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Executive summary 
Currently Hobart’s public transport network comprises bus services to/from the northern and southern suburbs, eastern 
shore, Hobart City, Rosny Park, and Glenorchy.  

In 2021, as part of the Hobart City Deal, a 12-month River Derwent ferry trial was added to the public transport network 
to broaden Hobart’s public transport offering and enhance the network’s resilience. After the first year’s success, the trial 
was extended for a second year.  

The trial ferry service provides a cross-river connection between Hobart CBD (Brooke Street Pier) and Bellerive 
(Bellerive Pier), and currently runs 15 weekday services and 14 weekend services. One-way trips take about 15 minutes.  

The popular trial created the impetus for a River Derwent Ferry Network Expansion masterplanning exercise. 

 
This River Derwent Ferry Service Expansion Planning project is informing the Department of State Growth’s 
masterplanning exercise. The project takes a multi-stage approach to evaluating potential wharf sites and assessing the 
viability of a network of ferry services, with indicative costings. 

Stages 1 and 2 of the River Derwent Ferry Service Expansion Planning project evaluated 33 proposed wharf sites 
determined from past state and local government strategies and studies, parties with commercial interests, existing 
infrastructure, media commentary and local knowledge. A multi-criteria analysis (MCA) helped refine and prioritise the 
list to eight sites.  

Stage 3 brought forward the top eight MCA results and added Kingston Beach and Geilston Bay – an extra two wharf 
sites identified and assessed in a concurrent project run by the four Greater Hobart councils. To assess all 10 sites on their 
individual merits, we conducted a detailed SWOT (Strength, Weakness, Opportunity, Threat) analysis, along with 
landside and waterside functional specifications.  

In Stage 4, we reviewed all 10 wharf sites as part of a network planning exercise to evaluate how the locations 
complemented each other while still meeting the guiding principles. After applying qualitative criteria, we retired four 
sites: Sandy Bay (Rowing Club), Battery Point (Derwent Lane), Montagu Bay and Geilston Bay.  

The six remaining sites were then put forward across two ferry network expansions to complement the existing Brooke 
Street Pier to Bellerive service: Regatta Point, Sandy Bay (Casino), Wilkinsons Point, Howrah Point, Lindisfarne and 
Kingston Beach. Two ferry network expansions were also put forward along with high-level costings. 

In Stage 5, we expanded on the Stage 4 network designs’ operational concepts and staging considerations, and: 

— prioritised ferry routes that best align with Department of State Growth objectives and guiding principles 

— considered how routes may vary between traditional commuter peak and off-peak periods to provide different 
network connections 

— deliberated placemaking opportunities. 

 
We canvassed eight ferry wharf locations (including Brooke Street Pier and Bellerive), and a two-stage ferry network 
expansion:  

Expansion 1 focuses on improving commuters’ CBD connectivity and on providing an alternative to the Tasman Bridge. 
It proposes local wharves at Lindisfarne and Howrah Point with separate direct CBD services providing an alternative to 
the Tasman Bridge. 

Expansion 2 focuses less on direct CBD access. It broadens the network, introduces off-peak and events services, and 
proposes local wharves in Regatta Point, Wilkinsons Point, Sandy Bay (Casino) and Kingston Beach. 

Figure ES.1 shows the proposed network for the current service, plus the two proposed expansions. 
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Figure ES.1 Proposed network map 

Rele
as

ed
 un

de
r R

TI



Rele
as

ed
 un

de
r R

TI



Rele
as

ed
 un

de
r R

TI



Rele
as

ed
 un

de
r R

TI



Rele
as

ed
 un

de
r R

TI



Rele
as

ed
 un

de
r R

TI



Rele
as

ed
 un

de
r R

TI



Rele
as

ed
 un

de
r R

TI



Rele
as

ed
 un

de
r R

TI



Rele
as

ed
 un

de
r R

TI



Rele
as

ed
 un

de
r R

TI



Rele
as

ed
 un

de
r R

TI



Rele
as

ed
 un

de
r R

TI



Rele
as

ed
 un

de
r R

TI



Rele
as

ed
 un

de
r R

TI



 

 

 
 

Project No PS134032 
River Derwent Ferry Masterplan 
Department of State Growth 

WSP 
July 2023 

Page 15 

5 Functional specifications for ferry 
wharves 

5.1 Accessibility considerations 
Accessibility is a key objective of functional specifications. Effective since 2002, the national Disability Standards for 

Accessible Public Transport 2002 (DSAPT) set out minimum accessibility requirements that public transport providers 
and operators must meet to eliminate discrimination as per the Disability Discrimination Act 1992 (Commonwealth) 
(DDA). The Tasmanian government does not currently have accessibility guidelines for ferry wharves. However, State 
Growth’s Moving Towards Accessible Bus Stops publication could be used as a guide for ferry wharves’ accessibility.  

