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24 April 2026 OC260152 

Hon Chris Bishop Action required by: 

Minister of Transport  Monday, 11 May 2026 

FINAL POLICY DECISIONS ON HEAVY VEHICLE PRODUCTIVITY 

Purpose 

This briefing seeks your approval of final policy decisions for the Heavy Vehicle Productivity 
workstream in the Land Transport Rules Reform Programme, and to issue drafting instructions to the 
Parliamentary Counsel Office (PCO). 

Key points 

• In October 2025 and February 2026, you approved consultation on two phases of Heavy Vehicle 
Productivity. Public consultation ran from 24 October to 17 December 2025 (phase 1) and from 
25 February to 25 March 2026 (phase 2). You also agreed to targeted consultation with industry 
groups and Police on proposals from a 2019 consultation on amendments to the Land Transport 
(Driver Licensing) Rule 1999. [OC260316 refers]. 

• There was general support for most of the proposed changes. Industry groups and businesses 
largely consider the proposals to be common-sense changes that would reduce compliance costs 
and give operators more certainty. A summary of submissions for both public consultations is 
attached as Annex 2. Relevant views from targeted consultation are reflected in this briefing. 

• Cabinet has authorised you to make final policy decisions [ECO-25-MIN-0083 refers]. 

• Detailed analysis on the proposals is in Annex 1. The body of the briefing provides advice on 
matters that have materially shifted following consultation. We recommend: 

o introducing new penalties for 50MAX vehicles to replicate existing permit-based 
penalties and adjusting Road User Charges (RUC) rates to ensure that 50MAX vehicles 
continue to pay the same RUC once they are no longer subject to rates specific to 
vehicles with permits.  

o minor changes to load pilot signage requirements. 

• As part of urgent fuel response work, Ministers have taken in-principle decisions on other heavy 
vehicle changes to support the sector, including accelerating some Heavy Vehicle Productivity 
proposals (marked with an asterisk in the table below) in this work.  

 

Document 1







IN CONFIDENCE 

IN CONFIDENCE 

 Page 4 of 8 

FINAL POLICY DECISIONS ON HEAVY VEHICLE PRODUCTIVITY 

The Government consulted on changes to heavy vehicle regulations  

1 As part of the Land Transport Rules Reform programme (the Rules Reform programme) you 
committed to public consultation on two phases of proposals to improve heavy vehicle 
productivity, suggested by the heavy vehicle industry. You also agreed for officials to 
undertake targeted consultation with industry on proposals from (the 2019 proposals) to 
simplify driver licensing for heavy and special vehicles.  

Officials have analysed the proposals post-consultation 

2 Consultation feedback has informed our recommendations. There was strong support from 
industry for changes that reduce compliance costs. Road Controlling Authorities (RCAs) were 
primarily concerned with the risk of damage to infrastructure. We do not expect compliance 
to decrease due to the changes.  

3 We also sought input from Police to ensure that any changes were easy to enforce. A 
summary of submissions for both consultations is attached as Annex 2.  

4 Annex 1 contains analysis and advice on the proposals. We have included more substantive 
advice below on introducing new penalties for 50MAX vehicles to mitigate the loss of 
enforcement levers from removing permits.  

5 Final Regulatory Impact Statements for phases 1 and 2 are attached as Annexes 3 and 4, 
respectively.  

6 Cabinet has authorised you to make final policy decisions on these proposals as part of the 
Rules Reform programme [ECO-25-MIN-0083 refers]. 

We are pursuing other heavy vehicle regulatory changes as part of fuel response work 

7 On 7 May 2026, the Ministerial Oversight Group (MOG) took in principle decisions on a range 
of regulatory relief proposals to allow fuel users to reduce their fuel consumption, including 
the heavy vehicle industry. This included accelerating proposals to review licence thresholds 
for some zero emissions heavy vehicles and permitting for 50MAX and rental service vehicles. 

8 This briefing confirms the detail of those decisions, to enable drafting instructions to be 
issued to Parliamentary Counsel Office (PCO) and New Zealand Transport Agency (NZTA). 

We recommend removing 50MAX permits  

9 50MAX vehicles exceed standard mass limit of 44 tonnes, making them a High Productivity 
Motor Vehicle (HPMV). These vehicles are subject to permit requirements to manage wear 
on the road network. Industry has called for 50MAX vehicles to be accepted as ‘standard’ due 
to their efficiency benefits. The proposal to remove 50MAX permits received majority 
support. Industry groups highlighted productivity gains from greater fleet flexibility.  

10 Below we make recommendations to respond to issues identified through and following 
consultation. 
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We recommend introducing new penalties to mitigate enforcement risks 

11 Police noted the importance of adequate penalty levels to deter non-compliance.  

12 Current penalties for non-compliant 50MAX vehicles include revocation of permit, a $2,000 
infringement fee, or fine of up to $5,000 (if convicted in court) for ‘critical breach of a 
permit’. However, with the proposed removal of the 50MAX permit regime, these would no 
longer apply. Instead, non-compliant 50MAX operators could only receive penalties for 
overloading (which are graduated) and a $370 infringement fee or fine of up to $1,000 for 
general non-compliance with requirements set out in the Land Transport Rule: Vehicle 
Dimensions and Mass 2016 (VDAM). 

13 This means that penalties for non-compliant 50MAX operators would no longer be 
proportionate to penalties for other heavy vehicle types. This could also create a perverse 
incentive for vehicles operating above 50 tonnes to risk operating unpermitted. In that case, 
they would only receive penalties for overloading, and not a critical breach of a permit. 

14 To ensure penalties for 50MAX vehicles are comparable to other heavy vehicle types, we 
recommend amending the Land Transport (Offences and Penalties) Regulations 1999 to 
introduce penalties that are comparable to those that currently apply to critical breach of a 
permit. This would be a $2,000 infringement fee or a fine of up to $5,000 for: 

o the gross weight of a non-permitted vehicle exceeding 50 tonnes 

o non-compliance with access restrictions specified in the 50MAX network map 

o (if applicable) the gross weight of the vehicle exceeding the gross vehicle weight, gross 
combination weight, maximum towed weight or brake code weight limits. 

15 We expect that these penalty levels are high enough to deter non-compliance. 50MAX 
operators would still be subject to the usual penalties for breaching VDAM requirements and 
overloading penalties. 

16 Officials consulted the Ministry of Justice’s Offences and Penalties unit on this proposal, 
which supported the approach of replicating permit-based penalties.  

