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Cost Benefit Disclosure Statements 

Cost Benefit Disclosure Statements describe the anticipated impacts for changes to speed limits. For each proposed speed limit change the Rule requires estimates to be made for impacts to safety, travel time and implementation cost. The methods used for the estimations and the underlying assumptions are shown in the table below 

	Required Content 
	Method and Assumptions 



	Estimated safety impacts: 
· Number and severity of crashes on the affected road over the previous five years. 
· The estimated impact of the proposed speed limit changes on the number and severity of crashes on the road in the next five years, expressed as an annual rate averaged over those five years.


	The crash record is used for the roads where crashes have occurred. For most roads in the city there have been very few crashes in the 5-year period. This is typical for roads with low traffic volume. Therefore, the safety impacts cannot be estimated by considering potential changes to crashes. 

NZTA’s “Cost Impact Analysis Tool” has been used to identify the expected reduction in mean operating speed which is in turn used to estimate a potential safety impact, expressed as a percentage.

Assumptions: 

· 1% traffic growth per year
· Rural roads are those with existing speed limits of 80 km/h or higher. 
· Average Daily Traffic is taken as an average for long road sections and sourced from MobileRoads.org and RAMM database.  
· Mean travel speed is sourced from NZTA’s MegaMaps application. 
· Crash history is over a 5-year period 2020 – 2025 as per CAS database.
· Crashes occurring at intersections with main roads are not included in the side road crash history (they are included in the main road crash history). 


	Estimated travel time impacts 
· Current mean operating speed on the road. 
· Estimated mean operating speed on the road 
· once the proposed speed limit change is in effect. 
· Estimated impact of the proposed speed limit 
· change on: 
· individual vehicle journey time on the road 
· collective vehicle journey times on the road, 
· accounting for average annual daily traffic 
· volumes.

	NZTA’s Megamaps application and “Cost Impact Analysis Tool” have been used to identify these 
features.   

Where the existing operating speed is lower than the proposed speed limit, it is expected that the operating speed will not change if the limit decreases. For these cases it is not expected that there will not be any changes to travel times. For example, if the mean operating speed is 60km/h or lower on a road with an existing limit of 100 km/h, and the proposed limit is 80 km/h, it is not expected that the mean operating speed will decrease. The variation in speed may reduce, i.e., lower speeds may increase toward the mean, and higher speeds reduce towards the mean which provides a safety benefit due to less driver frustration; however, these safety benefits are not measured. Also, there is a safety benefit associated with having a speed limit that better matches the operating speed.  

	Implementation Costs 
	The costs included are the typical local costs to purchase and install signage and other infrastructure.  
Threshold treatments are included as stated in Table 3 “Safety Infrastructure Changes” of the Speed Management Plan. 

NZTA guidance has been used to identify the number of signs required. For example, for speed limits of 60 km/h; the maximum sign spacing is 2km. For speed limits of 80 km/h; the maximum sign spacing is 2.7 km. And for average daily traffic volumes greater than 500, signs are installed on both sides. Also practical considerations have been made such as where two or more roads connect and have the same proposed limit and on parts of the network that have only one road providing access.




Note the following regarding the estimate of impacts: 

· The impacts stated above do not include impacts such as changes to vehicle operating costs 
· The impacts are not monetized and therefore cannot be used in a cost-benefit analysis.


	Road 
	Safety Aspects 
	Travel Time 
	Implementation Costs 
	Summary 

	Curran Road – between Stead Street and Otatara Road 
	The mean operating speed currently is 75 km/hr and is expected to increase by 8 km/hr. This will increase the crash rate due to the increase in speed. 
	· The mean operating speed will increase by 8km/hr. 
· This will decrease the average individual light vehicle trip time by 0.14 (minutes. seconds). 
· This will decrease the average individual heavy vehicles trip time by 0.14 (minutes. seconds).
· This will decrease the average annual aggregate travel time by 1871 (hours).

	$2000 for implementing the change in the signage. 
	Travel time is greatly reduced, but injury crashes are expected to rise.  

	[bookmark: _Hlk202620040]Retreat Road – between McIvor Road and Bainfield Road 
	The mean operating speed is 65km/hr and is expected to decrease by 2.5km/hr. 
The reduction in speed will decrease the expected number of injury crashes. 
	· The mean operating speed will decrease by 2.5km/hr.
· This will increase the average individual light vehicle trip time by 0.03 (minutes. seconds).
· This will increase the average individual heavy vehicles trip time by 0.03 (minutes. seconds). 
· This will increase the average annual aggregate travel time by 217 (hours) 

	$6000 for implementing threshold treatments 
	The cost of implementation and the slightly slower travel time are outweighed by safety benefits 

	McQuarrie Street - East of Chesney Street to Rockdale Road
	The mean operating speed is 87km/hr and is expected to decrease by 5km/hr. 
This will decrease the injury crash rate due to decrease in speed. 
	· The mean operating speed will decrease by 5 km/hr. 
· This will increase the average individual light vehicle trip time by 0.04 (minutes. seconds). 
· This will increase the average individual heavy vehicles trip time by 0.03 (minutes. seconds).
· This will increase the average annual aggregate travel time by 322 (hours).

	$2000 for implementing the change in the signage.
	The cost of implementation and the slightly slower travel time are outweighed by safety benefits

	Bainfield Road - 300m east of Queens Drive to 300m east of Inverurie Drive.
	The mean operating speed is 75km/hr and is expected to decrease by 2.5km/hr. 
The reduction in speed will decrease the expected number of injury crashes.
	· The mean operating speed will decrease by 2.5km/hr.
· This will increase the average individual light vehicle trip time by 0.01 (minutes. seconds).
· This will increase the average individual heavy vehicles trip time by 0.01(minutes. seconds). 
· This will increase the average annual aggregate travel time by 362 (hours)

	$2000 for implementing the change in the signage.
	The cost of implementation and the slightly slower travel time are outweighed by safety benefits





Disclaimer 

This Cost benefit disclosure statement is developed using the template supplied by NZ Transport Agency and the Ministry of Transport to meet the requirements of the Land Transport Rule: Setting of Speed Limits 2024. The template have inbuilt limitations that may be reflected in the cost disclosure statement for proposed speed limit changes described above.  

Limitations

“This is a simplified tool intended to assess the impact of marginal changes to posted speed limits (i.e., increases or decreases of 10- 30 kph). 

While the tool will estimate the impact of the changes greater than 30kph, in such scenarios the results should be used with caution. 
It is recommended that non marginal changes to posted speed limits are assessed via a more comprehensive and/ or bespoken model instead of or in addition to this tool. 

This tool only consider up to and including five (5) years of historic crash data, which may be insufficient to adequately identify any long-term trends. 
This tool also only forecast 5 year(s) expected future impacts, which may be insufficient to adequately predict long term future impacts of changes in speed limits. 

This tool only consider the impact of speed limit changes on crashes and travel time. It does not consider other potential impacts, including but not limited to vehicle operating costs, greenhouse gas emissions, and/or harmful emissions. 

This tool does not monetise any impacts, and as such cannot be used in lieu of a full cost-benefit analysis.”

For more information please visits: Guidance for RCAs | NZ Transport Agency Waka Kotahi 
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