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Left: Prototype Designline 302 lays over at the Interchange on 27 November 2007
not long after its repaint into Go Wellington colours but before any company
branding was applied.

Front Cover: Turning the clock back fifteen years to 15 February 2004 we find Volvo 268 powering up Cleveland Street in Brooklyn on its way
to Kingston. At this time Stagecoach was the main operator of the Capital’s bus services, however, a year later they sold their bus interests to
Infratil and as a result Go Wellington became the new brand. Many of the Volvos saw out another five years service but none were painted
into the new company’s yellow and black colour scheme. 268 ran until the very last day of operation on 16 November 2009 and was one of
three examples saved for preservation. It can presently be found at the Trolleybus Museum at Foxton.
Please Note: Under the Wires contains facts, views, opinions, statements and other content and links to external websites. Reasonable efforts are made to include accurate and current information but the Editor
makes no warranties or representations as to the accuracy, value or safety of the published items. No liability or responsibility can be taken for errors or omissions.
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On 16 May, the Government announced a $6.4 billion transport project in Wellington with the aim of freeing up traffic in the Capital’s CBD
by introducing a mass transit system with an improved bus network. The project associated with “Let’s get Wellington Moving” will be
undertaken over the next twenty years, though much of the major detail is vague. The eye-watering figure can no doubt be expected to
increase, as other large-scale developments have, especially when talking about something taking two decades. Don’t expect anything to
start soon, in fact for years – there will be plenty of consultation, talk-fests, hearings and court challenges on the horizon before the first
sod is turned. And this before any decision has been reached on what mass transit system will be employed. I doubt if I will see the fruits
of this project in my lifetime. Regional Council Chair Chris Laidlaw is reported as saying “That is why mass transit needs to be introduced
alongside a bus network that is given far more priority within the city than it currently has. Work on bus priority needs to begin
immediately while we finalise the best option for mass transit." The present “bustastrophe” pales into insignificance when compared to
this monumental project. Perhaps it would be good if the Regional Council could get the bus network functioning well first before they
start meddling in this behemoth. Amazingly, one of the first projects to “get Wellington slowing” is to install a set of pedestrian/cyclist
traffic lights in 70kph Cobham Drive, one of Wellington’s busiest routes to the eastern suburbs and Airport! Due to the nature of this
important announcement there is consequently comprehensive coverage, starting on page 14.
“A Metlink Presentation” was held last month on 9 May at Harbour City Funeral Home for residents of the eastern suburbs. With a lot of
unrest from commuters in this part of the city the meeting was no doubt anything but funereal.
NZ Bus once had a presence in the Hutt Valley with a large depot and signing on area adjacent to Waterloo railway station. With the loss of
the contract to Tranzurban in this area the yard became surplus to requirements. The Regional Council purchased the land and it will now
become another station car park. By the middle of May the wash bay and workshop had been demolished. More on page 36.
The life of the late Markus Lang was celebrated at a private function on 13 May near the western portal of the Karori tunnel. Markus lived
in Karori, was a plumber by trade and was a keen photographer of buses, particularly trolleybuses. At the time of his untimely death in
2014 he left behind a huge photographic legacy which passed to the care of The Omnibus Society. Markus’ work has been reproduced a
number of times in past issues of UTW. With local Council approval, a plaque and sculpture was placed near the tunnel entrance, a place
that during his life Markus would pass numerous times. See page 41.
Cancellations of bus services have continued on a daily basis throughout the month. NZ Bus users faced more disruption on 21 May when
Tramways Union members held their Annual General Meeting. Most routes operated by NZ Bus were consequently empty of buses for
around five hours only resuming mid afternoon. With Route 91 to the Airport unavailable and the alternative Route 2 off the road
passengers to the Airport had to find other means of travel during the stop work meeting. At the meeting an announcement was made by
the Minister of Transport about changes to contracting out of bus routes in future. See page 20.
A recent Metlink announcement suggests that like train passengers bus commuters will soon be hearing on-board messages during their
bus travel. On 25 May they announced... “Soon you may notice a new on-board announcement service when travelling on one of our
Metlink buses. We’re testing ways of helping customers who are either unfamiliar with the area and the bus network, and importantly
people who have impairments or disabilities. For a few weeks from the end of May, if you travel on Route 1 or 32x, we will be testing onboard announcements on one of our electric double deckers. This is the very first phase of coming up with a way of ensuring everyone gets
the information they need. So, how will it work? The announcements will help to let you know what route you’re on, what the end
destination is, and which stop you’re at. Don’t worry, we’ll be working hard to make sure there’s not too much talking – just enough to
ensure everyone’s reliably informed. The On Board Announcement tests are being designed with Wellington in mind, and if you have any
comments or suggestions, we’d love to hear them. We’re determined to make the finished product something that really works for the
Wellington region. You can call 0800 801 700.” I sincerely hope that each bus stop is not announced. However, I expect in addition, plenty
of feel-good “welcome aboard this Metlink service to ...” and “thank you for travelling with Metlink” messages. I just wish Metlink would
get the bus network functioning properly before they try these clever add-ons. I predict the days of a quietish commute will soon be over.
The Tramway Historical Society at Ferrymead in Christchurch recently announced “As part of the
planned refurbishment of our trolleybus circuit – the last currently operable trolleybus line in New
Zealand – we recently took delivery of nine poles on 30 April.” The Society needs to replace a number
of “time expired” trolley poles meaning trolleybuses are currently not able to be run on their street
circuit. Also, some of the street-side trolley poles need back-staying and/or bracket arms fitted to
allow the raising of the trolleybus overhead to a consistent height and remove “sag”. Meanwhile, exDunedin trolleybus 79 has recently been repainted, and now just needs fittings and fixtures, signwriting etc to be completed. Photo: Dave Hinman – Ferrymead Tram Tracts magazine.
Kilbirnie bus hub opened on 18 November 2018. This grand sounding affair consisted of three new
bus shelters, two on the inbound side of Evans Bay Parade and one on the outbound side. Separating
the two road lanes has been an unsightly unfinished island dotted with the inevitable cones. Metlink announced that on 29 May work was
to begin on a new safety barrier. “The fence is being installed to help keep people safe when they cross the road,” we were informed by
Metlink. Some stops will be temporarily closed or relocated – more upheaval. It makes one wonder why the job wasn’t completed in the
first place, and didn’t people’s safety count for the last six months?
With such a large issue, exacerbated once again by much media comment on our buses, the feature on Wellington’s Cable Car which was
to appear this month will now be held over to another edition.
Enjoy your read.

Alan
THANKS TO THIS MONTH’S CONTRIBUTORS:
David Parsons, Henry Brittain, Phil Waters, Graeme Inwood, D.L.A. Turner, Graham Long,
Bryan Blanchard, Tom Douce and all who provided feedback.

4

A FOCUS ON 348 - LOOKING BACK AT ITS LIFE, YEAR BY YEAR

Right: The first two examples of the new
Designline fleet of trolleybuses (331-332) were
commissioned in late 2007. I first spotted 348 a
year later, on 22 December 2008. Here it is
leaving stop B at the Interchange with a service to
Kingston, pursued by Volvo 261 heading for Aro
Street. The pair will travel the same route as far
as the end of Victoria Street where they will go
their separate ways.

Left: On 4 March 2009, 348 is travelling towards the Interchange,
not in service, via Dixon Street. This was part of the inbound route
for many bus services until the reorganisation of Manners Street
into the main thoroughfare the following year. Note the display –
GO WELLINGTON;
this was not
often
shown,
rather
the
ubiquitous ‘Not
in Service’.

Right: In this view, 348 is climbing the last few metres of Crawford Road from Kilbirnie
before the road merges with Constable Street. On 10 November 2010 348 is engaged
on an 11 duty between Seatoun and the Railway Station. Houses on the Miramar
peninsular can be seen in the background above the trees. The driver can ease off the
power in a moment to glide downhill all the way to Newtown.

Left: Working another 11 duty, 348 is seen this time in
Rongotai Road, Kilbirnie and is crossing Bay Road as it
heads east towards Seatoun on 4 July 2011. The
overhead has now gone, as has Route 11 and all bus
services heading east now turn left into Bay Road and
then right into Evans Bay Parade to reach the Kilbirnie
bus hub.

Left: The era of advertising on 348 had arrived by the date of this
photograph, 1 November 2012. This is the special work at the
intersection of Taranaki Street/Courtenay Place/Manners Street. The
view is up Taranaki Street, once the route of 10 and 11 trolleybuses.
348 is turning into Manners Street on yet another 11.
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Right: The Southern Rata in the grounds of the Old Government
Building opposite Parliament always adds a splash of colour in
January and when trolleybuses still ran it helped make a colourful
photograph. With only a few more metres to travel 348 is about to
enter the Interchange. It is working a Route 7 from Kingston on 25
January 2013.

Below: Johnston Street is a side street off Lambton Quay. On 11
December 2014, 348 with poles down had to make a detour this
way then turn right at the traffic lights into Featherston Street to
then rejoin the route in Hunter Street. The nature of the incident
which required this diversion is not recalled.

Below: Not far from the site of the last
photograph but this time in Featherston
Street, 348 has “spat the dummy” and is
being towed unceremoniously back to
Kilbirnie depot by the Shiftman truck on
15 September 2015.

Above: Another striking side advertisement, this time for Huawei, is on the side of 348 seen pulling away from the last stop in Lambton
Quay before the Interchange. Wet days made for nice trolleybus reflections as seen in this 27 June 2016 photograph.

Left: And so to the final year of operation. The last time I recorded
348 at work was on 7 September 2017 again opposite Parliament
in Lambton Quay and again working another 11. It is thought 348
was withdrawn not long afterwards as it was seen parked inside
Kilbirnie depot from then on.
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KILBIRNIE QUINTET
The majority of the surviving Wellington trolleybuses are stored out of use at the depot in Kilbirnie with a small number
under cover at the satellite depot at Karori, with some not having seen service for a number of years. All were
withdrawn on 31 October 2017. Since that time little has changed other than for some re-arranging in terms of getting
the maximum number of vehicles into the smallest amount of space. That said, photography is still possible and thanks
to NZ Bus assistance and permission the following photographs show some of the fleet in a slightly different pose...

Left: The rear of 382 is framed by one of the support structures at the depot.

Above: Advertising on the off-side of an adjacent trolleybus seems to scream out at the
sad state of its colleague alongside.

Right: 337’s licence fee expired in July 2016. Looking at photographic records of this
trolleybus it would probably be right to say that is hasn’t turned a wheel in over three
years. I last photographed it in service in May 2015. Over the years various bits and
pieces have been removed or replaced but it never got back out on the road again. In
the meantime some pigeons roost above and leave their tell-tale mess.

Left: The empty rear
component compartment of
Wrightspeed
experiment
362. Whatever was once
here has been stripped out
– the project presumably
over. Where once there
were high hopes of
converting not only the
trolleybuses to a new form
of power, but diesels as
well, the reality has come to
nought.

Left: “Do Not Operate” says the label attached to the mould encrusted steering
wheel. There’s little chance of that – the dashboard wires are pulled out for starters,
there’s no power in the depot and the vehicle is severely boxed in!

These photographs were taken on 24 April 2019.
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THEN AND NOW AT LYALL BAY

Left: On 10 November 2014, 378 is awaiting departure
for Karori Park.
Above right: With trolleybuses long gone from this
location the void has been filled by diesel buses and
more recently ADL Enviro500 double-deckers. On 24 April 2019, 5080 awaits departure time with a service to Wellington Station. Route 3
was once the longest trolleybus route in Wellington extending from Lyall Bay to Karori Park. Since July 2018 the route has been altered
and now only goes to the Interchange. It also follows the path of the old Route 11 between Newtown and Manners Street. Karori is now
serviced by Route 2. Gone are the days when buses left this location roughly every ten minutes. The southern end of the route is now split
with alternate services going to either Lyall Bay or Rongotai (on the western side of Wellington Airport). The two portions separate and rejoin at the southern end of Onepu Road. Therefore there are fewer buses to be found along this part of the Lyall Bay route to the old
trolleybus terminus.
---------------------------------------------------------------------------------------------------

Left: Former trolleybus 361 was converted to battery power.
It first appeared in this guise a year ago and for much of this
time has been operating between the Interchange and
Wellington Airport on Airport Flyer duties. Outside of the
peak periods when it usually works it is a rather shy bird but
on 1 May it passed through the Interchange towards the CBD
just before midday, destination unknown.

Right: I could have made this a mystery object but Henry Brittain would have
been first to identify it and in fact it was he who alerted me to this. The sharp
eyed will find one of these on both sides of the Kelburn Viaduct high up on the
supporting piers. They date from the tram era and are insulators attached to a
small length of span wire which was severed when the trolleybus system was
installed in 1954. They remain on two of the piers either side of the road. They
would have been installed when the viaduct was completed in 1931.

Left: A view looking towards Karori of the viaduct and supporting piers when
overhead still hung beneath. Note the power feed cables almost below
Upland Road that travels above across the gully.
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SPOTLIGHT ON
BUSES

WHAT THE MEDIA HAVE BEEN SAYING...
A round-up of the stories that have made the pages and websites

Unions and bus companies granted exemption to deal with
new break legislation
Unions and bus companies will be able to work together to get around new meal break
rules which had threatened to cancel thousands of bus services a day. But Transport Minister Phil Twyford was not able to guarantee the
arrangement would not still cause disruptions to bus services. The Government announced on Tuesday a new land transport rule had been
approved by Cabinet which would make bus operators exempt from the new rules, which come into effect on Monday. The new
legislation, introduced under the Employment Relations Amendment Bill, will entitle workers to a 10-minute break after two hours, and a
30-minute break after four hours. Currently, bus drivers can be required to work up to 5½ hours without a break. The New Zealand Bus
and Coach Association (BCA) said the changes would have resulted in thousands of cancellations every day across the country, because
extra buses and drivers would have been required to cover drivers on breaks. Greater Wellington Regional Council, which runs
Wellington's public transport network, estimated it would have needed 80 extra drivers and 30 additional buses to deal with the
disruptions. But after weeks of negotiations between bus companies and unions, mediated by Twyford and Workplace Relations and
Safety Minister Iain Lees-Galloway, a new rule has been passed to give bus companies greater flexibility. The changes to the Employment
Relations Act will require employers and employees to reach agreement on rest and meal breaks together. If an agreement cannot be
reached, rest breaks will need to be taken in the middle of a work period. "The operators have risen to the challenge of a very complex
scheduling task; the unions have been constructive and accommodating by giving operators the flexibility to schedule breaks to minimise
disruption; and the councils have been flexible in the timetabling of services. "Our Government believes that bus drivers, like all workers,
deserve fair breaks. This is not only an issue of fairness, it is an issue of public safety for passengers and other road users," Twyford said.
Lees-Galloway said in addition to the new rule, councils, union heads and bus operators had agreed on a memorandum of understanding.
"This sets the foundation for working together to transition the bus industry to the new breaks in a fair and efficient way, and to then
work to address wider issues affecting the industry." But Twyford said the Government could not give an "iron-clad guarantee" the
changes would not result in cancellations. "This is a very complex and challenging thing we're dealing with. "I think that most of the bus
services will be able to accommodate a break for drivers without any trouble. "A good proportion of them will require some rejigging [of
timetables], and there may be a small number where services may be disrupted," Twyford said.
Source: Stuff. 30 April 2019. https://www.stuff.co.nz/dominion-post/news/112339830/unions-and-bus-companies-granted-exemption-todeal-with-new-break-legislation
------------------------------------------------------------------------------------------------

Wellington City councillors raise concerns about review into bus network revamp
A key figure in Wellington's bus botch-up will lead a review into the design of the troubled network. Wayne Hastie, (right) the former
general manager of public transport at Greater Wellington Regional Council, played a key role in the planning and rollout of the
revamped network, which has led to persistent problems including lateness, overcrowding, and cancellations. It also caused
significant unrest among communities where routes, or parts of routes, were removed, and where commuters needed to change
buses when they previously did not need to. Hastie's new role as general manager of strategic programmes includes overseeing the
regional council-led review of the network overhaul, which was introduced in July. It comes after a separate review by an
independent consultancy firm last year into how the new system was rolled out, which found the council team responsible was not
equipped for the job. Wellington City councillor Simon Woolf, who is proposing to start a charter bus between Karori and central
Wellington in response to frequent cancellations and overcrowding, said Hastie's appointment was highly concerning. "To make a
decision like they've made, where a person who has been involved is now being put into the forefront of a review, is something that
Greater Wellington Regional Council has not handled well at all. "By placing this person in that position, it's completely unfair to him. He's
got oversight of a review into the processes that he was involved in implementing." Woolf revealed he raised concerns about the
appointment with council chairman Chris Laidlaw months ago, and asked whether he was comfortable with the decision. Laidlaw
reportedly told Woolf he was, because "externals" would also be involved in the review. However, he was not able to say who those
personnel were. Fellow city councillor Diane Calvert also expressed concern with Hastie's appointment. "For it [the review] to be headed
up by the same person who is responsible for developing the initial solution in the first place seems a bit odd." The blame for the decision
lay with the regional council's governance team, Calvert said. "Their role is to ensure that this assurance exercise is
conducted appropriately. They've been very quiet about it, and even on the rationale about why they're comfortable with it." City
councillor Sarah Free, who holds the walking, cycling, and public transport portfolio, said it would have been "cleaner" if someone from
outside the project had been in charge of the review. In a statement, Laidlaw said Hastie would be managing the programme, the same
role he had in the earlier independent review. The review would also involve a councillor reference group, the independent Public
Transport Users' Group, and an independent contractor with extensive public transport expertise, Laidlaw said. "The major part of the
work - engagement with communities suburb-by-suburb - will be led by an independent research company. "We are totally committed to
a process that provides people with a genuine opportunity to engage in a meaningful way, and designing a consultation process that gives
the community a range of options to work through and prioritise."
Source: Stuff. 30 April 2019.
https://www.stuff.co.nz/national/112337251/wellington-city-councillors-raise-concerns-about-review-into-bus-networkrevamp
Right: Chris Laidlaw’s response to the above article. The Dominion Post 2 May 2019. The review may well be “owned by the community”, but
what impact will “the community” have on the final Regional Council decisions? Hastie is General Manager Strategic Programmes at GWRC.