We recommend adjusting RUC rates to ensure 50MAX vehicles are paying the right amount 

17 The Road User Charges Act 2012 requires vehicles operating on a permit, including 50MAX 
vehicles, to carry either a type H RUC licence (for regular operation), or an additional licence 
(for single trips).  

18 Removing the permit requirement would mean 50MAX vehicles must re-licence as standard 
powered vehicle types. Officials expect that some vehicles would be re-licenced as types that 
are either ‘too low’, which would reduce RUC revenue, or some at types with materially 
higher rates, which may not be proportionate to their road wear.  

19 To ensure 50MAX vehicles are paying appropriate RUC rates, we recommend minor 
adjustments that ensure vehicles will pay the same RUC price as they do currently. To do this, 
we recommend removing some type H RUC types, as these are currently attached to permits, 
and amending the definition of type 408, as some 50MAX vehicles would be re-licenced to 
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• updating the approved network map for 50MAX vehicles to better indicate where 
vehicles can go and enabling RCAs to update access restrictions in the map. This work 
is expected to take 18 months. In the meantime, users can continue to refer to the 
current map. 

Industry have advocated strongly for a faster pace and larger scale of reform 

26 Industry groups have expressed disappointment in the media and in correspondence to you 
about the scale and pace of the changes for Heavy Vehicle Productivity.  

27 The constraint to being able to advance faster is an absence of information which NZTA has 
contracted research to fill. Once this is complete, we will be able to advise you on letting 
larger and heavier vehicles on the road. This phase is likely to deliver the larger productivity 
benefits that industry is seeking. 

28 In the short run, we are working closely with industry representatives on regulatory relief 
proposals through the fuel response plan work that will allow some increases to vehicle 
weight limits sooner.  

Next steps 

29 Once you have made policy decisions, PCO can begin drafting amendments to the: 

• Land Transport (Road User Rule) 2004 

• Land Transport (Offences and Penalties) Regulations 1999 

• Road User Charges Regulations 2012 

• Road User Charges (Rates) Regulations 2015 

• Land Transport (Driver Licensing) Rule 1999.  

30 Some changes also require amendments to VDAM, the Heavy Vehicles Rule, the Land 
Transport Rule: Operator Licensing 2017, and the Land Transport Rule: Traffic Control 
Devices 2004 (TCD Rule), which are administered by NZTA. NZTA’s legal team will draft the 
changes to these rules.  

31 We recommend the Rule and Regulation amendments are made by the Governor-General, 
by Order in Council. This process is set out in section 152A of the Land Transport Act 1998.  

32 Accelerated proposals will be progressed quickly as part of the Government’s fuel response 
plan, with exact timing to be confirmed. 

33 For the remaining proposals, we will provide you with two Amendment Rules and an 
Amendment Regulation, a Cabinet Legislation Committee (LEG) paper, and advice on the 
matters you must have regard to when signing the Amendment Rules under section 164(2) of 
the Land Transport Act 1998 in June. This includes how the Amendment Rules may affect 
land transport safety, whether the rule assists economic development and access and 
mobility, and the costs of implementing the Amendment Rules. 
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o This proposal has been exempted from impact analysis requirements by the Ministry 
for Regulation, on the basis that it would have no or only minor economic, social, or 
environmental impacts. 

4 Removing an unused definition of “low volume vehicle” from the Heavy Vehicles Rule. 
o This proposal has been exempted from impact analysis requirements on the basis that 

this proposal is for the removal of an already redundant legislative provision. 

This Regulatory Impact Statement (RIS) provides an analysis of the first two proposals to support 
final policy decisions. These proposals form ‘phase one’ of work to simplify the regulatory 
framework for heavy vehicles. Proposals in phase two are detailed in a separate RIS.  

Summary: Problem definition and options 

What is the policy problem? 

Road freight is a critical enabler of economic activity in New Zealand. Many sectors require road 
freight to support essential business activity, including the retail and wholesale, agriculture, 
forestry, dairy, manufacturing, and construction industries.  

However, heavy vehicles are arguably subject to rules and regulations that have not kept pace 
with a changing transport system. Some of the current requirements may not always target 
regulatory effort to risk and can become obstacles to technological and safety advancements, 
change, and efficiency.  

On 19 June 2025, the Minister announced a new programme of work to remove outdated and not 
fit for purpose regulatory requirements to reduce compliance costs and increase productivity. The 
work includes a commitment to consult on proposals to simplify the regulatory framework for 
heavy vehicles. 

During informal consultation with subject matter experts, industry bodies, road controlling 
authorities (RCAs) and enforcement officers, the Ministry of Transport (the Ministry) and the New 
Zealand Transport Agency Waka Kotahi (NZTA) have identified several regulatory requirements 
that impose compliance costs. In particular:  

• 50MAX trucks require special 50MAX permits to operate on routes that have been 
approved for 50MAX vehicles. 50MAX vehicles are a type of HPMV that can carry 6 more 
tonnes of freight than standard 44-tonne trucks by having an extra axle (totalling 9) to 
better distribute the additional load weight.  

• Vehicles operating over 44 tonnes and/or overlength are required to display H plates. 
These plates were originally introduced when HPMVs were uncommon, to indicate that 
the vehicle is operating under permit conditions. However, the plates are no longer used 
for enforcement. 

Without regulatory changes, these issues are expected to continue to impose compliance and 
administrative costs on the sector and government agencies.  

What is the policy objective? 

The intended outcomes of these changes are to: 
• reduce regulatory compliance costs 
• manage safety risks 
• manage wear on the road network, and 
• ensure NZ Police (Police) can enforce the changes. 

The success of the changes will be determined by their effects on: 
• compliance costs 
• road safety outcomes 
• road network condition, and 
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• Police’s ability to enforce heavy vehicle requirements. 
What policy options have been considered, including any alternatives to regulation? 

NZTA has considered temporary operational solutions to the 50MAX permitting and H plate 
issues. However, as the policy problems identified arise from current legislative settings, 
legislative change is a more appropriate solution. Operational changes cannot fully eliminate 
current compliance costs and may create more burden for industry and government. 

The ‘status quo’ option would retain regulatory requirements that may not be fit for purpose, 
ineffective, and burdensome for industry and government, including NZTA, Police, and local RCAs. 

What consultation has been undertaken? 

The Ministry and NZTA conducted targeted consultation with RCAs and industry in September 
2025 and public consultation from October to December 2025. Officials also consulted Police 
following public consultation. 

The heavy vehicle sector and Police were broadly supportive of the proposals. Feedback from 
RCAs was mixed, with some RCAs concerned about maintaining compliance with restrictions, 
while others felt any risks could be managed through current or new operational processes. 