The Tasmanian Government has also published Our Infrastructure Future, Tasmanian Urban Passenger Transport 

Framework; and Tasmanian Walking and Cycling for Active Transport Strategy. The ferry network’s implementation is 
consistent with these documents’ aims and objectives, and is strategically aligned to State Growth’s aim of expanding the 
public transport network. 

5.2 Other examples 
Other jurisdictions with mature ferry networks have published more-specific ferry design considerations and manuals. 
These include Queensland’s Public Transport Infrastructure Manual; the New South Wales Ferry Wharf Design 

Considerations; Auckland’s Transport Ferry Terminal Design Manual; and the London Station public realm design 

guidance. Functional specifications for the River Derwent ferry service were developed by reviewing manuals, 
considering State Growth’s strategic goals (section 2.2), and the local Hobart context. 

These functional specification recommendations include: 

— Modal integration – project scopes for wharves should include required connections to walking, cycling and vehicle 
facilities, such as passenger drop off, to maximise wharves’ catchments. 

— Placemaking – ferry wharf project scopes should respond to their surrounding urban settings and include allowance 
for contributions to improved public domain, including providing space for commercial and community activity. 

— Environmental sustainability (infrastructure) – consider embodied energy in design and materials used. 
Encourage electrification including provision for e-bike charging at wharves, inclusion of solar photovoltaics and 
storage to support wharf lighting, e-ink (low power changeable sign faces) information displays, and the like. 

— Environmental sustainability (natural habitat) – use site-specific baseline studies to identify conservation-
significant or sensitive species/habitats present and develop appropriate steps to improve immediate environments.  

— Accessibility and safety – while meeting or exceeding DDA and DSAPT standards, there should be an emphasis on 
supporting and encouraging access to the ferry wharves and watersides.  

— Quality – provide high-quality passenger waiting facilities to meet State Growth’s desire to “enrich waiting 
environments” as noted in the 30-Year Infrastructure Strategy. 

— Communications – provide high-quality customer information and wayfinding, including static and digital (real-
time tracking and route information, wharf name visible from land and water) information incorporating e-ink. 

5.3 Functional specifications 
Two categories of ferry wharf are recommended for the River Derwent ferry wharves – local wharf, and city centre 
wharf. These were selected after a best practice review of ferry wharf design guidelines and functional specifications in 
Australian and overseas cities (refer to Appendix D – Stage 4 Ferry Network Designs), and after considering the Hobart 
setting. The main differences are that the city centre wharf may be staffed, have ticket sales, and have multiple loading 
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6 Placemaking 
Besides delivering the ferry network, State Growth, local government, proponents and other stakeholders should be 
encouraged to maximise travel opportunities on the network by enhancing the ferry wharf locations’ place functions and 
by activating the waterfronts.  

The ferry network can be a catalyst for placemaking opportunities. Selecting the wharf locations in the proposed ferry 
networks involved evidence-based assessments to ensure wharf locations offer the best fit in terms of marine and 
environmental suitability, future demand, accessibility and connectivity, land use, traffic performance, and network 
integration. However, given ferries' propensity to attract leisure customers as well as commuters, ferry wharf locations 
can present opportunities to contribute to urban renewal while they help support commercial, community, or cultural 
activities that contribute to local communities’ feelings of connection and belonging. 

While the Department of State Growth’s principles for ferry network development exclude providing specifically for the 
tourism market, there are good reasons for a River Derwent ferry network to embrace leisure travel. Demand that 
supports off-peak ferry travel can help provide travel options for commuters who may need to travel at different times 
(travel to the city in the morning peak period, but back home in the evening or middle of the day). Hence, supporting 
leisure travel can also support peak commuter needs. Recreational ferry travel can also promote ferries as an attractive 
commuting option for irregular public transport users. 

State Growth should work closely with local government and other agencies to initiate/facilitate developments or 
activities that can support leisure travel to ferry wharves and capitalise on ferry services’ potential to trigger passenger 
engagement with the mode and environment in a way that road transport typically cannot. Well-chosen associated 
developments and activities bring opportunities to enhance the public realm and community contribution. 

These can include: 

— broader public domain quality improvements through ferry wharf development 
— cafes and restaurants 
— recreational activities such as sporting facilities, cycle trails, and the like 
— cultural and community activities such as sculpture and other art activities, markets and pop-up food vendors, 

festivals, events, and other expressions of cultural diversity. 

Activities and developments such as these can help make ferry wharves themselves into trip attractors. They can 
encourage origin and destination trips to increase revenue and offset ferry operating costs (although we note that ferries 
are a high-cost mode, and worldwide there are very few examples of public transport ferries that generate revenue even 
approaching the cost of operations). 

A further placemaking component is creating space for people to belong. This is another reason to discourage waterfront 
car parking (park ‘n’ sail/ride) either at surface level or multi-storey, as it creates barriers between places and the expanse 
of the water’s edge. 

6.1.1 Placemaking in the Hobart context  

Placemaking would not lead the ferry network; rather, the ferry network would create placemaking opportunities that 
offer community benefits as well as transport benefits. The wharves identified are still considered the best fit in terms of 
marine and environmental suitability, future demand, accessibility and connectivity, land use, traffic performance, and 
network integration – without the placemaking element.  

