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The Aggregate and Quarry Association (AQA) acknowledges that our fransport system
needs to shift fo a low/zero carbon pathway as soon as possible to meet our emissions
reductions commitments and targefs.

We agree that decarbonising our fransport system will be challenging and that difficult
choices and trade-offs within fransport and across sectors must be made by central and
local government fo prioritise investment, and other action, to move different sectors o
low-carbon pathways.

New Zealand needs to play its part in global commitments to meet the objectives of the
2015 Paris Agreement and to reduce carbon dioxide emissions. Inreducing our emissions,
it is essential that policies do not lead directly to constraints on the supply of vital materials
essential for the social, economic, and cultural wellbeing of communities.

New Zealand’s aggregates profile

Currently an average of around nine tonnes (one rigid fruckload) of stone, gravel and
sand per New Zealander is required each year fo meet New Zealand's ongoing
infrastructure demand. The Government’s 10-year Minerals and Petfroleum Strategy
released in November 2019 included a clear statement that:

“Projections indicate that the population of New Zealand could grow as high as between
5.3 and 7.9 million by 2068. To meet the need:s of this growing population we will require
more housing, more energy, and expanded infrastructure. The minerals and petroleum
sector has a critical role to play in building this future.

We need to make sure we have the aggregate (crushed rock and stone) required, or
alternative replacement material, to build the foundations of our houses and roads.”

Central and local government will need to invest an unprecedented amount of money
into infrastructure, such as schools, hospitals, roads and transport, to meet this population
growth. New Zeadland relies heavily on locally sourced aggregate resources for
infrastructure repair following disasters for road, cycleway and rail transport corridors,
maijor projects and for housing development.

In Auckland alone, population is projected to reach 2.4 million by 2050. This represents a
population growth rate that is higher than the national average. To accommodate this
growth, Auckland'’s built environment will change significantly. This could mean 313,000
new homes along with new infrastructure, commercial buildings and community
facilities. This number of homes alone will require an additional 78 milion tonnes of
aggregate, or 2.6 milion tonnes per year from now until 2050.



@ |

ks

Climate change and rising sea levels are going to put added pressure on rock supply for
sea walls, riverbank protection and restoration. Based on the advice of the Climate
Change Commission, 13 wind farms, each the size of the country’s largest, will need to
be built in the next 15 years to power the country's new electric cars and boilers. The
construction of these wind farms alone will require an additional 1 milion tonnes of
aggregate and sand.

New Zealand needs a secure supply of quarry materials to provide affordable housing
and infrastructure now and for future generations.

To do this, it is critical that planning is sfreamlined, quarry resources are protected so they
can supply vital construction materials and quarry land is retfurned as an asset to the
community once extraction is complete.

Quarry products are almost exclusively carted on heavy trucks which are typically fuelled
by diesel. Haul distances are short and the location of quarries on urban fringes limits the
transport options for aggregates and sand.

We make the following submission in relation to the discussion paper; Transport Emissions:
Pathway 1o net Zero by 2050.

Consultation Question 1: the principles in Hikina te Kohupara

We generally support the principles used in Hikina te Kohupara to shape the advice,
particularly Principle 4 in relation to a co-ordinated approach to transport and land use
planning that have a strong influence on transport emissions.

Quarry materials are not universally available and can only be sourced from where they
are located; without planning to provide for adequate access to resources at workable
locations, there is the real risk of losing access to such proximate resources, greatly
increasing the costs of building and infrastructure development and maintenance.

Currently, the cost of a tonne of aggregate doubles when it has to travel 30 kilometres
from a quarry, with additional costs for each extra kilometre thereafter.

By ensuring quarries are close to their markets, opportunities exist for emissions to be
reduced by improving the efficiency of supply chains and improving the fuel efficiency,
and carbon intensity of freight modes and fuel.

Consultation Question 2: the government’'s role in reducing transport
emissions

Government procurement policies, including leveraging their purchase power, to
support low emissions products and practices could help reduce emissions. It is important
here to decrease the need for carbon-intensive transportation and improve energy
efficiency in the long-term by ensuring quarries are close to their markets, thus
significantly reducing transport costs, transport congestion and carbon emissions.

Too often specifications for major projects target high quality aggregates regardless of
the need for such "high quality” products given the use and life expectancy of the road
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or building. Such specifications do not fake account of sources close to the project which
could be suitable while significantly reducing fransport related carbon emissions.

The Government, in consultation with the aggregates sector, needs to confim the
available sources of aggregate and sand throughout the country, including aggregate
quality, accessibility, and proximity to markets so that those sources identified as crifical
for the country's future growth, are protected and appropriate provision is made for their
development to meet future demand for aggregates.

We consider it imperative that local authorities are directed to protect key resource areas
and enable their development, to both protect existing quarries from encroachment of
non-compatible land uses such as housing, reduce reverse sensitivity potential and fo
enable the expansion of these resources and development of new greenfield resources.

Consultation Question 4: priority of government actions

Transitioning New Zealand to a low emissions economy requires a coherent and
coordinated approach fo climate change across government agencies, and across
levels of government. It is essential that working together addresses the allocation of risk
and funding to ensure incentives for behavioural change are appropriate at the national
and regiondl levels.

The Government needs to create a more discretionary regulatory approach for certain
activities, including quarries, that are necessary to facilitate a response to the effects of
climate change.

Coherent policy is also important to ensure that households, business, and communities
receive clear and consistent signals about the transition to low emissions, and the nature
and speed of change required.

The proposed National Policy Statement for Indigenous Biodiversity requiring ferritorial
authorities to “avoid” any subdivision, use and development within an SNA containing
the four main effects is inconsistent with the Government's Resource Strategy, and other
current initiatives around urban development, use of highly productive land,
infrastructure spending, and climate change.

Rather than taking an infegrated approach to resource management, it appears that
officials across government departments are acting in their separate silos creating
unnecessary duplication and imposition of additional costs and restrictions, all with similar
stated goals but with inevitable unintended consequences. We have seen this recently
with introduction of the NES Freshwater Regulations, particularly concering earthworks
around wetlands.

Existing freight networks and services could be used more efficiently, however if we
continue to embrace technology including heavier electric vehicles and modern heavy
vehicle configurations, we need to continually upgrade the road network to compliment
this technology.



More efficient use of networks in relation to supply of aggregates and sand could mean
more flexible operating hours in areas to reduce traffic congestion at peak times and
spread the load on roads. An example here is the restocking of resale yards, concrete
and asphalt plants in urban areas at night so that trucks are off major arterial roads during
the morning peak times. While this may involve 24-hour operations for loading, this can
be done while mitigating the operation’s impacts on the environment, reducing
emissions, and ensuring community wellbeing is maintained.

Consultation Question 11: freight modes and fuels

The Climate Change Commission identified that heavy trucks are the most challenging
vehicles to electrify as they operate close to legal size and weight limits, so heavy
batteries could reduce the payload the truck can cairy. Modelling also suggests that
commercially available quantities of biofuels for heavy and off-road vehicles is unlikely
to be available before 2035 and therefore low carbon liquid fuels are unlikely to be an
option for our sector in the short to medium term.

Like food and perishable goods, aggregate moves over short distances, and very few
quarries or delivery sites have access to rail or coastal shipping. Aggregates need to be
delivered quickly and reliably as customers do not have areas to stockpile material.
Therefore, aggregate delivery cannot easily shift fravel type.

| While the discussion document identifies that these deliveries are most likely to be carried
out by electric trucks in the future, at this point too much is unknown about the kinds of
future energy that will power heavy vehicles.

General comments

We agree that in the short-term, the best opportunity for the Government to reduce
emission from heavy trucks is to introduce a fuel efficiency standard for trucks and a
biofuel mandate. As with light vehicles, these standards will need to ramp up over time.
There is currently a limited amount of biofuel available in New Zealand, so we believe
there is merit in the Government supporting a domestic biofuel industry.

We do not hold a view on the relative merits of the four potential pathways identified in
Hikina te Kohupara, as all will require many levers and policies to be achieved.

We agree that the government should pursue urban development and land use
changes that support emissions reductions from transport as soon as possible. Our cities
and towns will only realise the full benefits of changes to urban development and land-
use planning over the long-term. An additional reason our cities are under pressure is that
adequate provision has not been made in planning documents to recognise existing and
potential aggregate and sand deposits or provide for their extraction.

Wayne Scott
Chief Executive Officer
Aggregate and Quarry Association

wayne@aga.org.nz
021 944 336



Comments regarding Hikina te Kohupara

24 June 2021

Firstly, it is great to see that work, including this report, is finally getting underway to determine how
New Zealand is going to reduce its transport sector emissions. There is much to agree with here and
| have only a few comments and suggestions.

Overall comments

. | believe that the biggest challenge with transitioning our transportation sector from one based on
fossil fuels to one with low or no GHG emissions is going to be building and maintaining a social
mandate for the shift. This transition is:

e Very large, complex, and is to be undertaken in a relatively short timeframe

e Going to impact everyone, requiring them to make changes to the way they live, how they
get from place to place, what vehicles they drive, and coming with a higher cost

e Being made for a long-term global benefit and with no strong and direct linkage between an
individual’s activity and the impact of not reducing emissions. On top of this, whatever NZ
does will have little direct effect on global emissions.

e Likely not to be a priority for many New Zealanders versus other, often more urgent,
concerns such as paying the rent or having a family holiday

While this is certainly recognised in Hikana, | think considerably more work is still required around
how to build and maintain public buy-in to the necessary changes - especially for transitioning the
light vehicle fleet.

. | believe that “biggest bang for the buck” needs to be a guiding principle in deciding which pathways
are pursued to reduce transport sector emissions. We here in New Zealand simply do not have the
wealth (or population) to do otherwise. While this study has identified many of the factors and
issues involved, | would like to see more robust unbiassed quantitative information gathered on the
different options (definitely for your downselected options) to include metrics such as: $ to the New
Zealand economy/tonne CO;-e avoided; scale of CO,-e reduction possible?; and some informed
assessment of what proportion of this available reduction is realistically achievable by 2050 before
any political decision is made on a forward plan. Such a common framework would allow the pros
and cons of the various options to be compared when they have such different balances of ongoing
vs upfront costs, have varying impacts in different parts of the transport fuel value chain and
different impacts on Government vs consumers vs industries. Obviously, a similar type of metric for
S cost to Government/tonne CO2-e could also be evaluated.

1 brian Suckling, now retired, was until January 2019 was a Research Leader at Scion, New Zealand’s forestry-focussed Crown Research
Institute, with responsibility for the Institute’s research on both liquid and solid biofuels. He also represented New Zealand in IEA
Bioenergy's Task 39, “Commercialising liquid biofuels”, giving him a good understanding and international perspective on the role of policy
and technical developments in biofuel deployment.

g Particularly around the avoid and shift interventions.



3. The underlying issue here is that we are wanting to replace a very mature and well-established fossil
fuel + ICE-based transport system with one powered by low-emission alternatives, and that all these
alternatives (particularly currently) have higher costs for fuels and/or vehicles, and may require new
distribution infrastructure. Will the target readers of this document understand this?

4. The over-arching goal here is net-zero emissions in NZ by 2050. Options for low-carbon transport

“should therefore be compared on the basis of their total emissions in New Zealand. This study
focusses only on in-use transport emissions and does not consider emissions or energy from fuel
production and distribution in New Zealand. | believe that options for low-carbon transport must be
compared on the basis of their total emissions in New Zealand - irrespective of where or how they
are produced, and even though they may report to different buckets such as energy or industrial
processes. Persevering with a current focus only on in-use emissions could easily lead to some bad
outcomes. For example, hydrogen produced from natural gas (without CCS) would fit your definition
of a “zero emissions fuel” but would actually lead to little or no emissions reduction [and maybe
actually increase emissions] because of the CO; emitted during its production.

| believe robust underlying principles, such as seeking lowest total emissions in Nz, are vital to
maintaining public confidence and credibility in the transition to low emissions, particularly as
interventions really start to bite.

5. Greater attention needs to be given to managing the technical uncertainties in this transitions. All
three low-carbon fuels considered here (electricity, biofuels and hydrogen) require significant
technical developments to occur to reach the required levels of penetration. It should be recognised
that it is difficult to predict which technical advances (such as in EV battery technology to reduce
cost and increase range) will actually occur, and even more difficult to predict how fast these
developments will occur.

e  Will the developments required to deliver a policy outcome actually occur®, or might a
better alternative emerge?

e Investors might hold off from making the required investments in low-carbon
fuels/infrastructure until the technical risks are reduced to acceptable levels.

e There is a risk of building redundant infrastructure.

e Future costs are difficult to predict.

One important way to address this risk is to focus the main policy interventions on incentivising the
outcome (reducing transport carbon emissions), rather than incentivising certain solutions (EVs or
biofuels)®. The Californian low carbon fuel standard is an example of this approach, as is our ETS.

Q1. Do you support the principles in Hikina te Kohupara? Are there any other
considerations that should be reflected in the principles?
It is not clear to me exactly what these principles will be used for. As they stand, all make good

sense. Some rewording of the headline to principle 7 may be warranted to better reflect the points
made in the explanation that follows.

3 An example of where this has not happened is the on-going failure to deliver mandated levels of cellulosic ethanol in the US due to
technical difficulties in developing commercially-viable processes.

4 particularly important in the heavy vehicle fleet, where, as identified in your Green Freight document, the best fuel option is currently
unclear.



If these principles are to be used to assess the different options/interventions against (something |
think would be very useful to start developing at this stage in the process), then the list will need
some augumenting. In particular | would see adding:

e Asdiscussed above, a principle around “biggest bang for the buck”.

e Something around resitience/adaptability. Given the long timeframe here, the importance of
technical advances to achieving the intended outcomes and NZ’s dependence on vehicles
from overseas, it will be vital that the pathways we choose can be adapted to deliver the
desired emissions reduction, in spite of an uncertain future. It should be recognised that it is
difficult to predict which technical advances (such as in EV battery technology to reduce cost
and increase range) will actually occur, and even more difficult to predict how fast these will
occur.

o And a question: Transport biofuel deployment overseas has been driven not only by
countries wanting to reducing emissions, but also by the opportunities for rural economic
development and by increased energy security (domestic production replacing imports).
Should the latter two factors also be considered in New Zealand?

Q2. Is the government’s role in reducing transport emissions clear? Are there other
levers the government could use to reduce transport emissions?

A diverse range of powerful vested interests — and also most of the population - will be affected at
different times throughout the transition to a low-carbon fuels. To maintain the credibility of the
transition, it will be vital that the Government have a rational, broadly agreed and clearly-enunciated
set of principles upon which the transition is based, coupled with rational well-designed set of rules.
The credibility and required timing for the transition could easily be undermined by inappropriate
responses to “special situations”, or rules being exploited to deliver unintended outcomes. Maybe
this is something so obvious to you, that you feel this does not need to be stated?

There is, of course, also an important role for the Government in providing the trained workforce
needed to build and operate the chosen options — and to build the supporting infrastructure. This
could have a major impact on our ability to meet the required timelines.

Q3. What more should Government do to encourage and support transport innovation
that supports emissions reductions?
| think the Government has a broader role around developing and supporting relevant expertise in

these areas in places such as universities or CRIs. While most of the technical innovation will occur
overseas, there is still a need for New Zealand expertise in some of these areas to understand and
adapt these technologies for potential New Zealand implementation. Such expertise is rarely
available in New Zealand companies, and while at Scion | was involved in a number of industry
projects where this was our role.

Q6. 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

The underlying issue hindering this transition is that we are wanting to replace a very mature and

well-established fossil fuel + ICE-based transport system with a higher-cost low-emission



alternative’. Increasing the cost of fossil fuels via additional taxation would, particularly over the
longer term {and especially for the heavy vehicle fleet), be a powerful mechanism to address the
current higher cost of switching to low emission fuels, as well as incentivising the switch from cars to
public/active modes, and more fuel-efficient ICE-powered cars.

[ would therefore support an additional tax on fossil fuels (yes, in addition to the ETS) based on the
carbon emissions from that fuel. The levels would need to be set at level sufficient to actually
influence consumer behaviour and reduce the barriers to switching to sustainable alternatives. As
noted, revenues raised could be used to fund other interventions to facilitate the transition. Such a
tax would directly align to the intended outcome, be solution-agnostic, and also incentivise off-road
users of liquid fossil fuels to switch to sustainable alternatives. | believe it would also be simpler and
much more effective than many of the other financial interventions suggested (e.g. vehicle licencing
based on emissions), albeit more challenging for politicians.

I can also see there might still be a need for a distance-based charge for transport infrastructure
maintenance and interventions to ensure a just transition.

Q7. 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?

Based on the principle of “biggest bang for the buck” I suggest serious consideration be given to an

eventual light vehicle fleet where most of the fleet is EVs, but that biofuels or hydrogen are used
instead as low-carbon fuels in remote locations where the cost of electricity distribution is too high
(e.g. some farms), or where there is no viable EV alternative®. While this could substantially reduce
costs, quite how a policy could be designed to deliver such an outcome isn’t clear to me.

If a biofuel mandate is to be introduced, it will be important that the Government ensure engines
within vehicles entering both the light and heavy fleet are compatible with proposed upper
mandated levels of biofuels.

| believe that in New Zealand, where we do not manufacture vehicles, we have a moral obligation to
consider impacts of the emissions we induce outside New Zealand. Doing this can lead to quite
different outcomes. For example, | recently considered replacing our 2™ vehicle with an EV. Our
current vehicle is a 2011 Toyota Corolla averaging 6,000 km/yr. If we consider in-use emissions (or
emissions produced in NZ), then CO,-e emissions would rank in the order EV < new more fuel-
efficient ICE < existing vehicle. However, if one takes into account emissions during vehicle
manufacture and disposal, which are all induced as one drives a new vehicle off the lot, then the
COs-e emissions switch right round and lie in the order existing vehicle < new more fuel-efficient ICE
< EV. Different situations may well have different outcomes, but in our case keeping the existing car
is the best option’. For this reason, | would not support a vehicle scrappage scheme.

Q8. Do you support these possible actions to decarbonise the public transport fleet?
Do you think we should consider any other actions?

5 Much is made about EVs costing less than petrol cars to run. This is certainly true at present. However, is this going to remain the case
after all the investments in the ~30% expansion in electricity production, new and upgraded electricity distribution infrastructure and
additional dry year insurance capacity are taken into account?

8 The rollout of high speed internet, where a mix of fibre and wireless have been implemented in different situations, is an example of
such a pragmatic approach.
7 | assume we own the car for 10 years.



Yes, but the focus should be put onto those having the biggest impact on reducing emissions for the
lowest cost.

Q11. 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?

Only a couple of brief comments here:

e New Zealand is such a small part of the global aviation and shipping markets that we are
going to need to follow global lead when decarbonising these sectors. Airlines and shipping
lines are going to want to maintain the flexibility to use their ships or planes wherever
needed in the world, so a best-for-NZ solution is unlikely to work. This would also apply to
domestic jet flights because such planes may also be used for international destinations.

e lItis going to be important to consider options to replace fossil diesel, aviation and marine
fuels with low-carbon alternatives in domestic transport in close alignment with other uses
for these fuels such as in international aviation, international shipping, and off-road uses of
diesel.

o Because of the technical risks, and the potential for delays in transitioning to sustainable
alternatives, | would be very wary of making blanket promises around banning the import or
use of ICE vehicles by a certain date. Viable alternatives other than biofuels will have to be
available before this can be done.

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?

These are but 4 amongst many possible pathways. Importantly, what this modelling does show is

that initiatives in all 3 themes could make a significant difference and therefore that
interventions/actions in all three themes warrant further investigation. Before the above question
can be answered | think more information is required, including the costs of the different options,
realistic estimates of what could be achieved and their resilience to future uncertainties.
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1. Introduction

The Waimakariri District Council welcomes the opportunity to submit on Kia mauri ora ai te iwi -
Transport Emissions: Pathways to Net Zero by 2050.

This Council provides the following responses to each of the consultation questions, using the relevant
chapter headings in the consultation document.

2. Responses to Questions 1-13

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

Yes, but more attention is we think required to address emissions from the existing fieet.

The just-released (June 9) Climate Change Commission advice to the Government is focused on the
cars that come into the country - about 250,000 to 300,000 vehicle per annum (roughly five per cent of
the fleet), as is its more recent announcements again in relation to incentivising EV uptake.

Of concern are the 5.5 million vehicles currently on our roads. Replacing ‘like with like’ (e.g. an electric
vehicle for an internal combustion engine (ICE vehicle) will not allow us to meet targets. There needs to
be a particular focus on how we maintain and transition the existing (and aging) fleet (e.g. undertaking
wide-scale and regular emissions testing in conjunction with Warrant of Fitness) to progressively
eliminate (via scrappage) older and high-emitting vehicles from the fleet.

This would allow the country to more effectively meet its transport targets. That said there are real
challenges in effecting this transition across much of rural Canterbury and with its dispersed
populations.

We also think particular emphasis needs to be placed on Principle 7 that ultimately, whatever
technology change and uptake occurs, this depends on people and the right mix of education and other
means to best inform our urban and rural populations.

3: The Government’s role and levers for reducing transport emissions

Q 2: js the government’s role in reducing transport emissions clear? Are there other levers the
government could use fo reduce transport emissions?

Yes this largely clear. However, more should be done to free up the constraints within the National Land
Transport Fund and allow more funding to be truly allocated to upscale innovative public passenger
transport services and more efficient freight services, recognising that in a large and dispersed region
such as Canterbury, private vehicles will always be a key part of the transport system.

On page 25, there is reference to increased investment from local government. Like many local
authorities, this council is under considerable financial pressure to reduce or keep rates at a sustainable
level. As much as this council would like to consider a wider range of options for decarbonising the
transport network — and make a meaningful contribution to reducing emissions in greater Christchurch —
increased resourcing to do so is required from alternatives to current (primarily rates-supported) funding
sources to allow this to happen.

Chapter 4: The role of innovation in the transport system

Q 3: what more should Government do fo encourage and support transport innovation that supports
emissions reductions?

Reference: EXT-30 210517078299



Government needs to be an active enabler of electrification of the private vehicle fleet, noting that
private vehicles will always be part of the transport system in Canterbury due to its dispersed nature.

The document states (pg. 48) that ‘electric bikes are growing in popularity and have potential to improve
efficiency, sustainability and wellbeing within Aotearoa’s urban transport systems’. However, this is not
reflected in the Climate Change Commission’s advice (9 June) to Government. Surprisingly a multitude
of benefits have as a result been overlooked, including reduced carbon use and improved health
outcomes.

The evidence from both suppliers, users and (business) supporters of electric bikes (E-bikes) in greater
Christchurch strongly suggests this mode of transport is an important and growing force in the efforts to
get commuters out of ICE vehicles and into more active transport modes.

The Green Paper goes on to say (pg. 48) ‘the key benefit of E-bikes is that they broaden the pool of
people who would cycle if there was safe and connected infrastructure to do so ... creating networks of
safe, separated cycleways is likely to be the best way to harness the potential of E-bikes in Aotearoa'.

Our Council’s own recently undertaken staff travel survey (where approximately half our staff provided
responses) reinforces this statement. The survey provided a number of key theme responses around
the desire for better / increased access to cycling (as well as public transport (PT) and car-pooling). Our
analysis shows that many staff have said they would cycle if there were better work facilities and
cycleway infrastructure provided to get to work.

Chapter 6: Theme 1 — Changing the way we travel

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

We support integrated transport and urban planning and provision of all infrastructure. Having quality
compact and mixed-use development in more dense urban areas is important. However we note that
Canterbury is very dispersed and given advances in remote working and transport emissions
reductions, there is no reason that technology cannot enable a modern workforce, lifestyle choice and a
zero carbon future. :

Despite all of the decarbonisation initiatives, there will still need to be important corridor links (including
the overdue SH1 Woodend corridor/bypass) that are important to support important freight, tourist and
commuter routes to support planned and managed growth.

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

Anecdotally, it is common to often hear people say that ‘public transport is not for them’. They will offer
a range of excuses as too why they will not use PT such as ‘the bus takes too long’ or ‘bus doesn’t go
across town to where | want to go to’.

To enhance and promote the benefits of PT, Government agencies need to work more closely with
regional and district councils to have for example a promotion campaign showing the benefits of PT,
giving out Metro cards at shopping malls and other spaces or events where large public numbers
congregate, explaining the greater Christchurch journey planner (and App), the need to reduce our very
high emissions and some stories (and pictures) of satisfied users.