50MAX permits 

The proposal to remove the 50MAX permit received overall support. Industry groups considered 
the permit requirement to be an administrative burden for what has become a standard vehicle. 
Some RCAs felt that removing permits would reduce front-end compliance checks and increase 
reliance on Police enforcement. We have not recommended changes to address these specific 
concerns, as they were not shared by Police. 
 
 
Removing 50MAX permits will also require changes to penalties and RUC rates that are tied to 
these permits.  
• In consultation, Police noted that removing permits for 50MAX vehicles would remove an 

enforcement lever. In response to this, officials have proposed introducing a new penalty, 
with the same offence and penalty levels, to replace the permit based one. This approach was 
supported by the Ministry of Justice’s Offences and Penalties vetting team (MOJ).  

• Further, removing 50MAX permits would mean 50MAX operators would be re-licenced to 
different RUC types. To ensure 50MAX vehicles pay the same amount of RUC and continue to 
manage their road wear costs if permits are removed, officials have proposed adjusting RUC 
rates. Officials conducted targeted consultation with industry representatives on the 
proposed RUC adjustments, and these were fully supported. 

 
H plates 
In public consultation, the proposal to remove H plates received a mix of support. Some RCAs felt 
that H plates were a visible cue for Police enforcement. Industry groups felt that H plates are 
outdated and are not useful for enforcement. This was confirmed by Police, which no longer uses 
H plates to identify vehicles that may be operating on an HPMV permit. Officials have not 
recommended any changes to this proposal. 

Is the preferred option in the Cabinet paper the same as preferred option in the RIS?  

This RIS does not accompany a Cabinet paper. The Minister will assume delegated authority from 
Cabinet to make final policy decisions. The proposals set out in this RIS align with the high-level 
proposals approved by Cabinet on 4 June 2024 [ECO-MIN-0083 refers].  
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million tonnes in 2018).2 However, heavy vehicles are subject to rules and regulations that arguably 
have not kept pace with modern regulation. These regulatory requirements may limit economic 
efficiency and productivity in the transport sector and to the wider economy. 

Over the last year, Ministry and NZTA officials have consulted with heavy vehicle sector 
representatives, Police and RCAs to identify potentially burdensome and not fit for purpose 
regulatory requirements. Officials assessed these requirements and provided advice to Ministers on 
options to reduce regulatory burden and enable a more productive heavy vehicle sector. 

What is the policy problem or opportunity? 

On 19 June 2025, the Minister announced the Rules Reform programme, intended to remove 
outdated and not fit for purpose regulatory requirements, with the aim of reducing compliance costs 
and increasing productivity. The programme includes a commitment to review the regulatory 
framework for heavy vehicles.  

Without regulatory changes, these requirements will continue to impose unnecessary compliance 
costs on the sector and administrative burden on government agencies. There is an opportunity to 
reduce requirements and improve the system for all parties. The proposals in this RIS to remove 
50MAX permits and H plate requirements are part of phase one of the Government’s work to 
simplify the regulatory framework for heavy vehicles.  

Removing 50MAX permit requirements, replicating existing permit-based penalties, and 
introducing new RUC rates 

Background 

Since 2013, 50MAX vehicles have been an option for approved heavy vehicles to carry increased 
payloads on parts of the network that are economically important to New Zealand but cannot 
support the higher volume of freight on a conventional vehicle combination.  

50MAX vehicles exceed the combination mass limits for general access to the network. However, 
they have one more axle than a conventional 8 axle 44 tonne combination. This extra axle means the 
overall truck load is spread further with either less or no additional wear on the road per tonne of 
freight than a conventional combination. 

50MAX vehicles have better safety outcomes 

50MAX vehicles operate under New Zealand's Performance Based Standards (PBS) framework, 
allowing them to exceed the standard 44-tonne weight limit by meeting specific performance and 
safety criteria. A 2025 Australian operation found that vehicles meeting the PBS framework were 
involved in 46 percent fewer major crashes per kilometre travelled than conventional heavy 
vehicles.3 Another Australian study found that, from 2015 to 2019, PBS vehicles were involved in 60 
percent fewer major crashes per 100 million kilometres travelled and 30 percent fewer major 
crashes per 10,000 vehicles than conventional heavy vehicles.4 As 50MAX vehicles can carry more 
freight per trip, they may also decrease crash risk by reducing the number of heavy vehicle trips. 

 
2 Transport Outlook: Future State, 
https://www.transport.govt.nz/assets/Uploads/Report/TransportOutlookFutureState.pdf 
3 National Heavy Vehicle Regulator. 
Review of Major Crash Rates for Australian Higher Productivity Vehicles: 2015 – 2019. The Chartered Institute 
of Logistics and Transport 
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Although 50MAX vehicles outperform standard heavy vehicles, they are subject to more 
requirements 

Despite the equal or better outcomes for safety and road wear, the VDAM Rule requires 50MAX 
operators to obtain a permit for their vehicles to operate on the network. These permits restrict 
50MAX vehicle access to parts of the roading network where the infrastructure can support these 
vehicles.  

Operators are required to apply for and obtain a 50MAX permit renewal every two years, and before 
their current permit expires. 50MAX vehicles also often require overlength permits and must display 
an H plate. 

There is an opportunity to remove the permit requirement for 50MAX vehicles and adopt more 
efficient regulatory practice 

The heavy vehicle sector considers there is no longer a need for 50MAX permits, and that the 
requirement to obtain and renew a permit creates a significant administrative and cost burden to 
the sector and government agencies. From August 2022 to July 2024, NZTA processed 13,503 permit 
applications from 1,486 operators. NZTA also considers that 50MAX permits could be removed but 
notes that the current risk of losing a permit may incentivise compliance with access restrictions.  

The proposal  

Officials are proposing to remove permit requirements for 50MAX vehicles. This includes the mass 
permit which allows them to operate over 44 tonnes, and overlength permits, which allow them to 
operate at a length of 23 metres. 

Instead, the Director would publish a list of standard proformas specifying vehicle design and safety 
requirements, and approved network maps detailing where 50MAX vehicles can and cannot go. 
50MAX operators would still be subject to vehicle and route restrictions as determined by RCAs.  

Drivers would be required to carry and present proforma documentation on request to assist 
enforcement officers to check vehicles at the roadside. This is expected to save time for 
enforcement officers and drivers. In public consultation, 59% of submitters supported this 
requirement.  

