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Via email:  
 
 
 
Dear  

Thank you for your Official Information Act (OIA) request, received on 4 March 2025. You 
requested: 

“The Land Transport Revenue Action Plan: Time of use charging Cabinet paper (which 
has been proactively released) states the following: 

“Treasury, DIA, and the Infrastructure Commission observed that the level of 
NZTA control in this design means local authorities would have little incentive 
to propose schemes (Recommendation 5 refers). Limiting NZTA’s role to areas 
like collection and billing would leave scope for local authorities to add value in 
designing schemes and allocating revenues.” 

I would like to request under the Official Information Act the full comment and/or advice 
from Te Waihanga which is referred to in this excerpt from the paper.”  

The Cabinet paper to which you refer is publicly available here: 
https://www.transport.govt.nz/assets/Uploads/Time-of-Use-Charging-Cabinet-Material-
Proactive-Release.pdf. The excerpt you refer to in your request is paragraph 90 of this Cabinet 
paper.  

We have interpreted the part of your request seeking ‘full comment and/or advice from Te 
Waihanga’ to be for our comments on the version of this Cabinet paper that was circulated to 
us for departmental consultation and on which we commented.  

Information being released 

Please find enclosed copies of the documents set out in the table below. Some information has 
been withheld under the following sections of the OIA: 
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Jeff Whitty

From: Jeff Whitty
Sent: Tuesday, 18 June 2024 1:02 pm
To: Greg Mossong
Cc: Barbara Tebbs; Brigit Stephenson; Nadine Dodge; Peter Nunns
Subject: RE: Time of Use - Departmental Consultation
Attachments: DRAFT - Land Transport-Time of use charging  feedback and talking points.docx; V2 

RAP - ToU - Cabinet Paper - Revised - Consultaton (Clean)-TW comments.docx

Kia ora Greg, 
 
Thanks for the opportunity to review the latest time-of-use charging paper.  We support many aspects of the 
latest proposal, including hypothecation of revenue to the land transport system, the opt-in for neighbouring 
councils, and the general principles that guide scheme design.  As a new concept for New Zealand, it will be 
challenging to navigate competing interests.  As such, we suggest that scheme designers be aƯorded more 
flexibility in the times, days, charges and exemptions permitted.  In our view, increased flexibility will enhance 
the chances of support.  
 
We have prepared the attached aide memoire to support Ministerial consultation.  While it has yet to be 
formally signed out, I am providing it in draft for use as our agency feedback.  Comments on the Cabinet paper 
itself are also attached.  We do not intend to share this level of detail with the Minister of Infrastructure’s oƯice 
but hope it assists with your revision process. 
 
I would be happy to discuss the attached feedback, appreciating that your time may be at a premium at the 
moment.  
Ngā mihi 
 
Jeff Whitty (he/him)| Principal Adviser - Policy 
New Zealand Infrastructure Commission | Te Waihanga 
Ph:  | Email: jeff.whitty@tewaihanga.govt.nz 
 

From: Greg Mossong <g.mossong@transport.govt.nz>  
Sent: Thursday, June 13, 2024 10:26 AM 
To: Monica Rogers <Monica.Rogers@dia.govt.nz>; Ben Wells <Ben.Wells@treasury.govt.nz>; 
Daniel.Lawrey@hud.govt.nz; Jason Raven <Jason.Raven@dpmc.govt.nz>; Warwick Terry 
<Warwick.Terry@nzta.govt.nz>; Morgan Dryburgh [TSY] <Morgan.Dryburgh@treasury.govt.nz>; Jeff Whitty 
<Jeff.Whitty@tewaihanga.govt.nz> 
Cc: Sam Harris <S.Harris@transport.govt.nz>; James McDevitt <J.McDevitt@transport.govt.nz>; Dawn Kerrison 
<D.Kerrison@transport.govt.nz>; Siany OBrien <S.OBrien@transport.govt.nz>; Matthew Skinner 
<m.skinner@transport.govt.nz> 
Subject: RE: Time of Use - Departmental Consultation 
 
Hi team. Further to my email of 6 June 2024, the Minister of Transport has approved the attached revised 
version of the Time of Use Cabinet paper for Ministerial Consultation through to 20 June 2024.    
 
