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Dear Sir/Madam

Submission on Hikina te Kohupara — Kia mauri ora ai te iwi Transport Emissions: Pathways to Net
Zero by 2050 Green Paper

1.

This submission is made by Foodstuffs (NZ) Limited on behalf of Foodstuffs North Island Limited
(FSNI) and Foodstuffs South Island Limited (FSS!), which are 100 per cent New Zealand owned
retailer co-operatives. The regional co-operatives jointly own Foodstuffs (NZ) Limited
(Foodstuffs) which represents the co-operatives interests in national policy and input on public
policy matters.

The Foodstuffs co-operatives own and develop retail stores which are franchised to co-
operative members. Our retail brands include PAK'nSAVE, New World, Four Square, Raeward
Fresh, On-the-Spot, Henry's Beer Wine and Spirits, and Liquorland. Foodstuffs also has large
transport operations, primarily servicing secondary freight to member stores.

Foodstuffs welcomes the opportunity to submit on the Hikina te Kohupara ~ Kia mauri ora ai te
iwi Transport Emissions: Pathways to Net Zero by 2050 Green Paper (Paper). As a 100% New
Zealand owned and operated company, we have our community's interests at heart along
with our important role as kaitiaki for the environment.

Information on Foodstuffs carbon emission reduction commitments and initiatives can be
found in Appendix 1.

Summary

5}

The Paper is wide ranging and contains a huge number of options for transportation emission
reduction. However, Foodstuff's submission is primarily focused on Theme 3: ‘Supporting a
more efficient freight system’.

While Foodstuffs supports some of the proposals in the Paper, it is our position that the major
focus should be on the electrification of light vehicles as these vehicles already exist in the
marketplace today. Alongside this, the Government should consider the infrastructure
support (such as charging stations for light vehicles) and the levers to encourage this type of
investment.

Foodstuffs has concerns that some of the proposals in relation to heavy freight are overly
ambitious and rely on the development of commercially viable technology, which does not
currently exist today nor will do so in the short term. It is anticipated that further consideration
of the proposals in the Paper will be considered as part of the public consultation on the
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National Freight Strategy and National Supply Chain Strategy. It is not clear if these will be two
separate strategies or one combined strategy. Either way, we look forward to participating in
that consultation process. Foodstuffs' transport personnel have been engaged with Minisiry of
Transport's in its initial industry engagement.

Addressing climate change requires transformational and fundamental change to the
transport system and New Zealand needs o take a strategic approach to reducing fransport
emissions.

While we have provided comments on several the consultation questions, we consider there
to be duplication and interdependencies between several of the questions.

Consultation questions

Question 1: Do you support the principles in Hikina te Kohupara? Are there any other
considerations that should be reflected in the principles?

10.

Foodstuffs generally supports the principles outlined in the Paper and agrees that the transport
sector will play a lead role in meeting New Zealand’s 2050 net zero carbon target. However,
Principle 2 and Principle 6 focus on zero fransport emissions and while we agree with these
aspirations, they are ambitious and reply on technologies that are yet to emerge or be

proven viable in a commercial setting. Consequently, caution is required as a total elimination
strategy may not be possible, but we do support the work towards a net zero emission
strategy and acknowledge that there is no one pathway to get there.

. To achieve New Zealand's goalls, it is essential that New Zealand makes changes where these

can reasonably happen in the short term. Due to the complexities in decarbonising the heavy
vehicle fleet, we support an initial focus on moving light vehicle fleet fo electrification and the
government supporting this initiative to help to drive transformative change.

Question 2: Is the government’s role in reducing transport emissions clear? Are there other levers
the government could use to reduce transport emissions?

12

13.

14.

The Government has an important role in facilitating the reduction generally in fransport
emissions. This includes matters such as facilitating the development of electric vehicle (EV)
charging networks and taking steps to encourage the uptake of EVs in the light vehicle fleet.
What is less clear is what the Government's role will be in the development of a more efficient
freight system, particularly as there will be commercial considerations at play. The Paper
refers to the potential need for new regulatory tools to help meet the net zero target by 2025.
We look forward to receiving further detail in the public consultation on the National Freight
Strategy and the ability to provide feedback as part of the development process.

Many of the recommendations in the Paper require further investigation. For example, an
incentive could be to exempt Road User Charges for low/zero carbon vehicles, but what
would the impact of this be in terms of the reduction in funding for roading improvements and
maintenance, which also minimises carbon reduction? Many of the upcoming Governmental
decisions will have contesting considerations and it is important that the wider implications of
each proposal is considered and a balanced approach is taken to any decisions.

The Government will have to ensure that a holistic approach is taken to any decisions to have
a nef zero transport emissions by 2050. It is commendable to see that the Minisiry of Transport
and Ministry of Business and Innovation have worked together to issue a joint consultation on
‘Increasing the use of biofuels in fransport: consultation paper on the Sustainable Biofuels
Mandate' (Biofuel Mandate). It is important that government departments do not work in silos
when it comes to consideration of levers to reduce carbon emissions.
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15. The Paper tends to follow approaches that have been frialled or have had some form of

adoption in overseas jurisdictions. We encourage following international developments in the
decarbonisation of the heavy freight vehicles and believe that new options may develop
over time. However, caution must be taken with consideration of proposals because, as the
Paper states, the feasibility of applying many of the initiatives within a New Zealand context
must be studied in more depth. We welcome further opportunity to provide further feedback
when more detailed policy proposals are consulted on.

. Foodstuffs supports the proposal that Government should make it easier for the private sector

to reduce emissions by providing certainty and early notice of upcoming decisions that will
impact businesses. This is imperative with any decision for increased regulatory intervention in
the private sector,

Question 3: What more should Government do fo encourage and support fransport innovation that
supports emissions reductions?

17.

18.

As referenced above, New Zealand will be dependent on innovations from international
markets. As a lot of the proposals in the Paper require further analysis, Government should not
decide on one particular pathway or technological approach for fransport innovation too
early in the investigation phase as this could limit options for the future. Technological
developments are happening quickly internationally so the Government should be open to
alternative technologies, should they emerge.

Initial priority should be given to transport innovations that are currently available and the
focus should be on areas where changes can be made in the short to immediate term. The
Government should regularly review initiatives to see if they are working. For example, after a
reasonable period the Government should review the Clean Car Discount scheme 1o assess if
it has it been effective in achieving its objectives and if not, alternative approaches should be
considered.

Question 4: Do you think we have listed the most important actions the government could take to
better integrate fransporf, land use and urban development fo reduce fransport emissions? Which
of these possible actions do you think should be prioritised?

19.

20.

The changes to the resource management framework are yet to be formally infroduced, but
Government has advised there will be three new pieces of legislation: the Natural and Built
Environments Act to provide for land use and environmental regulation, the Strategic Planning
Act to integrate with other legislation relevant to development, and require long-term
regional spatial strategies and the Climate Change Adaptation Act o address complex issues
associated with managed retreat and funding and financing adaptation. We support the
general direction of these reforms and look forward to further detdail. The legislative change
should allow for better integration of transport, land use and urban development to reduce
fransport emissions. It is hoped that this integration will allow for improved decision making
that impacts tfransport emissions. For example, a current issue is that consent may be granted
to build a new supermarket, but then the Council limits the times that heavy freight vehicles
can make deliveries to that store. Having to operate with shorter delivery schedules adds to
congestion on the roads at peak times, requires us to have larger fleets to service stores within
the delivery window and leads to higher carbon emissions. If delivery windows were widened
this could reduce heavy freight emissions and light vehicle carbon emissions too. This may also
reduce the need for as many frucks in the fleet and free up capital for investment in newer
lower emission vehicles.

Foodstuffs is in support of consideration of a strategy to promote vehicle sharing to minimise
single occupancy trips as any improvements to the number of light vehicles in the light vehicle
fleet will minimise time in traffic for heavy freight vehicles and reduce the resuliant emissions.

Question é: Pricing is somelimes viewed as being confroversial. However, international
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literature and experiences demonstrate it can play a role in changing behaviour. Do you
have any views on the role demand management, and more specifically pricing, could play
to help Aotearoda reach net zero by 20507

21. We appreciate the Transport and Infrastructure Committee is holding an inquiry into
congestion pricing in Auckland, but we were unable to commit resources to reviewing this
matter so could not submit on this topic. We envisage that we will participate in in any further
consultation on this topic. Foodstuffs has previously supported congestion charging pricing in
principle, on the basis it would reduce traffic congestion and improve productivity within the
transport sector.

22. Any pricing levers (or indeed any regulatory intervention) may have potential impacts for
consumers as increased costs may need to be passed on to consumers. This means that this
could potentially create inflationary pressures, and these in turn may impact the more
vulnerable sectors of the community. Unless the Government puts in place compensating
measures this will likely confiict with the Just Transition principle.

Question 7: Improving our fleet and moving towards electric vehicles and the use of
sustainable alternative fuels will be important for our fransition. Are there other possible
actions that could help Aotearoa transition its light and heavy fleets more quickly, and which
actions should be prioritised?

23. Foodstuffs is of the view that several the proposals to reduce freight emissions are extremely
ambitious when the technology has not yet been proven and products are not yet
commercially viable. It would be best to focus on what can be achieved in the short-term,
such as mandating that any new imported heavy freight vehicles must meet the EURO 6
minimum standard. In parallel to these achievable proposals, further investigation and trials
can take place on other options such as electrification of the heavy vehicle fleet, and
potential use of green hydrogen or sustainable biofuels.

Question 10: The freight supply chain is important to our domestic and international trade. Do
you have any views on the feasibility of the possible actions in Aotearoa and which should
be prioritised?

24. The freight supply chain is central to running Foodstuff's business efficiently. Foodstuffs already
undertakes a number of the actions proposed in the Paper, including implementing logistics
optimisation systems to reduce fuel use using a combination of initiatives from consolidating
distribution centres to rolling out digital routing technology, increased load efficiency and
driver training programmes. If other organisations are not already undertaking these initiatives,
they should be encouraged to adopt them.

25. The International Transport Forum suggests potential measures to reduce emissions but the
feasibility of applying these initiatives within a New Zealand context has to be sfudied in more
depth. We look forward to the opportunity for more detail and further opportunity for input of
the National Freight Strategy and National Supply Chain Strategy. However, it is not clear if
there are two distinct strategies or just one and clarification is sought on this point.

26. We support the concept of shifting some freight movements to less carbon intensive modes
such as rail and coastal shipping but anticipate the opportunity to do this for secondary
freight movements (warehouse to retail store) will be limited. Road transport offers much
greater flexibility and efficiency in terms of the available transport routes, delivery scheduling,
speed of delivery, and reduced handling of the goods.

27. The Paper recommends consideration of opportunities for the collection and better use of
data to improve efficiencies in the freight system and business collaborations to reduce
emissions in logistics. Current competition law may be a barrier to commercial operators
collaborating to a greater extent and so also requires consideration.
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Question 11: Decarbonising our freight modes and fuels will be essential for our net zero future. Are
there any acfions you consider we have not included in the key actions for freight modes and
fuels?

28.

29.

30.

31.

The possible key actions are comprehensive, and Foodstuffs supports a number of these,
specifically the infroduction of COz standards and the introcduction of a mandate that all new
imported trucks must meet the EURO 6 standard. Support is also given to expanding the Road
User Charge (RUC) exemption for heavy electric vehicles to other low emission fuels. However,
there would be concern if reduced RUCs revenue means a further deterioration of New
Zealand's roads, particularly in the South Island. While we use adapted cruise control
technology on our long-haul freight lines to reduce carbon emissions, poor roading with
potholes or harrow roads means that we cannot optimise the potential of this technology
Improved maintenance on existing roads is essential to help all road users minimise vehicle
emissions. We would be keen to see greater investment in maintenance of existing roads. This
is distinct from any consideration of new roading infrastructure.

We understand that Waka Kotahi NZ Transport Agency's Operator Rating System (ORS) is due
to be revised. Could the ORS be expanded to take into consideration Operator emission
reduction programmes to encourage minimisation of carbon emissions?

Foodstuffs supports further research into the development of decarbonising fuels for heavy
freight to better understand the options and impacts.  We are currently considering our
response to the consultation on the Biofuel Mandate but anficipate the more detailed
discussion that is occurring around that consultation process will inform the Ministry of
Transport's wider transport strategy.

There is insufficient detail about decarbonisation options for heavy freight vehicles and how
these would be commercially viable. Consideration should be given to the whole lifecycle of
any alternative options. For example, if green hydrogen utilises more energy to produce than
it will save with emissions reductions is it a viable option? If there is a decision to move towards
hydrogen vehicles, are there any health and safety considerations?

Question 12: A Just Transifion for all of Aotearoa will be important as we transifion to net zero. Are
there other impacts that we have not identified?

32.

The Paper notes the challenges in the freight sector. These challenges are valid. Some of the
main chalienges include:

a. Any low / zero-emission heavy freight trucks need to be in general production,
commercially viable and suitable for business requirements.

b. Electrification of heavy trucks is not a simple solution to decarbonisation. Electric trucks
will weigh significantly more, and take significantly longer to recharge/refuel,
compared to current diesel trucks. They will also require charging infrastructure, which
will require additional investments and management of this. Foodstuffs is trialling 3
electric frucks with EECA’s support. These trucks are not suitable for long haul freight
and careful route planning is required to allow for charging. For example, the
refrigerated fruck takes approximately 7 hours to recharge. As such, heavy charging
freight stations for shared use would not currently be a feasible solution due to the
length of time to charge and necessity for efficient freight planning.

c. Use of alternative fuels is not a simple solution to decarbonisation. New Zealand has a
limited supply of green hydrogen and the Biofuel Mandate notes Government is
currently investigating how advanced biofuels can be produced in New Zealand.



33.

34.

35.
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All the above generate concerns about cost implications for the freight industry, supply chain
and therefore potentially for the end consumer.

While the Government has obligations to set future emissions budgets, it should allow flexibility
for budget 2 and 3 to allow for learnings from trials, here and overseas, and technological
developments that will be sure to unfold in the future. For example, one proposal for
consideration for the emission budget recommendation phasing out registration of heavy
vehicles by 2035. This appears unworkable because there are no suitable heavy freight
alternatives available now. There is support for a clear plan for next 5 years, then beyond that
is speculation and it is recommended that the plans are refined closer to the time.

The Paper acknowledges that there may be social impacts with transitioning to a net zero
carbon transport system and provides the example that some people could face higher
transport costs. People may also end up paying more for goods if increases in costs cannot be
absorbed by businesses. In the circumstances, the costs and benefits of the different options
need greater analysis and consideration.

Question 13: Given the four potential pathways identified in Hikina te Kohupara, each of which
require many levers and policies to be achieved, which pathway to you think Aotearoa should
follow to reduce fransport emissions?

36.

37.

We are unable to support one particular pathway without further information about the
different approaches. Due to the challenges in reducing emissions it is expected that a
number of levers, potentially from more than one pathway, will need to be utilised if the
Government is going to meet its emission reduction targets.

The avoid, shift and improve strategies are all valid and work towards minimising emissions. As
stated above, due to technological constraints in the heavy vehicle market, it is
recommended the Government focus on reducing transport emissions where viable
commercial technologies already exist, such as the electrification of light vehicle fleet,
encouraging walking and cycling and expansion of public fransport options before reliance
on heavy freight initiatives which may not be workable.

Question 14: Do you have any views on the policies that we propose should be considered for
the first emissions budget?

38.

39.

40.

Our comments are limited to the proposed first emissions budget for theme 3, supporting a
more efficient freight system. It is not clear if there will be the development of a National
Supply Chain Strategy as well as the development of a National Freight Strategy. Both
strategies are referred to separately in Table é of the Paper regarding policies that should be
considered for inclusion in the emissions. We are keen to participate in the consultation
process for both strategies and believe it is prudent that the first emissions budget focuses on
identifying opportunities for improvement, rather than making decisions without full
consideration of the options and potential impacts.

Foodstuffs support the investigation of the best opportunities for decarbonising trucks,
including the option to infroduce CO02 standards for frucks. However, we do not support
targeted investments in public infrastructure for fast charging heavy vehicles. Charging for
heavy vehicles is best left as the responsibility of the owner of the vehicle but there is merit in
considering a government subsidy for the building of the infrastructure. Public charging hubs
will not work on a commercial basis at this current fime. It is important that the truck is charged
at the appropriate time and the driver is accommodated. The Government should focus on
the development of renewable electricity infrastructure should demand for electricity
outweigh supply.

Moving heavy freight vehicles to low emissions or zero emissions is considerably more difficult
than undertaking decarbonisation of the light vehicle fleet, given the limitations with size and
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42.
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weight and charging time for electric batteries and constraints with the supply of green
hydrogen and sustainable biofuels. Foodstuffs is not in a position to recommend any policy
direction without further information being made available. Foodstuffs has worked with EECA
to do a trial with three electric trucks, none of which is suitable as a long-haul freight vehicle.
The frial has revealed that there is a long way to go before Foodstuffs could commit to
electrification, even for small to medium freight vehicles, due 1o cost and other operational
issues. Foodstuffs is currently in the formative stages of considering our involvement in a
hydrogen truck trial o see what can be learnt from that process.

While Foodstuffs supports further research into green hydrogen and sustainable biofuels
options, Government needs to remain open to other technological developments that may
emerge internationally, and its strategy must allow for some flexibility in the pathways to net
zero emissions for the heavy vehicle fleet.

The first budget proposes implementation of a biofuels mandate. The Biofuels Mandate
consultation has recently commenced and we look forward to contributing to that process.

Foodstuffs supports in principle improvements and investment 1o the rail network to get trucks
off the roads but believes there are bigger challenges to address including the relative costs
and efficiencies of the alternate modes, and the need for timeliness of product deliveries.

Conclusion

44,

45,

46.

47.

Foodstuffs supports the move towards a net zero carbon system and is currently committed to
reducing its own carbon emissions. Foodstuffs submission largely focuses on theme 3:
‘Supporting a more efficient freight system’. Foodstuffs supports some proposals in the Paper
to decarbonise New Zealand's heavy vehicle fleet, however, there are a number of proposals
that require further exploration and analysis.