Officials propose introducing new penalties 

In targeted engagement following public consultation, Police noted that the penalties for ‘critical 
breach of a permit’ (a $2,000 infringement fee or $5,000 on conviction) would no longer apply if the 
permit requirements were removed. Instead, 50MAX vehicles would only receive penalties for 
breaching the ‘responsibilities of operators’ ($370 infringement fee/$1,000 on conviction)5 and 
overloading. This means that penalties for non-compliant 50MAX operators would be lower than the 
penalties for other heavy vehicle types. This could create a perverse incentive for vehicles operating 
above 50 tonnes to risk operating as 50MAX to avoid the critical breach of a permit penalties they 
would receive if they were operating on the appropriate permit. 

Officials considered a range of options to address this. Shortlisted options included status quo, 
introducing penalties based on the Ministry’s Effective Transport Financial Penalties Categorisation 
Tool, penalties directly comparable to those for breaching critical conditions of a permit, high 

 
5 Operators would still risk losing their Transport Service Licence but this is usually the result of sustained non-
compliance, rather than one instance. 
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penalties to send a deterrence signal, graduated penalties to reflect the severity of non-compliance, 
and vehicle immobilisation at the roadside.  

However, changing 50MAX penalties in isolation would mean they are not proportionate to those for 
other heavy vehicle types. Taking a whole of system approach to reviewing penalties was out of 
scope of the direction of the current Rules Reform Programme.  Instead, we propose to amend the 
Land Transport (Offences and Penalties) Regulations 1999 to introduce penalties for 50MAX vehicles 
that are directly comparable to those for breaching critical conditions of a permit.  

The proposed penalties for 50MAX non-compliance are designed to be comparable to penalties for 
similar forms of non-compliance for other heavy vehicle types. Officials propose a $2,000 fee or a 
$5,000 fine for: 

• the gross weight of a non-permitted vehicle exceeding 50t 
• non-compliance with access restrictions specified in the 50MAX network map 
• (if applicable) the gross weight of the vehicle exceeding the gross vehicle weight, gross 

combination weight, maximum towed weight or brake code weight limits. 

50MAX vehicles would still be subject to penalties for ‘breaching responsibilities of operators’ ($370 
fee/$1,000 fine) and graduated overloading fees. 

The Ministry consulted MoJ on this proposal. MoJ supported the introduction of a new offence and 
penalties to replicate the existing permit-based ones. 

Officials propose adjusting RUC rates for 50MAX vehicles 

Road User Charges (RUC) require certain vehicle operators to pay for the distance they travel, 
ensuring users contribute to the cost of building and maintaining roads. Heavier vehicles pay higher 
RUC rates to reflect the greater damage they cause to roads. The Road User Charges Act 2012 
requires vehicles operating on a permit, including 50MAX vehicles, to carry either a type H RUC 
licence (for regular operation) or an additional licence (for single trips).  

Removing the permit requirement means 50MAX vehicles would be re-licenced as standard 
powered vehicle types. Officials expect that some vehicles would move to RUC types where the rates 
they pay would not cover the costs they are causing from wear on the road network. This is because 
there either isn’t an appropriate type, or operators may not select the right type. 

We recommend minor adjustments that ensure that there are no changes to RUC rates that vehicles 
pay following permit removal. Our recommended changes are summarised in the table below: 
 

Change New RUC type 
Restrict the definition of 408 
to vehicles with eight axles 

50MAX vehicles move to 
Standard type 14 

Remove H94 Standard type 14 
Remove H97 309 
Remove H91 Standard type 19 
Remove H30 Proposed new type “430” 

Remove H33 Proposed new type “433” 
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Officials consulted industry representative groups on these proposed amendments. They received 
full support. 

Officials consider that the proposed changes balance the objectives to reduce compliance costs, and 
manage road wear, while ensuring that Police have the tools to enforce non-compliance. This will 
prevent road safety risks and damage to road infrastructure.  

We anticipate that consequential amendments to fees, offences and penalties will be required 

Removing the permit requirement for 50MAX vehicles will mean that permit application fees will 
also be removed from the Land Transport (Regulatory Fees) Regulations 2023.  

Removing H plates 

Background 

H plates were intended to help police officers identify larger and heavier trucks operating on permits 

Under current Rules, H plates (pictured – not to scale) must be affixed to any 
HPMV operating under a permit.6 H plates were intended to help police 
officers identify HPMVs operating under a permit, enabling Police to target 
HPMV permit enforcement to the right vehicles. When these display 
requirements were introduced in 2010, HPMVs were a relatively new and rare 
part of New Zealand’s heavy vehicle fleet.  

The proportion of HPMVs in the New Zealand fleet has significantly increased since 2010. Between 
October 2022 to October 2024, NZTA had an estimated 43,530 successful HPMV permit applications 
that were subject to H plate requirements.7  

The meaning of an H plate has become unclear 

Considering the growth in HPMVs, it is unclear whether H plates still serve a purpose. Police have 
indicated that these plates now have negligible value for their enforcement activities. RCAs have 
indicated that H plates provide them with some visibility of the vehicles on their network that may 
be operating under a permit. However, they also noted that H plates do not indicate whether the 
vehicle is carrying a load. 

Officials also received feedback regarding confusion about the meaning of H plates, and where and 
when they must be displayed. HPMVs usually have H plates displayed permanently on their vehicle, 
including during travel where the vehicle is not carrying a load and therefore not subject to a permit. 
In some cases, police officers and members of the public have assumed the presence of an H plate 
on an HPMV meant the vehicle was not allowed to be operating on that road. However, on further 
investigation, these HPMVs were often found to be compliant. From 2010 to mid-2025, 60 percent 
of H plate violations were waived or withdrawn and did not result in punitive action. While the 
reason behind their waiver or withdrawal is not available, these figures indicate significant confusion 
about H plate requirements. 

In practice, it is difficult and inefficient for vehicle operators to remove and re-attach H plates every 
time their vehicles are loaded, unloaded, partially loaded, and/or combined with trailers. This is 
particularly burdensome for operators with larger, more diverse vehicle fleets, who may be 

 
6 HPMVs are heavy vehicles that exceed a mass of 44,000kg and/or the maximum length of 19m for semi-trailers, 20m for 
full trailers and b-trains, or 22m for truck and trailers. 
7 As permits are issued with a term of 2 years, this is a good indicator for the number of HPMVs required to display H 
plates. 
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swapping trailers frequently to carry out different tasks. Most vehicles have the H plate permanently 
attached to the vehicle as a sticker, so it is often displayed even when the vehicle is operating 
without a load.  

The proposal 

We propose amending the VDAM Rule to remove the requirement for HPMVs to display H plates. 