There is a need to pitch (education) to the wider public the reality of how good the growing network can
become in greater Christchurch (including express buses). The Government needs to set incentives at
the right level to get commuters out of their cars and onto PT and other modes. This means increasing
the reach and regularity of the network, progressively lowering fares, and building better infrastructure
that enable buses to avoid congestion.

Reference: EXT-30 210517078299



Advances in ridesharing and enabling technology that allows people to have choices should be
supported. We should encourage adoption of semi-autonomous and autonomous low emission vehicles
that will support movement about a dispersed area like Canterbury that is difficult to service.

Q 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
2050?

Park pricing for parking lots could be considered in inner-city Christchurch. It has been well documented
that there is simply too much valuable land given over to, and given over long term, to (inner city) car
parks.

Such land, land that is clearly being ‘land banked’, inhibits progressive urban and civic design
development and could be subject to park pricing (pg. 62). We support that councils be given the ability
to develop and implement parking pricing strategies.

This Council supports investigating the role of road pricing measures for other purposes. But it is
cautious support. Pricing as an enabler to allow for the cost of providing new infrastructure is one thing
but if it used as a punitive measure, it can exacerbate the gap between those who have and those who
don’t and could lead to unintended social and economic outcomes

Chapter 7: Theme 2 — Improving our passenger vehicles

Q 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 (p 72) that could help Aotearoa
transition its light and heavy fleets more quickly, and which actions should be prioritised?

The actions listed on pg. 72 cover well the key aspects of decarbonising the light vehicle fleet. This
council supports measures to decarbonise the existing fleet (p. 69) such as scrappage in harness with
other policies such as implementing a potential rolling age ban for used vehicles to combat emissions
from ICEs.

We note that the fleet will roll over naturally over time and that the social and economic impacts of
accelerating the move moving to a carbon neutral fleet need to carefully considered, especially in
population-dispersed districts like Waimakariri. If the cost of electric vehicles comes down as rapidly as
some predict this may happen due to market forces rather than requiring government intervention, but
we are mindful of accompanying social and economic impacts of transition.

While the steady removal of aging and polluting vehicles from the country’s fleet will bring wide-ranging
sustainability benefits, we consider there needs to be the allowance made for retaining ‘vintage’ class
vehicles, vehicles with a defined heritage or cultural value. In the UK, vintage vehicles are given special
status in that they will be guaranteed future fuel allocation, e.g. for rallies and exhibitions. The term
‘vintage’ also includes classic vehicles (typically over 20 years of age) and those vehicles over 30 years
of age (Vintage Car Club eligibility age) which form part of New Zealand’s motoring history.

Q 8: do you support these possible actions (pp 75-76) to decarbonise the public transport fleet? Do you
think we should consider any other actions?

Yes, we support the listed measures to decarbonise the PT fleet. Electrified passenger rail may be an
option that is many years off from becoming a reality in greater Christchurch,

This council considers creating a mandate for local government to procure only electric buses by 2025
to be an important action. In so doing there needs to be recognition of cost, and if the cost of PT goes
up disproportionally due to forced decarbonisation this may discourage the use of PT and be counter-
productive.

Reference: EXT-30 210517078299



Q 9: do you support the possible actions (p 79) fo reduce domestic aviation emissions? Do you think
there are other actions we should consider?

Evidence demonstrates that global GHG emissions from air travel are set to rise three-fold from where
they are now if effective mitigation measures are not taken. Enabling and encouraging the aviation
industry to move to a lower emissions future will be important.

Chapter 8: Theme 3 — Supporting a more efficient freight system
Q 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? (p 86)

This council will consider commenting separately on the National Freight Strategy when this is released
for consultation. We note the importance of freight corridors from the farm gate to the market and key
routes such as the Woodend bypass in providing uncongested freight routes from the regions to
Christchurch, Lyttleton Port, and the Christchurch Airport.

Q 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 (pp 95-96) for freight modes and fuels?

On pg. 75, the document states ‘Most of the metro passenger rail networks in Auckland, Wellington and
Christchurch are fully electric’. If that were true for Christchurch, then this would mean great steps that
don’t need to be undertaken.

This council supports the investigation into mass rapid transit routes in greater Christchurch (CBD to as
far as Rangiora and Rolleston) but would like to see a comparative full life cycle analysis undertaken
against existing modes to show the viability (or otherwise) of electric passenger rail in greater
Christchurch.

Chapter 9: Supporting a Just Transition

Q 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?

The main impacts have been identified. This council particularly supports broader interventions being
considered to reduce transport disadvantages and transport poverty.

The council will also soon begin considerations around planned reforms to the Resource Management |
Act (and requirements within the National Policy Statement on Urban Development — NPS-UD) to
support quality compact and mixed use urban development.

The NPS-UD is contradictory to our goals in that it allows out-of-sequence development, thereby
undermining efforts to achieve mass rapid transit / PT-friendly intensification along transport corridors
and the ability to make the most efficient use of existing infrastructure.

In our semi-rural, dispersed environment, out-of-sequence urban development also runs counter to
requirements to delete parking requirements from district plans, as our rural areas are poorly served (if
at all) by PT.

Chapter 10: Four potential pathways — What could it take to meet a zero carbon by 2050 target ;
for transport? i

Q 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?

Pathway 4 meets the 2035 target set out by the CCC. From an infrastructure point of view, Pathway 4 is
also likely the cheapest.
Reference: EXT-30 210517078299



There are three other pathways so there will clearly be elements taken from them in the policy changes
that will eventually arise. It is important to note the dispersed nature of Canterbury. Pathways 2 and 3
seek to achieve zero carbon while allowing for people to maintain independent transport choices. This
is supportive of a just transition.

As noted above, our District’s rural communities are poorly served by PT. On pg. 51, the document
notes that shared mobility options are required for smaller towns and rural areas and that the
Government needs a better understanding of ‘when and how it should act'.

While it is agreed that Pathways 2, 3 and 4 take the country in the right direction to reduce emissions, it
needs to be noted that that much of Aotearoa is regional and the economy is heavily dependent on
vehicular travel between regions for logistics and tourism.

This makes it imperative that Government agencies work with local communities to understand, find
and eventually implement shared mobility and other viable options for dispersed communities like those
in Waimakariri District.

These include investigation of innovative solutions for farming communities. Farming remains vital to
the District’'s economy. There are currently few if any ‘it for purpose’ alternatives to existing 4WD, utility
vehicle, tractor and other farm vehicle options required for farm work, vehicles that are affordable and
have e.g. towing capacity.

Making the necessary changes our towns and cities will not only reduce our emissions but also improve
a host of other outcomes, such as liveability, well-being, health and smail business viability.

Chapter 11: What opportunities should the Government progress over the first three emissions
budget periods?

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

We have no particular comments to make in response to this question.

The Waimakariri District Council thanks the Ministry for the opportunity to comment on this Green Paper

Reference: EXT-30 210517078299
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Introduction

1. Christchurch City Council (the Council) thanks the Ministry of Transport for the opportunity to
provide comment on Hikina te Kohupara - Kia mauri ora ai te iwi, the Green Paper on
Transport Emissions: Pathways to Net Zero by 2050.

2. Please note that Christchurch City Council staff, not the elected Council, are making this
submission.

3. Due to the short timeframe given to respond to the Green Paper, our ability to fully engage
with the Christchurch City Elected Members has been limited. We request that future
processes allow more time for councils to respond.

4. The Council notes that there will be further opportunity to provide input on initiatives to
reduce transport emissions as part of consultation on the Government's draft Emissions
Reduction Plan, in the second half of 2021. We look forward to seeing progress at this time.

Submission - general comments

5. The Green Paper covers all the relevant and well documented issues and potential initiatives.
It facilitates the necessary discussion. Overall, however, we would like to see stronger
language that highlights the urgency of the challenge and the need to respond to limit
emissions. There is an unprecedented challenge facing us, and the document must reflect the
urgency for change. As such, we would like to see the document become more focused and
include concrete priority actions or recommendations.

6. The document discusses well-known and accepted tools, policies, and actions. However, it
does not set out what the more effective actions are, the evidence of effectiveness, or what is
required to achieve them. We understand what needs to be done to reduce transport
emissions; now we need to determine the best approach and how it can be achieved. This
includes ensuring that the various national and local government policies and decisions are
aligned, that we have the right policy tools in place, and that there is mandate and funding to
carry out the actions we know are necessary.



7.

10.

11.

12.

13.

Further work is needed to explore the apparent tensions in national direction and policies. The
Council recognises that there are challenges in achieving multiple objectives; greater
understanding of how these policies will integrate is needed. For example, how actions to
increase EV uptake and housing supply can also support actions to achieve an enhanced urban
form and intensification (which will reduce congestion and the occurrence of deaths and
injuries on our roads, and encourage mode shift).

The Council is supportive of the ‘avoid, shift, improve’ framework, acknowledging that many

of the land use changes required to avoid the need for the current levels of travel have a very

long lead time. Increasing access to sustainable travel choices, reducing the need to travel by
car, and changing the understanding and behaviour of our communities should therefore be

the focus in the short term.

The Council considers that Theme 1 (Changing the way we travel, ‘shift’) is fundamental to
reducing emissions in the short term. This would see many shorter trips replaced with active
modes where practical, and longer trips with public transport. The Council strongly
encourages the discussion to more clearly consider how the recommended actions within the
themes impact on each other. For example, accelerating the uptake of EVs, which is a focus in
Theme 2 (Improving our passenger vehicles) may have impacts on the mode shift towards
active or public transport, and achieving a better urban form. This is because it could make
more travel by car easier, challenging both the desire to reduce private vehicle use and efforts
to change behaviours and shift modes."

Embodied carbon is not factored into carbon accounting, and while it is acknowledged as
being considered elsewhere, there should be a stronger link drawn between the impacts of
embodied carbon on different pathways. For example, one fossil fuel car share journey could
be better than three people driving their own EV, taking into account embodied carbon and
other impacts of single occupancy vehicles.

Following the impacts of COVID19, the potential of working from home to significantly reduce
commuting travel has been more widely acknowledged. More analysis is needed on the overall
greenhouse gas emission savings from working from home, taking into consideration
additional home power usage and access to other daily activities, in a non-centralised
location.

It would be useful if any future documents could provide additional context on the emissions
source. For example:

¢ How much VKT/PKT/TonneKM is enabled by each mode in Figure 3

e Emissions in the context of the population of the urban areas (they generate more than
half of the emissions, but what proportion of the population do they represent?)

o Which regions and urban areas have lower emissions per capita and why?

The current inequities inherent in the transport system should be stressed from the beginning
of the document. A just transition is a worthy and challenging goal. Charging for damaging
activities (single occupancy, fossil fuel vehicles), and subsidising activities with positive effects
(denser living to enable great concentration of production and consumption) will make a
significant difference. Any taxation changes should aim to follow this pattern.

" https:/sensibletransport.org.au/project/transport-and-climate-change/



Principles
Q1. Do you support the principles? Are there any other considerations that should be reflected in the
principles?

14.

15.

16.

The Council supports the principles outlined in the document. Principle 5 regarding a just
transition recognises that many are disadvantaged by the current transport system.
Encouraging behavioural change will be key to addressing this issue. We cannot continue to
encourage the amount of car travel that we have historically enabled. It is unsustainable and
creates winners and losers, especially as it locks people into needing to drive long distances to
access jobs and opportunities, creating ‘energy poverty'.

The document acknowledges that 'Decades of private vehicle oriented transport planning and
funding have encouraged car use over alternatives’. It would be worth further highlighting this
point as increased emissions from transport are a direct result of the investments we have
made to enable people to travel further and in more cars. We need to acknowledge this in
order to properly address the issue now.

As outlined in Principle 6, our actions within the next five years will be crucial to achieving our
emissions targets. We must act now, and the document could do more to highlight this
urgency. The first two emissions budgets will make or break our attempt to meet our
emissions targets.

Government's role
Q2. Is the government's role in reducing transport emissions clear? Are there any other levers the
government could use to reduce transport emissions?

17.

18.

18.

20.

Local government needs more funding in order to be able to act to achieve national and local
emissions targets, and we ask central government to consider possible ways this could be
achieved.

We strongly agree that there is a need for greater collaboration and leadership across the
government sector. It is unclear how the policies that are currently in development at a
national level, such as the national 30-year Infrastructure Strategy, the review of the Public
Transport Operating Model, and the Climate Change Commission’s work, align. There is also
crossover with recent policies such as the National Policy Statement on Urban Development
that needs to be clarified.

Cross-agency collaboration occurs at the local government level but needs national level
leadership to support the consistent implementation of policies such as pricing, reducing car
use, and intensification. The Government needs to provide strong support for local
government decisions on land use and transport/infrastructure integration, for example by
prohibiting urban development outside of designated growth corridors, and addressing
housing pressures first and foremost through increased density.

Tighter regulations on emissions standards are also needed, for example an earlier ban on
fossil fuel imports in line with Europe as a signal to customers and the sector.

Innovation



Q3. What more should Government do to encourage and support transport innovation that supports
emissions reductions?

21.

22.

23.

We have the technology available today to decarbonise our transport system, although there
are some barriers to using this technology. More emphasis is needed on enabling existing
solutions to decarbonise the transport sector.

Reduced travel costs through improved technology could result in more travel and affect
equality, depending on affordability of and access to the technology. Focusing on reducing the
need to travel and achieving mode shift has the opportunity to provide more equitable access,
alongside electrification of the fleet.

We consider there would be merit in the government investigating green hydrogen to fuel
heavy vehicles, freight, shipping, aviation and similar. We support the uptake of small/micro
battery electric three and four wheeled on-road vehicles through implementing timely,
practical and safety focused regulations. We also support the implementation of smart road
pricing system technology that can identify vehicle type, and kilometres by time and
geographical area.

Theme 1 -Changing the way we travel

Q4. Do you think we have listed the most important actions that 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?

24,

25,

26.

Urban form will go a long way to reducing emissions, but it will take time. The more immediate
priorities should be achieving results through mode shift (investing significantly to improve
the alternatives to private vehicle use) and electrification of the fleet. Promoting the uptake of
private use of EVs may impact the mode shift that is required towards public and active
modes. We need to reduce the number of fossil fuel vehicles on the road and the number of
trips made in single occupancy vehicles.

Other government direction, such as the National Policy Statement on Urban Development,
requires local authorities to be responsive to unanticipated or out-of-sequence urban land
release. There is a fundamental tension between achieving compact urban development and
allowing urban expansion - in order to achieve the first, the second must be limited and
controlled. Without a limit or control on urban expansion, urban development won't be
compact, which will have a significant negative impact on emissions.

The document seems to acknowledge this tension without providing solutions. Page 37 states:
the co-benefits of quality compact, mixed use urban development can be significant, and provide
a compelling case beyond the GHG emission reduction component. However, it then states on
page 38 that, planning rules that limit or control urban expansion into some areas also affect
land prices, with spill on effects for housing costs, so these impacts also need to be carefully
considered. One of the main drivers behind the Government's Urban Growth Agenda is to improve
housing affordability in a way that also assists emissions reductions, improves access, and
enables quality-built environments while avoiding unnecessary sprawl. We would welcome
more support to resolve this tension.



27. We support the suggested key action to increase integration of land use and transport
planning through spatial plans (as envisioned by proposed Strategic Planning Act). However,
in addition to conventional transport modelling, such spatial planning should require
transport GHG emission impact assessments for proposed urban developments.

28. The report suggests that Councils’ obligations to consult the community can frustrate street
changes (e.g. reallocation of road space or removal of parking) and states that, Central
government can strongly influence local street layouts through rules, regulations, standards,
guidelines, and incentives. It could therefore more strongly enable, support, and require local
government to make some street changes to support active travel, public transport, and
placemaking. We would welcome central government influence to support the Council to
initiate such changes, particularly where they would address the effects of induced car travel
from reduced congestion.

Q5. Are there other travel options that should be considered to encourage people to use alternative
modes of transport?

29. Arange of options exist. The challenge is to dis-incentivise single occupancy vehicles, and
ensure that the alternatives offered are not one size tofit all. Incentives for other emissions-
free forms of transport could be considered; this could also contribute to achieving the
government objectives for reducing emissions, mode shift and greater wellbeing.

30. The document mentions that Wellington has a car sharing scheme. We suggest it also
mentions the Christchurch 100% battery electric car sharing scheme (Zilch). This is for use by
businesses and residents (and the Council).

Q6. Do you have any views on the role demand management, and more specifically pricing, could
play to help Aotearoa reach net zero by 20507

31. The key to pricing is to ensure that alternative modes are available and are more attractive,
otherwise pricing alone will likely be ineffective. Money raised from motor vehicle use and
parking pricing must be channelled towards creating a more balanced transport network.

32. The Council strongly supports central government involvement in behavioural change and
education initiatives, including in research, analysis and funding. Waka Kotahi previously
began leading a national Travel Demand Management business case, and a significant amount
of research was undertaken before the programme was terminated. We recommend that this
initiative, or similar, is reinstated.

33. We agree that parking management can influence demand for parking and encourage people
to shift to more sustainable transport modes. We support the key actions for parking
management. In particular we consider that the option to give local councils the authority to
implement workplace/private property/commuter parking levies should be explored.

34. We support the NPS- UD’s direction to implement car parking regulations in land use planning.
Further direction on the expected contents of the comprehensive parking management plans
that councils are ‘encouraged’ to implement to address the effects of increased on-street car
parking caused by the removal of on-site parking, would be useful.

Theme 2 - Improving our passenger vehicle fleet



Q7. Are there other possible actions that could help Aotearoa transition its light and heavy fleets
more quickly, and which actions should be prioritised?

35.

36.

37.

38.

We reiterate that the behavioural change work of Theme 1 has a variety of co-benefits, which
should continue to be an important focus. We support the Government phasing out ICE
vehicles, including plug-in hybrid electric vehicle, imports by 2030. This is because there are a
significant number of issues with PHEVs that have been documented in international
research.?

Accordingly, we support the new Clean Car Discount, but recommend that the Government
delivers policy and action that clearly concentrates on having discount incentives for zero
exhaust emission vehicles, i.e. battery electric vehicles, and not for plug-in hybrid electric
vehicles. As part of implementing EV schemes there are a number of practicalities that should
be considered. For example, the application of an energy efficiency rating system and battery
electric range testing standards for purchasers; and number plate recognition.

We support incentives such as changes to the Fringe Benefit Tax, depreciation and tax grants
to stimulate the uptake of zero exhaust emission vehicles (e.g. battery electric vehicles).
Government should be investing in electric vehicle charging infrastructure that has a
standardised and regulated easy to access and payment system. When payment for using the
charger is required, payment should only be based on kWhs used and not by time. This should
be regulated.

Investigation into a biofuel mandate also needs to include particulate and other air pollution
emissions from the combustion of biofuel. Greenhouse gas emissions from the production and
transportation etc. of biofuels should also be taken into consideration.

Q8. Do you support these possible actions to decarbonise the public transport fleet? Do you think we
should consider any other actions?

39.

40.

The government has announced it would provide $50 million over four years to help councils
to achieve emissions targets. It will need to assess what additional funding councils need to
meet the target of decarbonising the public transport bus fleet by 2035 and the requirement
that only zero exhaust emission buses be purchased by 2025. Government should also
investigate a range of options to bring down the capital cost of zero exhaust emission buses.

We support the initiatives outlined in the Public Transport Operation Model review aimed at
establishing the 2025 zero emission bus mandate. We support the extension of the current
Road User Charges exemption for electric buses. This should be expanded to include all zero-
emission public transport vehicles, for example including green hydrogen powered. We note
that Environment Canterbury has already made significant commitments to transition its
diesel bus fleet.

Zwww.tra nsportenvironment.org/press/plug-hybrids-new-emissions-scandal-tests-show-higher-pollution-claimed
https://theicct.org/publications/phev-real-world-usage-sept2020
www.motoringresearch.com/car-news/the-problem-with-plug-in-hybrids/

www.emissionsanalytics.com/news?year=2021




41. Government could also investigate the potential to require all short-haul regional aviation to
have zero exhaust emissions in New Zealand by a certain year.

Theme 3 - Supporting a more efficient freight system

Q10. 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?

42. The Council would support strategically-located charging depots on freight routes, for battery
electric long haul trucks. We also support green hydrogen refuelling stations if long haul
hydrogen trucks are practical and cost effective.

43, We consider that a zero exhaust emission focused feebate-type system for freight trucks could
be effective in reducing emissions, and that a clean truck discount system should be
implemented by 2025.

44, Competition in the freight industry does not catalyse or encourage innovation. Frameworks
should be set up in a way that incentivise those that invest in smarter and more sustainable
logistics, with a focus on a level playing field. If just in time delivery is expensive to achieve
sustainably, then that should be the case for all players.

Pathways

Q.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?

45. Pathway 4 provides the strongest (and the only realistic) response to achieving net zero by
2050, and is in line with the Climate Change Commissions 2035 target. However, it does not
meet the most recent modelling completed by the Intergovernmental Panel on Climate
Change. The latest report states that global net anthropogenic CO2 emissions must decline by
45% on 2010 levels by 2030, reaching net zero around 2050, to avoid no or limited overshoot of
1.5 degrees Celsius.

46. The government will also need to consider the latest Climate Change Commission advice (just
released) to ensure any proposed pathways and policies for transport meet the Emissions
Budgets. It will need to swap out 2035 phase out of ICE vehicles to 2030, to provide clear
direction to importers and consumers.

47. Pathway 4 should put more emphasis on other levers to dis-incentivise driving and improve
alternatives. All traffic should be channelled onto arterials with fixed capacity and priority
public transport lanes, so that the choice for travel is first to walk or cycle, then public
transport, and driving only after the first two options have been discounted.

48. The report bases its pathways on the simple assumption that the overall structure of New
Zealand's economy will remain relatively similar up to 2050, but rightly highlights on page 122
that, If people consume less in the future, and/or if Aotearoa shifts more towards a service-based
high-value economy, with less emphasis on producing and transporting high-volumes of
commaodities, our carbon footprint could be smaller. This is understated both throughout the
report and within the identified pathways. The identified pathways should explore, or include



as an additional pathway, the notion of consuming less as a key method for reducing transport
emissions.

Q14. Do you have any views on the policies that we propose should be considered for the first
emissions budget?

49. There needs to be more acknowledgment that longer and shorter-term approaches are
required in tandem. Transforming urban form and encouraging public and active transport
costs a lot and takes a long time. More emphasis on the "avoid’ policies is needed. For Budget
period 1: 2022-2025 we would like to see further commitments from the government on some
of these principles, to send a strong, clear message that the government is serious about its
emissions targets.

90. The strengthened guidance and design standards are all supported, however some of these
tools have been in play for a while. The real, main barrier to progression for the Council is the
competing demands of local government funding and delivery, and the impact of community
consultation requirements.

Conclusion

51. While Christchurch City Council is prioritising transport investments supporting mode shift, it
requires stronger policy, legislative and budgetary settings from central government to make
deep and rapid cuts to the region'’s transport emissions. This includes changes to regulatory
and financial settings to accelerate mode shift, policies to fast-track the transition to low
emissions vehicles, and land transport pricing and funding reform.

52. Thank you for the opportunity to provide this submission. For any clarification on points
within this submission please contact Rae-Anne Kurucz, Team Leader Strategic Transport (rae-

anne.kurucz@ccc.govt.nz).

Yours faithfully

Davis
eheral Manager, Infrastructure, Planning and Regulatory Service
Christchurch City Council
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Hi

We are writing on behalf of the Corporate Taxpayers Group (the Group) to provide the Group’s
submission on Te Manatd Waka’s green paper: Hikina te Kohupara — Kia mauri ora ai te iwi:
Transport Emissions: Pathways to Net Zero by 2050

As the Group is primarily concerned with tax the submission is brief and relates only to how the
tax system can be used to complement and support the pathways to a net zero emission

transport sector (the submission also provides a brief overview about the Group).

If you have any questions or would like to contact the Group to discuss the submission please let
us know.

Kind regards
Robyn

Robyn Walker
Partner | Tax

Deloitte
Level 12, 20 Customhouse Quay, PO Box 1990, Wellington 6140, New Zealand
D: +64 4 470 3615 | | O:+64 44703500 | F: +64 4 470 3501

robwalker@deloitte.co.nz | www.deloitte.co.nz

Deloitte means Deloitte Limited (in its own capacity for assurance services, otherwise as trustee
for the Deloitte Trading Trust)

Deloitte.
0000

This email may be eligible to be a 'tax advice document' under the non-disclosure rules. This means it may
qualify as a document that is not required to be disclosed to the Inland Revenue in terms of the Tax
Administration Act 1994, although certain 'tax contextual information' may still need to be disclosed if
requested. To maintain eligibility under the non-disclosure rules it is important that this email remain
confidential. Deloitte does not place any limitations on your disclosure of this tax advice. However if you choose
to disclose this tax advice your organisation's rights to claim non-disclosure may be forfeited.