9

Bus owners and drivers reach agreement on flexibility for new meal breaks
Report from RNZ
Bus drivers have reached an agreement to avoid what operators said could have been thousands of cancelled services when new laws on
meal breaks come into force next week. The Employment Relations Amendment Bill coming into force on 6 May requires that employees
receive two 10-minute rest breaks and a 30-minute meal break across an eight-hour day. Some companies said the changes would mean
drivers would have to take breaks in the middle of service runs, which would throw everything off schedule. But bus companies, councils,
unions and the government reached a provisional agreement in a memorandum of understanding late last week. That means all drivers
get their breaks, so long as they are very flexible about when they get them. Tramways Union Wellington secretary Kevin O’Sullivan said
some drivers would need to take breaks at the beginning or end of their routes, to minimise disruption. “The breaks will be either paid or
compensated for. So the companies have worked out where breaks can be taken in duties, where they can’t be taken they’ve been tacked
onto the start or finish time of some duties. And in a small number of cases they can’t be taken at all, and in those cases I do believe some
services may have to be cancelled,” he said. “The government has given the parties 12 months in which to … make the industry fully
compliant with the new legislation. Some drivers would be behind the wheel for up to four hours at a time before getting a break, Mr
O’Sullivan said, meaning they would be paid for four hours and ten minutes. Operators had found a way to incorporate a break in the
longest shifts drivers currently work, which were five and a half hours long, he said. “Very, very few” shifts that long would have no break,
he said. The bus operators would have a year to rework rosters, timetables, and add more buses and drivers, so they could fully comply
with the new law. The unions looked forward to being involved in that process, Mr O’Sullivan said. A formal announcement on the deal is
expected later this week.
News from NZ Government
A new land transport rule agreed to by Cabinet aims to help avert thousands of bus services being cancelled and give bus drivers the rest
breaks they need to keep passengers safe, Transport Minister Phil Twyford announced. The new rule is in response to concerns raised by
councils, bus operators and unions that new rest and meal break entitlements, which come into effect on Monday 6 May, would cause the
cancellation of numerous daily bus services. The changes to the Employment Relations Act require employers and employees to reach
agreement on rest and meal breaks together. If agreement can’t be reached rest breaks are to be taken in the middle of a work period.
Phil Twyford said the new rule gives flexibility to bus operators when scheduling rest breaks for bus drivers. “I want to thank all parties for
trying to make this work: the operators have risen to the challenge of a very complex scheduling task; the unions have been constructive
and accommodating by giving operators the flexibility to schedule breaks to minimise disruption; and the councils have been flexible in the
timetabling of services. “Our Government believes that bus drivers, like all workers, deserve fair breaks. This is not only an issue of
fairness, it is an issue of public safety for passengers and other road users. This regulatory intervention is intended only as an interim
solution while operators adjust their schedules to implement the changes.” Phil Twyford and Workplace Relations and Safety Minister Iain
Lees-Galloway held meetings at Parliament with bus operators, councils and unions to find a way to manage the transition to the new
rules on breaks with minimal disruption to passengers. Iain Lees-Galloway said in addition to the new land transport rule, councils, union
heads and bus operators had agreed on a Memorandum of Understanding. “This sets the foundation for working together to transition
the bus industry to the new breaks in a fair and efficient way, and to then work to address wider issues affecting the industry,” Iain LeesGalloway said.
News from BCA
The Bus and Coach Association NZ (BCA) says it is committed to working alongside the government, regional councils and bus driver unions
as the sector introduces the new driver break rules prescribed in changes to the Employment Relations Act which take effect from Monday
6 May. BCA chief executive Barry Kidd said the sector has signed up to a Memorandum of Understanding (MOU) which commits the
parties to work collaboratively to try and minimise the logistical issues and transport disruptions the changes will create as bus rosters are
changed. “We are grateful for the efforts of the Minister of Transport and Minister of Workplace Relations in creating the MOU. Bus
operators, who have all signed the MOU, are committed to making sure they comply with the new rules. “The recent changes to the
Employment Relations Act, which take effect from next Monday, formalise breaks for bus drivers. While this is a move supported by
industry, it does create challenges, particularly in the major cities at peak time, with the need for new rosters. “The BCA and our members
have for some time been working with the Ministers, officials, regional councils, unions and drivers to assess the likely level of disruption
from the legislative changes and to take steps to minimise it as we shift to new driver rosters. As all the parties sort through these issues,
bus users might need to be prepared for some disrupted services. We hope they can be patient, and even consider alternative modes of
transport if their regular service is impacted. “Ultimately the solution will need more resourcing to provide more drivers and buses. We
will keep talking to regional councils and the government on that, as part of the wider discussions about investing in public transport to
relieve congestion on our roads and getting people to where they need to be,” Mr Kidd said.
Source: Scoop: 1 May 2019. http://wellington.scoop.co.nz/?p=118248
------------------------------------------------------------------------------------------------------------

Greater Wellington Helps Avert Bus Cancellations
Press Release: Greater Wellington Regional Council 1 May 2019.
Greater Wellington Regional Council has helped usher in changes to upcoming employment legislation to give bus drivers the rest and
meal breaks they are entitled to and avoid the unintended consequence of thousands of bus services being cancelled across Wellington
and the rest of the country. Greg Campbell, Chief Executive of Greater Wellington represented regional and unitary councils and Auckland
Transport in talks with the Minister of Transport, unions, and bus operators to agree a new land transport rule that gives flexibility on
when breaks can be taken for the next twelve months. “Drivers are the backbone of the public transport industry in New Zealand and
councils fully support these changes. The challenge for operators was how to implement rest and meal breaks at such short notice without
cancelling thousands of services – this agreement achieves that by providing flexibility on when breaks can happen,” said Mr Campbell.
“Metlink operators are now applying this flexibility and are working hard to ensure there will be no cancellations across the region as they
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build towards maximum compliance with the legislation,” said Mr Campbell. The rule change incorporates a transition period, to give
councils, unions and bus operators time to work collaboratively on adjustments to scheduling, rostering and timetables to work out when
breaks can be taken to minimise service disruption. During the transition period, the NZ Transport Agency will monitor the scheduling of
rest and meals breaks. “This is an important step forward, showing what can be achieved when we all work together,” added Mr
Campbell. In the negotiations a memorandum of understanding was struck between operators, unions, councils and the government, with
the Minister of Transport undertaking to investigate systemic issues in the industry that need addressing to grow and strengthen the
industry.
-------------------------------------------------------------------------------------------------------

Traffic lights at Seatoun Tunnel during quake strengthening
News from WCC
Work starts next Monday (6 May) to install traffic signals outside both entrances to the Seatoun Tunnel in preparation for the upcoming
earthquake strengthening. The installation work is scheduled to take five to six weeks, finishing mid-June, weather permitting. Crews will
be working between 9am and 4pm from Monday to Friday. There will be about one week during the installation project where work will
occur overnight to allow crews to install cables through the tunnel. When crews are working
at night there will be no work during the day. Occasionally access through the tunnel will be
reduced to one lane with traffic controlled by a stop/go process. The traffic signals are being
installed to manage traffic during the earthquake strengthening work in the tunnel which is
scheduled to start early August 2019. This is part of an ongoing programme to improve the
safety and accessibility of Wellington’s earthquake prone structures. “This work will
occasionally be noisy and is likely to result in some delays for road users,” says Faiz Tawfeek,
Wellington City Council Team Leader Structures. “We will be doing all we can to minimise the
impact of this work on locals, visitors, and businesses.” In the event of unsuitable weather or
other unforeseen circumstances, work may be postponed. There may be some restricted car
parking on Ferry St and Broadway at times.
Source: Wellington Scoop. 2 May 2019.
Right: 376 entering Seatoun Tunnel on 12 April 2011. Photo: Alan Wickens.
Yes, you read that right, five to six weeks, weather permitting, just to install the traffic lights!
The tunnel, constructed between 1906-7, is 144m (470 feet) long, and 8.2m (27 feet) wide.

---------------------------------------------------------------------------------------------

Bus crisis sparks war of words between Wellington's city and regional councillors
City and regional councillors took to their keyboards in a war of words as voters fired off emails to city councillors blaming them for
the capital's bus crisis. Emails between Wellington City councillors and Greater Wellington Regional councillors released under the Official
Information Act reveal heated exchanges between councillors in both organisations before and after changes to the city's bus network
were made on July 15. They also show confusion among the general public over the roles of the two councils with many members of the
public blaming city councillors for the bus network changes when the regional council actually operates and runs the bus network.
Regional councillors fired back at their WCC counterparts with one accusing a councillor of being "sanctimonious", asking another to stop
sending group emails with complaints, and levelling insults over the city's handling of the Island Bay cycleway. Rongotai MP and former
Deputy Mayor Paul Eagle said he would be happy to act as a mediator between the two organisations after being blind carbon copied into
some of the emails. "The frustrations have boiled over so badly now people won't talk to each other." Many of the emails were prompted
by complaints to city councillors from members of the public about the buses. City councillors Chris Calvi-Freeman, Diane Calvert, Simon
Woolf, and Sarah Free appear to have been the most prolific at forwarding those complaints on. A month after the bus changes came
through Woolf told regional council chairman Chris Laidlaw: "You need to be upfront, and discontinue the comms spin." Laidlaw replied:
"There have been numerous times in the last couple of years when we regional councillors could have openly called on WCC to get its act
together over issues like botched cycleways and on-street parking but we have chosen not to in deference to the other council." Months
before the network was due to change over, WCC councillors discussed more direct action too: postponing a vote on a bus stop in
Broadmeadows to force a change in one part of the bus network. Calvi-Freeman wrote that the delay would encourage GWRC to "kindly
reconsider" a decision to run a two-way bus route through Broadmeadows as part of their network changes. The most colourful responses
to city council complaints came from regional councillor Daran Ponter. On Thursday Ponter said he stood by those comments which
included calling Woolf "condescending and sanctimonious" and throwing a sarcastic barb at Free: "Sarah, do you want to put your
megaphone away?" Mayor Justin Lester said his role was to make sure the two organisations could work together while also defending his
own councillors' views. "It would be politically easy for me to blame the regional council and throw them under the proverbial bus, I
choose not to do that." Eagle said the city council had now gone direct to GWRC's bus provider, NZ Bus, for briefings on the bus situation.
Wellington Chamber of Commerce Chief Executive John Milford said both councils were interdependent when it came to buses and he
would expect "robust discussion" had taken place over the bus network changes. "You would hope turf protection doesn't come into it
and that they're both working for the good of the ratepayers and the public."
BUS BREAKDOWN - THE DIFFERENCE BETWEEN WCC & GWRC
* Greater Wellington Regional Council runs the buses and operates the bus network for Wellington city and the greater Wellington region.
* Wellington City Council is responsible for bus stops, bus lanes and bus priority signals at traffic lights for buses within the city area.
Source: The Dominion Post. 2 May 2019.
https://www.stuff.co.nz/dominion-post/news/wellington/112405569/wellington-city-council-and-greater-wellington-regional-council-inemail-battle-over-new-bus-network
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Left: Letter to The Dominion Post on 4 May 2019 in
response the Cr. Laidlaw’s letter on page 8.
Left: Letter to The Dominion Post 7 May 2019.

Right: Letter to
The Dominion Post on
6 May 2019.

Right: The vast majority of
the forty-nine cancellations
on Sunday 5 May were
Tranzurban (non) operated.
See article below. Dave
Armstrong has a word or two
to say about Tranzit and
driver shortages. He is now
referring
to
it as
a
‘Tranztastrophe’. Tranzit as
well as NZ Bus are actively
seeking more staff.

Never on a Sunday - the new rule for Wellington buses
By Dave Armstrong*
WTF?! 58 cancelled buses on a Sunday! Nearly a year after the new bus contracts and network came into operation, six months after the
Greater Wellington Regional Council (GRWC) reached its self-imposed deadline to fix network problems, nearly half a year after
GWRC chairman Chris Laidlaw said "I can't think of anything in particular," when asked if he would do anything differently with the new
network, the Bustastrophe continues. This past Sunday – yes, that's the day with no rush-hour, so no need for split shifts and when you
would think it quite easy to find drivers, especially if you paid them penal rates – we had almost 60 cancellations. And the vast majority –
49 out of the 58, according to GWRC – were on Tranzurban routes. Yet if you've been following comments from various GWRC councillors
and officials, you'd be forgiven for thinking it is NZ Bus, not Tranzurban, who is the devil incarnate. "NZ Bus have turned out to be the least
successful of all the bus companies," said Laidlaw on a day in March that can't have been a Sunday. "We were counting on them when the
new network was launched to be the mainstay, but instead they got worse, while Tranzit [which operates Tranzurban Wellington] got
better." If 49 cancellations on a Sunday is getting better, I'd hate to see what Laidlaw thinks is getting worse. Will he now publicly berate
Tranzurban for its appalling service the same way he did NZ Bus? The only official reason given for the Tranztastrophe was "driver
shortages". We know that already, but what exactly is causing the driver shortages? People are missing their last bus home or having to
walk for hours. Not everyone can afford, or is able, to take a car or Uber it. And why is Tranzurban suddenly experiencing large-scale staff
shortages? If GWRC councillors are to be believed, this is a happy, family-run company that plans ahead and has a large pool of keen staff.
Why, if something goes wrong, chirp the councillors, the owners and management are there to roll up their sleeves and muck in – here a
Snelgrove, there a Snelgrove, everywhere a Snelgrove. Because of GWRC's lack of tranzparency, we can but speculate. The new rest breaks
regulations brought in by central government have caused minor shortages in other regions. However, thanks to intervention by Transport
Minister Phil Twyford and various bus owners and unions, many potential problems have been averted. But it's quite difficult to negotiate
new rest break rules with workers when, like Tranzurban, you don't recognise the union. In contrast, NZ Bus seems to have been able to
deal with the rule changes relatively simply. Unions can be quite useful to management at times. Or was Sunday's Tranztastrophe due to
simpler issues, such as pay? Is it because, as an NZ Bus driver suggested, earning up to $41 an hour working on a Sunday for NZ Bus is far
more lucrative than earning $22 an hour for Tranzit? Or perhaps, like all good companies, Tranzurban is just a weeny bit busy. The Sunday
before Tranztastrophe Sunday, for my sins, I decided to cycle to the railway station and catch a train out to the Hutt for a sports game. I
should have checked first, and found the service replaced by buses, because of track maintenance, as it was last Sunday. The cheerful rail
staff told me there would be a bus only five minutes after the advertised train. Great. Thirty minutes later the bus arrived, and it was
Tranzurban. Perhaps the free market rules, and Tranzurban finds it more cost-efficient to run lucrative train replacements, even if it means
having to cancel bus services in places like Island Bay and Mornington. Last Sunday, buses from Kingston were scarcer than an Eastern
Ward councillor at a Shelly Bay meeting. For me it meant being 20 minutes late to a game to which a train would have got me half an hour
early. That fact that my team scored two goals in my absence and conceded two once I joined is beside the point. Even though my cycle
ride to the railway station and back was more enjoyable than the bus trip, it's become far more dangerous to cycle since the new bus
routes came in. According to the Island Bay Healthy Streets blog, GWRC data shows that there has been a 64 per cent increase in
complaints about poor bus driving around people on bikes since the network changes. A third of these complaints were made not by
cyclists but by witnesses, usually a bus passenger. It's a pity that Tranzurban can't currently find enough drivers to run its Sunday services.
It's also a pity than, when unions have tried to engage – including approaches from former high-ranking, moderate unionists –
Tranzurban has been uninterested. For GWRC to condone, and in some cases vote to support, this anti-union behaviour is disgusting,
especially when some of those involved previously used the word "Labour" to get themselves elected as MPs.
Source: The Dominion Post. 7 May 2019.
https://www.stuff.co.nz/dominion-post/news/wellington/112493561/never-on-a-sunday--the-new-rule-for-wellington-buses

* You can hear Dave Armstrong talking with Jesse Mulligan on Radio New Zealand about Wellington’s bus cancellations and issues:
https://www.radionz.co.nz/national/programmes/afternoons/audio/2018694111/wellington-bus-cancellations
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Advertisement in The Dominion Post on 8 May 2019.
Right: Letter to The Dominion Post 9 May 2019.