To maximise patronage, State Growth, local government, proponents and other stakeholders should be encouraged to 
enhance ferry wharf locations’ place functions and to activate the waterfront. Enhancing a wharf location’s place element 
will increase the ferry network’s attraction and use outside peak times. 

Localised engagement is needed to formulate placemaking strategies relevant to each wharf and community. The 
placemaking strategy may run as a program, but the outcomes for each wharf should be specific to its local area and 
community. This will require dedicated community engagement for each wharf. 
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7 Transition to zero-emission 
technology 

There are currently relatively few zero-emission passenger ferries on the market. However, indications are that early 
models could cost substantially more than their diesel equivalents. Zero-emission ferries generally comprise battery-
electric versions, or hydrogen fuel cell, or hydrogen combustion versions. Some conventionally designed ferries are being 
redesigned for conversion to zero-emission propulsion and some vessels already in service are being considered for 
conversion. Battery-electric and hydrogen fuel cell ferries can be expected to be available on the market for potential use 
in Hobart, although the lifecycle cost remains to be seen. However, a public transport ferry’s primary contribution to 
reducing emissions will be by shifting travel modes away from private cars. 

As zero-emission technology is slowly being adopted across the public transport industry, many Australian states are 
planning to adapt their service models to accept responsibility for funding zero-emission bus procurement, power grid 
costs, and providing and/or modifying bus infrastructure. However, the current technology for zero-emission buses is 
more advanced than that of ferries. 
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9 Ferry network options 
To establish the initial, conceptual network expansions, we considered a range of factors. It is not simply the case that a 
location with strong future demographics and existing infrastructure, for example, will fit into a sustainable or operable 
network. Nor is it the case that top ranked sites from the MCA process are guaranteed to be included in the network. The 
evolving guiding principles, demographics, recreation attractors, cross-river connections, travel-time benefits, network 
operability, and ability to support future expansion have all been considered to determine the initial proposed network 
expansions.  

9.1.1 Easing congestion in ferry Expansion 1 

Ferry network Expansion 1 is the highest priority for additional ferry network connections in terms of its ability to 
achieve outcomes consistent with the guiding principles. Expansion 1 focuses on providing ferry connections to the CBD 
from the east side of the river at both Lindisfarne and Howrah Point, and it aims to replicate the Bellerive trial’s success 
from other origins. Ferry network Expansion 1 provides an alternative connection across the river. By offering a faster 
and more reliable public transport alternative to road links to the city via the Tasman Bridge, it would best deliver a ferry 
service that can help reduce the bridge’s peak-hour traffic congestion and its recognised bottleneck with upstream 
approach consequences. Its locations also offer mitigation potential in the event of a major incident on the bridge. 

Future ferry network options are driven by a network planning approach that aims to best meet the guiding principles 
while being operationally efficient. All the principles are important. However, Principle #2, easing of congestion, is ferry 
Expansion 1’s primary focus.  

Geilston Bay, Lindisfarne and Howrah Point are the shortlisted ferry wharf locations that would best deliver this benefit. 
Since Geilston Bay and Lindisfarne are close together, WSP determined that, rather than providing services to both 
locations, its more favourable population and potential recreational attractors make Lindisfarne the most suitable site for 
this area. 

Direct ferry services to the city would provide the shortest travel time – a key consideration for private vehicle 
commuters. Accordingly, ferry network Expansion 1 is proposed to provide direct peak-time ferry links to the city from 
Lindisfarne and Howrah Point.  

Ferry network Expansion 1 also assumes the Bellerive ferry service would continue.  

9.1.2 Building connectivity in ferry Expansion 2 

Ferry network Expansion 2 builds on Expansion 1, layering up the network over time. In off-peak times when travel time 
isn’t as sensitive and a greater number of recreational and leisure customers will likely  use the ferry services, a stitched 
network is best to maximise connectivity. Off-peak networks can be more encompassing and less time critical. Locations 
put forward for network expansion 2, such as Regatta Point, Sandy Bay (Casino) and Wilkinsons Point, are suitable with 
strong recreational attractors.  

Kingston Beach is also included in Expansion 2, but for different reasons. Including Kingston Beach in a ferry network 
has the potential to relieve the Southern Outlet demands, particularly during planned construction works should the 
timing align. It will not detract from bus patronage due to its quicker bus travel time. Kingston Beach is not put forward 
in Expansion 1 as the travel time to/from the CBD would likely not appeal to commuters. 

Expansion 2 does not preclude future network expansions. 

Location inclusion summaries are noted in Table 9.1. 
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Figure 9.1 Ferry network Expansion 1 
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Figure 9.2 Ferry network Expansion 2 
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10 High-level costings 
High-level costs are based on benchmarks from local and national ferry projects, adjusted for 2022 values (latest 
available inflation adjustments) and for a Hobart ferry network’s likely scope. 