While Foodstuffs supports a number the proposals in the Paper regarding a more efficient
freight system, it has concerns that some of the proposals in relation to heavy freight are
overly ambitious and rely on the development of commercially viable technology, which
does not currently exist today nor will do so in the short term. In the circumstances, Foodstuffs
supports the focus being on decarbonising the light vehicle fleet as a priority. It is
recommended that the Government focus on proposals that are attainable in the short term,
such as a move to mandate that any imported heavy vehicle fleet must meets the EURO 6
standard. We do not support targeted investments in public infrastructure for fast charging
heavy vehicles. Charging for heavy vehicles is best left at the responsibility of the owner and
centralised heavy vehicle charging hubs will not work due to commercial considerations.
Furthermore, at this point in time we do not even know which technology is going to be used
for freight so how can infrastructure decisions be made ahead of those decisions?

Many of the recommendations in the first budget refer to the development of a National
Freight Strategy and a National Supply Chain Strategy. We look forward to providing
feedback as part of the consultation process as this develops.

We agree with the Paper that addressing climate change requires transformational change
to the transport system and that New Zealand needs to take a strategic approach to
reducing transport emissions.

Yours sincerely

Sarah Tuohy
Public Policy Manager
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Appendix 1: Foodstuffs background information

48.

49.

50.

51.

52.

83.

Every day, thousands of New Zealanders walk through the doors of our stores or click into our
online shopping experiences. Our supply chain is one of the biggest in the country and plays
an important role in supporting our objective to be a customer driven organisation. To deliver
the scale and efficiency our customers need, each company has a network of distribution
centres, although these have consolidated over time, and Foodstuifs utilises its own fleet of
trucks driven by employees as well as contracting with owner drivers and third-party freight
companies.

In 2019 Foodstuffs joined the Climate Leaders Codlition. The codlition is a group of more than
100 New Zealand companies working together to iackle climate change and help New
Zealand become a low emissions economy. ‘As part of this coalition, we're committed to
measuring and reporting our carbon emissions annually and setting 5-year carbon reduction
targets. Measuring and reporting helps us to understand our carbon footprint, and our carbon
inventory is audited by an independent third party to verify its accuracy. We've also
committed to aligning our carbon emission godls with the Ciimate Leaders Coalition 2019
Statement. This means, starting with our baseline footprint in 2020 we have an emissions
reduction target of 21% by 2025.

Foodstuffs major emission sources arise from our use of energy {electricity, diesel and petrol),
and refrigerant gasses, and the waste generated from our activities. We are committed to
reduce emissions in each of these areas.

In the transport space initiatives to reduce light fleet emissions includes the introduction of
flexible remote working arrangements for support staff, enabling them to reduce the amount
they commute to work, more digital meetings to reduce air fravel, and the installation of 24 EV
charging stations at our new Auckland campus to facilitate adoption of electric vehicles
(EVs). We are also committed to transitioning our car fleets fo lower emission vehicles/EVs over
the medium-term future. Additionally, Foodstuffs continues to promote the adoption of EVs to
our customers through provision of 92 Fast Charging stations to date at stores across the
length and breadth of the country.

There is also a big focus on reducing emissions through improving the efficiency of our freight
operations. The supply chains in both the North and South Island are actively implementing
logistics optimisation systems to reduce fuel use using a combination of initiatives from
consolidating distribution centres to rolling out digital routing technology, increased load
efficiency and driver fraining.

Foodstuffs is also trialling three electric trucks with Energy Efficiency and Conservation
Authority's (ECCA) support. One of the trucks was the first electric powered refrigerated fruck
in New Zedaland. It was not possible to purchase a fully electric refrigerated truck, because it
did not exist in the marketplace, so we had o custom build it. Our three electric trucks
compliment the 28 electric store delivery vans which have now driven over 1million kilometres
since their intfroduction in 2016.



WHANGANUI
DISTRICT COUNCIL

Te Kaunihera a Rohe o Whanganui

25 June 2021

Ministry of Transport
Via email: transportemissions@transport.govt.nz

Re: Hikina te Kohupara discussion document
The Whanganui District Council (“the Council”) welcomes the Ministry of Transport’s discussion
document: ‘Hikina te Kohupara — Kia mauri ora ai te iwi - Transport Emissions: Pathways to Net Zero
by 2050’ which sets out potential pathways to phase out emissions across the transport system.

This year, the Council adopted a new ‘Climate Change Strategy — Te Rautaki Huringa Ahuarangi’.
QOur strategy shows how the New Zealand European and Maori world views can come together to
tackle climate change in a uniquely Whanganui way.!

Drawing on our strategy, the Council supports the themes and principles outlined in the Ministry’s
discussion document, in particular:

e A whole-of-system approach to transport decarbonisation — an integrated view which
*improves wellbeing and liveability at its core.
e Integrating te ao Maori worldview — acknowledging the interconnectedness of all living and
non-living things.
e Supporting a Just Transition — making the transition fair, equitable and inclusive for all people.

This transition requires adequate support and funding streams to allow local government to make
strategic, thought-out investments over the long-term.

With the transport sector making up 49% of Whanganui District's non-biogenic methane CO;-e
emissions, the Council recognises the significant role transport will play in decarbonising our economy.

Whanganui, with pockets of rural and isolated communities, faces particular challenges in the
transition to a low carbon transport system. The options are more limited for our rural communities
who rely heavily on fossil fuel transport, both on and off-road, every day. In addition, Whanganui has
a relatively low average income per family compared to the national average. The Council would like
to see more detail on how the specific pathways and policies will build community resilience through
new economic opportunities for businesses and job creation across sectors (i.e. transport, energy
services) and more specifics on how the Government plans to mitigate the impacts to low income
households.

The Council is interested in the Ministry’s plan for ongoing lwi/ Maori engagement and strongly
encourages consultation with the iwi and hapi of Whanganui.

! Whanganui District Council, Climate Change Strategy, 2021 https://www.whanganui.govt.nz/Your-
Council/Plans-Strategies/Strategies/Te-Rautaki-Huringa-%C4%80huarangi-Climate-Change-Strategy




In response to consultation Question 1: The Council broadly supports the Principles outlined in the
paper — noting our particular interest in:

1. Astrategic approach — prioritising initiatives with impact while delivering value for society.

2. Coordinated action —between central and local government, iwi, communities, the private sector,
industry groups and citizens.

3. A lJust Transition — in particular, the costs and benefits, and more detail on the specific
opportunities and distributional impacts for low income households and isolated communities.

Research shows that 60% of New Zealanders do not realise that their transport use is their biggest
carbon foot print source.? As such the final Principle in the report, ‘Principle 7 — Innovation and
technologies’ could be more explicit that a deep understanding of how and why people act i.e.
behaviour change —is needed to create enduring change — rather than relying too heavily on a single
technology fix.

Further support for behaviour change and information campaigns will be needed — for example,
EECA’s lower energy transport campaign® which aims to change the way people think about how they
use transport is a good example. There are co-benefits to these measures such as improved health —
the Council would like to see complementary measures, and further investigation of the available tools
as outlined on p. 25 of the document.

In response to consultation Question 3: what more should Government do to encourage transport
innovation that supports emissions reductions. There may be opportunities for the government to
support smaller scale trials or pilot in the regions. It can be difficult for smaller business to make a
business case and de-risk a project, if it is a new technology. For example, funding or technology
demonstrations for new and emerging technologies or feasibility studies in — rather than just ‘ready-
to-go’ projects. In addition, funding, tools and information for businesses and organisations to
measure and monitor their transport footprint as the first step on an emissions reduction pathway.

In response to consultation Question 4: many of the listed actions would impact local authorities’
operations. We invite further consultation as the work progresses to better understand the costs,
benefits and impacts of these actions before further decisions are made.

In response to consultation Question 10: the Council notes its interest in the National Freight Strategy
being developed and welcomes consultation with local business, industry and iwi with particular
regards to Te Pliwaha - Whanganui's Port Revitalisation and how this connects to the national system.

The Council is pleased to see the breadth of work happening across the transport sector (p 127).We
invite ongoing discussions with central and local government to ensure coordination.

Yours sincerely,

Hamish McDouall Kym Fell
Mayor ) Chief Executive
Whanganui District Whanganui District Council

2 EECA, Gen Less research https://genless.govt.nz/moving/lower-energy-transport/
3 EECA, Gen Less Lower Energy Transport campaign: https://genless.govt.nz/moving/lower-energy-transport/
2




Submission on:
Hikina te Kohupara — Kia mauri ora ai te iwi

Submission from:

New Zealand

Ph i

How we move about the planet, over the last 100 years, has been driven by the immensely
powerful fossil fuel industry and associated automobile industry. An industry that has known for
over 40 years the damaging consequences of burning fossil fuel. Funding these same corporations to
get us out of this mess, with the development of Biofuels and Hydrogen, will not succeed. Shell for
example has said they ‘will continue with fossil fuels until getting subsidised to develop alternative
fuels.” History repeating itself. This BAU approach will not succeed. The environmental costs, carbon
footprint of production etc. are well documented, making this avenue of thought, a success for profit
driven corporations only, and will not address the fundamental problem of over consumption
associated with climate change.

A massive move away from how and why we move must be undertaken. A government
would do well to take this approach as its core objective. There will be no macro solution to climate
change formulated on a sector by sector basis. The inter-relationship of these sectors requires micro
approaches, best driven from the ground up, by local endeavour, for the benefit of our people and
our land.

Avoid, Shift, Improve —while a worthy framework, Avoid must not be a token gesture. This
framework is very reminiscent of the Reduce, Reuse, Recycle framework. It is imperative to look at
what happened with this (extremely sound) objective. A lesson must be learnt. The first and most
important idea was Reduce, however this idea had a negative impact on rampant profit making by
reducing what we consume; Reuse falling under the same umbrella. These two important ideals
were carefully side stepped. To keep us all happy we rushed around facilitating recycling, this had a
huge ‘feel good’ benefit to our consuming, however we are now all painfully aware of the futility of
recycling as a solution and the environmental disaster of our rubbish. Note that most of the rubbish
produced are fossil fuel products. What is needed is a decisive reduction in consumption of the
planet’s finite resources. AVOID must be at the forefront of the plan, in fact Shift and Improve are
counter productive to achieving our goals, wasting time that we do not have.

‘Just transition’, in reports such as this and the Climate Commission Report, are words tacked on to
reports that do little to ensure an actual just transition. Going forward, a focus on social justice will
need to be centre. Corporate influence on government decision making is counter to achieving this.
Solutions to climate change will need to be micro not macro. Micro solutions, driven from the
ground up, have never been more attainable than now with the use of technology. Covid is a great
example of this, and has gone a long way in showing up the flaws in our current corporate driven
governance. A just transition will have multi-faceted economic benefits along side social gains.



What role can the Government play?

Reduce the speed in which we travel to 80km. This an easy action, not expensive and has
flow on effects to our health and wellbeing, while reducing fuel consumption. This would
have a flow on effect for cycling in regional areas. We have enough time to move slower, it is
resources we are running out of. This can be done now.

Reduce spending millions of dollars on roads under the {corporate lead) guise of safety
improvements, cutting great swaths of land and trees to soften a curve in a road. In fact, the
traffic goes faster and faster with these improvements. Live within our means and our real
needs. Spend money on education, maintenance, signage, monitoring technology.

Engage in electric railcars for regional areas where infrastructure already exists. Have
charging stations for railcars been examined? Why can’t we catch a train from Dunedin to
Christchurch for example? Possibly, if Fonterra was not monopolising the railway line daily
moving coal from Southland for its dirty (and unnecessary) dairy activity, this could be
quickly affected.

Provide free public transport and regain control of this infrastructure. Privatisation as a
cost saving is a myth. Too much public money flows out of this country from this misguided
macro approach to governance.

Invest in technology, sourced locally, for micro solutions and promotions. Car sharing apps
have been suggested and should be backed up with penalty for single passenger car
journeys. GPS in cars to monitor speed, this could be done through car manufacturers to
avoid political backlash.

Invest in education campaigns and incentives, driven and inspired by our people for our
people, not for corporate agendas, with clear, consistent, and accurate information, to help
people step away from their love affair of cars. Government as influencer is immensely
powerful. It is about attitude, and we need a team effort. Do not use the excuse ‘we mustn’t
alarm the people’, the people are already alarmed, especially about the inaction and the
continued influence from corporate lobbying.

Always examine the micro solution. Freight of food around the country is a great example
of the failure of the macro solution. By having multinational corporations controlling our
food chain, we have ended up with large distribution centres distributing to car centric
Supermarkets. A vegetable grown in Nelson for example will travel to Christchurch to be
‘processed’ then travel back to Nelson for sale in the supermarket. The infra structure
around this lunacy is immense and has cost the country a fortune. We need to rearrange our
systems of food supply and related transport with the simple solution of sourcing food
locally where possible, eating seasonally and consuming to suit these requirements.
Imported food should be restricted to foods not able to be grown Aotearoa. Movement of
food would be greatly reduced. The government would incentivise this simple solution.

The transformation of transport is directly linked to the transformation of agriculture to
achieve the above improvements in our food chain. The industrial dairy industry is an
example of the failure of corporate driven macro solutions. It is an environmental disaster
impacting directly on the destruction of our environment, directly on the health of our
people, creating unnecessary over consumption of fossil fuels in both its transport and
production. All to provide a product that is not necessary for our life on earth. A sustainable
and regenerative dairy industry must be supported on a local level, we do not need a
corporate owned agriculture sector.

Reduce dependency on multinational corporate consultancy that offers up self serving
advice not necessarily benefiting Aotearoa. For example, our former Ministry of Works is



now operated by an aggressive multinational corporate, when they took over, the first thing
they did was start lobbying for a new harbour bridge for Auckland. Not because we needed
one, but because they ‘have the expertise’. They suggest that we do not have this expertise
within Aotearoa, but this is a misconception. These multinational consultancy firms have the
front row seat in procurement of tax funded projects, both nationally and locally, bleeding
taxpayers money, at an extraordinary rate, out of the country, while outsourcing lower level
jobs to maximise profits; working our professionals to the bone, often resulting in
unnecessary career changes. Again, let’s look a micro solutions, for example, test the water
and provide a lane for cyclists on the Auckland harbour bridge. Use local ingenuity to
strengthen the bridge. Create an electric foot/bike barge along side the bridge — there’s an
opportunity for a local business. Ground up micro solutions.
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At present Governments are too influenced by multi-national corporations with their own profit
driven agendas. It is this influence that has contributed to a state of climate emergency, and
unsustainable pressure on the earth’s resources. This corporate influence has attacked all areas of
our lives, from health, food production, through to infrastructure, costing our economy dearly. A
multi-disciplinary approach is needed where the social and environmental implications are foremost
in any decision making. Discussion must be inclusive, honest and come from the tangata whenua,
the people of the land.
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Introduction

The Motor Trade Association (Inc) (MTA) was founded in 1917 and in 2017 celebrated 100
years of trust with the NZ motoring community. MTA currently represents approximately
3,800 businesses within the New Zealand automotive industry and its allied services.
Members of our Association operate businesses including automotive repairers (both heavy
and light vehicle), collision repair, service stations, vehicle importers and distributors and
vehicle sales. The automotive industry employs 57,000 New Zealanders and contributes
around $3.7 billion to the New Zealand economy.

General Comments

MTA is an automotive industry champion that:

recognises the need for pragmatic action to address climate change challenges
recognises low carbon emission vehicles and EVs are an important part of that action
has the expertise to lead in defining:

o future uptake of low emission vehicles including EVs

o motor industry emission reduction targets.
NZ must look at all policy options, adopt all possible technologies, and influence all
relevant actors (Government, business, and consumers)
we need clear timing and implementation of all relevant policies to ensure a just
transition
businesses require stable, predictable policy to invest in delivering NZ's 2050 climate
targets.

MTA agrees with the 74% of people who responded “Yes” to the question
“Do you support the Government’s objective to reduce New Zealand’s CO>
emissions?” in a recently commissioned consumer survey.

MTA recommendations for policy initiatives

1. Technology:

a. MTA does not support committing to an ICE ban. Negative approaches to the
problem could hamper behaviour change and it is not clear that Kiwis, while
supporting action on climate change, support this specific proposall. We
should leverage improving ICE drivetrains technology for as long as possible.

b. Encourage emissions reductions through a mix of fuels and drivetrains (hybrid,
plug-in hybrid electric vehicle (PHEV), biofuel blends in the main fuel supply,
hydrogen in heavy transport, etc).

c. Support the roll-out of accessible and convenient charging infrastructure
(based on location and including easy-to-use consumer payment systems).

1 Research conducted on behalf of MTA asked, “Do you support the approach of removing petrol and diesel
driven vehicles?”. The results showed a close split — 52% saying yes and 48% saying no.
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2. Behaviour:

da.

Provide targeted financing packages to support household uptake of low
emission vehicles (purchase support incentives, tax breaks, etc).

Introduce a coordinated end-of-life waste programme for vehicle scrappage,
which includes interlinking existing or to-be-developed waste management
schemes and a financial incentive to vehicle owners to dispose of older
vehicles.

Introduce an emissions testing regime for in-service vehicles in the existing
fleet to ensure all drivers are better educated about the emissions profile and
impact of their vehicle.

Educate and support vehicle owners (who cannot shift to a replacement
vehicle) to maintain their current vehicle to minimise the deterioration of
emissions over time (eg replace fuel filters, exhaust sensors, and maintain
catalytic converters)

Introduce accelerated depreciation allowances for industry fleet vehicles,
Government vehicles and rental fleets, to facilitate the supply of the used EV
fleet for household purchase.

Introduce differential road user charges to incentivise take up of low CO;
emission vehicles including hybrid (ICE/Electric) and EVs.

3. Regulatory:

a.

b.
c.