Why we need more bus drivers, as well as compromises
By Mike Flinn
The decision to defer the introduction of changed rest breaks for bus drivers is welcome news for passengers. Changes to the Employment
Relations Act would have required new minimum requirements for bus drivers’ rest and meal breaks from Monday. Cabinet has now
approved a postponement for one year and during this time a Steering Group has been established to work with operators, employee
representatives and funders (eg the Regional Council) to oversee the implementation. A Memorandum of Understanding has been signed
by representatives of these groups and the Ministers of Transport and Workplace Relations and Safety. The Steering Group includes
representatives from each Ministry, the Transport Agency and each group, with the Ministry of Transport representative being the Chair.
In the transition period of one year, the Transport Agency will “monitor the scheduling of rest and meal breaks” and the Ministry of
Transport will investigate “systemic issues in the industry that need addressing to grow and strengthen the industry”. The deferral gives
time for Wellington bus operators to increase the number of bus drivers so that cancellations are eliminated. The changes to Wellington
timetables introduced last July and updated in November and February have so far mainly just patched up the worst of the original
shortages in peak hour trips. More needs to be done in the proposed GWRC Review to make the timetables more resilient and acceptable
for passengers – which will need more drivers. Other routes need complete review and updating – which is likely to also need more
drivers. Real improvements to services for passengers were few on 1 July and more are now needed to make services more attractive –
and these are likely to require more drivers. Implementation of the Act’s requirements will be difficult, and compromise will be needed. In
my two previous articles Waiting at the Bus Stop and No News is Good News I touched on what options could be defined as a break,
depending on circumstances and also the time required to provide the specified break for various options along a route. The round trip
travel time can be long, as the two cross-town frequent routes in Wellington have round trip times of around 140 minutes and 109
minutes (excluding terminal layovers). These problems and issues will need to be discussed by all the parties in the Steering Group to get
sensible solutions. It is just as well that the changes have been deferred so that all parties, including drivers and passengers, are not faced
with a repeat of the situation faced since last July.
Mike Flinn was Deputy General Manager of Wellington City Transport from 1985 to 1990. He has a lifetime interest in Transport.
Source: Wellington Scoop. 8 May 2019. http://wellington.scoop.co.nz/?p=118484
--------------------------------------------------------------------------------------------------------

Trackless trams – claims that don’t stack up
By John Rankin
An international consultant has been telling Wellington to consider trackless trams, as a way of easing the capital’s congestion. How well
do the consultant’s claims stack up?
1. They can carry 300 people. Really? Canberra’s light rail vehicles are a metre longer and the same width, with a stated capacity of 250
people at 4 standing passengers / m2. Has the consultant actually seen a trackless tram with 300 people on it?
2. They cost as little as a tenth of the price of light rail. Presumably in large part because “you just paint the lines on the road.” There are 3
main reasons light rail systems have a prepared road bed and rails:
– the road bed is zero maintenance for at least 25 years, so there is no disruption to service for road repairs
– underground utilities can be relocated, so there is no disruption to service because of utility line faults
– a high quality road bed with rails on sleepers delivers a high quality ride without damaging the road bed
Trackless trams on Wellington’s low quality roads would deliver a low quality ride, while requiring regular road repairs. Supposedly that’s
not a problem, because …
3. The vehicle can deviate around obstacles on the track. In real-world transit operations, this is a bug, not a feature. If we look at cities
overseas with on-street light rail, obstacles on the track very rarely disrupt service. So the trackless tram solves a non-existent problem.
But having a vehicle that can leave the tracks tells every other vehicle on the road that it’s OK to park in the tram lane, because the tram
can drive around you. If in doubt, see any bus lane in Wellington. Perhaps the real reason is trackless trams have to be able to navigate
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around road works, to repair damage the vehicles have caused or to get at underground utilities. When the trackless tram leaves its
dedicated lane and mixes with other traffic, the service becomes less reliable.
4. They can be configured to run without a driver. This is a game-changer and a great feature. It breaks the tyranny of frequency, because
you can afford to run a very high frequency service at very low marginal cost. However, I suspect the current state of the art is that you
can have autonomous operation or the ability to navigate around any obstacle on the track, but not both.
5. Trackless trams would be perfect for Wellington. Would they? The practical limit for on-street operation is about 20 trackless trams per
hour, giving a capacity of about 5000 passengers per hour in each direction. Using GW’s ridership figures and growth projections, if a
trackless tram line opens on the railway station to airport corridor in 2025, it will be at capacity by 2030. What is the upgrade plan? Would
we have to replace it with higher-capacity light rail and if so, how would we carry out the upgrade? To increase the frequency to 30 or
more trackless trams per hour would require grade separation along large parts of the line, which would cost at least as much as building
light rail in the first place. Wellington would be wise to let somewhere else be the pioneer for trackless trams. I fear the reality is that you
can have light rail quality of service or you can spend a tenth the cost of light rail, but not both. For reliable, frequent, high capacity rapid
transit, light rail still looks like the best option for Wellington’s station to airport corridor.
John Rankin is a spokesman for Fair Intelligent Transport (FIT) Wellington. www.fitwellington.org
Source: Wellington Scoop. 10 May 2019. http://wellington.scoop.co.nz/?p=118564
-----------------------------------------------------------------------------------------

German transit industry leaders visit Greater Dayton RTA ahead of NexGen trolley delivery
March 11 2019.
Leaders from the German electric bus manufacturer Kiepe Electric visited Dayton ahead of the upcoming delivery of NexGen electric
trolleybuses to replace the agency’s fleet. Representatives from the North American branch of Kiepe and leaders from the headquarters in
Dusseldorf, Germany, toured Dayton’s network of electric-trolley routes aboard the NexGen—a dual-mode electric bus Regional Transit
Authority (RTA) commissioned as a prototype in 2014 and is now working with Kiepe in purchasing an entire fleet. President of Kiepe
North America, Klaus Peter Canavan, was joined by Dirk Zuther, director buses and e-mobility for Kiepe Global, and Dr. Heiko Asum, CEO
of Kiepe Global. Kiepe is in the production process to deliver a total of 41 dual-mode electric trolley NexGen buses to Dayton (Ohio) by the
end of 2020. As part of that order, 12 to 17 of the NexGens should arrive in Dayton this year, with the first dual-mode electric trolley
expected to hit the streets in June, said RTA Director of Maintenance Daron Brown. These buses will replace RTA’s current electric
trolleybus fleet, which is 20 years old. “There is no doubt a new trolley fleet will help make public transit better for RTA customers, our
team of employees and the regional areas we serve,” Brown said. New trolleys will be more dependable, meaning a more reliable service
for customers. The best part of these new NexGen buses will be the ability to travel off wire for up to 15 miles using the built-in battery,
which charges while the trolleys are travelling on RTA’s network of electric wire. Off-wire travel will allow NexGens to take alternate
routes around construction, accidents or traffic-related situations by dropping their poles and operating in battery mode, something RTA’s
current trolleys cannot do. The interior of the NexGen fleet will also feature RTA’s new composite seating, a new seat design that will
allow for easier upkeep, resulting in a cleaner bus, Brown said. Electricity first started powering public transit in the city in 1888, with
streetcars then the main mode of transportation. Dayton’s rich history of electric trolley
buses began with a fleet in 1932, when “new” technology of electric trolleybuses
replaced streetcars. In the decades since, Dayton’s continued to operate electric
trolleybuses, and RTA remains only one of five cities in the nation to do so. The RTA
utilizes 124 miles of electric overhead wire infrastructure to power its 7 trolley routes,
which provide more than 2 million passenger trips a year. That number is expected grow
as the new NexGen buses are received and placed into service. These “green” electric
vehicles both reduce RTA’s carbon footprint and save on fuel costs. Each NexGen
electric trolleybus has up to a 20-year life expectancy, compared to a diesel bus’s 12year lifespan.
Thanks to Jeff Wien for providing a copy of this release. He wrote: “I thought that you'd
find it of interest that Dayton, Ohio, USA is to begin receiving new trolleybuses this
month to replace the entire fleet of ETI trolleybuses that are 20 years old. It is
interesting to note that the Dayton RTA states that the "green" electric vehicles both
reduce transit's carbon footprint and save on fuel costs. The fact that the GWRC never
blinked an eye at removing the trolleybuses for diesel buses that do nothing but increase
the transit carbon footprint upon Wellington simply amazed me and others. We always
thought that New Zealand was full speed ahead for "green." I guess that we were
mistaken.”
Photo: Dayton Daily News.

---------------------------------------------------------------------------------------------------

Debate over light rail versus trackless trams heats up as Wellington transport
announcement looms
The debate between light rail supporters and trackless tram backers looks set to heat up as an announcement on Wellington's transport
future nears. Sources say an announcement on the multi-billion-dollar Let's Get Wellington Moving project, which aims to solve traffic
congestion problems between Wellington Airport and the Ngauranga Gorge, will be made this week. But while a preferred route for a
mass public transport system will likely be part of the proposal, no decision has been made on the technology which will be adopted.
Wellington Mayor Justin Lester has previously said light rail would be "front and centre" of the plan, but it was revealed a
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month ago trackless trams were also in the mix. The long-awaited announcement is set to happen just two weeks after Marie Verschuer, a
social planner and transport adviser with a focus on trackless trams, met with the Let's Get Wellington Moving team. Programme director
Barry Mein downplayed the meeting, saying the team had taken the opportunity to talk with Verschuer while she was in New Zealand for
the T-Tech Future Transport Conference on May 6 and 7. "What we've done over the course of Let's Get Wellington Moving is we've had
the occasional morning tea, getting people in to talk about issues pertinent, or indirectly related, to the stuff we're doing. "Because she
was in town, one of the people on our team thought it would be useful to get her to come along and give us a bit of an update on the state
of play on trackless trams technology and where it's at." Perth-based Verschuer, who has given advice on emergent public transport
technologies around the world and is currently helping with trackless tram trials in Perth, said Wellington would be ideally suited to the
technology. "If somebody was to give me all the money in the world to put in a light rail system, I would choose this system over light rail.
"Transport is moving so quickly. Do you really want to lock yourself into last century technology when you don't need to?" The vehicle
being tested in Perth is the same as the one being used in parts of China. It has a range of 70 kilometres from a a full charge, and 25km
from a 10-minute charge. At 2.65 metres, it was the same width as light rail, and typically carried about 300 passengers, she said.
Following painted lines on the road using a smart guiding system, it also costs about a tenth as much as light rail, at between $6
million and $21m per kilometre compared with about $85m a kilometre. But lobby group Fair and Intelligent Transport Wellington (Fit
Wellington) said while light rail was more expensive, its track infrastructure would not need maintenance for at least 25 years. "Trackless
trams on Wellington's low-quality roads would deliver a low-quality ride, while requiring regular road repairs," the group argued. Although
trams could deviate from the track to avoid obstacles like accidents, there were hardly ever obstacles on light rail tracks, so that problem
would never occur, it said. "When the trackless tram leaves its dedicated lane and mixes with other traffic, the service becomes less
reliable." There would also need to be 20 trams per hour - carrying about 5000 passengers in each direction - for trams to be viable, the
group said. Current estimates meant that figure would not be achieved until 2030.
Source: Stuff. 13 March 2019. https://www.stuff.co.nz/national/112677581/debate-over-light-rail-versus-trackless-trams-heats-up-aswellington-transport-announcement-looms
-------------------------------------------------------------------------------------------------------

Left: Letters to The Dominion Post 16 March 2019.

Multibillion-dollar transport plan announced for Wellington
A $6.4 billion plan to fix Wellington's traffic congestion problems has been announced. The proposal, which will
be subject to public consultation, includes about $2.2b for a rapid transit system from the Wellington Railway
Station, through Newtown to the airport. But the type of technology was not yet decided, Transport Minister
Phil Twyford said while making the announcement Thursday morning. "Whether it's light rail or some other
mode will be determined by the business case process." The rapid transit will be done in conjunction with
improvements to the bus network, particularly along the Golden Mile spine, with general traffic removal on
Willis St and parts of Lambton Quay and Courtenay Place. There will be minor "at grade" changes at the Basin
Reserve, while investigations are done into how to separate traffic. A second Mt Victoria is also on the cards,
as is reconfiguring SH1 into a tunnel under a new city park in Te Aro, and widening Ruahine St and Wellington
Rd. The proposal was revealed by Twyford, Wellington Mayor Justin Lester and Greater Wellington Regional
Council chairman Chris Laidlaw at Wellington Railway Station. It was developed by the Let's Get Wellington
Moving group, an alliance between the New Zealand Transport Agency, Wellington City Council and Greater
Wellington Regional Council set up after plans for a Basin Reserve flyover fell over in 2014. The team's brief was
to solve traffic congestion problems between Wellington Airport and the Ngauranga Gorge. Following the failed
flyover proposal, the group has come up with a more rounded plan which it hopes will please not just motorists,
but also public transport users, cyclists, and pedestrians. The proposal has been signed off by Cabinet but will
need to be approved by local councils before consenting or construction can begin. However, Finance Minister
Grant Robertson said on Tuesday he welcomed the integrated approach, and the Government was committed to
overseeing the beginning of the plan. "It takes some political will and commitment to do that, and I can certainly
say on behalf of central Government we want to do that." It is estimated there will be as many as 31,000 extra
jobs in the Wellington CBD over the next 30 years, with between 50,000 and 80,000 more people living in the
area. By the same time, the Wellington region's population is expected to grow by between 100,000 and
150,000 people, with up to 50,000 more jobs. Travel times by both car and public transport are forecast to be 25
per cent longer on some key routes by 2026 if no investment is made in the region's transport network.
Source: Stuff. 16 March 2019.
https://www.stuff.co.nz/national/112725656/multibilliondollar-transport-plan-announced-for-wellington
--------------------------------------------------------------------------------------

Wellington's public transport system to get $6.4b overhaul
A new $6.4 billion transport project aiming to free up traffic in Wellington CBD will combine a mass transit
system with an improved bus network, the government says. The Let's Get Wellington Moving project was
announced this morning by Transport Minister Phil Twyford and Wellington's city and regional mayors Justin Lester and Chris Laidlaw. The
government has confirmed it will support the $6.4bn budget for the massive overhaul of public transport in Wellington over two decades.
Documentation on the website for the project said the city faced growing congestion, near-capacity buses and trains, walking and cycling
safety problems and poor resilience to unplanned events. The project aims to focus on the area between Ngauranga Gorge and the
airport.
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Early work focusing on:
Improved bus reliability and speed on core routes
Bus prioritisation and walking/cycling improvements for Thorndon Quay and Hutt Road and the "Golden Mile" - the CBD route following
Lambton Quay, Willis Street, Manners Street and Courtenay Place.
Safer speed limits and pedestrian improvements in the CBD
Safer speed limits on SH1 between the city and the airport
Walking and cycling improvements for Cobham Drive on the route to the airport
Ticketing integration for bus and rail
Specific possibilities included bus detection at traffic lights and priority bus lanes along the Golden Mile, the planned Petone to Ngauranga
cycleway.
Likely further developments included vaguer plans for:
Unspecified "mass transit" with services every 10 minutes with some kind of high-capacity electric vehicles on dedicated lanes
Traffic management around the Basin Reserve cricket ground
Undergrounding SH1 through Te Aro, a second Mt Victoria tunnel, an extra Terrace Tunnel
Widening Wellington motorway between Ngauranga and Aotea Quay
The documentation said a preferred route for mass transit had been identified but "further investigation is needed to test our
assumptions". It proposed a dedicated route linking the train station, the CBD, Te Aro, Adelaide Road near the hospital, Newtown,
Kilbirnie, Miramar and the airport. It would have services a minimum 10 minutes apart, and vehicles would have fast loading and
unloading, dedicated lanes with signal priority and - a win for accessibility - high quality stations with level boarding. Vehicle types was
however not yet decided on, while routes and integration with the wider network would need to be further explored. Any Basin Reserve
solution would also require engagement with the community, it said, but there would be a detailed investigation of "grade separation
between north-south movements, east-west movements and any mass transit corridors". Grade separation would seem to imply raised or
lowered roading, interesting considering the previous rejection of a flyover in the area. Wellington mayor Justin Lester said the plan was
based on feedback from 10,000 submitters and aimed to serve the city's expected 50,000 to 80,000 population growth over the next 30
years. "It's about investing in and sparking urban development. With reliable and regular mass transit the city can grow alongside the
public transport spine," he said. In a written statement, Greater Wellington Regional Council chair Chris Laidlaw said it was an opportunity
to build a system centred on public transport, walking and cycling. "We know that simply building yet more roading capacity is no longer
an option. That is mid-20th century thinking. What's needed is a shift in the balance between the private car and public transport. That is
why mass transit needs to be introduced alongside a bus network that is given far more priority within the city than it currently has. Work
on bus priority needs to begin immediately while we finalise the best option for mass transit." Mr Lester had earlier touted the project as a
"transformational" multi-billion dollar investment in Wellington infrastructure. He had signalled it would particularly affect the area
between the CBD and the airport. "You compare side by side the Basin Reserve flyover with what our proposal for that part of the city
looks like and it's chalk and cheese," he told Morning Report this week, "when you see what will be proposed I think people will be
astounded. It's a vast improvement."
Source: RNZ. 16. May 2019.
https://www.rnz.co.nz/news/national/389321/wellington-s-public-transport-system-to-get-6-point-4b-overhaul
--------------------------------------------------------------------------------------------------------------

Wellington's $6.4b transport plan announced despite Treasury warnings
An item on the 6.00pm bulletin of One News can be accessed at:
https://www.tvnz.co.nz/one-news/new-zealand/wellingtons-6-4b-transport-plan-announced-despite-treasury-warnings
-------------------------------------------------------------------------------------------------------------