In general, in franchised ferry service arrangements, the service provider would provide the ferry, the supporting staff, 
administration, and repairs/maintenance facilities. The payment model would cover operating costs and overheads, as 
well as depreciation for the vessels. The State would generally be responsible for the wharf infrastructure and any 
supporting works that may be necessary for ferry navigation. 

Capital costs for ferry wharves will vary depending on the project’s scope (i.e., whether the ferry wharf is new or an 
upgraded existing facility, the extent of landside and waterside works, and site constraints). Under the River Derwent 
Ferry Service Engagement Strategy’s revised principles and framework, it is recommended that ferry wharf proposals 
include substantial landside components that may not be included in typical ferry wharf projects, such as active transport 
links, bus stops where network integration is appropriate, and more. 

The New South Wales Government operates ferries and buses under the same type of private franchise model, with the 
State providing wharf and bus infrastructure. Costs and operations are reviewed by the NSW Independent Pricing and 
Regulatory Tribunal (IPART), and this framework has been used to inform this assessment. In 2022, ferry operating costs 
for services of the scale likely to be provided in Hobart are in the order of $225.00 per service hour. Operating costs for 
conventional bus services in Australia are in the order of $100 per hour. 

We used the Reserve Bank of Australia Inflation Calculator (https://www.rba.gov.au/calculator/) to update a previous 
State Growth consultant’s 2009 cost estimates for new and upgraded wharves, to 2022 costs. Additional bus and active 
transport links’ allowances have been included (sourced from Greater Hobart Bus Rapid Transit Feasibility Study) to 
arrive at indicative wharf costs (for shortlisted wharves): Lindisfarne – $2.0 million; and Howrah – $1.9 million.  

However, recent ferry wharf projects in Australia show substantial variations in costs, strongly suggesting a greater 
capital allowance is needed. We compared other examples: Brisbane’s Bulimba CityCat ferry terminal and Sydney’s 
Kamay Ferry wharf proposal, which provided a range of $1.9 million to $12.15 million for a wharf. 

Given post-Covid procurement and supply challenges, unknown environmental challenges in other jurisdictions, and 
aged costings, there is little certainty to be gained from this range of costs. We recommend seeking a cost estimator’s 
professional estimates. 
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11 Next steps 
This study is still in the pre-planning and concept stage. The next steps are deliberately set at a high level to help guide 
the way forward. The planning and implementation activities outlined in Table 11.1 are high-level tasks around which a 
program and targeted projects can be built. 

Table 11.1 Next steps 

PLANNING CONSULTATION 
REQUIRED 

IMPLEMENTATION 

Patronage modelling Establish data needs for level of service, service 
performance monitoring and evaluation Revenue forecasting 

Environmental impact studies Mitigate impacts and improve local environmental 
conditions 

Maritime impact studies; Wave and Fetch 
Analysis 

 Mitigate impacts and improve local environmental 
conditions  
Finalise course of ferry services  

Market sounding and consultation  

Existing operators  

TasPorts 
Stakeholder engagement across 
agencies/local government to agree on the 
ferry network’s intent  

 Confirm infrastructure staging, timing and 
prioritisation  

Establish commissioning process 

Confirm funding mechanism Establish tendering and evaluation process 
Determine vessel and fuel type 

Landside infrastructure concepts  Construct/reconstruct infrastructure including 
auxiliary requirements such as moorings, fuelling and 
sullage Waterside infrastructure concepts 

Liaison with energy providers* 
Wharf delivery strategies 
Identify local supporting or enabling 
projects identified through strategic 
planning or budgeting exercises, or funded 
projects such as active transport links and 
new or relocated bus stops. 

 Deliver supporting or enabling projects such as active 
transport links and new or relocated bus stops 

* Subject to policy decision on fuel typeRele
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1. Introduction

1.1 Introduction 
Stages 1 and 2 of the River Derwent Ferry Service Expansion Planning project evaluated 33 proposed wharf sites. The 33 
sites were determined based on past State and Local Government strategies and studies, existing infrastructure and local 
knowledge, and commentary in the media from elected members, councils and parties with commercial interests. Using a 
multi-criteria analysis (MCA), this list was refined to eight sites in priority order.  

In Stage 3, the top eight sites were brought forward, and two extra sites, Kingston Beach and Geilston Bay, were added for 
further analysis as they had been assessed in a concurrent project run by the four Greater Hobart councils. We conducted a 
detailed SWOT (strength, weakness, opportunity, threat) analysis for the 10 high priority listed sites along with landside and 
waterside functional specifications.  

In this Stage 4, proposed ferry network designs are forwarded, along with high-level costings (building blocks for indicative 
operational costings depending on the number of ferries needed for service and network choices). 

