
 

1 
 

  
 AGENDA NO. 

2.2 
 
BOARD PAPER  

 Paper no: 15/06/0930   

Meeting date: 19 June 2015 

Prepared by: Bob Alkema, National Manager Investment 

Recommended by: Dave Brash, Group Manager (Planning & Investment) 

Board function: Confirming services and financial performance targets 

Subject: 2015-18 National Land Transport Programme - Adoption 

 
  



 2 
 

 PURPOSE 
1. To seek the NZ Transport Agency Board’s adoption of the 2015-18 National Land Transport 

Programme (NLTP), including approval of investment levels for activity classes, funding 
approval of specified programmed activities, confirmation of NLTP management approach and a 
recommendation to the Minister of Transport on the Road Policing Programme.  

2. The paper also seeks to give the Board confidence that we have optimised the complex jigsaw 
of outcomes, funding, legislative constraints and risks in order to give effect to the Government 
Policy Statement on Land Transport. 
 

 SUMMARY 
3. The adoption of the 2015-18 NLTP is a critical step in the legislative process under the Land 

Transport Management Act (LTMA) and in giving effect to the Government Policy Statement on 
Land Transport 2015/16-2024/25 (GPS). This paper enables the Board to take this step. In it, 
the key decisions being requested of the Board are to: 
• agree that the NLTP will give effect to the GPS 
• adopt the NLTP 
• approve investment levels (funding allocations under the LTMA) to activity classes 
• approve funding to programmed activities, and 
• recommend to the Minister of Transport the 2015-18 Road Policing Programme and 

associated investment. 
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4. The paper is presented in sections that cover these key decisions and provide information to 
support the recommendations. These are summarised below. In addition, the Board Books 
Resources Centre provides further supporting information and the tables of activities that are 
recommended for funding approval and inclusion in the NLTP. 

 
Giving effect to the GPS 

5. The NLTP gives effect to the GPS, by: 
• prioritising investment to achieve GPS priorities of economic growth and productivity, road 

safety and value for money, largely through use of the Investment Assessment Framework 
• allocating funding to activity classes within GPS funding ranges, and  
• planning to achieve the GPS expenditure target and manage it so that expenditure matches 

revenue. 
6. The companion NLTP Assurance paper (Board paper 15/06/0929) confirms we have followed 

the proper process to develop the NLTP. 
 
Outcomes and benefits from investment 
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9. Quantification of the benefits for key journeys in New Zealand, in terms of reduced travel times 
at peak periods and in reduced deaths and serious injuries against the do-minimum scenario of 
not making the investment, provides further assurance that NLTP investment aligns with our 
earlier investment signals.  

10. The balance of NLTP investment (22%) is being directed to outcomes of providing travel 
choice, enhancing positive health outcomes and reducing adverse environmental effects. 

11. Resilience is a cross-cutting outcome, with around 52% of improvement projects having it as 
an ancillary outcome. 

 
GPS expenditure and revenue 

12. Expenditure from the National Land Transport Fund (NLTF) is balanced with the revenue 
forecast to be available from fuel excise duty, road user charges, motor vehicle registry fees 
and state highway property sales and income. We note that around $200 million of revenue in 
the NLTP is subject to Cabinet approval of increases, signalled in the GPS, on fuel excise duty 
and road user charges. 
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Optimising funding allocations 

13. The discretionary funding available for optimisation across improvement activity classes is 
around $470 million. This is after accounting for funding commitments, investment required to 
complete strategic roading networks, minimum of the GPS funding ranges, funding for 
programmed activities (maintenance, public transport services, etc), the road policing 
programme and the funds needed to run the business. We have optimised the allocation of this 
funding across local road, walking and cycling, public transport, regional and state highway 
improvements, to achieve our desired outcomes. Investment thresholds are recommended for 
each of the improvement activity classes. 

 

NLTP funding leveraged from the NLTF 

14. Around $3.4 billion of local and Crown funding is leveraged from NLTF investment. Our main 
concern around leveraged funds remains the availability of local funding, particularly for local 
road improvements. There is a risk of expenditure not achieving the minimum of the GPS 
funding range for this activity class, although we have allocated sufficient NLTF funding to it. 

 

Funding approvals 

15. A number of funding approvals are recommended, totalling $4,160 million of NLTF funds (about 
$6,247 million NLTP investment). These cover investment in programmed activities and low 
cost/low risk roading and public transport projects, as well as funding for managing the funding 
allocation system and sector research. 
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Road policing programme recommendations 

NLTP management 

18. We propose to continue the practice of over-allocation of funds to improvement activities above 
the approved activity class investment level. Experience has shown this is required in order to 
hit, to counter programming and delivery forecasting optimism bias. 
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Activities not included in the NLTP 

19. Of the 1,151 new improvement projects submitted to us for inclusion in the NLTP (and that 
have cash-flow in 2015-18), our assessment has resulted in 199 (17%) not being included in 
the NLTP. The dominant reason for not being included is that the projects have low strategic fit 
and/or effectiveness. This means that they would not give effect to the GPS and, under the 
Investment assessment Framework policy, are unable to be progressed to prioritisation. 

20. We have included projects that have sufficient strategic fit and effectiveness to give effect to 
the GPS, but have yet to be developed to a point where we can be confident in their 
assessment profiles. This means we will have two categories – Probable, where we are 
confident of the priority and that the project can advance to funding approval when ready, and 
Proposed, where more work is required to develop the project before it is ready to be 
considered for investment.    

 

Other key issues 

21. The approach to other key issues is: 
• balancing maintaining and operating assets against building of new assets – our investment 

hierarchy provides direction 
• investment in Auckland – planned at around 33% of the NLTP spend in the regions 
• investment in the regions – planned outside of Auckland, Wellington and Christchurch at 

around 42% of the NLTP spend in the regions 
• public transport – the NLTP spend at $1,992 million is a 21 % increase on 2012-15 
• cycling – a 205% increase in investment from 2012-15 is planned 
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• freight – direct investment of $25-30 million – the major impact is through investment 
across most of the NLTP 

• environmental – we take account of relevant strategies and policy statements, and comply 
with Resource Management Act requirements, and  

• other LTMA requirements – these are covered off through the documentation we will 
provide on the NLTP in the website and through our communications and engagement plan.  
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 RECOMMENDATION(S)  
 

22. That the New Zealand Transport Agency Board 
 
Outcomes and benefits from investment 

a) Agrees that the 2015-18 NLTP will give effect to the Government Policy Statement on 
Land Transport 2015/16-2024/25 (GPS); 

b) Notes that proposed expenditure in the 2015-18 NLTP is apportioned as below amongst 
three outcome groupings of: 

• Economic growth and productivity – 55% 
• Road safety – 23% 
• Travel choice, health and environmental mitigation – 22%. 

Adoption of NLTP and approval of investment levels 

c) Adopts the 2015-18 NLTP that is based on the National Land Transport Fund (NLTF) 
expenditure target set by the GPS of $10.5 billion; 

d) Notes that the expenditure target in the GPS is subject to future decisions by the 
Government in respect of NLTF revenue (fuel excise duty and road user charges) in 2016 
and 2017, and that the programme will be managed to meet actual revenue; 
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e) Approves the NLTF investment levels (funding allocations) to activity classes in Table 1 
and confirms its recommendation to the Minister for investment in the Road Policing 
activity class: 

Table 1 

 
Activity class 

Recommended NLTF 
investment level – NLTP 

adoption 

GPS funding 
range for  
2015-18 

$ million $ million 

State highway improvements 4,061 3,150-4,350 

State highway maintenance 1,684 1,350-1,810 

Local road improvements    465 465-720 

Local road maintenance 1,704 1,230-1,740 

Public transport 1,020 865-1,215 

Walking & cycling improvements   103 46-103 

Regional improvements   225 180-270 

     

Road safety promotion  102 92-113 

Investment management  176 162-180 

TOTAL 10,500 8,950-11,250 
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f) Notes that the $13.9 billion investment in the NLTP depends on $3.4 billion of local and 
Crown funding, in addition to the $10.5 billion funding from the NLTF. 

g) Approves NLTF funding for the combinations of activities shown in Table 2 to be delivered 
during the 2015-18 NLTP: 
 

Table 2 
 

Activity class - programme 

Recommended for 
funding approval 

Indicative investment 
level previously endorsed 

by Board1 
$ million $ million 

State highway improvements – low cost/low risk 
improvements programme 

  105    NA 

State highway maintenance – routine and periodic 
maintenance programmes 

1,530 1,530 

Local road improvements – low cost/low risk 
improvements programmes 

  120    NA 

Local road maintenance – routine and periodic 
maintenance programmes2 

1,436 1,427 

Public transport – existing services, excluding   784   783 

                                  
 
1Endorsed by the Board at its 2 April 2015 meeting (Board paper 15/04/0913). 
2 Adjustments made for the impact of heavy vehicles on local roads in Northland and minor changes to some programmes as a 
result of finalising programme assessments. 
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committed activities3  

Public transport – low cost/low risk improvements 
programmes 

   29    NA 

Road safety promotion programmes   102   102 

Management of the funding allocation system 
(2015/16 only) 

  39    NA 

Sector research    15    NA 

TOTAL 4,160  

 
 

                                  
 
3 Change to Environment Canterbury’s programme, due to incorrect identification of costs as improvements in its initial 
programme bid balanced to an extent by minor adjustments in Greater Wellington’s programme.  
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Chatham Islands 

n) Notes that Chatham Islands Council did not meet the 30 April 2015 deadline for 
submission of its Regional Land Transport Plan (RLTP), set by the Agency as required under 
the Land Transport Management Act; 
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o) Agrees that, on receipt of Chatham Islands Council’s final RLTP, and its assessment and 
prioritisation, the Chief Executive may vary the 2015-18 NLTP to include accepted 
activities; 

NLTP Management 

p) Agrees the following approach to NLTP management be taken: 
 

Table 3: Transport Agency approach to NLTP Management 
Managing the risk around deliberate over-allocation of funds 