Let's stop all the talking - time for action on Wellington transport plan
EDITORIAL: Regional council chairman Chris Laidlaw has called it "the end of the beginning" – the delivery of a vision and outline for
Wellington transit. He was paraphrasing a 1942 quote by British Prime Minister Winston Churchill, after the Allies drove the Germans out
of Egypt. Victory in World War II would not come for another three years, and at great expense to man and machine. But over the next
three years it appears barely a shovel will have been wielded in the campaign to end the Wellington region's congestion and unlock the
city's heart and potential. Churchill turned great words into action, vision into deed. Our leaders must do the same. We applaud the
partnership between central and local government in this capital effort. The involvement of government ministers Phil Twyford, Grant
Robertson and others will give the project great momentum, beyond even the 60 per cent of the $6.4 billion project cost they are willing
to pitch in. We applaud the greater effort to integrate the mass transit strategy with a wider vision of what makes for a truly liveable city:
more public transport and better options for walking, cycling, living. It is clear that the days are numbered for cars in the CBD, and city and
central leaders recognise the need for a cohesive approach rather than piecemeal projects. One that also includes new modes of housing,
not just transport. But like a number of commentators we are concerned at the lack of detail, despite so many years of consultation,
design and advocacy from all sides. Plus the great deal of money spent to bring them forward. The Basin Reserve flyover was buried five
years ago but we still are no closer to knowing how transport planners will tackle this piece of hallowed turf. There is a clearer idea of a
preferred route for mass transit between the railway station and regional hospital, airport and outer suburbs, but less of an idea about
what will travel between those points: Light rail? Trackless trams? Rapid buses? The answer to that will have a huge bearing on the final
budget. And speaking of budgets, the region's councils will need to work out who pays, and for what. Wellington Mayor Justin Lester and
Laidlaw are confident all the region's councils will be on board, but it appears at least two are already questioning both the concept and
their potential share of payment. There is much to like about this plan, but it remains just that – a plan. Rather than the end of the
beginning, we would have preferred that this marked the beginning of the end.
Source: The Dominion Post. 16 May 2019. https://www.stuff.co.nz/dominion-post/news/wellington/112779431/lets-stop-all-the-talking-time-for-action-on-wellington-transport-plan
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Let's Get Wellington Spending: What the capital's multibillion-dollar transport plan will cost you
The good news is you won't have to pay for Let's Get Wellington Moving until 2021 but the bad news is, when you do, it's going to cost
billions. Minister of Transport Phil Twyford announced on Thursday, his support for a $6.4 billion Wellington transport package
(LGWM) that includes interest and operational costs. The Government has said it will fund up to 60 per cent of the package – about $3.8b
– with Wellington City Council and the Greater Wellington Regional Council picking up the remaining 40 per cent –$2.6b. Wellington
residents could expect to see their first rates increase from LGWM in 2021, the first year after the newly-elected council approves it for
the city's long-term plan. Mayor Justin Lester said he didn't have numbers on how the 40 per cent burden would be shared between WCC
ratepayers and GWRC ratepayers. Part of that is because of the mechanisms that might be used to pay includes a congestion charge which
Lester argues taxes both Wellington ratepayers as well as ratepayers in the wider region. People inside and outside the city will pay
that charge when they use the roading network in Wellington. They are also known as network charges or 'cordon' charges. All Wellington
City ratepayers will pay a transport levy that will be the equivalent of a 1 to 1.3 per cent rates increase per year over 12 years.
GWRC ratepayers will pay for it through a similar percentage rates increase. It could also be paid for by a parking levy on all carparks –
including those on private land in the CBD. Another option was a targeted rate to capture the hike in property values that typically
accompanies the construction of a nearby mass transit route. Part of LGWM's costs could be funded by capturing that value, Lester
said. Meanwhile the government expects to meet its 60 per cent share through the National Land Transport Funds collected in the region,
including from fuel excises, road user charges and driver registration charges that Wellingtonians pay. The LGWM "indicative" package
approved by Cabinet has been costed at $3.7b but the total cost of the package rises to $6.4b once interest and operational costs are
included. The large addition to the bill is because mass transit will be paid for by debt and some of the operational costs of the mass
transit option have been included in costings for the package, according to a cabinet paper submitted by Twyford.
Source: Stuff. 16 May 2019. https://www.stuff.co.nz/dominion-post/news/112769196/lets-get-wellington-spending-what-the-capitalsmultibilliondollar-transport-plan-will-cost-you

'End of the beginning': Where does Let’s Get Wellington Moving go next?
With rates to be levied, business cases to be lodged, contracts to be signed, and votes to be solicited Chris Laidlaw could be right when he
says this is all just the "end of the beginning". Business cases for the various projects that make up the plan for Let's Get Wellington
Moving would not be debated until councillors from Wellington City Council and Greater Wellington Regional Council approve the
proposal, Transport Minister Phil Twyford said at a press conference on Thursday. Wellington City Council City Strategy Committee
chairwoman Iona Pannett said the plan for Let's Get Wellington Moving would come before her committee in June. Greater Wellington
chairman Laidlaw said his regional councillors would be expected to approve proposals by the end of next month: "I guess we're at the end
of the beginning here now". But at this stage the council's wouldn't be voting on whether to set aside billions in rates to pay for the
projects. After councils approved the proposal, business cases on the key projects would be solicited, routes planned and, eventually,
contracts signed, Twyford said. Mayor Justin Lester said it would take another year for councillors to vote on the budget. Lester
acknowledged this meant councillors could choose not to fund the project after the local body election in October. "If we want to do this
project then we need to pay for it." Another bottleneck for the project is legal action, the type that doomed the basin flyover. Lester has
previously expressed his hope that the government's proposed Urban Development Authority would cut off the type of litigation that had
stalled other large Wellington transport projects. Two bills need to pass parliament for this to happen: The first bill to set-up the agency,
which will be presented by the end of the month, and the second to allocate powers to it. Both are expected to pass by the middle of next
year with the first to appear before parliament by the end of the month, according to a spokesman from Twyford's office. Twyford said it
would be a number of years before construction work started on the projects, including a mass transit system. There are three such
options being considered: buses, trackless trams, and light rail. "Realistically I think we'd be looking at a few years before shovels hit the
ground."
Source: Stuff. 16 May 2019. https://www.stuff.co.nz/national/112767613/end-of-the-beginning-where-does-lets-get-wellington-movinggo-next
-----------------------------------------------------------------------------------------------------------

A small step for Wellington, but at least it's progress
Dave Armstrong
Many years ago, back when our buses were reliable, and Labour was considered left-wing, I cycled to one of the first Let's Get Wellington
Moving (LGWM) consultative meetings. The usual suspects were there: cycling and pedestrian advocates, the light rail crowd, bus users
and a sprinkle of business-suited, Basin bypass, four-lanes-to-the-planes types. There were Post-it notes for Africa and lots of simple
pictograms. The website was slick, and the buzzword was engagement. Many Wellingtonians did engage and asked for better public
transport, safer cycling and walking, and more car-free alternatives. However, a change of government and internal ructions in the New
Zealand Transport Agency (NZTA) saw LGWM get stuck in traffic. So, it was heartening to see Transport Minister Phil Twyford, Wellington
Mayor Justin Lester and Greater Wellington Regional Council (GWRC) chairman Chris Laidlaw form the front row of a scrum of local Labour
MPs and city councillors supporting the $6.4 billion project. For Wellington it means the beginnings of "rapid transit", which probably
means light rail, though some people have recently drunk the "trackless tram" juice. There will be a second Mt Vic tunnel and more
cycleways and walkways, and priority for "congestion busting" solutions. It's early days, and Twyford was careful to say that the initiatives
were subject to business cases. After all, we wouldn't want a mess of Kiwibuild proportions. Lester was buoyant, pointing out that the last
big central government transport investment was in 1978, the year of his birth. The plans also dovetail nicely into his call to ban private
cars from the CBD. Laidlaw was similarly upbeat, agreeing that there must be better alternatives to cars. Laidlaw's support is important, as
the bloc he leads on the GWRC are less progressive on transport than the Left/Green bloc. Though Laidlaw spoke well, when he suggested
that the advent of rapid transit may lead to a slight "redesign" of the bus network, I could feel everyone break out into a hot sweat, even
though it was a chilly autumn morning. I suspect the project will get strong support from the Wellington City Council and the GWRC. And
the Government needs ratepayer support because ratepayers will be paying for 40 per cent of it. So how will the project be funded? At
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this stage, it's through taxation and rates. And expect more debt. However, as more than one local politician mentioned privately, the
devil will be in the detail. People in Hutt Valley, Porirua, Wairarapa and Kāpiti may feel aggrieved if they end up having to fork out too
much for what they see as Wellington inner-city transport; Wellingtonians may feel aggrieved if they have to pay more for a transport
system that people from out of town will use to get to work. A logical solution might have been congestion charging: only those in the
region who drive into the city pay – but congestion charging is the capital gains tax of the transport world. Everyone knows it would be
effective, but no-one wants to introduce it, for fear of losing votes. It will come as no surprise that our bold, youthful, risk-taking
Government has already wrung its hands and ruled out congestion charges. Cyclists can expect more protected lanes, and pedestrians are
sure to welcome plans for more car-free areas. Though this Government is fond of talking about integrated solutions, there seems to have
been little thought of reducing traffic to Wellington Hospital and the airport by providing attractive alternatives elsewhere. However,
overall, this is a progressive move that will make Wellington a better city. Yes, there will be debate, but Twyford, Lester and Laidlaw – and
their teams – should be congratulated on at least starting to get Wellington moving. The alternative? National MP Brett Hudson, on
Facebook, standing over the congested Terrace Tunnel, was against this project before it was announced. He believes more roads, more
tunnels and "four lanes to the planes" is the solution. I'm sure a good 30 per cent of Wellingtonians agree with him, but the rest of us are
looking at successful cities overseas and agreeing that this is a step in the right direction. Whether it goes far enough is a matter for
further debate.
Source: The Dominion Post. 16 May 2019. https://www.stuff.co.nz/dominion-post/news/wellington/112775377/a-small-step-forwellington-but-at-least-its-progress
-----------------------------------------------------------------------------------------------------------

The transport catches: Locals have to shell out $2.5b and there's a 30-year wait
John Milford

The Government's long-anticipated announcement on the future of Wellington's transport leaves a sting in the wallet of commuters. Let's
Get Wellington Moving has been three years in the making, trying to reach consensus on how to unlock Wellington's potential and let
people and freight move more easily around our great city. This has long been a sore point, with no major investment since the Thorndon
motorway in the 1970s. The Wellington Chamber of Commerce, on behalf of its members and the business community, has strongly
supported a long-term transport plan for Wellington including road, public transport and cycling. We also recognised the need for some
local contribution, on top of the $300 million we already pay in fuel taxes every year. The vision is for four lanes from Transmission Gully to
the airport, together with public transport improvements to make getting around easier. People should have a real choice between getting
in their car, riding the train, cycling safely, or running in to work. Today's transport package is a good list of improvements: a duplicate Mt
Victoria tunnel, four lanes to the airport through Hataitai, and a new public transport system servicing the southern and eastern suburbs.
But it comes with a catch. Locals have to pay an additional 40 per cent, or $2.5 billion, and we have to wait 30 years for it to be completed.
The reason for this is the Government slashed the state highway construction budget last year, and is now asking local ratepayers and
businesses to make up almost half the shortfall here. Auckland has recently benefited from the Victoria Park tunnel and Waterview tunnel,
both essential state highway connections fully paid for from excise taxes. But our tunnels will only proceed if locals chip even in more
money – essentially Wellingtonians have to pay twice. In fact, the announcement from Phil Twyford yesterday essentially turns
Wellington's state highways into local roads, requiring ratepayer contributions on top of the tax motorists already pay at the pump.
Twyford calls this an "innovative mix" of funding, but no other region is treated this way. There's no doubt that Wellington is missing out
to Auckland. Councils nationwide have long complained about central government cost-shifting responsibilities on to them. Their lobby
group, Local Government New Zealand, regularly raises concerns and a Productivity Commission inquiry is currently under way into the
problem. Now we have another example, and I look forward to local politicians advocating fiercely on behalf of their constituents.
Wellington's economy desperately needs infrastructure investment to unclog our roads and let freight and commuters move more freely
around our city. New projects are required now to cope with the economic and population pressures already here. Stringing construction
out over 30 years means ongoing congestion and never getting ahead of population growth. The solutions required today will not be
enough to cope once finally in place in 2050. Yesterday's announcement also raises questions which require answers before
Wellingtonians can have confidence this plan will actually succeed. The origin of Let's Get Wellington Moving was the controversy over the
previous proposal for a Basin Reserve flyover, and the planning gridlock which resulted. Yet, among all the glossy detail released
yesterday, there is no confirmation of how north-south traffic will be separated from east-west traffic at the Basin. Will it be a tunnel, a
bridge, or something else? The form of the second Mt Victoria tunnel appears to prioritise buses, walking and cycling. Will cars actually be
able to use it and the additional lanes on Ruahine Street? Wellington Mayor Justin Lester and Greater Wellington chairman Chris Laidlaw
support the package. But they do not represent all councillors around the table. And with local body elections this October, just how
certain is the required funding from local government? Especially with one hand tied behind our back following the veto of a Wellington
regional fuel tax. Even central government funding, which should be the most secure, is reliant on the New Zealand Transport Agency
board signing off on each individual project – just as it does currently. Twyford's undertaking is merely to write to the board chair, a
position currently vacant. These arrangements are further complicated by tying the two councils, NZTA and the Crown together for 30
years. A heroic effort which has the potential to let problems fall through the cracks and resort to the parochial finger pointing which
landed us in this mess in the first place. It makes you wonder what yesterday's announcement was actually about. No agreement on local
government funding from councils. No agreement on central government funding from NZTA. Just a list of projects spread out over 30
years which locals will be paying for every time they fill up, pay their rates, park in the city, or catch the bus. That's stinging.
John Milford is Chief Executive of the Wellington Chamber of Commerce.
Source: The Dominion Post. 17 May 2019. https://www.stuff.co.nz/dominion-post/news/wellington/112781274/the-transport-catcheslocals-have-to-shell-out-25b-and-theres-a-30year-wait
-----------------------------------------------------------------------------------------------------------
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Uncertainties and contradictions among LGWM’s good intentions
It’s expensive. It’s full of good intentions for fewer cars and happier and healthier walking and cycling and better buses (somehow.). But
parts of today’s LGWM announcement are vague and sometimes contradictory. For example it talks about creating a dedicated mass
transit route from the station to the airport. But there’s no decision on what the mass transit would be. Though a clue perhaps is the
reference to “modern high capacity electric vehicles with superior ride quality.” And it doesn’t seem that the unspecified and unchosen
system would reach the airport till after 2029. LGWM announces a second Mt Victoria Tunnel. But it won’t be started till 2024 and won’t
be completed till 2027. LGWM also announces a second Terrace Tunnel. But this doesn’t seem too likely. It’s noticeably not mentioned by
Transport Minister Phil Twyford in his list of the components of the LGWM package. He mentions only the Mt Vic tunnel. And it’s not
mentioned in LGWM’s “way forward/next steps” document. Undergrounding SH1 under a new Te Aro Park is also on LGWM’s list (a great
way to fix the horrors of Vivian Street). But again it’s not mentioned by the Minister nor is it in the “next steps” document. LGWM is
however persuasively precise on this: Undergrounding State Highway 1 in both directions on the inner-city bypass alignment. Creating a
transformational green space above. Removing state highway traffic from Vivian Street and Kent/Cambridge Terraces and making Vivian
Street a two-way city street. And both tunnels, as well as the undergrounded state highway, have been costed:

Letter to The Dominion Post 16 May 2019.

Justin Lester says there’ll be no flyover at the Basin Reserve. But LGWM doesn’t agree. It states there will be: …grade separation between
north-south movements, east-west movements, and any mass transit corridor; further investigation is needed once the mass transit route
is decided to determine which form of grade separation will provide the best outcomes for the transport network and the community. (As if
such an investigation doesn’t already exist – hundreds of pages are waiting to be re-read…) Perhaps some of the confusion is explained by
the fact that today’s announcement is described as an indicative package which is yet to be considered or endorsed by the LGWM
programme partners, who will be responsible for committing funding to the programme, with 40 per cent coming from Wellington rates.
“Wellington City Council, Greater Wellington Regional Council, and the NZ Transport Agency will now … work to approve the next steps for
the LGWM programme.” Will they agree or will there be arguments and dissension? What’s for sure: there’ll be more, still more,
consultation.
Source: Wellington Scoop. 17 May 2019. http://wellington.scoop.co.nz/?p=118748#more-118748
A SELECTION OF READERS’ COMMENTS TO THIS STORY:
“I must say when you peel back all the PR waffle and feel good pictures, this is very underwhelming. Celia (Wade-Brown – the previous
Mayor) campaigned on light rail when she ran for mayor ten years ago and we’ve only arrived at a point where we are still trying to decide
what form of mass transit we will use and the route it will take? Surely that could have been well and truly decided by now and the ground
ready to be broken after this announcement. Instead it’s some vague start date at least 5 years away. The city will be paralysed by gridlock
by then if it isn’t already. If the GWRC has any involvement it will be a disaster. The reason the streets are choked with cars now is a direct
result of the new and unnecessary bus routes fiasco.”
“According to Mr Lester’s statement today, the WCC will increase the rates of properties in close proximity to the “mass transit system”
when they increase in value after it’s built. Following that logic, the rates of we who live and work in close proximity to the noisy, dieselbelching old Euro 3 & 4 buses in service along the No.2 route between Seatoun and Karori for the next 10 years should have our rates cut
because of the loss of value/enjoyment of our homes and gardens. Yes? Lol.”
“With no expenditure planned until 2024 I find this “Clayton’s” package underwhelming. Wellington’s congestion problems are urgent and
there are some obvious fixes like a second Mt Victoria tunnel which could make an early positive impact. I fear we will die waiting
however. Meanwhile billions continue to be invested in Auckland’s transport system…”
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Let's think more about how to get Wellington moving
Nick Leggett
Wellington is more than the Golden Mile of Lambton Quay, the quirkiness of Cuba St, the nightlife of
Courtenay Place, and the rarefied air of Thorndon and the Aro Valley residential properties. But you could be
forgiven for thinking the central city is all that matters with this week's announcement of a $6.4 billion plan to fix
Wellington's traffic congestion problems. As one of the half-a-million people in Wellington city's surrounding area,
I travel to the city to work and play. It's some distance, so, despite being someone who likes to keep fit, I'm not
going to walk or cycle as it doesn't fit with my busy family lifestyle. In the immediate term, the Let's Get
Wellington Moving announcement feels like it is about satisfying people who live in or around the CBD. While
their needs are important, I don't see the balance of the economic and social needs of those who live outside
that, but who contribute most to the productivity and economic health of Wellington city. Many of these people
live in Wellington's own suburbs – particularly in the growing north of the city. The problem to be solved is, how
do we efficiently and reliably get 100,000 people in and out of the CBD every day, from every direction? This
decades-long plan offers no immediate solutions for many of us, and things are probably going to get worse
before they get better. Regional ratepayers will be asked to stump up with $2.56 billion of the costs. That's a
massive agreement to secure and shouldn't be underestimated. I'm optimistic the prioritisation of buses could
take cars off the road and let freight move more quickly in and around Wellington in the short term. But speak to
any Wellington commuter and you will find that with so many daily public transport cancellations, people are
moving back into their cars and this is resulting in even worse congestion. There needs to be some real
investment in getting an efficient and reliable public transport system before you can expect people to abandon
their cars. There also needs to be some very obvious early wins in this plan that will give us citizens confidence
that congestion is easing. We all want to see Wellington grow and thrive. It is a busy hub for business and road
transport and the truth is time is money, so the longer trucks sit waiting in traffic, the more it costs. This is not just
in dollar terms, but also in environmental and social terms. Truck drivers suffer a lot of stress if they cannot
deliver goods on time and idling engines in a traffic jam result in higher emissions. We need to move on from false
binary propositions and have a reasoned discussion about how we enhance public transport to reduce reliance on
cars, in ways that don't undermine productivity and shame people who need to use a vehicle or drive for a living.
We should trust that alternative technologies will arrive and enable us to successfully reduce our emissions.
Roads have been relevant for millenniums; and that is not going to change anytime soon, especially with partially funded edicts from
government that lack any real detail.
Nick Leggett is chief executive of the Road Transport Forum.
Source: The Dominion Post. 18 May 2019. https://www.stuff.co.nz/dominion-post/comment/112808265/lets-think-more-about-how-toget-wellington-moving
-----------------------------------------------------------------------------------------------------------

