










Section 1: Diagnosing the policy problem 

What is the context behind the policy problem and how is the status quo expected 
to develop? 

1. In June 2025, the Minister of Transport, Hon Chris Bishop, announced a work programme to 
increase productivity and efficiency through comprehensively reforming land transport 
rules. One part of this programme is a review of New Zealand’s current light vehicle1 
inspection regime, including inspection frequency and inspection content. 

2. The current regime’s requirements are centred around two inspection types: the Warrant of 
Fitness (WoF) and the Certificate of Fitness A (CoF A). The WoF inspection applies to light 
vehicles commonly privately owned and includes motorcycles and trailers. The CoF A 
inspection applies to light passenger vehicles used in passenger services, such as taxis and 
rideshare vehicles, and rental vehicles.  

3. The current regime mandates regular inspections of light vehicles to verify that they meet 
minimum safety standards to operate on public roads. The table below summarises the key 
features of each inspection: 

Inspection WoF CoF A 

Period between 
initial and second 
inspection 

Three years 12-months 

Subsequent 
inspection interval  

Six-monthly for all vehicles first 
registered between 1985 and 
1999.  
Annual for all other vehicles. 

Six-monthly.  
The Director of Land Transport has 
discretion to vary frequency 
between 3 and 12 months. 

Inspection scope Includes checks of: 
Tyres 
Brakes 
Lights 
Steering & Suspension 
Structural Integrity 
Exhaust System 
Fuel System 
Windscreen and Wipers 
Doors 
Seatbelts 
Airbags 
Speedometer 
Glazing 

Builds on WoF inspection with a 
greater compliance threshold for: 
Seatbelts 
Exhaust 
Structural integrity 
Lights 
Brakes 
Steering/Suspension  
 
Additional checks for:  
Towing connections 
Load restraints 
Certificate of Loading 
Transport Service Licence 

Number of 
inspections in 
2024 

4.5 million 132,000 

 
1 Less than 3,500kg gross vehicle mass. 
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Inspection WoF CoF A 

Inspection cost 
(does not include 
repairs) 

$50 - $90 $150-$200 

Penalties  Operating a vehicle without a valid WoF or CoF A - $200 -$600 
 Operating a vehicle with a defect - $150 
 Operating a vehicle in an unsafe state – Court imposed fine of up 

to $2,000 

 
4. WoF inspections are primarily conducted by private sector service and repair agents (e g. 

garages), while CoF A inspections must be carried out at independent testing stations.  

5. WoF non-compliance is estimated to be about 13-16% of actively registered vehicles 
eligible for this inspection at any given time. Non-compliant vehicles are overrepresented in 
crashes where vehicle-related contributing factors are recorded.  

6. Between 2018 and 2023, annual infringements issued by NZ Police related to 
roadworthiness rose from 32,000 to 73,000. However, even current levels represent a 
significant drop from previous years as NZ Police began providing eligible offenders the 
opportunity to rectify the cause(s) of certain low-level traffic offences instead of receiving 
an immediate infringement fee. 

7. Despite ongoing efforts to improve road safety, New Zealand continues to face significant 
challenges. In 2023, there were 10,759 crashes resulting in injury. Vehicle-related 
contributing factors were identified in 11 fatal crashes (3.7% of fatal crashes), 55 serious 
injury crashes (0.65% of serious injury crashes), and 213 minor injury crashes (2.5% of 
minor injury crashes). Defects included worn tyres, faulty brakes, and steering or 
suspension failures, many of which are detectable through regular WoF inspections. 

8. The last significant change to vehicle inspection requirements came into effect in 2014 and 
shifted all vehicles manufactured after 1 January 2000 from six-monthly to annual 
inspections. This change was projected to have net economic benefits of $2.2–$2.8 billion 
over 30 years by reducing inspection frequency and associated costs, after taking into 
account possible increased crash rates due to reduced inspections. Ex-post evaluations 
found the changes were associated with a statistically significant increase in the likelihood 
of vehicles being involved in crashes where vehicle contributing factors were present. 

9. As of July 2025, there were approximately 4.2 million light vehicles and 164,000 motorcycles 
actively registered within the New Zealand fleet. The average age of the New Zealand fleet is 
15 years old.  

What is the policy problem or opportunity? 

10. Our analysis pinpointed two main problem areas that could be addressed by a package of 
changes: 

 Inspection interval is not aligned to differing levels of risk, and shorter than many other 
jurisdictions 

 Inspection scope has not kept pace with technological developments and changes in 
the fleet 
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Inspection interval 

11. The WoF and CoF A regimes impose compliance costs on vehicle owners, rental vehicle 
providers, passenger service organisations, and NZTA as the regulator. While some level of 
cost is necessary to deliver intended safety outcomes, an efficient system ensures those 
outcomes are achieved in a proportionate, targeted, and adaptive way. As noted above, 
vehicle defect-related crashes represent a very small proportion of all crashes and have 
seen a general decline over time from a peak of 4.27% in 2004 to below 2% in more recent 
years.2  

12. The current annual inspection frequency in New Zealand is relatively high compared to 
other jurisdictions. For example, most Australian states either do not have a mandatory 
safety inspection or only require one at point of sale. However, these jurisdictions often 
have a broader suite of supporting treatments and interventions that help maintain vehicle 
safety outcomes. Further information on international comparisons can be found in Annex 
1. 