Process 
 
Within that timeframe we will aim to run a Departmental Consultation process as follows: 
 

- Initial Departmental comments by 12am on Tuesday 18 June 
- Discussions of comments on the afternoon of Tuesday 18 June 
- A revised version of the paper with agreed revisions circulated by the beginning of Wednesday 19 June. 
- Any Departmental text you want included in the paper provided by 3pm on Wednesday 19 June. 
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Content 
 
We have provided the following text to our Minister’s oƯice for inclusion in a covering email to go with the 
Ministerial Consultation draft. It explains the main changes compared to the Time of Use charging paper that 
went to ECO in May.  
 

The attached version of the Time of Use Charging paper has been reviewed in light of the ECO 
discussion on 22 May 2024. The main change is to make charging schemes a partnership between the 
local authority proposing the scheme and the New Zealand Transport Agency (NZTA). The NZTA would 
be the majority partner and therefore able to standardise the approach to charge collection and billing 
between diƯerent schemes (Recommendation 5 refers).  
 
An opt-in process would allow other local authorities to join the schemes partnership enabling them to 
influence scheme design and how funds are allocated. This avoids the need for a regional transport 
committee process where schemes could stall (Recommendation 5 refers). Public consultation would 
now be undertaken by the scheme partnership rather than by the land transport committee 
(Recommendation 7 refers). 
 
The revised version also limits charging to weekday morning and evening peak times to provide people 
with an assurance that charges will only be used during the most regularly congested times. The paper 
also limits exemptions to emergency vehicles to avoid the eƯect of schemes being eroded by local 
exemptions (Recommendation 11 refers). 
 
Given the increased role of NZTA oversight of schemes moves from the  Director of Land Transport 
inside the NZTA to the Secretary of Transport. This avoids any suggestion of a conflict between scheme 
delivery and oversight (Recommendation 12 refers).       

 
Give me a call if you want any clarification on any aspect of the process or want to work through any aspects of 
the revised paper. 
 
G 
 
Greg Mossong 
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In Confidence 

Office of the Minister of Transport 

Cabinet Economic Policy Committee  

 

Land Transport Revenue Action Plan: Time of use charging 

Proposal 

1 This paper seeks agreement to the policy and issuing of drafting instructions for the 
Land Transport Management (Time of Use Charging) Amendment Bill (the bill).  

Relation to government priorities 

2 The coalition agreement between the NZ National Party and ACT New Zealand 
makes a commitment to “work with Auckland Council to implement time of use road 
charging to reduce congestion and improve travel time reliability”. 

3 As a first step in implementing that commitment to time of use road charging 
(charging schemes) the Government Policy Statement on land transport (GPS 2024) 
states that the Government will “allow for time of use charging on the most congested 
parts of New Zealand’s road network, helping to reduce congestion and maximise 
use of existing assets” and “improve travel times and network performance, reducing 
overall costs for freight businesses and their customers” [CAB-24-MIN-0057 refers]. 

Executive Summary 

4 Travel times per kilometre in our major cities are higher than in comparable cities in 
Australia, making them less accessible, less productive, and less liveable. Our three 
largest cities are more than 10 percent more congested than comparable Australian 
cities with similar population sizes and densities.1  

5 We need to lift the performance of our urban networks through a combination of 
improved conventional traffic management and new charges when networks are 
subject to excess congestion to maintain and improve traffic flow, as signalled in 
GPS 2024.  

6 Charging schemes would target the lowest-value trips on congested parts of the 
network, freeing capacity for higher value trips. The charges would vary by time of 
day to achieve network service levels - travel times and capacity - specified in the 
charging scheme. The roads subject to charges within a charging scheme’s footprint 
could be progressively extended.  

7 Careful design will be needed to avoid shifting trips onto other parts of the network 
that are also operating at capacity, and to ensure that there is public support for 
schemes. Net revenues would supplement existing regional investment in the land 
transport system.  

8 Once implemented, I expect that time of use charging schemes will have a wide 
range of positive impacts across our urban areas. Improving access to housing, jobs, 
and education. Increasing business access to customers, labour and resources, and 

 
1 TomTom Traffic Index, Average travel time per 10km, TomTom, 2024 
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lowering the costs of freight. Unlocking land development potential in both brownfield 
and greenfield areas. 