What objectives are sought in relation to the policy problem? 

The proposals to remove permitting requirements and H plates directly respond to the 
Government’s objective for the Rules Reform Programme, to reduce regulatory compliance costs. 
These specific proposals are also designed ensure that Police can enforce safety and access 
requirements to prevent safety risks and wear on the road network.  

What consultation has been undertaken? 

The Ministry and NZTA carried out targeted and public consultation on these proposals. Targeted 
consultation included: 
• Police  
• RCAs 
• Accident Compensation Corporation 
• ShopCare Charitable Trust, and 
• American International Group (AIG) New 

Zealand 
 

• Heavy vehicle sector representatives, 
including: 

o National Road Carriers 
o Ia Ara Transporting New Zealand 
o Heavy Haulage Association 
o Crane Association of New Zealand

These stakeholders were largely supportive of the proposals. RCA feedback was mixed. Some RCAs 
felt that the removal of H plates may reduce visibility of HPMV movements. Some noted that H 
plates can be confusing as they do not indicate whether an HPMV is travelling laden and therefore 
subject to access restrictions. Industry organisations were generally in favour of removing H plates, 
due to their perceived ‘irrelevance’, and confusion about appropriate display and enforcement 
action. 
 
Some RCAs felt that more frequently updates to 50MAX network maps and stronger enforcement 
against heavy vehicles operating in breach of permits would improve 50MAX compliance. NZTA will 
improve the 50MAX network map and is making further investments into Commercial Vehicle Safety 
Centres, which addresses this feedback. 
 
NZTA ran public consultation on the proposed changes from 29 October to 17 December 2025 
 
A breakdown of public consultation feedback for the proposals in this RIS is in the table below:   

Proposal Submitter type  Number of submissions  Total Overall views 
Remove 50MAX 
permits 

Individual  10  41  61% support 
31% oppose 
8% neutral or 
unclear 

Business or 
organisation  

31  

Remove H Plates  Individual  11  43  42% support 
49% oppose 
8% neutral or 
unclear 

Business or 
organisation  

32  
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There was overall support for removing 50MAX permits 

61% of submitters, including most industry stakeholders, supported removing 50MAX permits, 
seeing them as an unnecessary administrative and financial burden that limits fleet flexibility. 

31% of submitters, including most RCAs, opposed the proposal. These submitters cited concerns 
which are summarised below: 

Enforcement: it would be difficult for Police to identify 50MAX vehicles and monitor their 
movements on the network. Some noted that removing the permit requirements could increase the 
risk that vehicles are non-compliant with access restrictions.  

• Police did not share these concerns, and confirmed that requiring operators to carry and 
produce proforma documentation would make enforcement checks faster and easier.  

• These concerns are also addressed through NZTA's investment in eight new Commercial 
Vehicle Safety Centres, alongside upgrades to its five existing sites. These roadside 
enforcement sites use technology to inspect vehicle weight, compliance with Road User 
Charges, logbook accuracy, and driver impairment, and will cover 46 percent of heavy 
vehicle kilometres travelled — improving the ability to monitor heavy vehicle movements 
across the network. 

Compliance: Some submitters raised concerns about compliance without permits. 

• Officials do not expect removing them to affect operator behaviour. The new offence and 
penalties for non-compliance, introduced as a result of feedback from Police, mean 
operators face the same penalties for non-compliance with access restrictions and weight 
limits as they do currently.  

• The current requirements for these vehicles will remain, just in the VDAM Rule instead of 
permit conditions. The introduction of a new penalty for critical 50MAX non-compliance will 
replicate the critical breach of a permit offence that these vehicles are currently subject to.  

Road wear: We note concerns from RCAs about any increased damage to their road networks 
increasing their demand for additional funding for road maintenance and renewals.  

• As discussed above, officials do not expect compliance to change. The recommended RUC 
amendments will also ensure vehicles continue to contribute toward the costs associated 
with improving and maintaining the land transport network. 

Given the existing mitigations discussed above, we have not recommended any changes to the 
proposal, other than a new offence and penalties to replicate the existing permit-based offence and 
penalties and adjustments to RUC rates. These were introduced following public consultation, so 
they have not been publicly consulted on. However, penalties will not change from status quo, and 
MoJ is also comfortable with the approach. Adjustments to RUC types will retain the same rates, and 
were fully supported by industry representatives. 

Removing H plates was supported by Industry and Police 

Removing H plates was supported in 42% of submissions, including most businesses and industry 
associations and some individuals. Submitters in support felt that H Plates no longer serve 
their intended purpose to identify HPMVs and they have become an unnecessary compliance burden 
for operators. Both industry submitters and Police noted that the requirement has caused confusion 
from members of the public and traffic control workers who don't understand what the sign means.  
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49% of submitters opposed removing H plates. This includes all RCAs, and a minority of businesses or 
industry associations and individuals. These submitters cited concerns that: 

Enforcement: it would be difficult for Police to identify HPMVs and monitor their movements on the 
network. Some noted that removing H plates could limit Polices ability to ensure that vehicles are 
compliant with access restrictions.  

• Police did not share this concern. It noted that H plates are no longer used to identify 
vehicles operating on an HPMV permit, and that confusion among the public has caused 
extra work for Police when vehicles were compliant. 

• Given that Police are responsible for on-road enforcement, its support carries significant 
weight in assessing the ongoing value of the requirement. Since Police have said that H 
plates are no longer used for enforcement, officials consider that H plates no longer serve a 
purpose and can be removed.  

Other proposals received 100% support 

The minor and technical proposals that were exempted from impact analysis (to remove an unused 
definition of ‘low volume vehicle’ from the Heavy Vehicles Rule and incorporate the Code by 
reference) both received 100% support. 
 

Section 2: Assessing options to address the policy problem 

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

The Government sets requirements for heavy vehicles to maintain road safety and the condition of 
the road network. The regulatory system should balance these matters with the need for heavy 
vehicle operators to operate efficiently and be productive. Therefore, these factors have shaped the 
following assessment criteria: 

1. Compliance costs – the reduction in compliance costs for operators and NZTA 
2. Road wear – the effect on wear to road infrastructure 
3. Enforcement – the effect on Police’s ability to enforce the requirements for heavy vehicles 
4. Safety – the effect on the safety of road users 

What scope will options be considered within?  