• investment approvals will be managed so that funding commitments in current and future years 
remain within levels approved by the Chief Executive, taking into account approved NLTF 
investment levels in Table 1 and risks of under- and over- delivery performance 

• deliberate over-allocation of funding for under-delivery risk against the NLTP activity class 
investment levels approved by the Board will require approval by the Chief Executive and will be 
reported to the Board quarterly 

Investment in new improvement activities 

• as a rule, investment in improvement activities will be made only in activities with a funding 
priority at or above the following thresholds4: 

Activity class Investment threshold – 
funding priority order 

                                  
 
4 The priority order table under the Agency’s Investment Assessment Framework is shown in Attachment 1. 
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State highway improvements (metropolitan areas) 4 

State highway improvements (non-metropolitan areas) 2 

Local road improvements 7 

Public transport improvements 6 

Walking & cycling improvements 6 

Regional improvements 3 (upper) – 6 (lower) 

Transport planning 4 

• investment in lower priority projects to utilise the remaining funds from the legacy regionally 
distributed funding scheme (R funds) is a permitted exception 

• otherwise, any exceptions will require the decision to be elevated to at least the next delegated 
authority level and will be reported to the Board quarterly 

Management of Probable and Proposed improvement activities 

• improvement projects categorised as Probable funding priority have been assessed as having a 
robust assessment profile and sufficient priority to be funded with confidence from the NLTF – 
they may be brought forward for funding approval when ready to deliver 

• Proposed funding priority projects are not developed to the extent that we have confidence 
around their assessment profiles – they have been included in the NLTP to enable their 
development and will not be brought forward for funding approval until a robust business case 
is assessed and they have sufficient priority to be funded from the NLTF 
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NLTP Engagement and Communication  

q) Endorses the approach to Engagement and Communication of the NLTP 2015-18.  
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 BACKGROUND 
23. The NLTP is a flagship plan for the Transport Agency. It is a key component of the legislative 

process that enables collection of NLTF revenue and fund investment in land transport 
throughout New Zealand, in combination with funding from local authorities and the Crown. 
While the NLTP is a snapshot in a continuous investment process, it provides a focal point for 
the Agency to influence the transport system through investment signals and programme 
optimisation, to achieve desired outcomes from investment and thus give effect to the GPS. 

24. In developing the 2015-18 NLTP, we approached the Board to seek your direction on 
investment signals and to help us shape and optimise the NLTP. This paper is framed on the 
direction provided and relies for a substantial amount of detail on the discussion in previous 
Board and Committee papers. A list of these previous papers is provided in Attachment 2 and a 
summary of the discussion and decisions is provided in the Board Resources Centre. 

25. This paper provides the means for the Board to fulfil the obligations of the Transport Agency 
under section 19A of the Land Transport Management Act 2003; to prepare and adopt a 
National Land Transport Programme for the ensuing three years. In the balance of the paper 
we discuss: 
• main lessons learned from the 2012-15 NLTP and how these have been applied to 2015-18 
• how we are giving effect to the GPS 
• the key outcomes and benefits expected from our investment during the NLTP 
• the matching of GPS expenditure to revenue and key risks around revenue 
• optimising funding allocations to outcomes and activity classes 
• the funding leveraged from NLTF investment 



 18 
 

• funding approvals recommended on NLTP adoption 
• the road policing programme recommendation 
• managing the NLTP and investment thresholds 
• activities not included in the NLTP and potential risks 
• other key issues  
• key risks around the decisions 
• financial implications of the Board’s decisions 
• communication and engagement. 
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 APPLYING LESSONS LEARNED FROM 2012-15 NLTP 
26. Our review of the 2012-15 NLTP development indicated that we should continue to develop and 

improve the process to optimise investment levels amongst activity classes and to 
organisations. The steps to ensure progressive optimisation from RLTP development through to 
optimisation sessions at a national level for the NLTP have been clarified through the 
establishment of national technical review groups for maintenance and public transport 
services. This has provided the opportunity for evidence to be discussed and interactive 
judgement to be applied to investment level recommendations. 

27. We have placed greater emphasis on early investment signals in developing the 2015-18 NLTP 
than in previous NLTPs. These were communicated in time to inform organisations and regional 
transport committees developing their regional land transport plans (RLTPs). The signals 
encompassed GPS priorities, identified transport issues at a regional/sub-regional level, and 
supported evidence based discussion between the Agency and stakeholders on investment 
priorities. This included whether low priority activities should be submitted to RLTPs for 
inclusion in the NLTP; in most cases they weren’t. 

28. Based on its application during the 2012-15 NLTP, we made substantial efforts to improve the 
Agency’s Investment Assessment Framework (IAF), a key means of giving effect to the GPS. 
The result is greater transparency of assessment and prioritisation, and therefore the reasoning 
behind which activities would and would not be included in the NLTP. We discussed the IAF with 
the Ministry of Transport and Treasury as part of the ongoing collaborative work to improve 
investment decision making in the sector. A Ministry of Transport observer attended national 
moderation sessions, which considered the results of applying the IAF on prioritisation. The 
effect of the revised IAF is that low strategic fit and/or low effectiveness activities do not 
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progress to prioritisation and so are not considered any further in the development of the NLTP 
(refer to priority order table in Attachment 1). 

29. We have apportioned expenditure amongst groups of outcomes in this NLTP, to provide a 
better view of what is being targeted in our investment. We have also quantified the benefits of 
investment for fully developed road improvement projects, which gives a view of the deaths 
and serious injuries saved and the travel time reduced through investment in the 2015-18 
NLTP. 
 

 GIVING EFFECT TO THE GPS 
Assurance on NLTP development process 
30. Assurance on the process used to develop the 2015-18 NLTP and that legislative requirements 

have been met is provided in Board paper 15/06/0929, which will be considered before this 
paper at the same meeting. The intent is that the Board first receives assurance that due 
process has been followed, that legislative requirements have been met and that it can be 
confident in adopting the NLTP. This paper, linked to previous papers presented to the Board 
during NLTP development (Attachment 2) then provides the Board with evidence that the NLTP 
will give effect to the GPS. 
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How we give effect to the GPS 
31. The Transport Agency must give effect to the GPS. This means that we must: 

a. Prioritise planned investment to achieve the GPS priorities of economic growth 
and productivity, road safety and value for money.  
The GPS describes the objectives and results that Government expects from investment of 
NLTF funds. To a large degree, these are achieved through our use of the Transport 
Agency’s Investment Assessment Framework (IAF) to assess and prioritise activities 
proposed for inclusion in the NLTP. The Board approved the IAF in 2014 (Board papers 
14/08/0854 & 14/12/0890). We have assessed and prioritised each activity in the NLTP as 
to its strategic fit to GPS priorities and results, its effectiveness in delivering on the 
potential identified in the strategic fit, and, as appropriate to its stage of development and 
type of activity, its benefit and cost appraisal rating, which provides a view of its value 
for money. To be included in the NLTP, the activity must have a priority that meets or 
exceeds the investment threshold for the activity class5. 
At any one point, the NLTP is a snapshot of a continuous process. Not all activities 
proposed for investment during the 2015-18 NLTP have been developed fully at the point 
when the Board adopts the NLTP. Furthermore, new activities will be added to the NLTP 
during 2015-18, either in response to environmental changes, e.g. to resilience issues and 
emergency events, or as earlier planning and development phases of projects are 
completed and the final scope clarified.  

                                  
 
5 Some of the projects funded from the remaining R funds under the legacy regionally distributed funding scheme have been 
exceptions to this policy as insufficient projects existed above the activity class thresholds to utilise all of the funds. 
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For many improvement activities, their IAF assessment profiles at NLTP adoption are 
interim, as they have not been developed fully. They are considered good enough to be 
included in the NLTP, but the decision to invest depends on more robust evidence as they 
are developed further. This means that giving effect to the GPS for these activities relies 
as much on the ongoing application of process and the IAF as it does on NLTP 
development and adoption. 
Outcomes and quantified benefits expected to be delivered from planned investment are 
described in the Outcomes and benefits from investment and Optimising funding 
allocations sections below. A summary of the assessment and prioritisation results for 
each activity class is provided in the Board Books Resources Centre. 
 

b. Allocate funding to activity classes and ensure expenditure within the funding 
ranges set out in the GPS. 
Funding has been allocated within the GPS funding ranges, described in the section on 
Optimising funding allocations below. However, as discussed in that section and with the 
Board on 8 May 2015 (Board paper 15/05/0922), there is a risk that expenditure for the 
Local road improvements activity class will fall below the GPS funding range minimum due 
to local funding constraints. 
We will monitor and report expenditure by activity class and alert the Board to material 
issues as they arise.  
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c. Plan the NLTP to achieve the GPS expenditure target and manage it so that 
expenditure matches revenue 
The 2015-18 NLTP has been planned to achieve the expenditure target set in the GPS. It 
will be managed so that expenditure will match available revenue, supported by use of the 
short-term borrowing facility. Issues are discussed more fully in the section on GPS 
expenditure target and revenue below. 
Revenue flowing into the NLTF from fuel excise duty, road user charges, motor vehicle 
registry fees and state highway property disposals and income will vary from forecast, in  
response to changes in the economy, environment and transport system user behaviour. 
We will continue to monitor revenue flows closely, adjust forecasts and expenditure plans 
in response to material changes, and report these to the Board each quarter or as 
required. 

 
Link to Statement of Intent 
32. As a Crown Entity we are required to produce a Statement of Intent (SOI) each year that sets 

out the Transport Agency’s “strategic intentions and medium-term undertakings”, in effect our 
approach and course of action that will contribute to delivery of the government’s land 
transport objectives and wider transport vision. 

33. Under the Land Transport Management Act (LTMA), we must, following the adoption of the 
NLTP, consider whether to amend our SOI to take into account any relevant particulars of the 
NLTP. We consider that there will be no need to revise the SOI as: 
• development of the current SOI has been informed by the latest GPS 
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• the priorities in the SOI relating to land transport investment align closely with GPS 
priorities and results (the SOI is wider in that it covers all of the Agency’s activities, and 
investment is not the only means of giving effect to the SOI) 

• considerable effort has been made to align SOI budgets with NLTP allocations, and the 
differences between the two are expected to be relatively small. 
 