Navigating COVID-19: read the latest updates from our experts




*Disclaimer:*

CAUTION: This email message and attachments are confidential to Deloitte and may be
subject to legal privilege or copyright. If you have received this email in error, please
advise the sender immediately and destroy the message and any attachments. If you are not
the intended recipient you are notified that any use, distribution, amendment, copying or
any action taken or omitted to be taken in reliance of this message or attachments is strictly
prohibited. If you are an existing client, this email is provided in accordance with the latest
terms of engagement which we have agreed with you. Email is inherently subject to delay
or fault in transmission, interception, alteration and computer viruses. While Deloitte does
employ anti-virus measures, no assurance or guarantee is implied or should be construed
that this email message or its attachments are free from computer viruses. Deloitte assumes
no responsibility for any such virus or any effects of such a virus on the recipient's systems
or data.

Deloitte refers to one or more of Deloitte Touche Tohmatsu Limited ("DTTL"), its global
network of member firms, and their related entities. DTTL (also referred to as "Deloitte
Global") and each of its member firms and their affiliated entities are legally separate and
independent entities. DTTL does not provide services to clients. Please see
www.deloitte.com/about to learn more. Deloitte Asia Pacific Limited is a company limited
by guarantee and a member firm of DTTL. Members of Deloitte Asia Pacific Limited and
their related entities, each of which are separate and independent legal entities, provide
services from more than 100 cities across the region, including Auckland, Bangkok,
Beijing, Hanoi, Hong Kong, Jakarta, Kuala Lumpur, Manila, Melbourne, Osaka, Shanghai,
Singapore, Sydney, Taipei and Tokyo.
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HIKINA TE KOHUPARA — KIA MAURI ORA Al TE IWI: TRANSPORT EMISSIONS: PATHWAYS TO NET ZERO

BY 2050

Introduction

The Corporate Taxpayers Group ("the Group") welcomes the opportunity to submit on the Ministry
of Transport’s {(“the Ministry”) green paper Hikina te Kohupara — Kia mauri ora ai te iwi: Transport
Emissions: Pathways to Net Zero by 2050 (“the paper”). The paper lists the tax system as a sector
that can be used to complement and support the pathways to a net zero emission transport sector
(page 24). Reflecting the Group’s expertise and objectives in tax policy, the Group’s submission will
focus on the role the tax system may play in the transport emissions reduction effort.

About the Group

The Group represents 46 of New Zealand's largest businesses and contributes to the development
of tax policy and administration, with a particular focus on business taxes. The Group is an active
participant in the tax policy process and believes (given the breadth and depth of experience and
knowledge of the Group’s members and advisors) that it can provide an excellent sounding board
on tax policy-related issues, and a private sector perspective on the opportunities to reduce

emissions in the transport sector.

3. The Group assesses tax reform from four perspectives:

e Contribution: does the reform make a positive contribution to the tax system and therefore New

Zealand?

e Competitiveness: how does the reform improve the competitiveness of the tax system

internationally, and how does the reform lead to increased productivity or innovation?

e Compliance costs: does the reform reduce compliance costs, or does the tax in question warrant

the compliance costs imposed?

e Certainty: are the rules clearly drafted and easy to understand and comply with?

Contact the CTG: ' We note the views in this document are a reflection of the views of
c/o Robyn Walker, Deloitte the Corporate Taxpayers Group and do not necessarily reflect the
PO Box 1990

views of individual members.
Wellington 6140, New Zealand

DDI: 04 470 3615
Email: robwalker@deloitte.co.nz
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Summary of submissions
The Group has three key submissions:

a. First, the Group cautions against over-reliance on tax incentives and/or disincentives as means
of driving the behavioural change necessary to support the Government’s transport emissions
reduction objectives. A number of proposed pathways in the paper include the use of tax to
shift behaviour. The main purpose of the tax system is to raise the revenue Government needs
in a way that is as efficient and easy to comply with for the economy as a whole. Using the tax
system to incentivise or to discourage certain types of behaviour, other than in carefully
targeted circumstances, may undermine that main purpose and can lead to risks to the tax base
and inequities as between taxpayers. The tax system is a blunt instrument to deal with the
significant behavioural response required to manage climate change. There is economic
literature supporting a national carbon tax but New Zealand has adopted the ETS alternative to
that. Many other required behavioural changes needed tend to be local, firm or industry
specific, making a national tax not the preferred instrument.

b. Second, the Group submits that reforms to change travel behaviour should address existing
disincentives in the tax system. Examples include the removing disincentives for employers to
encourage and support employee uptake of alternative transport options by making provision
of these benefits exempt from fringe benefit tax (“FBT”) and ensuring that rules allowing
provision of non-taxable allowances to recognise employees’ working from home costs are
clear and simple to apply. See paragraphs [5] to [10] for further detail.

c. Third, the Group supports further investigation of potential tax incentives including FBT to
increase the uptake of low emission vehicles as proposed in the paper. Specifically, the Group
submits that reforms to improve our passenger vehicle fleet, particularly to increase the uptake
of electric vehicles, should remove the current disincentive to the provision of electric vehicles
to employees. This arises due to the way FBT on employer-provided motor vehicles is
calculated. See paragraphs [11] to [15] for further detail.

Our detailed submission
Theme 1 — changing the way we travel

Pathways proposed under this theme include providing better travel options through infrastructure
and support for alternative transport / public transport and investigation of opportunities to
incentivise behavioural change. From a tax perspective, the Group considers existing structures
should be considered to ensure they are not a disincentive to certain behaviours.

An example of this is the application of FBT. Employers may wish to encourage employees to get to
work using public transport or taking some other form of reduced-emissions transport (for example
scooter, bike or ebike). Likewise, an employer may want to reduce short-trips in cars during the
working day by having a fleet of scooters or bikes available for staff to use for both business trips
and private use. Currently, if an employer uses a form of non-cash subsidy, they will be subject to
FBT.

FBT seeks to capture non-cash benefits provided to employees to ensure benefits that are
essentially remuneration for services are subject to tax. However, the underlying purpose of a fringe
benefit can often be something other than merely remuneration for services e.g. a benefit
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connected to wellness initiatives / staff health and safety. This could be a useful tool to encourage
uptake of public transport or reduced-emissions transport, but the imposition of FBT can create a
cost barrier for employers. In order to enable the private sector to incentivise behavioural change
in relation to work travel, public transport and reduced-emissions related benefits could be exempt
from FBT or be subject to a reduced amount of FBT. This was recommended by the Tax Working
Group (see recommendation 18)* and has the potential to influence the behaviour of the large
majority of the working population who commute to work.

The paper proposes encouraging working from home alongside other interventions, such as road
and parking pricing, to reduce travel demand. One consequence of working from home is that
certain premises costs that would otherwise be met by the employer are incurred by the employee.
Examples of such costs are additional energy costs, internet and telephone costs, depreciation on
some furniture and fittings, and in some cases stationery and similar consumables. Employees are
generally prohibited from taking a deduction for expenses they incur in deriving their employment
income (Income Tax Act 2007, section DA 2(4)). It is, however, possible for employers, within certain
parameters, to reimburse employees for certain employment-related expenditure in the form of
non-taxable allowances. This increases the desirability of working from home as an option for
employees and has the potential to increase uptake in this option.

To this end it is important that the rules and Inland Revenue guidance on non-taxable working from
home allowances be clear and simple, and able to be applied by employers without excessive
compliance costs. If it is too difficult for employers to provide non-taxable allowances to recognise
employees’ working from home costs, the tax system will become a barrier to facilitate employees
working from home. The current published Inland Revenue view in relation to working from home
costs is included in Determination EE002A — Payments to employees for working from home costs
(which has been extended to apply to 30 September 2021%). This position should be further
consulted on and considered in relation to the Future of Work, with a view to introducing a
permanent solution.?

An alternative approach of allowing a limited claim against employees employment income for
working from home related expenses could encourage working from home for employees who do
not receive any benefit from their employer to enable working from home (taxable or non-taxable),
but are able to work from home at their own expense. This would require structuring to ensure
implementation fits with the employment limitation noted above, and private or domestic limitation
(Income Tax Act 2007, section DA 2(2)). The level of claim available could be limited to one-off work
from home set up costs to ensure the level of deductions claimed can be managed by Inland
Revenue. Given the recent shift to working from home this area should be further consulted on to
identify opportunities where already changing behaviour can contribute to emissions reductions
goals.

Theme 2 — improving our passenger vehicles

Under this theme, pathways to decarbonising the light vehicle fleet include a clear phase out of light
internal combustion engine (“ICE”) vehicles and incentivising the uptake of electric vehicles (“EVs”).
As noted in the Group’s first submission point {see paragraph [4] above) the Group cautions against
excessive reliance on tax incentives and/or on specialty taxes as means of driving the behavioural

1 htt

//taxworkinggroup.govt.nz/sites/default/files/2019-03/twg-final-report-voli-feb19-v1.pdf - Refer page 17

2 We understand that this determination may be further extended to 31 March 2023.

34

tion to D minati EF 2A - Pavments to emplove for working from home costs (ir: govt.nz)
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change necessary to support the Government’s transport emissions reduction objectives for the
reasons given.

12.  But even within the confines of that cautious approach, the Group believes that tax reform is
necessary to address the (relative) over-taxation of EVs compared to ICE vehicles under the FBT
rules. This is because the FBT payable by employers on the provision of a motor vehicle for
employees’ private use is determined under a formula based generally on the cost of the vehicle.
The formula makes assumptions relating to the cost of ICE vehicles and its running costs. Because
EVs have a higher upfront cost relative to running costs, this formula results in employer-provided
EVs being subject to greater FBT than is appropriate. The Group supports further investigation of
potential tax incentives including FBT, Depreciation, GST, Tax Grants and Road User Charges to
encourage demand for low emission vehicles as proposed in the paper.

13.  The Group considers that further consideration should also be given to clarifying ancillary issues
related to EVs and FBT. This includes the tax treatment of employees being able to charge personal
EVs at the employers premises (this should fall into the on-premises exemption); fringe benefit
values should be reduced to reflect that employees can contribute to the cost of the vehicle by
charging them at home; the business-tools exemption should apply if an employer installs an EV
charging station at an employees home.

14.  Use of the tax system in this area should focus on enabling businesses to choose options that
contribute to decarbonisation goals. For example, the current FBT exclusion for employer provided
work-related vehicles generally only applies to a ute, van or truck not principally designed to carry
passengers. This creates a barrier for businesses to invest in EVs or hybrid vehicles as work-related
vehicles, as the FBT cost on alternative vehicles that do not fit the definition of a work-related vehicle
outweigh any benefit. The FBT exemption could focus on how the vehicle is used e.g. a work vehicle
with a private use restriction is exempt from FBT regardless of the type of vehicle.

15.  If not addressed, the existing tax policy settings will continue to act to encourage ICE vehicles over
EVs, the opposite of what is proposed in the paper. As a minimum, this anomaly should be addressed
as soon as possible. The Group has previously submitted on this point to the Climate Change
Commission, Inland Revenue and to the Tax Working Group. We would be happy to share a copy of
those previous submissions with the Ministry.
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For your information, the members of the Corporate Taxpayers Group are:
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AIA New Zealand Limited

Air New Zealand Limited

Airways Corporation of New Zealand
AMP Life Limited

ANZ Bank New Zealand Limited

ASB Bank Limited

Auckland International Airport Limited
Bank of New Zealand

Chorus Limited

Contact Energy Limited

Downer New Zealand Limited

First Gas Limited

Fisher & Paykel Appliances Limited
Fisher & Paykel Healthcare Limited
Fletcher Building Limited

Fonterra Cooperative Group Limited
Genesis Energy Limited

Heartland Bank

IAG New Zealand Limited

Infratil Limited

Kiwibank Limited

Lion Pty Limited

Mercury NZ Limited

24
25
26
27
28
29
30
31
32
33
34
35
36
37
38
39
40
41
42
43
44
45
46

Meridian Energy Limited

Methanex New Zealand Limited
New Zealand Steel Limited

New Zealand Superannuation Fund
Qji Fibre Solutions (NZ) Limited
OMYV New Zealand Limited

Pacific Aluminium (New Zealand) Limited
Powerco Limited

SkyCity Entertainment Group Limited
Sky Network Television Limited
Spark New Zealand Limited
Summerset Group Holdings Limited
Suncorp New Zealand

T & G Global Limited

TAB New Zealand

The Todd Corporation Limited
Vodafone New Zealand Limited
Watercare Services Limited
Westpac New Zealand Limited

WSP

Xero Limited

Z Energy Limited

ZESPRI International Limited

We note the views in this document are a reflection of the views of the Corporate Taxpayers Group and
do not necessarily reflect the views of individual members.

Yours sincerely

John Payne
For the Corporate Taxpayers Group

cc David Carrigan, Deputy Commissioner Policy and Strategy, Inland Revenue



Submission

Hrkina te Kohupara — Pathways to Net Zero by 2050

Introduction

Fonterra welcomes the opportunity to provide feedback to the Ministry of Transport on the Hikina te
Kohupara — Pathways to Net Zero by 2050 discussion document. We acknowledge that decarbonisation of
transport is a large green growth opportunity for New Zealand, and trust that the commentary we put forward
is a constructive contribution about how we collectively ensure our transport system appropriately supports
New Zealand’s decarbonisation challenge.

Fonterra is a co-operative owned by around 10,000 New Zealand farming families. In partnership with the
New Zealand Government, our country has a modern and world-leading dairy industry where our products
are desired in markets both here and around the globe.

In order to get inputs to our facilities and our products to consumers, we are significant users of the road,
rail, port, domestic and global shipping networks. Our Co-operative is heavily reliant on an efficient, reliable
and cost-effective transport network that supports the competitiveness, reliability and sustainability of New
Zealand’s products to our customers and consumers in global markets.

Our fleet of milk tankers travel around 95 million kilometres every year collecting over 17 billion litres of milk
from farms and delivering it to manufacturing sites. We invest and seek practical ways to reduce the carbon
footprint of our fleet through activities and investment such as driver training focused on fuel efficiency,
optimising the routes the tankers travel, and moving our fleet to lower emissions-producing vehicles. We are
also actively exploring electric, biofuel, hydrogen and hybrid technology solutions for our milk collection fleet,
as well as alternative fuel solutions of the future.

Rail also plays an important part in our transport strategy and is a vital asset in New Zealand'’s
decarbonisation journey. Every year we move 2.3 million tonnes of product via rail to ports across Northland,
Waikato, Auckland, Bay of Plenty, Taranaki, Canterbury, Otago and Southland regions. We have invested in
rail infrastructure, building it into many of our manufacturing sites and distribution centres.

As the largest user of KiwiRail's freight services, we are strongly invested in the need to maintain and
improve New Zealand'’s rail network. We acknowledge the Government’'s commitment to rail which has
included investment in additional infrastructure and rolling stock upgrades to support growth opportunities
and regional initiatives.

In our experience, rail is typically more reliable than other modes of transport as it is less susceptible to
delays.

Moving product via rail also brings environmental benefits. Our business is responsible for 20 per cent of
New Zealand’s gross greenhouse gas emissions, with our supply chain activities contributing 1 per cent of
the total emissions produced by Fonterra. Shifting freight off roads and onto rail is an important aspect of our
strategy that reduces carbon emissions and road maintenance costs, eases congestion and makes roads
safer for all users. Domestic shipping, which we also support, has even lower emissions.

Fonterra’s climate goal is to achieve net-zero emissions by 2050 and, as a stepping-stone, we will achieve a
30 percent absolute reduction of our FY15 emission levels by 2030.

Fonterra Co-operative Group Page 1



As our business evolves to meet changing customer requirements in a competitive global marketplace, we
need reliable, cost-effective and sustainable transport options. Rail must be cost competitive to ensure cost
isn't a barrier to choosing the best option for New Zealand's environment, customers and consumers.

Our commentary reflects our commitments to assist in meeting New Zealand's overall emissions reduction
targets by contributing to the development of pathways and long-term robust plans that assist and guide the
reduction of carbon emissions. As the country moves at speed to phase out emissions across the transport
system, it is essential that the plan considers the key relationships transport has with other sectors, such as
the country’s trade and export objectives; energy and urban development planning; and considers the
impact of change on industry and communities alike, including how our rural communities are included in
this work programme.

Our transport strategy
Fonterra’s transport strategy is made up of three key pillars:

1. Health and Safety: Providing a safe and healthy work environment for our people, contractors and visitors
where everyone can return home from work safely, every day.

2. Partnerships: Working with others to create a responsive and agile supply chain that sets us apart from
our competitors in the global market.

3. Sustainability: Creating a more efficient supply chain to achieve our climate goal of net-zero emissions by
2050 and, as a stepping-stone, a 30 per cent absolute reduction of our FY18 emission levels by 2030.

Querview of our supply chain

— At our busiest time of the year, our tanker drivers collect milk from a farm every nine seconds, and milk
is delivered to a manufacturing site every 24 seconds

— We have 481 tankers in our fleet, each driving around 200,000km each year

— We store product in 75 distribution centres, with more than 725,000 pallets (each circa 1 tonne) at our
busiest time of the year

— We export from 59 export pack plants

— Every 3 minutes a shipping container is packed with finished product

— We export out of 5 ports with over 500 voyages per year

— 195,000 TEU of product are exported to more than 200 ports in 120 countries

— 2.5 million tonnes of product is exported every year

Actions undertaken to reduce our transport emissions

— Implementing a new policy that all Fonterra Co-op light vehicles that can be electric should be electric
on replacement. This means that around a third of our light vehicle fleet will be electric in the next 3
years.

— Developing plans to install EV charging infrastructure in regional hubs to service our staff and the local
communities in which we operate. :

— Continuing to invest and develop ways to reduce the carbon footprint of our heavy fleet through driver
training; a focus on fuel efficiency; optimising tanker routing; and moving to higher productivity vehicles
(HPMV) and moving to Euro 6 emission standard vehicles.

— Working collaboratively with our sector partners like KiwiRail to help create efficiencies in the supply
chain and facilitate infrastructure investment that benefits the productivity of New Zealand.

We welcome the opportunity to work with the Government and relevant agencies in the development of both
the National Emission Reduction Plan and the 10-15 year time horizon action plan for how New Zealand will
continue to reduce its transport emissions. If there is any further information that the Ministry would like from
Fonterra regarding this submission, please do not hesitate to contact us.

Fonterra Co-operative Group Page 2
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Office of the Chairperson
100 Cuba Street

Wellington
22 June 2021 704 3845708

www.gw.govt.nz

By email

Email to: transportemissions@transport.govt.nz

Téna koutou

Submission on Hikina te Kohupara ~ Kia mauri ora ai te iwi - Transport Emissions: Pathways to Net
Zero by 2050

Greater Wellington Regional Council (GWRC) appreciates the challenge that lies ahead and thanks the
Ministry of Transport (the Ministry} for the opportunity to make a submission on Hikina te Kohupara -
Kia mauri ora ai te iwi - Transport Emissions: Pathways to Net Zero by 2050.

GWRC agrees the transport sector is a major contributor to emissions and respects the work the
Ministry is doing to enable the transport sector to play its part in meeting Aotearoa New Zealand's
zero emissions target. GWRC notes that it has taken us 60 to 70 years of fairly single-mode focussed
investment to get to where we are today. A significant shift in policies and institutional arrangements,
in addition to the planned investment, is required to accelerate the change that is needed.

GWRC supports a zero emission target to break the cycle of car dependence, and to allow sectors
needing a longer transition to utilise carbon-offsetting. For these reasons, GWRC supports a focus on
Hikina te Kohupara’s Theme 1 “Changing the way we travel”, as well as an increased focus on the
freight sector under Theme 3 “Supporting a more efficient freight system”.

GWRC does not believe that Theme 2 “Improving our passenger vehicles” by itself will meet the targets
on time due to the long lead times required in investment, nor necessarily encourage the overall shifts
in behaviour in the sector. Theme 2 needs to be supported with a parallel initiative aimed squarely at
Mode Shift (Theme 1).

GWRC strongly supports a Just Transition and would like to see the analysis of social impacts of
implementing the pathways, and also the social impacts of maintaining the current trajectory.

GWRC has further comment on each of the Themes:
Theme 1: Changing the way we travel

e GWRC supports better urban form and transit-oriented spatial planning, as recognised in the
draft Wellington Regional Growth Framework.
e Reliable, safe, convenient alternatives need to be in place before disincentives are applied.

Wellington office Upper Hutt Masterton office 0800 496 734
PO Dox 11640 PO Box A0847 PO Box 41 wWWw. pw.govtne

innnees St Wellinglon 6142 1066 Frrgusson Diive Mustizrion 5840 inlo@Mpw.povl.ne
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An ongoing national behaviour change campaign at the level seen for Waka Kotahi's
continuous road safety promotion is needed to inform and support decision-makers, and to
generate public buy-in. v

GWRC supports the use of road pricing tools such as congestion charging and parking policies
to manage travel demand.

Significant investment in public transport is needed to accommodate the predicted increase
in demand.

GWRC supports the expansion of rail for inter-regional passenger service building off the
current Capital Connection, Te Huia and Connector (Weilington-Auckland) rail passenger
initiatives.

A quality separated and connected network of lanes/paths for active modes is overdue,
particularly with the rise in eBikes and eScooters in recent years.

The draft Wellington Regional Land Transport Plan 2021 has seen a considerable move towards
public transport and active modes, in contrast to previous road and car-centred activity
distribution. However, if for the next ten years over three guarters of the National Land
Transport Fund {NLTF) is already allocated, a review of the NLTF’s scope and priorities as well
as additional funding will be required.

GWRC recommends the development of national and regional targets for mode share shift
through Regional Land Transport Plans. For example, the Greater Wellington Regional Land
Transport Plan (RLTP) includes a target of: "40 percent increase in active travel and public
transport mode share by 2030".

As part of setting national and regional targets for mode shift, there needs to be a willingness
by government and councils to reduce public transport fares. We need to be looking at a FAR
rate that is more than 60% for public transport provision. Greater Wellington is up for this
challenge - but we can’t do this alone. We need the government at our side.

GWRC has developed a scenario for transition of mode share between motor vehicle
occupants, rail passengers, bus passengers, pedestrians and cyclists based on inbound trips
across the Wellington central city cordon area in the morning peak between 7am and 9am -
see Figure 1. This scenario meets the target in the RLTP of a 40% mode shift to active travel
and public transport by 2030.

o Possible measures that will be taken in this scenario include: intensification around
the central city fringe, resulting in more active mode trips generated by higher density
housing and low car ownership levels; mass rapid transit such as light rail with
integrated bus network improvements, to achieve a step change in public transport;
and demand management such as congestion charging to change behaviours.

o Supporting measures would include: compact urban form and placemaking,
investments in frequent and reliable public transport, safe and accessible walking and
cyeling networks and micro-mobility, trials of innovative reallocation of space on streets
to deliver mode shift quickly, shared maobility options such as car sharing, lower speed
limits, universal design principles, and discouragement of single-occupant vehicle trips
through parking management.

Page20f4
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© Mode share changes by 2030 would be: walking trips to the central city would increase
by 60%, cycling trips would increase by 130%; public transport journey to work trips
to the central city would increase by 45% and car trips would reduce by 60%.

Mode Share of trips crossing CBD Cordon in AM peak -
Target 40% increase in combined PT and active mode
share by 2030

Chart

2004 2009 2014 2019 2024 dnan

» Motor vehitle occupants = Ra'l pax Bus f MRY @ Pedestrians  » Cyclists

Figure 1. Mode share of trips crossing Wellington CBOD cordon in moraing
peak to achieve 40% increase in PT and active mode share by 2030

Theme 2: Improving our passenger vehicles

e  GWRC has concerns around a mass shift to private electric vehicles (EV). This shift represents
an alteration in the status quo rather than transformational change ie more roads and
maintenance, loss of green space, less available investment in public transport and active
modes,

e GWRC also notes that a considerable shift in renewable energy volumes and reliability is
required to support a mass shift to EVs. There is conflicting evidence about the current levels
of renewable energy volumes. We note that in the first three months of this year, the same
amount of coal was used to generate electricity as in all of 2016 and 2017 combined.,

e GWRC notes that it has committed to accelerate decarbonisation of the Metlink fleet,
including running all core services on electric buses by 2030, and recommends moving more
people with less vehicles as a priority.

