: I

Kia ora Tim,

Speed Limit Reversals: AT’s Obligations and Duties

Thank you for your letter of 18 May regarding Auckland Transport's (AT) obligations and duties in relation to
the Land Transport Rule: Setting of Speed Limits 2024 (the Rule).

You have raised concerns that in implementing speed limit reversals, AT and its directors may be in breach
of key legal obligations or duties. You suggest that these obligations require AT to implement additional
measures to mitigate any increased safety risks caused by these reversals.

As you know, AT did not support the reversal of speed limits and opposed their introduction through
Auckland Council’s submission. AT’'s commitment to speed reductions was delivered through Safe Speeds,
a multi-year programme which has been recognised globally for its efforts to improve road safety. We were
disappointed to see this work overturned by this law change.

Under the Rule, AT is required reverse speed limits on "specified roads" as defined by the Rule. This
definition includes the date the relevant speed limit was introduced and the purpose for which it was set,
including whether a presence of a school in the area was ‘one’ of the reasons given. Based on this definition,
AT has identified approximately 1,464 "specified roads" and is taking steps to reverse the speed limits on
these roads in accordance with the Rule.

It has been suggested that AT has discretion not to implement the Rule. The approach taken by some other
road controlling authorities (RCAs), resulting in some speed limits around schools not being reversed, is
based on their determination as to why 30km/h speed limits were originally imposed.

AT’s Board received officer advice on 25 February 2025 that “AT justified the 30km/h safe school areas by
explaining that the reason for lowering speeds in the wider catchment areas around schools was to support
safe travel to schools”. This advice has been supported by in-house and independent legal advice. While we
acknowledge other RCAs have responded differently, as a public service organisation AT has an obligation
to comply with legislation and to take account of legal advice in relation to that legislation.

In complying with the law, AT has a duty to consider the safety implications of speed limit reversals. AT
directors have been provided with advice on the possible impacts of the Rule, and we have already started a
monitoring plan to collect baseline data. This will enable us to evaluate the safety impacts of the speed limit
reversals and assist with identifying any required mitigations.

While we are not required to implement measures such as engineering works on the affected roads before,
or at the same time as, implementing the speed reversals (and nor would this be affordable or realistic
without significant additional funding), we will consider these works as part of our ongoing monitoring and
investigation.

This approach is consistent with fulfilling the legal and professional obligations of AT and its directors. The
provisions in the Local Government (Auckland Council) Act 2009, Land Transport Act 1998, Local
Government Act 1974, Health and Safety at Work Act 2015 or the Crimes Act 1961 cited in your letter either
do not apply in the present circumstances, or would not be breached by AT implementing the speed limit
reversals.



As part of AT’s overall commitment to improving road safety, we continue to engage with local boards and
communities to identify where they might wish to consult on changes to speed limits in accordance with the
Rule and on implementing other engineered road safety features where they enhance safety outcomes.

Thank you for your engagement on this important matter.

Yours sincerely

Dean Kimpton
Chief Executive

cc: Auckland Transport Board
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