The Government Policy Statement on land transport 2024 includes a commitment to review the 
vehicle regulatory system to reduce regulatory burden and ensure that rules are fit-for-purpose. In 
June 2025, Cabinet agreed to the direction for the Rules Reform programme [ECO-25-MIN-0083 
refers]. The Minister directed officials to explore the specific proposals in this RIS as phase one of the 
wider Rules Reform programme. These proposals have been refined through feedback from targeted 
engagement and public consultation, and discussions with Ministry and NZTA officials. 

As the policy problems identified arise from current regulation, regulatory change is a more 
appropriate solution than operational changes. The proposals are limited to changes that can be 
made through amendments to VDAM Rule, the Heavy Vehicles Rule, the Road User Charges 
Regulations 2012, the Road User Charges (Rates) Regulations 2015, and the Land Transport 
(Offences and Penalties) Regulations 1999. 

What options are being considered? 

Option One – Status Quo 
• 50MAX vehicles will require mass and overlength permits.  
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• Vehicles operating on an HPMV permit will be required to display H plates. 

Option Two – Regulatory Change 
This option would: 

• remove the requirement for 50MAX permits and shift all current permit requirements for 
these vehicles into the VDAM rule. Drivers would be required to carry proforma 
documentation specifying vehicle design and safety requirements, and present these to 
enforcement officers if requested. 50MAX vehicles would still be subject to access 
restrictions determined by RCAs in the 50MAX network map. A new offence and associated 
penalties would be introduced to replicate the existing enforcement lever of ‘critical breach 
of a permit’. There would be some changes to RUC rates to ensure 50MAX vehicles 
contribute the same amount toward the costs associated with improving and maintaining 
the land transport network. 

• remove the requirement for HPMVs to display H plates. 

How do the options compare to the status quo? 
Removing the H plate and 50MAX permit requirements is the highest-ranking option. Removing 
50MAX permits would reduce administrative costs for industry and NZTA. Industry and Police would 
benefit from not having to enforce the display of H plates. RCAs would retain their ability to impose 
access restrictions to manage wear on the road network, and RUC rates would be adjusted to ensure 
that 50MAX vehicles contribute the same amount toward the costs associated with improving and 
maintaining the land transport network. Officials expect these changes to contribute to a more 
permissive, outcomes-focussed regulatory environment for road transport. 

For reasons discussed prior in this RIS, both the proposed changes are not expected to risk road 
safety and road wear. These criteria are not further analysed in this RIS. 

What option is likely to best address the problem, meet the policy objectives, and deliver 
the highest net benefits? 

Option Two: Regulatory Change is likely to have the greatest benefits for operators and for NZTA. 
The regulatory system will be more fit-for-purpose and compliance costs will be reduced. As permit 
fees are set on a cost-recovery basis, the loss of revenue is unlikely to affect NZTA. Removing the H 
plate requirement will simplify the requirements for HPMVs and Police. Operators may find that 
inappropriate enforcement activity is reduced.  
 
A further breakdown of benefits to enforcement and reduced compliance costs is provided in the 
table on the next page. The ratio of benefits to costs is not expected to change over time. 

There may be a risk that changing the regulations could affect compliance 

Clause 5.2(4) of the VDAM Rule allows RCAs (or NZTA where RCAs have delegated their permitting 
responsibilities) to consider the applying operator’s previous breaches of permit conditions and 
other ‘traffic offending’ history when deciding whether to issue an operator with a permit. Removing 
the permit requirement for 50MAX could reduce the ability for RCAs to prevent operators with 
previous breaches or a history of other traffic offences from operating on their network.  

However, we do not expect that compliance will change from the proposed changes. We expect any 
risks will be mitigated by Police enforcement and the expansion of the CVSC network. In extreme 
cases of non-compliance, NZTA could revoke operators’ Transport Service Licences. 
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Is the Minister’s preferred option in the Cabinet paper the same as the agency’s preferred 
option in the RIS? 

The proposals set out in this RIS and consultation document align with the high-level proposals 
approved by Cabinet in June 2025. This RIS does not accompany a Cabinet paper as Cabinet has 
delegated the Minister of Transport authority to make final policy decisions. 







 

Section 3: Delivering an option 

How will the proposal be implemented? 

Subject to Ministerial approval, the Ministry anticipates that the Amendment Rules and Regulations 
will be signed by June 2026, alongside any changes from phase 2 of Heavy Vehicle Productivity. This 
is subject to change as the Government confirms details regarding regulatory relief to allow the 
heavy vehicle industry to reduce its fuel consumption in response to the closure of the Strait of 
Hormuz. 

Implementation details  

Current cost estimates for implementing both phases 1 and 2 are $840,00, plus $120,000 to 
implement RUC type changes. We expect that NZTA will fund implementation costs for Heavy 
Vehicle Productivity through its memorandum accounts.  

NZTA advises that it will take approximately five months to implement phases 1 and 2, starting in 
June 2026 and ending in November 2026.  

In this time, NZTA will: 

• develop a new proforma regime and update internal reference materials, digital systems, 
processes and external industry stakeholders. 

• make changes to the software system used for permitting and RUC 

• update the Commercial Vehicle Safety Programme (CVSP) system to ensure it will continue 
to operate smoothly once 50MAX permits have been voided 

• plan and support transitional arrangements for RUC type changes. 

NZTA will also improve the geospatial map for 50MAX access to clearly indicate where 50MAX 
vehicles can and cannot go (it currently indicates where they cannot go) and set up processes with 
68 RCAs to update their road networks in this map. This is currently estimated to take approximately 
18 months to complete. In the meantime, users can refer to the existing map. 

NZTA will develop a communications plan to support implementation. This will include: 

• notifying RCAs and the industry of all changes through normal channels, including its 
website, media releases, email list and industry newsletters 

• updating existing information on the NZTA website and Vehicle Inspection Requirements 
Manuals to reflect any changes to permitting requirements for 50MAX, and  

• supporting the provision of internal training for compliance officers, and external 
training for Police involved in commercial vehicle safety testing. 

Ongoing management of the changes 

NZTA will be responsible for the ongoing operation of the changes, due to its role as road transport 
regulator and as RCA for state highways. 

RCAs who provide their own permit services will remain responsible for changes such as 
communicating the changes to local operators and making internal operational policy changes. 

Police will retain responsibility for roadside enforcement. 

How will the proposal be monitored, evaluated, and reviewed?  
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The success of the changes will be measured by effects on compliance costs, road safety outcomes, 
road network condition and Police’s ability to enforce heavy vehicle requirements. Regulated parties 
and other stakeholders will be able to raise any concerns about these with NZTA and the Ministry 
through existing channels.  

 





https://www.transport.govt.nz/assets/Uploads/RIA/Regulatory-Impact-Statement-Land-
Transport-Driver-Licensing-Review.pdf. 