Coordinate the timing of import restrictions on vehicles with the expected roll-
out of alternative transport options, such as improved public transport and
active modes (cycling)

Coordinate product stewardship schemes.

Work with education and immigration authorities.

4. Mitigating risks:

a.

Implement permanent support for firm-based training, such as
‘Apprenticeship Boost'.

Develop support plan for Just Transition for affected businesses.

Recognise the supply chain risk - New Zealand sources vehicles from offshore
supply with time lags in the case of used imports. An ICE ban would restrict
the supply options available for businesses and communities. ICE solutions will
remain sole viable options for a long time, especially in industry and
agriculture.



Consultation Questions

1. Do you support the principles in Hikina te Kohupara? Are there any other considerations
that should be reflected in the principles?

MTA supports the principles in Hikina te Kohupara.

We recognise the need for pragmatic action to address climate change and that our sector
has a key role to play to achieve targets. Co-ordinated action is key to achieving New Zealand’s
zero carbon targets. New Zealand must look at all policy options, adopt all possible
technologies, and influence all relevant actors (Government, business, and consumers).

MTA’s view is that the Government seek and consider industry knowledge immediately to
adopt realistic and achievable goals and strategy. Government must form a strong industry
partnership to achieve these goals.

A Just Transition is non-negotiable; people who already experience social/economic
disadvantages will be affected as will businesses in the transport sector. A Just Transition
should also look at the potential impacts to New Zealand SMEs. Businesses require a stable,
predictable policy environment to enable investment in ways that deliver on the country’s
2050 climate targets.

The principles set out in Hikina te Kohupara align well with the position taken by MTA in its
submission on the Climate Change Commission’s draft advice in early 2021.

2. Is the gavernment’s role in reducing transport emissions clear? Are there other levers the
government could use to reduce transport emissions?

In MTA’s view both central and local government have a critical role to play in addressing
climate action.

MTA’s recommendations for policy initiatives include:

e Introduce an emissions testing regime for in-service vehicles in the existing fleet to
ensure all drivers are better educated about the emissions profile and environmental
impact of their vehicle. If someone can’t afford a replacement, low emissions vehicle,
then they should at the very least keep their existing vehicle maintained to mitigate
emissions deterioration over time.

e Coordinate the timing of import restrictions on vehicles with the expected roll-out of
alternative transport options, such as improved public transport and active modes
{cycling).

¢ Coordinate product stewardship schemes to take a “whole-of-vehicle” approach?.

e Get old vehicles off the road —introduce a coordinated end-of-life waste programme
for vehicle scrappage, which includes interlinking existing or to-be-developed waste
management schemes and a financial incentive to vehicle owners to dispose of older
vehicles.

2 This will require establishing new product stewardship mechanisms for some components in vehicles. See
Appendix {.
1



e Use positive incentives to move consumer and driver behaviour towards low/zero
carbon transport options.

3. What more should Government do to encourage and support transport innovation that
supports emissions reductions?

Government should leverage improving ICE drivetrains technology, invest alternative
technologies, not just EVs (hybrid, plug-in hybrid electric vehicle (PHEV)), biofuel blends in the
main fuel supply, hydrogen in heavy transport, etc). MTA welcomes the Ministry’s current
consultation on increasing the use of biofuels in transport. We want to ensure the industry
can innovate and diversify in a way that New Zealand can leverage all available low emission
technologies and work towards a low/no carbon future.

There is currently insufficient charging infrastructure in New Zealand, especially to provide
the public with the comfort that they can move to electric vehicles with ease®. There needs
to be targeted funding in the development of efficient, fast-charging infrastructure.

MTA agrees with the outlined role of Government in supporting transport innovation but
echoes the BusinessNZ Energy Council’s (BEC) caution against the Ministry being too
prescriptive on the decarbonisation options for different transport uses.

Electrification is only part of the solution. MTA’s modelling showed that even our most
ambitious scenario did not meet the Climate Change Commission’s (CCC) chosen path. The
CCC's final advice suggests that 36% of light vehicles will be electrified by 2035, in our view
this may not be achievable due to EV supply limits. While we support New Zealand’s climate
change goals, we would like the Ministry to be aware of the risks associated with setting
ambitious goals. The decarbonisation of our sector places key focus on the switch from ICE to
BEV, however MTA and other industry players are concerned about the reality of this. As
mentioned above, we caution the Ministry against being too prescriptive by placing all eggs
in the EV basket; it is likely other sectors may have to step in if EV uptake does not meet the
Government's target.

4. Do you think we have listed the most important actions the government could take to
better integrate transport, land use and urban development to reduce transport
emissions? Which of these possible actions do you think should be prioritised?

Public transport must be addressed urgently. The current public transport settings are
inadequate to address the public’s needs. In May, Wellington saw 3,412 buses cancelled
leaving commuters with no alternative options.* There must be alternative travel options
available before existing methods are removed or reduced. Cycle ways are also not currently
adequate to support cyclists commuting to work.

3 A respectable network is developing in New Zealand, but much of it comprises “slow” charging equipment.
Time will be needed to go back through the network and add/upgrade charging equipment to HPC levels.

4 https://www.stuff.co.nz/dominion-post/wellington/125383014/wellington-sets-new-record-with-more-than-
3000-buses-cancelled-in-may
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If, as MTA suspects, low-emission vehicles remain unaffordable, and people hold on to their
current vehicles longer, they will need suitable and convenient options for alternatives to
vehicle use.

52% of respondents to a survey commissioned by MTA felt they did not
have access to suitable and convenient public transport.”

This was more noticeable for the over-55 age group (63%) and for those
living in Northland (71%), Nelson (75%), Taranaki (77%), Southland (83%,),
and the West Coast (100%).

5. Are there other travel options that should be considered to encourage people to use
alternative modes of transport? If so, what?

Currently, public transport is inadequate, people are unable to rely on their local buses to get
to work or complete essential errands;® urgent investment is required in this space. See above
our answer to question 4.

6. Pricing is sometimes viewed as being controversial. However, international literature and
experiences demonstrate it can play a role in changing behaviour. Do you have any views
on the role demand management, and more specifically pricing, could play to help
Aotearoa reach net zero by 20507

MTA supports the Government’s climate change goals; however, to achieve the net zero
target a huge change in behaviour is required. Financial incentives are necessary to confer to
people, in money terms, rewards and penalties for their various choices of vehicles/ modes of
transport.

68% of respondents said they could not afford a new EV as their next car.

84% said the Government should offer financial support to help people
purchase low emissions cars to comply with the net-zero carbon goals.

MTA agrees with the Ministry that:

“Transport pricing can be a strong signal to change people’s behaviour
but it can have material impacts on household budgets and access to

5 Question: “If you cannot afford a low emission car, do you have access to suitable and convenient public
transport?”.
% During the 2020 Covid-19 lockdown, travel for “essential purposes” was recognised as getting to healthcare,
supermarkets, or employment in essential services. Outside of a lockdown, these tasks are still essential to
many Kiwi families.
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essential goods and services. It is important that we clearly understand
the distributional impacts of pricing mechanisms, before imposing costs
on users that could have unintended social consequences.”’

Sometimes it is not a case of making some activities more expensive; rather, reducing costs
onh some activities could stimulate behaviour. As Norway has shown, it is not just about the
pricing support for EV purchase; you also need ancillary benefits of EV ownership such as
reduced or negated congestion pricing, road use charges, ferry prices, toll road charges, and
city parking.®

7. Improving our fleet and moving towards electric vehicles and the use of sustainable
alternative fuels will be important for our transition. Are there other possible actions that
could help Aotearoa transition its light and heavy fleets more quickly, and which actions
should be prioritised?

In MTA’s view the Government must introduce an emissions testing regime for in-service
vehicles in the existing fleet to ensure all drivers are better educated about the emissions
profile and impact of their vehicle. All vehicles (new and used) begin to operate at a level
below their original manufactured specifications. Being aware of their actual level of
emissions is likely to impact consumer behaviour and guarantee reduction of carbon leakage.

The first use of emissions testing should be education. As time goes on, the Government
might consider establishing an in-service emissions standard that triggers remedial actions
when a breach is discovered at testing. Changes to the Vehicle Inspection Requirements
Manual (VIRM) — the guidebook for vehicle inspections — could include the need for
‘examination of exhaust systems to ensure catalytic converters or diesel particulate filters
(DPFs) are present and operating normally.

In recent MTA-commissioned research, 75% of respondents did not know
the level of their current car’s COz emissions — 39% did not know where
they would look for that information.

8. Do you support these possible actions to decarbonise the public transport fleet? Do you
think we should consider any other actions?

MTA and its 3,800+ automotive business members, support the Government’s climate change
goals. Decarbonisation of the public transport fleet is in line with the concept that everyone
in New Zealand needs to contribute to reducing carbon.

The automotive industry is working to accommodate the Clean Car Standard and Clean Car
Feebate schemes. Similarly, Government procurement is supported by an EV subsidy almost

7 Hikina te Kohupara — Kia mauri ora ai te iwi: Transport Emissions: Pathways to Net Zero by 2050
(httos://www.transport.govt.nz//assets/Uploads/Discussion/Transport-
EmissionsHikinateKohuparaDiscussionDoc.pdf) p 57

8 Presentation to the E-World Conference by Christina Bu, Secretary-General of the Norwegian EV Users
Association on 6 May 2021,
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four times greater than that available to the public®. Public transport operators should reduce
their footprint, as much individual Kiwis.

9. Do you support the possible actions to reduce domestic aviation emissions? Do you think
there are other actions we should consider?

MTA supports the Government’s climate change goals, as such we support the actions to
reduce domestic aviation emissions.

10. The freight supply chain is important to our domestic and international trade. Do you have
any views on the feasibility of the possible actions in Aotearoa and which should be
prioritised?

MTA supports optimising freight routes, equipment, and vehicles to reduce emissions.

With a heavy reliance on road transport to move freight around the country, more cross
collaboration between freight service users and suppliers is needed. There has heen some
good work done by the Sustainable Business Council working with the freight sector to
develop best practices to achieve sustainable and efficient freight movement with the
development of the Sustainable procurement guidelines for freight!®. Availability of EV truck
technology to replace vehicles at the upper end of the weight classes is still developing but
suitable, smaller-sized EV trucks are available and would suit the ‘last mile’ delivery of goods
so there should be more incentives for freight service providers to adopt this technology.

There are several inland ports being built to provide centralised hubs for freight that utilises
efficient transport options to deliver freight to these centres but there needs to be more work
done on introducing more fuel efficient transport options to improve the efficiency of last
mile urban delivery.

One of the biggest challenges will be addressing the market-led consumer demand for
products which has driven suppliers and users of the freight system to an unsustainable
model where goods are supplied just in time at the lowest price. While the justin time delivery
process is critical for some food products, there are huge opportunities to improve
efficiencies where non-perishables are concerned. These practices restrict opportunities for
industry players to collaborate to offer more efficient and sustainable goods delivery models
where businesses compete on the shelf rather than on the road.

Aligning an industry led approach to reducing emissions in the freight sector similar to what
is coordinated through the Smart Freight Centre!! (SFC) and their work with the Global
Logistics Emissions Council (GLEC) should be explored.

2$30,000 per EV plus up to $5,000 for installing charging equipment. Per
https://www.mbie.govt.nz/dmsdocument/15041-carbon-neutral-government-programme-report-back-and-
further-implementation-decisions-proactiverelease-pdf, at page 34, accessed 25 June 2021.

10 https://www.shc.org.nz/__data/assets/pdf_file/0011/119783/Sustainable-procurement-guidelines-for-
freight.pdf

1 https://www.smartfreightcentre.org/en/




11. Decarbonising our freight modes and fuels will be essential for our net zero future. Are
there any actions you consider we have not included in the key actions for freight modes
and fuels?

Heavy trucks (10 - 50 tonnes) contribute the most emissions of all heavy vehicles, this should
be taken into consideration in the Ministry’s modelling.

New Zealand is well placed to adopt EV buses across all urban bus fleets and this should be
given some priority now as EV technology in this area of transport is already available and
proven. When public transport contracts are negotiated, the need to deliver EV buses should

be mandatory. EV technology in other heavy vehicle applications where travel distances and
* schedules are regular and where a stop-start mode of operation is applied should also be
encouraged.

In commercial transport operations, where EV technology already exists and is proven,
converting from ICE to EV makes good business sense but businesses will need support to
cover any additional capital investment required when comparing business cases supporting
traditional asset purchases.

MTA supports and sees a role for biofuels and hydrogen fuels for future heavy vehicle fleets.
However, the technology for green hydrogen is currently costly and is not widely available.
The future of any green hydrogen production may in fact rest with other industrial
developments and climate change actions, for example in agriculture, dairy, and energy — this
relates back to the Ministry’s Principle 4.

MTA supports the move to battery electric heavy trucks. The building of heavy vehicle
charging infrastructure would support longer term development of charging infrastructure
for light vehicles. More financial support is needed to assist existing refuelling stations install
EV charging to take advantage of existing infrastructure and services able to be accessed by
EV drivers while they wait for batteries to be charged?2.

To ensure a just transition from ICE vehicles to EVs or other low emission fuelled vehicles, it
would be good practice to look at fleet optimisation and efficiency improvements first, embed
these improvements and realise any financial benefits and then make a switch to low
emission fuel options. This sort of transition would deliver immediate emission reductions as
well as ensure business were able to improve bottom line performance that incentivises
future plans for any capital investment to integrate low emission fuelled vehicles into their
business.

MTA is aware of the Safe and Fuel Efficient Driving (SAFED NZ'3) scheme that teaches heavy
vehicle drivers how to drive safely and more fuel efficiently. Providing financial support or
other regulatory incentives for more drivers to go through this training will return immediate
fuel efficiency (emission reductions) benefits in the order of 10 to 20 percent as well as
improve road safety outcomes.

12 We understand this viewpoint is also raised in the submission from the Business Energy Council of NZ.
13 https://safednz.govt.nz/
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12. A Just Transition for all of Aotearoa will be important as we transition to net zero. Are
there other impacts that we have not identified?

We are concerned that through the proposed changes, vulnerable people will likely be
disadvantaged further.

The Clean Car Discount at it stands now has effectively left out the lower socioeconomic
portion of the population. It also risks exacerbating the divide between urban and rural as low
emission alternatives for rural activities will be slow in coming to New Zealand.

The current Feebate scheme provides incentives to those who can already afford tuxury
carst4. Low income households will likely not be able to afford clean cars for several years and
used EVs do not match the range of an ICE vehicle. As EV batteries deteriorate, a new battery
can be more expensive than the car it will be fitted into.

Again, we note that the Ministry states, “[t]ransport pricing can be a strong signal to change
people’s behaviour but it can have material impacts on household budgets and access to
essential goods and services.”*

The biggest influence on achieving the low carbon goals will be consumer behaviour. We must
ensure those unable to afford EVs or lower emitting vehicles are not stigmatised and targeted
by those who can. We must also provide them with options to enable them to contribute to
carbon reduction in their own way (eg a lower emission vehicle than their current car, or

education and support to have their vehicle serviced to mitigate any emissions deterioration

from age and wear and tear).

13. Given the four potential pathways identified in Hikina te Kohupara, each of which require
many levers and policies to be achieved, which pathway to you think Aotearoa should
follow to reduce transport emissions?

A combination of Pathways 1 and 2 is required to reduce transport emissions. Public transport
improvements must be made so that New Zealand’s travelling community has options.

EVs are only part of the solution; in MTA’s view, we need to leverage improving ICE drivetrains
technology for as long as possible. The Government should encourage emissions reductions
through a mix of fuels and drivetrains (hybrid, plug-in hybrid electric vehicle (PHEV)), biofuel
blends in the main fuel supply, hydrogen in heavy transport, etc).

Our research suggests a 90% mix of zero emission vehicle imports entering the fleet, with the
many tailwinds supporting transition, might possibly be achieved between 2040 and 2050
without an unnecessarily limiting ICE ban. Any discussion of an ICE Ban whilst charging
infrastructure is in its infancy and without a roadmap to mitigate homes without charging
facilities is wishful and dangerous.

The CCC’s final advice is still very ambitious; in MTA’s view, Pathway 4 is not achievable.

14 prior to the introduction of the Clean Car Discount on 1 July 2021, MTA figured the lowest price for a new EV
was around $48,000 and the average (of sub-$100,000 EVs) was around $68,000. Even with the Clean Car
Discount, a $40,000 new vehicle is beyond the reach of most Kiwi households.
15 Hikina te Kohupara — Kia mauri ora ai te iwi: Transport Emissions: Pathways to Net Zero by 2050, p 57
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Theme 3 is focussed on the heavy transport sector where a lot of initiatives undertaken to
reduce emissions make good business sense by returning immediate financial savings along
with emission reductions. Through the transition period there needs to be a strong focus on
encouraging the sector to implement fleet optimisation and efficiency initiatives but the
culture of lowest cost freight and just in time delivery needs to be addressed too.

14. Do you have any views on the policies that we propose should be considered for the first
emissions budget?

We ask the Ministry to consider industry expertise and undertake meaningful consultation
with the sector; the Clean Car Standard and Clean Car Feebate policy development has
highlighted that policy on the run is policy underdone.

The Ministry of Transport will need to coordinate and engage with the following Ministries,
departments, and agencies:

e Ministry of Education (and associated agencies such as TEC, Te Pukenga, and NZQA)
regarding skills training to accommodate increased use of technologies (such as
biofuels and hydrogen, as well as EVs*9);

e Department of Immigration with respect to allowing people with the knowledge and
experience needed to train the skills above?’;

e Ministry of Social Development and ACC, regarding financial support to people who
need to inspect, maintain, and repair/replace older vehicles to ensure environmental
and safety objectives are met; and

e Ministry for the Environment with respect to establishing and coordinating product
stewardship schemes.

MTA appreciates the opportunity to submit on Hikina te Kohupara - Transport Emissions:
Pathways to Net Zero by 2050.