9 The design I have in mind takes a network service level approach to implement our 
GPS 2024 objectives to improve network performance. Schemes would be initiated 
by a local authority with an opportunity for other local authorities to opt-in. Schemes 
would then be developed and operated by a charging scheme partnership consisting 
of the New Zealand Transport Agency (NZTA) as the lead agency together with the 
local authority that initiated the scheme and any local authority that has opted in. 
Schemes would be assessed and approved by Ministers and subsequently 
monitored by the Secretary for Transport.  

10 The time of use charging system legislative framework would have five key 
components as follows:  

10.1 a clear primary purpose to improve network productivity compared to no 
charging  

10.2 scheme content committing to specific service levels 

10.3 impact assessments covering network and distributional impacts 

10.4 revenue allocation that adds to (rather than replaces) existing national and 
local land transport funding  

10.5 strong system oversight powers.   

11 This paper provides the basis for introducing legislation to set up a charging scheme 
development process that is summarised in Figure 1 on the following page. 

12 The Land Transport Management (Time of Use Charging) Amendment Bill with a 
priority of category 3 (to be passed by the end of 2024) was included in my transport 
portfolio bids for the 2024 Legislation Programme. This bill provides an appropriate 
legislative vehicle to implement the policy proposals in this paper, albeit that I 
propose that it be progressed on a slower track to enable a full and robust Select 
Committee process. 

Background 

13 Travel times are increasing in our major cities, with congestion spreading beyond the 
morning and afternoon peaks across the business day.2 Average travel times per 
kilometre are typically 10 to 30 percent slower than in comparable Australian cities.3 

14 This level of congestion is making our cities less accessible, less productive, and less 
liveable. Congestion at peak times limits household access to jobs and education. It 
also limits people’s housing choices. Congestion that spreads into the business day 
shrinks markets and increases the time cost of doing business. Growing congestion 
is limiting our capacity to add new housing and services, to move freight and make 
the timely connections needed if our major cities are to flourish.  

15 We currently rely on transport charges that average-out the infrastructure related 
costs and benefits of trips. There is no additional charge at peak times and locations 
to address over-use and under-supply. There is no legislative framework that permits 
charges on existing roads or to vary those charges by time and location.    

 
2 The Congestion Question – Phase One Report 2017 
3 TomTom Traffic Index 2023 
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Figure 1: Process for initiating and developing a charging scheme 
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the extra trips. To ensure public acceptability of the charges, it is helpful for the 
revenues to be invested in a way that those paying the charge will see as delivering 
additional local benefits, and for the legislation to set specific limitations.  

23 Charging schemes need to consider the impacts on the roads subject to charges 
(charging area), how the initial charging area will be expanded into the surrounding 
areas that are able to be charged (scheme area), and the impact of charges on the 
wider network (regional network). The key elements that make up the scheme 
footprint are summarised in Figure 3. 

Figure 3 - Time of use charging scheme approved by Order in Council 

 
 

24 While technology exists for vehicle tracking, which could facilitate time of use 
charging, its adoption is likely to take some time. All overseas jurisdictions with 
congestion charging use road-side infrastructure (such as gantries and automatic 
number plate recognition cameras) or RFID-style technology rather than in-vehicle 
GPS/GNSS, mostly due to limited public acceptability of vehicle tracking.  

25 I expect that initial schemes will not utilise in-vehicle tracking technology, but over 
time there may be opportunities to explore more sophisticated collection and 
operation, consistent with the direction of the revenue work programme and fleet-
wide transition to road user charges. When this happens, local variable charging 
schemes, such as time of use charging and tolling, will be incorporated into national 
variable charging using technology likely to be adopted as we modernise the road 
user charging system. 

26 Given the significant benefits of time of use charging, and the major challenges with 
adopting a more technological solution, I propose that the legislation we progress 
does not require a specific type of technology. However, it will still be important to 
ensure economies of scale in provision of schemes, and consistency of data 
collection, which should be integral to the framework. 

27 Charging areas could involve charges at selected points on a road (i.e., a corridor 
charge), all points entering a road or collection of roads (i.e., cordon charge), or a 
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78 This Regulatory Impact Statement (RIS) has been reviewed by a panel of 
representatives from the Ministry of Transport. It has been given a ‘partially meets’ 
rating against the quality assurance criteria for the purpose of informing Cabinet 
decisions. 

79 The RIS is relatively clear and concise but lacks depth of analysis for addressing the 
problem identified beyond the preferred time of use option. The panel considers that 
this RIS provides a sufficient basis for informed decisions on the preferred proposal, 
but not the alternative options. 