Summary: Problem definition and options 

What is the policy problem? 
Road freight is a critical enabler of economic activity in New Zealand. However, heavy vehicles are 
arguably subject to rules and regulations that have not kept pace with a changing transport 
system. Some of the current requirements may not always target regulatory effort to risk and can 
become obstacles to decarbonisation of the fleet.  

On 19 June 2025, the Minister announced a new programme of work to remove outdated and 
unfit for purpose regulatory requirements. This work includes simplifying the regulatory 
framework for heavy vehicles. Working with industry, the Ministry of Transport (the Ministry) and 
the NZ Transport Agency Waka Kotahi (NZTA) have identified regulatory requirements that appear 
to impose disproportionate compliance costs. In particular: 

• Proposal 1: Heavy vehicle operators, including rental service operators, are required to 
obtain HPMV permits for new truck and trailer combinations that exceed general mass or 
length limits, to manage wear on the road network. The processing time for these permits 
is up to 10 working days. This constrains the ability of rental service operators to make 
planning decisions that could improve their productivity, even though they are travelling 
unladen and are therefore not as heavy. 

• Proposals 2 and 3: The Director of Land Transport has issued Class exemptions to allow 
some zero-emissions heavy vehicles to be driven with the same licence Class as their diesel 
equivalents. This is because the heavier weight of zero-emissions technology means 
operators cannot carry the same payload without exceeding the weight limit for their 
licence, despite these vehicles having extensive safety features and the same handling. 
These exemptions are time-bound which creates uncertainty for operators to invest in 
zero emissions versions of heavy vehicles. 

Without regulatory changes, these issues are expected to continue to impose costs on industry 
and government agencies.  

What is the policy objective? 
The intended outcomes of the changes are to: 

• enable productivity improvements 
• reduce regulatory effort for government agencies 
• not adversely affect road safety. 

Reviewing licence requirements for zero emissions heavy vehicles also meet the objective in New 
Zealand’s second emissions reduction plan, to remove regulatory barriers to support uptake of 
zero emissions versions of heavy vehicles. 
What policy options have been considered, including any alternatives to regulation? 
The range of options was constrained by Cabinet and Ministerial approval of the direction of the 
Minister’s wider Rules Reform programme. Cabinet approved a package of changes for public 
consultation based on a set of specific rule changes identified during targeted engagement with 
NZTA and industry. This limited the scope for non‑regulatory or more fundamental reform options.  

For Proposal 1, to remove permit requirements for rental service HPMVs travelling unladen for 
delivery to customers or between depots, legislative change is a more appropriate solution. Any 
operational improvements made by NZTA to increase the length of a permit or process requests 
faster would still pose delays. The intention behind Proposals 2 and 3 is to standardise the current 







What is the context behind the policy problem? 
Road freight plays a vital role in New Zealand’s economic productivity. The Ministry of Transport (the 
Ministry) projects that New Zealand’s freight task will increase substantially to 366 million tonnes by 
2042 (from 278.7 million tonnes in 2018). Some heavy vehicle rules have not kept pace with current 
operations and technology, creating avoidable compliance costs and uncertainty.  

Over the last year, Ministry and NZ Transport Agency Waka Kotahi (NZTA) officials have consulted 
with heavy vehicle sector representatives, Police and Road Controlling Authorities (RCAs) to identify 
potentially burdensome and unfit for purpose regulatory requirements. Officials assessed these 
requirements and provided advice to Ministers on options to reduce regulatory burden and enable a 
more productive heavy vehicle sector. This RIS discusses three changes that would affect rental 
service providers and some zero emissions heavy vehicles. 

Proposal 1. Rental service providers are subject to permit requirements that are not practical for their 
business  
 
High Productivity Motor Vehicles (HPMVs) are heavy vehicles that exceed the standard mass limits of 
44 tonnes or length limit of 20 metres. NZTA requires these vehicles to obtain permits to operate on 
the road, so that it can manage risks of damage to the road network, largely road wear from the 
heavier weight.  
 
As HPMV truck and trailer combinations being hired or leased are delivered to customers or moved 
between depots unladen, the permit requirement has limited benefit. There is a processing time of 
up to 10 business days for each permit, which imposes significant delays to rental service providers. 
Heavy vehicle rental service providers often operate in time-critical environments, where trailers 
must be repositioned quickly to meet customer demand or maintain fleet balance across regions. 
This makes it challenging for operators to plan driver availability, book ferry crossings, and plan 
‘round trip, or swap vehicle’ scenarios that reduce the number of trips required.  
 
Proposals 2 and 3. Current licence thresholds mean light commercial vehicle and bus operators must 
decrease their productivity or incur additional costs to use zero emissions heavy vehicles 

Heavy vehicles make up less than 4% of New Zealand's vehicle fleet, but account for roughly a 
quarter of road transport emissions. High upfront costs and the unknown total cost of ownership are 
the main barriers to industry uptake of zero and low-emissions heavy vehicles. 

The inclusion of batteries or other technologies in zero emissions light commercial vehicles and 
electric buses increases their gross laden weight, generally without changing other key vehicle 
dimensions such as length or the number of axles. This increased weight means that commercial 
vehicle operators must reduce their payloads and therefore productivity to keep their gross laden 
weight below 6,000 kg, as this is the weight limit that can be driven on a Class 1 licence.4 

Alternatively, they may pay for their drivers to obtain a Class 2 licence, which incurs one-off licensing 
and training costs and ongoing compliance costs, such as logbook requirements.   

Electric bus operators have restricted operational flexibility as most new urban bus drivers start with 
a Class 2 only and attaining any higher licence Class costs money, time, and extra training to obtain. 

 
4 Driver licence limits are set by weight to reflect the varying levels of skill, experience, and vehicle control 
required for different vehicle sizes. 



If NZTA does not reissue the Class exemption, urban bus drivers would need a Class 4 licence to drive 
electric buses. 

Both issues have been mitigated through operational workarounds such as Class exemptions. 
However, this creates administrative work for NZTA and uncertainty for industry. Industry 
representatives and the Government’s second emissions reduction plan have identified the impact 
of licence requirements as a regulatory barrier to uptake of zero emissions heavy vehicles.  
 

What is the policy opportunity? 
On 19 June 2025, the Minister announced the Land Transport Rules Reform programme, which 
includes a commitment to consult on proposals to simplify the regulatory framework for heavy 
vehicles.  
 