A once-in-a-generation opportunity to get Wellington moving
Chris Laidlaw
Let's Get Wellington Moving. An apt name. We've heard for too long now that Wellington needs to re-imagine what it offers public
transport users, cyclists, and pedestrians. That it needs to do better to ease access to and from the regions. While technological leaps and
bounds have been witnessed since the last century, our strategic thinking has not. We've continued with piecemeal programmes: a bypass
here; a cycleway there; and haven't joined up our thinking. With potential growth of another 128,000 people in the region in the next 20
years and 52,000 new jobs, we have to think differently to avoid being stifled by congestion. We know that simply building more roads
isn't an option – we're short of space and more roads simply invites more congestion. Let's Get Wellington Moving shifts the dial to an
effective and high-quality public transport system supported by active modes of travel, from just building infrastructure to stimulating
urban development. It's a blueprint for the safe, liveable and thriving city the community has told us it wants. But that's impossible to
achieve without fundamental change. This is a once-in-a-generation opportunity to deliver a new form of mass transit through the centre
of Wellington, linking the key destinations of the railway station, CBD, Wellington Hospital and Wellington airport, as well as Miramar,
Kilbirnie and Newtown. This will be linked to a bus network unshackled with significant investment in well-overdue measures that give it
priority on our roads. Prioritising Golden Mile buses and introducing priority in a second public transport corridor down Hutt Road and
Thorndon Quay will be transformational. Current congestion means buses sometimes barely exceed walking speeds, and travel times are
inconsistent. Johnsonville to Wellington rail station, for example, can vary between 13 minutes and half an hour. Travel times from
Wellington station to the hospital are equally erratic. We can't accept that. If we are serious about transporting more people on fewer
vehicles, then getting these core corridors working will be paramount. There's much to be done. The best mass transit option needs to be
agreed, along with the priority of a second Mt Victoria tunnel serving public transport as well as cars. Our communities' behaviour will
need to change to embrace walking, cycling and ditching cars for public transport. Greater Wellington's partners, the city council and the
NZ Transport Agency, will continue to develop and refine this ground-breaking announcement, working together for the benefit of the
region. We cannot afford for ego or bureaucracy to slow us down. As a regional community we need to support this significant investment
in our future and ensure decision-makers follow through on their promises. Greater Wellington councillors will debate the detail of the
LGWM package when it meets in June and the public will continue to have their say as designs are put together and work begins on the
ground. Changing travel behaviours and expectations has to be the fundamental premise underpinning everything we do over the next 1020 years and as chair of Greater Wellington I am committed to getting Wellington moving.
Source: The Dominion Post. 18 May 2019.
opportunity-to-get-wellington-moving

https://www.stuff.co.nz/dominion-post/comment/112806159/a-onceinageneration-
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Letters to The Dominion Post on
21 May 2019.

Above: Getting Wellington moving is also exacerbated by
regular protest marches, parades and the like. On 24 May
a Tranzurban driver caught up in a climate change march
at lunchtime in Lambton Quay takes the opportunity to
photograph the proceedings. There was another protest
by teachers on 29 May and another graduation parade a
day later, so yet more disruption for commuters.

Public transport tendering model to be reviewed in an attempt to stem driver shortage
The Government will review its method for contracting out public transport services as it looks to curb a continuing driver shortage.
Transport Minister Phil Twyford made the announcement at a Tramways Union meeting in Wellington on Tuesday, saying the current
model was driving down wages and conditions and turning people away from the profession. Twyford was referring to the controversial
public transport operating model (PTOM) introduced by the National government in 2013, which encouraged councils to commercialise
public transport services and had led to a "race to the bottom". "While we know that PTOM has driven down the cost of providing public
transport services in terms of cost per service kilometre, we have to ask: who is paying the price?" Twyford told more than 100 union
members at the St Patrick's Church Hall. "The bus industry is struggling right now to deliver consistently reliable services because of driver
shortages - shortages that in Wellington are causing significant cancellation of services on a daily basis." The reason for the driver shortage
was "no mystery", Twyford said. "I have made no secret of my concern about the impact of the PTOM competitive tendering process
driving down wages and conditions. "PTOM was ostensibly set up to drive commercial efficiencies, but the effect of it has been to set off a
race to the bottom." Twyford received loud applause, along with a cry of "[it's] about time", as he went on to announce a full review of the
model. The Ministry of Transport website states PTOM was introduced to reduce reliance on Government subsidies for public transport. It
was hoped the model would create incentives for services to become fully commercial, create competition in the market, and ensure
services were priced efficiently. NZ Bus chief executive Zane Fulljames, who also spoke at the meeting, said he was delighted the current
model would be reviewed. "When you go into a tendering process, it should be about the quality of service that you provide," he told
members. "It should not be about a 'least cost' tendering process where terms and conditions of people are affected." Drivers were
performing "incredibly well" under difficult circumstances, including heavy congestion and unreliable real-time information (RTI) boards,
Fulljames said. Once the driver shortage was corrected, NZ Bus would be seen as the "best in the industry". But some drivers expressed
concern about new rosters since Christmas, such as an increasing number of four-hour days. Another said he had seen about 180 more
senior drivers leave the company since he joined in 2010, with many less experienced drivers also likely to have left. "There has always
been a high turnover of staff in this industry, irrespective of PTOM. "My view is, the only way to get people to stay in this environment is
to promote bus driving as a career that they can build a life around." Fulljames said he agreed, and the company had worked for the past
12 years to reduce annual turnover from 30 per cent to 9 per cent. The company had been reviewing rosters with Greater Wellington
Regional Council, which runs the region's public transport network, Fulljames said.
Source: Stuff. 21 May 2019. https://www.stuff.co.nz/national/112880096/public-transport-tendering-model-to-be-reviewed-in-anattempt-to-stem-driver-shortage#comments
-----------------------------------------------------------------------------------------------------------

24 bus drivers complain about bullying by Tranzurban manager
More than 20 bus drivers at a Wellington company say they have been intimidated and bullied – including being verbally abused – by a
manager. A letter leaked to RNZ has revealed that drivers employed by Tranzurban have been victims of bullying by a manager at the
Rongotai depot on numerous occasions. The letter, which was sent to the Managing Directors of Tranzurban on 20 March, has been signed
by 24 drivers. Over the past nine months, the drivers say the manager has regularly communicated with them in a “bully type manner,
often using an intimidating communication style”. “He raises his voice, uses swear words, points the finger, stands over us, shows
disrespect, is sarcastic,” it said. Many staff members have resigned as a result of the allegations and others have had to take stress leave.
“When we have been on the receiving end of the bullying, the consequences of that have been that he has made us feel so emotionally,
mentally and physically upset to the point that we feel we will be unable to perform the rest of our shift in a safe and proper manner
because he has upset us so much, for no good reason.” One employee said he believes up to a dozen drivers have left as a result of the
manager’s behaviour. He is one of five drivers RNZ has spoken to anonymously, who are unable to speak openly, because their contract
prevents them from talking to media. One driver was told to “f-off” by the manager, while another said that from the beginning they were
yelled at, and was even left in tears, after the manager “barrelled them out” for being incompetent. “His whole demeanour when you
went up to him at the counter was for him to raise his voice and wave his hands in front/across himself as if to say, no can you go away.”
Tramways Union Wellington spokesperson Kevin O’Sullivan said he was only just made aware of the scale of the allegations. “This
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situation’s arisen that people have felt so frustrated that they’ve gone to the media because nothing actually is being done about a
situation which should have been addressed, in a proper way – it’s unacceptable that it was allowed to continue.” However, he said he’s
not surprised, as it is symptomatic of the stress the industry is under. The letter also criticises the company’s HR team for a lack of followup or response. “We feel that Tranzurban HR is all too often protecting the manager ahead of us and taking his side of the story when a
complaint is shared about him.” In a statement Tranzurban said it couldn’t comment on the allegations laid out in the letter as it was an
employment matter. It did say that all allegations of harassment are taken seriously and investigated, and that they promote the reporting
of harassment, including bullying and intimidation. While sources say that there has been no apology or follow-up, one driver thought the
manager’s behaviour was improving over the last few weeks. Another says that as of Tuesday, senior management were finally making
inquiries, and asking all drivers how they had been treated by the manager.
Source: RNZ and Wellington Scoop. 23 May 2019. http://wellington.scoop.co.nz/?p=118964
-----------------------------------------------------------------------------------------------------------

The long and winding road to the start line for Wellington's proposed mass transit system
By 2040, the average Wellingtonian probably takes the tram they use for granted. Their complaints are limited to the howling wind that
seems to come out of nowhere to snatch up their coffee cup and spill it all over them as they step onto Taranaki St station. But the
question of whether that tram will be trackless, on rails, or just a bus with a new lick of paint, will dominate transport debates over the
next decade. No business case is to be left unwritten, or computer model unutilised, during the multi-decade process to decide how
billions of transport dollars from council and Government coffers will be spent. Then there is the construction of the mass transit
system itself, which could turn out three different ways depending on how those cases stack up.
WELLINGTON'S PATH TO MASS TRANSIT
The path to the end of the mass transit finish line is paved with business cases. In 2021, one of them might even give Wellingtonians an
idea of what they'll get. Then again, if Auckland is anything to go by, maybe not. By the end of July, the New Zealand Transport Agency is
expected to approve the development of a business case by Wellington City Council and Greater Wellington Regional Council - two of the
three agencies which make up the Let's Get Wellington Moving group - to hire consultants to look into mass transit options. The process of
finding those consultants could take around three months, which would take the project into the end of the year. The chosen team would
spend 2020 investigating all three types of mass transit floated: light rail, trackless trams, and rapid buses. A lot of research has already
been done into routes and the movements of people and pedestrians, which could speed up the process, but some of that work might
need to be redone. Especially in light of the fact the "indicative proposal" approved by the Government is different to the Let's Get
Wellington Moving (LGWM) package put forward in October. LGWM programme director Barry Mein said those changes meant some of
the analysis work used for that proposal might no longer be fit for purpose. With all of that floating around in the background, Mein is
reluctant to put a specific year beside anything. But he says many of the key players are aiming to know by 2021 what system they can
expect.
COUNCIL APPROVAL
That is the year councils go public with their 10-year long-term plans, and when the next Regional Land Transport Plan (RLTP) will be
created. And the amount of money councils have to set aside will differ markedly depending on the system chosen. But there are a lot of
ways Wellington could miss that 2021 deadline. When light rail was first put forward in Auckland in 2015, Auckland Transport (AT) started
a business case process that was predicted to last 12-15 months. Several curveballs later, Auckland is still waiting on that business case.
First the Government stepped in, putting a stop to AT's business case and starting another one. Then, more recently, a partnership
between the NZ Superannuation Fund and Canadian pension fund CDPQ to run the light rail in Auckland paused that process too. "There is
always the opportunity for private players to come in, as they have done in Auckland, so I guess we have to be open to that possibility,"
Mein said. "But you would hope it's done in a way that isn't too disruptive to the process." NZTA's approval of business cases hasn't gone
entirely Auckland Council's way either, with its latest budget showing $120 million of expected funding hasn't arrived. The National Land
Transport Fund (NLTF), where LGWM's Government funding comes from, has been oversubscribed in the past, and that could happen
again in the year it goes to NZTA with its mass transit business case. "In some cases they have to push projects out because there's not
enough money to do the things they want to do, that's the nature of the beast," Mein said.
THE OPTIONS
Wellingtonians have been promised a mass transit system between the railway station and Newtown by 2029, with a connection to the
airport some time after that. The two most likely options are a light rail system or trackless trams, though a rapid bus route is also in the
mix. Although the project has received Government funding through the $6.4 billion LGWM project announced a week ago, there
are many hurdles the project needs to overcome before the first spade hits the ground. Despite $2.2b being allocated for the project - a
figure more indicative of light rail than trams or buses - Transport Minister Phil Twyford says light rail has not been locked in. So what
could Wellington's mass transit system look like, and how long would it take to construct?
LIGHT RAIL
The Let's Get Wellington Moving group says it wants a mass transit system between Wellington Railway Station and Newtown between
2024 and 2029, with a connection to the airport sometime after 2029. John Rankin, spokesman for lobby group Fair and Intelligent
Transport Wellington (Fit Wellington), said that timeframe would be quite easy to meet. "If you look at other cities around the world, I
think around four years is a reasonable construction period for a line of that length." The route from the railway station to the airport was
about 9.2km, and could be built within four years, Rankin said. That meant if construction was to start before 2024, there was no reason
why the entire route - from the railway station to the airport - could not be completed by 2029. However, there would need to be another
12 months allowed for testing of the system. Rankin worked on North America's first light rail system, which opened in Edmonton,
Canada, in 1978. That project, and another one in Vancouver, both had similar construction timeframes. There was also no "engineering
reason" why the project had to be staggered into two stages. The route proposed by LGWM would go along the waterfront quays and
Taranaki St, past the Basin Reserve and along Adelaide Rd to Newtown. It would eventually run through Kilbirnie, possibly via a tunnel
through Mt Albert, to the airport. The proposal is slightly different than the one proposed by Fit Wellington, which includes a tunnel under
Mt Cook to navigate past the Basin, but the extra tunnel would not affect the construction time, Rankin said. The initial light rail vehicle
could be about 33 metres long, with three carriages carrying a total of about 250 people. However, the vehicles could get as long as 60plus metres - the vehicle proposed for Auckland was 66m. That meant there would need to be boarding platforms of up to 70m at all stops
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on the route, with shelter, ticketing gates, and an elevation slightly higher than a normal footpath, Rankin said. The trains would typically
stop for about 20 seconds - the same as another proposed option, trackless trams.
TRACKLESS TRAMS/RAPID BUS ROUTE
Environmental scientist Peter Newman, coordinating lead author for transport at the Intergovernmental Panel on Climate Change (IPCC),
said with a dedicated route already in place, trackless trams could be up-and-running within six months. Putting a new top seal over the
road, and painting the lines which the trams would follow through sensors, could be done "in a weekend", Newman said. Constructing the
"transit way" - essentially the 30m purpose-built boarding platforms - would take about six months. "There is no relocation of services, no
track construction time, no overhead wires to worry about, and no depots to build - because you could use existing bus depots. "There are
lots of opportunities to make time and cost savings." In any case, two vehicle lanes would need to be removed to make way for the system
chosen. Marie Verschuer, a social planner and transport adviser with a focus on trackless trams, is currently helping with trials of the
vehicles in Perth. While that would take between six and 12 months, once that ground work was done, testing in Wellington could be done
in just a couple of weeks, she said. The model being used, the autonomous rapid transit (ART), typically comprised three carriages and was
about 30m long, Verschuer said. Boarding platforms, which would need to be at least as long, were about 33 centimetres above ground
level. A rapid bus route would take about the same time to construct as trackless trams. The latter is said to be about a tenth of the cost of
light rail.
Source: Stuff: 25 May 2019. https://www.stuff.co.nz/national/112936261/the-long-and-winding-road-to-the-start-line-for-wellingtonsproposed-mass-transit-system
-----------------------------------------------------------------------------------------------------------

SANDTOFT RECALLS CLOSURE OF BOURNEMOUTH SYSTEM
On 26 May 2019 an event was held at The Trolleybus Museum at Sandtoft to commemorate the 50th anniversary of the
closure of the (U.K.) Bournemouth system, which took place on 20 April 1969. Tom Douce attended the event and sent
these three views. 301 and 297 both date from 1962. They have Sunbeam MF2B chassis, Weymann bodies and CP-AW
electrical equipment. 99, built in 1935, has a Sunbeam MS2 chassis, Park Royal body and BTH electrical equipment. This
was the fleet number originally allocated to the vehicle – it was renumbered 112 in 1958. Alongside can be seen a
working model of Sunbeam MS2 171.

Above: 301, 99 and 297 line up for the photographers.

Left: The working model of Bournemouth 171. Obviously its poles
aren’t that long enough to reach the big boys’ overhead! The bus is
believed to have been built using a mobility scooter as its basis!
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SWITCH 503 REMEMBERED
Continuing the series on special work that once graced the overhead in Wellington. This
month we feature Merge* 503 originally situated in Willis Street near the intersection
with Manners Street where trolleybuses turning from Manners Street joined the
inbound route from Kingston and Aro Street.
*Switches started with the number 4, Merges with 5 and crossings with 6.