16 A Level 5 qualification for EV diagnosis, service, and repair has been developed. However, we will need to
transition more EV training into the main automotive technician qualification as EVs become more ubiquitous.
17 Research by MTA has shown that the best ratio of skilled worker to apprentice is 2:1 - as the workforce
ages, we will need to bring in qualified automotive technicians (and other transport skills) to ensure we can
train the next generation of New Zealanders in this sector.
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THNER

National Energy Research Institute

24 June 2021

Ministry of Transport

Submission on:
Hikina te Kohupara

Summary

The ‘Avoid, Shift, Improve’ framework, and scenario-based Themes derived from
it, are inappropriate for the task of developing “a 10-15 year time horizon action
plan for how Aotearoa will .... reduce its transport emissions”.

Instead, the Ministry should re-focus on the “Government Policy Statement on Land
Transport 2021/22-2030/31" and “Strategic priority 4: Transforming to a low
carbon transport system that supports emissions reductions aligned with national
commitments, while improving safety and inclusive access”, and use mainstream
techniques for managing under uncertainty to develop the required action plan.
This should:

o ldentify what is well understood and develop evidence-based policies to address
these.

o Where there is uncertainty undertake research to better understand the uncertainty
and reduce it (e.g. enhance the adaptability of the system, increase options).

o Any policy interventions need to be material in impact; facilitate adaption under
uncertainty (e.g. fuel neutrality); and welfare enhancing compared with business-
as-usual, taking account of the ongoing impact of the ETS.

o The underpinning Principles should be amended to explicitly reflect these desired
characteristics.

The above implies the development of a clean transport, applied, directed
research programme for New Zealand.
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Introduction

This submission addresses the key issues that NERI' considers arise for energy
research from the Hikina te Kohupara (HtK). Around 50% of our energy use is driven
by transport, effectively 100% fossil fuels and imported. Transport demand and the
fuels used shape the future of our energy sector.

We have some general issues that we also raised in respect of the Climate Change
Commission’s (CCC) draft report and now responded to in its final report. These are
usefully discussed in relationship to the Principles (Consultation question 1).

Comments on the balance of the Consultation questions follow from that.

General issues and Consultation question 1
Uncertainty and how to manage with it.

Management under risk and uncertainty with its emphasis on the value of setting up
adaptive dynamics and increasing options in transport planning is well understood?.

HtK addresses this issue better than the draft CCC report did®, e.g. Principle 3 raises
“the need fo be strategic about which options [emphasis added] we pursue to reduce
emissions ...", and, in the case when consequences are understood draws the
appropriate inference, “prioritising initiatives that will have the largest impact on
avoiding ..”. It further reinforces the importance of options, Principle 4 “This helps fo
manage risk by avoiding relying too heavily on one solution to meet our targets ...”,
and adaption Principle 6 “We will need to keep adapting to reduce emissions along

our future path”.

But it is silent on using options analysis systematically and actively investing in
improving adaptive dynamics in our transport system when the future is uncertain.

Central to this is identifying the “known unknowns” and investing in understanding
them better with a view to reducing them, exploiting them, and “designing-in” our ability
to adapt to them.

' The National Energy Research Institute (NERI) is a Charitable Trust incorporated in New Zealand.
its primary purpose is to enhance New Zealand's sustainability and to benefit the New Zealand
community by stimulating, promoting, co-ordinating and supporting high-quality energy research and
education within New Zealand. lIts research members are Auckland University of Technology, GNS
Science, Scion, University of Canterbury and the University of Otago, and its industry association
members are the Bioenergy Association, BusinessNZ Energy Council, the Carbon and Energy
Professionals New Zealand, the New Zealand Wind Energy Association, the Road Transport Forum
and Tourism Industry Aotearoa.

2 Ministry of Transport (2016) Adaptive Investment Management Using a real options approach in
fransport planning Wellington, Retrieved from
https://www.transport.govt.nz/assets/Uploads/Paper/MOT-Real-Options.pdf

3 The evidence base for the final CCC Report is primarily found in its draft report hence we will still
refer to the latter.



Acting prematurely in the face of uncertainty can be costly. Simply delaying an action
until things clarify can be the most welfare enhancing option. In many cases applied
directed research into the uncertainties and options will cost-effectively identify both
where action should be held off, or, where there are opportunities, to accelerate the
beneficial changes.

Thus, applied directed research plays a much more central role for the Government
than implied by Principle 7's “accelerating the uptake and diffusion of new transport
technologies and services”.

Applied directed research is an integral part of an adaptive approach to uncertainty.
This is point is now reflected in the final CCC report, and HtK needs to be similarly
amended.

ETS

In this submission we assume the Government has established a budget for emissions
reductions, and there is a reasonably efficient ETS in place covering Transport. Thus,
there is a neutral economically efficient and adaptive process in place driving towards
the Government’s emissions targets.

In this context further action by the Government must be justified by it lowering the
incremental costs (economic, social, cultural, environmental*) over the process driven
by the ETS. Examples might be to remediate adverse social impacts from higher
transport costs prices.

The draft CCC report was very weak in this regard when it came to Transport. It has
now strengthened this in its final report.

The context and implications of the ETS are of sufficient significance that it should
explicitly feature in Principle 6 reflecting the CCC’s amendments.

Materiality

One implication of the ETS process, coupled with the general uncertainty of the
outcomes from policy actions, is that targeting small reductions in the costs of
emissions over and above the what the ETS should deliver is unlikely to produce gains
outside the margin of error.

Thus, as Principles 1 and 3 note, effort addressing areas of relatively high emissions
will have much higher expected returns than, say, areas producing <10% of the current
Transport emissions unless there are other considerations®. Effort is better focused
on the former.

4 In what follows when we use the terms “costs” and “benefits” they should be read as being
measured on an appropriate balance of all these dimensions.

5 E.g., in electricity generation where there is the need for significant growth driven by Transport
demand will make its potential use of fossil fuel material.



However, there is a risk that small emissions benefits are rationalised by potential co-
benefits e.g. Principle 5 “... opportunities to reduce air and noise pollution, improve
physical health and mental wellbeing, and make our towns and cities more liveable.”
These need to be justified in terms of their co-benefits, rather than just rely on their
association with low emissions®. The relationship between land use and emissions is
an example — if low emissions fuels are adopted the emissions’ impact of land use
changes/urban form are likely to become marginal’. These observations are
confirmed by HtK’'s modelling that shows “Land use and Public Transportf’ only
contributing 0.1-0.6% reduction in 2050 emission.

This general problem of assessing benefits on multiple dimensions (economic, social,
cultural, environmental) and with multiple impacts outside transport is an important
role for applied directed research in support of policy analysis.

The limitations of scenario modelling

HtK deterministically model four scenarios for future transport emissions, that it terms
“pathways”. It places many caveats on their use but in the end Principle 6 says: “We
need to forge a path fo zero transport emissions by 2050, ...” even if recognising “...
that there is nof one way fo get there.”

Ultimately Consultation question 13 forces a choice “... which pathway do you think
Aotearoa should follow to reduce transport emissions?”

This can be justified for the limited task of setting budgets, testing achievability, and
building a consensus around goals. However, using modelling based on scenario
projections based on “weight given fo ‘avoid’, ‘shift’ and ‘improve’ initiatives” (p. 106)
to help make decisions about today’s optimum response is quite inappropriate.

These policy packages have been arbitrarily constructed “based on the ‘Avoid, Shift,
Improve’ framework”, drawing from a limited set of policies. Approaches that have
been ruled out of scope or not considered may well be precisely the ones we wish to
explore when thinking about how we could do better.

Further, endorsing any such scenario is a trap when thinking about interventions. A
deterministic scenario can quickly be used to justify prescriptive interventions in the
name of achieving an arbitrary pathway, when a proper assessment, considering the
full range of assumptions and the cumulative uncertainties, could reach quite a
different conclusion.

6 The OECD report “Decarbonising urban mobility with land use and transport policies: the case of
Auckland, New Zealand’ referenced in HtK suggests that Widespread Densification by relaxing
regulations is likely to be welfare enhancing without any contribution from environmental impacts (i.e.
CO2-e reductions) and those will be marginal (6.1.1.) in light of the CCC’s recommended aggressive
EV policies.

7 See two recent reports by the Productivity Commission have addressed this in the NZ context,
Better urban planning (2017) and Low emissions economy (2018), coming to an alternative view to
the draft CCC Report Section 4b.2. Relevant too is Finding 16.3 in the draft CCC report i.e. the
diminishing returns from urban form when the vehicle fleet is becoming low emissions, and the high
cost and low progress of this particular intervention.



The draft CCC report fell into this trap several times, and this extended to it
recommending prescriptive interventions simply based on its desire to have the future
fit with its crudely projected preferred pathway.

Consultation question 2

Do you support the principles in Hikina te Kohupara? Are there any other considerations that
should be reflected in the principles?

Recommendations:
That the Principles be amended as follows:

Principle 3. We need to take a strategic approach to reducing transport emissions

We will be managing under significant uncertainty and Ssome interventions may take
a long time to play out, and-requiringe ongoing dedicated action over decades. We
need to take a strategic approach that increases our adaptability, increasing and
capitalisescapitalizing on our short-term opportunities, and-puttings in motion changes
that deliver a large impact in the medium and long term_at lowest cost. We also need
to be strategic about which options we develop and_pursue to reduce emissions -
prioritising initiatives that will have the largest impact on avoiding and reducing
emissions, while delivering value for society (including co-benefits).

Principle 4. Co-ordinated action is required across the transport system to avoid and
reduce emissions

We need to develop and pursue multiple, co-ordinated actions to reduce and avoid
emissions — both within the transport sector, and in other sectors (such as lard-use
planningenergy) that have a strong influence on transport emissions. This helps to
manage risk by increasing our options_in_responding to an_uncertain future and
avoiding relying too heavily on one solution to meet our targets (for example, a solution
that requires technological improvements or significant behaviour change). While
Government will play a leading role in making the shift, it needs to work closely with
iwi, communities, businesses, and councils to reduce transport emissions.

Principle 5. To ensure a Just Transition we need to manage the impacts and maximise
the opportunities brought about by changes to the transport system

Everyone in Aotearoa will experience changes from the fransition to a zero emissions
transport system. However, some people may be more impacted — for example, people
who already experience social/leconomic disadvantages could be disproportionately
affected if transport costs increase. At the same time, policies to reduce emissions can
deliver multiple benefits. For example, there are many opportunities to reduce air and
noise pollution, improve physical health and mental wellbeing, and make our towns
and cities more liveable,_although actions still need to be justified on the balance of
total costs and benefits.

The Government also needs to carefully consider both the costs and benefits of
policies and changes on different communities, iwi/Maori and regions to ensure a Just
Transition and deliver maximum value for New Zealanders.



Principle 6. We need to forge-a-path-temaintain our target of zero transport emissions
by 2050, while recognising that-there-is-not-cne-the best way to get there will evolve

through the journey

Fhrere-are-many\We cannot today predict the pathways that Aotearoa ceuld-will take to
achieve a zero carbon transport system by 2050, within the overall context of the ETS.
But sSubstantial and sustained actions will be required to decarbonise our transport
system. Actions taken within the next five years will significantly shape this future
pathway, and determine how close we get to, or stray from a zero carbon target. We
base our advice on evidence as much as possible. However, we also need to
recognise that we will never have all the evidence we need about the future, and that
future modelling is often based on experience. We will need to keep adapting to reduce
emissions along our future path_and an important priority for our investment today will
be to increase the evidence base and our options and adaptability to these
uncertainties into the future-

Principle 7. R&D, linnovation and technologies will play-an-importantrelewill be integral
in reducing emissions, but people are the key to our future

R&D and innovation will be essential to address uncertainty, quantify costs and
benefits, understand stresses, and offer solutions that facilitate change. The areas of
uncertainty, stresses and the need for investment in _options _and public_policy
responses in New Zealand are predictable and will reqularly warrant public investment
In addition Mmany existing technologies and techniques are already available to avoid
and reduce emissions. Innovative approaches and business models, as well as new
technologies, will keep changing the way that people and products travel. While the
Government does not usually ‘pick winners’, it can play a powerful role in accelerating
the uptake and diffusion of new transport technologies and services. However,
ultimately, responses to policy settings, technological change and uptake depends on
people — so we need to put people at the centre of our policy development.

Consultation question 2

Is the government’s role in reducing transport emissions clear? Are there other levers the
government could use to reduce transport emissions

The key lever that is missing is the Government’s role as the major funder of RS&l in
New Zealand, particularly in this case applied directed R&D to facilitate change.

We have summarised the high-level arguments for this in our comments so far, and
further context for enhancing this role across the energy sector is set out in our Post
Election Briefing 2020 (Recommendation1)8.

The CCC has picked this up in its final report’'s recommendations on Innovation.

Consultation question 3

What more should Government do to encourage and support fransport innovation that
supports emissions reductions?

8 Available off https://www.neri.org.nz/submissions-and-papers-by-neri



The key issue is to broaden the scope of innovation away from the current narrow
focus on technologies. As discussed above and summarised in the recommended
changes to Principle 7, R&D and innovation also covers addressing uncertainty,
quantifying costs and benefits, understanding stresses, and offering solutions that
facilitate change. Perhaps the most important aspect is investment in building an
adaptive sector, i.e. one that facilitates innovation.

Refer again to the final CCC report on this issue.

General comment on Consultation questions 4 - 12

Underpinning these questions is the Avoid-Shift-Improve (“A-S-I") Framework®. This
is designed with a goal of sustainable urban transport in mind. lts use is questionable
for HtK’s particular purpose: lower GHG emissions are just one of the externalities it
seeks to address; its focus is European urban; some of its implicit assumptions (e.g.
mobility is to be avoided) are unlikely to be seen as welfare enhancing for New
Zealand, etc. The strong focus on urban form, mode shifting, and mobility reduction
become suboptimal when imported into HtK.

This leads HtK to an analytic approach (the “Themes”) that are focused on means,
rather than the output required — GHGs reductions and the best policy package to
address that at a particular pint in time.

In practice this issue is much better dealt within the “Government Policy Statement on
Land Transport 2021/22-2030/31"10 where “Strategic priority 4: Transforming to a low
carbon transport system that supports emissions reductions aligned with national
commitments, while improving safety and inclusive access”.

This outcome is precisely aligned with that of HfK. The primary proposed indicator is
“Tonnes of greenhouse gases emitted per year from land transport’. Co-benefits are
considered but do not dominate.

HfK should therefore be placed in the context of being the MoT’s strategy to address
Strategic priority 4 in the Government Policy Statement.

A simpler and more obvious analytic approach would then be appropriate. Direct GHG
emissions are caused by vehicles that use fossil fuels (t CO2-e/km) times the amount
of travel they do (v-kms p.a.). The primary target is reducing the number of vehicles
that use fossil fuels, focusing on those that do the most travel, and are lowest cost to
address. A breakdown by vehicle type, function and type of trips will aid analysis.

The Themes than could become things like “reduce the GHGs from low duty cycle
road transport”.

Note that on this analysis once a vehicle ceases to emit GHGs (or it becomes
negligible) it no longer is of interest. This targeting simplifies any strategy. In practice

9 “Sustainable Urban Transport: Avoid-Shift-Improve’ Referenced in HtK.
10 Accessed from https://www.transport.govt.nz/assets/Uploads/Paper/GPS2021.pdf



much of the balance of HfK does adopt a two-pronged approach of cleaning up fossil
fuel vehicles and reducing the trips travelled for the remainder. However, this done
without the benefit of considering materiality, net welfare impacts, and uncertainties.

To address this we would expect a mainstream marginal abatement cost analysis'
where costs are assessed in the broad sense indicated at the beginning of this
submission. This should cover evolution over time and estimates of the uncertainties.

Doing this, particularly focusing on options hat help reduce abatement costs and areas
of greatest significance, will change the policy mix and priorities for intervention from
that contained in HfK.

Recommendations:

That:

HfK be positioned as the MoT’s strategy to address Strategic priority 4 in the

“Government Policy Statement on Land Transport 2021/22-2030/31", and

e The A-S-I Framework not be used, as being inappropriate to this purpose, and
instead,

e Use more mainstream analysis to first identify the options within each subsector
to address GHGs'?, and then use marginal abatement cost analysis to identify
materiality, cost and welfare effects, and level of uncertainty, and

e Based on that develop priorities for policy intervention and priorities for further

analysis to best address uncertainties.

An alternative view of priorities

Until this analysis has been undertaken it is difficult to comment on the detail of the
Consultative questions 4-12, except at a high level, but we can indicate where we
expect priorities for action to lie. Almost as important as the priorities will be the areas
that are low priority, particularly remembering that the ETS will be impacting
regardless.

As noted earlier we should expect two types of priorities both addressing areas of
significant potential impact over and above the ETS: (a) where the issues are clear cut
and options are well understood; and (b) where there is sufficient uncertainty that we
need better information or take steps to increase the options we face.

" E.g. a dated but relevant detailed European example can be found in Roland Berger (2016)
“Integrated Fuels and Vehicles Roadmap to 2030 and beyond”. Accessed from
https://www.rolandberger.com/publications/publication pdf/roland berger integrated fuels and vehi
cles roadmap to 2030 v2 20160428.pdf and a more recent but less detailed contribution from New
Zealand: Ministry for the Environment (2020). “Marginal abatement cost

curves analysis for New Zealand: Potential greenhouse gas mitigation options and their costs.”
Wellington: Ministry for the Environment. Accessed from
https://fenvironment.govt.nz/assets/Publications/Files/marginal-abatement-cost-curves-analysis_0.pdf
12 An initial attempt for high duty cycle transport is contained in NERI (2019) “Working paper: NZ
Clean High Duty Cycle Transport: Research Challenges” Accessed from
https://www.neri.org.nz/submissions-and-papers-by-neri




EV uptake - clear cut example

As of today, the evidence strongly points to electrification of the low duty cycle fleet as
being welfare enhancing in the New Zealand context and this is starting to occur under
current ETS/policy settings. The supply of renewable electricity does not appear to
be a constraint, although network infrastructure including charging could emerge as
an issue.