2. Network design options

2.1 Best practice analysis 
After analysing ferry network and service responses from multi-modal transit cities with similarities to the Hobart setting, we 
identified best practice approaches to network design. These included considering different ferry customer markets, the role 
of ferry services in complementing surface transit modes and encouraging mode shift, transport strategy alignment, and the 
importance of placemaking and landside elements. Best practice was identified in: 

— Sydney, Australia 

— Brisbane, Australia 

— Auckland, New Zealand 

— New York, USA 

— Hamburg, Germany 

— London, England 

Document 2

out of scope

out of scope

out of scope
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Best practice ferry network design approaches provide direct services or networks, stitched services or networks, or a mix of 
the two. Basic examples of the two network types are shown in Figure 2.1.  

Figure 2.1 Example of direct and stitched networks 

A direct network refers to services provided directly between terminals without intermediate stops. This best suits peak-
period commuter demand where the shortest journey time is valued. Providing direct ferry networks often requires a larger 
fleet, since separate services would operate from origin wharves and require separate fleets to operate concurrently. 

In a stitched network, ferries may stop at one or more intermediate wharves on the route between terminals. This may entail 
longer journey times for some customers, and hence are better suited to leisure travel than commuting, or for low-demand 
periods such as the interpeak or weekends. Stitched services require fewer vessels to operate (depending on service 
frequency). 

These network design options formed the foundations of the network design approach. 

2.2 Network designs 

2.2.1 Approach 

WSP used the Derwent River Ferry Service Engagement Strategy’s refined guiding principles (with WSP-suggested updates) 
to identify the key characteristics of a compliant ferry network response as it relates to the shortlisted ferry wharf locations. 
This serves as a sense check against the guiding principles reviewed in Stage 1. 

Table 2.1 summarises the process for considering network responses, and the role of candidate wharf locations to meet State 
Growth’s guiding principles. 
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Table 2.1 Guiding principles and network responses applied to wharf locations 
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2.3 Future ferry network options 
To establish the initial, conceptual, network expansions, we considered a range of factors. It is not simply the case that a 
location with strong future demographics and existing infrastructure, for example, will fit into a sustainable or operable 
network. Nor is it the case that the top ranked sites from the MCA process are guaranteed to be included in the network.  
To determine the initial proposed network expansions, the results of the guiding principles review in Table 2.1 were 
considered in relation to demographics, recreation attractors, cross-river connections, travel-time benefits, network 
operability, and ability to support future expansion.  

2.3.1 Easing congestion in ferry Expansion 1 

Ferry network Expansion 1 is the highest priority for additional ferry network connections, given its ability to achieve 
outcomes consistent with the guiding principles. Expansion 1 focuses on providing ferry connections to the CBD from the 
east side of the river and aims to replicate the Bellerive trial’s success from other origins. By providing an alternative cross-
river connection, ferry network Expansion 1 would best deliver a ferry service that can help reduce peak times’ traffic 
congestion by offering a faster and more reliable public transport alternative to road links to the city via the Tasman Bridge. 

The future ferry network options are driven by a network planning approach that aims to best meet the principles summarised 
in Table 2.1, while being operationally efficient. All the principles are important. However, Principle #2, easing congestion is 
the primary principle for ferry Expansion 1.  

The shortlisted ferry wharf locations of Geilston Bay, Lindisfarne and Howrah Point would best deliver this benefit. Geilston 
Bay and Lindisfarne are close together and WSP determined that, rather than providing services to both locations, 
Lindisfarne was the most suitable site for this area, given its larger population and potential recreational attractors. 

Direct ferry services to the city would provide the shortest travel time, a key consideration for private vehicle commuters. 
Accordingly, ferry network Expansion 1 is proposed to provide direct ferry links in peak times to the city from Lindisfarne 
and Howrah Point.  

Ferry network Expansion 1 assumes the Bellerive ferry service would continue. 

2.3.2 Building connectivity in ferry Expansion 2 

Ferry network Expansion 2 builds on Expansion 1, layering up the network over time. In off peak times when travel time 
isn’t as sensitive and a greater number of recreational and leisure customers are likely to use the ferry services, a stitched 
network is best to maximise connectivity. Off peak networks can be more encompassing and less time critical. Locations 
such as Regatta Point, Sandy Bay (Casino) and Wilkinsons Point are suitable locations with strong recreational attractors, 
Hence, they are put forward for network Expansion 2.  

However, Kingston Beach is also included in Expansion 2, but for different reasons. Including Kingston Beach in a ferry 
network has the potential to relieve the Southern Outlet demands particularly during planned construction works. It will not 
detract from bus patronage because the bus travel time is quicker. Kingston Beach is not put forward in Expansion 1 as the 
travel time to/from the CBD would likely not appeal to commuters. 

Expansion 2 does not preclude future network expansions. 

Location inclusion summaries are noted in Table 2.2. 
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Figure 2.2 Ferry network Expansion 1 
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Figure 2.3 Ferry network Expansion 2 
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3. Considerations affecting service levels
The ferry service provided, in terms of its frequency and span, is a key factor in the potential for the ferry network to meet 
transport planning objectives outlined in State Growth’s River Derwent Ferry Service Engagement Strategy, as revised by 
WSP. 