 OUTCOMES AND BENEFITS FROM INVESTMENT 
34. In May we discussed with you (Board paper 15/05/0922) that we would confirm the breakdown 

of planned expenditure amongst outcome groups of: 
• economic growth and productivity  
• road safety 
• travel choice, health and environmental mitigation. 

35. We also said that we would provide a view of the benefits from improvement activities, in 
terms of reduced deaths and serious injuries and in travel times, in this paper. Resilience is 
discussed separately because it is a cross-cutting outcome. In the section on Optimising 
funding allocations we also discuss how outcomes are optimised across activity classes.  

Expenditure breakdown 
36. We have confirmed the percentage split amongst the groups as shown in Diagram 1 below. 

This has been based on a mix of the primary outcomes stated in the application for NLTP 
inclusion, the split of benefits shown in benefit-cost ratio calculations, and experienced 
judgement. As expected, given the thrust of the last three GPSs for substantial investment in 
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state highways to improve economic connectivity and network performance, the proportion of 
expenditure on the economic growth and productivity group of outcomes is highest at 55%. 
Then the balance is split between road safety (23%) and travel choice, health and environment 
(22%) groups of outcomes. 

 
Diagram 1: 2015-18 NLTP Outcomes - % expenditure by groups of outcomes 

 

Economic growth & productivity 
encompasses outcomes of: access to 
economic growth opportunities, better 
use of existing capacity, easing of 
congestion, more efficient freight supply 
chains, and journey time reliability. The 
quantified benefits are usually 
expressed as travel time 
reductions/savings. 

Road safety relates to the expenditure 
invested to hold the current safety 
performance of the network and reduce 
deaths and serious injuries. 

Travel choice, health and environment – 
investment to provide transport choice, 
enhance positive health outcomes and 
reduce adverse environmental effects. 
Resilience is a cross-cutting outcome 
across operational activity classes, 
although direct investment in resilience 
activities is included in this group. 
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37. In considering our investment, we have taken a holistic view across the operational activity 
classes in the NLTP and our wider operating environment such as changes to road safety 
regulations and land use planning.  In summary, our key points are: 

• Road maintenance, existing public transport services, road policing and road safety 
promotion (about $7.8 billion or 55% of the NLTP) largely act to maintain the current level 
of service, taking some account of forecast demand changes (except where a lift in levels 
of service is needed). Pulling back on maintenance and existing services would mean that 
levels of service will reduce at a rate greater than the growth in benefits from an 
equivalent investment for improvements.  That is, we believe we have determined the 
"tipping point" correctly between the right level of maintenance and existing services, and 
improvements.  
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• Over the next 3 years further gains in safety will come from improved effectiveness of 
road policing by better targeting to risk (and compliance with new laws such as the 
reduced blood alcohol levels), and the enhancement of speed management.  This will 
augment the planned investment in infrastructure.  

• Discussion at the May Board meeting centred on the percentage splits of spend on safety 
in the current and next NLTPs, quite consistent at 22% in 2012-15 and 23% in 2015-18. 
However, because the size of the 2015-18 NLTP is bigger than 2012-15, expenditure on 
safety is around $550 million greater in the next NLTP. 

• We will also continue our current focus on land use and transport planning. This shaping 
role ensures that we, in collaboration with local government, are optimising land use and 
services (including transport) to deliver choice and best value for money. From overseas 
studies this has shown infrastructure savings of up to 30%.      

38. In optimising the NLTP, we tested the outcomes that would be delivered at each change in 
priority order for improvement activities (mostly capital works) under the Investment 
Assessment Framework. This influenced our recommendation in Table 3 on investment 
thresholds and is discussed further in the Optimising funding allocations section. 

39. Further detail is provided for each activity class in the Board Books Resources Centre. 
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Benefits from investment in road improvement activities/key journeys 
40. We have modelled the benefits (reduced deaths and serious injuries and reduced travel time) 

for road improvement projects that are programmed for construction in the 2015-18 NLTP, and 
have been developed sufficiently to provide robust information. The model effectively back-
calculates from monetised benefits in the benefit-cost ratio calculation, which means that its 
use is restricted to roading improvements, where the benefits are separated. Walking and 
cycling and public transport improvements, in general, use composite values as the basis of 
their benefit-cost ratios. The results of the modelling are discussed below at journey level. The 
approach was also used to provide estimates of benefits at national level as discussed in the 
previous section. 

41. The benefits vary across state highway, local road and regional improvement activity classes. 
The state highway benefits are strongly weighted to lifting economic growth and productivity, 
as expected given the large amount of committed funding to delivering the roads of national 
significance. Projects in state highways and regional improvements activity classes outside of 
the commitments have a higher safety component. In local roads, travel time savings also 
predominate, largely due to the high percentage of Auckland projects in the modelled subset. 
Outside of Auckland there is a greater focus on safety. Regional improvements are dominated 
by safety and resilience, which come through as the main issue of regional importance. 

42. Early in the NLTP development process we sought alignment within the Agency and worked 
with approved organisations to develop programmes that delivered specific emphasised 
benefits for some key journeys identified by us throughout New Zealand. These journeys are 
not simply the ‘point to point’ travel along a state highway but include key journeys along local 
roads that form part of the strategic network, e.g. the Hamilton Ring Road. 
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43. The programmes submitted for inclusion in the NLTP, including those on the key journeys, 
largely align to our signals provided during development. An example of this is the South 
Auckland to Tauranga (via Waihi) journey. In the last NLTP the benefits were mostly travel 
time savings, whereas the 2015-18 NLTP has seen a substantial shift toward safety in response 
to our signals.  

44. The following maps below describe the journey, our “signal” and the benefits the programme is 
expected to deliver. The benefits are split on the percentages of the safety and peak period 
efficiency benefits expected from the investment. The South Island journey is dominated by 
the Christchurch RoNS and its travel time benefits. Outside of the RoNS, safety benefits are the 
predominant result from road improvement investment.  

45. The mix of benefits achieved from road improvements depends on the priority order 
investment threshold in each activity class. We discuss this under the Optimising funding 
allocations section. 

Achieving resilience in the NLTP 
46. In our analyses of outcomes, we have found that the improvement projects specifically 

targeting resilience comprise a small percentage (about 2%) of the total investment in 
improvements. This is not a surprise, as for many projects, resilience is a by-product to their 
main outcomes and is not stated as the primary outcome (about 52% of improvement projects 
have resilience stated as a secondary outcome) 
In addition, resilience ranges widely in nature and aspects of it are incorporated across the 
whole programme, including: 
• joint traffic operating centres that provide traffic flow resilience by optimising the useful 

capacity of busy and congested networks 
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• maintenance and renewal activities that ensure critical links, such as bridges, as well as 
road surfaces are resilient from a journey reliability perspective 

• enforcement of heavy vehicle axle weights that protects pavement and structural integrity 
and provides journey resilience 

• activities that improve resilience by proactively preventing or mitigating the impact of 
damaging events, e.g. river bank protection works, and 

• improvements that provide or improve alternative routes, e.g. the Saddle Road alternative 
to Manawatu Gorge (SH3), Western Ring Route as a strategic alternative to SH1 in 
Auckland. 
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47. The Transport Agency must give effect to the GPS, which has set an NLTF expenditure target of 
$10.5 billion expected to be achieved during the NLTP. Accordingly, we have developed the 
NLTP so that the recommended funding allocations to activity classes (Table 1) will achieve the 
expenditure target. 

48. Around $200 million of revenue during 2015-18 is expected in the GPS from fuel excise duty 
and road user charge rate increases in 2016/17 and 2017/18, yet to be approved by Cabinet. 
The GPS notes that Government expects it will need to increase the rates in line with inflation. 
Treasury forecasts of inflation at around 2% per annum were assumed in the revenue 
modelling, requiring two annual increases of around 1.4 cents per litre. 

49. We estimate the risk to the NLTF around the decision to increase rates, plus revenue 
forecasting risk, at about $400 million (4%) over the NLTP period. This compares with the 
funding available for new investments in the NLTP currently estimated at around $1.4 billion. 
The main impact of less revenue would felt be in state highway improvements, as this activity 
class has the most flexibility in its GPS funding range and ability to re-programme activities. 

50. An upside from actual revenue being above the GPS forecast is possible, but we consider this 
less probable than the downside and considerably smaller, i.e. less than $200 million. 

51. The GPS outlines the Government’s strategy to guide land transport investment over the next 
10 years. In giving effect to the GPS, we are required to provide a 10 year view of revenue into 
and expenditure from the NLTF, shown in Diagram 2 below. 

52. Our expenditure plan aims to achieve the GPS expenditure target, which lies within the range 
of anticipated revenue. Our estimate of all of the revenue subject to CPI adjustment decisions 

 GPS EXPENDITURE AND REVENUE 
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is shown below the forecasting range and its base would represent a “worst case” scenario6, 
where no revenue rate adjustments are made. If this eventuated, there would be about $4.3 
billion less over the 10 years than the GPS expenditure target of $38.7 billion. Current 
commitments, including implied commitments for maintenance, public transport services and 
road policing programmes, are less than the CPI adjustment base. This provides assurance that 
there is sufficient revenue to cover these, even if no rate increases were made. However, 
Government’s expectations of land transport investment could not be met unless decisions are 
made to increase revenue rates. 

53. The GPS sets out principles for managing expenditure to revenue, including use of the short-
term borrowing facility and resetting of the expenditure target. If revenue varies significantly 
from expenditure targets, the Ministry of Transport and the Transport Agency will advise the 
Minister on options for aligning expenditure and revenue. 
 