 

Source: NZTA 

 
2 This trend may reflect improvements in vehicle design, maintenance practices, and inspection systems, 
but may also be influenced by limitations in defect reporting, crash investigation and enforcement. 
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13. Current inspection intervals also do not reflect differing levels of risk from vehicles of 
different ages or uses. When viewed by vehicle age, crash data demonstrates there is an 
upward trend in crash risk as vehicles age, particularly beyond twenty years.3 

14. Inspection frequencies also do not take into account how well-maintained the vehicle is 
likely to be. For example, CoF A vehicle drivers and operators generally have regular 
maintenance regimes, driven by commercial incentives and workplace health and safety 
law – but these vehicles face the same compliance costs as other higher-risk vehicles. 

15. Taken together, this evidence suggests that New Zealand’s light vehicle inspection 
settings and roadworthiness interventions are insufficiently targeted to risk, leading to 
higher than necessary compliance costs for households and 
businesses. 

Inspection scope 

16. The inspection system’s scope is inflexible and has not kept pace with technological 
developments or changes in the fleet. For example, Advanced Driver Assistance Systems 
are not routinely checked. While the WoF and CoF A systems contribute to safety, they 
could be more effective in targeting the highest risks in an evolving safety and technology 
landscape.  

What objectives are sought in relation to the policy problem? 

17. The Land Transport Rules Reform Programme aims to improve regulatory efficiency and 
reduce compliance burden while maintaining public safety. The objectives of this project 
build on these aims and seeks to: 

 Maintain road safety outcomes by ensuring more effective detection and deterrence of 
unroadworthy vehicles 

 Reduce the regulatory compliance burden on vehicle owners and operators by ensuring 
requirements are proportionate to risk and cost-effective to deliver 

 Strengthen the long-term efficiency, adaptability, and sustainability of the vehicle 
inspection system. 

What consultation has been undertaken? 

18. In addition to targeted consultation with key stakeholders during policy development, 
public consultation was undertaken on a version of the proposed changes. A total of 5,215 
submissions were received with 69% expressing broad support for the package of reforms.  

19. The main concerns raised in submissions were the additional road safety risk from less 
frequent inspections, concerns around vehicle owners’ ability to maintain their vehicles 
adequately, and support for a distance-based inspection threshold. We consider the 
changes partially address these concerns by introducing complementary initiatives to 
incentivise compliance.4  

 
3 This analysis does account for any relationship between vehicle owners and vehicle age and condition 
e.g. whether higher risk drivers are more likely to drive older vehicles.  
4 Detailed responses to key submission themes can be found in the NZTA Summary of Submissions 
document available here. 
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20. The main themes of support in submissions were how modern vehicles are safer and more 
reliable and how regular servicing can help identify and address vehicle safety issues. There 
was strong support for the objective of reducing compliance cost for vehicle owners as well 
complementary initiatives like increased penalties and education.  

Section 2: Assessing options to address the policy problem 

What criteria will be used to compare options to the status quo? 

21. Our criteria reflect the core objectives of the review, the statutory considerations set out in 
section 164 of the Land Transport Act 1998, and best practice principles for regulatory 
design: 

 Improves safety outcomes – The likely effect on road safety outcomes, including the 
detection and deterrence of unroadworthy vehicles. 

 Reduces regulatory compliance costs – The cost and burden for regulated parties 
(e.g., time, fees, administrative effort). 

 Ease of implementation and ongoing management – The practicality of rollout, 
administrative demands, and long-term sustainability of the system. This includes 
considering whether the change can be implemented within the current system in order 
to deliver benefits in the short- to medium-term. 

 Supports system-level efficiency and coherence – The effect on the overall 
functioning of the transport regulatory system, including efficiency, clarity, and 
alignment with wider system needs (e.g., fleet renewal, integration with other regimes). 

 Delivers fair and equitable social outcomes – The distribution of impacts across 
different user groups and regions, including access, affordability, and unintended 
consequences for vulnerable users. 

22. All criteria have been weighted equally. 

23. There are trade-offs between criteria. For example, improving vehicle safety is a central goal 
of the current requirements, but measures to enhance safety often introduce higher costs 
for regulated parties. Reducing compliance costs aligns with the system’s objective to be 
efficient and proportionate but may weaken safety outcomes by allowing unroadworthy 
vehicles to remain in use longer. Striking the right balance between affordability and 
deterrence is essential, especially in the context of an aging fleet and uneven vehicle 
maintenance practices. 

What scope will options be considered within?  