The following service-related considerations are relevant: 

— Reducing peak-period traffic congestion requires ferry services to be available weekday peak times to provide an 
alternative to private-vehicle trips. Hobart’s peak congestion periods are 7am–8:59am and 3pm–5:59pm as per Project 
2018, General Access Service Standards. However, there are intense peaks within these windows. Using Google traffic 
data, we found these intense peaks are focussed around 8am–9am and 5pm–5.45pm. 

— Therefore, to be effective, ferry services need to operate around those times but with targeted departure times to 
meet the peak of the peak. While earlier and later services are important for best meeting customers’ often flexible 
travel needs, providing weekday peak-period services in those narrow timeframes will be particularly important. 

— Because the Hobart peak periods are relatively short, and direct ferry travel times from some wharf locations may be 
more than 20 minutes one-way, a single vessel will have limited opportunities to provide more than one inbound (to 
the CBD) service during the abbreviated peak periods. 

— To be an effective alternative to driving, weekday peak periods will likely require frequencies of at least two departures 
per hour (the Bellerive ferry operates every 40 minutes during peak times and generally hourly on Saturdays). 

— Therefore, to provide a service that can help reduce peak period traffic congestion, it is likely that most direct ferry 
services from nominated wharves would require at least two vessels at weekday peak times. 

— Off-peak services (weekdays middle of the day and night; weekends and public holidays) are also required to support 
flexible work hours and the travel needs of casual and part-time workers, as well as event patrons. Service frequencies 
may be lower in these time periods (and travel times to the city terminal may be longer) possibly allowing an hourly 
frequency, depending on demand. However, a consistent service level of two departures per hour would provide a 
legible service offer for customers. 

— The Bellerive ferry takes some 15 minutes to travel the 3 km distance to the Brooke Street pier, indicating an average 
speed of less than 10 knots (around 13 kph). To provide a time-competitive service and to be attractive to customers 
from wharf locations with an alternative road route, higher ferry operating speeds (around 20 knots, or 37 km/h) will be 
required. 

— Note: wake restrictions1 make higher average operating speeds difficult in some situations, but a higher average 
speed would broaden the customer appeal by reducing travel time. 

4. High-level costings

4.1.1 Approach 

The scope of WSP’s engagement did not include a comprehensive costing of a future ferry network. Instead, we identified 
the key cost components for introducing a ferry network. These may fall to the proponent, or to the State and or Local 
Government. 

High-level costs are based on benchmarks from local and national ferry projects, adjusted for 2022 values (latest inflation 
adjustments available) and for the likely scope of a Hobart ferry network.  

1 The ‘wake’ is created by a boat’s movement—its hull displaces the water that it travels through, leaving a ‘wake’ in its path. The soft banks and beds of many Tasmanian

waterways are vulnerable to damage from boat wake and prop wash.  
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The New South Wales government operates ferries under the same type of private franchise model that is used for bus 
service contracts, with wharf infrastructure provided by the State. Costs and operations are reviewed by the Independent 
Pricing and Regulatory Tribunal of New South Wales (IPART). We used this framework to inform this assessment.  

In general, in franchised ferry service arrangements, the service provider provides the ferry, the supporting staff, 
administration and repairs/maintenance facilities. The payment model would cover operating costs and overheads, as well as 
the vessels’ depreciation. The State would generally be responsible for the wharf infrastructure and any supporting works 
that may be necessary for ferry navigation. 

4.1.2 Vessels and fleet 

The capital and operating costs of suitable ferries for a River Derwent service would depend on: 

— the service plan  

— the appropriately sized vessel for the river conditions  

— the appropriately sized vessel for passenger carrying capacity  

The current vessel used on the Bellerive trial service has a 107-passenger capacity and a likely 20 knots-or-more top speed 
(the larger Mona ferries can carry 240 passengers with a top speed just under 25 knots). The Peppermint Bay ferry used on 
the trial (Peppermint Bay II) can carry 167 passengers and has a 26 knots service speed. A larger vessel may be more 
appropriate for a more comprehensive service. Some interstate and international vessel examples are: 

— Sydney inner-harbour ferries with a passenger capacity of some 400 people 

— Hamburg ferry capacity varies from 114 to 250 passengers 

— New York ferry capacity is 350 passengers 

— Brisbane CityCat ferries have a passenger capacity of 170 

The ideal ferry size would typically be determined by the ferry service proponent, based on their estimates of patronage 
demand. But they should also have sufficient passenger capacity to help reduce traffic congestion (such as by diverting 
private vehicle trips across the Tasman Bridge to ferry trips). 

Vessel Cost 

Assuming a ferry size of >150 passengers (such as the Brisbane CityCat ferries), we can assume a capital cost of $4.1 million 
($3.7 million in 2019) for a conventionally fuelled ferry (and >$8 million for a battery electric ferry). 