80 Legislative timeframes have limited the amount of research and consultation able to 
be undertaken and the RIS lacks analysis of Treaty of Waitangi implications, which 
the panel considers could be significant and should be explored further prior to 
legislation being progressed. 

Climate Implications  

81 The impact of congestion pricing on transport climate emissions would vary widely 
depending on the charges, scale of implementation, and the number of cities 
included. Supporting policies (such as enhanced public transport and land use 
change) could encourage mode shift, which would enhance emissions reductions 
from this policy. 

82 The work undertaken on Auckland congestion charging options as part of the 
Congestion Question work illustrates the degree of likely variation and the potential 
scale of impacts. Auckland option modelling reports estimated CO2 transport 
emissions reductions valued at between $0.2 million and $1.3 million a year.8  The 
larger figure represents the value of a 2 percent reduction in CO2 emissions, 
accounting for less than 1 percent of the benefits associated with a comprehensive 
strategic corridor option.9  

83 International research findings on emissions impacts are mixed and dependent on 
details of policy design. 

Population Implications 

84 The charging schemes enabled by this paper would potentially have a range of 
distributional implications, including for different income groups and those living in 
inner and outer parts of our main cities. Those implications will vary with the design 
of each scheme.  

85 The policy proposals include a duty on those proposing charging schemes to report 
on the distributional implications of the schemes and associated charges to support 
well informed decision making.    

Human Rights 

86 The proposals in this paper are consistent with the New Zealand Bill of Rights Act 
1990 and the Human Rights Act 1993. The framework will include strong oversight 
powers to ensure scheme authorities don’t set monopoly prices that would likely 
impact disproportionately on low-income households.  

 
8 Congestion Question, Cost benefit analysis, 2020 
9 Congestion Question, Environmental Outcomes, 2020 
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87 The same privacy regime will apply to time of use charging as currently applies to 
road tolling schemes.  

Use of external resources 

35 No external resources such as contactors or consultants will need to be engaged to 
implement the proposals in this paper. 

Consultation 

88 The Treasury, Department of Internal Affairs, Ministry of Housing and Urban 
Development, New Zealand Infrastructure Commission, and the New Zealand 
Transport Agency were consulted. The Department of Prime Minister and Cabinet 
were informed. 

Proactive Release 

89 I intend to proactively release the Cabinet paper and minutes in whole within the 30-
day release period to give interested parties as much time as we can to assess the 
implications of the policy design ahead of the select committee phase.  

Communications 

90 I plan to release a press statement outlining our approach to time of use charging at 
the same time as the proactive release, and to work with interested local authorities 
to assist them in understanding the Government’s policy intent.  

Recommendations 

The Minister of Transport recommends that the Committee: 

1 note that travel times in our major cities are worse than in similar Australian cities, 
that charges based on time of use have the potential to improve network productivity, 
but that this is not currently enabled in legislation; 

2 agree to enable time of use charging schemes to increase network productivity by 
maintaining traffic flow, with traffic flow being a combination of travel times and trip 
volumes;  

3 agree that time of use charging schemes be enabled by way of Order in Council, 
where recommended by the Minister of Transport, who must be satisfied that a 
proposed charging scheme will improve network productivity and contribute to an 
effective, efficient, and safe land transport system in the public interest; 

4 agree that one or more local authorities can initiate a time of use charging scheme, 
and that other local authorities in the region can opt-in, giving them influence over 
scheme design and how funds are allocated; 

5 agree that after initiation a charging scheme partnership be tasked with the 
development and delivery of the charging scheme, including responsibility for setting 
charges and allocating net revenues, consisting of the New Zealand Transport 
Agency as the majority partner, together with the local authority that initiated the 
scheme and any local authorities that opts-in to a scheme; 
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6 agree that time of use charging schemes set out:  

6.1 the scheme area, initial charging area, target service levels, and the 
maximum charge needed to achieve the target service levels; 

6.2 the method of charge collection and billing, and the approach to extension of 
charges within the scheme area if any;  

6.3 the charging structure by times and vehicle types, and the frequency in which 
charges will be adjusted within the maximum charge, and the proposed 
approach to adjusting the maximum charge over time; 

6.4 an investment approach setting out the proportion of charging scheme 
revenues to be allocated to state highways, local roads and public transport 
and the principles to be applied in making those allocations;  