However, there are currently clear barriers to EV uptake coming from the available
supply of new vehicles; their higher upfront price compared with ICEs; and the
significant lack of new-to-New Zealand second-hand vehicles to compete against
ICEs.

The Government has recently announced a policy package to address EV uptake and
some further elements of a policy package to address this are included in HtK. The
weakness of these initiatives is that they are not systematically evaluated as a
package that can materially outperform the ETS.

Consequently, the HtK proposes policies of marginal value such as urban form; the
Government’s policy package risk unintended consequences (EV price inflation, “the
Utes” issue); and directly relevant potentially valuable policies do not appear to be
considered.

For example, two potentially low-cost more neutral ways to address the barriers to
uptake could be to facilitate:

¢ the annualization of some of the higher upfront cost of EVs;
e reducing barriers to Transport as a Service. This can significantly improve the
use of scarce EV capital stock in the short-term at a time when it is in short

supply.

Building on the second point, the impact of ICT on the transport sector is
underrepresented in HtK (e.g. potential of AR/VR — a New Zealand strength in other
domains).

A more systematic evaluation of the policy options is indicated even if the evidence for
EVs in this market is strong.

Fuels for high duty cycle transport — example of uncertainty and options

The longer-term least-cost fuel/engine options for high duty-cycle road transport are
uncertain. In terms of opportunity for GHG reduction this is a major target, but one
where the best approach as of today is unclear.

There are three broad contenders FCEVs, BEVs, and bio-based fuels primarily
running in existing or modified ICEs. The performance of BEVs define the boundary



with lower duty cycle vehicles and their reach. This will be steadily increasing with
better batteries and charging.

Otherwise, none of these engine/fuel combinations are competitive with fossil fuels as
of today, except at the margin (e.g., biofuel blends). Instead, we have multiple options
and issues that we need to better understand.

Rather than making significant risky investments right now in any of these, HtK should
be developing an investment programme into better understanding key options and
issue focusing on a comparative standpoint, how they might develop in the New
Zealand context, and looking for low cost options to reduce risk and facilitate early
entry markets.

Consultation question 13

Given the four potential pathways identified in Hikina te Kohupara, each of which require many
levers and policies fo be achieved, which pathway to you think Aotearoa should follow fo
reduce transport emissions?

As should be clear from this submission, the way HtK uses pathways is not particularly
relevant to the intent of HtK or Strategic priority 4 in the Government Policy Statement
on Land Transport, and it is potentially negative in its impact because it assumes
knowledge of the future that is highly uncertain.

Recommendation:

That following on from the earlier recommendations, the pathways approach be put
aside and a more mainstream approach of using options analysis and marginal
abatement costs as the basis for developing future policies and investments, building
on the ETS.

Consultation question 14

Do you have any views on the policies that we propose should be considered for the first
emissions budget?

The policies at present are an unsystematic collection of possible initiatives. A high-
level assessment of their value would be to apply two tests derived from Principle 3
as amended:

e calculate the percentage contribution to emissions reduction in 2050 over and
above the base case of justthe ETS, and if less than around 10% (a reasonable
estimate of materiality given the uncertainties) put the policy aside;

¢ calculate the marginal value of the policy by multiplying reductions in 2050 by
a notional CO2-e price in that year. Among other things this will give ceiling on
the amount p.a. it is worth spending on this policy to make these gains.

Based on this assessment a programme of work could be developed, including the
research required to address the uncertainties.
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Conclusion

Thank you for the opportunity to submit on this issue. While we have advocated for
an alternative approach it raises important issues the New Zealand’s applied research
community would be keen to help address.

If you want any further information, please do not hesitate to contact us.

Simon Arnold
Chief Executive
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The University of Canterbury’s transdisciplinary research cluster for Community and Urban
Resilience (CURe) generally supports the vision articulated in Hikina te Kohupara. In fact, we
strongly agree with the strategy focused on wellbeing and liveability that is outlined in the
Transport Outcomes Framework. The proposed discussion document (Hikina) however does
not align strongly enough with the Framework’s guidance toward developing effective policy and
intervention for the transport system. While the focus on emissions is critical, a whole-of-system
approach is essential to produce a transport system that is truly sustainable in the long-term.
Hikina also proposes a whole-of-system approach, but its current framing is not sufficient to
realise this aim.

To that end, we argue for the inclusion of the following three points:

1. A foundational principle that commits to creating a long-term sustainable transport
system that is people-centred

2. Elaborating on the Just Transition and keeping equity at the forefront of decision-making

3. Taking a long-term, generational planning view that broadly considers climate adaptation
rather than a singular focus on emissions reduction.

Incluslve ancess

Enabling all people to participate In
society through access to social and
economic opportunities, such as work,
education, and healthcare

Protecting peopla from
transport-related injuries and harmful
pollution, and making active travel

an attractive option.

Atransport
system that
Improves
wellbeing and
liveability

Ecanomie prosparity

Supporting econemic activity

via local, regional, and international
connections, with efficlent
movemerits of people and products.

Environmental sustainability

Transitioning to nel zero carbion
emissions; and malntaining or
impraving biodiversity, water quality,
and alr quality.

Minimising and managing the risks from

natural and human-made hazards, anticipating
and adapting to emerging threats, and recovering
affectively from disruptive events,

1. A Transport System That Caters to People
Addressing the Hikina te Kohupara principles

Atransport system that is people-centred is one that ensures efficient, safe and affordable
mobility across Aotearoa. We suggest this should be the primary guiding principle in the
Ministry’s Emissions Reduction Plan. Shifting to EVs and decarbonising our vehicle fleet will
help reduce emissions, but these changes are not addressing the broader structural issues that
create dependency on private vehicles to meet our day-to-day travel needs.
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Looking broadly toward generational planning that considers long-term sustainability and
community resilience requires a shift in focus toward the people the transport system serves,
and journeys with integrated modal options that provide viable alternatives to private vehicle
use. People-centred transport focuses on user experiences and needs, so in addition to adding
a people-centred guiding principle, we suggest that principles (3) the approach needs to be
strategic and (4) coordinated require deliberate and close partnership with related sectors.
Emphasising the opportunities we have to transform transport by taking advantage of joint policy
development between housing, urban development and freight is crucial to developing systems
that support longer term resilience and growth. Integrating across modal options rather than
thinking of them as separate systems facilitates modal shift, and easily switching between
modes in our day to day journeys, by reducing burdens often associated with alternative modes
(Mitchelt et al., 2018).

A shift toward people-centred transport will enable developing a system that truly supports and
improves wellbeing and liveability in a number of ways that largely align with the avoid and shift
avenues outlined in Hikina te Kohupara while also contributing to New Zealand’s
decarbonisation goals.

Moving away from private vehicle use with a people-centric transport system promotes healthy
and safe people by encouraging active transport not only with supportive infrastructure, but with
accessible neighbourhoods that support community cohesion and wellbeing to improve
resilience. Less reliance on private vehicle travel will also reduce social and economic costs that
result from driving (e.g., negative health impacts of pollution, noise and reduced physical
activity; death and serious injury crashes). When alternatives to driving are attractive,
reasonable choices with fewer burdens, we build redundancy into our system that further
supports resilience when responding and recovering from disruptions. Accessible
neighbourhoods that reduce the need for people to travel, with supportive infrastructure and
urban development for modal alternatives enable inclusive access. Shifting freight structures
and processes to focus on community impacts enables developing accessible neighbourhoods
that make shifting to modal alternatives feasible.

In addition to the ways people travel, changes in freight structure and processes have major
implications for communities and people that should be considered. The existing focus in the
proposal is limited to freight efficiency (better fuel economy/reduced emissions due to
fuel/engine improvements or reduced movement) and, while this is important, it misses potential
co-benefits, particularly within urban environments. Road freight in particular has an obvious
impact on community wellbeing outcomes. Shifting from fossil-fuel engines to electric engines
reduces the carbon footprint of last-mile deliveries, for example, but does not necessarily
enhance the lived experiences of community residents and businesses who must still deal with
issues such as traffic congestion, dangerous roads, and untimely deliveries interrupting
business activities. A concomitant assessment of the nature of those last-mile deliveries and
their impact on community wellbeing is essential. To this end, research is needed to explore
alternative modes of urban deliveries that support consolidation centres, drop-off/pick-up
consolidations points, use of micro-freight options, consumer pick-up point networks (PPN).
Recent research by Rose, et al. (2020; 20186) explores the complex relationships between urban
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freight transport providers (carriers), shippers, retailers, and the urban environment itself. While
not focused specifically on environmental outcomes (such as carbon emissions), the research
suggests that transport decisions made by policy-makers and business managers alike must
employ a systems approach. We advocate that such an approach should also incorporate
community members that are impacted by transport activities, such as urban residents and
those who visit urban spaces.

Additional research on the sharing economy suggests that alternative approaches to last-mile
urban delivery are quickly evolving. As consumer demand for at-home deliveries increases,
improved distribution strategies are being developed by business providers (e.g., see Castillo et
al, 2018) that enhance service delivery from a consumer service perspective, as well as from a
business efficiency perspective. Yet, simply shifting from traditional carriers delivering goods to
consumer homes to crowdsourced delivery options may not solve either the carbon emissions
problems or other community-related issues such as road congestion. Thus, exploration of
alternative transport models within urban environments need to consider environmental impact
as well as the social impact on the community. These considerations go well beyond a narrow
focus on “transport efficiency” that is currently being advocated by MoT.

Further to this, we note that principle (7) ‘Innovation and technologies will play an important role
in reducing emissions, but people are the key to our future’ should be more direct in supporting
transport innovation that lies outside of purely technological advancement and adoption. There
are a number of simpler, existing-but-not-implemented solutions to reduce barriers in public
transport or active mode uptake that are not being fully utilised in the current transport system
(e.g., signalised crossing timings that favour pedestrian movement, pedestrian right of way, bus
priority lanes, reduced speed limits). Government plays a key role in enabling and encouraging
research that spurs innovation -- beyond technological research and development, this includes
research on lower cost, rapidly and easily implemented solutions that reduce barriers to change,
monitoring their impacts once in place as well as using Government levers to enable trials for
these innovative approaches. This will require developing an appropriate method to monitor the
effectiveness of any changes and the collected data should be open to enable and encourage
critical assessment by researchers, in the spirit of transparency and continued improvement.

2. A Just Transition

In response to question 12: A Just Transition for all of Aotearoa will be important as we
transition to net zero. Are there other impacts that we have not identified?

In alighment with our suggestion that placing people at the centre of our transport system is vital
to achieving goals outlined in the transport outcomes framework, ensuring long term
sustainability, and community resilience, we emphasise the role of equity considerations in this
shift. Existing inequity is an essential context to the current state of the transport system and
how we arrived here; achieving equity in transport should be a primary focus when determining
how the “Avoid, Shift, Improve” framework applies to Aotearoa and which actions Government
should take.
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As noted, major inequities exist within our transport system, but we have opportunities to enable
transport justice alongside emissions reductions -- there should be a greater focus on
opportunities over mitigation. The concern over potential for increased transport disadvantage
and poverty is a function of a transport system that does not meet our needs. The current
situation is one in which car-dependent systems have guided development while alternatives to
driving have been unjustly underdeveloped and under-delivered; transport equity depends on
enabling alternatives rather than perpetuating private vehicle use, low emission or not. A
people-centered Just Transition places primary emphasis on improved public and active
transport options alongside integrated urban development and commercial strategies that
improve accessibility and distributional justice overall.

Further to this, more engagement with and consideration for groups that have borne a greater
burden in negative transport impacts should also be emphasised. Improving transport equity will
heavily depend on involving them in the process; disabled people, people living in lower income
or deprived areas, aging adults, women and other groups who experience transport
disadvantage must be engaged to develop effective solutions. Research on day-to-day travel
behaviours and patterns is essential to understand how people use the existing transport
system, how they could use the system if different options were available/accessible to them,
and how system changes might affect these patterns -- especially for those who have been
disenfranchised in prior approaches and strategies for transport development.

Consultation, engagement and partnership is vital fo begin addressing inequity that has been
produced by the current transport system, particularly for Maori. Hei Arataki, the Ministry’s Maori
strategy, has been developed to improve transport outcomes for Maori and it should feature
prominently in the ways that the Ministry intends to deliver a Just transport system. Enabling
Kaupapa Maori research to identify needs, barriers and aspirations in the Te Ao Maori and
transport context is a major pathway to understanding and improving these issues. Guidance on
ways that the Ministry of Transport can support transport solutions and set targets for achieving
equity, and just compensation and protection for matauranga Maori, will help develop a transport
system that works for Maori and is improved overall.

3. Focus on Climate Adaptation

Climate change will bring major impacts to our transportation system. A 2019 LGNZ report
identified that 2,100km of road (with a replacement cost of $1billion) would be exposed with
1.5m SLR. However, before then there will be significant impacts from groundwater rise
(hastening the deterioration of the pavement), and regular flooding that could isolate
communities.

A people-centric transport system that is sustainable in the long-term must prepare for the future
environmental changes. It is critical that we begin to identify transport links that are or will be
exposed to hazards and identify options to strengthen or relocate. Additionally, new
transportation links and development should not be placed in areas that will be exposed and
uninsurable. The sooner these decisions are made, the cheaper and easier this will be,
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This fully aligns with the transport outcomes framework criteria “Resilience and Security” which
reads: “Minimising and managing the risks from natural and human-made hazards, anticipating
and adapting to emerging threats, and recovering effectively from disruptive events.”

Failure to consider the long-term hazards associated with climate change will ultimately incur
substantial financial cost, resource and carbon investment, and will seriously impact the
wellbeing and economies of impacted communities. Strategic, long-term planning that is
cognisant of these risks would enable decisions on relocation or strengthening of roads to be
done as part of the maintenance cycle that will mitigate impacts on communities and reduce
emissions.

Recommendation

We offer the following revised principles to emphasise the priorities and interconnection
between ideas that we outline herein:

1. We need to develop a people-centred transport system that provides for our long-term
sustainability and resilience while improving equity; this shift will enable us to meet our 2050 net
zero carbon target

2. We need to take a strategic and coordinated approach to integrate modal alternatives across
the transport system, which requires joint policy development across sectors

3. Innovation that will reduce emissions includes technological advancement and adoption, but
is broader so as to capitalise on existing-but-as-yet-utilised opportunities to improve the
transport system

4. Recognise, plan for, and continually adapt to the uncertain impacts of climate change.
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suBmMISSION to the NZ Ministry of Transport on the Green Paper - Hikina Te Kohupara

From: The Nelson Tasman Climate Forum (NTCF) Transport Group (excluding members from TDC and NCC) June
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PUBLIC INFORMATION STATEMENT:
We are happy that our submission is included in reports available to the public.
INFORMATION ABOUT NTCF:

The Nelson Tasman Climate Forum is a community-led initiative open to everyone. We aim to get everyone in our
climate change response waka paddling quickly in the same direction.

Our mission is to weave individuals, households, civil society organisations, businesses, councils and iwi together
around urgent, strategic action on climate change in the Nelson-Tasman region.

See our Charter and Climate Action booklet here: https://nelsontasmanclimateforum.ning.com/

Introduction:

In general we are very happy with the direction Hikina Te Kohupara are taking in relation to
mitigating climate change, however we are concerned that actions proposed may not be
sufficient to meet the 2050 targets or indeed the purpose of the Climate Change Act: to keep
global warming below 1.5°C . We hope you do not respond to push-backs from the directions
you suggest. Indeed we think that what you have suggested is a minimum of what should be
done to meet our climate targets, if not our 1.5°C obligations. Especially considering that
previous governments have responded to push-back so that our GHG emissions are still on the
increase.

Consultation question 1 (Page 11) Do you support the principles in Hikina te Kohupara? Are
there any other considerations that should be reflected in the principles?

We support the direction of your Principles, however we believe that you will need to move
much faster to keep our emissions down to a point where we will reach net zero emissions by
2050, let alone our 1.5° obligations. This mindset change will need both penalties (ie changed
taxes and charging systems), more education of how we can best manage these changes, as
well as incentives.

Most existing travel of people and stuff will have to become too expensive, and expectations of
very cheap travel will have to drop. The Ministry should lead the way with modelling active and
public transport with low EV use and zero ICE use. There should be zero overseas offsetting, as
this is just pushing the problem to countries less fortunate than ours. We should be helping
them with zero carbon technology rather than as a place to dump our excess GHGs.



Consultation question 2 (Page 27) Is the government’s role in reducing transport emissions
clear? Are there other levers the government could use to reduce transport emissions

There is a lot of good information in this section, and the government’s role is clearly to force
down transport emissions, as well as encouraging and supporting correct local Council actions
and planning. But the graph on page 13 shows how completely unacceptable the pace of
change is under current planning. The whole centre section of the graph needs to be deleted, so
that transport emissions start down this year, not next decade. We don’t have the luxury of that
time, and this will involve a complete rethink of this planning. It is far better to stage the drop
more gradually rather than a massive drop near 2050 or worse still “its too hard now so we
won't do anything” approach. This graph will look different when it shows a 35% reduction by
2030 - in about the right proportion for the gradual change needed till 2050 rather than delay,
gradual change and then a rapid change.

If it is difficult for MOT to attribute GHG emissions in international aviation we suggest a very
simple (but effective) method whereby we count planes refueling in our country as their
contribution to our emissions from NZ and refueling in other countries as the contribution to that
of other countries. We must stop the evasion that has allowed airlines and shipping to avoid
this penalty for so long.