24. The scope of considered options was set intentionally broad to consider the system as a 
whole and identify a range of options for improving its efficiency. However, to ensure that 
work could be completed in the time available and within the scope of the overall rules 
programme, we did not consider changes to primary legislation or improvements to the 
current emissions testing requirements. The Minister also expressed a preference for 
options that could deliver benefits sooner. 
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 WoF CoF A 
motorcycles and for vehicles older 
than fourteen years    

Inspection 
Scope 

Maintain current inspection approach with expanded testing of certain 
Advanced Driver Assistance Systems features 

 
43. As outlined above, tensions between the objectives of the project mean there are trade-offs 

between our assessment criteria. The recommended package is expected to deliver 
significant net benefits through reductions in compliance costs for most vehicle drivers and 
operators.  

44. We have recommended the same approach as was supported during public consultation (a 
two-tier periodic inspection) but are recommending a fourteen-year threshold rather than a 
ten-year threshold. While a fourteen-year threshold increases the absolute level of risk, it is 
expected to deliver over 50 percent more net benefits due to the larger number of vehicles 
affected, which is a key objective of the review.  

45. Incidents of crashes by vehicle age suggest that there is a moderate increase in vehicle risk 
from about ten years of age followed by a significant increase in vehicle risk from about 
twenty years of age. A fourteen-year threshold strikes a balance between delivering 
significant reductions in compliance cost while recognising that it will take time for other 
mitigations to take effect. Additionally, we understand that vehicle owners rely heavily on 
required inspections ass prompts for necessary vehicle maintenance and it will likely take 
time for this expectation to shift. 

46. It is important to note that the estimated net benefit is so significant that even if costs are 
much higher than expected or most benefits are not realised, the proposed change will still 
be net positive.  

47. The recommended package also seeks to deliver benefits in the short term without adding 
significant additional system complexity. This has meant those options potentially more 
efficient in the long run, but not feasible to implement currently, are not recommended. We 
consider there is value in reassessing the opportunity for distance-based inspection 
requirements when the fleet wide transition to Road User Charges is further 
progressed. The potential technology options for Road User Charges could make 
distance-based inspections more feasible.  

48. While the changes are expected to make the system more efficient, they do increase the 
risk vehicle defect related crashes. To help mitigate this, we are increasing penalties for 
WoF non-compliance to deter such behaviour and are supporting increased parking warden 
enforcement. NZTA is also raising public awareness of vehicle owners’ responsibilities and 
the penalties for non-compliance.  

49. The estimated 32% reduction in the number of annual inspections is expected to have a 
significant negative effect on the inspection industry. Modelling indicates that by the time 
changes are fully implemented up to 703 less inspection FTE and up to $98 million less 
revenue for the industry.  
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50. It is uncertain whether this reduction in revenue would then reduce the availability of 
inspections, as industry submissions during public consultation did not provide information 
on this. However, our view is that any potential reduction is likely to be mitigated by the fact 
that inspections are generally not the core focus of mechanics. Mechanics, who are more 
common in rural areas, typically rely on a range of revenue streams, with inspections 
forming only a small part of their overall operations. Organisations that focus exclusively on 
testing are concentrated in urban areas where availability is less likely to be an issue.  

51. There is also a possibility that some inspection organisations may increase service prices to 
offset any loss of income, though this will depend on how individual businesses respond to 
changes in demand. 

 

What are the marginal costs and benefits of the preferred package of options in the 
Cabinet paper? 

Monetised impacts 
52. In aggregate we expect benefits to outweigh costs by a significant margin. The net benefit of 

all changes is estimated to be between $2,644m and $4,101m over the next 30 years. This 
figure represents the estimated benefits less cost over the period 2026-2055 discounted at 
a 2% rate to achieve a present value.  

53. Monetised impacts were developed using a model similar to the one used for the Vehicle 
Licensing Reform Project in 2014. It identifies and extrapolates the observed relationship 
between a vehicle’s crash risk and the time since its last inspection to predict the effect of 
changes to inspection intervals. The model did not accounted for phasing of changes during 
implementation.  

54. However, there are limitations to the modelling that may cause it to over or understate the 
safety effects of changes. These include: 

 Under-or over-reporting of vehicle faults as a crash contributing factor. 

 Safety conscious vehicle drivers and operators continuing to check and maintain 
vehicles even when a formal inspection is less frequent.  

 Crashes can have multiple contributing factors, and the inspection-related factors may 
not necessarily be the primary cause of the crash. 

 Inspections may not correctly identify relevant vehicle faults and require them to be 
addressed before a vehicle can pass.  

Non-monetised impacts 
55. Non-monetised impacts were developed by identifying relevant data to inform a qualitative 

assessment of the impact. This analysis focused on a static assessment of impacts and did 
not attempt to model impacts over time. We attempted to align inputs between this 
assessment and the formal cost benefit analysis modelling, but the different methodologies 
mean the figures are not directly comparable. To mitigate any risk of confusion, we chose to 
only use monetised amounts that were produced by the formal cost benefit analysis in this 
document. 
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