 
 
 
 
 
 
 
 
 

                                  
 
6 A really worst case scenario would also include a significant revenue shock as a result of a major economic disconnect, similar 
to the effect of the Global Financial Crisis. 
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Diagram 2: Graph of 10 year NLTF revenue and expenditure 
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 OPTIMISING FUNDING ALLOCATIONS 
54. We are required to allocate funding to activity classes within GPS funding ranges. The proposed 

investment levels for each activity class are shown in the recommendations (Table 1) above. All 
of these are within the GPS funding ranges, although the local road improvements activity class 
is set at the minimum of its range, due to constraints on the local funding share. 

55. The investment levels result from optimisation of the NLTP and take into account: 
• the requirement to allocate within the GPS funding range for each activity class 
• outcomes desired from land transport investment linked to GPS priorities, particularly for 

safety and economic growth and productivity 
• assessment and prioritisation under the Transport Agency’s Investment Assessment 

Framework, which is a key means of giving effect to the GPS 
• the Transport Agency’s investment hierarchy: to maintain and operate assets and services 

to fit for purpose levels of service before investing in new assets and services 
• existing investment commitments  
• provisions to respond to emergency events to maintain network reliance 
• funding leveraged from other NLTP sources, especially local share and including the Urban 

Cycleways Fund 
• the Transport Agency’s annual budgeting process and the funding required to run the 

business. 
56. The level of discretionary NLTF funding available for trade-off decisions is around $470 million, 

being the residual after accounting for: 
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• commitments from prior funding approvals 
• the minimum of the CPS activity class funding ranges 
• investment levels required to deliver fit for purpose levels of service from maintenance, 

public transport services and road safety promotion programmes 
• implied commitments to deliver the improvement programme for the strategic road 

network under strategic and programme business cases supported by the Agency 
• investment in the road policing programme 
• provisions for the costs of running the business, planning, sector research and responding 

to emergency works events. 
57. The main tool used to decide which activity classes the discretionary funding should be 

allocated to was prioritisation using the Investment Assessment Framework, but we also 
considered outcomes, expectations around the new regional improvements activity class and 
the leveraged funding opportunity outside the NLTF. Looking at each of the activity classes, we 
recommend: 

Local road improvements 

• no discretionary funding above the minimum GPS range of $465 million (NLTF) 
• while the approved, probable and proposed projects in the NLTP total over $600 million 

(NLTF), the signals around local funding constraints suggest we will struggle to deliver 
to the GPS minimum. It doesn’t seem sensible to allocate any discretionary funding. 

• this means we will fund all projects that meet our minimum investment criteria and 
there is no ability to trade off safety and efficiency, even if we wanted to. 
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Walking and cycling improvements  

• $57 million discretionary funding recommended (12% of total discretionary funding) 
• takes investment to the top of GPS funding range ($103 million total NLTF) 
• while there are travel time/journey reliability and safety outcomes, the main outcome 

group delivered from investment is travel choice, health and environment, to which this 
and the public transport activity classes contribute the most 

• investment above the GPS minimum provides a balance to NLTP outcomes, which are 
dominated by economic growth and productivity 

• investment to the top of the range is driven by a combination of the opportunity in this 
NLTP to leverage funding from the Urban Cycleway Fund, substantial demand from 
approved organisations based on RLTP bids and generally high quality proposals. 

Public transport improvements 

• $109 million discretionary funding (23% of total discretionary funding) 
• takes investment to a little under the midpoint of the GPS funding range ($1,020 million 

total NLTF) 
• the main outcome delivered from investment is economic growth and productivity, 

although the activity class also contributes strongly to travel choice, health and 
environment 

• the recommended investment level for discretionary funding is driven mainly by 
technology based bids for electronic and integrated ticketing that will improve the 
effectiveness of public transport through the country as well as infrastructure to support 
the Auckland network 
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• dropping the investment threshold from priority order 6 to 7 would attract no further 
investment, as there are no priority 7 bids proposed. 

Regional improvements 

• $45 million discretionary funding (10% of total discretionary funding) 
• takes investment to the midpoint of the GPS funding range ($225 million total NLTF) 
• the main outcome group delivered from investment is road safety, predominantly 

targeted to personal risk7 
• recommended investment level for discretionary funding is driven by a combination of 

the road safety outcome delivered by the activity class, which helps balance the overall 
outcomes targeted by the NLTP, and expectations of government and the sector around 
the intent of the funding to deliver transport solutions in regional New Zealand 

• increasing the investment level by $45 million to the top of the GPS range would impact 
non-metro state highway improvements as virtually all the metro state highway projects 
are high priority. The main outcome of the non-metro8 state highway improvements is 
safety, so the result of a larger regional improvements spend would be to displace 
higher priority collective risk projects with lower priority personal risk activities, which 
makes little sense 

                                  
 
7 Personal risk is a measure of the likelihood of an individual road user being involved in a crash as they travel the road in 
question. Collective risk or crash density is the number of high-severity crashes divided by the length of road under 
consideration. Many rural roads may have a high personal risk of a severe crash due to road geometry, roadside hazards, etc., 
but often have a low collective risk due to lower traffic volumes and numbers of crashes. 
8 Outside of the metro areas defined in the GPS, i.e. outside of Auckland, Hamilton, Tauranga, Porirua, Upper Hutt, Hutt City, 
Wellington, Christchurch and Dunedin. 
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• decreasing the investment level by $45 million to the bottom of the range would require 
an adjustment of the funding thresholds for both regional improvements and non-metro 
state highway improvements to provide sufficient projects in the latter to utilise the $45 
million. From an outcomes perspective, the adjustment would make little difference as 
the main outcome provided by both is safety  

• dropping the investment threshold from priority order 6 to 7 would attract around $2 
million of further investment, and the lower benefit-cost ratio of these projects points to 
a lower contribution to outcomes.   

State highway improvements 

• $259 million discretionary funding (55% of total discretionary funding) 
• takes investment to 75% of the GPS funding range ($4,061 million total NLTF) 
• the main outcome delivered from the activity class is economic growth and productivity, 

largely from congestion relief and travel time reductions. Outside of the metros the main 
outcome is safety. 

• the recommended discretionary investment level is driven partly by the investment 
levels in other activity classes, i.e. this activity class balances to the total funding 
available, but mainly by the outcomes delivered by improvements on the state highway 
network. While only 12% of the NZ network, it has 50% of the vehicle km travelled and 
67% of the heavy vehicle km travelled. Improvements on the more highly trafficked 
sections have big returns in terms of the impact on the economy and safety. 

• the activity class could utilise all $470 million of discretionary NLTF funding, and deliver 
economic and safety outcomes. However, we do not recommend this as other outcomes 
delivered by other activity classes helps balance the NLTP and better meet government’s 
regional expectations of land transport investment. 
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• based on the programme put forward for NLTP inclusion, there is a very close match of 
the projects’ expected cash flow during the three years ($4,026 million) to the 
recommended funding allocation ($4,061 million), which provides no extra room for a 
safety and efficiency trade-off. It also means that projects may have to be advanced 
from the next NLTP period, either in cash-flow or programming terms, to utilise all of 
the funding available. 

• there are no metro state highway projects with safety outcomes below the 
recommended investment threshold, which means there is no ability to trade-off safety 
and efficiency outcomes between priority orders. The impacts of potential trade-offs 
between non-metro state highway projects and regional improvements has been 
discussed above in the Regional improvements section. 

58. Diagram 3 over the page shows the relationship of state highway and regional improvement 
activity classes and prioritisation. Adjusting the size of the regional improvements allocation up 
or down, will result in a contra-adjustment in the non-metro state highways allocation. 

59. A summary of the recommended investment levels, key issues, assessment and optimisation is 
provided for each activity class, as well as for the overall NLTP, in the Board Books Resources 
Centre along with tables of all activities proposed for inclusion in the NLTP and for funding 
approval. 
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Diagram 3: Relationship of state highways and regional improvements 
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Investment in new improvement activities 

60. At your 8 May meeting, we discussed the likely approach of applying different thresholds in 
terms of funding priority orders to improvement activity classes (Board paper 15/08/0922). We 
have tested the outcomes that would be delivered and the expenditure achieved using a single 
funding threshold across all activity classes and then at different funding thresholds between 
classes. This work has confirmed that different funding thresholds should be applied for the 
2015-18 NLTP as set out in Table 3 in the recommendations. (Refer to priority order table in 
Attachment 1.) 

61. For most activity classes, a lower threshold of priority order 6 provides the optimal mix of: 
• achieving desired outcomes from the activity class, 
• prioritising for value for money, and 
• achieving investment within the GPS funding range, taking account of likely availability of 

co-investment funds. 
62. The lower threshold exceptions are: 

• Priority order 2 for non-metro State highway improvements. Lower priority projects outside 
of metros will slot into the Regional improvements activity class.  

• Priority order 4 for metro State highway improvements. Substantial commitments exist in 
the activity class and there are enough high priority projects to utilise the remaining 
discretionary funding without going further down in priority. 

• Priority order 7 for Local road improvements. At this stage, the availability of local funding is 
a major constraint to achieving expenditure within the GPS funding range for this activity 
class. Priority order 7 projects still represent reasonable value for money under the 
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Investment Assessment Framework, and raising the threshold above 7 would be 
counterproductive to achieving the GPS funding range spend. 

63. Regional improvements will also have an upper threshold of priority order 3 as well as a lower 
one of 6. This ensures that very high priority projects of national importance in non-metro 
areas are delivered either as State highway or local road improvements. 
 

 NLTP FUNDING LEVERAGED FROM THE NLTF 
64. Around $3.4 billion of local and Crown funding is leveraged from NLTF investment. An overview 

of the sources of NLTP funds is provided in Table 4 below. 
 

Table 4: NLTP funding sources $ million 

NLTF   10,500 

Local share     2,719 

Crown investment       378 

Crown loan       319 

TOTAL NLTP 13,916 
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65. Our main concern around leveraged funds remains the availability of local funding for co-
investment activity classes as a result of constraints on rate rises, alternative investment 
priorities, e.g. replacement of water infrastructure, and debt reduction strategies. As discussed 
in Board paper 15/05/0922, we believe the issue will come to a head in the local roads 
improvement activity class, given that most approved organisations will employ an investment 
hierarchy similar to ours.  
 