Right: This photograph sets the scene:
Willis Street looking south with Manners
Street on the left. On 23 December
2010, 332 turns out of Manners Street
and is about to pass under merge 503.
The overhead behind 332 is the inbound
route used by services from Aro Street
and Kingston. Turning left into Manners
Street is 1996 M.A.N. 638. The only bus
in this picture still operating is the Scania
Airport Flyer. The only traces of
trolleybus operation in the area are the
odd anchors remaining in the sides of
buildings – the rest is history.

Left: This view of 503 was taken from the corner of Boulcott and
Willis Streets (by Wellington Dentists – see above). 339 is
outbound to Lyall Bay on 7 January 2011 and is about to turn left
into Manners Street.

Right: 301 turns out of Manners Street on a damp 25 September 2013
and is about to merge at 503 while an inbound Kingston Route 7
service waits at the traffic lights in Willis Street.

Left: 349 turns out of Manners Street into Willis Street on 12
October 2016 with a 2 to the Railway Station. Its poles have just
passed the SLOW 15kph board and merge plate 503. This view
was taken from Boulcott Street.
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Left: A bird’s eye view of the intersection and trolleybus junction. On 6 December
2010, 366 was photographed about to pass through merge 503 with a Route 3 to
Karori Park. The SLOW board and merge plate are marked. The photograph was
taken from the Majestic tower which overlooks the location.

Above right: Compare this view to the one at the top of the previous page. The overhead has been cut at merge 503 and the wires either
side of it in Willis Street have been removed. By 24 January 2018, the wires in Willis Street (north end) had been taken down plus a short
section just beyond the intersection up to the just visible yellow van. The decommissioning team’s scissor platform is parked ready for use
the next night. As well as the overhead being removed, the trolleybus road markings (seen in the foreground) would be obliterated in due
course.

Left: The truncated outbound wires at the corner of Willis Street and Manners Street
and the remains of merge 503 just to the left of St Mary of the Angels Church (in
Boulcott Street) on 24 January 2018.

Below: Returning to happier days, we see 377 on 14 January 2017 turning right out of
Manners Street with a Route 1 service from Island Bay to the Railway Station. In this
view plate 503 and the SLOW board can be seen above the traffic light. 377 continued
to work until the final day of trolleybus operation. On being taken down, plate 503 was
kindly donated to me for preservation by Wellington Cable Car Ltd.
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AUSSIE EXHIBITS ON DISPLAY

Reader David Parsons recently visited Tasmania
and being an avid transport enthusiast it wasn’t
long before he gravitated to the Tasmanian
Transport Museum in Glenorchy, though
probably more for its locomotives than its
trolleybuses. However, he kindly sent a couple of
photographs that he took which no doubt will
interest readers of this magazine.
Left: 74 has a body constructed by the then
Tramway Workshops mounted onto a chassis
manufactured by Leyland in England. This batch
of buses are known as Canton buses, as the
completed chassis were to go to China, but were
sold to other cities due to the outbreak of the
Second World War. Number 74 was donated to
the museum by the Metropolitan Transport Trust
in 1964. Alongside is 235 - it consists of a body
constructed by City Bodyworks (of Hobart) and a
British United Traction (B.U.T.) chassis, and was
built in 1952. 235 was the last trolleybus to
operate in Tasmania, and did so on 24 November
1968. It was quickly purchased by the museum,
and later restored by the Metropolitan Transport
Trust.

Right: The Fargo tower truck is a FL 4 model first registered in May 1948.
The truck was used to maintain the overhead wires of the trams and
trolleybuses and was constructed by the Hobart City Council owned
tramways (HMT) in their workshops. Following the closure of the
trolleybuses in 1968, No.7 was retained by the now government-owned
Metropolitan Transport Trust (MTT) for building maintenance purposes
and initially lent to the Tasmanian Transport Museum for display in
between these tasks from 1988. Eventually the truck (and its use) was
deemed to be a non-core activity of the MTT and it was donated to the
museum in October 1998. Interestingly it has carried one colour scheme
but 7 different registration plates over its 71 years.

On 13 April 2019, Henry Brittain visited the Brisbane
Tramway Museum at Ferny Grove where he found
the following two exhibits.
On the left is Brisbane’s first trolleybus, a Sunbeam
introduced on 21 May 1951. Brisbane’s trolleybus
system operated until 13 March 1969. During that
time thirty-six Sunbeams such as this operated on the
twenty-eight kilometre network. The museum has
two trolleybuses in its collection, 1 and 34.

Right: Also on display at the Museum is this Brisbane City
Council tower wagon #1. It was one of four such vehicles
purchased in 1944. The basis for the vehicle is an
international "K" series cab and chassis powered by a six
cylinder petrol engine and three speed gearbox. After
performing its utilitarian role for over thirty years its job
was not finished when the tramways closed in April 1969.
Many kilometres of overhead wire and feeder cables had
to be dismantled, a task that took several months. On 13
December 1969 No. 1 was presented to the BTM.
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A VISIT TO KARORI DEPOT
NZ Bus operates from three main depots in Wellington; its main base at Kilbirnie and two smaller facilities at
Kaiwharawhara and Karori. The depot at Karori opened in 1954 following the closure of tram operation and the
introduction of trolleybuses to the area. On opening it covered a much larger area than now but part of the open yard
was disposed of and single-storey flats were built on the land. There is only secure undercover parking for six vehicles.
Two of these spaces were once a workshop for trolleybus maintenance. Today four vehicles occupy this storage area –
trolleybuses 347, 354, 364 and 366. The remaining fifty-two buses are stored at Kilbirnie depot. Missing from the original
fleet of sixty Designlines are 301-303 (disposed of to The Omnibus Society) and 361 now operating as a battery-powered
vehicle.

Left and below: 364 and 366 stored undercover at
Karori. Only two of the four bays are occupied.
The diesel fleet based at the depot is stored in
the open air.

Rest of this page: The other
two trolleybuses in store at
Karori are 347 and 354. Both
are in the depot’s former
trolleybus workshop, disused
for many years. The doors to
this bay were not able to be
opened and with no lighting
photography was somewhat
limited.

Note the small sections of overhead (arrowed) that
once led from the yard into the workshop. These
were severed many years ago, but the wires remain.
For the record, of the four trolleybuses at Karori only
347 and 354 ran until the final day of operation.
All photos in this
feature taken on
30 April 2019
during
an
authorised visit.
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Above: At the depot entrance in Ranelagh Street stands the former shiftman hut which contained the leak testing equipment that drivers
of trolleybuses once had to undertake prior to taking their bus onto the road. Clearly this is the original 1954-installed equipment together
with the instruction sheet, which has seen much better days. With the end of trolleybus operation NZ Bus no longer had any need for this
test gear and it has since been donated to the Wellington Tramway Museum. The instruction sheet had deteriorated so much it had to
remain on the hut wall.

Left: The hut that housed the leak test equipment as seen in 2005. Clearly it
had seen better days then too! Photo: Graeme Inwood.

Right: Looking back to 21 May 2006 during a depot visit
and on this occasion a full house. This view was taken from
the flats that sit above the workshop area. The units on the
left sit on land once occupied by the depot. The advertising
on the top of the bus in the foreground was limited to
those looking down on buses which must have been but a
few. The ladder trolley still remains at the depot in 2019,
but the majority of the buses have long been despatched
elsewhere or to the scrap yard.
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KARORI DEPOT – THEN AND NOW
Above: This photo from 23 June 2016 gives a wide view of the exit area into Ranelagh Street and features parked 343 awaiting its next
duty. The workshops and undercover parking can be seen behind the trolleybus. The leak test hut, covered in signage, is in the right
foreground. All buses turn left out of the yard into Ranelagh Street and reach Karori Road via Morley Street. Turning right into Karori Road
buses soon reach Karori Park terminus to start their duties. Access to the depot is via Hobart Street. Below: By 30 April 2019, Metlink
colours dominate in Wellington, there are far fewer buses in the yard and of course the trolleybus overhead has gone. Scania 2218 stands
waiting to start its next duty.
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THEN AND NOW IN BUNNY STREET
Bunny Street continued to serve as a departure point for buses until 2003 when the present Interchange opened. This
undated view from D.L.A. Turner (though Dave thinks it may have been taken just after the Kingston extension opened
in 1987) shows two Volvos; 223 about to depart for Kingston and 248 boarding passengers for Hataitai. The overhead
can be seen curving into Lambton Quay. The contemporary photograph shows substantial change. Occasionally a bus
uses the parking area seen in the foreground.
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THE

ERA

Photography by the late Markus Lang

C
Continuing the series on the Big Red livery,
introduced following the deregulation of
Wellington’s bus services in 1991. Having examined
201-207 in May, this month we turn our attention
to 208-217.
Right: 208 was the first of the Volvo fleet of sixty-eight
vehicles into service on 6 October 1981. By 1992 it had
been repainted into Big Red livery. This view was taken in
January 1996 in the yard at Karori depot. The entrance to
the yard is just behind the bus and access is from Darwin
Street. To reach this point, trolleybuses turned off Karori
Road into Chamberlain Road and then left into Darwin
Street. The wires ran in one direction through the yard and
then exited into Ranelagh Street. The flats in the
background now stand on land that was originally part of
Karori depot’s yard. The small fence was replaced by a
much taller one following arson attacks in 2013 and 2014.

Left: Markus was undoubtedly following 209 along Karori Road in his
vehicle when he took this photograph in February 1992. The
trolleybus has just slowed for the switch at the intersection with
Chamberlain Road, the route back to Karori depot described above.
The children aboard 209 are obviously enjoying the ride. Just ahead
are the Karori shops and the final destination, Lyall Bay is another
fifty minutes away.

Right: A nice study of 210 climbing up the rise from Karori Park
terminus and beginning its lengthy run to Lyall Bay in June 1993.

Left: Markus once lived in Chamberlain Road which resulted in
many of his photographs being taken in the Karori area. Volvo
211 poses for his camera in Karori depot yard in January 1993
together with the portable ladder that still resides there. The
then low fence was handy for seeing what was lurking in the
yard.

Right: A trio of Big Reds with 212 at the rear stand out of service near
the Railway Station in December 1995.
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Left: The driver of 213 checks his
rear vision mirror before pulling
back out into Wallace Street while
on a trip to Newtown Park in June
1996. Behind is 245 en route to
Seatoun. Mt Victoria looms in the
background.

Right: Bus bunching is not a new phenomenon, though I
tend to see it more these days. In this February 1993
photograph, 214 and 234 near the top of Chaytor Street
with services to Karori Park. A “trademark” piece of
equipment on the top of Markus’ van protrudes into the
photograph!
215 was one of the early Volvo withdrawals (in 1990) so
cannot be included in this view of the Big Red colour
scheme.

Left: Karori depot, with the exit into Ranelagh Street featured again.
Taken in April 1993, this may well be a weekend photograph as the
gates are closed. 216 and 240 stand side by side with other Big Reds
parked behind.

Right: The repainting of Volvos into Stagecoach
colours had begun by 1996 when this photograph
was taken at Aro Street terminus. 217 has dewired
dramatically and both poles are up through the
overhead, suggesting broken pole ropes. With no
battery power to get around the disabled 217 the
other trolleybus is stuck until the shiftman can
attend to the problem.
This series will continue next month.
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“Amazingly diverse and well balanced. Love the article on the Farmers’ bus. So
much detail. The photo of the double-decker entering the tunnel would scare
the living daylights out of the faint hearted. Wouldn’t any authority worth its
salt have altered the tunnel roof line for complete safety and to avoid damage
to the double deckers? Simply too close for comfort. Do you know how many
bus photos in total you have taken over the years? [A lot! – Ed] I am fascinated.
Again, well done Alan.” David Donald.
“Thank you for such a mammoth edition of UTW, I needed to sit down for the afternoon to digest. With the growth of news it could become
UTW-W (weekly!). The variety of items is amazing, the media coverage is amusing mentioning Kermit the Frog, toilet breaks and trackless
trams. You could be hard pressed to write this stuff and keep a straight face! The photos from Marcus Lang are exceptional. Carrying
a plumber's tool box and camera he recorded marvellous scenes in Wellington during the Big Red/Stagecoach Volvo era. Farmers in
Auckland must be the only department store in the world with its own free trolleybus service. This ties in nicely with the 2019 Auckland
trolleybus calendar I'm turning over each month. The item on the Wellington Cable Car, photos from then, by DLA Turner, and you now,
was fascinating reminding me of the rides on the San Francisco cable cars along the streets. USA Health and Safety doesn't include the
seating along the side in the open thankfully. I still think the Hataitai tunnel is too tight for double-decker buses; there will an incident one
day and one will probably get stuck. It seems to me we are going backwards to go forwards, people say to me why are we spending vast
sums of money on new electric buses when we had them years ago in every major town or city. No pollution from trolleybuses only at the
source of generated power, then diesel motor buses became the norm. Environmentalists in the 21st century now have concerns over air
quality to come with solutions like in Portsmouth. We will be wearing masks soon as they do in China. Hope the guys at Sandtoft
appreciated the mention of the trolleybus driving experience, they are always looking for new recruits. Great work Alan.” Phil Waters.
“Thanks for another great issue! It’s nice to see all the vintage photos.” William Blust.
“As always, congratulations on another excellent issue of UTW - the magazine gets better with each passing month. The highlights for me
were - P3; Overhea(r)d Marcus Lang's photo collection, all of which seen so far are real gems. Regarding trolleybuses returning to
Portsmouth, I will believe that when I see it although I am the eternal optimist regarding public transport, and trolleybuses in particular.
The one thing the U.K is good at is yakking, not doing. I have seen both the Vancouver and Wellington videos - well worth a look. P4-8; 29
Years Service... Robert Laidlaw was clearly a clever businessman. I wonder if any other trolleybus system was instigated by a local citizen.
Also, I like the idea of having a playground for children on the roof of Farmers store. One can only imagine the reaction of passengers when
they rode on the "silent servants" for the first time. The photo of a trolleybus chassis on test - I did not know before I read the article that
these trolleybuses originally lacked retriever ropes. The piece about young Aucklanders riding the trolleybuses brought back memories of
my younger self in my home town of Derby (U.K). I had to ride into town on a trolleybus - my mother never took much persuading to do the
same. At the time I never realised that she was also a trolleybus "anorak"! The incident regarding the circuit breakers and the lady
passenger's hairdo. No surprise to read that the replacement diesel buses terminal point was located further back. Re double parking, the
more things change, the more they stay the same. The top photo on page 8 could almost give the impression that the canine had just
hopped off the trolleybus at an unofficial stop! P9-10; Route 7 Memories, particularly all four photos on the latter page. P16; Then and
Now... The top photo. P17; More on Hataitai - the trolleybus photo. P19; Foxton Report - The tenth line down, third word from the right,
should that read Kiwi? [No, iwi is correct – Ed].Page 24; Trackless trams gain favour- does the Mayor not realise that the clue is in the
name ‘trackless’? In effect is he advocating the return of a form of transport that the city has only got rid of less than two years ago? P26
and P28; Residents of Strathmore Park and Karori - has the bus services in those areas declined to such an extent that the locals are
considering chartering their own? P30-33; 100 Years of Electric Traction..., particularly the top photo on the latter page, what a line up!
P38-39; The Big Red Era - all of the photos. P40-42; Wellington's Cable Car The top and middle photos on the former - they perfectly sum up
the era at the time regarding the lack of regulations. P45; The photo of the truck entering the tunnel - could the driver be fined for this
under traffic laws? [Probably – Ed]. P47; The sad letter from Mr Krieg. Ending on a happier note, congratulations to all the graduands
shown in the Sandtoft photo.” Tom Douce.
“Regarding the picture on page 38 of the May issue of UTW showing 203 heading for Brooklyn. Since at least the mid 1960s, a trolleybus
was rostered to leave Karori Park at 7.25am to Brooklyn. It always showed Brooklyn number 7 and when it arrived in the City it followed
the normal number 7 route via Ballance street, Featherston street etc. The photo shows 203 at the bus stop half way up Church Hill
between Raine and Reading streets in Karori Road. The service was curtailed in the late 1990s when many route changes were made.”
Henry Brittain.