Theme 3: Supporting a more efficient freight system
e GWRC supports shifting freight to rail and sea. GWRC sees this not only freeing up existing

road space and contributing to Road to Zero outcomes, but also reducing significant wear and
tear of infrastructure and subsequent maintenance costs.
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‘We have less than 15 years to halve greenhouse gas emissions’, Hon Michael Wood, Minister of
Transport. Now is the time to act to ensure the inevitable transition can be well structured and
managed, social and economic benefits balanced, and future developments integrated and co-
ordinated.

Yours sincerely

Roger Blakeley Thomas Nash
Chair Chair
GWRC Transport Committee GWRC Climate Commiittee

Page 4 of 4
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Submission on Hikina te Kohupara — Kia mauri ora ai te iwi. Transport Emissions: Pathways to
Net Zero by 2050

Authors

Caroline Shaw- Associate Professor, University of Otago Wellington
Anja Mizdrak -Senior Research Fellow, University of Otago Wellington
Alistair Woodward - Professor, University of Auckland

Rhys Jones - Senior Lecturer, University of Auckland

Alex Macmillan- Associate Professor, University of Otago

Kirsty Wild -Senior Research Fellow, University of Auckland

Overall

This is an excellent piece of strategic policy work. We commend the Ministry of Transport for the
work they have done to support this document. This work has recognised the accumulated body
of evidence about transport, climate, wellbeing and equity and successfully articulated a vision

of a low carbon transport system that could improve the lives and wellbeing of New Zealanders.

We note that Pathway 4 is the only path that achieves the Climate Commission's 2035 target,
and even this is not consistent with the CCRA, which requires zero carbon by 2050. We do not
believe it is ethical or legal for the Ministry of Transport to adopt a pathway that is not consistent
with the Climate Commission targets so we support pathway 4 as the baseline strategic
approach to reduce emissions. However, given that pathway 4 appears not to achieve zero
carbon by 2050, we strongly argue that pathways are needed that go further. The document
makes a comment about what is “realistic” in relation to Pathway 1, implying that political
realism is important. As health professionals, we know that the only “realistic’ pathway is one
that leads to a safe liveable climate for future generations.

We support the overall approach of assuming slower take up on electric cars than the Climate
Commission and a bigger emphasis on the avoid and shift parts of the framework. This
approach is more likely to result in health co-benefits (further detail below) and result in a more
equitable/fairer transport system. Moreover there are likely to be less environmental impacts
more broadly with this approach, with fewer cars to transition to electric and less carbon
intensive infrastructure to support a large car fleet. We have made specific suggestions below
about how to embed this approach into future work.

General comments

We commend the statement on page 9 that Te Tiriti 0 Waitangi will underpin policy development
to reduce emissions. However, the document is selective about “principles”
(whakawhanaungatanga and kaitiakitanga). While we support these principles, they need to be
placed into the context of meeting MoT'’s full obligations to the Articles of te Tiriti. The Ministry of



Health's He Korowai Oranga is a helpful model for appropriate Ministry commitment. Moreover
we do not see clear evidence that Te Tiriti is embedded in the detail of the document. Finally,
the solution proposed of establishing marae-based technical advisory groups with regional lwi
does not seem to be consistent with genuine power sharing or sufficient to provide input at
multiple levels in the policy development process. We recommend a process be established
between the MoT and iwi to determine what partnership looks like in this work as it moves
forward.

We recommend greater consideration of impacts on existing inequalities and inequities in
transport. This should include assessment of differential impacts of policies by gender, age,
ethnicity, income, deprivation, and for people with disabilities. The current transport system fails
to meet the needs of many population groups, and we believe that decarbonising transport
offers an opportunity to reduce existing inequities. Further, while rural travel is recognised to
contribute half of the country’s transport GHGe, potential solutions are only touched on. This is
one area where iwi, hapl and rural whanau are already demonstrating leadership, including
vehicle sharing and community-owned public transport.

A gender lens needs to be embedded into policy work. Many of the policy solutions proposed do
not fit with the way that women travel. For example, MAaS, e-scooters and carpooling are
unlikely to be compatible with caring responsibilities and personal safety issues that
disproportionately fall on women. Not considering gender explicitly is likely to significantly
impact on the ability to achieve emission reductions targets.

There needs to be better use of evidence to support policy development. Many of the policies
being discussed have now been subject to systematic reviews and meta analyses of their
effectiveness and impacts. However these are not used in the report. This is a significant
oversight as they provide the highest quality information to inform the policy selection, design
and modelling. We suggest the Ministry start a programme of systematic assessment of
evidence on emission reduction strategies, drawing on formal approaches to the synthesis of
evidence, such as those used in health sciences.

The policies suggested by the document, if implemented, would result in a transformation of the
transport system. The institutions that plan, fund and implement transport infrastructure and
services will require a similar level of transformation to achieve change at the pace and scale
required. Training of transport professionals needs to also change to support and enable this
agenda. The Ministry of Transport needs to engage with tertiary education providers,
professional organisations and existing employers (eg Councils) to ensure they are providing
training in the skills and tools needed by transportation professionals for the next 30 years. This
includes both foundation training, and continuing professional education.

Specific comments

The principles (p10-11) are generally good. The recognition of the government’s role in shaping
the future rather than forecasting and accepting technological trends is particularly important.



We suggest that an extra principle should be included: that the transport policies to support a
move to a low carbon transport system should also maximise health and wellbeing. This is for
two reasons, firstly the current transport system is a significant source of poor health and health
inequity which is largely preventable by better transport system design. Secondly, the ill health
created by the transport system creates GHGe in the healthcare sector. The healthcare sector
is highly carbon intensive and probably represents around 4-5% of national emissions (Pichler
et al, 2019). While a certain amount can be done in the healthcare sector to reduce the carbon
intensity of healthcare activity, the most effective way to reduce healthcare emissions is to
reduce demand for healthcare (MacNeill et al, 2021). This is the responsibility of sectors such
as transport which create demand for healthcare through their policy settings.

Related, p21 and the Collaboration section needs to recognise the potential social leadership
of the health sector as an “anchor” employer in our cities. Hospitals and other health services
are substantial travel generators. On the other hand, the health sector recognises its ethical
obligations to reduce its climate pollution and other health harms associated with burning fossil
fuels, as part of its general obligation to first do no harm. This is seen in the leadership already
being taken by many DHBs to reduce their GHGe. Health professionals remain among the most
trusted professions, and are therefore powerful social influencers. The health sector is therefore
a major potential partner in transforming the transport system.

The Investment section (p25) needs significant strengthening. The necessary reductions will
not be achieved without a moratorium on major new road building. Currently we have an NLTF
which is hardwired to produce roads to benefit the revenue generators (car drivers and road
freight companies). To achieve change, the funding model will need to change, with the current
revenue feeding into Treasury like other taxes, and then reallocated as Vote Transport, towards
meeting the Ministry’s strategic objectives.

Analytics and modelling (p26). It's positive to see the shifts towards modelling a wider range
of outcomes. There is dynamic complexity involved in the transport system and its links to
wellbeing and equity. Systems thinking and modelling are needed to capture these, including
the potentially very helpful reinforcing feedbacks that will be set off by the kinds of policies and
investments signalled in this draft strategy. These have been well described qualitatively, but
not yet fully incorporated into simulation modelling. Different kinds of modelling will also be
needed that help with understanding what's needed by a range of actors, including communities
and local government politicians, to build the necessary public and political will. (see for
example: Macmillan et al 2014; Macmillan and Mackie 2016; Macmillan and Woodcock 2017;
Macmillan et al 2020)

The Ministry needs to take a more strategic view of Innovation (p28). In particular, it needs to
establish a process to assess how any specific innovation contributes to the priorities of the
transport system. The history of the transport system involves accommodating innovation rather
than taking a critical view on whether it contributes to aims and priorities of the system and then
supporting or discouraging the specific innovation accordingly. While there is much discussion



of ensuring policy is flexible and responsive to innovation, this needs to be tempered by a more
critical view of where innovation leads.

P47 Benefits of walking and cycling - This section could be strengthened. In particular it should
be made clear that active trips do not just ‘support’ public transport, they are essential to it. We
cannot increase public transport use if it is unsafe to walk or cycle to transit stops. In addition,
the mode shift benefits of having a ‘package’ of transport alternatives (public transport and
walking and cycling together) should be emphasised. Public transport, and buses in particular,
has lower transport satisfaction, and is less flexible, but is useful for longer journeys, and for
people who are unable to use active modes. Walking and cycling have high flexibility and high
transport satisfaction, but are not as useful for longer trips, and not accessible to everyone.
Provided together as a combined ‘package’ they can provide a similar or enhanced utility to car
trips. Presented or provided separately they have much more limited utility as mode shift tools.

The lack of inclusion of emissions from transport infrastructure and other lifecycle impacts in this
work is a limitation. All emissions need to be considered in decision-making for policies and
projects. A lack of integrated approach is likely to lead to perverse decisions. For example, the
heavier weight of electric cars relative to comparable petrol cars suggests that a shift to electric
cars would increase emissions from road maintenance.

We agree that the space taken up by transport infrastructure needs to be addressed to reduce
emissions, and that current space allocation does not support walking and cycling. We
recommend that the range of options for reallocating road space extend beyond allocating
space for different transport modes. For example, space could be allocated for housing or green
space - research shows that urban trees sequester carbon at similar rates to natural vegetation
(Schwendenmann and Mitchell, 2014) and can help to reduce flood risk (Armson, 2013). One
benefit of reallocating road space to modes with much greater spatial efficiency is that it reduces
the overall space required for transport, thereby freeing up space for other uses.

The assumptions around the effects of specific policies on emissions were unclear in the
document. We welcome greater transparency around the assumptions underpinning estimates
of the effects of policies to enable critique and discussion around the relative merits of different
policy options. This should include information on the evidence base underpinning these
assumptions, and any uncertainties in the direction or magnitude of impacts.

P87 We challenge the narrative that Aotearoa has an ‘increasing preference’ for SUVs and utes.
Current purchases reflect availability and pricing of different vehicle types and the enormous
advertising budgets of the motor vehicle industry. As revealed by participation, Aotearoa has a
high preference for cycling - with almost a third of young people and a tenth of adults

participating in cycling in the past week (Sport New Zealand, 2019). We agree that marketing of -

larger light vehicles must be reviewed: the themes that prevail of dominance, size and surplus
power fit neither Vision Zero nor national climate targets.e. We agree also that it is important to
ensure cleaner vehicles are the safest choice, noting that safety applies both to vehicle
occupants and to other road users. Large, armoured vehicles, whatever the fuel they run on,

4



may be safe havens for those inside, but the risk of injury is increased for others, pedestrians
and cyclists in particular.

P70 There are some statements about health impacts of EVs reducing air and noise pollution
that are not settled science. Moreover there is no acknowledgement of the potential increased
health risks from electric cars. These risks include increased risk of death or injury for
pedestrians and cyclists due to the increased weight of electric cars and the lack of any
increase in physical activity (Jones, 2019). These should be corrected as they give a false
impression of the health benefits of electric cars. Moreover there needs to be a more formal
process of assessing the health impacts of this work going forward. We suggest tools like health
Impact Assessment could be useful for the Ministry of Transport to adopt.

P 72 extra ideas that should be considered include:
e Advertising and marketing bans on ICE vehicles
e Scrappage policies tied to public transport and ebike subsidies
e Subsidies for e-bikes, and in particular e-cargo bikes, for both personal and commercial
use.
e Limits on allowable vehicle size and vehicle emissions in inner city zones

There is, in general, inadequate consideration of e-bikes as an important form of transport
innovation, given these are low-emission vehicles well-suited to a healthy, sustainable transport
future. It is great to see the inclusion of a summary of the findings from the University of
Auckland study on the potential of e-biking. However missing from this summary is the
conclusion that e-bikes are an important innovation not just because they make cycling easier,
but because they make it easier to make more ‘car-like’ trips on a bike (ie. longer trips, trip
chaining, carrying more stuff). It is important to acknowledge and highlight the car-substitution
potential of e-biking trips.

We support a just transition. The discussion on inequities (p101) misses a major component of
transport inequities. The adverse health impacts of the transport system (eg injury, air pollution
related mortality, community severance, social exclusion) are inequitably distributed. This needs
to be included and a programme of routine measurement established (at the moment there is
only ad-hoc measurement of many of these - see Appendix 1 table as an example). Lack of
consideration of these impacts in a transition is likely to lead to a worsening of these inequities,
and a failure to value the ability of some policies to address them

P102 The Super Gold Card concession represents a major existing intergenerational inequity in
the transport system. Our own research with young people who have experienced periods not in
education, employment and training (NEET) - a group dominated by rangatahi Maori and
Pasifika youth - has shown the critical role that public transport already plays in enabling access
for these young people, but also that the current system is both inadequate to their needs and
too expensive. A major recommendation from this work is to make public transport free for
under 24 year-olds, to ensure all young people can have their rights met to access education,
training and first jobs. (Hawley et al 2020; Cities for Youth 2019)



P. 103 We agree on the importance of creating quality compact mixed use urban developments,
and suggest this point needs to be strengthened. The link between transport and land use is so
strong. If rapid change needs to happen on the transport side, it is difficult to see how this will be
achieved without matching (ie equally rapid) changes in the way human settlements operate.

The detailed policies in Table 6 expose several specific opportunities for realistic and fruitful
action more decisively and earlier. These include;

e Phasing out the import of new ICE vehicles well before 2030, starting with the most
damaging ones

e Leveraging the very rapid wins for mode shift that would come via immediate blanket
reductions in speed limits in urban areas to 30km per hour

e Implementing an early moratorium on new road building, including new road projects
indicated but not yet begun under the current GPS

e More intensively incentivising the uptake of e-bikes, including through large scale
subsidies and share schemes

e The immediate implementation of free public transport fares for young people up to age
24
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Memorandum | Pukapuka

University of Canterbury Students’ Assaciation

To | Ki Transport Emissions, Ministry of Transport

From | Na Kim Fowler, UCSA President

Date | Ra 24 June 2021

Subject | Kaupapa Considering Tertiary Student Discount under Hikina te Kohupara

| am writing on behalf of the University of Canterbury Students’ Association (UCSA) to submit feedback on
Hikina te Kohupara. We would like to propose that the government reduce fares to provide either free or
heavily discounted public transport. One way of doing this may be to change the funding assistance rate for
tertiary student public transport. We believe that reducing fares for students could have a significant
impact via shifting travel to bussing, a lower impact mode. It could help achieve a more just transition
towards less emissions, as many students experience significant hardship. Furthermore, it could help build
habits for students, cementing them to be life-long public transport users.

For most students at UC who have the choice between driving or bussing (the main form of public transport
in Christchurch), it's cheaper to drive to university than it is to bus. In UC's 2020 travel survey, it was found
that 39.6% of students drove themselves to UC and only 9% used the bus. In a recent survey we undertook
of UC students, we found that implementing free buses would be the best incentive to change the
behaviour of students towards public transport use, with 84% of students who drive saying free buses
would encourage them to use the bus. Comparatively, a discount would encourage 58% of students.

If using the bus was free, would you use the bus more over driving (if you drive)?
631 responses

@ Yes
@ No
&) Maybe




If the bus fare was discounted, would you use the bus more over driving (if you drive)?
634 responses

@ Yes
@ No
© Maybe

Another question we asked was if transport was a significant cost in people’s budget. 45% responded that
costs associated with a car were significant, 21% responded that public transport costs were significant.
27% walked or biked so costs were low, and others reported that their car wasn’t too expensive, or that the
costs was moderate.

Is transport (ie petrol, public transport, costs associated with a bike) a significant cost in your
weekly budget?

704 responses

@ Ves, i spend a lot on public transport

@ Yes, | spend a lot on petrol, car maint...

@ No, | walk or bike so costs are low

@ a mix between walking and driving so...

@ No, petrol is cheap

@ i would spend like $15 a week on it, fr...
@ carbutfall

@ But i did have to buy a decent bike wh...

16 W

In our long form answers, transport being an equity issue for certain students was highlighted. We know
students experience hardship at significant rates, and therefore are likely to choose whichever option is
cheapest for travel. This came through in the answers, with many students highlighting that they cared
about climate change but were in a situation where the most climate-friendly mode of travel was
inaccessible.

“As a student who works part time on only a little over the minimum wage and has a 3 hour shift, bus costs
play quite a big part in my transport decisions. The bus fee does not need to be repeated within 2 hours but
given my shift is 2 hours I need to pay the fee twice, so that ends up taking out more than S5 of my pay for

that day alone, which really adds up over time. This has meant that even though | would honestly prefer to

bus, I try and borrow a friend's car to drive there and back (when a car is available) to save money, and bus
otherwise. If the bus was free | would definitely bus all the time, and this would make quite a big impact to

my financial decisions.”



“I drive my car to UC everyday, and the costs are huge. I'm not just paying for fuel, I'm paying for warrants,
UC car parks, and car maintenance. Discounted or even free bus fares would save me so much money. Plus |
am always for bus transportation due to the lower economic impact there would be if students chose to
take the bus over their cars. To just think about how the UC car parks are pretty full almost everyday, and
how much that affects our environment and as students we really want to protect our future and the future
of our environment. | think bus fares should be lowered because UC students make up a majority of
Christchurch's drivers, especially in and around llam. If fares were lowered people would be more likely to
not drive to Uni and may even start biking due to less busy roads in and around llam.”

“My flatmate used to use the bus to get to Ara but has recently switched to driving as her weekly parking
pass is cheaper than the bus. She would prefer to take the bus for environmental reasons but the savings
are adding up with time.”

“'m currently taking GEOG222, which is all about public transport and it’s not surprising that the
Christchurch bus services are so underused by students when you compare the prices to other NZ cities.
Many students in my class have talked about how price makes taking the bus less desirable, and that they
could deal with the extra time it requires if the bus services were more affordable”

Another impact highlighted was that for students whose only option was to take the bus, they felt they
were financially disadvantaged compared with their peers.

“Im a broke student, | only have S50 for my necessities after rent. 520 of that goes on my bus pass for the
week which is ridiculous as | only just live out of walking distance and suffer from chronic pain so public
transportation is kinda my only option. I really can't afford it, but | can't afford not to go to school either.
Something needs to change...”

“I used to use the busses a lot in high school but since becoming an “adult” it has become un affordable. As
well as this | have a chronic health condition which means that sometimes | take medication which means |
cannot drive and it is difficult for me to bike. This makes it challenging for me to get to Uni or the
supermarket or anywhere really because the busses are expensive now that | am no longer a child. On the
metro bus website it talks about student prices but then | found out it was for high school students. This
frustrated me because they pay the child fare anyway whereas tertiary students are adults but with limited
money. There is also no community services discount or if there is it’s hard to get information about. It is
frustrating to not be able to get around the city. | simply cannot afford to use the busses as a regular mode
of transport. It is cheaper to drive”

Therefore, we consider that simply encouraging students to use public transport is not enough, as this
won’t achieve an equitable transition to more public transport use. Despite students caring about climate
change, price is their main motivator when choosing how to travel and therefore prices need to be
reduced.

Reducing fares for public transport and encouraging more students to use the bus may help build lifelong
habits of public transport use. Especially considering students may be less likely to buy a car as soon as
they leave home if public transport is more accessible. |

We would like to note the recent proposed initiative to give Community Services card holders reduced
fares on public transport. We support this, as many students are eligible for a Community Services card.
However, some students neglect to register for the card, so we would still advocate independently for
reduced transport fares. g

Therefore, we are advocating for reduced fares as both a climate and equity issue. We thank you for
considering this proposal and look forward to your response.
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GREEN PAPER: TRANSPORT EMISSIONS — PATHWAYS TO NET ZERO BY 2050
SUBMISSION BY BUSINESSNZ ENERGY COUNCIL?!

INTRODUCTION

1. The BusinessNZ Energy Council (the 'BEC') is pleased to have the opportunity to
provide a submission to the Ministry of Transport (referred to as ‘the Ministry”) on its
Green Paper: Hikina te Kohupara — Kia mauri ora ai te iwi — Transport Emissions:
Pathways to Net Zero by 2050, published in May 2021 (referred to as ‘the paper’).

2. The BEC is a group of New Zealand energy sector organisations taking a leading role
in creating a sustainable, affordable, and secure energy future for all New Zealanders.
BEC is a division of BusinessNZ, New Zealand's largest business advocacy body and a
member committee of the World Energy Council (WEC).

3. BEC members are a cross-section of energy businesses, government, and research
organisations. Together we seek to shape the energy agenda for New Zealand.

4, With transport responsible for almost half New Zealand’s total domestic CO; emissions,
we do not underestimate the challenges ahead and welcome the Ministry’s paper on
how to accelerate transport emission reductions.

5. This submission provides some general, as well as some detailed, comments on the
Ministry’s consultation questions.

6. Given the diversity of our membership, some members will have specific issues which
they may wish to comment on in more detail. Therefore, we have encouraged
individual members to make their own submissions raising issues specific to their areas
of expertise.

GENERAL COMMENTS

7. Role of Business in achieving a ‘net’ zero emissions future: We support the
objective of transitioning New Zealand to a ‘net’ zero emissions future. We do not see
emissions reduction targets as solely government targets, but rather as the basis for
a partnership between government and all society’s actors who, in order to achieve
those targets, will need to commit capital, take risks and change how they behave.

8. Flexibility and stability can be friends: There is no ‘one-size-fits-all’ policy solution
for the transport system as it cuts across the entire economy and effective change
may require multiple, unique means of transition. Nevertheless, stable market

1 Background information on BusinessNZ Energy Counci! (BEC) is attached as Appendix One.



10.

frameworks create a good place for business to invest. Unfortunately, growing
uncertainty, combined with rapidly evolving technology in the drive to decarbonise,
create not just opportunities but also risks, with implications across the whole
transport value chain. Now more than ever, long-term policy coherence, yet allowing
for flexibility on our way to carbon zero, will be crucial for an inclusive, cleaner, and
resilient transport system.

A transport trilemma framework might be useful: The energy trilemma? enables
us to take a holistic approach to improving energy-system-related policy. The
multidimensional framework that considers sustainability, equity, and security
simultaneously, helps decision-makers navigate towards a more balanced energy
transition. A similar framework could be implemented for our transport system to give
effect to the Government Policy Statement on Land Transport 2021/22-2030/31,
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 kind of framework is more direct and better focused on
outcomes than the themes approach used in the paper.

A market-led approach: Furthermore, we think the ETS should be allowed to do its
job and other interventions should follow only where there is a clearly articulated
positive net benefit. Any additional policies should focus on outcomes and promote
efficiency. Those should not involve specific regulation that disincentivises innovation
or picks winners but instead allowing market participants to choose the least cost
option(s) that best meet their unique circumstances.

CONSULTATION QUESTION 1 & 2: PRINCIPLES AND THE ROLE OF GOVERNMENT

11,

12.

Systems-level approach: We support the Ministry’s Principle 4 "Co-ordinated action
Is required across the transport system to avoid and reduce emissions”.’ Siloed
thinking risks unintended consequences and poorly allocated resources, made worse
by not explicitly focusing on costs and benefits. The principles should acknowledge
this. Interconnectivity between the energy and transport markets is already emerging,
and throughout the economy the carbon price is binding decision-making together.

We agree with the Ministry's view that “there is a very close relationship between
transport and energy. The shift to cleaner fuels in the transport system will have
significant implications for the energy sector. In particular, the shift towards electric
vehicles will significantly increase the demand for electricity (which needs to come
from renewable energy sources), as well as the capacity for electricity storage.
Increasing demand for biofuels will also affect the energy sector. If hydrogen is used

2 New Zealand remains in top 10 for energy balance - BusinessNZ Energy Council (bec.org.nz)
3 Hikina te Kohupara - Kia mauri ora ai te iwi (transport.govt.nz), Page 10



for transport, this will also impact the electricity system (if electricity from renewable
sources is used to produce the hydrogen).”*

13. Collaboration between government and the private sector: Many of the
actions New Zealand must take to achieve emissions budget levels will be made by
the private sector. Businesses will have to change their behaviour, make new
investments with different criteria, and take the commercial risk that will arise from
the quest to meet the emissions budgets.

14. A vision for New Zealand should represent an informed, sequenced, and holistic
approach, developed jointly by the relevant government agencies, the private sector
and the relevant communities. The most value to New Zealand will be gained by using
this model to move boldly and smartly together to engage effectively with many
diverse stakeholders during the energy and transport system transition.