 FUNDING APPROVALS 
66. Funding approvals are sought from the Board for programmed activities in the 2015-18 NLTP, 

consistent with the practice in past NLTPs. While many of the individual programmes could be 
approved under delegation, the more significant ones would still require Board approval. In 
total, the amount of funding proposed for approval on the Board’s adoption of the NLTP is 
significant, and having all programmes covered by a single Board paper and approval is 
efficient. 

67. The Board endorsed indicative investment levels for programmed activities at your 2 April 
meeting (Board paper 15/04/0913). These, with some small adjustments following final 
assessment, are recommended for your approval in Table 2 above, and compared to the 
endorsed indicative levels. 

68. We are requesting funding approval for the low cost/low risk improvement components (low 
risk projects under $300,000 cost) of state highway, local road and public transport 
improvement programmes, totalling $254 million. While relatively small in funding terms, the 
programmes are important to road controlling organisations and to rural authorities in 
particular, in delivering safety outcomes based on personal risk. Approval provides the relevant 
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organisations with the flexibility to manage delivery of their low cost/low risk improvement 
programmes across the full three years of the NLTP. 

69. Additionally, we are seeking funding approval for two components of the Investment 
Management activity class, being Management of the funding allocation system (MOFAS) and 
Sector research. 

70. MOFAS incorporates a wide range of activities, including development and management of the 
NLTP and NLTF cash-flows, as well as the Transport Agency’s influencing and assurance roles in 
planning and investment undertaken by approved organisations and Agency groups. Relative to 
the expenditure in the 2012-15 NLTP, additional funding is required for the 2015-18 NLTP to 
cover costs of the Crash Analysis System upgrade, geospatial system development, 
establishment of the National Cycling Team, and a more rigorous approach to allocation of 
costs to work categories. The 2015/16 costs have been through the Agency’s annual budgeting 
process and were discussed in the Statement of Performance Expectation figures with the 
Board in April (Board paper 15/04/0914). We recommend approval of $39 million for MOFAS to 
cover 2015/16 costs. 

71. Sector research comprises investment in strategic and operational research that is the 
foundation of shaping investment in future NLTPs. Funding approval enables the annual rounds 
of identifying key areas for transport research, requesting bids from research providers and 
assessing proposals to continue. Typically, 30 to 40 research projects are delivered each year, 
with the reports published on the website and summaries regularly distributed to sector 
stakeholders. The programme is estimated to cost $15 million over the 2015-18 NLTP. 
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 ROAD POLICING PROGRAMME RECOMMENDATION 

 
 













 52 
 

 NLTP MANAGEMENT 
87. We are seeking the Board’s agreement of our approach to NLTP management around funding 

commitments, investment in new improvement activities, and investment decisions made 
under delegation. This provides clarity for delegated decision makers. 

88. Control of investment approvals is critical to managing funding commitments to achieve 
expenditure within GPS funding ranges and targeted at the activity class allocations 
recommended for Board approval in this paper (Table 1). It is also critical to NLTF cash-flow 
management.  

89. Historically, approved organisations and the Agency’s highways group have under-delivered 
against approved funding allocations for improvement projects. To counter this, we have 
approved funding allocations to projects at levels above the budgeted spend for the relevant 
activity class. Typically, a 10% over-allocation each year is required to hit budget, although 
some activity classes, e.g. walking & cycling, have required higher over-allocations as initial 
delivery timeframes have been highly optimistic. 

90. Over-allocation means committing more funds than is covered by available revenue, including 
the balance in the short-term debt facility. This carries a risk of breaching the debt facility 
should all the committed projects be delivered and funding claimed by the end of the year. The 
decision to over-allocate is significant. It needs to be transparent and should be formally 
approved by the Chief Executive or appropriate delegate.  

91. We report the level of funding commitments to the Board each quarter and the graph provided 
in the report shows the level of over-allocation made at that point of time. 
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 ACTIVITIES NOT INCLUDED IN THE NLTP 
92. While assessment has resulted in recommended investment levels for programmed activities, 

such as maintenance and public transport services, mostly being lower than requested, no 
programmed activities have been specifically excluded from the NLTP. Negotiations can result 
in approved organisations withdrawing some activities from their programmes, when they can 
see they will not be funded from the NLTF. This was the case for one activity in road safety 
promotion, which was ineligible for NLTF funding as it did not meet GPS criteria. 

93. The situation for improvement activities is quite different, with a number of these not being 
included in the NLTP. There are four main reasons for this: 
• the planned start dates and cash-flows for the activities are all beyond the 2015-18 NLTP – 

the activities have been included in RLTPs and should they be advanced it is relatively 
simple to add them to the NLTP 

• the activities are ineligible in that they do not meet an activity class definition in the GPS,  
meaning that we cannot fund them from the NLTF, e.g. rail freight activities, or they are 
duplications of existing projects  

• the activities are not able to be included in the NLTP under IAF policy – that is, they have 
low strategic fit and/or low effectiveness and, under the policy approved by the Board to 
give effect to the GPS (Board paper 14/12/0890) – these activities do not give effect to the 
GPS and cannot progress to prioritisation 

• the projects that fall below the investment threshold for the activity class. 
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94. We have not excluded improvement projects with medium/high strategic fit and effectiveness 
that have yet to be developed to the point we can be confident in their assessment profiles. 
Many of these are at an early stage of development and a benefit and cost evaluation has yet 
to be undertaken. We are including these as “Proposed funding priority”, which signals that 
more work is required before they can be considered for investment approval. When that work 
is completed they will be assessed and prioritised. We expect that the majority of them will 
have sufficient priority to be considered for investment. An example is the partially developed 
SH3/Mt Messenger/Awakino Gorge project in southern Waikato, included in the NLTP with a 
Proposed funding priority. 

95. Tables of the activities that we recommend be included and not included in the NLTP have been 
placed into the Board Books Resources Centre. A summary is provided in Table 5 over the 
page. 
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Table 5: Analysis of new improvement projects not included in the 2015-18 NLTP 

Activity class/ 
Number of new projects submitted for 
2015-189 

Ineligible under 
GPS/ 

duplicate 

Not able to  include 
under IAF policy 

(Low strategic fit &/or 
effectiveness)10 

Below investment 
threshold for the 

activity class 

State highway improvements 
154 projects submitted  

5 projects11 
$ 139 million 

23 projects 
$60 million 

3 projects 
$17 million 

Local road improvements 
431 projects submitted 

1 project 
$4 million 

116 projects 
$108 million 

0 projects 
$0 million 

Public transport improvements 
100 projects submitted 

1 project 
$28 million 

17 projects 
$31 million 

0 projects 
$0 million 

Walking & cycling improvements 
117 projects submitted 

0 projects 
$0 million 

14 projects 
$15 million 

0 projects 
$0 million 

Regional improvements 
101 projects submitted 

0 projects 
$0 million 

0 projects 
$0 million 

0 projects 
$0 million 

Transport planning 
230 projects submitted 

2 projects 
$2 million 

17 projects 
$2 million 

0 projects 
$0 million 

                                  
 
9 Excludes Chatham Islands Council projects as we have not received its final RLTP. 
10 Refer to priority order table in Attachment 1 
11 All are duplicates 



 56 
 

96. As in any NLTP, some approved organisations and/or other stakeholders will express concern 
that some projects have not been included. We expect that the main areas of concern will be 
around projects that are not included under IAF policy or are below the investment threshold. 

97. We will discuss specific areas of concern with the Board at the June meeting, after we have 
completed our quality assurance reviews with regional staff. 
 

 OTHER KEY ISSUES 
98. A number of NLTP development issues have been covered in discussion under preceding 

sections, e.g. local funding constraints, road policing programme and revenue risks. This 
section considers other key NLTP issues, many of which are referenced in the GPS. 

Maintaining and operating versus building new assets 

99. As discussed in Board paper 15/04/0913, the Transport Agency applies an investment 
hierarchy: to maintain and operate existing assets and services to ‘fit for purpose’ levels of 
service, ahead of improving and adding new infrastructure12. We consider this approach has 
served the country well compared to a number of other western countries, where asset 
maintenance has been prioritised well below new infrastructure and creating major issues 
around asset integrity and future investment/funding needs. 

                                  
 
12 This hierarchy was agreed by the Board in relation to the 2012-15 NLTP and continues to inform development of the 2015-18 
NLTP.  It helps give effect to one of our planning and investment principles: to optimise the provision and use of the land 
transport network. Details of these principles and hierarchy are published on the Agency’s Planning and Investment Knowledge 
Base at https://www.pikb.co.nz/home/the-way-we-work/nzta-planning-and-investment-principles/optimise-the-provision-and-
use-of-the-land-transport-network/  

https://www.pikb.co.nz/home/the-way-we-work/nzta-planning-and-investment-principles/optimise-the-provision-and-use-of-the-land-transport-network/
https://www.pikb.co.nz/home/the-way-we-work/nzta-planning-and-investment-principles/optimise-the-provision-and-use-of-the-land-transport-network/
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100. NLTP investment in State highway and local road maintenance programmes will be around 
$300 million (7-8%) higher in 2015-18 than in 2012-15. The increase accounts for growth in 
the quantum and complexity of roading assets, the movement in input costs between the 
NLTPs, and a much greater focus on operating congested networks to optimise throughput, e.g. 
the running costs of joint traffic operations centres in the three major centres. It also 
recognises the reinstatement of a more normal maintenance programme for Christchurch, as it 
transitions from earthquake recovery mode, and the need to address the impact of large 
volumes of logging trucks on local roads in Northland. 

101. At the same time, considerable tension has been applied during development of the NLTP to 
achieving the GPS result of improved returns from road maintenance. The approach we have 
taken to input cost movement in the NLTP is an example where we acknowledge we are taking 
a calculated risk to tension the programme. We are assuming the relatively low, in historic 
terms, rate of increase of 0.9% per year, compared with many organisations’ assumptions of 
2-3% per annum. If the actual rate proves to be materially higher during the NLTP, we can 
reset our investment levels for the 2018-21 NLTP, should this be needed to recover ‘fit for 
purpose’ levels of service. 