“Yet another stunning magazine, It difficult to start as it is all superb. I particularly enjoyed the photo coverage of the Big Red era, Markus
Lang's photos, The Look Back at 2004, The Cable Car and the Hataitai Tunnel coverage. I cannot see it being too long before an ADL doubledecker is damaged! Also the press coverage and "stuff" continues to amuse although it is far from funny. One item certainly did amuse me;
"Trackless Trams gain favour" - er is that not a trolleybus!! Keep up the good work.” Peter Blears.
-----------------------------------------------------------------------------------------------------------

Left: In this undated photograph from Bryan Blanchard, two very
presentable B.U.T.s, 101 and 115, from the final Wellington batch, bask in
the sunshine at Ian Little’s Foxton Trolleybus Museum. A former London
Transport RT double-decker lurks inside the main building. Who would have
thought when this photograph was taken that double-deckers would be
commonplace in the Capital in 2019, or that trolleybuses would just be part
of history?
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SEATOUN TUNNEL EARTHQUAKE STRENGTHENING
Originally constructed in 1907, Seatoun tunnel consists of an arched brick liner with concrete portal walls. It is 2.5m in height, 8.1m wide
at road level and has a 6.2m wide carriageway. There is a 1.2m wide footpath sits approximately 0.6m above the carriageway surface and
has a steel handrail. In August 2019 major work will begin on earthquake strengthening. This is part of an ongoing programme to improve
the safety and accessibility of Wellington’s earthquake prone structures. Alongside the essential strengthening work, there are plans in
place to extend the existing pedestrian handrail on both sides of the tunnel and to replace the sodium lights with new more efficient LED
fixtures. The 112-year-old tunnel is a heritage structure so it will be a priority to ensure it maintains its current charm. However, the inside
will be painted to make it brighter and safer for residents to walk to through. From Monday 6 May contractors began working to install
traffic signals at both entrances to the Seatoun tunnel. Installing the signals will take approximately four to six weeks, with crews working
between 9am and 4pm. In the latter half of the project there will be approximately one week of night works, with any noisy work finishing
by 10.30pm. During night works traffic will be controlled by stop/go paddles while the tunnel is reduced to one lane. Once operational, the
traffic signals will be used to manage traffic during earthquake strengthening work, scheduled to start in August. Beyond this the signals
will remain in place to manage traffic during any future maintenance or upgrade works, or in the event of a major incident, as happens
with the Karori tunnel.
The project includes:
- building new buttress overlay beams in front of the existing ones on both sides of the tunnel
- constructing ground beams behind the parapets of both portal walls
- installing 20 rock anchors (10 either side of tunnel)
- repairing defective areas of portal and painting both walls
- constructing new ground beam in front of retaining wall - held in place with four rock anchors
- extending the pedestrian handrail along the ramp on both sides of the tunnel
- replacing lighting in the tunnel with LED lights.
Information: Wellington City Council.
https://wellington.govt.nz/your-council/projects/earthquake-strengthening-projects/seatoun-tunnel-strengthening

Above: The two tunnel portals at Seatoun; (left) the Broadway end and (right) the Ferry Road end. These photographs were taken in June
2019 after the removal of the trolleybus overhead.
Left: Volvo 227 enters Seatoun tunnel from Ferry Road on 21 July 2009
while on a return trip to the City. By this date only four Volvos remained
in service, 227, 233, 258 and 268. 227 had recently been painted all over
white. As it turned out 227 was eventually scrapped with the other
three being saved for preservation. This photograph gives an impression
of the limited lighting inside the tunnel which is set down for
improvement as part of the work.

Right: Designline 380 exits the 144m long tunnel on 25 August
2017. As can be seen, the bore has a slight uphill gradient.
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A visit to Seatoun tunnel on 17 May found very little visible work had taken place in the first two
weeks of traffic signal installation. ‘Progress’ appeared in the form of an information board,
temporary speed limit sign, a few paint markings on the road and a cyclist warning sign at the end
of each portal (similar to that recently installed at Karori tunnel). A further visit on 29 May found
no further work completed, and nobody at work so the traffic signals are presumably yet to come.
I now understand how jobs like this take so long and it gives you some idea as to the length of time
the actual portal strengthening and other works are likely to take. No wonder a figure of twenty
years was given for the “Let’s get Wellington Moving” transport improvements in Wellington!

Right: Scania 2219 exits Seatoun tunnel on
17 May on its way to the nearby terminus.

Left: The approach to the westbound portal showing
the new cyclist road marking and the sign which
illuminates when there is an approaching cyclist in the
tunnel.

----------------------------------------------------------

KILBIRNIE BUS HUB WORKS COMPLETION
As mentioned in Overhea(r)d work to finish the unsightly road barrier in Evans Bay Parade at
Kilbirnie bus hub was due to start on 29 May, but began the following day. An NZ Bus ADL on
Route 3 approaches its stop at the western end of the facility on 29 May.
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METLINK – NETWORK PERFORMANCE
Metlink now produces charts showing performance and other statistical matter regarding its public transport services; buses, trains and
ferries. Full information can be obtained at: https://www.metlink.org.nz/on-our-way/performance-of-our-network/
On that page are graphs of monthly performance of the bus and train key performance indicators stretching back to the start of the new
bus reorganisation in July 2018 and they show the continuing state of performance of both buses and trains: most measurements seem to
be stuck at "needs improvement" (for buses) and predominantly "unsatisfactory" levels with regards to the punctuality of train services.
Bus reliability:
The bus reliability measure shows the percentage of scheduled services that actually ran as tracked by RTI and Snapper systems.

Bus punctuality:
The bus punctuality measure shows the percentage of scheduled services that depart from origin, leaving between one minute early and
five minutes late. No indication is given on bus services that arrive late at their terminus as the measurements are given in rail statistics
which record services that arrive at key interchange station and destinations within 5 minutes of their scheduled time. As buses are
tracked by RTI and Snapper surely this measurement is possible. This would show up the recurring issue of bus bunching on some routes.

Of interest is that in March 2019, bus complaints increased by 160% on the same period for
the previous year. In March 2018 1,001 complaints were received; a year later this had
jumped to 2,100. At least complaints have dropped from the high approaching 4,000 in
August 2018 following the big changes. However, there is clearly still a level of dissatisfaction
amongst bus users. The majority of complaints are, not surprisingly, about operational
performance. A more in-depth breakdown of bus service performance can be found at:
https://www.metlink.org.nz/assets/Uploads/Mar-19-Metlink-Monthly-performancereport-FINAL2.pdf
------------------------------------------------------------------------------------------------------------Below: Bus hubbing didn’t turn out to be the attractive option for travellers that Metlink
hoped it would be, although what purpose this “hub” at Karori tunnel is meant to serve
remains a mystery. No buses
start or terminate from this
new development in Glenmore
Street. As it sits outbound to
Karori and Northland one
wonders who all the seating (8
seats) is meant for considering
that on the opposite side of the
road there is no seating or bus
shelter at all – only under
veranda protection at a shop
building! 1 May 2019.
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Left and below: A group of about two hundred protesters
disrupted traffic in the CBD at lunchtime on 7 May 2019. With
bus timings already suffering this sort of activity doesn’t help.
While not suggesting people don’t have the right to protest I will
point out that the two buses seen in the background below (plus
others out of sight) took twenty minutes just to travel the length
of Lambton Quay before the group peeled off into Parliament
grounds. Outbound buses were also held up as shown in the
view in mid-Lambton Quay. Sometimes it’s not Metlink’s fault.

I PROTEST!
It looks more a case of ‘protesters only’ rather than ‘buses
only’. The group passes Bowen Street near the end of their
march.

---------------------------------------------------------------------------------------------------------

WATERLOO SUNSET
Prior to 15 July 2018, NZ Bus had the contract for bus services in
the Hutt Valley, working under the operating name ‘Valley
Flyer’. Their purple coloured buses mainly worked out of the
depot alongside Waterloo railway station in Lower Hutt.
However, with the awarding of the new contracts in this area to
Tranzurban in 2018, NZ Bus no longer had a presence and their
buses were eventually moved away with some disposed of and
followed by closure of their depot. The yard has been
purchased by the Regional Council and it will be developed into
extra car parking for railway commuters.
Below: The scene at Waterloo a couple of weeks after the depot had
finished operationally – August 2018.

Below right: A similar scene on 14 May 2019.
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Above and right: Waterloo yard on 7 May and then one week later
following the removal of the workshop and wash bay.

-------------------------------------------------------------------------------------------------------------

WHEN ARE THE NEW BUSES ARRIVING?
Since the introduction of the new bus network in July 2018 some of the
NZ Bus fleet have been displaying roof line messages suggesting to the
public that they are just a temporary measure. Here are examples...

Top: “I’ve come off the bench until a new bus arrives”
Top right: “My days are numbered. A new bus will be
replacing me soon.” (But when is “soon”?)
Above: “I’m a liquorice allsorts until the limeburst arrives”
Centre right: I’m a stand-in until the new bus arrives”
Below: “Downloading a new bus 23% complete”
The fleet may be temporary, but how temporary? Just sixteen
new double-deckers have been added to the NZ Bus fleet and
there are no other new vehicles on the horizon. Meanwhile,
these tired messages linger on. Has there been a system crash
while ‘downloading’ the new buses because almost a year on
the travelling public continues to ride on many older buses,
some dating back to 2004. Meanwhile Tranzurban runs around
the city and suburbs with a new fleet. Is it time for Metlink to
come up with something a little more relevant on roof lines?
Meanwhile, the trolleybuses which could have been converted
into battery-powered vehicles remain unused. It would seem
these older buses are now going to be around for a lot longer.
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361’s FIRST BATTERY ANNIVERSARY
361 has been a success story for NZ Bus. The
former trolleybus was converted to battery
operation in the first part of 2018. Its Go
Wellington yellow and black livery was covered
with this arguably eye-catching vinyl wrap and it
first appeared in public in May last year. One
year on the bus is still active and can usually be
found working Airport Flyer duties between the
Interchange and Airport in the morning and
afternoon peak periods. In between duties it is
often seen parked at Kaiwharawhara depot.
Left: Kaiwharawhara depot on 7 May 2019.

Right: While out on one of its first public appearances on
8 May 2018 in Cambridge Terrace. At the time it was
thought that perhaps more of its withdrawn classmates
would be converted. However, this has not eventuated
and even its colleague 362 chosen for the Wrightspeed
propulsion experiment is now back languishing at Kilbirnie
depot, its trial over, its propulsion bay empty of any
power source.

Left: As designed and built to operate - 361 in Courtenay Place
working a 3 to Karori Park on 27 September 2010.

Right: 361 was withdrawn before trolleybus operation ended at the end of October 2017,
no doubt side-lined for a re-powering project. By 17 January 2018 its rear end
components had been removed. It left Kilbirnie depot on 14 February 2018 for its battery
conversion. 359 looks on in the background.

It will be interesting to see what the next year brings forth for 361 and, more
Importantly, the rest of the withdrawn Designline fleet.
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RISE AND FALL OF A TRANSPORT MUSEUM
Phil Waters reports
On the site of Low Moor railway station in Bradford, West Yorkshire a new transport
museum, Transperience Discovery Park was built at a cost of £11.5 million, opening
on 1 July 1995. Visitors could ride on a tram from Budapest on a 1 km line (on the
track bed of the Spen Valley line towards Cleckheaton) or on a Saurer trolleybus from
Schaffhausen, Switzerland (single deck only due to a low bridge). Exhibits were varied
and included motor buses from local fleets in Leeds and Bradford. Unfortunately, the
attraction failed to attract the numbers needed to be a success and by 12 October 1997
it closed with debts totalling £1 million. The site became an industrial estate but a new
railway station called Low Moor was reopened. All the collection was sold with many
items going to the Keighley Bus Museum. My visit was on 29 May 1997, here are some
photos taken on that day with the official printed publicity.

Left: Budapest tram 2577.

Right: Saurer Schafthausen 207 (ex-Lucerne 227).

Left: Huddersfield City Transport tower wagon. If the lack of
people in Phil’s photographs is any indication of attendance
at the Museum it is not surprising the venture eventually
closed.

Below: Bradford’s last trolleybus, #844.

.
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ODDS AND ENDS

Left: There haven’t been any further substantial changes at Hataitai’s bus tunnel
since last month, other than the fact that three of the four bollards on the left of
the portal entrance in Waitoa Road have been bowled over! At least a doubledecker hasn’t got stuck in the tunnel yet. One bollard at the other end is now
also on its side. 8 May 2019. Since being re-erected more bollards have been hit.

Right: Almost a year since the last section of overhead was removed in
Wellington, an information board remains defiant in Elizabeth Street on
the former Route 2 trolleybus route. It will serve as a reminder of the
effective electric transport system we had in the city for sixty-eight years.
On 9 March 2019 Scania 2502 runs down Elizabeth Street working a Route
91 Airport Flyer service to Queensgate in Lower Hutt.

Left: Tranzurban electric double-decker 3708 was photographed
having a brief break at the Interchange on 9 May before working
the 12.05 23z to Wellington Zoo. The rationale of using such big
vehicles for such small (observed) payloads is interesting to say
the least. No doubt it might be something to do with other duties
later in the day. An interesting thing to note is that the left upper
guard rail is missing – knocked off in a collision perhaps?
Meanwhile, sister 3701 has been fitted with its rear charging unit.

Right: ADL 5081 and Scania 2505 inbound in Manners Street on 9
May. The ADLs are being used regularly on some Route 3 services
between Lyall Bay/Rongotai and Wellington Station. The RTI board is
full of forthcoming arrivals; however, passengers waiting for the
Airport Flyer will not find any reference to their bus - a strange set-up
for such an important service.
Below: On 9 May I used public transport to travel the 32km from my
home to Seatoun tunnel. Google Maps gives the time by car as 32
minutes. For the record, the journey took me 100 minutes from
boarding the bus near home to arriving at Seatoun. On my return to
the city this was the information
given on the RTI panel at Seatoun
shops; two buses due within 3
minutes and then nothing for 40. How reliable the information was I have no idea but if it is accurate it
is another example of how unreliable bus services are becoming these days. Incidentally, high
frequency Route 2 is timetabled to run through the middle of the day at 10 minute intervals!
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Left: Walking past traction
pole K104A in Chaytor Street
near the intersection with
Birdwood Street you will
discover a plaque in memory
of Karori resident Markus
Lang. The plaque was unveiled
at a private ceremony on 13
May. UTW readers will be
familiar
with
Markus’
particular
interest
in
trolleybuses. At the top of the
pole is a large iron sculpture of
a kaka, a large forest-dwelling
native parrot. The best
location to see the sculpture is
opposite the traction pole in
Chaytor Street.

Right: I wonder if Chris Laidlaw (current Chair of the GWRC)
would consider paying to have his name on a bus to
promote himself in the forthcoming October 2019 council
elections. He certainly did back in September/October 1993
when Markus Lang photographed Volvo 232 suitably
decorated and standing at Karori Park terminus. The red
wording on the side of the bus says “makes sense”. Twentysix years ago Laidlaw was campaigning in the 1993 General
Election as the Labour candidate in the Wellington-Karori
seat. It is thought the trolleybus ran in all-over white from
the end of September 1993 until repainted circa 1997 into
Stagecoach colour thus missing out the Big Red era. The
electioneering wording would have been removed from the
date of the General Election. For the record, although
winning a bi-election to Parliament in 1992 Chris Laidlaw was unsuccessful in winning the new Wellington-Karori seat in 1993, won by
National. More recently, Laidlaw has been the Chair of Greater Wellington Regional Council since 2015. It will be interesting to see if he
stands as a candidate again and, if so, if he is re-elected in October 2019.
Left: This is Eastbourne depot currently used
by NZ Bus. It is situated at the southern end
of the suburb of Eastbourne and faces
Wellington Harbour. Services run from here
to Courtenay Place, via Lower Hutt and
Petone and take 80 minutes. The building
was opened eighty years ago. It was
constructed from concrete with wooden
joinery, and consisted of a single-storey
garage and a two-story block complete with
two workshops with work pits, a paint shop,
offices, and accommodation flats for the
drivers. Today the site is a Category 2 listed
building. The accommodation building is
privately occupied. All buses that were on
site on 21 May were NZ Bus “stand-ins” for
eventual replacement.

More information: http://www.heritage.org.nz/the-list/details/7644

Right: Flashback to 2003 when the depot looked somewhat sad and neglected. In
those days the Stagecoach operating name for Hutt Valley (and Eastbourne)
services was Cityline. A 1988 Hino RK177 7536 stands outside the depot on 3
November 2003.
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Left: May has been a month when a number of diversions from
the Golden Mile have taken place due to university graduation
parades and protest marches. These inevitably take place at
lunchtime to create maximum exposure. When protests are
impromptu buses get caught up behind them (as seen on page
36) but more usually buses get diverted along Jervois and
Customhouse Quays (where very few people want to go) and
then reach the Interchange via Whitmore Street. On 24 May, a
protest march by school children was held to highlight climate
change issues and this caused the inevitable diversions. M.A.N
2303 (“a new bus will be replacing me soon” – really?) turns out
of Whitmore Street into Lambton Quay just prior to the
marchers arriving at this point. The bus is working a Route 83 to
Eastbourne. Police block off the rest of the street.

Right: Outbound to Seatoun, M.A.N. 2304 is seen off its normal route and was
photographed in Whitmore Street avoiding the protest march in Lambton Quay. If the
bus was working on 29 May it could well have been caught up in yet another march
(note the posters) this time by teachers (see below).

Left: Shock, horror, what’s happened here?
Tranzurban’s 3453 has slipped through the bike
rack net and escaped having one fitted. On 24
May it was on Route 7 duties and photographed
in Lambton Quay on its way to Kingston.

Right: Thousands of school teachers
marched from Civic Square to Parliament on
29 May to protest pay and conditions. It was
part of a nation-wide strike shutting all
schools for the day. The front of the parade
had just reached the intersection of
Lambton Quay and Stout Street. The march
took forty minutes to completely clear
Lambton Quay forcing buses to once again
divert via Customhouse and Jervois Quays.

Left: Passengers had a lengthy wait on their buses
stuck in Whitmore Street while the entire protest
march passed to then enter their destination –
Parliament – where the Government was railed
against for failing to increase their pay offer.
Fortunately outbound buses could still turn left into
Whitmore Street after departing from the
Interchange. It’s been quite a month for diversions.
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CBD VOLVO VIEWS – THIRTY YEARS AGO
Bryan
Blanchard
uncovered some more
of his Wellington
slides
featuring
trolleybuses.
This
selection was taken in
1988 in and around
the Cuba Street area.

Left: Volvo 216, in its
original WCT livery, pulls
away from the stop in
Dixon Street and is about
to cross Cuba Mall. Dixon
Street was, and still is, a
busy thoroughfare but
since November 2010
buses travel via the full
length of Manners Street
instead. 216 was only six
years old when this
photograph was taken – it
continued in service until
2008.

Right: Moving across to lower Cuba Street we encounter
220 and 212, travelling to Hungerford Road - Lyall Bay and
Island Bay respectively. In the years leading up to the
removal of overhead in Cuba Street there was just the one
set of outbound wires; back in 1988 there were two sets
with a crossover (visible near the bottom of the Smith &
Smith signage). 212 was withdrawn in 2007 with 220
lasting until 2009. Most of the Volvos were re-painted into
Big Red livery and finally Stagecoach colours.