15. Market-led approach: There are several clean fuel options and emerging vehicle
technologies that could address current environmental concerns. We agree with
Ministry’s Principle 3 "We need to take a strategic approach to reducing transport
emissions” .

16. We believe that a strategic approach to decarbonising the transport sector is
important, however, we must be wary of "betting the house’ on any one technology.
The Government should be careful about picking winners. Robust trialling, piloting,
and clear policy frameworks will level the playing field for technology development
and adoption and help increase our options in the face of uncertainty. As mentioned
earlier in this submission, we think the ETS should be allowed to do its job and other
interventions should follow only where there is a clearly articulated positive net benefit.

17. The role of Government: The Government should focus on creating on an outcome-
based regulatory environment that enables the private sector to innovate and forge a
market-led path to 2050. It is vital that we allow for flexibility on how to decarbonise
the New Zealand economy. The Government should not be too prescriptive.

18. We agree with the Ministry’s view that “Analytics and modelling plays a key role in
understanding the expected effects of different measures on emissions outcomes, and
the interactions between different transport and other non-transport measures.

19.The prospect of increasing complexity suggests caution in designing policy
frameworks. More transparency is required. To address this increased complexity, for
some time now, the BEC has collaborated with businesses, academia, and government

4 Hikina te Kohupara - Kia mauri ora ai te iwi (transport.govt.nz), Page 21-22
5 Hikina te Kohupara - Kia mauri ora ai te iwi (transport.govt.nz), Page 26



20.

21.

22,

on a continuous basis to further develop and improve the New Zealand Energy
Scenarios — TIMES-NZ 2.0.

The purpose of this ongoing project is to provide the public and private sectors with a
robust but explorative analysis to get a better idea of how our future energy supply
and use might look and test the range of trade-offs and choices we might make along
the way.

While most modelling defines a destination, indicating what needs to change to get
there, our scenarios explore the ‘what-if stories’ rather than the ‘what-musts’. TIMES
is an economic model that is built around comparing fuels and technologies to achieve
the lowest cost option. It does not consider taxes, charges, or levies such as the Road
User Charges (RUC) in the Total Cost of Ownership. The model does however include
a carbon price.

Throughout the project we have been grateful for the input of organisations across
the sector, including input from the Ministry. This continuous collaboration is important
to us.

CONSULTATION QUESTION 3: ENCOURAGING EMISSION REDUCTIONS IN TRANSPORT

23.

24,

In general, we strongly caution the Ministry against being too prescriptive on the de-
carbonisation options for different transport uses. We would like the tone of the
Ministry’s advice to be technologically neutral and to focus much more on a transport
sector that is able to adapt to change in the face of uncertainty.

We would like the Ministry to focus on opportunities and increasing options, and to
give more clarity to how trade-offs can be made between these various options for
transport decarbonisation, and the cost implications of such decisions. Typically,
marginal abatement costs (MACs) are used to determine least-cost abatement options.
The following will provide the Ministry with some suggestions for further improvement.

The role of flexible working arrangements

25.

26.

The role of flexible working arrangements and working from home to reduce transport
emissions could be further explored by the Ministry. In its final advice the Climate
Change Commission (CCC) encourages higher rates of working from home and flexible
work arrangements to reduce travel demand and associated emissions (see CCC
recommendation 17 and 24).

We agree with the Ministry that the "7he use of data, information and communication
technologies holds another key opportunity for substituting physical travel in cities
with digital communication and virtualisation. This means less commuting and more
flexible working arrangements such as working from home or community ‘satellite



offices’. Data, analytics and digital innovation also have a significant role in
transitioning the transport system to low emissions.®

27.The application of ICT is already having a significant impact on logistics i.e., the
efficiency of freight movements. Optimised deliveries are one example, another is the
use of online shopping. These trends will continue with improving virtualisation likely
to increase confidence in retail purchases; developments in the first and last km using
more flexible transport modes (e.g., drones) overcoming congestion and speeding up
fulfilment; the Internet of Things enabling intelligent consignments to optimise their
own routes making use of transport infrastructure much better optimised to that task
etc. Even 3D printing and flexible manufacturing are helping to reduce the transport
component in products. This is an area that would benefit from more analysis of its
potential for New Zealand on the timeframes being considered.

28. However, while the Ministry refers to flexible working arrangements as an outcome of
improved transport systems, we suggest that more work could be done on how flexible
working arrangements can contribute to emissions reduction (as a driver rather than
an outcome). Encouraging remote working would be a good, least cost option for
achieving net zero emissions, particularly for employees in larger cities.

29. Encouraging the uptake of remote work might also be a lever to avoid or defer
congestion charging. Some of our members, for example Contact Energy” and Flux
Federation® have recently showcased the positive impact of flexible working
arrangements not just on reducing emissions but also on reducing hours of travel with
consequently a positive impact on productivity. Both show commute related emissions
reduction between 70-75%.

30. Although we support in principle the advice on encouraging working from home
arrangements, such decisions need to consider the social and wellbeing impacts of
reduced social interaction. Policies may be required to facilitate the development of
localised co-working spaces to mitigate the loss of social interaction, and to help build
a sense of community and social connectedness. We also need to think of long-term
impact on commercial leasing with more people working from home. or employers,
there are also health and safety implications since it is employers’ responsibility to
ensure their employees have a safe working environment.

¢ Hikina te Kohupara - Kia mauri ora ai te iwi (transport.govt.nz), Page 31
7 Contact Energy’s Transformation Ways of Working (TWOW)

8 How we saved money and cut carbon emissions by going remote-first (fluxfederation.com)



Pace of EV uptake and decarbonisation of our transport system
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32.

33.

The TIMES-NZ model shows transport emissions falling dramatically in line with the
fall in fossil-fuelled road transport by 2050. In Kea and Ttii, the residual emissions are
from marine and aviation transport. The final advice of the CCC suggests that transport
emissions must fall around 40% by 2035 to keep us on track. By comparison, in our
model, Kea transport emissions fall 33% by 2035 and 11% in Tai ~ see Figure 1.

Figure 1: Transport Emissions (Mt CO-e)
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The steeper reduction in Kea’s transport emissions is driven by a faster uptake of EVs
and lower growth in vehicle numbers compared with Tui. Emissions begin to fall
immediately as the emissions from internal combustion engines fall as electric and
hybrid vehicle uptake accelerates and slowly transport modes change in overall
vehicle-kilometers travelled. Hybrid vehicles act as a transition technology, peaking in
2030 before reducing to zero by 2050. Both internal combustion and hybrid vehicle
emissions drop to zero by 2050. In Ti, overall emissions remain steady to 2030. This
plateau in TUI is attributed to the reduction in emissions from electric and hybrid
vehicles being offset by the increasing vehicle fleet. There are more than double the
emissions from hybrid vehicles in Tli compared with Kea as these are more widely
adopted in TuI due to carbon price, technology costs and performance assumption
differences between the two scenarios.

We note that the CCC's chosen path to 2035 is more ambitious than our most
ambitious scenario, Kea. The CCC's final advice suggests that 36% of light vehicles
will be electrified by 2035 (with a carbon price of $160/tCO,-¢). Kea reaches 34% of
the light vehicle fleet electrified by 2035 ($120/tCO2-e), and Tui 13% ($60/tCO2-e).
Furthermore, the CCC suggests that 50% of our light vehicle imports will made up of
EVs by 2029, in Kea this would be 40% and in Tui 20%. The decarbonisation of the
transport sector relies heavily on the switch from ICE to BEV light vehicles, yet we see
real risks in securing the EV supply the CCC trajectory relies on. This may potentially
mean higher marginal abatement costs, thus affecting long-term GPD.



34. While we are not disputing the CCC's estimates, we would like the Ministry to ensure

all key risks that come with greater ambition have been uncovered so that all actions
fully take account of costs, benefits, and potential trade-offs. What are the low-cost
options and what needs to be done to make sure they are available?

Further modelling opportunities

35.

36.

We have noted that the Ministry’s current model combines all heavy trucks (>10
tonne) in a single technology group. However, the heaviest trucks (up to 50 tonnes)
travel the longest distances and contribute by far the most emissions and therefore,
an average-based approach might not consider the real spread of emissions. For
immediate policy analysis and future model iterations this segment needs to be
disaggregated to provide a more accurate emissions profile and contain a portfolio of
technologies available to reduce emissions.

Modelling is a very useful tool when trying to understand how best to tackle heavy
transport emissions. However, we need to be mindful when basing assumptions on
applying averages. For example, an ‘average truck’ based on the 2010 Ministry of
Transport dataset and often used in analysis travels ~27,000km per year, with a GVM
of 19.5t — see Figure 2.

Figure 2: Vehicle count by truck size and annual distance travelled (Truck >10 t GVM)
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37.This approach fails to account for the actual emissions of the different truck sub-

classes and the actual lifecycle of a truck. A new truck typically enters the fleet at the
high end of km service and/or payload where it can be commercially justified, it then
generally goes through 3 ‘lives’ with disproportionately high kilometres and emissions
in its first ‘life’. When emissions are accounted for in heavy vehicle modelling, a very
different pattern emerges:

(@)  Over 80% of heavy trucking transport emissions originate from trucks that
are heavier and drive further than the ‘average truck'.



(b)  Less than 20% of emissions addressable with a zero-emission truck based
on the ‘average’ heavy truck.

(¢) A heavy trucking decarbonisation strategy should introduce new zero
emission vehicles in the 1% life and leverage the ‘trickle-down’ effect.

38. The bulk emissions being produced in its first and second life — see Figure 3.

‘Figure 3: Cumulative Emissions by truck size and annual distance travelled
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CONSULTATION QUESTIONS 4 & 5: AN INTEGRATED TRANSPORT SYSTEM; MODE SHIFT

39.

40.

41.

Changing behaviour involves a deliberate choice informed by the alternative
infrastructure that might or might not be expected to become available. Although we
generally agree with the CCC recommendation of improving mobility outcomes (CCC
recommendation 17), the transformational element of this change needs to be
highlighted more strongly.

We consider a shift from the historical focus on supply-side interventions (e.g., an
increased supply of infrastructure) to demand response is inevitable simply because it
will produce lower cost solutions that still meet user needs. Actions will potentially
need to facilitate and accelerate moves to increase vehicle occupancy and provide
reliable and integrated services for urban mobility through intelligent transport
systems. This is a change that will require the Ministry’s and others involved in the
provision of transport infrastructure to rethink how New Zealand’s transport system
will operate, as it becomes smarter and more integrated. This kind of strategic thinking
around mobility needs to be engaged in now, as capital investment decisions are being
made nationally and locally. Expedience is also required as the needed behavioural
change will take time to occur.

We also note that the Ministry acknowledges “different approaches to managing the
transport system will also be important, including how urban design and placemaking

9



can be used to support emissions reductions. ” However, while urban design options
. need to be taken into consideration, they are likely to take much longer to have a
positive impact than changing the composition of the vehicle fleet.

42, To facilitate the above changes and to aid users to exploit them, a good understanding
will be required of the factors that drive mobility choices in the New Zealand context,
and how these differ by location and personal circumstances. The Ministry should
commission relevant research to ensure measures designed to shift demand or modal
choices are effective.

CONSULTATION QUESTION 6: THE ROLE OF PRICING

43. We agree with the Ministry that “ Transport demand management, including transport
pricing, Is critical for supporting more liveable cities and encouraging people to make
sustainable transport choices. ” *°

44, We generally support the Ministry’s idea of getting the price right by better enabling
demand to be managed, particularly in respect to congestion pricing. It is important
that we continue improving the pricing system for transport, so that costs associated
with vehicle use are internalised along with other transport modes, whether these be .
public transport, cycling or walking. By providing a more direct pricing signal of the
real costs of all mobility choices, such a system would create stronger incentives to
support low-carbon user choices while considering individuals’ and households’ unique
preferences.

45. For example, congestion pricing might encourage desired behaviour with fewer cars
on the road at peak time, potentially resulting in a reduction in transport-related
emissions. However, we agree 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 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.” !

46. Pricing mechanisms such as congestion pricing are most effective if enough flexibility
exists to avoid travel during peak hours (e.g., flexible working arrangements) and/or
if alternative services are available (e.g., public transport, carpooling). There is
otherwise a risk of charges adding to the household bill while the suggested reduction
in traffic and emissions does not occur.

9 Hikina te Kohupara - Kia_mauri ora ai te iwi (transport.govt.nz), Page 29
1 Hikina te Kohupara - Kia mauri ora ai te iwi (transport.govt.nz), Page 35

11 Hikina te Kohupara - Kia mauri ora ai te iwi (transport.govt.nz), Page 57
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CONSULTATION QUESTION 7: TRANSITIONING NEW ZEALAND’S VEHICLE FLEET

Charging Infrastructure

47.

48.

49.

50.

51.

52.

As discussed earlier, to encourage the uptake of EVs, not only do we need sufficient
supply volumes but also sufficient access to public charging. While there has been
some good work done in building a network of publicly accessible charging sites, these
are predominantly slow charging and located at places where there are limited
opportunities for EV owners to avail themselves of other services while they wait for
their EV to charge.

It will be important for EV uptake to be supported by smart charging capability. Smart
charging can shift EV charging demand away from peak demand periods enabling
higher network utilisation and deferring network upgrades, resulting in lower electricity
prices to consumers. Electricity networks will be required to manage the associated
increase in demand for electricity.

However, it should be noted that to time-shift the charging of a medium/heavy EV
truck away from peak demand times may be impractical in most cases as there is less
operational flexibility for commercial freight operations. Smart charging of
medium/heavy vehicles in this way would effectively extend the charging time for
these platforms, resulting in less time on the road. To fast charge a commercial
medium/heavy vehicle will require chargers in the order of 1000KW, which is a
significant step up from New Zealand’s fastest chargers (currently around 180KW) and
might require grid capacity upgrades wherever they are installed. In comparison, clean
fuels refuelling station (for example hydrogen) will charge a heavy vehicle in 15 mins.

We support the Ministry’s initiative of developing a roadmap for charging infrastructure
and would like to reiterate the point made earlier of taking a system-based approach
to doing so. We suggest that this development aligns with the work currently being
undertaken by one of our members — Wellington Electricity.

As the EV uptake increases, electricity networks will be required to manage the
associated increase in demand for electricity. Wellington Electricity has held multiple
workshops to engage with stakeholders on how to move energy use to less congested
times on the network. Discussion predominantly focussed

The project refers to a the £V Connect — Draft Roadmap® is co~sponsored by EECA as
part of the LEVCF program. The purpose of the project is to support the EV adoption
while maintaining network supply security, reliability and providing new benefits to
consumers and across the electricity supply chain. Wellington Electricity found that a

12 FV Connect - Stakeholder Consultation | Wellington Electricity (welectricity.co.nz)
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small EV will increase household electricity use by 35%. As energy bills make up a
larger proportion of low-income household expenses, households stand to gain a great
deal from reduced energy bills.

53. The roadmap development requires collaboration across policy, standards, regulation
and both the electricity and transport sectors to enable support of EV adoption in a
managed way which ensures security and affordability are well managed as part of
achieving sustainability. The consultation is open until 15 July.

Equitable transition

54. Actions for an equitable transition are time critical. The timeline for electrifying light
passenger vehicles is ambitious and as we accelerate to reach the target, we cannot
afford to turn the corner without taking due consideration of equity impacts along the
way.

55. The Government must ensure that low-income households, people with disabilities,
and those who live in remote areas can also benefit from electrified passenger
transport. We do not want the transformation in transport to perpetuate existing
inequality. Instead, we want it to be an opportunity to improve the relative position of
those parts of society that have previously been disadvantaged.

Refurbishment, disposal/recycling at the end of life

56. We support a collaboration between the public and private sectors to roll out EV
battery refurbishment, collection, and recycling to ensure the electrification of the fleet
is sustainable. Furthermore, consumers need to understand the options and processes
involved to enable good decisions to be made.

57. The disposal of cars and car parts needs overall coordination as there are many small
organisations of different capacity engaged in this activity all around the country and
much automobile waste ends up in landfill.

58. We should note that there is already some good work underway. The Motor Industry
Association and its members have committed to a code of practice to have suitable
systems in place to tackle this issue. In Addition, the Battery Industry Group (B.I.G) is
working to design a ‘circular’ product stewardship scheme. B.L.G includes over 140
organisations across the energy, waste, transport, and battery sectors.

CONSULTATION QUESTIONS 9, 10 & 11: AVIATION, FREIGHT AND FUELS

59. Clean fuels have a role to play in helping decarbonise the transport sector where
alternative options are not available in the short and medium term, e.g., heavy trucks,
marine and aviation. Each clean fuel has strengths and weaknesses. Currently, electric
battery technologies have weight and operational downsides, hydrogen has an
electrical efficiency downside and biofuels have a volume capacity downside.

12



Therefore, it is important that a fuel agnostic approach is taken and that the market
is empowered to adopt the fuel best suited to their needs. For example:

15t Example: Heavy freight

60. For long-haul heavy freight, clean fuels such as hydrogen, biofuels and e-based
synthetics look potentially more appropriate than battery technologies due to
payloads, operational efficiencies, isolation from electrical grid demand peaks and
troughs. Some of New Zealand’s largest freight carriers have started procuring
hydrogen fuel cell electric trucks. ’

2" Example: Aviation

61. For commercial airlines and turbine engine operators, sustainable aviation fuel appears
to provide the best alternative, coupled with ongoing improved designs of aircrafts
and engine functioning. New engine designs could potentially provide considerable
improvements in efficiency. For smaller operator though, there are potential issues
operating sustainable aviation fuel mixed with existing fuels in piston engines. This is
currently looked at more closely by Aviation NZ.

62. Over the course of the last two years, various useful reports have been produced by
our members to get a better understanding of how clean fuels can assist us on our
journey to decarbonise New Zealand’s economy. Two examples below:

1%t Example: FirstGas

63. FirstGas has done some work on zero carbon gases to demonstrate how existing gas
infrastructure could be used to transport zero carbon fuels such as biogas and green
hydrogen. This could become an attractive option for decarbonising some transport
and industrial applications, including high temperature process heat, refining, the
production of fertilizer and steel. FirstGas notes that developing these zero carbon
fuels would reduce the burden on the electricity system, remove the need to overbuild
renewable generation and could provide inter-seasonal and inter-year storage of
energy for use in dry years.3

64. The FirstGas work highlights the need to think carefully about the linkage between
transport and other parts of the energy system. While today’s transport fuel (petrol
and diesel) is primarily distributed by road, a net zero future is likely to see electricity
and gas distribution networks used to fuel vehicles. Using these distribution channels
reduces carbon and can provide a cost-effective way to transition to lower carbon
transport fuels. A recent European report estimates that repurposing gas pipelines to
transport hydrogen is expected to add less than 10% to the production costs of

13 Transitioning To A Zero Carbon Future | Gas is changing
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renewable or low-carbon hydrogen.!* However, these networks need to be maintained
and re-oriented towards zero carbon fuels.

2nd Example: EECA and Sapere Research

65. Sapere Research recently prepared an independent report for EECA referred to as
Biofuel Insights®. The report aims to inform the discussions about potential pathways
of biofuel uptake, associated emission reductions and related costs for New Zealand’s
light and heavy road transport, domestic aviation, and shipping. The report provides
a summary of biofuel applications and limits — see Figure 4.

Figure 4: Summary of biofuel applications and limits

Fuel family Conversion technology Biofuel produced i Blend limits
Road diesel Trans-esterification of lipds FAME biodiesel 5% - 79, Higher blends can be used depending on OFM
specifications
Hydro-treatment of lipids Hydrogenated Thero are no requiatory limits to blending HEFA in diesel However,
rangwable diesel it is blended with conventional diesel funl to meet fuel
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| !:}rd_murlmn: | - ) -
| Fischur-Tropsch | Drop-in diesel i FT kerosene is certitied for maximum 565 Wends with jet fuel
[:Catha!ylic hydrothermalyosis ;_Dman diesal | Up 1o 50%
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i Mild bio-oil upgrading | Drop-n Can be used in a marine engine. Standards being developed

66. The report found that by 2030, the implementation of biofuel could lead to a “fota/
lifecycle emissions savings per annum of 3.8%-5.4%, increasing to 9%-21% by 2035,
and 38% by 2050”'¢ However, to achieve these emission reductions, significant
capital investment would be required. In other words, "through to 2025, the average
annual investment cost would be between $39 and $93 million, primarily to scale up
production of biodiesel and renewable aviation fuel (HEFA). Over the 2026-2030 and
2031-2035 periods in the progressive scenario, additional investment costs of $51-
$116 and $115-$254 million per annum would be required respectively to scale-up
production of drop-in fuels from biomass feedstock.

14 How to transport and store hydrogen — facts and figures (hydrogeneurope.eu)
15 | iquid-Biofuel-Research-Report-March-2021.pdf (eeca.govt.nz), Page 79

16 | iquid-Biofuel-Research-Report-March-2021.pdf (eeca.govt.nz), Page vi

7 iguid-Biofuel-Research-Report-March-2021.pdf (eeca.govt.nz), Page vi
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67. We also note that assumptions on the blend rate, and suitability of types of biofuels
(conventional versus advanced) remain subject to ongoing trials and testing, and will
vary dependant on engine age and manufacturer, fuel type, and location of use relative
to ambient air (and water) temperatures. A stated blend limit of 7% is reflective of
the current New Zealand Legislation, and not related to fuel or engine specification(s).

68. We encourage the Ministry to make good use of the research already available and to
join the dots between developments that are currently underway (e.g., Infrastructure
Strategy development, Energy Road Map development, RMA reform).

CONSULTATION QUESTIONS 12: IMPACTS OF A JUST TRANSITION

69. We agree with the Ministry that there is a risk  Government interventions that increase
the cost of using vehicles, such as road pricing mechanisms, could have a
disproportionate impact on low-income households who rely heavily on using a car. 4

70.We note that the paper acknowledges distributional impacts of the proposed
interventions and indicates it will take a system approach to considering the social
impacts of its policies.

71. We encourage the Ministry to further investigate the impact of a just transition in
conjunction with business and other agencies as some measures, if not correctly
designed, will disproportionately impact low-middle income families.

CONSULTATION QUESTIONS 13 & 14: PATHWAY AND POLICIES FOR THE FIRST BUDGET

72. We support an effective and efficient decarbonisation of New Zealand’s economy and
suggest an economy-wide carbon price as a first-best solution. If an ETS
complementary policy is to provide a positive net benefit, we encourage the Ministry
to focus on the least-cost abatement options.

73. Again, we strongly caution the Ministry against being too prescriptive on the de-
carbonisation options for different transport uses and would like the tone of the advice
provided to be ‘neutral’. The proposal that transport emission reductions can be driven
by arbitrary pathways is flawed and should be put aside.

74. Taking a technology, fuel, and process agnostic approach is key to making the most
of scarce resources, sending equitable pricing signals, and avoiding unnecessary
controversy and excessive complexity.

18 Hikina te Kohupara - Kia mauri ora ai te iwi (transport.govt.nz), Page 103
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APPENDIX ONE - BACKGROUND INFORMATION ON BEC

The BusinessNZ Energy Council (BEC) is a group of New Zealand’s peak energy sector organisations taking a
leading role in creating a sustainable energy future. BEC is a division of BusinessNZ, New Zealand’s largest
business advocacy group. BEC is a member of the World Energy Council (WEC). BEC members are a cross-
section of leading energy sector businesses, government and research organisations. Together with its
members BEC is shaping the energy agenda for New Zealand.

Our vision is to support New Zealand’s economic wellbeing through the active promotion of the sustainable
development and use of energy, domestically and globally. With that goal in mind, BEC is shaping the debate
through leadership, influence and advocacy.

BusinessNZ is New Zealand's largest business advocacy body, representing:

e Regional business groups EMA, Business Central, Canterbury Employers’ Chamber of Commerce, and
Employers Otago Southland

e Major Companies Group of New Zealand’s largest businesses

e Gold Group of medium sized businesses

e Affiliated Industries Group of national industry associations

e ExportNZ representing New Zealand exporting enterprises

e ManufacturingNZ representing New Zealand manufacturing enterprises

e Sustainable Business Council of enterprises leading sustainable business practice

e BusinessNZ Energy Council of enterprises leading sustainable energy production and use

e Buy NZ Made representing producers, retailers and consumers of New Zealand-made goods

BusinessNZ is able to tap into the views of over 76,000 employers and businesses, ranging from the smallest
to the largest and reflecting the make-up of the New Zealand economy.