102. NLTP investment in network improvements across the NLTP is planned to grow from around 
$4.8 billion in 2012-15 to $6.2 billion in 2015-18, an increase of $1.4 billion (29%). This is 
substantial in itself. Further tensioning of maintenance programmes to free up further funds for 
capital investment would provide a relatively small boost to the level of investment proposed, 
and would come with a cost impact for maintenance in the future. We have the balance right, 
based on network indicators and experienced judgement. Transitioning to the One Network 
Roading Classification opens up the opportunity to fine tune investment to better achieve ‘fit 
for purpose’ levels of service across the network. This should not be construed to mean that 
maintenance investment will reduce as a result; more that it will be optimised better. 
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Investment in Auckland 

103. We estimate that Auckland will receive around $4.2 billion for land transport activities under 
the 2015-18 NLTP. A breakdown of this estimate is shown in Table 6 below.  

Table 6: 2015-18 NLTP investment in Auckland 
Activity class 

Estimated NLTP 
investment 
$ millions 

Percent of NLTP 
spend in the 

regions13 

State highway improvements, including debt funded 
accelerated programme 

1,500 35% 

State highway maintenance (excluding emergency works)   346 23% 

Local road improvements   440 50% 

Local road maintenance (excluding emergency works)   614 23% 

Public transport 1,175 60% 

Walking and cycling improvements   100 40% 

Regional improvements & accelerated regional state highway 
programme 

     0 0% 

Road safety promotion     25 37% 

Investment management (transport planning)     23 35% 

                                  
 
13 Excludes the Agency’s nationally delivered activities and the road policing programme. The costs of these are not split out by 
region. 
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TOTAL 4,223 33% 

Population 1.527 million 34% 

Lane kilometres 15,600 km 10% 

Passenger boardings 73 million 53% 

Vehicle kilometres travelled 12.7 billion 30% 

Deaths & serious injuries (average of last 3 years) 500 20% 

Regional GDP (2013) $74.7 billion 35% 

Total NLTP expenditure apportioned to outcomes (excluding 
road policing) 

64% Economic growth and productivity 

12% Road safety 

24% Travel choice, health, environment 

Modelled results of benefits from fully developed large roading projects under construction in 2015-18 

• Benefit split 98% Efficiency and effectiveness 

2% Reduced deaths and serious injuries 

• Travel time savings 9.24 minutes per trip14 

• Reduction in deaths and serious injuries 64 over ten year period 

                                  
 
14 Per trip benefits are the weighted average benefit across all included projects across the city 
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104. Auckland has been in catch-up mode since the early 2000s after many years of under-
investment in its roading and public transport network, relative to its economic and physical 
scale, growth and transport issues. There has been substantial investment in State highway 
improvements over the last decade, although the percentage of the national total NLTP 
investment going to Auckland has dropped from 46% in 2012-15 to 33% in 2015-18, as 
construction of major projects increases to the south (Waikato, Wellington and Canterbury). 
However, the level of investment is reasonably consistent between the two NLTPs. 

105. The main focus in Auckland is completion of the strategic network within the urban area, 
(including the East-West Connection), and the Puhoi to Warkworth RoNS project. Investment in 
state highway improvements is being assisted by the $375 million Crown loan from the 
Auckland Accelerated Programme, which will be drawn-down over the 2015-18 and 2018-21 
NLTPs. 

106. As expected, modelling of benefits from large roading projects shows they are predominantly 
for efficiency and effectiveness, with substantial contributions to reduced travel times but lower 
contributions to road safety. Our apportioning of NLTP expenditure across the three outcome 
groups shows more of a spread to safety and travel choice, resilience, etc, but still weighted to 
economic growth and development. We don’t have a regional breakdown of road policing 
spend, which is strongly weighted to safety and, if added, would increase the percentage of 
expenditure against road safety. 
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107. Our recommended investment of $614 million for Auckland Transport’s maintenance 
programme is an increase of 6% on the 2012-15 NLTP level of $579 million. While there was 
concern over the level of Auckland Transport’s request, discussions have been held since and 
they are comfortable with our recommended level. Auckland Council has a willingness to co-
invest to a higher level (around $720 million) to match Auckland Transport’s desires, in some 
areas, for a higher level of service than we consider is best value for money, e.g. use of 
bluestone for inner city kerbing. 

108. Auckland will likely receive around 60% of the NLTP investment in public transport, justified by 
the scale of its operations as well as increasing demand and future need. The whole of 
government investment has been substantial over the last decade, with Crown investment in 
“below track” improvements (railway improvements, electrification, etc.), while the NLTP has 
been focused on “above track” improvements such as station upgrades, integrated ticketing 
and operationalised rolling stock procurement.  

109. The region has a strong focus on further enhancing the public transport system across all 
modes, as evidenced by the new network design it is rolling out, supported by improved 
procurement approaches under the public transport operating model, integrated ticketing, and 
recent work on integrated fares. The Auckland Council is self-funding the Central Rail Link prior 
to central government support, expected in 2020. We continue to work closely with Auckland 
Transport to support value for money and effective investment in public transport operations. 
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110. Typically, Auckland Transport’s investment in local road improvements has been around 60% 
of the NLTF allocation to the activity class. However, Auckland Council has lowered its 
investment in road improvements due to competing priorities. From an outcomes perspective, 
Auckland Council’s long term plan constrains Auckland Transport’s local share for the network, 
meaning lower delivery of efficiency and safety outcomes. This situation raises challenges, 
including delivering value from the significant state highway investment underway, although 
the final RLTP has addressed this to some extent. Auckland’s strong growth and need for 
increasing housing is also putting material pressure on local funding capacity for key supporting 
infrastructure and services. 

111. We consider we have the balance right in Auckland, given that providing Auckland with a 
completed strategic roading network (state highway and local road) and supporting a growing 
public transport system and an enhanced cycling network are all critical and are the current 
focus areas of our investment. 

 
Investment in the regions 

112. NLTP investment in the regions, outside of the major metropolitan areas (Auckland, Wellington 
and Christchurch), is being delivered through most activity classes and is shown in Table 7 over 
the page.  

113. Some of this investment can be readily identified as targeted to these regions, being in the 
Regional Improvements activity class and Accelerated Regional State Highways Programme or 
are an allocation to a rural or provincial approved organisation. Other investment for 
programmed activities, e.g. state highway maintenance, has been split out based on 
judgement.  
 



 63 
 

Table 7: Investment in the regions (other than 
Auckland, Wellington and Christchurch) 

Potential NLTP 
investment level 

$ million 

Percent of total 
NLTP 

State highway improvements 1,550  36% 

State highway maintenance (excluding emergency works) 1,050  68% 

Local road improvements   310  36% 

Local road maintenance (excluding emergency works) 1,740  65% 

Public transport   185  10% 

Walking and cycling improvements     60  24% 

Regional improvements & accelerated regional state 
highway programme 

  422 100% 

Road safety promotion    32 49% 

Investment management (transport planning)    30 46% 

TOTAL  5,379 42% 

114. All investment in the new Regional improvements activity class is planned to be in the State 
highway network, based on our expectation of local funding constraints. Even without the 
funding constraints, a high percentage of Regional improvements would have been on State 
highways, in the main supported by approved organisations, as most of the opportunities to 
deliver regional outcomes are on that network. 
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115. As agreed by the Board, assessment for the new Regional improvements activity class uses the 
same assessment criteria as for State highway and local road improvement activity classes, 
with the addition of defining eligible districts and using the Regional improvements activity 
class to prioritise investment beyond the national priority threshold in these districts (Board 
paper 14/08/0854). While we have taken into account regional priorities in regional land 
transport plans, our assessment and prioritisation has been largely based on national priorities, 
in keeping with the Board’s decision. 

116. Safety is main outcome delivered by the Regional improvements activity class with around 
52% of expenditure apportioned to it. The primary short and medium term results sought by 
the GPS are reduced travel times and vehicle operating costs on key regional freight and tourist 
routes, and increased freight vehicle productivity across the network. About 30% of 
expenditure will target these primary results. However, even though not a primary result, 
safety is still an outcome sought by the GPS in this activity class and the Regional 
Improvements spend provides a boost to overall 2015-18 NLTP safety expenditure. 

117. The main other outcome from Regional improvements investment will be resilience, in terms of 
preventing harm or disruption to network users from rock fall and flooding, improving route 
security and protecting the network itself from over-loaded vehicles through weigh-right 
projects. 

118. The GPS is quite prescriptive that remaining unallocated R funds are to be spent within this 
activity class, about $80 million in total. We consider there is flexibility under the Agency’s R 
fund policy to utilise R funds for improvement projects in other activity classes, e.g. for walking 
and cycling, when these are the highest priority in the region, assessed under the IAF. The key 
regions with unallocated R funds are shown in Table 8 over the page. The Transport Agency’s 
policy is that R funds are to be allocated to the highest priority projects in the region, and that 
all R funds are to be spent by the end of the 2015-18 NLTP.  
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Table 8: Unallocated R funds by region $ million 

Gisborne 10.1 

Hawke’s Bay 23.5 

Manawatu-Whanganui  7.6 

Nelson 15.9 

West Coast   6.3 

Southland 20.2 

TOTAL 83.6 

 
119. There are sufficient improvement projects of priority order 7 and above included in regional 

land transport plans to accommodate the R funds spend in the above regions, without having 
to dig down into low strategic fit and/or effectiveness projects. However, there appears to be a 
tight fit between remaining R funds and priority 7 and above projects in Southland, which may 
require one or two lower priority projects to be elevated during the NLTP period. 

120. Nelson is an exception to our policy, given issues in sorting out what activities, or potential 
activities, are its highest priorities. The Board has approved an extension to the end of the 
2018-21 NLTP for Nelson to complete its R funds spend (Board Resolution 3 - Investment and 
Operations Committee Paper 15/03/137 refers). In its regional land transport plan, Nelson has 
identified a number of significant projects for use of the remaining R funds, and we expect to 
see funding applications for these during the course of the NLTP. Our intention is to allocate R 
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funds to the projects as they are brought forward for funding, as they will represent the 
region’s highest priority activities ready for delivery and are aligned to our assessment and 
prioritisation under the IAF. 