Clearly, the government must move sharply on all private vehicles, their use and importing,
especially all those with bigger ICE engines. We ask for a ban on ICE vehicles from the
beginning of 2022 with the only exceptions being those classes of vehicles for which there is as
yet, no zero emission EV version available. And the people who are allowed these ICE import
exemptions have to prove that a different type of already existing EV would not suit their
business requirements. This must be the centre of all transport emission reduction action.
Advertising of large ICE vehicles should be prohibited as these often target males to boost their
egos and have nothing to do with effectively moving people and goods around (see Herald

article on this study: https://www.nzherald.co.nz/nz/climate-change-masculine-marketing-of-
utility-vehicles-linked-to-rising-emissions/MENTKCTNEQ25XD4ZV451DEYUI4/)

A national smart distance pricing system, changes to importing and registration of ICE vehicles
need to be urgently made to drastically reduce the ICE fleet within a few years. If we wait till
2035 there will be a fleet of new ICE vehicles around with a life of 20 years or more. We want
better incentives to import electric vehicles now so that by 2035 there will be adequate electric
vehicles around as second-hand vehicles that even less-advantaged people can afford.

Consultation question 3 (Page 31) What more should the Government do to encourage and
support transport innovation that supports emissions reductions?

There is one major piece missing from this section - there is an assumption that all existing
travel of everything needs to be maintained, so we need to electrify and innovate to achieve
this. Actually, we need to reduce the travel of people and stuff dramatically. Some examples:
working and meetings online from home have already made a small difference. The click and
delivery systems need to be electrified and work with a rejuvenated postal system where



deliveries are made by one organization so to and from travel is reduced. Hydrogen is
mentioned, but it is just another means of energy storage — it has to be made from methane
(with the release of CO2) or by electrolysis and then combusted to water with an overall
efficiency of 50%, so why not use batteries which achieve near 90% efficiency?

Consultation question 4 (Page 44) Do you think we have listed the most important actions the
government could take to better integrate transport, land use and urban development to reduce
transport emissions? Which of these possible actions do you think should be prioritised?

The effect of more closely packed housing should be prioritised. This makes active transport,
corner shop grocery shopping, transport services and infrastructure in general much cheaper
than the sprawling suburbs we now have in NZ. Some building would have to be subsidised to
offer cheaper rentals in population centres. Bike parks next to all bus-stops, pedestrianised city
centre streets in ALL towns in NZ, reduced car-parking, closed roads to traffic, congestion
charging, no more motorway building, bike paths away from traffic (or instead of traffic), general
car-use discouragement, useful public e-bus and e-van systems, wide use of e-bikes and e-
mopeds, less use of cars or EV’s. EV’s are not the answer for cities as they don’t reduce
congestion, take up a lot of valuable city space and consume much more resources than a bike
or ebike or public transport shared amongst 40 people. Land-use and planning changes will
take a long time to have the desired effect. We don’t have decades to reduce, so changes to
streets and buses and bike-paths and car-parking can all happen quickly. These should all be
prioritised.

Consultation question 5 (Page 56) Are there other travel options that should be considered to
encourage people to use alternative modes of transport? If so, what?

Many of the suggestions so far involve encouragement to avoid or shift, there is little discussion
about discouragement of the current modes of transport. Yes to bus services etc, but to get
people out of cars into buses you need something else like a congestion charge in parallel with
an increased supply of buses. There is no mention of the 2nd most popular mode of travel in
China now - e-mopeds and small e-motorbikes. Commuting by car can be actively discouraged
with congestion charging, expensive or nonexistent car-parking, closed streets, and widespread
information on the bus and bike systems. School zones can be zero parking for quite a distance
with safe walking and biking routes. School buses need to be made more accessible to children
nearer the school to prevent parents dropping their children off at school and they should have a
number of services in the morning or evening to cater for working parents. It's about nudging
people quite hard to change their behaviour, and usually simple incentives are insufficient.
Given the urgency, nudging may need to be quite strong.

Consultation question 6 (Page 64) Pricing is sometimes viewed as being controversial.
However, international literature and experiences demonstrate it can play a role in changing
behaviour. Do you have any views on the role demand management, and more specifically
pricing, could play to help Aotearoa reach net zero by 20507



In terms of dis-incentives to drive cars — this is a very exciting section of your Paper. To us,
smart distance pricing is now the answer, and gives the opportunity to include various other
useful charging systems. The innovation capacity is almost ready, and already widely used in a
different guise. Simple carbon tax added to excise duty is a blunt instrument and likely to be
unpopular. Removal of subsidies, effectively the same thing, in other countries this has resulted
in riots, as everyone is affected negatively on the same day, as would happen with a big
petrol/diesel price jump. Smart charging can be brought in gradually as vehicles are upgraded,
and the charging can be stepped for distance bands, engine emission rating (car type), included
carbon taxes, fines and congestion charges, and are all adjustable at source with time. EV's and
fuel-cell cars may be exempt for distance charging for a while, but they cannot remain exempt.
With one eye on the Just Transition, every vehicle could have a small free mileage per year, say
5km/day or 1500km per year. Average car mileage per year is known already via the WoF
system, so squeezing the “average car mileage” down is a matter of Road Distance Charge
bands, with high mileage getting charged very highly. This charge is also linked directly to the
vehicle emission rating (engine type size and age), which could be very high for large ICE
engines, and not small for hybrids with large ICE engines. The smart system would track every
vehicle using it’s digital ID and GPS, as already happens with traffic jam management in cities
using cell phone movements. This system already tells the driver about the vehicle’s speed and
location, and the speed limit, in most new cars, so no need to identify the actual driver, just the
vehicle. Congestion charges near urban centres or school zones would be simple to add and
vary. Every private vehicle journey would become directly chargeable, depending on many
factors run by an App. We have the technology already. This does not need to cost the Earth to
bring in, but could cost the Earth not to. It could also easily become standardised worldwide, so
the race is on to develop it. In the circumstances we don’t see why government cannot just
decide to bring it in without the need to ask the public, but the system needs to be designed
well. Existing road user charges included in petrol would be taken out and separated into the
App, and diesel for all off-road use wouid have running hours chargeable to every engine by
rating - construction, farming, industrial, mining etc. Off-road enforceability is a different question
that needs attention. The system would need a functioning GPS system in every vehicle which
includes the vehicle ID, and older vehicles can be brought in gradually, with a iooming deadline,
and tested at every WoF. Given that transport emissions reduction will become more urgent
very soon, involving necessary rapid public behaviour change we think this system of smart
distance charging efc, is the golden key to “45% reduction by 2030". This of course will be
followed by “Net Zero (or even ZERO) carbon emissions by 2035”, taking us down at least
another 25% over the next 5 years. It will be quite shocking, given that our April 20 lockdown
only managed a 17% reduction, and car/ute/SUV travel is the major problem. EV's are not the
answer either, we cannot just replace all our ICE’s with EV’s. Distance charging would also
apply to all types of heavy vehicle and could be brought in for all passenger flying, and linked to
emissions per km per seat per aircraft rating and carbon pricing.

Consultation question 7 (Page 72) Improving our fleet and moving towards electric vehicles

and the use of sustainable alternative fuels will be important for our transition. Are there other

possible actions that could help Aotearoa transition its light and heavy fleets more quickly, and
which actions should be prioritised?



It would be possible for government to simply ban the advertising of all newly imported ICE
vehicles, in favour of EV’s. This should be an easy early priority. Hybrids with large ICE engines
should also be resisted, or charged high registration fees. Large ICE vehicle imports, utes,
SUVs, and status cars should be highly taxed starting now, and banned completely by 2030,
just over 8 years away. This is a near term priority.

Again there is a lack of consideration for far less travelling overall. This needs to enter the public
mindset of NZ, as unpopular as it may be. The world, and NZ, cannot sustain the level of travel
of people and stuff, and expectations must and will drop. We cannot expect to just replace all
our ICE’s with EV’s. Biofuel is not really a viable alternative given that it competes directly with
food, at 1200 litres per hectare per year for Canola, it still produces CO2 emissions. Also the
CO2e emissions in building new vehicles (including EVs) needs to be factored in. Modelling of
this is also a very high priority.

There is no harm in improving the fuel efficiency of our fleet — in particular measuring exhaust
gas emissions. The way emissions are currently calculated gives a very large underestimation
of actual emissions (https://www.aa.co.nz/assets/about/Research-Foundation/Emissions/AARF-
FC-Project-Stage-1-AARF-
Final.pdf?m=1569205652%22%20class=%22type:{pdfi%20size:{1.6%20MB}%20file). This is a
lower short term priority as ICE are being phased out.

Consultation question 8 (Page 76) Do you support these possible actions to decarbonise the
public transport fleet? Do you think we should consider any other actions?

A city like Wellington that has a successful and well-used bus fleet might be ready to start
introducing more expensive e-buses. In Nelson our buses are hardly used and it might be better
to find ways to get the buses used well, and commuters out of their cars, before working on the
change to e-buses. If the buses are of good quality with say WiFi this can be a useful, fast,
relaxing and a reliable service that should be well used. We need a strong nudge in Nelson and
Tasman to change commuter behaviour. Petrol prices are far too cheap and with the cost of
the damage from COZ2e pollution completely ignored without a substantial carbon tax.

Consultation question 9 (Page 79) Do you support the possible actions to reduce domestic
aviation emissions? Do you think there are other actions we should consider?

International aviation, as it stands, is unsustainable, and incompatible with our urgent need to
reduce emissions everywhere. Domestic Jets with their higher emissions than turboprops and
higher radiative forcing through flying high should be banned. Your Paper is proceeding as if
emissions from aviation are not important, like other sacrosanct areas the government wants to
avoid doing anything about. These are areas of our economy that will not face up to the simple
fact that they are incompatible with rapid carbon emission reduction, and amount to economic
and expectation “disconnects” with the overall reduction necessity. The suggestion of
sustainable aviation fuel from biofuel, is also a misnomer. There seems to be a popular idea that



because something comes from plants it is OK to burn as much as we like. This idea is now
losing traction because too much of everything has already been burnt, and now we need to
close off as much combustion of every sort as soon as possible. The bottom line is that jet
aircraft aviation needs to be strongly discouraged with quota or expense,. We are certain that
this will lead to a complete rethink of the aviation industry to make air travel with zero emissions.
Carbon offset schemes have a great “good feel” character but they just don’t work
(https://www.responsibletravel.com/copy/carbon-offsets)

The Jet aviation industry, useful or necessary or not, is a serious contributing danger to our
future. We need to relearn SLOW travel, or NO travel, with an end to FAST travel. All tourism, of
course, is in the firing line.

Consultation question 10 (Page 86) The freight supply chain is important to our domestic and
international trade. Do you have any views on the feasibility of the possible actions in Aotearoa
and which should be avoided?

At no point in your Paper on this topic is reduction of freight mentioned. There is an assumption
that demand as it exists now should continue, or even increase. This perspective is also
incompatible with any Net-Zero target, especially a shortened one. It might be good to have
expensive new e-trucks or fuel-cell trucks, or retrofit existing diesel trucks, but until these
options exist we may have to simply allow a lot less freight — that will make people think twice
whether they really want that item or can do without. A good thing going forward would be for
ALL courier and delivery vans to be compulsorily e-vans - the options exist already. Courier
Hiaces often rack up 600K km or more which would be a good test for e-vans and their
batteries.

Consultation question 11 (Page 97) Decarbonising our freight modes and fuels will be
essential for our net zero future. Are there any actions you consider we have not included in the
key actions for freight modes and fuels?

You have not included mandatory reduction in freight usage. Most freight is response to wants,
not needs, and we need to seriously reduce the mileage and tonnage. We also need to get used
to supply chain deliveries taking a lot longer or not happening at all. In the medium term, green
hydrogen may become practical for road freight movements, while blue hydrogen (from LPG)
needs to be banned before it starts. The production and storage of hydrogen is inefficient and
hazardous. Biofuels, on the other hand, have been seen as a potential panacea because they
are technically “carbon-neutral”’. These arguments are all losing ground as we start to face real,
urgent and large-scale reduction of everything involving combustion, engines and travel. We are
lucky, we already have 85% renewable electricity, unlike most countries struggling with
reductions.



Consultation question 12 (Page 104) A Just Transition for all of Aotearoa will be important as
we transition to net zero. Are there other impacts that we have not identified?

“A Just Transition” is the politically correct catch-phrase that must be attended to in this process.

We realise that Te Tiriti and poverty considerations are important, and must be attended to
properly. We also realise that written words that sound right are cheap. For example, when the
sea floods new areas for the first, second and third times, nothing about it will be fair or
equitable or inclusive. The same goes for droughts, fires, rainstorms and all approaching
unprecedented weather events. There will be more wars over land and water, let alone food,
medicine, energy and refugees. Nothing about any of this will be fair, equitable or inclusive, just
as it never has been in the wide history of humanity.

“Fairer” is worth striving for, and is probably the best we can do. We live in a capitalist and
competitive society and there has never been anything “fair’ about this. It could also be argued
that “capitalism” is killing our world with over-consumption. (Freight and oil).

The urgency and existential nature of our global predicament suggests that we just need to get
on and rapidly reduce our emissions before we lose the last chance for carbon mitigation this
decade, whatever the outcome. If we don’t get our global emissions right down very soon, we
will have lost any mitigation opportunity, due to global heating inertia, and will be left with a
rapidly changing world and shrinking land and resources. No fairness or equality in this. We just
have to get on with this and compensate the best we can to the fact that an effective response
to climate will not be just, just like many other things in our current society are unjust.

Consultation question 13 (Page 122) Given the four potential pathways identified in Hikina te
Kohupara, each of which require many levers and policies to be achieved, which pathway do
you think Aotearoa should follow to reduce transport emissions?

Pathway 4 looks the most promising provided it is delivered in half the time. Use Smart Road
Pricing to nudge, limit, prohibit, encourage and discourage accordingly. We believe money
spent in this area will have the best outcome of all other ways.

Consultation question 14 (Page 134) Do you have any views on the policies that we propose
should be considered for the first emissions budget?

We need to move much more quickly than is realised. These changes may involve considerable
cultural resistance and pushback. It may be difficult. Failure will be a failure for the future of
humanity, not just us. This IS an existential problem running out of time. Disconnects have been
mentioned above. Most of these disconnects involve widely-held expectations that desperately
hold on to existing ways of doing things, and capitalist and corporate mandates of “growth”, that
will rapidly become unable to be sustained in the context of 45% or 75% reduction in carbon
emissions. That is what needs to be worked on in the first emissions budget.

Examples of these disconnects in relation to transport that need working on are:

Aviation expectations, in particular international travel and tourism.



World Trade Organisation, trade expectations and deals.

Global / National Freight supply chains and delivery expectations.
Masculine status around motor vehicle power and engines.

Food and energy supplies are important, all else is less important

Health and Safety would be one of our most risky, most expensive and most carbon-emitting
agencies - we suggest a carbon audit of all consequences in NZ of Health and Safety.

The enforceability of trade rules vs climate rules need to be reversed.

Embodied carbon has been ignored throughout this debate and is HUGE. Every newly imported
vehicle, EV or ICE, old or new, has a high embodied carbon rating. Replacing our whole
transport “fleet” of ICE’s with EV's is unrealistic and would have a very large hidden carbon cost.
The answer is SLOW travel or LIMIT travel.

Suggestions for moving forward now: For new government initiatives and legislation:

1. An effective and rising carbon tax as a price signal that fossil fuel use MUST now reduce,
with income from this ring fenced to provide a citizens benefit for equity

2. A smart Road Distance Charge App designed to reduce travelling distances in general

3. Ramp down and end the importing of any combustion engines by 2022, we have enough

N

. Ramp down the importing of petrol and diesel, and put a ban on all ICE vehicle advertising
5. Restrictions on new road building, funding transferred to all types of public transport

6. A take-off tax per seat for all planes, say $30, plus a flying distance tax, say 10c per km

~J

. A general tightening in use of combustion-engine trucks and light commercial vehicles

(o]

. Assuming the food system maintains a status quo, all other uses may have to drop faster.

9. Recreational fossil fuel use to be ended soon, eg all combustion engine sports banned

10. Massive subsidies for all EV’s, e-buses and e-trucks in the short term to turn the tide

11. Urban development criteria must change to design for very low travel and electric everything
12. Recognition that the RMA has become horribly wasteful of resources, and therefore carbon
13. Zero offshore mitigation - it is simply an unfair excuse to continue emitting

14. Recognition that tourism as we knew it, pre-Covid, may weli be history.



15. Recognition that we can't just replace all ICE cars with EV’s, travel expectation must drop
17. Clearly, everything possible must also be done to assist those less able to manage

18. We have a Treaty which must be honoured, but we have a global emergency that is
affecting all societies

19. We need a comprehensive national education campaign explaining the urgency

And encouragement/enforcement to all Local/Regional Councils:
1. Rapidly increase city centre living densities and heights without any space for cars

2. Reduce or end ex-urban “subdivisions” spreading over the land that encourage car-use

w

. Increase pedestrian-friendly car-free zones in all town and city centres across NZ
4. Increase Park-and-Ride and Congestion Charge systems with reduced carparks in centres
5. General commuting-by-car discouragement, with increasing road closure to cars

6. And obviously, a major effort on buses and safe bike paths in all cities

~

. Recognition that all trave! distance expectation must fall - commuting holidaying etc

oo

. Councils’ Climate policies have been hamstrung by a lack of government leadership

Thank you for the opportunity to submit on this Paper examining this existential question.
Bruno Lemke (Dr)

On behalf of the Nelson Tasman Climate Forum: Transport Groub

With thanks to Forum Members who helped produce this submission:

Hilary Blundell, Peter Olorenshaw and Yuki Fukuda
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Te Manatl Waka | Ministry of Transport
Wellington ‘

By email: transportemissions@transport.govt.nz

HIKINA TE KOHUPARA - KIA MAURI ORA AI TE IWI | TRANSPORT EMISSIONS -
PATHWAYS TO NET ZERO BY 2050

KiwiRail Holdings Limited (KiwiRail) welcomes the opportunity to submit feedback on the
recent Ministry of Transport Te Manatl Waka report titled Hikina Te Kohupara Pathways
to Net Zero by 2050.

We have prepared responses to most questions of relevance to the rail industry but have
declined to respond where these matters fall outside of our industry expertise. KiwiRail
has a range of direct engagements with the Government, including through the
development of the Future of Rail reforms, which underpin our responses to these
questions.