In addition to advocacy and services for enterprise, BusinessNZ contributes to Government, tripartite
working parties and international bodies including the International Labour Organisation (ILO), the
International Organisation of Employers (IOE) and the Business and Industry Advisory Council (BIAC) to
the Organisation for Economic Cooperation and Development (OECD).
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This submission by the Sustainable Business Council (SBC) and Climate Leaders Coalition (CLC)
represents the combined view of our 150 member companies on Hikina te Kohupara - Pathways to Net
Zero by 2050.

SBC and CLC members are already taking action to transition to a zero carbon future. That includes
implementing transition plans and working together to develop pathways that quantify the trade-offs
and interdependencies that will be required for sectors and systems to decarbonise.

Reducing transport emissions is crucial to meeting our climate targets. Transport currently represents
a third of our total long-lived gas emissions. As the Climate Change Commission’s final advice shows,
action in this sector will have an immediate and lasting impact. Aotearoa can cut almost all transport
emissions by 2050. The technology already exists and is improving fast.

In Aotearoa we need to change the way we build and plan our towns and cities and the way people
and products move around. This includes making active travel easier with good cycleways and
footpaths. It means moving freight off the road and onto rail and shipping. It means reliable and
affordable public and shared transport systems. It means a low-emissions transport fleet.

Our members are already leading the way, including by engaging through the SBC Freight Group to
develop the Low Carbon Freight Pathway. Some of our members are involved in the development of
the biofuels strategy and Sustainable Aviation Aotearoa which is mapping out a pathway for
sustainable aviation fuel in our country.

We support many of the proposals in Hikina te Kohupara. This submission provides suggestions for
where the proposals could be improved or strengthened. It draws on our submission on the Climate
Change Commission’s draft advice, as well as the Climate Change Commission’s final advice.

Our key recommendations are:

a. We ask that the private sector's vital role in decarbonising Aotearoa's transport sector be
better reflected in the Emissions Reduction Plan (ERP) and related policy.

b. We urge that a systems-level approach be taken to create a cohesive and coherent transition
plan. This plan should create a clear signal that drives a fair, equitable and inclusive transition
for all New Zealanders. We see specific need for the energy and infrastructure strategies to
be embedded within the transport response.

C.  We recommend that a Low Emissions Vehicle Leadership Group be stood up as a matter of
urgency and have broad business and cross-party involvement. The Group should be tasked
with addressing practical barriers to low emissions vehicle uptake, such as supply, charging
infrastructure, and incentives.

d. We ask that the role of biofuels in decarbonising the transport sector be better reflected in
the policy measures proposed, including fuel for shipping and sustainable aviation fuel (SAF).

e. We encourage the freight part of the ERP's transport chapter and National Supply Chain
Strategy reflect the work of the Low Carbon Freight Pathway, including the role of biodiesel,
hydrogen, and BEVs in the freight sector transition.



We welcome the opportunity to comment on Hikina te Kohupara - Pathways to Net Zero by 2050 (Hikina),
a system-wide review of options and opportunities to reduce emissions in the transport sector. We
understand that feedback received on Hikina will be used to inform Government decisions on actions
and policies to be included in the transport chapter in the first all-of-government ERP to be published
by the end of 2021.

This report draws on our Briefing to Incoming Government on Climate Action Priorities from October 2020
(2020 report) and underscores key recommendations contained in our submission to the Climate
Change Commission on their draft advice, March 2021 (CCC submission). We recognise the work of
consulting firms Sapere and DETA that supported the development of our CCC submission. This
submission focuses on the consultation questions in Hikina that are relevant to our members' interests
as outlined in the CCC submission.

We look forward to engaging further with the Ministry of Transport (MoT) through the development of
the ERP and associated policy, including the National Supply Chain Strategy.

As with our CCC submission, we have formulated this input based on the overarching pursuit of an
Aotearoa with:

i, A sodiety that is fair, inclusive, and diverse.

i, An economy that is:

e open, recognising Aotearoa'’s role as a trading nation.

e globally connected, virtually and physically.

e supported by market regulation that is incentive focused, intervention cautious.
i, A climate change response comprising:

e science-based mitigation with effective measuring and reporting of emissions.

¢ adaptation efforts that are technology-based, risk- and future-focused.

e ajust transition that is fair, equitable, and inclusive for all New Zealanders.

We have also considered the following specific principles in preparing this submission:

e We support the emissions reduction targets and purpose of the Climate Change Response
Act (the Act) to contribute to the global efforts under the Paris Agreement to limit warming to
1.5 degrees above pre-industrial levels.

e We understand and support the focus on gross emissions reductions. We also agree that
forestry offsets should not be the only mechanism relied on and that offshore mitigation
should not be used to meet New Zealand's first three domestic emissions budgets other than
in circumstances prescribed in the Act.

e We want to work in partnership with Government to achieve the emissions budgets and by
helping to shape and deliver the Plan.



We think the ETS should be allowed to do its job and other interventions should only follow
where there is a clearly articulated positive net benefit for other non-price policies.

Non-price policies should focus on outcomes and promote efficiency rather than being
specific regulation that disincentivises innovation.

All parts of society will benefit from education and awareness raising on the imperative and
the case for changing behaviours beyond ETS signals and justified non-price policies.



SBC and CLC broadly support the principles in Hikina, subject to the following specific comments:

a.

Systems-level approach: We agree that coordinated action is required to get to net zero
by 2050 and ensure that the transition is equitable. We strongly encourage a systems-
level approach to achieve the desired transition across Government and all sectors of
Aotearoa business and society. This means coordination and ideally co-design not just
across the transport sector, but all the supporting industries that MoT identifies, such as,
infrastructure, power, technology, and innovation.

We need to get started now: We support Principle 6 and agree that we cannot wait for the
perfect plan - we have to get started now. Many of our members are already
demonstrating the art of the possible, such as the SBC Freight Group, where members
are engaging in collaborative pilot decarbonisation projects to test ideas and technology.

Market-led approach: A strategic approach to decarbonising the transport sector is
important, but we caution the Government about ‘picking winners'. The role of
Government is to set the regulatory environment that enables the private sector to
innovate and forge a market-led path to a net zero economy by 2050.

Close collaboration between Government and the private sector: We recognise the role
MoT describes for the private sector in the transport transition. It is clear from the
consultation document that there is much detail still to be worked through, and that the
operational policy to effect many of the required changes will sit elsewhere, such as in the
National Supply Chain Strategy. We see a role for business and Government to work in
partnership to accelerate thinking in these areas which was highlighted as a priority in the
Climate Change Commission’s final advice to Government. SBC and CLC members would
welcome the chance to be part of this collaborative effort. One particular example is the
recently announced Sector Leadership Group on electric vehicles (EVs) - discussed further
below.

We are pleased that Hikina acknowledges the role that the private sector will play in helping New
Zealand decarbonise its transport sector.

We do not-see the decarbonisation of Aotearoa’s transport sector as solely the role of government.
Rather, our shared goal of a net zero economy by 2050 should be guided by a partnership between
government and all of society's actors who will need to commit capital, take risks, and change
behaviours in order to achieve them.

The investment choices that businesses make will determine the success of Aotearoa’s transition.
Businesses, including members of SBC and CLC, are already playing an important role in getting the



transition underway, for example by working to drive down emissions with the companies we work
with in our supply chains. Many of the solutions the Climate Change Commission alludes to will be
provided by and tested by business, so we would like to see emphasis on the need for Government
policy to provide businesses with the flexibility needed to shape their own transition.

Hikina describes the private sector as one of a number of players in this transition and ascribes it a
relatively narrow role. We ask that the vital role that business will play in this transition better reflected,
as it was in the Climate Change Commission’s final advice to Government.

We do see a role for Government in using regulatory lever(s) to provide appropriate nudges and
catalyse behaviour change where a non-price measure is demonstrably required to accelerate
emissions reductions,

Changing the nature of vehicle ownership and how people travel in urban areas will require a strategic
rethink of mobility options. Transportation and mobility are on the cusp of a paradigm shift that will
be brought by technological innovation and social change that will see more New Zealanders using
transport as a service and other more flexible options. For this reason, we ask that there be more
research into the drivers of mobility choices within the Aotearoa context, including on a regional basis,
and support for the sector to find innovative solutions to overcoming decarbonisation barriers.

To ensure Aotearoa can capitalise on the full potential of emerging technologies, it will be critical for
Government and industry to work together to ensure that we are building skills and innovation
capabilities within Actearoa, and that the rollout of supporting infrastructure to enable innovation can
continue at pace.

Particular candidates for targeted Government support to incentivise innovation and investment are
set out in other parts of this submission, but in summary include:

e Domestic biofuel production, including sustainable aviation and shipping fuels,

e Investigation of the role of hydrogen in decarbonising heavy transport in particular.

We support the development of an Integrated Natlonal _Transport Network to reduce travel by private
vehicles and to increase walking, cycling, |OW-emlSSlOﬂS public and shared transport, as was
recommended by the Climate Change Commission. We ask that the final transport chapter of the ERP
be framed in terms of this Integrated National Transport Network and articulate a clear, systems-level
approach to a strategy for our future maobility.



Changing the nature of vehicle ownership and how people travel in urban areas will require a strategic
rethink of mobility options. The changes required to decarbonise our transport sector touch on deep
and long-held habits and expectations as to how we (and the goods we consume) get from place to
place in Aotearoa. Decisions will be varied in their size and scale but include considerations such as
the kinds of vehicles we buy, how our cities and towns are planned, and how long we are prepared to
wait for package deliveries.

As part of this, we strongly encourage that greater consideration is given to how rural communities
are included in this work programme. While the recommendations within the discussion document
focus heavily on urban development, alternative modes of transport like cycling or public transport
are not viable options for many rural communities. This needs to be given careful consideration to
ensure an equitable transition and that the impacts of the transition are not unduly borne by those
living rurally.

Careful planning needs to accompany scaled up investment to old habits and building confidence in
new means of travel. MoT appears to have undertaken some research of the drivers of mobility choices
within Aotearoa, but as noted above, we think there needs to be more research into the drivers of
mobility choices within the Aotearoa context to enable enduring change. This should include, for
example, an understanding of the drivers and tipping points to use e-micro mobility (e-bikes and
scooters) on movement corridors.

Hikina does address many proposals that could achieve a low-emissions Integrated National Transport
Network, like active travel, accessible urban design, and efficient public transport. However, we ask
that the individual policies floated in Hikina be considered in a more holistic way to ensure that linkages
are identified and cross-system barriers, large and small can be tackled.

For example, on the small barrier side, e-bikes have many advantages over battery electric vehicles
(BEVs), such as less wear on roads, improving activity rates (reducing obesity), and have far fewer
embodied emissions. They can also help address the last-mile issue. Despite these advantages, they
are not allowed to be taken on public transport. Such barriers need to be removed if behaviour is to
change. The ERP's transport chapter should address these smaller, but important, issues too.

We agree that infrastructure and energy are sectors that are crucial to the transport transition. We
strongly encourage that a systems-level approach is taken to ensure that the transport policy response
be developed in tandem with aspects of the ERP and other policies that cover these sectors, to create
a cohesive and coherent plan that creates a clear signal for all New Zealanders.

We see specific need for the energy strategy and the Infrastructure Commission's Infrastructure
Strategy, in particular, to be embedded within and speak to the transport response. The transport
chapter of the ERP should also be developed in close coordination with the Equitable Transitions
Strategy that the Climate Change Commission's final advice recommends. Framing in terms of a holistic
strategy or network will enable emissions reduction measures that cut across the transport sector to
be better addressed, such as promoting increased vehicle occupancy and system productivity.

Successful transport transition planning will also require Government to explore a range of regulatory
levers. Options could be considered through the reform of the Resource Management Act to integrate
climate considerations into how we plan for and build towns, cities, and infrastructure. For example,



any new significant transport infrastructure could be required to establish consistency with the
emission budgets before consent is granted.

We generally support improving the pricing system for transport, so that costs associated with vehicle
use are internalised (e.g., congestion / parking charge). By providing a more direct pricing signal of the
real costs of mobility choices, such a system would create stronger incentives to support low-carbon
user choices. A congestion charge, for example, would encourage desired behaviours, fewer cars on
the road, more people per car, reduce transport-related emissions and bring the cost of EVs down. It
would also provide a mechanism for allowing investment into public transport infrastructure,
innovation into cleaner fuels, and improvements to existing assets. It is therefore pleasing to see that
MoT is considering congestion pricing and distance pricing and would like to work with the
Government as options are further explored.

One issue that needs to be recognised is that, as fossil-fuelled vehicles start exiting the fleet, new
sources of funding for capital investments in road infrastructure will need to be secured given the
current dependence on payments from fossil-fuelled vehicle use (e.g., Road User Charge (RUC), fuel
excise tax). We recognise the challenges Hikina sets out to implementation of a nation-wide road
pricing scheme. However, in order to ensure sufficient public funds are available to support capital
investments in transport infrastructure, including the low-carbon transition, we support acceleration
of a nation-wide road pricing system to future-proof the Government's road infrastructure funding
source, Specifically, we suggest that this be integrated into the current MoT project Future of the
Revenue System, and that the feasibility of smart road pricing be specifically considered. This should
include consideration of the distributional impacts of road pricing options.

Low-emissions vehicles, including electric vehicles (EVs - which for simplicity we use in this submission
to refer to both battery electric and hybrid vehicles), will be an important part of the broad range of
solutions that will be required in decarbonising Aotearoa'’s transport sector. SBC and CLC members
are keen to work in partnership with government to develop collaborative pathways that have broad
sectoral and, ideally, political support. We were pleased to see the recent announcement of the
establishment of a Low Emissions Vehicle Leadership Group and look forward to being part of this
work. We recommend that this Group should comprise a diversity of views and voices from the sector
and different political parties. This Group must be established and commence work as a matter of
urgency.

We support an ambitious roadmap to accelerate the transformation of the transport asset make-up.
We, therefore, support, in principle, the restriction of Internal Combustion Engine (ICE) light vehicles
entering, being manufactured, or assembled in Aotearoa. Any such restriction would need to be
designed carefully to ensure it reflects the availability, affordability and safety of alternatives to ICE
vehicles. The Low Emissions Vehicle Leadership Group could develop recommendations as to how



such a policy could be structured, taking into account the range of factors that will contribute to EV
uptake in Aotearoa (including supply, charging infrastructure, and incentives).

Transitioning the light vehicle fleet is a major task. Many countries are further along this pathway than
Aotearoa. We support the undertaking of a survey of policies to support EV uptake in comparable
economies, to enable Aotearoa to learn from the experience of others.

EV supply

As Hikina identifies, there is a real risk to achieving the required EV supply given Aotearoa’s limited
bargaining power for the latest EV technology. We recommend the Low Emissions Vehicle Leadership
Group be tasked with investigating options to minimise this risk. One solution could be bulk
procurement of BEVs to reduce supply risks, e.g., through corporate buyer's club or other
mechanisms, such as, strategic partnerships with other countries for EV supply. SBC and CLC
members would welcome the opportunity to be part of this effort.

We also support the final advice of the Climate Change Commission in recognising the value of
solutions, such-as, hybrid vehicles and blended biofuels in reducing emissions until zero carbon
options become more affordable.

Charging infrastructure

Hikina notes that “commenced work to develop a strategy to support the ongoing implementation of
infrastructure, which should also include charging infrastructure for other modes such as for ships at
ports.” We support the acceleration of this work as a matter of priority:

e Theinfrastructure needs keep pace with the significant switch from ICE to EV. There is urgency
to such a plan given the decisions that are already being made with respect to urban planning.
The Electric Vehicle Infrastructure scoping project should be accelerated with a view to
commencing implementation by mid-2022 at the latest.

e As part of that, we support the introduction of a co-investment subsidy for EV charging
infrastructure to incentivise investment of fossil fuel industry capex into electric and divert it
from inappropriate investment in potentially stranded fossil fuel assets. We support in
particular work to consider how to promote establishment of necessary infrastructure in rural
areas,

e We expect smart EV charging to play a critical role in electrifying transport affordably in the
future, not just for EV owners but for all users of the electricity system. We recommend that
the Electric Vehicle Infrastructure scoping project consider the value of smart EV charging and
smart EV integration within the wider electricity system.

Charging infrastructure is one particular area that would benefit from a systems-level approach.
Preparing Aotearoa's homes and streets with the necessary charging infrastructure will be a major
undertaking, with some practical but important considerations. The electricity sector (and wider
energy sector) therefore needs to be involved in designing and following through on the transport
sector’s transition. We are entering into a period where, for the first time at a large and widespread
scale, the electricity and transport industries are converging to deliver transport outcomes for New
Zealanders, which will require coordination at both a strategic level and at an operational level. The



Electric Vehicle Infrastructure scoping project should also consider the role and applicability of vehicle
to grid technology and how utility companies can utilise this technology in partnership with smart EV
charging systems to deliver the energy and power required to charge an EV fleet across the network.

Role of business in accelerating fleet transformation

Corporate fleets will play a major role in the move to electrifying light vehicles. We recommend that
MoT deepens its consideration of the possible short-term impacts on businesses as they transform
their fleet to lower-carbon assets. Removing current barriers will help smooth the pathway to
electrification of corporate fleets. Hikina recommends investigation of tax incentives. This is an
important step: reducing, removing, or changing the methodology for calculating the fringe benefit tax
for the corporate BEV fleet and employee EV charging with accelerate uptake.

There are other impacts on businesses as well. For example, current Worksafe guidelines requiring
employer owned EVs to be charged in a garage. This is a major barrier for some of our members in
terms of which employees can be eligible for an EV. We ask that this be changed or modified to make
it more practical and incentivise employer EV uptake.

Complementary measures

In addition to the recently announced incentive schemes to reduce the upfront cost of low-emissions
vehicles, we recommend that MoT considers complementary measures aimed at getting older vehicles
off the road. This should include exploration of the following potential measures:

e The further scrappage of older vehicles, including more stringent requirements for warrants
of fitness and higher costs for annual licensing for such vehicles. However, we also recognise
that there are significant social issues to address in exiting older vehicles from the fleet, and
that the cost of scrappage and of upgrading to a newer vehicle will be prohibitive for many
low-income households. We recommend that MoT consider whether cash incentives could be
provided for scrappage, or for low-income households to trade older vehicles and purchase
more fuel-efficient cars.

e We recommend MoT consider in more detail infrastructure required for recycling EV batteries
at the end of their life within Aotearoa, with a view to a scheme being in place within the next
two years.

Low-carbon fuels

We support the development of a biofuel strategy. We welcome the recent announcement of the
extension of the biofuel mandate to all transport modes.

We were pleased to see the Climate Change Commission in its final advice support the development
of a bioeconomy strategy for Aotearoa. The bioeconomy and biofuels strategies must be integrated,
recognising other uses of biomass feedstock in the economy, and the trade-offs amongst supply-chain
investment decisions that will need to be made. The issue of biofuel supply is particularly relevant for
aviation, where alternative options to decarbonise are not available (see aviation below).

In addition, we recommend a moratorium or some other limitation on any new fossil fuel stations to
be constructed if this would significantly reduce emissions. There is a real risk of stranded assets in a
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relatively short timeframe, and this will assist in no small part, to educating the general population on
the realities of our climate transition.

Decarbonising aviation is critical to the future prosperity of primary produce exports, the tourism
sector, and maintaining important social connections. As acknowledged in the report, aviation plays
an important role in connecting people, and delivering Aotearoa’s high-value and perishable export
products to the world, for which alternative transport modes are not often feasible.

Overall, we support the report's recommended actions to decarbonise aviation, including through SAF,
next generation aircraft, and improved efficiencies. This includes the policy actions proposed for the
first budget period.

Current technological challenges should not stop us from planning and working towards a future with
electric short haul aviation in the coming decades. Electric aircraft will require major changes to airport
infrastructure and operations, manufacturing, supply chains, maintenance infrastructure and
operations, airline capital plans and operations, and training. To realise the future economic and
environmental returns of zero-emission electric aircraft, now is the time to start planning.

SAF is also critical to aviation decarbonisation. For long haul, it is the only current option. Some of our
members, including Air New Zealand and Z Energy, are committed to working with the Government
and others in the private sector to make SAF a reality in Aotearoa over the next few years.

As noted above, we support the introduction of a biofuels mandate applying to SAF. However, the
current proposal for a Sustainable Biofuels Mandate for Aotearoa would not facilitate SAF supply in
Aotearoa. A SAF-specific mandate applying to all fuels (including exported) is required. We will engage
further on this issue through the Government’s consultation process on this policy.

We welcome consideration of subsidies to support domestic production to support domestic SAF
supply, and to close the commercial gap between fossil-derived fossil fuel and SAF. However a biofuel
mandate and subsidies to support domestic production are two of many possible policies that could
be used to establish viable SAF industries and close the gap between SAF and fossil fuels. We welcome
further discussion on what the best mix of policies is for making SAF a reality in Aotearoa.

In addition to the actions proposed for the first budget, we suggest the following additional actions to
facilitate aviation decarbonisation:

e FEstablish a public-private, cross-agency advisory body focused on aviation decarbonisation.

o l|dentify and prepare for the infrastructure and energy requirements of next generation
aircrafts. To operate these planes in the third budget period as we plan, research and
Investment in this infrastructure needs to start now.

e Implement the Climate Change Commission’s recommendation to undertake a detailed study
on the use of SAF in Aotearoa. This should include a detailed feasibility study to help confirm
high level production cost estimates, confirm feedstock supply, determine necessary policy
and investment settings, and quantify the greater benefits to the regions of standing up a SAF
industry.
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e Review the objectives of the air traffic management system to, after safety, optimise for carbon
reduction,

e Assess regulatory settings related to aviation, including airports and energy systems, to
ascertain whether the system is fit for purpose for the adoption of aviation decarbonisation
technologies.

We support exploring scope for operational improvements at airports. Our members are already
playing a leadership role here: Christchurch Airport allows planes to connect to electricity mains when
grounded rather than burn fuel in onboard generators, saving emissions. This type of innovative
thinking when rolled out across airports in Aotearoa could have a material impact on aviation
emissions.

SBC and CLC support the development of a National Supply Chain Strategy that addresses the need
and plans for long-term infrastructure investments to support the decarbonisation of heavy freight. A
concerted, coordinated approach at the central government level is required rather than a piecemeal
local or regional plan. We see that much of the detail of freight sector decarbonisation will be
contained in that Strategy. We look forward to collaborating with Government on its development and
make some initial comments on the freight aspects of Hikina below.

Hikina recognises the complexity and market-led nature of the freight system and therefore the
decarbonisation task. Recognising this, SBC's Freight Group, a group of nine companies representing
the freight industry, carried out a study on the possibilities for this sector in 2020. SBC's Freight Group
found:

e By 2030, 28 per cent of net emissions reductions can be achieved through options that are
readily available. These include improved vehicle efficiencies, telemetrics, BEV, freight flow
optimisation, and mode shift.

e These opportunities can be harnessed through improved collaboration across the HV supply
chains, a better understanding of customer demand drivers, and government support to bring
some of the required changes forward (e.g., BEV infrastructure, coastal shipping and rail
infrastructure).

e The remainder of emissions will require an increasing uptake of biofuels or hydrogen,
especially from 2030. Now is the time to act to remove barriers for those technologies so the
scale of transformation is feasible. These barriers include high capital cost for hydrogen
vehicles, and failures in the biofuels market.

Many of the potential emissions reduction measures Hikina sets out for freight align with the Low
Carbon Freight Pathway, including:

e Optimising freight routes, logistic nodes, equipment and vehicles: SBC Freight Group is already
planning on doing this through exploring collaborations aimed at optimising freight routes.
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e Examine opportunities for the collection and better use of data to improve efficiencies in the
freight system. Subject to competition law considerations, SBC Freight Group could play a role
the effective data gathering and use of data to improve efficiencies in the freight system. We
would welcome the chance to discuss further with MoT in the contest of the National Supply
Chain Strategy.

e Consider encouraging/supporting voluntary business collaborations tc reduce emissions in
logistics - the Freight Group s already doing this and seeking to promote more cross-industry
collaboration through expanding the Pathway membership.

Hikina considers the role of consumer demand in shaping freight patterns but does not propose an
action arising out of it. One of the Freight Group's implementation channels is exploring consumer
behaviour that promote modal shift. We look forward to engaging on this in more detail through the
National Supply Chain Strategy.