121. We recommend an investment level for Regional improvements of $225 million, up $15 million 
from the indicative level discussed at your April meeting (Board paper 15/04/0913), and at the 
mid-point of the $180-270 million GPS funding range. This compares to around $400 million 
eligible bids, including the three projects which you agreed at your May meeting should be 
funded from the NLTF (Board paper 15/05/0926), which adds around $65 million to the bids. 
This reduces to about $300 million risk-weighted for each project’s probability of delivery 
during the NLTP, including around $60 million of Proposed funding priority projects, some of 
which may not progress. 

122. The recommended increase to $225 million recognises the potential demand for funding from 
the activity class being higher than we expected earlier in NLTP development. The Board could 
approve a higher allocation, but this would be at the expense of higher priority projects within 
the state highway improvements activity class. From the combined perspectives of value for 
money and intent of the activity class, a mid-funding range allocation appears appropriate. 

123. Around $197 million of investment is planned for delivery of projects under the Accelerated 
Regional Roading Programme, funded from Crown appropriation. This includes construction of 
Tranche 2 and Tranche 1 projects and assumes a further appropriation will be made in addition 
to the $97 million already approved by Cabinet to bring the total spend for the programme to 
$212 million (including $15 million spent in 2014/15). As reported in Board paper 15/05/0926, 
good progress is being made to deliver Tranche 1 projects and to investigate Tranche 2 and 3 
activities. 
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Public Transport 

124. Investment in public transport in the 2015-18 NLTP, planned at $1,992 million, is around  
$340 million (21%) higher than the forecast spend in 2012-15. About 50% of the increase 
comes from commitments from previous NLTPs, particularly amortisation of passenger rail 
electric units and depots in Auckland and Wellington. Patronage is also increasing as can be 
seen in Diagram 3 below. 
Diagram 3: Reported and forecast patronage 
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125. Auckland is showing strong growth after a dip in patronage in the year following the 2011 
Rugby World Cup. Wellington has been generally steady as expected from a mature network, 
although some good increases have been recorded in rail patronage over the last two years. 
Canterbury is still recovering from the impact of the earthquakes and the need to reconfigure 
land use and transport, including public transport, patterns. These three regions account for 
about 90% of the national patronage and a similar percentage of the total NLTP investment in 
public transport. 

126. The main outcomes from investment in public transport are economic growth and productivity, 
e.g. through congestion relief and optimising use of network capacity in major centres, and 
travel choice. The latter is the main outcome for many provincial services providing access to 
employment areas and community services, especially for those with limited access to a private 
vehicle. We estimate the split of expenditure to be around 56% for economic growth and 
productivity, 39% travel choice and 5% safety. 

127. As discussed in previous papers, one of the key issues for the NLTP will be implementation of 
the public transport operating model during the NLTP. While there are expectations of improved 
public transport efficiency in the long term, there are substantial implementation risks. 

Cycling  

128. The planned direct expenditure in walking and cycling is estimated at $251 million, $169 
million (205%) up on the forecast 2012-15 spend. It comprises $103 million NLTF, $52 million 
local share and $96 million Urban Cycleways Programme. Additional to this is expenditure on 
walking and cycling infrastructure that is integral to State highway and local road 
improvements, in the order of $100 million, giving a grand total of around $350 million.  
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129. Work on the Urban Cycleways Programme (UCP) for 2015-18 is well underway and a list of 
proposed projects has been agreed by the Minister. He is scheduled to announce the successful 
applications for the Urban Cycleways Fund (UCF) on 25 June. We have sought to align the 
framework for assessing UCP projects with the IAF. The NLTF component of any project co-
funded from the UCF will be independently assessed, prioritised and approved by the Transport 
Agency, as required under the LTMA. At this point, we are not expecting any material conflicts 
in decision making between the two funds. 

130. Key issues identified are: 
• Total bids for NLTP funding amount to around $380 million on a risk weighted basis against 

a planned investment level of $251 million. The UCP announcement will likely result in some 
unsuccessful bids not progressing further. We expect successful organisations to focus their 
investment on their projects to optimise co-funding opportunities. Nonetheless, we see a 
need to ration NLTF funds, especially to ensure UCP co-invested projects receive the 
required NLTF funds (assuming the projects meet our investment threshold). This may 
result in some good projects that are not receiving UCF funds having to be put on hold in 
order to reserve NLTF funds for UCF co-invested projects. 

• The track record for delivery of approved walking and cycling projects in past NLTPs has 
been poor, with optimistic forecasting of cash-flows in funding applications. We see a need 
to over-allocate funding for the activity class, as has been our practice, to mitigate against 
the high risk of under delivery. A contingency list of UCP projects has been developed so 
that substitute projects can be advanced should projects selected for UCF funding fail to get 
off the ground. The Agency will monitor delivery performance and will get involved in raising 
and addressing issues if required. 
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• We are recommending an NLTF investment level of $103 million, at the top of the GPS 
funding range, justified by the strong demand for funding and the number of good quality 
projects proposed for the NLTP. There is a possibility that, with our practice of over 
allocation, we will breach the maximum of the range. We consider this is a low risk to take, 
given historical under delivery, and is better than being conservative and under delivering 
as a result. If we are forecasting to breach the maximum, we will need to approach the 
Minister with a request to adjust the top of the GPS range. 

Freight 

131. Improving freight efficiency continues to be a key priority for the Agency in the 2015-18 NLTP. 
Direct investment is being made in specific freight initiatives, such as opening more roads to 
HPMVs (more freight on fewer trucks) and Weigh/Right (smarter compliance and productivity). 
While relatively small at around $25-30 million, the investment “punches well above its weight” 
in terms of delivering on the outcome of economic growth and productivity. 

132. However, the major impact on freight is through investment across most of the NLTP. There is 
little of the $13.9 billion investment in the NLTP that does not benefit freight in some way: 
• integrated planning influences and supports land use and access to the road network, 

which impacts freight flows and efficiencies 
• road maintenance keeps land transport assets used in freight supply chains open to a fit for 

purpose level of service, recognised in the One Network Road Classification framework  
• joint traffic operating centres optimise traffic flows in major urban areas and assist freight 

efficiency as a result 
• public transport provides travel choice and helps to optimise network capacity to the 

benefit of all users, including freight 
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• enforcement and road safety promotion both help to maintain and improve the safety 
performance on the network, resulting in less disruption to freight movements from 
crashes, while the enforcement of axle weight limits helps network resilience and to 
maintain a fair market for freight carriers 

• network improvements that target travel time savings and journey time reliability 
invariably improve freight efficiency, while those that target safety and resilience enable 
more freight trips to be made with less disruption. 

Environmental 

133. Under the LTMA, we are required, in approving proposed activities we are required to act in 
accordance with our operating principles, and  to take into account: 
• any national energy efficiency and conservation strategy; and 
• any relevant national policy statements and relevant regional policy statements that are for 

the time being in force under the Resource Management Act 1991. 
Operating principles 

134. The relevant principle for this section of the paper is that we “exhibit a sense of social and 
environmental responsibility”. We do so through our social and environmental policies, our 
compliance with resource management legislation and through our behaviour in working with 
our investment partners to influence land use and transport planning, investigating, designing 
and implementing transport solutions. We mitigate adverse environmental impacts and, where 
possible, enhance social and environmental wellbeing.  

 
 
 

http://www.legislation.govt.nz/act/public/2003/0118/latest/link.aspx?id=DLM230264#DLM230264
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New Zealand Energy Efficiency and Conservation Strategy 

135. The New Zealand Energy Efficiency and Conservation Strategy is taken into account in the 
2015-18 NLTP. Planned investments are aligned with the Government’s key focus in the 
Strategy of “creating the most efficient mix of modes and transport options”. They also focus 
on the key areas for investment under the Strategy – the strategic roading network, public 
transport systems, and walking and cycling. 

136. The price of carbon and other environmental impacts are included in the benefit and cost 
appraisal evaluation methodology in the Agency’s Economic Evaluation Manual. 

137. When the 2015-18 NLTP is adopted, we will publish an assessment of it on our website, which 
will include consideration of how the NLTP contributes to the Strategy. 

 

Relevant national policy statement and regional policy statements 

138. The GPS is our relevant national policy statement and we give effect to it through the NLTP. 
Our investment framework and development of the NLTP has been structured to target the 
priorities and results the government wants delivered from the GPS and NLTP. 

139. We comply with Resource Management Act requirements, and work with councils to influence 
their regional policy statements and plans, to support integrated and efficient urban form and 
transport network. 
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Other LTMA requirements 

140. Most other LTMA requirements for the development and adoption of the NLTP will be covered in 
the documentation of the 2015-18 NLTP on our website. This includes, for instance, the 
assessment of the NLTP, the 10 year revenue and expenditure forecast, a description of the 
key forthcoming issues for the transport sector and the NLTP tables of activities. 

141. Other requirements following adoption of the NLTP are in hand, including the drafting of letters 
to regional transport committees, which will be copied to relevant approved organisations, to 
inform them of the activities we have not included in the NLTP, and where our prioritisation of 
activities in the NLTP differs from theirs. Additionally, the communications and engagement 
team is aware of the requirement under s.108 of the LTMA to make the programme publically 
available (via the website) and to give notice of this in the Gazette and newspapers. 
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 RISKS 
142. The risks associated with adoption of the NLTP can be categorised as operational/financial, 

expectation and reputational risks. 
143. A number of the operational/financial risks has been discussed previously, e.g. revenue, 

funding and under/over delivery. We face these as part of the normal business of managing the 
NLTP and have processes in place to manage the risks. Issues and key measures are reported 
to the Board each quarter. Our main concerns for the 2015-18 NLTP are: 
• constrained local funding and the risk to expenditure meeting the minimum of the GPS 

funding range for local road improvements 
• resourcing of the Highway and Network Operations group and ability of the sector to 

deliver a programme of state highway activities, across NLTF and Crown investments, that 
is 30% higher than in 2012-15 

• the risk around revenue forecasting and decisions on increases in fuel excise duty and road 
user charges.  