1. Do you support the principles in Hikina te Kohupara? Are there any other
considerations that should be reflected in the principles?

Yes, we support all principles listed.

2. Is the government’s role in reducing transport emissions clear? Are there
other levers the government could use to reduce transport emissions?

Yes the role is clear.

3. What more should Government do to encourage and support transport
innovation that supports emissions reductions?

There is a need to transition from fuels such as diesel in our freight system and while
KiwiRail is taking steps to further reduce its carbon footprint, this transition is dependent
on an alternative low carbon fuel becoming widely available. This will help to determine
future investment decisions. We will continue to engage with Government around this.

Rail is already operating on an electrified system in metro networks and some sections of
the wider freight network. Response covered elsewhere.

www. kiwirail.co.nz | 0800 801 070 1
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4. Do you think we have listed the most important actions the government
could take to better integrate transport, land use and urban development to
reduce transport emissions? Which of these possible actions do you think
should be prioritised?

The listed actions align well to the broader resource management reforms underway.

The importance of mode shift through the provision of transport options has been made
clear, however the role rail should play could be more explicitly described. KiwiRail is
charged with delivering reliable metro track networks to ensure services can meet future
capacity. We are engaged in Regional Land Transport Programmes through the
development of the Rail Network Investment Programme and, where appropriate, as a
voice on Regional Transport Committees. Rail public transport is an essential enabler of
reduced car use. For example, existing infrastructure commitments including Auckiand’s
City Rail Link, Third Main Line, expanded services to new developments south of
Auckland, and the Wellington Metro Upgrade Programme will support an increase in
capacity to meet continued demand growth. For example, these investments are
enablers of Auckland capacity to lift to 54,000 passengers per peak hour - the level
necessary to support a substantial lift in rail public transport. These outcomes are key
enablers for housing development.

The planning system could benefit from improvement. For example, designated transport
corridors currently have a ten-year lapse period. We recommend this period be
extended. Designations are regularly rolled over as the funding to enable land
acquisitions is often delayed as business cases (sometimes multiple) and other
procurement processes are required to give life to a project. The progression of transport
projects are also subject to changing investment priorities between modes, however it is
important to retain the investment in the designation to preserve the future potential of
a project.

Given the timeframes associated with spatial planning and the long-term and blue-sky
thinking expected of transport infrastructure providers, there is a case for the lapse
period for transport designations being 30 years (or longer). This would provide certainty
to developers and local authorities regarding the high-level arterial network so that
planning can occur. Put simply, it is easier to develop housing and other activities (e.g.
rail stations to connect people to rail transport) around proposed (and future planned)
transport networks than it is to develop it in reverse, and sensible, long-term planning is
required to support transport choices and mode shift.

Finally, we note that the National Policy Statement on Urban Development is supporting
local authorities to develop strategies to enable intensification around transport corridors
(including the rail corridor). It is important that developments surrounding the rail
corridor, or any major transport connection, provide for outcomes that support good
living situations for people and preserve future growth options on the transport corridor.
This can be delivered in two key ways: first, ensure sufficient width along the corridor to
allow for future growth and, second, ensure the quality of housing along the corridors
will enable safe and healthy lives for the residents (e.g. noise protection, safety
barriers). We consider that the Ministry’s comments on intensification should preserve a
long-term view on transport development and support the establishment of sufficient
standards to result in quality living conditions through future housing.
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5. Are there other travel options that should be considered to encourage
people to use alternative modes of transport? If so, what?

KiwiRail is looking to work with Waka Kotahi and the Ministry of Transport on the
development of an inter-regional passenger rail strategy. These services generally
depend on advocacy and business cases led by local authorities (as ultimate clients of
such services on behalf of their communities). A strategic framework would assist local
authorities to focus on the relevant information, understand the appropriate funding
model, and engage the process through their regional land transport plans. This could
also benefit from recent lessons learned in developing the Te Huia connection between
Auckland and Hamilton and the longer-term Capital Connection between Wellington and
Palmerston North.

6. Pricing is sometimes viewed as being controversial. However, international
literature and experiences demonstrate it can play a role in changing
behaviour. Do you have any views on the role demand management, and
more specifically pricing, could play to help Aotearoa reach net zero by
20507

No response.

7. Improving our fleet and moving towards electric vehicles and the use of
sustainable alternative fuels will be important for our transition. Are there
other possible actions that could help Aotearoa transition its light and
heavy fleets more quickly, and which actions should be prioritised?

KiwiRail supports the Climate Change Commission’s recommendation to progress a fleet
decarbonisation strategy by May 2022. We welcome the opportunity, should this occur,
to be involved and to support the Ministry in considering its options.

The renewal of KiwiRail's rolling stock and ferry assets is an important component in the
Government’s strategy to increase the mode share of rail and, through this, enable a
reduction in overall transport emissions (as freight moved by rail emits 70% less carbon
emissions compared to freight moved by road).

New KiwiRail assets are being procured with the net zero carbon emissions objective in
mind. For example, the new Interislander ferries will be diesel-electric hybrid with 30%
of the operation powered by batteries and the balance by a diesel engine (rising to 100%
as battery technology improves). This will reduce emissions by 40% (against a 2012
baseline) rising to 100% as battery technology improves. The new assets, including both
ferries and locomotives, will also burn fuel more efficiently than the ageing fleet they are
replacing.

The metro services are already powered by electrified metro networks and are therefore
low emission transport options; becoming emissions free as New Zealand’s national grid
aims to transition to 100% renewable energy by 2035.

We encourage the Government to consider advice on an alternative fuel source to be
made available to the market at an economic price point as a key focus for the Emissions
Reduction Plan. We understand that work is underway to support this important signal to
KiwiRail, and other large transport operators, to ready their investment to transition to
low carbon fuel sources. KiwiRail’s current procurements will ensure we are well placed
to respond to this important transition.
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8. Do you support these possible actions to decarbonise the public transport
fleet? Do you think we should consider any other actions?

Rail provides a huge opportunity to help meet the Government’s commitment to
transition to a carbon-neutral economy by 2050. Investing in the metropolitan rail
networks to support growth and productivity in our largest cities is one of the strategic
investment priorities in the Government’s Rail Plan and the Rail Network Investment
Programme which is currently under consideration. Of course, more could be achieved
through a more aggressive carbon reduction strategy.

Through the NZ Upgrade Programme we are extending electrification of the Auckland
metropolitan rail network between Papakura and Pukekohe. The already electrified
sections of the metropolitan rail networks in Auckland and Wellington provide efficient
and low-emission travel for high patronage commuter routes. We support the possible
action areas in respect of rail — considering the further electrification of existing parts of
the passenger rail network and considering future investment needs to ensure existing
rail networks are fit for purpose.

9. Do you support the possible actions to reduce domestic aviation emissions?
Do you think there are other actions we should consider?

No response,

10. The freight supply chain is important to our domestic and international
trade. Do you have any views on the feasibility of the possible actions in
Aotearoa and which should be prioritised?

KiwiRall supports the Climate Change Commission’s recommendation to progress a
national low-emissions freight strategy across 2022 (consulted by June 2022, introduced
by December 2022). We welcome the opportunity, should this occur, to be involved and
to support the Ministry in considering its options and see it as being closely related to
the Ministry’s supply chain strategy. We consider that investigation into further
electrification and/or alternative locomotive technology would be sensible areas of focus
through this work.

In the meantime, KiwiRall is already engaging strategies to reduce our carbon footprint
and extend the emissions benefits of rail through increasing our rail freight share. For
example, we have introduced a new capacity management system enabling unallocated
capacity to be identified and made available to the market on a weekly basis, ensuring
existing customer freight needs are met and enabling KiwiRail to expand the rail freight
customer base. These initiatives are important to increase the mode share of rail and
support our importers and exporters, given rail transports around 25% of New Zealand’s
exports.

KiwiRail is also using intelligent transport systems to optimise delivery routes and
improve delivery times, supporting the overall reliability of the service and aiding freight
customers to shift to rail. We also provide useful information for our locomotive
engineers to enable more fuel-efficient driving, for example reducing the fuel use
required on gradient declines.

Long-term infrastructure investment is also essential to deliver mode shift to rail. This is
being supported through the Rail Network Investment Plan. We support the action to
“improve the resilience and reliability of the rail network through completing investments
over the next decade outlined in the NZ Rail Plan”.
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Other strategic decisions will be important for optimising the emissions benefits of the
railways. For example, we welcome the Government’s intention to examine the efficiency
of supply chain node efficiency (i.e. location of port and freight hubs).

More broadly, KiwiRail is encouraged by the action to improve the resilience and
reliability of less carbon intensive transport modes to improve modal choice.

Growing rail’s freight share in New Zealand can make a significant contribution to
reducing the country’s transport emissions and help New Zealand to meet its carbon
reduction targets. At present, freight carried by rail emits approximately 70% less
carbon emissions compared to heavy road transport, so each tonne of freight that is
moved from road to rail makes a tangible difference to reducing emissions from the
transport sector and New Zealand’s carbon footprint.

Other benefits of shifting freight from road to rail include lower levels of road congestion
and road maintenance costs, enabling fewer dangerous air pollutants and better safety
outcomes.

Modal shift can be facilitated by general improvements in the overall reliability and
resilience of the network that could then make rail freight more competitive for certain
time-sensitive goods. For example, product that is delivered to a consistent service
promise like postal or parcel volumes depend on a reliable linehaul transport network.

KiwiRail has the capacity to meet an increased freight task through the current network
and continued renewals and modest growth of our rolling stock fleet. Improvements to
the network’s resilience are being made as a result of substantial Government
investment. This will help address the legacy of underfunding in rail infrastructure and
rolling stock. It will also help KiwiRail be able to offer a competitive service for all
customers, both current and future, further enabling the shift to rail. This is because
reliability enables schedule integrity which is essential for securing greater market share.

If the Government seeks to achieve high shifts in mode, then will likely require the
consideration of additional policies to facilitate the modal shift such as through carbon
pricing, incentives or regulations. KiwiRail is open to working with responsible Ministers
and policy agencies to explore what these solutions may be and how we might take this
forward. In the meantime, KiwiRail will work to achieve mode shift through increasing its
market share.

i1. Decarbonising our freight modes and fuels will be essential for our net zero
future. Are there any actions you consider we have not included in the key
actions for freight modes and fuels?

KiwiRail is committed to improving its environmental performance over time. Our targets
are to achieve a 30% reduction in greenhouse gas emissions by 2030 (compared with a
2012 baseline) and to be net zero carbon by 2050 in line with Government
commitments. KiwiRail established its carbon zero programme in partnership with the
Energy Efficiency and Conservation Authority (EECA) in 2016.

Through current Government investment, KiwiRail has the opportunity to reduce
emissions through the replacement of assets which are at or beyond their economic lives
with more efficient and modern technology. Current investment for KiwiRail includes
funding for the replacement of the South Island mainline locomotives fleet and the
Interislander ferries. A key consideration of the new locomotive procurement will be
improved engine performance, while the diesel-electric hybrid configuration of the new
ferries is expected to reduce emissions by approximately 40% compared to the current
ferry fleet. New assets will also support a more resilient and reliable service offering.
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In addition to current investment, supply chain efficiencies, inter-modal hubs and modal
shift, KiwiRail agrees with the proposed key actions of investigating biofuels as well as
exploring the feasibility of further network electrification or other low or zero emissions
alternatives. Current work under way includes:

Low carbon fuels:

e KiwiRail supports the mandate of biofuels and has a desire to utilise low carbon
fuels in our assets where available. This will depend on further Government
directives and pricing intentions in order to support the market to transition, as
well as investment by KiwiRail and available technology. In the meantime, we are
taking steps to ensure we are transition ready.

e New Interislander ferries are being procured. These have been designed to be
capable of fuel switching to lower carbon fuels over the asset lifetime and as it is
cost-effective to do so. The new fleet will reduce emissions by 40% on arrival and
will reduce further over time as we transition to low carbon fuels and increase
battery capacity.

Electrification/other low-emission alternatives:

e KiwiRail is progressing a decarbonisation business case. This will consider options
including further network electrification through to low or zero carbon propulsion
technologies for locomotives. This will support KiwiRail’s strategy to reduce its
carbon emissions and, in turn, remain a low carbon transport choice for our
customers.

12. A Just Transition for all of Aotearoa will be important as we transition to
net zero. Are there other impacts that we have not identified?

No response.

13. Given the four potential pathways identified in Hikina te Kohupara, each of
which require many levers and policies to be achieved, which pathway to
you think Aotearoa should follow to reduce transport emissions?

The following response focusses on Theme Three, ‘Supporting a more efficient freight
system’. We consider that this covers all three approaches of avoid-shift-improve
initiatives to reduce emissions.

We note the following reflections:

e Pathway 1 and Pathway 4 place more importance on the avoid and shift initiatives
and consequently achieve the greatest amount of emissions reduction from the
transport sector. :

e Improving efficiencies is appropriately weighted as ‘*high’ across all 4 pathways
for Theme 3. KiwiRail maintains an ongoing focus in improving the energy
intensity of current assets, and efficiencies in operations as much as possible
(referred to in earlier responses).

e We note that both Pathway 1 and 4 assume the highest mode shift from heavy
trucks to rail 12.5% by 2035, and a 20% shift by 2050. This will likely require
additional investment by KiwiRail to procure additional rolling stock assets to
support this uplift in mode shift, which may require shareholder support or other
policy levers depending on the pace of mode shift sought.
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e KiwiRail agrees that further work is required to model this scale of mode shift and
whether it is feasible. This will assist in informing future rolling stock investment
decisions.

¢ In addition, the National Freight/Supply Chain Strategy will be an important step
for identifying those opportunities to facilitate such modal shift. We welcome the
opportunity to be involved in this process.

Achieving either pathway will also depend on additional funding and long-term
investment:

e The ability of KiwiRail to transition to ‘cleaner rail’ and decarbonise its operations
will be dependent on further funding to support investment in network
infrastructure and low carbon assets.

e In the longer term, KiwiRail also believes that alternative propulsion technologies
may be available to reduce emissions. As such, KiwiRail will continue investigation
of alternative propulsion technologies and will adapt its rolling stock strategy
accordingly as those technologies evolve.

Finally, the Interislander fleet is an important component of the New Zealand shipping
industry and an enabler of mode shift to rail (as KiwiRail aligns these operations to
provide Auckland to Christchurch freight services). The new fleet will reduce emissions
by 40% on arrival and will reduce further over time as we transition to low carbon fuels
and increase battery capacity.

14. Do you have any views on the policies that we propose should be
considered for the first emissions budget?

Rail has an important role to play in achieving the net zero carbon objective by 2050.
The Government’s Rail Plan establishes the foundational steps needed to achieve this
outcome. This involves lifting the standard of the track infrastructure to resilient and
reliable and renewing the rolling stock and ferry assets to support successful and reliable
services by KiwiRail. The outcomes enabled by this include mode shift and reduced
transport emissions, employment benefits for New Zealanders, resilience supply chains
for our exporters, and greater movement of people by rail.

As indicated, KiwiRail is investigating options for further rail electrification and
alternative locomotive technology. We will continue to engage with the Ministry of
Transport as this work progresses to support the Government’s Emissions Reductions
Plan.
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Transport Emissions
Innovation when transporting containers to and from Ports without rail or truck, less congestion, electric
powered, utilize a logistics hub.

Friday, 28 May 2021 1:13:06 pm

Attachments: Cost Comparison Tables v Viii.pdf

MMWHI Pl | Minus 20210203 v Vii.pdf

On examination of your website we would like to introduce you to our technology.

CFT Development of standalone container vehicles (on the surface, underground or in
the “air” ) requiring, no locomotives, no wagons or trucks in the last leg to the ports

Our process as described on our website has a very positive impact on- i) port efficiency, ii)
a lower requirement for land at the port, iii) road congestion, iv) pollution reduction, and

iv) rail shunting yards reduction

The transporting of empty or full containers through twin Tunnels each within 6
metres diameter (underground), on the surface or in the air to and from the port
and the logistics hub 20 to 50 kilometres away. -

Trucks will not have to travel on congested roads in and out of the port, increasing
their efficiency, while reducing: - overall road congestion, road maintenance and
pollution.

2. The rail freight trains will not have to cross domestic rail.
3. Areduced need for rail sidings at the port in this process and thus will not have to

increase as port volume grows (land consumption).

The predicted increase in shipping volumes will no longer require consequential
land expansion in the port or nearby suburbs for stacking containers, and
manoeuvring trucks, cranes, and forklift trucks. These activities can now be at the
Logistics Hub some 15k to 50K away.

. Road usage will decrease over time, thus proportionately reducing road

maintenance, congestion, incidents, and new road infrastructure, while positively
reducing pollution of both fumes and noise.

Trucks will increase the efficiency as they will return to their regional markets from
the Logistics Hub and not have to travel to the ports on congested roads

Our studies are showing the results are:-
o Beneficial capital cost.
e Variable cost reduction.

e Positive environmental outcomes.

We are now thinking about our future as a small and perhaps insignificant team.



Five items:-
e Qur process is both Transport and Port infrastructure requiring both ministries to
acknowledge and accept the outcomes.
e We are not a constructor or developer and therefore we anticipating our specification be
used as an biddable item in future State or operator tenders.

e We appreciate the State Authorities may require to complete a 3 party review of the
process to enable a clean tendering process.
o University of Melbourne have been involved for 2 years using the engineering
“masters” students to write on the topic
o We are now contacting Monash University and CSIRO to help scope and complete a
peer review.
o We expect your department will require an involvement with NZ organisations.

Would it be possible to talk with you or one of your staff on the topic of the next steps from your
perspective.

The next step for the project is a 3 Party review to be completed prior to a State Authority
tendering process.