4.1.3 Implications of zero emission ferries 

As service providers start adopting zero emission ferries to reduce greenhouse gas emissions, their substantially higher 
capital costs (and lower operating costs) may require changes to how they apportion costs (and allowance of additional costs 
such as electrical power distribution) in a franchised operation. In the zero emission bus transition, many Australian states are 
planning to accept responsibility for funding zero emission bus procurement, power grid costs, and modifying and/or 
providing bus infrastructure. 

There are currently relatively few zero emission passenger ferries on the market. However, indications are that early models 
could cost substantially more than their diesel equivalents. New Zealand’s Ika Rere 132-passenger battery electric ferry, 
introduced in 2022 in Wellington with a 30 km range between charges, cost NZ $8.5 million, compared with NZ $3 million 
for a diesel version. It also required fast chargers to be fitted at the Queen’s Wharf ferry terminal. Other electric passenger 
and vehicle ferries have similarly high costs, but reduced fuel costs by 80% or more. In the case of the Ika Rere, the vessel’s 
22km round trip between Wellington city and Day’s Bay, costs less than $NZ30 in electricity – an 80% saving on the diesel 
fuel cost. 

Zero emission ferries are generally battery-electric versions, or hydrogen fuel cell, or hydrogen combustion versions. Some 
conventionally fuelled ferries are being designed for conversion to zero emission propulsion, or established vessels are being 
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considered for conversion. Battery electric and hydrogen fuel cell ferries can be expected to be available on the market for 
potential use in Hobart. 

4.1.4 Operating costs for ferry services 

As IPART’s 2018 report into private ferry services outlines, there are several elements of operating costs, including: 

— mooring fees at wharves 

— vessels’ maintenance and repairs  

— crew costs, varying by vessel size and number of crew required 

— fuel costs – higher for high-speed ferries 

— insurance other than vessel insurance 

— operator margin (assumed 6%) 

— other costs (ticketing, revenue collection, offices, advertising, and the like) 

— vessel insurance 

— onshore staff costs (administration and maintenance staff) 

— other mooring fees (such as overnight mooring) 

In 2022, ferry operating costs for services of the scale likely to be provided in Hobart are in the order of $225.00 per service 
hour. Operating costs for conventional bus services in Australia are in the order of $100 per hour. 

Note: the overall operating costs for battery electric ferries (the zero emission ferry technology that most data are available 
for) may reduce by some 25–35%. 

4.1.5 Capital costs for ferry wharves 

Capital costs for ferry wharves will vary depending on the scope of the project (i.e. whether the ferry wharf is new or an 
upgrade of an existing facility, the extent of landside and waterside works and site constraints). 

Under the revised principles and framework in the River Derwent Ferry Service Engagement Strategy, it is recommended 
that ferry wharf proposals include substantial landside components that may not be included in typical ferry wharf projects 
such as bus stops, active transport links and more. 

Previous DSG consultant 2009 cost estimates for new and upgraded wharves have been updated to 2022 costs using the 
Reserve Bank of Australia Inflation Calculator (https://www.rba.gov.au/calculator/). Additional bus and active transport links 
allowances have been included (sourced from Greater Hobart Bus Rapid Transit Feasibility Study) to arrive at indicative 
wharf costs (for shortlisted wharves) as follows:  

— Lindisfarne - $2.0 million 

— Howrah - $1.9 million 

However, recent ferry wharf projects in Australia show substantial costs variations, strongly suggesting a greater capital 
allowance is needed.  

In Brisbane, the Bulimba CityCat ferry terminal was upgraded in 2014 to include increased seating capacity, a new dual-
berth pontoon, and moorings, for a $6.96 million capital budget in 2022 dollars. Also in the Brisbane region, four new wharf 
terminals have recently been commissioned in the Redland Bay area for $48.6 million (average $12.15 million each). 

In Sydney, the Kamay Ferry wharf proposal, featuring 180m-long wharves to access sufficient water depth, have a $17 
million budget for two wharves (approximately $8.5 million each) and a scope that includes substantial landside elements. 
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These sources proffer a range of $1.9–$12.15 million for a wharf. Given procurement and supply challenges since Covid, 
unknown environmental challenges in other jurisdictions, and aged costings, there is little certainty to be gained from this 
range of costs. We recommend seeking cost estimates from a cost estimator. 

4.1.6 Other considerations 

River Derwent ferries would likely require fuelling (if diesel) or recharging (if battery electric). Sufficient hydrogen supplies 
may be available depending on hydrogen fuel cell bus trials planned in Hobart. Fuelling of a multi-vessel fleet risks 
environmental impacts if spillage occurs. Hence, fuelling should occur away from the city. Tasports’ Selfs Point facilities 
would be an option for ferry fleet fuelling. 

Similarly, sullage (bilge and other water) and sewage from ferry toilets if provided can be pumped out and treated at the 
Self’s Point facility. 