7 agree that public consultation be conducted on a charging scheme proposal by the 
charging scheme partnership in accordance with the consultation process for 
regional land transport plans with all necessary modifications; 

8 agree that  

8.1 the charging scheme partnership can vary charges within the maximum 
charge in accordance with the terms of the charging scheme without public 
consultation;  

8.2 the charging scheme partnership can vary the service levels, charging area, 
frequency of charge adjustments, and the investment approach subject to 
public consultation; 

8.3 the charging scheme partnership cannot vary the scheme area, maximum 
charge or the process for adjusting the maximum charge over time;  

9 agree that charging scheme proposals and variations subject to public consultation 
include an impact assessment that sets out:  

9.1 the anticipated impacts on trips on the regional state highway, local road and 
public transport networks, and any measures taken in the scheme design to 
address negative impacts;  

9.2 an assessment of the anticipated distributional impacts, summarised in an 
analysis of the costs and benefits, and any measures taken in the scheme 
design to address negative impacts;  

9.3 a summary of the views of the local authorities within the region that are not 
part of the charging scheme partnership, if any; 

10 agree that revenue from time of use charging schemes be:  

10.1 used for land transport activities within the region in which the charges apply;  

10.2 in accordance with the investment approach set out in the charging scheme, 
including measures to enable transfer of funds between land transport 
providers;  
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10.3 allocated by the charging scheme partnership, reported in an annual financial 
statement, and recorded in the relevant regional land transport plan; 

10.4 allocated in a way that supplements rather than attracts National Land 
Transport Fund funding or substitutes for local share funding;  

10.5 subject to the duties that apply to approved organisations;  

11 agree that there be common requirements across all charging schemes:  

11.1 limiting charges to weekday morning and evening peak times;  

11.2 exemptions for emergency vehicles with no other exemptions or discounts, 
similar to road tolling schemes;  

11.3 standard privacy provisions similar to those for road tolling schemes; 

11.4 standard differential between charges for different vehicle types; 

11.5 standard offences, enforcement and penalties, in a similar way to the road 
tolling regime; 

11.6 standard data and revenue reporting requirements to aid monitoring and 
reporting and consistency with future charging schemes; 

12 agree that the following powers applying to all charging schemes:  

12.1 that the Secretary for Transport be charged with ongoing charging scheme 
oversight and reporting to the Minister of Transport, with reasonable costs 
met from the gross revenues of charging schemes; 

12.2 that the Minister of Transport have powers:  

12.2.1 before assessing a charging scheme proposal against the statutory 
criteria may refer the charging scheme back to the charging 
scheme partnership for clarification; 

12.2.2 after assessing a charging scheme proposal against the statutory 
criteria may 

12.2.2.1 refer it back to the charging scheme partnership for 
amendment  

12.2.2.2 refuse to recommend the charging scheme 

12.2.2.3 agree to recommend the charging scheme  

12.2.3 to recommend a change to a charging scheme Order in Council 
relating to the scheme area, maximum charge or the process for 
adjusting the maximum charge over time, being the matters set out 
in Recommendation 8.3 that cannot be varied by the charging 
scheme partnership; 

12.2.4 to intervene in a failing charging scheme proposal or operational 
charging scheme by appointing a scheme manager to assume the 
powers and responsibilities of the charging scheme partnership – 
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similar to the power of the Minister of Local Government to 
intervene in failing local authorities;  

12.2.5 to revoke a failing charging scheme that is not improving network 
productivity or contributing to an effective, efficient, and safe land 
transport system in the public interest; 

13 note that there is a Land Transport (Time of Use Charging) Amendment Bill (Bill) 
with a priority of category 3 (to be passed in 2024) on the 2024 Legislation 
Programme; 

14 note that given the policy development and drafting required to support the matters 
outlined in this paper, I propose the Bill be progressed on a slower track and instead 
proceed to select committee by the end of 2024 (priority of category 5); 

15 invite the Minister of Transport to issue drafting instructions to the Parliamentary 
Counsel Office to give legislative effect to the policy proposals above (including for 
primary legislation and any associated regulations) including any necessary 
consequential amendments, savings and transitional provisions;  

16 authorise the Minister of Transport to make decisions that are consistent with the 
overall policy provided that these decisions are confirmed when the Bill is considered 
for introduction.  

 

Hon Simeon Brown 

Minister of Transport 

 