Attached are our most recent documents which are easy to read.
1. Cost Comparison 2 Pages
2. Ports Rail projects 8 pages (with pictures and explanations).
3. High level Plus and Minus 2 pages

“Every idea deserves 5 minutes of positive thinking” our website https://cf-
technologies.com.au/

Regards
Michael Tucker

On Behalf of the Board of Directors

Contact - Michael Tucker
Director

ttps://cf-technologies.co
Innovation for Container Freight Distribution

ACN 638 428636 ABN 38 638 428636

Disclaimer

CF Technologies is conducting a prefeasibility Study, based on United Kingdom Gateway
guidelines, that is developed in good faith. This is a proprietary CFT document and is not
intended to be relied upon by any person or organisation other than CFT, its employees and its
authorised contractors and representatives. Any potential infrastructure development identified
in this document will be subject to a peer review or specific audit conducted by interested
parties. CFT accepts no liability for any reliance by any third party on the information contained



within this document. CFT makes no expressed or implied guarantees, representations, or
warranties as to whether the requirements of this document will be fulfilled, and no reliance
may be placed by any person on this document.

Should errors or omissions exist or be observed CFT will respond favourably to all suggestions.
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CONTAINER FREIGHT TECHNOLOGIES: AN INNOVATIVE DIRECTION

AN OPERATING COSTS COMPARISON

Container Freight Technologies (CFT) promotes an inventive approach to transporting
containers in congested transport hub networks, including ports, railheads and other container
storage and distribution facilities. The detailed design and proposed functionality of the CFT
innovation can be found in the CF Technologies Website: https.//cf-technologies.com.au

Table 1 suggests a broad comparison of first year costs of operations between the three
alternative transport modes (i.e., CFT, Road and Rail). The CFT estimates presented are
currently in a state of development and the methodology used is a mixture of top-down
‘benchmark’ estimates (e.g. estimated labour cost share of revenue) and bottom-up
development of cost items as more information is collected from expert engineers regarding
expected requirements for professional and task-specific labour resources (e.g. control room
operators, maintenance personnel, and contracted consultants for hardware and software
provision, control and updates).

Table 1: A Comparison of the costs of three transport modes — The Dynon Railyards to
Webb Dock case

Cost Category CFT Rail Road
§ per TEU! $ per TEU $ per TEU
Operating costs (Actual for Approx. cost: Running
gl;;[l‘)and Short Haul for Road and Should 18.5 cost, alittle | 26.02 33.0
' decrease with less than
further road.
analysis.

1 TEU stands for Twenty-Foot Equivalent Unit (Container.)

2 A short haul Rail operating cost estimate developed for CFT by rail engineer Max Mitchell. Max has
provided his estimate of the rail short-haul surcharge to reflect the big effort in raising a 4000 tonne
freight train 25m over the Yarra River at the height of the Bolte Bridge and braking it down safely to
Webb Dock.

3 Long Haul estimate for road of $27.50 has been gauged from existing sources (BITRE 2008 and 2017).
A Short Haul surcharge of $5.50 is added assuming a 20% value of the operating costs.

A Schematic Comparison of Mode Components

Compared to traditional road and rail modes, the CFT innovation is for generating conditions
for efficient capital cost investment, variable cost efficiency, and positive environmental
outcomes. A qualitative comparison for the three alternative transport modes is also shown in
Table 2.

Page 1 of 2
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CONTAINER FREIGHT TECHNOLOGIES: AN INNOVATIVE DIRECTION

Table 2: Operator Variable Components

‘ Corﬁponent Traditional Traditional CFT process
Road Rail

Easements license Fees Same Same Same
Maintenance of Operator capital High Medium Low
Logistics Planning & Admin Staff Same Same Same
Operator Staff High Medium ~ Low
Port staff Same Same Fewer
Turn around time High Medium Low
Utilisation (yield) of equipment Low Medium | High
Power consumption No Could be Yes
Fuel Consumption Yes Yes
Direct Operational Staff (drivers) High Low .
Safety Training (# of Staff) Same Same
Emergency training Same Same
Safety and performance admin Greater Same
Yard Cranes and Forklifts Yes Yes
Maintenance of capital Equipment High Medium i h
Short term major incident recovery No No

Disclaimer

CF Technologies is conducting a prefeasibility Study, based on United Kingdom Gateway
guidelines, that is developed in good faith. This is a proprietary CFT document and is not
intended to be relied upon by any person or organisation other than CFT, its employees and its
authorised contractors and representatives. Any potential infrastructure development
identified in this document will be subject to a peer review or specific audit conducted by
interested parties. CFT accepts no liability for any reliance by any third party on the
information contained within this document. CFT makes no expressed or implied guarantees,
representations, or warranties as to whether the requirements of this document will be

fulfilled, and no reliance may be placed by any person on this document.
Should errors or omissions exist or be observed CFT will respond favourably to all suggestions.

On behalf of the Board of Directors of C F Technologies
Philip Macgregor Norman

Director
CF Technologies PTY LTD
ABN 38 638 428636. ACN 638 428636
28 Uvadale Grove, Kew, Victoria, 3101
Page 2 of 2
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Transporting Shipping Containers to and from Port
CFT Process comparisons to Road and Rail

Guide to Compare Road, Rail and CFT process costs and impacts.

Components

1. Sovereign Infrastructure

Component Traditional Road | Traditional Rail | CF T process
Easements

Emergency access

Roads

Rail Lines

Pipe for CFT process

Tunnels

Bridges

Power distribution

Traffic Management / Congestion
Lighting

Pedestrian Traffic Mgt

Port Land Requirement

Rail Sidings at Port

Space for truck manoeuvring at port'
Replacement of the above (years)
Multi-purpose Infrastructure
Domestic Rail interruption

Pollution Air

Pollution Noise

Sovereign Maintenance

2| 2|l |l |2 |2 |2 |2 X |2 X |2 |2

X |2 <2 |X | <2 < 2 |2 |2 [X (X |2 |2 |2

<2 EE 2 E2 |2 X

Red
Green
2. Operator Capital
Component Traditional Road | Traditional Rail | CF T process
Locomotives X v X
Prime movers vy X O T,
DDU (Container cradles) X X v
Rail Wagons X y P "
Road Trailers \l X X
Maintenance Workshop & Equip v v N
Offices and amenities \/ + N
Storage facilities N N N
Page 1 0f 2 CF Technologies PTY LTD

ABN 38 638 428636. ACN 638 428636
Est February 2020 28 Uvadale Grove, Kew, Victoria, 3101



CFT Innovation for Container Freight Distribution
3. Operator Variable

Component Traditional Road | Traditional Rail | CF T process
Easements licence Fees Same Same Same
Maintenance of Operator capital Medium ~ low
Logistics Planning & Admin Staff Same Same Same
Operator Staff High Medium  low
Port staff Same Same | Fewer
Turn-around time Medium . Low
Utilisation (yield) of equipment Medium High
Electric Power Could be Yes

Fuel Consumption Yes Yes No
Direct Operational Staff (drivers) High Low [ NIl
Safety Training (# of Staff) Same Same Same
Emergency training Same Same Same
Safety and performance admin Greater Same Same
Yard Cranes and Forklifts Yes Yes | Fewer
Maintenance of capital Equipment High Medium Low
Short term Major incident recovery No No . Yes

Generating: -
Efficient capital cost. Variable cost efficiency. Positive environmental outcomes.

Our technology will also provide six positive outcomes: -

1. Trucks will not have to travel on congested roads in and out of the port, increasing their efficiency, while
reducing: - overall road congestion, road maintenance and pollution.

2. The rail freight configurations will not have to cross domestic rail, (causing potential schedule failures).

3. Reduced need for rail sidings at the port in this process and thus will not have to increase as port volume
grows (land consumption).

4. The predicted increase in shipping volumes will no longer require consequential land expansion in the port
or nearby suburbs for stacking containers, and manoeuvring trucks, cranes, and forklift trucks. These
activities can now be at the Logistics Hub some 15k to 50K away.

5. Astandard installation of the twin tunnels, each less than 6 metre diameters (depending on geography),
will have a capacity of millions of container movements per annum. Pipes will cater for port volume growth.
In the case of Melbourne Port this process will cater for 15 years of growth.

6. Road usage will decrease over time, thus proportionately reducing road maintenance, congestion,
incidents, and new road infrastructure, while also reducing pollution of both fumes and noise.

Disclaimer

CF Technologies is conducting a Prefeasibility Study, based on World Bank guidelines, that is developed in good
faith. This is a proprietary CFT document and is not intended to be relied upon by any person or organisation
other than CFT, its employees and its authorised contractors and representatives. Any potential infrastructure
development identified in this document will be subject to a peer review or specific audit conducted by
interested parties. CFT accepts no liability for any reliance by any third party on the information contained
within this document. CFT makes no expressed or implied guarantees, representations, or warranties as to
whether the requirements of this document will be fulfilled, and no reliance may be placed by any person on
this document.

Should errors or omissions exist or be observed CFT will respond favourably to all suggestions.

On behalf of the Board of Directors of CF Technologies.

Page 2 of 2 Efficient capital cost. Variable cost efficiency. Positive environmental outcomes.
CF Technologies PTY LTD



Port Rail Projects — A New Approach

Innovation creates a world first — to accommodate port growth without
excessive increase in port footprint, plus environmental and cost benefits.

The purpose of this document is to encourage those engaged in Port Rail Projects to
recognise that CF Technologies (CFT) offers a viable alternative to traditional rail and road
solutions for handling container freight at seaports around the world. To validate the
technology and the claimed advantages, an essential process is for the relevant authorities,
the Department of Transport (DOT - Victoria, Australia) and the Department Ports & Freight
(DP&F — Western Australia), to conduct a thorough independent review. Each Ministry needs
to specify the most suitable location of the logistics hub for each port, thus allowing State
Authorities to accommodate port growth without the need for an associated increase in
surrounding land consumption. The Ministry will hopefully be confirmed as visionary,
innovative, and open minded, in considering the CFT proposal.

CF Technologies will provide the Ministry with full information on the Intellectual Property and
Patents, and can act as a conduit for any validation process that may be forthcoming.

CF Technologies P/L — www.cf-technologies.com.au

Disclaimer

CF Technologies P/L is conducting a pre-feasibility study, based on United Kingdom Gateway guidelines, that is
developed in good faith. This is a proprietary CFT document and is not intended to be relied upon by any person
or organisation other than CFT, its employees and its authorised contractors and representatives. Any potential
infrastructure development identified in this document will be subject to a peer review or specific audit conducted
by interested parties. CFT accepts no liability for any reliance by any third party on the information contained
within this document. CFT makes no expressed or implied guarantees, representations, or warranties as to
whether the requirements of this document will be fulfilled, and no reliance may be placed by any person on this
document. Should any errors or omissions be identified, CFT will act promptly to correct the information.

CF Technologies - Innovative Freight Distribution Page 1 of 8



Overview

The best long-term solution to any issue is obtained by matching ongoing and long-term
requirements with a solution that is flexible, and able to scale efficiently and cost-effectively
into the future as the landscape changes.

The Long-term Port Issue

Capacity at many Ports around the world has grown well beyond the design specifications
that were relevant when the ports were first established. This manifests as congestion and
reduced throughput, as well as increased land consumption. In many cases, this expansion
is creating conflict with surrounding communities, and growth has become unsustainable.
Land consumption is due to two factors — space required to store shipping-containers, empty
or full, between transport stages, and also the need to provide manoeuvring room to
accommodate intermodal transfer activity. '

The Long-term Solution

Container Freight Technologies Infrastructure will allow for volume growth at the port without
increasing land consumption.

& Container storage will be neither at the port nor its precincts,

# Trucks will not create congestion nor road deterioration around the port or its nearby
suburbs, and

# Rail sidings and shunting-yard infrastructure are not required at the Port.

This will allow the logistics hub to transfer containers to and from the port, efficiently, cleanly,
and unobtrusively.

By enabling collaboration of the Ministries of Transport for both Rail and Road with Port
Infrastructure, our holistic logistics solution will reduce land consumption while increasing:

& Efficiency of the Port,
# Utilisation of Trucks and

# Capacity of Rail.

A modified ship-to-shore Ganitry
L] connecting with the CFT system
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Concept

The basic concept behind the CFT core technology is the attachment of motors and wheels to
shipping containers, thereby transforming them into vehicles ~ Container Vehicles. The
motors and wheels are combined into what we refer to as Detachable Drive Units (DDUs),
and each Container Vehicle requires two DDUs. This equates to four motors per vehicle.

Container Vehicles can travel through pipes just over 5 metres in diameter, and can be routed
above ground, at ground-level, or underground in tunnels less than 6 metres in diameter. In a
normal configuration, twin pipes would be required to accommodate transit in both directions
between port and logistics hub. Pipes allow for travel in either direction, and can switch
directions to handle unusual traffic conditions. In addition, this bidirectional ability provides a
degree of redundancy should an incident occur in one of the pipes.

A Container with DDUs attached,
onh Rails within a section of pipe

Pipes are fitted with power-supply rails, and also communication lines to keep the vehicles in
constant communication with a central command station. Ample allowance is made for
drainage in the bottom of the pipes, which also includes room for self-driven cleaning robots if
these are deemed necessary.

Our website provides many further details — www.cf-technologies.com.au
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CFT Advantages

The core advantage of the CFT system is its ability to transport containers in near-continuous
flow between a port and a logistics hub. Bottlenecks and double-handling are reduced to a
minimum. The hub can be situated many kilometres away from congestion and valuable real-
estate. Twin tunnels and pipes can deliver containers in both directions, securely and on
time. Our technology will provide seven positive outcomes —

1) Trucks will not have to travel on congested roads in and out of the port, increasing
their efficiency, while reducing pollution, road maintenance, and time-delays for
motorists.

2) The rail freight train paths will not have to cross domestic rail-lines, a potential cause of
schedule failures.

3) Areduced need for rail sidings at the port when using the CFT process leads to
reduced land consumption as port volume grows.

4) The predicted increase in shipping volumes will no longer require consequential land
expansion in the port or nearby suburbs for stacking containers, and manoeuvring
trucks, cranes, and forklift trucks. These activities can now be assigned to the
Logistics Hub, possibly many kilometres away.

5) CFT will defer or even avoid having to build a new port. An example of where this
might apply is the planned port of Hastings in Victoria.

6) A standard installation of the twin pipes, each slightly more than 5 metres in diameter,
will have a capacity of millions of container movements per annum. The capacity of
these two pipelines should cater for port volume growth for more than a decade. In the
case of Melbourne Port, twin pipes should be sufficient to cater for 15 years of growth.

7) Road usage will decrease over time, thus proportionately reducing road maintenance,
congestion, incidents, and a need for new road infrastructure, while positively reducing
pollution of both fumes and noise. Potential savings on expenditure for new road
construction projects, can result in a huge reduction in capital costs.

Should a jurisdiction have joint responsibility, or a separation of authority for Transport
Ministry and the Port Infrastructure Ministry, careful cooperation and coordination is required.
Working together, these two authorities should be able to create a holistic logistics model
solution that will benefit communities, port competitive-positions, and efficiency, for all
stakeholders.

Four patents (one more on the way) are registered. Preliminary case-studies have been
completed for two ports in Australia where some enthusiasm is being shown. We have
identified three other opportunities globally. We also have an international engineering
company looking at power-consumption data with us. The University of Melbourne had a
small number of engineering “masters” students developing “proposal and costing templates”
as their assignment for 2020.
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Transfer Unit that robotically moves containers and DDUs
between transit channels and other transportation devices

Constructing a Prototype

We have strong encouragement from people and organizations in Geelong, Victoria...
# Austeng Pty Ltd an engineering firm to coordinate the Prototype construction,

# An offer of land in the Avalon area, (with Baywest in mind) and

# The City of Greater Geelong is extremely keen to support us. Baywest is a Victorian
port near Point Wilson — Geelong, and is considered a long-term project. This would
be an agile facility, Air, Sea, Rail and Road port -- one of the few in the world. We are
aware of four earlier projects not being approved at Point Wilson. The promise of our
technology is that it would leave the wetlands sanctuary undisturbed. Pipes can be
routed underground, and even an above-ground implementation would have minimal
impact since everything is encased in pipes.

Proposed layout for a CFT Prototype capable of demonstrating the = .
aftachment and operation of DDUs, and associated robotic mechanisms
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Traversing Rivers

Many ports face a problem with heavily utilized rivers and waterways that cross the most
direct path between a Port and its associated Logistic Hub. Traditional rail systems require a
lengthy ramp to get rail-lines to height or depth for a river crossing. A CFT design has been
developed to tackle this issue — the Double Helix. The technique involves a tight radius rail
path that has a relatively small ground-level footprint, both during construction and in
operation.

Installation can utilise current assets without a complete rebuild of an existing port facility.
Where pipes need to run below ground for significant distances, the tunnel diameter to
accommodate them is slightly less than 6 metres, resulting in reduced excavation costs
compared with larger rail tunnels for traditional rail systems.

Examples on our website show proposals we made several years ago for implementations at
two docks in Australia — Fremantle Dock in Western Australia, and Webb Dock in Victoria.

Drawing showing pipe equivalent
of the Double-Helix rail paths

Section of the cylindrical shell that
houses the Double-Helix rail path
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Logistics Hub Layout Plans

We have now completed our development of the “layout templates” for the Ports and the
Logistics Hubs. The port template may be integrated with existing hub facilities, thereby
removing the need for a complete rebuild. Provision should be made to include additional
pipes in the system to eventually cater for increased port traffic volumes, even though the
pipes may not be required or installed until well into the future.

If the opportunity exists, a new hub development (Green-Field site) provides the flexibility of
construction to take full advantage of the most beneficial features... ,

a) Expansive (and expandable) Container storage.

b) Rail and truck traffic lanes and bays to deliver and collect containers.
¢) The pipes to and from the port seamlessly integrated.

d) Transfer Units for loading and offloading to and from the pipes.

e) Maintenance yards for the Detachable Drive Units.

The configuration of the pipes at the port will be specific to each port; Notionally there will be:

# Two pipes to each dock within the port area connecting with gantries for loading and
offloading.

& Specifically designed or modified cranes to feed the existing gantry cranes to load and
unload vessels.

# At both the port and the hub, there is a<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>