Left: The two sets of wires briefly enabled
trolleybuses to pass one another. In this
Cuba Street (James Smith’s corner) view
242, working to Newtown Park, has pulled
out past 261 on a short Route 12 working to
Courtenay Place and dewired. Incidentally,
James Smith was a department store.
Despite being closed since 1993 it is still
known to many Wellingtonians as James
Smith’s corner. Withdrawal came in 2008
for 242 and 2009 for 261. Trolleybuses last
ran past this location on Friday 24
September 2010. The overhead was
removed that weekend.
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Above: 261 continues on its way from Cuba Street towards Courtenay Place and is about to turn left into Manners Street. Note that now
just one set of wires is present. Inbound buses and trolleybuses travelled via Dixon Street as illustrated on the previous page.

Left: Twenty Ansaldo trolleybuses once
destined for Auckland but due to the closure of
that city’s trolleybus network were purchased
by WCT. They had a very short life, into service
in 1983 and all withdrawn by 1991. 130 was
photographed in Cuba Street en route to
Courtenay Place working on Route 12. The
merging of the two sets of wires referred to
above can be seen just to the left of the
trolley’s poles.

All photos: Bryan Blanchard

Right: In recent months the Airport Flyer service has
featured in the news pages of UTW but such a service is
nothing new. In 1988 Tranzit Coachlines were operating a
service called Airport Express. Coach 201, a 1982 Hino
Ranger, was photographed by Bryan Blanchard in lower
Cuba Street.
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A SOUTHERN ADVENTURE – Graham Long
Ian Little is remembered for his passion for trolleybuses, vehicles and other mechanical things. As well as running a community
radio station in his home town, he and his wife founded the Trolleybus Museum at Foxton. However, before vehicles could be
exhibited they needed to be saved and just as importantly they had to be transported to their new home. Reader Graham Long
recalls how he helped two of Ian’s trolleybuses find their way from Dunedin in the lower South Island to Wellington.
Left: B.U.T. 33 in service in George Street, Dunedin. In 1979 due to
the oil crisis four previously closed trolleybus routes re-opened,
one of which was that to St Clair. Previously numbered 3 it was renumbered as Route 7.

Right: 43 has managed a bit of tricky pole splitting.

Left: 43 on a short working around Dunedin’s Octagon.

In February 1982 I had been working on the automation of Manapouri
and Te Anau lake control, so I took the opportunity to have some time
off in Dunedin and ride the trolleys before their imminent demise (they
had risen from the dead thanks to the oil crisis, after having previously
being closed down in 1979). On my return to Wellington, Ian Little asked
if I would like to help him with two expeditions to save numbers 43 and
77 for his collection, using his trusty tanker truck (the same one we used
to save the Auckland trolley 120 – see UTW April 2016). So in March
1982 my wife, Winnie and I flew to Dunedin, where we met up with Ian
at the depot
at
Market
Reserve. Ian, as was his way, had prevailed on the boss of the undertaking to
let us take 43 and 77 out on the road for a play, amid the in-service trolleys. So
we had a whale of a time, traversing all the wiring still extant at that time,
including all four termini (Opoho, St Clair, Normanby and Shiel Hill), plus
turnbacks that still existed around the Octagon and a block behind the
Exchange.
Right: A beaming Ian Little pictured with his two new “toys”, 77 and 43 at what is thought
to be Normanby terminus.

Number 43 was the first to save, so when it was time to go we put 77 back in
the depot and drove 43 under own power along George Street as far as the
Gardens, before coupling up to the truck and heading up the Highway 1 hill out
of Dunedin. Towing was a bit dodgy; you had to keep your wits about you, as
we only had a straight bar between the bus and the truck, not an A-frame.
There were no air-brakes on the bus once the initial charge leaked out
of the reservoir, as there was no air take-off on the Dunedin buses to
connect to the truck. All we had was the hand-brake, and the
rheostatic brake (Dunedin’s buses had the control relays and the
rheostatic brake winding powered off the 24v NiFe battery, which was
kept charged, while moving, by the overhung 24v generator on the
end of the motor). The rheostatic brake was only good for controlling
speed on downhill sections, so it was really important to keep the
tow-bar in a straight line behind the truck, lest you overran the truck if
he braked hard, which could bend the bar, or worse! Dicey!
Left: Hooked up to a most unlikely form of pulling power, Ian’s tanker, 43 and its band of helpers
are ready to roll. The author is second from the left seated next to Ian Little.
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Nevertheless, the tow went well. We stayed overnight somewhere (I think it was Cheviot), and all
was good until, as I was driving the truck somewhere up towards Ward in Marlborough, I blew the
clutch when changing gear! Oh dear, Ian was not happy. There we sat for an age until the man
from Starborough Transport arrived in a huge flat-deck truck with another towing bar, and towed
the whole caboodle into Seddon. And there it stayed while we sheepishly returned to Wellington
on the ferry with nothing to show. It was a couple of weeks before the tanker was fixed and we got
to go back to Seddon and finally complete
the trip with 43 this time!
Left: Ian inspects remains of the clutch plate!
Right: Back on the road but this time Graham
Long was confined to steering 43!
Below: 43 finally safely aboard the interisland ferry. On the left is the young Malcolm Little
and Graham’s wife Winnie.

It was April by the time
we went back down to
Dunedin to get number
77. By this time, sadly,
the trolleybus system had
closed for good, so we
couldn’t have the same
fun as back in March. Ian had the run of the workshop store, and we loaded up
the back of 77 with all the spares and overhead parts that he could get his hands
on, before heading out under tow to do a final pose with the poles up on the dead
wires at the gardens and then off on the highway. I don’t think Ian trusted me
with the clutch on the truck after the last tow disaster, so I mainly piloted number
77 while he and another guy drove the truck.

Right: A stop-over at Pleasant Point for 77 and the group and time for a
play on loco Ab699.

To get our quota of fun for the trip, we deviated via Pleasant
Point, where Ian in his normal fashion talked them into letting
us play on their steam locomotive Ab699, and we steamed up
and down the 50 metres or so of line which was all they had in
those days. This time the trip was uneventful, and I was even
proud to be able to say that I drove 77 backwards up the long
curved ramp onto the top deck of the ferry without even
touching the sides!
So thus ends the saga of the saving of 43 and 77. It was my
good fortune to be able to work for the late Ian Little in sorting
electrics for his generator trailer and subsequently drive these
very well kept buses around the streets of Wellington, Featherston and Foxton. I hope they remain preserved now that Ian is gone.

Left: 77 finally safely on board the top deck of the ferry for
the last part of the journey across Cook Strait to Wellington.
Below: Finally a photograph to show how innovative Ian
Little was; a wind-up telephone with wires strung along the
towing pole formed communication between the truck and
the trolleybus! Who needs a radio or cell phone?

All photos: Graham Long.
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Above: Overhead maintenance contractor Broadspectrum approached me in 2017 to supply them with a selection of photographs that
could be considered for adorning information boards to be placed around the network advising the public of the “End of an Era” for
trolleybuses. 350 travelling along Aro Street ended up being chosen as the “poster boy” for the campaign. On 13 September 2013 it was
captured on a fine spring morning passing a kōwhai tree as it travelled towards the terminus.

PORTRAIT OF A DESIGNLINE - 350
Below: On 29 October the same year 350 was recorded at the bottom of Bowen Street, this time working along Route 3 from Karori Park
to Lyall Bay. 350 did carry advertising during the course of its short nine year life but at this mid-point in its career it remained uncluttered
on either side. The trolleybus continued to give service right up until the last day, 31 October 2017.
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THE TRACKLESS TRAM DEBATE BEGINS
An open letter on trackless trams
Councillor Roger Blakeley
Greater Wellington Regional Council
P O Box 11646
Wellington 6142
L I GH T RA I L OR T RA C K L E SS T RAMS : I S S U ES T O C ONS I DE R
Dear Roger
I write on behalf of FIT* Wellington in response to your request for background information regarding the capabilities of autonomous
trackless trams (a form of bus rapid transit). I understand these are being considered as an alternative to light rail. Here are some issues
for you to consider.
C ONT E XT .
To make a like-for-like comparison, FIT assumes the service will be designed for high-capacity rapid transit, regardless of the technology
chosen. This includes two dedicated transit lanes on-street, signal priority or grade separation at intersections, low-floor vehicles, zero
maintenance road bed with a 25+ year life, and relocating underground utilities to avoid service disruptions. Reliable on-street operation
means there is a practical maximum 2½ or 3 minute service frequency.
C A PA C I TY .
How much capacity is needed over the life of the investment and can trackless trams meet the capacity? If the line opens in 2029 as
LGWM proposes, the peak of the peak demand is about 5000 passengers per hour. Over the life of the system, FIT expects demand will
double to 10,000 passengers per hour. On-street light rail can accommodate this demand with vehicles up to 63 metres long, with a
capacity of 470 people. The claim is that a trackless tram can carry 300 people (500 on a longer model). Light rail vehicles of the same size
have a quoted capacity of 230–250 people. This suggests 300 and 500 people are crush loadings, incompatible with reliable service and
rider comfort.
C A PA BI L I T Y .
Can trackless trams deliver the same quality of service as light rail? The claim that trackless trams can easily leave the track, and the reality
that other traffic can drive on the track, means trackless trams cannot deliver the same reliability as light rail. Mixing with general traffic is
incompatible with a rapid transit service. Wellington would need protected trackless tram lanes for the same reasons it needs protected
cycle lanes. There is no data on trackless tram stop dwell times, but the claim that charging will take place at stops suggests longer dwell
times than the 20 seconds typical of light rail. We’d also need end-of-line space for full recharging.
C ONT E ST A BI L I T Y.
Is there a wide choice of qualified suppliers? Standards-based light rail vehicles are available off-the-shelf from a wide range of suppliers
with a proven track record. Currently, autonomous trackless trams are available from one supplier only, are unproven commercially, and
being based on proprietary technology would lock Wellington into a single supplier in perpetuity. The exit cost of replacing proprietary
technology to escape this lock-in needs to be considered in the whole of life cost analysis.
C ONF I D E NC E .
How confident is GW that the technology is fit for purpose? Prudent system operators are generally neither the first buyer of new
technology nor the last buyer of old technology. There is one demonstration line using 3-segment trackless trams. The 5-segment trackless
trams Wellington would need currently exist only on paper. Fully autonomous on-street rapid transit is unproven technology, with no realworld implementations. The non-permanent nature of trackless trams means they are less likely to stimulate transit oriented development
around stops. FIT’s view is that the least-risk approach is for Wellington to adopt the same rapid transit technology and standards as
Auckland.
C OS T .
What is the whole of life cost? The often-quoted figure is that light rail is cheaper than bus rapid transit when the system carries more
than 3500 passengers per hour. If the trackless tram is autonomous, this removes the biggest single operating cost, the driver, and
changes the economics. Autonomous operation, whether trackless tram or light rail, makes the cost structure of rapid transit more
attractive. However, autonomous on-street operation is currently at the pilot project stage, in vehicles which still require a driver. If the
road bed is unsuitable, the maintenance costs from wheel damage will offset the cost saving claimed on track construction.
If trackless trams are chosen and prove unsuitable, what is the exit cost to upgrade the line to light rail and how would this be achieved in
practice?
Yours sincerely
John Rankin, FIT Wellington
*Fair Intelligent Transport
Source: https://fitwellington.org/news
----------------------------------------------------------------------------------------------------

Mayor Justin Lester favours trackless trams over light rail for Let's Get Wellington Moving
Justin Lester doesn't want Wellington to be the last city in the world to build light rail. If he gets his way, Wellington will be the first New
Zealand city to get trackless trams instead. At a Wellington Chamber of Commerce breakfast to discuss Let's Get Wellington Moving
(LGWM) on Wednesday morning, Justin Lester extolled the virtues of trackless tram technology to create a cheaper, wider-reaching public
transport network than would be possible with light rail. "Personally I'm in favour of a trackless tram," Lester said. "We don't want to be
the last city in the world to invest in light rail." A trackless tram network could be built in three years and stretch out to Karori, Lester said.
"We don't have to have this massive investment in infrastructure, we don't have to put down rails." Tim Brown, chairman of Wellington
Airport, said "four lanes to the planes" would be "more immediate solution to a more immediate problem". "Actually mass transit is going
to take way longer than you think," "We've tried to do bus expressways through the city, people fight to the death over their on-street car
parking so I think it's going to take a long time." LGWM is a $6.4 billion, 20-year, joint venture between Wellington City Council, Greater
Wellington Regional Council and the New Zealand Transport Agency aimed at fixing traffic congestion between Wellington Airport and the
Ngauranga Gorge. Under the initiative $2.2b has been allocated to pay for a mass transit option between Wellington city and the airport.
Light rail was once touted by Lester as being "front and centre" of LGWM, but in May it emerged the LGWM team met with an
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international trackless tram expert to discuss that technology too. The technology's fortunes have risen rapidly this year from
being a rumour in April to the mayor's preferred mass transit option today. Trackless trams run on rubber wheels carry a similar number of
passengers to light rail, but operate using sensors rather than railway lines. In overseas examples lines are painted on roads and trams use
cameras to follow them the same way a train follows tracks. Lester said he'd withdraw support for trackless trams if the business
case didn't support it. The mayor is trying to setup an overseas visit to investigate trackless tram technology. "We need public transport
otherwise we'll just be a city of flyovers and spaghetti junctions."
COBHAM DRIVE
Meanwhile, the first step in LGWM came under fire at the meeting with several voicing their support for a pedestrian overpass instead. A
move to create an at-grade pedestrian crossing on the 70km/h Cobham Dr was trumpeted as one of the quick wins of LGWM but has run
into trouble since. When audience members raised the idea of a pedestrian overbridge Lester said a similar bridge on the Hataitai side of
the Mt Victoria tunnel was not well used. "Why? Because people hate them, they never use them, they're too lazy to take the steps and go
across." But Daran Ponter, a GWRC councillor, who has publicly taken a stand in favour of an overpass, spoke earlier to Stuff said the
Hataitai overpass had worked well. "That bridge is only really used on Saturday mornings when there's netball on [but] the reality is for
that time it's very important."
Source: Stuff: 30 May 2019.
https://www.stuff.co.nz/national/113083984/mayor-justin-lester-favours-trackless-trams-over-light-rail-for-lets-get-wellington-moving
---------------------------------------------------------------------------------------------------Letter to The Dominion Post on 31 May 2019 in response to the article on page 22.

Let's Get Wellington Moving: Calls to halt planned Cobham Drive
pedestrian crossing
The first debate is brewing over the multibillion-dollar plan to get Wellington moving - and it's over a
pedestrian crossing. The proposed crossing on Cobham Drive, on State Highway 1, is expected to be one
of the first projects completed as part of the $6.4 billion programme to revamp Wellington's transport
network and central city. But the project is already facing scrutiny, with some councillors speaking out
against the idea of installing traffic lights for pedestrians and cyclists, rather than building a bridge over
the four-lane highway. Greater Wellington regional councillor Daran Ponter, deputy chair of the council's
sustainable transport committee, voiced his opposition on Facebook on Monday. "Let's build a bridge.
Safer for all," he said. Ponter also re-posted a petition created last year calling for a bridge for people
walking or cycling from Miramar to the ASB Sports Centre and other facilities in Kilbirnie. The petition now
has more than 6400 signatures. On Tuesday, Ponter said the preferred option - a traffic light-controlled
crossing east of the Troy St roundabout - would create safety risks along the busy 70kmh highway, and
add to traffic congestion during the morning peak. Wellington City councillor Andy Foster, who holds the
council's urban development portfolio, was also against traffic lights at the location. "It's hard to see how
that would get Wellington moving." Foster, president of The New Zealand Local Authority Traffic Institute,
said it was "generally not desirable" to put traffic lights on 70kmh roads. Cobham Drive was an especially
bad spot to put them because of the high number of motorists who used it, he said. "I would have
thought there would be some risks with that. Traffic has to stop relatively quickly. The first people might
stop, but the next people behind might not." The Let's Get Wellington Moving (LGWM) group was formed
in 2015 after plans for a Basin Reserve flyover fell through. It is a joint venture between the city and
regional councils and the New Zealand Transport Agency. The full proposal, which includes other projects
such as a new road at the Basin Reserve, a second Mt Victoria Tunnel and a mass transit system between
the railway station and airport, has Government funding but needs be signed off by the two councils. City
councillor Chris Calvi-Freeman, who is part of the LGWM governance group, said traffic lights were the
preferred option for the crossing. LGWM programme director Barry Mein said a bridge was not currently
being considered, but the final design had not been determined. Ponter said although the
crossing was one of the smaller projects proposed in the 20-year programme, debate was to be expected. "I don't think anything in this
programme is going to be easy. Because so much of the detail is not known, we are going to spend a lot of time discussing options."
Source: Stuff. 28 May 2019.
https://www.stuff.co.nz/national/113061186/lets-get-wellington-moving-calls-to-halt-planned-cobham-drive-pedestrian-crossing
----------------------------------------------------------------------------------------------------

Left: 332 travelling east along Cobham Drive on 4 April 2014 with a
service to Miramar. The proposed pedestrian/cyclist traffic lights could
one day be placed somewhere near the road sign seen in the
background. Surely a footbridge would make more sense than traffic
lights that will slow State Highway 1 traffic? Seriously, the project is
called “Let’s Get Wellington Moving”.
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The rear of 387 looks disgusting, covered as it is in a thick layer of pigeon excrement. Feathers litter the floor. The trolleybus stands between 350 and
332 just metres from one of Kilbirnie depot’s access doors but there does not appear to be any chance of escape; the trio have been in this position
since November 2017... waiting...waiting, yet a decision on their future never seem forthcoming. This was the view on 24 April 2019.