144. We consider that the early investment signals and stakeholder engagement through the entire 
NLTP development process should have minimised the risk around stakeholder expectations of 
what has been included and what will be delivered from the NLTP. However, the risk around 
expectations that will not be met by the NLTP cannot be eliminated. We do expect responses 
where activities have not been included, or programmed, as some stakeholders would have 
wished. We will engage and respond as appropriate to explain the decisions made. 
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145. The reputational risk is largely around how the NLTP is perceived by stakeholders. A 
comprehensive communications and engagement plan is in place and will be fronted by the 
senior leadership team and Board members. We expect that there will be an intense period 
after publication, when we will be fielding questions from political parties (via the Minister), 
media and interested stakeholders. The information published on our website will provide the 
answers to a number of these. 

 

 FINANCIAL IMPLICATIONS 
146. While the decisions made on adoption of the NLTP to allocate and approve funding are 

substantial, there are no new financial implications that have not already been considered by 
the Board and anticipated in our SOI and financial planning. 

 

 COMMUNICATION AND ENGAGEMENT 
147. Engagement and communication with stakeholders in the development of this NLTP has been 

critical and extensive. Engagement and communication with stakeholders post your 
consideration and decisions will also be extensive and deliberate.    

148. On the 15th August 2014, we outlined our approach in the lead up to finalising this NLTP 
(Board paper 14/08/0845 refers). This approach focussed substantially upon growing and 
embedding local government’s understanding of the RLTP/NLTP process, and of their role and 
levers within it. Focussing our effort at this level was critical as the quality of the RLTP’s is a 
critical determinant in the quality and effectiveness of the NLTP.    
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149. With respect to Maori engagement, we also outlined in August 2014, the approach that would 
be followed in the lead up to this point (Board paper 14/08/0841 refers). That paper noted that 
we have obligations as a member of all Regional Transport Committees to ensure processes are 
in place for consulting with Maori in the development of RLTP’s, and an obligation to establish 
and maintain processes for Maori to contribute to decisions relating to funding from the NLTF. 
These obligations have been exercised in our participation at RTC table around the country.  

150. On the 2nd April 2015, we outlined the approach to activities surrounding the launch of the 
2015-18 NLTP (Board paper 15/04/0910 refers).  

151. In line with that paper, following today’s decisions, all our communication collateral, planned 
events, and conversations with our key stakeholders have been designed to achieve the 
outcomes and follow the principles outlined over the page. 

Outcomes 
• Positioning the Transport Agency as a smart co-investor in transport solutions for a thriving 

New Zealand 
• Positioning the NLTP itself to reflect a whole of transport system approach that recognises 

the links between road, rail, public transport, cycling and walking 
• Showing how regional NLTP investment is part of the long term programme to shape New 

Zealand’s overall transport network 
• Ensuring that local government politicians understand their role in developing the NLTP and 

that they have confidence in the decision making process 
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Principles 
• Tell a whole of transport system story, and articulate the Transport Agency’s long term view 

of the land transport network; 
• Focus on all transport modes 
• Enable direct face to face communication and governance and management levels 
• Recognise the Minister’s role and support him in that.  
• Position local government as our partners and co-investors in the development of the land 

transport network.  
 

152.  Our written collateral tells a number of stories across different slices of the NLTP outcomes.  
153. At a national level, our NLTP story covers specifically how the 2015-18 programme will deliver: 

economic growth and productivity; road safety; network resilience; efficiency of networks 
(maintenance); transport choices; an optimised network; public transport and walking and 
cycling.  

154. At a regional level, stories have been developed to outline how the NLTP investments will play 
into regional objectives as well as national objectives.  Given the links between NLTP cycling 
investments and investments to be made through the government’s’ Urban Cycleway Fund, we 
also have substantial collateral specifically focussed on the optimised Urban Cycleway 
Programme across the country.  
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155. Examples of draft narratives for Upper North Island and Southern are included in the Board 
Books Resources Centre for information. Presentations and hard copy materials are being 
prepared for the national stakeholder and media briefings and regional meetings. We will have 
copies of all the available communication collateral for you at your meeting on the 17th June 
2015.  

156. National and regional narratives and the Urban Cycleway Programme narrative will also be 
included in the information packs for national and regional stakeholders. 

157. We will brief the Minister on the NLTP and issues on 24 June 2015 prior to publishing the NLTP 
on 1 July 2015. 

158. We have previously advised you of the likelihood of early communication of the 2015-18 NLTP 
Cycling investments as part of the Ministers announcements on the Urban Cycleway 
Programme (Investment and Operations Committee paper 15/05/147 refers).  This is currently 
scheduled for Thursday 25th June 2015.  

159. An embargoed briefing for national stakeholders on the 2015-18 NLTP, led by the NZ Transport 
Agency Chair and Chief Executive, is scheduled to take place at the Transport Agency’s Chews 
Lane office on 30 June 2015. Shortly after, the Minister will brief media representatives at 
Parliament. Effectively, this will be the national public launch of the 2015-18 NLTP. This briefing 
will be complemented by regional media activity. 

160. From 1 July 2015, the Chief Executive will be joined by Board members at stakeholder 
meetings throughout the country. These have been planned to meet the needs of local 
stakeholders, and we have taken the opportunity at these meetings to ensure the Regional 
Transport Committee chairperson for each region has a clear role to play in order to position 
local and regional government as co investors in the development of the land transport 
network.  
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161. The Transport Agency website is the main repository for public information on the NLTP. As for 
the 2012-15 NLTP, the website will contain the information required by the LTMA, including an 
assessment of the NLTP, 10 year forecast of revenue and expenditure and a report of 
forthcoming transport issues. 

162. As part of positioning this NLTP with local government, Regional Directors and Regional 
Planning and Investment Managers have a critical role in ensuring our investment partners are 
aware of the implications of the NLTP decisions for their regions. Once the NLTP is launched, 
the Regional Directors will follow these conversations through with their regions in a manner 
commensurate to their needs. We will also write to Regional Transport Committees advising 
them of the activities not included in the NLTP and of the differences between ours and the 
region’s prioritisation. We are required to do this under the LTMA, and it is also good practice. 
These letters will be sent as soon as possible after the NLTP is finalised and communicated. 
 

 ATTACHMENTS 
163. There are three attachments:  

Attachment 1: Priority order of improvement profiles 
Attachment 2: List of Board and Investment & Operations Committee papers on 2015-18 NLTP 
development 
Attachment 3: Material included in Board Books Resources Centre or made available to Board 
members in hard copy 
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Attachment 1 – Priority order of improvement profiles 
 
 Benefit cost appraisal  

Strategic fit Effectiveness 
Strategic fit 
and 
Effectiveness 

1 to 2.9 
 

3 to 4.9 
 
 

5+ 
 
 

 

H H HH Priority 3 Priority 2 Priority 1 Activities with 
these profiles 
progress to activity 
business cases. 

H M HM Priority 4 Priority 3 Priority 2 
M H MH Priority 6 Priority 5 Priority 4 
M M MM Priority 7 Priority 6 Priority 5 
H L HL Low strategic fit does not progress 

beyond strategic business case.  
Low effectiveness does not 
progress beyond programme 
business case. 

A decision gate 
that integrates with 
the business case 
approach. 

M L ML 
L H LH 
L M LM 
L L LL 
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Attachment 2 – List of Board and Investment & Operations Committee papers on 2015-18 
NLTP development 

 
A full record of the discussion and resolutions associated with the papers is available in the 
Board Books Resources Centre. 
 
a. 2015-18 National Land Transport Plan: Early planning and investment signals and 

programme focus (Board paper 13/12/0775). 
b. 2012-15 NLTP mid-term progress and 2015-18 development update (Board paper 

14/02/0800). 
c. Update on the development of the Investment Assessment Framework (I&O Committee 

paper 14/07/117). 
d. 2015-18 NLTP development process changes (Board paper 14/07/0822). 
e. Maori Engagement in the National Land Transport Programme (NLTP) (Board paper 

14/08/0841). 
f. 2015-18 NLTP Engagement and communications plan (Board paper 14/08/0845). 
g. 2015-18 NLTP development investment signals (Board paper 14/08/0849). 
h. Key changes to the Investment Assessment Framework for the 2015/18 NLTP (Board 

paper 14/08/0854). 
i. Finalising the Investment Assessment Framework (Board paper 14/12/0890). 
j. Inputs to 2015-18 NLTP Development (Board paper 15/03/0899). 
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k. Emerging cycling investment and delivery programme scenarios (I&O Committee paper 
15/03/134). 

l. Update on Influencing Regional Land Transport Plans (I&O Committee paper 15/03/136). 
m. 2015-2018 NLTP – engagement and communications approach for public launch (Board 

paper 15/04/0910). 
n. NLTP development decisions: endorsement of indicative investment levels for 

programmed activities (Board paper 15/04/0913). 
o. Cycling – The Agency’s Role, Our Work Programme and Shaping up the Cycling 

Investment Programme for the 2015/18 NLTP (I&O Committee paper 15/05/147). 
p. 2015-18 NLTP development – improvement activities and other programmes (Board 

paper 15/05/0922).  
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Attachment 3 – Material included in Board Books Resources Centre or made available to 
Board members in hard copy 
 

1. Board and Investment & Operations Committee papers on 2015-18 NLTP development – 
summary of content and decisions. 
 
Three tables of activities, being: 

2. Activities recommended for funding approval 
3. Activities recommended for inclusion in the NLTP 
4. Activities assessed as not to be included in the NLTP. 

 
5. Draft Road Policing Programme for 2015-18 

 
6. Summary and overview of the 2015-18 NLTP recommended investment levels. 

 
7. Activity class structure table from GPS 2015. 

 
8. Two examples of draft communications resources for release when the NLTP is published on 

1 July. 
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