Hikina does not specifically mention the roles of biodiesel, hydrogen, and BEVs in the freight sector
transition. As noted above, the Low Carbon Freight Pathway showed that alternative fuels and
electrification need to, and can feasibly, play a major role in freight sector decarbonisation. In
particular, we ask for greater recognition of the potential of hydrogen as a low-carbon fuel. The Low
Carbon Freight Pathway showed that hydrogen is a viable fuel alternative to biofuels and EVs. This
needs to be factored in to palicy to future proof the necessary infrastructure. We would like to see this
reflected in future policy direction, including the National Supply Chain Strategy.

There is also an opportunity for the domestic refurbishment of high-emitting trucks. New trucks enter
Aotearoa as a cab and chassis and have their freight bodies fitted locally. This has created a local
expertise in truck assembly that could be used to convert diesel trucks. This would also help address
low-carbon vehicle supply challenges. We are aware of the barriers to such refurbishment on a larger
scale, particularly the reluctance of truck manufacturers to provide warranties, and therefore support
the focus to be on newer existing diesel trucks that do not have deteriorated running gear.

We support a review of restrictions/requirements (e.g., length restrictions) on the type of heawy
vehicles that can be bought into Aotearoa. These restrictions are a barrier to low-carbon heavy vehicle
uptake. A change to allow longer vehicles could incentivise low-emissions heavy-freight vehicles into
Aotearoa faster.

We support the establishment of an investment strategy and clear targets to increase the share of rail
and coastal shipping. For rail, this should be done as part of the New Zealand Rail Plan that is being
drafted. The work by SBC's Freight Group found that mode shift is a key pillar for optimising the freight
system, however, additional investments are required to integrate road, rail, and coastal shipping into
a cohesive transport system. Hikina contains a detailed and extensive plan for mode shift into rail and
shipping, with accompanying investment. MoT estimates that between 15-35 per cent of the road
freight task is potentially transferrable to rail and coastal shipping. The Pathway report models 14 per
cent, which is likely at the very top end of what the Freight Group's report considered realistic. We
would welcome the chance to discuss this in the context of the National Supply Chain Strategy to
ensure the freight pathway is feasible.

We also recognise that other users of fuels within the marine space do not fit the natural definition of
coastal shipping, such as the fishing and cruise liner industries. We recommend that MoT ensure their
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definitions are clear with respect to targets/mandates and requirements for different sub-sectors of
the maritime sector.

We recommend that MoT support the Climate Change Commission's recommendation of the
introduction of a target/mandate for renewable fuels for ships with policy level guidance, and
recommendations to support the domestic production, distribution, and supply for those alternative
fuels.

Finally, we would welcome closer examination of the role of shipping, including international shipping,
in reducing Aotearoa’s transport emissions, as part of the ERP.

We are pleased to see Hikina acknowledge the distributional impacts of EV policies and indicate that
it will take a system approach to consider the social impacts of particular policies. We encourage more
focus and investigation on how to ensure a just transition in the low-carbon transport transition. We
acknowledge that some measures, if not correctly designed, can disproportionately impact low-middle
income families,

We encourage an approach to the transition that is well-signalled, to allow proactive planning. It should
be based on co-design with business, employees, iwi-Maori and communities to enable an enduring
response. It should also be based on sound modelling and open dialogue about who will bear the cost
of change so that the distributional impacts of the transition can be managed effectively.

We support work to ensure effective policy design and management of distributional impacts to
understand and minimise these impacts. We encourage particular consideration to be given to rural
communities and small and medium businesses to whom low carbon transport options may be less
accessible.

SBC and CLC appreciate MoT setting out a series of pathways in Hikina, as well as inputs to the
underlying modelling. At this stage, the model does not include many modes and assumptions that
our members see as key to decarbonising the transport sector. This includes the omission of freight
rail, aviation, ships, and boats from the modes considered, as well as sustainable aviation and shipping
fuels and hydrogen. It also leaves out some of the key recommendations of the Climate Change
Commission in its final advice, such as supporting flexible working policies as a transport emissions
reduction measure, and key policies to support uptake of low-emissions vehicles, such as tax
incentives, restrictions on ICE imports and scrappage schemes. This makes it difficult for us to provide
meaningful comments on the pathways at this stage. '

We urge MoT as an immediate priority to build these into the model and re-run it, including to reflect

the Climate Change Commission’s ‘demonstration path’ in its final advice. We look forward to engaging
with the pathways when the modelling is at a more advanced stage.

14



We also note that, as currently modelled, Pathways one to three focus on slower adoption to low
carbon transport and do not meet the Climate Change Commission’s recommended emissions
budgets over the next 15 years. Adherence to the emissions budgets should be a minimum
requirement for any transport decarbonisation pathway.

SBC and CLC comments on specific policy recommendations are embedded in the sections above,
indicated in bold.
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The Sustainable Business Council (SBC) is a CEO-led membership organisation with over 100
businesses from all sectors, ambitious for a sustainable Actearoa. Members represent more than $87
billion of collective turnover, 28 per cent of GDP, and nearly 160,000 full-time jobs. Our network gives
members the ability to take large-scale collective action. SBC is part of the BusinessNZ network and is
the New Zealand Global Network partner to the World Business Council for Sustainable Development.
www.sbc.org.nz/about/our-members/shc-members

The Climate Leaders Coalition (CLC) was launched in July 2018 with 60 original signatories to promote
business leadership and collective action on climate change. With now over 100 signatories, they
account for almost 60 per cent of New Zealand's gross emissions, around $86 billion of collective
turnover, and employ almost 200,000 people. Signatory commitments include measuring and publicly
reporting their greenhouse gas emissions, setting a public emissions reduction target, and working
with suppliers to reduce their emissions. www.climateleaderscoalition.org.nz/who

For questions about this submission, please contact:

Kate Wilson Butler, Head of Climate Action
Sustainable Business Council

Level 6, JacksonStone House

3-11 Hunter Street

Wellington 6011

New Zealand

Email: sbeclimate@businessnz.org.nz
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Introduction

Te Riinanga o Ngati Whatua would like to thank the Ministry of Transport for the
opportunity to contribute to the feedback on the Hikina te Kohupara - Transport
Emissions Pathways to Net Zero by 2050 discussion document, and Aotearoa New
Zealand’s response to climate change. It is of paramount importance that this proposal
is not only informed by statistical evidence, but that the voices, experiences, and
institutional knowledge of tangata whenua, hap(, iwi and hapori are acknowledged

and taken into consideration.

. Te Riinanga o Ngati Whatua wishes to orally present feedback to the Ministry, should

the opportunity arise.

As an iwi, Ngati Whatua’s tribal boundaries extend from Otahuhu, in South Auckland,
and extend to Whangarei and Waipoua in the North. Ngati Whatua’s hapu collective
and iwi affiliations are to Nga Oho, Ngai Tahuhu, Ngati Hinga, Ngati Mauku, Ngati
Rango, Ngati Rongo, Ngati Ruinga, Ngati Torehina, Ngéati Weka, Ngati Whiti,
Patuharakeke, Te Parawhau, Te Popoto, Te Roroa, Te Urioroi, Te Taou, Te Uri Ngutu,

Te Kuihi and Te Uri o Hau.

Te Rinanga o Ngati Whatua was established in 1988, for the purpose of settling the
treaty claims of the Ngati Whatua People. Te Riinanga o Ngati Whatua is constituted
as a body corporate by the Te Rinanga o Ngati Whatua Act 1988 and is a Maori Trust
Board under the Maori Trust Boards Act 1955. It is the sole representative body and

authorised voice to deal with issues affecting the whole of Ngati Whatua.

Ngati Whatua prides itself on always being an iwi of manaaki, and through this
philosophy, Ngati Whatua can promote, enhance, and advocate for quality living for

Ngati Whatua uri, Maori, and all peoples living within the rohe Ngati Whatua. Given



its traumatic history, Ngati Whatua are leaders and innovators in the space of
advocacy for Maori rights. We continue to advocate for Maori health rights which are
enshrined in Te Tiriti o Waitangi. We support the view that Te Tiriti o Waitangi
recognises the status of whanau, hapii and iwi, and reinforces the rights of Maori to

taonga, including wellbeing.

Background & Context

Te Runanga o Ngati Whatua hold sacred obligations of kaitiakitanga (guardianship)
to protect Papatianuku, manaakitanga to care for people, and to uphold the mana
of Ngati Whatua. We express grave concern regarding the state of climate
emergency in Aotearoa and call for urgent action to restore the mana and mauri of
our whenua, wai (water) and hau (air). We strongly believe that our whenua, wai and
hau are intrinsically intertwined and interconnected with all aspects of life, including
tangata (people), ora (life), wairua (spirit), matauranga (knowledge), and all living
and non-living things. Therefore, we strongly support rapid action to reduce carbon

emissions to net zero by 2050.

We support the goal for Aotearoa New Zealand’s transport system to shift to a
low/zero carbon pathway as soon as possible to achieve the net zero carbon 2050
goal. We highlight the importance of rapid action following consultation on the
Hikina te Kohupapa proposal to put measures into long-term action, shift
behaviours, fund the right infrastructure, and introduce bipartisan policy to actively

work towards the goal.

We note the importance of a system wide approach for reducing transport
emissions, as well as addressing all cross-sector factors including industrial processes

and product use, energy, waste management, aviation, agriculture etc.

We also wish to highlight the importance of building and expanding renewable

energy in Aotearoa to completely minimise fossil fuels including coal and gas.
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Te Riinanga o Ngati Whatua supports an incentive scheme to achieve price parity
between ICE vehicles and zero or low-emission vehicle alternatives. We recognise
that large upfront costs are the main deterrent preventing people from purchasing
e-vehicles, and we would like to see a range of more affordable zero or low-

emissions vehicles (including imported used e-vehicle options) available.

Key Recommendations

Te Rinanga o Ngati Whatua express concern that the implementation of the Clean
Car Standard will disproportionatley affect people experiencing social and economic
hardship, particularly Maori and-Pacific communities. We recommend that ICE
vehicle fees are only implemented once e-vehicles become accessible and affordable
to whianau. Alternatively, we recommend that additional financial support, schemes
such as e-vehicle social leasing or funding, be available to assist low income
households to purchasing e-vehicles, or be exempt from ICE vehicle fees. For many
whanau, transport is an integral component of accessing employment, income and
education, while also raising a family (making public transport impractical). We do
not wish to further disadvantage whanau that may already face transport poverty or

financial hardship.

In order for policy to have equitable, fair and inclusive outcomes, at this stage, we do
not support the additional carbon charges of increased fuel excise duty, congestion
pricing, distance pricing or low-emission zones. We strongly recommend for public
transport to become more accessible, reliable, affordable, and safer across the
board, and for e-vehicles to be affordable for lower income whanau and
communities before implementing the additional carbon charges (outlined on page

10 of Hikina te Kohupara). -

Te Riinanga o Ngati Whatua supports considerations to enable Maori to fulfill
housing aspirations such as developments on whenua and papakainga, including

rural areas. We emphasise that whanau in rural areas should be entitled to

L G e e Y
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additional support and options, including charging stations and funding

opportunities, to thrive and contribute to Aotearoa’s low emisssions goal.

We strongly support and emphasise the need for urban developments with
affordable housing for whanau, to prevent low-income households being forced to
live in rural areas, with poor transport options. This is a major equity concern to be
addressed to prevent further disadvantages over time, particularly for Maori and
Pacific peoples. We stress that this must be a cross-sector collaborative approach to
address the wider determinants leading to poverty, including health care access,
income, systematic racism, education, employment, housing etc. We recommend
measures to be put in place to ensure lower income households have transport

options to easily access health care, employment and education.

Te Rlnanga o Ngati Whatua support implementing a fuel efficiency standard,
ensuring that all imported vehicles pass the Clean Car Standard. We hope to see the
increase in range of electric vehicles, (including used, imported e-vehicles) lead to
more affordable clean cars, and appropriate electric vehicles for all sectors, including

the agriculture sector.

We also support an ICE vehicle importation phase out to prevent the surge of
imported fossil fuel vehicles, price reduction tactics of ICE vehicles, or a “dumping

ground” for unused petrol cars.

Te Rinanga o Ngati Whatua strongly supports further investment in public transport
infrastructure to increase the capacity, frequency, quality, safety and reliability of
services, particularly in socially and economically deprived areas to address transport
poverty and inequity. Te Rinanga would also recommend further infrastructure such
as affordable parking, e-scooters or e-bikes to be available at public transport

stations to increase accessibility to train stations, bus stations, and ferry terminals.

We agree with increased incentives to use existing public transport including both
fare reductions, service improvements and concessions. We support this measure to

not only encourage people to use public transport, but to also provide affordable
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means of transport, and remove barriers for those travelling to work, health care,

education, lesiure, and cultural activities etc.

We strongly recommend for any changes of ports or freight hubs, land or areas to
improve public transport, to first consult with iwi and hapu, Te Rinanga o Ngati
Whatua support Ngati Whatua ki Orakei as manawhenua within the Auckland region.
We also ask that the effects on the wider environment such as marine life, kai
sources, and the foreshore and seabed to be seriously considered. We support
encouraging cleaner and more efficient ships and ports to first and foremost meet

obligations of protection under Te Tiriti 0 Waitangi.

We support the proposal of place making and inclusive street design to turn spaces
into vibrant public spaces that are good for people’s wellbeing and provide easy
access to community learning spaces, workplaces, shops, education etc. We
recommend incorporating manawhenua stories, history, and tikanga into these
designs and formation, making spaces culturally appropriate, accessible for people

with disabilities, and diverse.

Based on international examples of biofuel production leading to deforestation, loss
of biodiversity, and negative environmental impacts, we call for a robust
sustainability critieria to ensure that only environmentally, economically, and

socially positive biofuels are permitted in Aotearoa.

Te Riinanga o Ngati Whatua would like to thank the Ministry of Transport once again

for taking the time to consider this submission.



-
CHRISTCHURCH \

AIRPORT,J'}




Christchurch International Airport Ltd Submission to
Hikina te Kohupara - — Kia mauri ora ai te iwi ‘Transport Emissions: Pathways
to Net Zero by 2050’

Kaua e hoki i te waeae tiituki
A p3 and hei te Gpoko pakaru

Do not turn back because of minor obstacles
but press ahead with the desired goal

Ko ngd pae tawhiti whaia kia tata
Ko ngad pae tata whakamaua kia tina

The potential for tomorrow depends on what we do today

© Christchurch International Airport Limited

All rights reserved
No part of this document may be copied, photocopied or reproduced in any form or by any means
without permission in writing from Christchurch International Airport Limited.

Contact Details:

Christchurch International Airport Limited
PO Box 14001

Christchurch 8544

New Zealand

Phone: +64 3 358 5029
Facsimile: +64 3 353 7730
christchurchairport.co.nz
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1 INTRODUCTION

Christchurch International Airport Limited [CIAL] wishes to thank the Ministry of Transport for
the valuable mahi undertaken to create this “Transport Emissions: Pathways to Net Zero by 2050”
Green Paper.

We support the Hikina te Kohupara goal of decarbonising transport. We endorse the Green Paper’s
approach that decarbonising New Zealand’s aviation sector needs to be focused on changes that
are technologically possible at this time while also studying, enabling, and then encouraging the
necessary future technological changes that will be required to achieve decarbonisation.

We urge those across business, government and society tosupport this work with
urgency and raised ambitions. This is about our future, and rightly, the part we all need to play in
the betterment of our planet. Collectively we need to change our behaviours, but we also support
market incentives with measured interventions where necessary. An extensive toolkit is required to
combat climate change, business as usual is no longer an option.

Our submission will touch on the areas of broad alignment between the Transport Emissions Green

Paper, and our own Emissions Reduction Pathway. We then seek to provide greater detail on sector
specific considerations relating to CIAL and aviation.

2 AREAS OF ALIGNMENT

CIAL shares in the determination to contribute meaningfully to global efforts to limit warming to 1.5
degrees above pre-industrial levels. Recognising that Aotearoa is currently not on track to meet our
Nationally Determined Contribution, and that includes the continued growth of transport
emissions. We agree that Aotearoa must act with greater urgency to meet our national and global
emission reduction commitments.

Hikina te Kohupara provides useful signalling to the transport sector on our collective direction,
though we understand more detail will follow. We support broader and deeper changes needed to
quickly shift our transport system to a zero emissions pathway, recognising this will involve many
levers, the ETS and policy interventions.

We appreciate the pathway approach being based - on  current technologies,as this
allows Aotearoa to get started immediately. However, we also note the need to be dynamic and
inclusive of quickly evolving new technologies. Particularly those that could complement climate
adaptation.

CIAL support the shared vision of a thriving, climate-resilient low emissions Aotearoa, that is
equitable, inclusive, protects livelihoods and makes economic sense. We see value in
a collaborative approach, working alongside tangata whenua, acknowledging rangatiratanga and
kaitiakitanga. '
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CIAL take a principled approach towards decarbonisation, understanding that the key to a just
transition means intersecting the needs of people, planet and prosperity. It means focusing on
absolute emission reductions, it means using market based incentives and interventions, and
ensuring that we are bringing people along in a fair inclusive manner.

PEOPLE | PLZ

FAIR . : |
INCLUSIVE _ ADAF |
DIVERSE JUST TRANSITION

3 OUR CIAL EMISSIONS REDUCTION PLAN

CIAL accept the role carbon dioxide and other greenhouse gases play in climate change. We believe
in the science behind climate change. We support the global target, as established by the United
Nations Framework Convention on Climate Change (UNFCCC) in the Paris Agreement 2015, to keep
global temperature rise within 1.5 degrees.

We were advocates for the New Zealand Zero Carbon Act, the establishment of an independent
Climate Change Commission, and having national emissions reduction targets enshrined in law.
Our commitment to carbon reduction is reflected in our memberships of the Climate Leaders
Coalition and the Sustainable Business Council. We're proud to be an early signatory of the Climate
Leaders’ High Ambition Pledge to reduce emissions.
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CIAL have been measuring our emissions since 2007 and were the first airport in the world to do so
with independent scrutiny. We have mapped out our own emissions reduction plan, with science-
based targets and absolute reduction goals, in line with limiting temperature rise to 1.5
degrees. This includes an 84% reduction in Scope 1 and 2 emissions against 2015 levels by 2035, and
a goal of absolute zero Scope 1 and 2 emissions by 2050. This is achieved through emissions
reduction projects including;

¢ decommissioning of diesel generators and replacing them with ground source heating;

e conversion of our commercial vehicle fleet to electric vehicles, with the intention of regular
turn-over to contribute to the local second-hand electric vehicle stock;

o replacement of lighting with LED equivalents;

o replacement of HVAC systems with refrigerants that have lower emissions factors;

e introduction of gate ground power to replace airline auxiliary fuel use with grid electricity;

e waste minimisation initiatives to decrease waste sent to landfill;

¢ implementation of sustainable procurement guidelines to impact our own operations and
our supply chain;

e implementation of design build guidelines to encourage best practice with airport campus
property development;

e investigation of future aviation technology and how best to support the decoupling of
aviation from fossil fuel.

Our CIAL vehicles policy requires all CIAL vehicles to be electric, where an electric alternative exists.
Where no alternative is commercially available to us, we actively encourage manufacturers to work
on zero emission alternatives to meet our future needs.

We also seek to advocate for a wholistic transport solution — that looks at the connectivity of
different modes, for example, working towards supporting accessible zero emissions public
transport (that may be electric, or hydrogen fuelled) and active transport connections, that connect
to our low or zero emissions flights.

In addition to this, there have been many more small and medium sized decarbonisation projects,
as well as behavioural change pieces that seek to further influence emissions reductions across our
operations, and those in our supply chain.

To this effect, CIAL was recently recognised as the first airport in the world to reach the highest level
of Airport Carbon Accreditation. As an airport we should be doing all we can to transition now, as
one of the fewcomponent parts of the aviation sector that currently have the available
technology to do so.

We recognise the greatest burden of decarbonising aviation remains with airline operators — and
the decoupling of aircraft technology from the use of fossil fuel. CIAL seek to encourage and support
this decoupling of aviation from fossil fuel, and make sure we have the appropriate infrastructure
capabilities to support future zero emission aviation.
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4 AVIATION’S UNIQUE POSITION IN NEW
ZEALAND

Aviation overall is a force for good — it underpins the global economy, broadens the mind, and
connects people. It is the resulting carbon emissions that are problematic. Aviation currently
contributes around 5% of global carbon emissions?, but pre-COVID, the aviation sector was the
fastest-rising source of carbon emissions over the past decade.

Our challenge is to protect the benefits of aviation while recognising that future viability of the
aviation industry depends upon its ability to decarbonise. It is imperative that effective measures
are taken at a global and national-level to decouple aviation from fossil fuel, and this cannot be
overstated in the case of geographically isolated Aotearoa.

Airports are critical infrastructure which allow Kiwis connectivity to the rest of the world, but also
provides benefits across the entire economy. Aviation is often described as solely the movement of
passengers, but critically it also enables 13% of the value of New Zealand’s total freight. For
example, a daily 787 passenger flight, over the course of a year, contributes $157million of tourist
spend and $509million of freight value.

In 2019 international air cargo represented only 0.3% of total freight, however this is high value
time-sensitive freight —with exports including respiratory equipment, pharmaceuticals, and high
value fresh and chilled perishable food.

New Zealand is typically a technology taker from global industry, importing a large variety of high
value manufactured industrial and consumer goods by air to support time sensitive needs
of industries including manufacturing, farming, retail and e-commerce.

New Zealand typically trades over 220,000 tonnes of goods internationally by air, worth $26 billion
to the New Zealand economy.:So emissions from aviation sit across the entire economy,
with multiple interdependencies along the supply chains of almost all sectors.

When compared to many of our trading partners, and comparable developed nations, New Zealand
has a unique dependency on aviation, with no ability to develop international low emission land
transport routes. Given this, to maintain any trade advantage, New Zealand needs to prioritise the
decoupling of aviation from fossil fuel. We must be conscious of how our policies impact on global
investment decisions and international trade.

We believe Aotearoa is in a unique position to show the world how to decarbonise in a relatively
short timeframe. If we are ambitious enough. There is an opportunity to export our knowledge to
the rest of the world and become world leaders in cross-border decarbonisation. We could do more,
and with the right policies and incentives, we could be a testbed for zero carbon manufacturing and
future zero emissions aviation.
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5 COORDINATION ACROSS THE AVIATION
SECTOR IS ESSENTIAL

Aviation is a highly integrated and regulated sector because it has an absolute priority on safety and
reliability. No part of the industry able to operate safely or change its operations without the
support of other parts. Major reductions in aviation emissions will require all sub-sectors
cooperating with, and enabling changes by, other sub-sectors. '

Globally, the aviation sector is coordinating rapidly through existing groups such as International
Civil Aviation Organisation (ICAQ), International Air Transport Association (IATA) and Airport Council
International (ACl), and other new groups being formed at the national or regional levels. The Air
Transport Action Group (ATAG) is a highly respected association that represents all sectors for the
air transport industry and enables the different sectors to work together on sustainability issues.

Political entities such as the European Union have set targets for aviation’s decarbonisation,
including net zero carbon by 2050 for all flights coming in and leaving from Europe. The aviation
sector within those regions and nations have responded by forming sector-based initiatives to meet
those targets. In the UK they have the ‘Jet Zero Council’ - a partnership between industry and
government to bring together ministers and chief executive officer-level stakeholders, with the aim
of delivering zero-emission transatlantic flight within a generation, driving the delivery of new
technologies to cut aviation emissions.

This pro-change dynamic also needs to occur within the domestic aviation and wider transport
sector within New Zealand, with the different sub-sectors and regulators coming together to
“determine how best to achieve decarbonisation within the regulatory and policy frameworks.

Airports need to prepare for the infrastructure and energy requirements for the next generation of
aircraft. To support those aircrafts’ operations across the air network, New Zealand'’s aviation sector
needs to be planning and investing in this infrastructure. CIAL wishes to be part of the aviation’s
sector decarbonisation strategy suggested in the Green Paper.

6 THREE THEMES

We note the opportunities raised to reduce transport emissions within Hikina te Kohupara, as
informed by the ‘Avoid, Shift, Improve’ framework; including changing the way we travel, improving
our passenger vehicles, and supporting a more efficient freight system.

6.1 THEME 1: CHANGING THE WAY WE TRAVEL

Changing the way we travel requires examining and addressing our available modes of transport, as
well as our surrounding environments.
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CIAL agree that a key method for improving overall transport efficiency will be how we better shape
our cities and towns. Integrated land use and transport systems planning that considers what
emission reductions can be achieved at a national level will be necessary. Current frameworks
sometimes see district and territorial level decision making compromise improved outcomes for
Aotearoa overall.