Figure 4.1 Selfs Point, New Town 

5. Next steps
The next stage focuses on an Expanded Ferry Network’s operations and staging. 
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From:
To:
Subject: osts and budget
Date: Monday, 25 May 2026 2:49:47 PM
Importance: High

Hello 

See below, the $60-70M estimate was developed from the monthly operating cost
estimates as outlined below. I would note although these are based in accurate
operating costs they are pure estimates when looking into the monthly costs of
expanded services then allocated out to a 12 year contract.

Probably good to discuss.

Cheers

From:  
Sent: Thursday, June 13, 2024 3:20 PM
To: Crane, Martin <Martin.Crane@stategrowth.tas.gov.au>
Cc: @stategrowth.tas.gov.au>
Subject: Ferry operational costs and budget
Importance: High

Hi Martin

At the moment we spend an average of $150k on the Hobart to Bellerive service a month. This
number goes down slightly depending on the fare revenue collected by Navigators, but it
averages to be around the $150k mark.

Year to date (including June) we have spent on operating costs we have spent $1,840,000 on
operating costs for this service.

The operating costs come out of a big bucket that includes funds for the Bellerive Wharf upgrade
and planning and development consultancies, however, over the next fin years we have $3.26M
(2024-25) and $3.25M (2025-26) *there may be additional rollover funds coming into 2024-25.
This will be enough maintain operation of the current service until August next year and cover
the Bellerive Wharf as long as it is not subject significant cost overruns.

Regarding ongoing operational funding, we will definitely need to determine funding
arrangements for the current service from August next year when the contract runs out and
what capacity when have to fund additional services to new ferry terminals (we choose to
service) as they come online from June 26 (at the earliest). I have previously spoken to WSP re
looking at these numbers, some of it comes down to the contract model we select, however, you
would expect some economy of scale, but the different service levels, longer travel time on
water etc, the $150k per route per month is a useful guide.

Document 5

out of scope

out of scope

out of scope

out of scope

out of scope
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Depending on the network, and service levels we rollout the most likely scenario we would have
is two routes, or two equivalent routes, servicing Lindisfarne and Sandy Bay in addition to
Bellerive, increasing the current cost per month of $150k to $450k per month. *noting
Wilkinson’s Point likely to be an event service only and subject to separate funding
arrangements.

In summary –

Current operating cost of current service - $150,000 per month

Year to date operating cost (incl June 2024) - $1,849,000

Budget available ongoing - $3.26M (2024-25) and $3.25M (2025-26) *includes construction of
Bellerive Wharf upgrades at estimated $4.5M

Potential operating cost of increased services to include Bellerive and Lindisfarne and Sandy
Bay - $450,000 per month ongoing.

Hope this helps.

Cheers

Strategic Networks
Passenger Transport | Department of State Growth, Tasmania
Level 2, 4 Salamanca Place Hobart TAS 7000 | GPO Box 536, Hobart TAS 7001
Phone: 
www.stategrowth.tas.gov.au

Courage to make a difference through

TEAMWORK | INTEGRITY | RESPECT | EXCELLENCE

In recognition of the deep history and culture of this island, I acknowledge and pay my
respects to all Tasmanian Aboriginal people; the past, and present custodians of the Land.
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Implementation 
Timeframe 

Funding for the following elements is sought on an ongoing basis from 
2024-25 onwards:  

• River Derwent Ferry Services  
• . 

Identified through 
Community 
Consultation 

Yes  

River Derwent Ferry Services - significant consultation has occurred 
with the Councils and broader community consultation recently closed 
on the draft River Derwent Masterplan. 

BIMS Adjustment No. Where applicable. 

out of scope

out of scope

out of scope
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Relationship to past 
funding requests 

In the 2022-23 budget, $18.85 million was allocated over four years until 
2025-26 for the River Derwent Ferry Service. In 2022-23 a request to 
rollover $3.378m was made, however this was declared savings.  

out of scope

out of scope
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Consequences of not 
funding 

A long-term ferry contract, additional ferry service and routes 
and wharf maintenance: A long term ferry contract on the current 
Hobart to Bellerive route cannot be entered into without ongoing 
(recurrent) funding. The cost of the current service between Bellerive 
and Hobart and the ongoing maintenance required at Bellerive Wharf 
cannot be met given the existing level of funding. Absent further funding, 
discontinuation of the service will be required. This will send a signal that 
further services under the Masterplan are not possible. 

out of scope

out of scope

out of scope
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Alternative options to address policy objective 

Alternative option one – Delay projects or reduce their scope 

The Government could choose to delay the elements in this package or reduce their scope if funding 
is not available at this time. The consequences of this option for each element of the package are 
outlined below.   

• A long-term ferry contract, additional ferry service and routes and wharf 
maintenance: The government could choose to provide additional funding only to enable 
essential wharf maintenance and to complete the current service contract to August 2025 at 
which time the current service would be discontinued. This would remove a transport option. 
However, equivalent funds provided as additional investment in bus services between the 
Eastern shore and Hobart would move more passengers more efficiently.  

out of scope

out of scope

out of scope
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Attachments 

N/A 
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