Over the next 30 years it will be necessary for new investment in infrastructure to best enable low
emissions transport networks. Some of these investments will replace existing assets and in so
doing, will create opportunities to rethink how those assets can be repurposed and how that land
can be used in alternative ways to serve the objective of improving transport efficiency through
better shaping our urban centres.

The decarbonisation pathway ought to take a mode agnostic approach that focuses on the most
efficient low or zero emission forms of transportation available to meet our needs, in light of New
Zealand’s unique geographical challenges, and with climate adaptation in mind.

6.2 THEME 2: IMPROVING OUR PASSENGER VEHICLES

Decarbonising the light vehicle fleet is crucial. At CIAL our vehicles policy requires all CIAL vehicles
to be electric, where an electric alternative exists. Currently this means 11 out of our 18 vehicles are
electric, and we are awaiting the commercial availability of further alternatives i.e. electric utility
vehicles. CIAL actively encourage manufacturers to work on zero emission alternatives to meet our
future needs. For example, German manufacturer Rosenbauer is currently developing the world’s
first electric fire truck fleet for airport use.

We support the need to increase the supply of clean vehicles, and the necessary provision of
supporting infrastructure. We have 12 electric vehicle chargers on CIAL airport site at present and
have the network cabling in place to provide further electric vehicle charging capacity as demand
increases.

However, alongside improving passenger vehicle fleet, there is also space to rethink how individuals
travel across our country and whether passenger vehicles, in particular single-occupancy vehicles,
are the most emissions efficient mode. We support the move towards increased public transport
options, and request that aviation be considered amongst that — particularly future electric and
hydrogen low emissions aircraft, that could offer a form of transport available to the public that is
both efficient, low carbon, and very adaptive to climate risks when compared to land based
transport solutions.

6.3 THEME 3: SUPPORTING THE MORE EFFICIENT FREIGHT SYSTEM

Supporting a more efficient freight system and improving supply chain efficiency will be key to
lowering emissions while zero emission technology is developed. CIAL have been looking closely at
how best to improve efficiency in supply chains — most notably with the proposal to develop a new
airport in Central Otago. Air freight is of great importance to many sectors across the economy, yet
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it is not well understood that tourism is the reason air freight capacity exists at all. In effect, airlines
make their profits primarily from passenger seat sales, in which those same planes provide the
airfreight capacity for trade.

Freight efficiency gains, and subsequent emissions reductions could be made, if produce for export
was able to take a more direct route to market i.e. produce flown to markets, rather than trucked
to hub and then flown using a less direct route. This would be further improved as aircraft
technology decarbonises, allowing for both a more direct and low emissions freight supply chain.

In order to support a more efficient freight system that takes advantage of direct routes to market
and future aviation technology, we need supporting airport infrastructure. In the same way that
transitioning a fand based passenger vehicles will require greater electric charging facilities, so too
will the decarbonisation of aviation.

Payload optimisation should be considered in any integrated transport strategic planning and
investment cases. Any region capable of accommodating wide-boy air services will significantly
increase access to markets in ways that are cost effective, time efficient and transport sector
effective. For example, at present primary sector produce from significant portions of the South
Island can only access international air freight services by trucking produce to either Christchurch
or Auckland. Wide body aircraft carry significantly more freight than can narrow bodies. The more
wide body services can access the South Island, the greater the access to market opportunities and
the efficient the transport network.

7 HIKINA TE KOHUPARA CONSULTATION
 QUESTIONS

CONSULTATION QUESTION 1

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

Yes, CIAL is supportive of the 7 principles outlined in the Hikina te Kohupara. In particular, the need
for strategic and co-ordinated action across the entire transport system. Often the focus is purely
on land transport modes, where a whole of systems mode agnostic approach must include aviation
and shipping.

In addition to the principles listed, we would suggest the addition of an 8™ principle - to include
consideration towards increased resilience and managing of risks, as a co-benefit to this transport
emissions pathway. This is increasingly important and ought to occur alongside future pathways, as
we are already facing increased weather events that adversely affect our current transport
infrastructure.

The actions taken to reduce transport emissions should help manage increasingly extreme weather
events, increasing risk of drought and flooding, increasing fire danger, and increasing incidence of
pests and diseases. Where possible, actions should increase our transport infrastructure resilience
to the impacts of climate change that are already being experienced and that will increase in the
future.
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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?

We encourage MoT to consider any policies or investments that will expedite the development of
Sustainable Aviation Fuel {biofuels) production capabilities in NZ. Currently NZ is heavily reliant on
other countries / economies for the supply of our various liquid fuels. Helping NZ gain energy
independence and resilience should be a key strategic objective of the MoT. build more details into
the model and re-run it, including to reflect the Climate Change Commission’s ‘demonstration path’
in its final advice. We look forward to engaging with the pathways when the modelling is at a more
advanced stage.

CONSU L'I;ATION QUESTION 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?

In addition to the principles listed, we would suggest the addition of an 8™ principle — to include
consideration towards increased resilience and managing of risks, as a co-benefit to this transport
emissions pathway. This is increasingly important and ought to occur alongside future pathways, as
we are already facing increased weather events that adversely affect our current transport
infrastructure.

The actions taken to reduce transport emissions should help manage increasingly extreme weather
events, increasing risk of drought and flooding, increasing fire danger, and increasing incidence of
pests and diseases. Where possible, actions should increase our transport infrastructure resilience
to the impacts of climate change that are already being experienced and that will increase in the
future.

CONSULTATION QUESTION 5

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

The decarbonisation pathway ought to take a mode agnostic approach that focuses on the most
efficient low or zero emission forms of transportation available to meet our needs, in light of New
. Zealand’s unique geographical challenges, and with climate adaptation in mind.

Often aviation is discounted as a high emissions transport option, but when considering current
airline fleet alongside private internal combustion vehicles, the Ministry for the Environment
emission factors set out that current jet and medium sized aircraft have a lower emissions
contribution than most private vehicles. This will only improve as the aviation industry transitions
to electric, hydrogen and sustainable aviation fuelled fleet.
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MTfE emissions factors
Domestic aviation emissions factors with radiative forcing

: * Based on
National average p/km 0.242 70% aircraft
let aircraft p/km 0.134 Airbus A320 passenger
Medium aircraft p/km 0.213 ATR 72 (50-70 seats)  '0ading
Small aircraft p/km 0.659 (less than 50 seats)

NZ has the highest number of passenger vehicles per capita
Petrol p/km 0.268 * Based on
Diesel p/km 0.270 single

: occupancy
ki 0.2
Petrol hybrid p/km 02 vehicles
Diesel hybrid p/km 0.242
Electric p/km 0.025

CONSULTATION QUESTION 6

Do you have any views on the role demand management, and more specifically pricing, could
play to help Aotearoa reach net zero by 2050?

Pricing will be critical to the establishment of a hydrogen fuel and Sustainable Aviation Fuel (SAF)
supply in New Zealand. Both present significant decarbonisation opportunities for the aviation
industry, and SAF is known as a “drop-in fuel” which means it could be used in current fleet. The
difficulty is the high relative cost of SAF and hydrogen fuel when compared to fossil-fuel based jet
fuel. This will require government intervention, both in terms of industry capital cost to establish,
but also to encourage uptake while the pricing differential in fuel types remains significant.

CONSULTATION QUESTION 8

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

CIAL support the intentions behind the decarbonisation of the public transport fleet — however, we
suggest that the approach be to focus on zero emissions fleet, rather than electric. In some cases,
green hydrogen fuel may provide a more suitable alternative to electric, and if the ambit were edited
to focus on zero emissions, you then have the ability to capture both technology solutions.
Airports are also responsible for the land transport emissions from passenger, freight, and staff
travel to/from the airports, and for staff business travel, as a Scope 3 emission.

As major transport infrastructure within its locality, public transport services are usually available
for individuals to arrive at or depart from airports, subject to sufficient demand and the timing of
that demand. This in turn is driven by the scale and timing of regular scheduled passenger flights.

In New Zealand, public transport is a Local Government responsibility (at either the regional council
or local authority level) and these authorities either own or contract public transport operators. By
a fortunate co-incidence, almost all airports receiving regular scheduled passenger services have
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some level of local government ownership, so the one organisation owns and/or has some control
over both public transport and the local airport. This may provide a useful synergy for greater
integration of aviation and land transport systems.

At CIAL we are serviced by both a public transport system that includes an electric bus, though it
currently has a relatively low uptake. CIAL is also serviced by taxis with a high use of hybrids, but not
EVs. We have ‘Zilch’ car sharing services available as well. CIAL currently provide EV charging
stations in carparks, and this service can readily expand to match demand from EV drivers.

CIAL support the focus on decarbonising the public transport fleet, transitioning transport and
industry to be powered by electricity and zero emissions fuels, and an integrated transport system
designed for zero emissians technology.

CONSULTATION QUESTION 9

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

CIAL acknowledge the approach taken within Hikina te Kohupara in relation to decarbonising
aviation — particularly the understanding of the embedded nature of air connectivity across our
society, economy and New Zealand’s role within the Pacific. As acknowledged in the report, aviation
is critical for connecting people, and delivering Aotearoa’s high-value and perishable export
products to the world, for which alternative transport modes are not often feasible.

CIAL support the focus on reducing emissions rather than reducing travel — as the later approach
can led to accessibility issues, climate reduction maladaptation, carbon leakage and an inequitable
transport system. We recognise we cannot increase emissions irrespective of growth, that we are
operating within a capped and reducing national carbon budget. Though it is a difficult puzzle to
solve how best to do that, the strategy we continue to rely on is to focus on decoupling the industry
from fossil fuel, as quickly as possible.

We recognise that aviation is understood to be one of the latter sectors to transition due to
commercially available technology, however significant progress is being made with low emissions
domestic aviation technology, particularly electric aircraft, hydrogen fuel, and sustainable aviation
fuel. We believe Aotearoa is well placed to be early adopters, and if there were ambition, even the
first nation to have our domestic aviation fully transitioned to a low emissions fleet. Qur geography
and the distance of most domestic flights is particularly favourable for new technologies to reduce
and replace fossil fuel equivalents.

Sustainable Aviation Fuel remains the most mature and proven technology available at present,
however it still emits carbon and other particulates and faces feedstock and land use competition
with other sectors. It has the immediate potential to reduce aviation emissions by up to 80%,
compared with conventional aviation fuel as a direct replacement fuel to fossil-based jet fuel, and
not requiring different infrastructure or engine technology.

We are suppaortive of the introduction of a biofuels mandate and will engage with the Government
through its consultation process on this policy. We welcome consideration of subsidies to support
domestic production to support domestic SAF supply, and to close the commercial gap between
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fossil-derived fossil fuel and SAF. A biofuel mandate and subsidies to support domestic production
are two of many possible policies that could be used to establish viable SAF industries.
Noting that Denmark and Sweden both provide excellent examples of how this can be done.

Suppliers of petrol and diesel are obliged to supply a minimum proportion of biofuels with a target
of 30% biofuel by 2030. When it comes to long haul travel, SAF is critical. It is the only technology
available for decarbonisation. Although new technologies are in development, due to constraints
associated with battery weight and range, and hydrogen storage, we think this will likely remain the
case out to 2050.

Electric aviation technology is progressing with Sounds Air announcing commercially available
flights from 2026. Alongside developments in green liquid hydrogen (LH2), there may be better
alternatives for domestic aviation that abate all CO2 emissions from flying sooner than anticipated,
if we are able to support them.

Hydrogen fuel can reduce a significant share of non-CO2 emissions like NOx and SOx, leading to an
overall reduction of 50-90% in climate impact, which exceeds the reduction potential of all other
alternative fuels. However, contrary to other sustainable aviation fuels, LH2 requires an overhaul of
existing fuel infrastructure.

Hydrogen at scale can cost-effectively decarbonize flights up to the short and medium range
categories, which account for 70% of global aviation CO2e emissions. Beyond the 10,000km range,
the storage space requirements make hydrogen unfeasible in terms of cost. For long-range flights,
which account for 30% of global aviation CO2e emissions, synfuel and advanced biofuels are the
most cost competitive decarbonisation options, both requiring significant volumes of hydrogen.

The leading development pathway for domestic fleet (e.g. turbo prop Q300 aircraft) to low emission
fuels is the conversion/retrofit of existing aircraft with hydrogen-electric powertrains. The current
estimation for commercial availability of this technology is circa 2024.

Light electric aircraft (6 to 18-seater) powered by hydrogen fuel cells have been conducting
successful test flights since 2016, with commercially available models converted to fuel cell-power
and electric engines flying since 2019. Light fuel cell-powered electric aircraft could be entering
service in New Zealand before 2025. There is also potential for fuel cell technology to decarbonise
New Zealand’s ‘narrow body’ fleet, enabling Trans-Tasman carbon free travel/freight. Beginning
with the decarbonisation of our Q300 fleet immediately would enable the infrastructure and
regulations to adjust and paves the way for ‘narrow body’ decarbonisation in the medium term.
There is growing interest in using hydrogen for aviation within Aotearoa.

CIAL is committed to providing the infrastructure to support future low emissions aviation
decoupled from fossil fuels. We recognise Airports are often well suited to the hydrogen hub model,
where production and multiple use consumption (air travel and freight distribution) are clustered
together. So, in addition to the actions proposed for the first budget, we encourage an additional
action to identify the infrastructure and energy requirements of next generation aircraft. To operate
these planes in the third budget period as we plan, research and investment in this infrastructure
needs to start now. We have begun this work as part of our investigations into the feasibility of a
new Central Otago Airport that would support future low emissions aviation requirements.
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To encourage speed in technology development, deployment and commercialisation of new
technology, we note the UK/Norwegian example of establishing a public-private aviation working
group to develop a coordinated approach towards a more sustainable aviation industry. A similar
body set up in Aotearoa could identify and enable the policies and investment settings, regulatory/
certification requirements, needed to support the development and commercial deployment of
zero emission aviation with ambition.

In addition to this, the proceeds from the ETS could be utilised for research and development
targeted at emissions reductions, including support for decarbonisation of aviation. Noting the
advantage of government as the majority shareholder in our national airline carrier.

CONSULTATION 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?

Aviation is often described as solely the movement of passengers, or tourists, but critically it also
enables 13% of the value of New Zealand'’s total freight. For example, a daily 787 passenger flight,
over the course of a year, contributes $157million of tourist spend and $509million of freight value.

Further to this, international air cargo typically represents high value time-sensitive freight
—with exports including vaccines, respiratory equipment, pharmaceuticals, and high value fresh
and chilled perishable food.

Typically, New Zealand is a technology taker from global industry, importing a large variety of high-
value manufactured industrial and consumer goods by air to support time-sensitive needs
of industries. For example, New Zealand typically trades over 220,000 tonnes of goods
internationally by air, worth $26 billion to the New Zealand economy.

As such, aviation services almost the entire economy somewhere in its freight supply chain. CIAL’s
view is that in order to protect New Zealand’s trade interests and global connectivity, priority
should be given to rapidly decarbonising the aviation sector — initially with SAF, the domaestic fleet
transition, and the airport infrastructure to support low emissions aviation.

CONSULTATION 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 transport emissions?

CIAL commend the approach taken under all pathways to aim for zero carbon, rather than net zero
carbon by 2050. Acknowledging the difficulty that achieving absolute zero might bring, we think this
is @ more admirable goal, understanding that New Zealand will have other hard to abate sectors
that may rely more heavily on the ability to offset. [t may be that aviation falls within that category,
nonetheless, we still see value in planning for and getting as close to absolute zero emissions as
possible.
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CIAL appreciate MoT setting out a series of pathways in Hikina te Kohupara. At this stage, the model
does not include aviation, freight rail, or shipping which we think are key to decarbonising the
transport sector, as well as the introduction of sustainable aviation fuel and hydrogen. It also leaves
out some of the key recommendations of the Climate Change Commission in its final advice, such
as supporting flexible working policies as a transport emissions reduction measure, and key policies
to support uptake of low-emissions vehicles, such as tax incentives, restrictions on ICE imports and
scrappage schemes. This makes it difficult to choose an optional pathway at this stage.

We encourage MoT to build more details into the model and re-run it, including to reflect the
Climate Change Commission’s ‘demonstration path’ in its final advice. We look forward to engaging
with the pathways when the modelling is at a more advanced stage.

8 CONCLUSION

& —_— e e — .

The latest climate science is suggesting globally we are tracking towards the IPCC’s worst-
case scenario. We need bold urgent action to address our climate emergency and expedite our
transition as quickly as possible.

Aotearoa’s Transport Emissions Pathway must reflect this. This is more than just playing our part
but understanding that the rest of the world is looking at what New Zealand is doing. We must get
the level of ambition right.

CIAL look forward to playing our part, to working collaboratively across the sector, with the Ministry
of Transport, Climate Change Commission and Government, to acceleration the decarbonisation of
the aviation sector. We want ambitious climate action, decoupling of aviation from fossil fuel,
the realisation of a just transition for Aotearoa, and to ultimately contribute to a climate action plan
that speaks to our global commitments and responsibility.
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Hikina te Kohupara — Kia mauri ora ai te iwi / Transport
Emissions: Pathways to Net Zero by 2050

Submission prepared by Kapiti Climate Change Action Group
Introduction

Kapiti Climate Change Action Group is comprised of Kapiti residents engaging with district
and national political and community leaders to create a safe and secure climate and
environment for our future, based on a well-being economy for the benefit of all.

New Zealand’s transport sector currently produces 47 percent of New Zealand’s CO2, nearly
a fifth of total emissions. However in Kapiti, in 2019 transport represented 57% of the
districts gross GHG emissions.' The changes that need to occur in reducing transport
emissions are especially relevant to Kapiti.

Hikina te Kohupara contains seven principles:

1. The transport sector will play a lead role in meeting our 2050 net zero carbon target

2. We need to focus on moving to a zero carbon transport system, rather than offsetting

emissions

We need to take a strategic approach to reducing transport emissions

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

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

6. We need to forge a path to zero transport emissions by 2050, while recognising that
there is not one way to get there

7. Innovation and technologies will play an important role in reducing emissions, but
people are the key to our future.

w

Hikina te Kohupara uses the Avoid-Shift-lmprove (ASI) framework to inform its work:

e Avoid — improve the overall efficiency of the transport system through interventions to
reduce the need to travel and trip lengths.

e Shift — improve the efficiency of trips by promoting mode shift to low carbon modes,
such as walking, cycling, public transport, coastal shipping and rail freight.

e Improve — lower the emissions of transport vehicles and fuels.

The report uses the ASI framework to identify opportunities to reduce emissions across the
transport system, grouping these opportunities into three themes:

e Theme 1 — Changing the way we travel.

1 hitp://www.qw.govt.nz/assets/Climate-change/GHG-Summary-Report-
Wellington2019KCDCFinal.pdf




e Theme 2 — Improving our passenger vehicles.
e Theme 3 — Supporting a more efficient freight system.

These three themes are used to build four pathways or models.

Pathway 1 assumes ‘avoid’ and ‘shift’ initiatives (Theme 1) play a significant role in reducing
transport GHG emissions. This pathway requires reducing nearly 30 percent of the light
vehicle kilometres travelled by 2050 through reducing trip distances and encouraging mode
shift to public transport, walking and cycling. It also requires higher mode-shift from road to
rail and coastal shipping.

Pathway 2 assumes ‘improve’ initiatives (Theme 2) play a more significant role in reducing
emissions than Pathway 1. This pathway requires a larger number of electric vehicles with
greater use of biofuels in the short to medium terms. There is also emphasis on ‘improve’
initiatives for freight.

Pathway 3 assumes ‘improve’ initiatives (Theme 2) play a more significant role in reducing

emissions than the other pathways. In this pathway, bringing more EVs into New Zealand's

transport system compensates for the limited ‘avoid’ and ‘shift’ changes. There is alsc much
more emphasis on ‘improve’ initiatives in freight.

Pathway 4 gives even stronger weight to ‘avoid’ and ‘shift’ initiatives (Theme 1) than all
other pathways. This includes assuming that ‘avoid’ and ‘shift’ interventions happen more
swiftly, bringing forward their impact on emissions and that the clean car policies will be very
successful in accelerating the uptake of electric vehicles. This pathway requires reducing
nearly 40 percent of the light vehicle kilometres travelled by 2035 and over 55 percent by
2050. In the long term, the greater impact of ‘avoid’ and ‘shift’ initiatives reduces the number
of vehicles that need to be electrified.

What we like about the report

e The report demonstrates a significant shift in transport thinking. Delivery of large road
transport infrastructure projects is described as a legacy practice, whereas emphasis
should shift towards a new practice that enables “the delivery of integrated multi-
modal transport system programmes and activities.”> However, in our district large
scale road building has become the norm with new roads still promised in both local
and regional plans.

Hikina te Kohupara uses an Avoid, Shift, Improve framework which is very beneficial.
Offsetting is off the table.

Policies for all settings. The report contains a multitude of potential policies including
everything from additional fuel taxes, congestion charges to parking management
reform, tactical urbanism, electrifying the rail network to phasing out imports of
internal combustion cars between 2030-35. All available levers need to be pulled.

2 Ibid., P. 123



What we do not like or is missing

e Action is needed urgently. The Ministry’s base case forecasts road transport
emissions to keep rising until around 2024, plateauing, then slowly declining because
of EVs.

Only one of the four pathways (Pathway 4) gets anywhere meeting the target.
Unfortunately, the Avoid, Shift, Improve framework is not applied to the domestic
aviation or freight sections, where avoiding demand could have large, immediate
emission reductions.

e |International aviation is not considered. Plans need to be put in place as to how to
decarbonise international aviation.

e This is top level policy making. Much of the actual decision making about biking,
walking and urban PT is made at a local level. Based on recent transport plans being
adopted by local authorities, including KCDC, the planning undertaken at a local level
is not aligned with either the recommendations of the Climate Change Commission
or the MOT. Local authorities need to be required to rewrite their transport plans.

Pathway 4 is the only pathway to meet the emissions budgets recommended by the Climate
Change Commission and the first Emissions Reduction Plan (ERP) for transport needs to go
further and faster to make up for the lack of reductions in other sectors such as agriculture.

At a national level the first Emissions Reduction Plan, which is due in December this year
should include:

1. A commitment to allocate transport funding only to projects that reduce emissions
and end investments in urban state highways and roads that simply encourage urban
sprawl and increase car use. For example Wales is pausing all new roading
projects.®

2. Cancelling the $5.3 billion in roading projects announced January 2020, and
investing the money in road safety upgrades instead, freeing significant money for
additional public transport, walking and cycling infrastructure. This includes the newly
announced extension of SH1 to Levin.

3. An ambitious plan to take advantage of New Zealand’s low Crown debt position and
the low costs of borrowing to invest an unprecedented amount in public transport,
walking and cycling infrastructure and incentives.

4. Setting significant increases in the targets for walking, cycling and public transport
use. Providing incentives/penalties for local authorities to meet these targets. Kapiti is
an ideal place for cjcling, being predominately flat and being a series of villages.
Ireland has recently announced 20 percent of their transport budget is to be spent on
active modes, which is orders of magnitude greater than New Zealand’s percentage.*

5. A plan to take a more active role and use all levers at the government’s disposal to
support our towns, cities and local governments to:

a. Deliver quality compact, mixed use urban development to reshape our urban
streets to support active and public transport modes.

3 https://www.bbc.com/news/uk-wales-politics-575523907

4 Irish Times (June 2020) https://mww.irishtimes.com/news/politics/cycling-and-pedestrian-projects-to-get-360m-parties-agree-
1.4279850



6.

7.

10.

" b. Investin and provide public transport services including significant new
infrastructure and all-electric or sustainable-biofuel buses and trains.

¢. Remove barriers to public ownership of public transport through PTOM
review.

d. Reduce the costs of public transport through expanding and universalising
across New Zealand different cities’ off-peak, student, community service
card concessions.

e. Reform parking charges and parking standards.

f. Allow cities the option of congestion charges and parking levies.

g. Improve social outcomes by designing all transport options to be accessible
for people with a diverse range of needs.

h. Remove student car parks in schools and tertiary training institutions, or at
least charge for parking.

Developing an ambitious decarbonisation plan for both domestic and international
aviation. Encouraging mode shift away from flying.

More investment in rail services and in the port and rail network, including electrifying
remaining track to move more freight off trucks and onto rail and coastal shipping.
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