This RIS includes three proposals: 

• Proposal 1: Remove the permit requirement for new high-productivity (HPMV) rental stock 
travelling unladen between depots or to customers, given they meet other specified 
requirements.  

• Proposal 2: Permanently enable Class 1 drivers to drive zero emissions light heavy vehicles5 
weighing up to 7,500kg instead of the current weight limit of 6,000kg.  

• Proposal 3: Permanently enable drivers of electric public transport service buses (with more 
than two axles) and a gross laden weight of up to 22,000kg to be driven on a Class 2 or 2L 
driver licence, rather than a Class 4 or 4L.  

 
Proposal 1. Remove the need for a High-Productivity Motor Vehicle (HPMV) dimensions permit 
when transferring an unladen rental truck and trailer combination between depots or to 
customers 
Clause 3.2(4) of the Land Transport Rule: Vehicle Dimensions and Mass 2016 (VDAM) provides that 
some6 unladen heavy motor vehicles may operate without an HPMV permit if they are travelling 
from the manufacturer to a customer or a vehicle compliance certifier. These vehicles are unladen as 
they are not yet in commercial use. One Rental Service Provider currently uses over-dimension 
permits to move rental stock. In 2025, NZTA issued 79 permits to this provider. 

Officials consider that this sets a logical precedent to remove the requirement for rental service 
providers to hold a permit to deliver unladen combinations between depots and to customers, 
because they are also travelling empty. This is as long as they meet proforma specifications and are 
not delivering for reward or transferring goods in addition to the rental stock.  

Ultimately, there is an opportunity to improve the timeliness of vehicle rental supply and ease 
logistical challenges. This would also benefit businesses that lease heavy vehicles through reducing 
downtime between the lease agreement and delivery. The change would allow operators to plan 
driver availability, book ferry crossings, and plan vehicle-swap scenarios that reduce the number of 
vehicle movements required to operate, further reducing costs to operators. 
 

 
5 Light heavy vehicles include small urban trucks that are often used for commercial purposes like courier 
services or trades, but fall below the heavy vehicle threshold of a 3500kg Gross Vehicle Mass. 
6 Heavy motor vehicles that do not comply with section 6, a dimension requirement in Schedule 2 that is listed 
in 5.9(5), and is not longer than 23 m overall length. 



Proposal 2. Enabling Class 1 driver licence holders to drive heavier zero emission vehicles  

The Driver Licensing Rule requires Class 1 licence holders to (generally) only drive vehicles with a 
gross laden weight of not more than 6,000 kg. This includes some light commercial (e.g. freight) 
vehicles.  

Batteries or other technologies in zero emissions light commercial vehicles increases the gross laden 
weight of many of these vehicles to above 6,000 kg, generally without changing other key vehicle 
dimensions such as length or the number of axles. For many commercial vehicle operators, 
purchasing zero emissions light commercial vehicles poses indirect costs as they either need to 
reduce payloads to keep their gross laden weight below 6,000 kg or pay for their drivers to obtain a 
Class 2 licence. This incurs ongoing compliance costs, such as logbook requirements.   

This has been identified as a regulatory barrier to uptake of zero emissions heavy vehicles by 
industry and in New Zealand’s second emissions reduction plan. Industry groups and heavy vehicle 
operators have advocated for increasing the weight threshold to allow battery electric vehicles to be 
driven on a Class 1 licence. 

In early 2025, following public consultation, the Director of Land Transport issued a Class exemption 
for two years allowing battery electric vehicles up to 7,500kg to be operated on a Class 1 licence. 
Electric vehicles covered by this exemption must be in the same model range as a diesel equivalent, 
have the same braking system, carry batteries integrated within the chassis, and not exceed the 
dimensions of the largest diesel version in the up to 6,000 kg range. 

Officials propose permanently enabling Class 1 drivers to drive electric and other zero emission 
vehicles weighing 6,000 – 7,500kg, to allow operators to use these vehicles without having to reduce 
their maximum payload compared to similar diesel vehicles. This supports long term decarbonisation 
of the light commercial vehicle fleet and reduces a compliance cost on industry. For battery electric 
vehicles, NZTA advise that this proposal would not compromise safety outcomes. Broadening the 
scope to include other zero emission vehicles will enable the uptake of alternative motive powers 
such as hydrogen fuel cell electric vehicles and aligns with the approach taken in other jurisdictions 
such as the United Kingdom.7  

Additionally, to realise the full benefits of the proposal, officials are proposing to exempt Class 1 
drivers of zero emission vehicles between 6,000 – 7,500 kg from the requirement to hold 
a transport service licence. This requirement poses costs that may otherwise limit the benefits of 
this proposal. Costs associated with applying for a transport service licence range from $439 -
$583.80, plus vetting fees, and a yearly fee of $120.12 per vehicle (for a Goods Service Licence). 

Proposal 3. Enabling Class 2 and 2L driver licence holders to drive heavier electric buses  

Holders of a Class 2 or 2L driver licence are only allowed to drive rigid vehicles with more than two 
axles, including buses, with a gross laden weight of not more than 18,000 kg.  

Due to improving availability, range, ease of recharging and cost, electric buses are becoming 
increasingly viable for urban services to replace diesel fuelled buses. However, electric buses have 
increased weights from the batteries they carry to ensure adequate range between charges. This 
added weight places electric buses in the 18,000 – 22,000 kg weight categories, which require a Class 
4 licence to drive. This restricts operational flexibility as most new urban bus drivers start with a 

 
7 The Motor Vehicles (Driving Licences) (Amendment) (No. 2) Regulations 2025 allow full (Category B) licence 
holders in the UK to drive heavier zero-emission vehicles and vehicle and trailer combinations. The regulations 
define a zero emission vehicle as “a vehicle without an internal combustion engine, or with an internal 
combustion engine that has emissions of CO2 of zero grams per kilometre” 



Class 2 only. Attaining any higher licence Class costs money and time to obtain and many urban 
areas continue to be short of drivers. 

In March 2023, the Director issued a Class exemption to allow Class 2 or 2L driver licence holders to 
drive electric public transport service buses (with more than two axles) and a gross laden weight of 
up to 22,000kg. A new three-year exemption was granted by the Director in 2025. The inclusion 
of Class 2L licences allows drivers to train in electric-powered buses.  

Officials propose making this change permanent in the Driver Licensing Rule to give operators 
confidence in the requirements for their drivers, to better enable longer-term business planning and 
investment into electric vehicles to help contribute to the Government’s emissions reduction goals 
while posing minimal safety risk.  

What objectives are sought in relation to the policy problem? 
 
The objectives of the proposals are to: 

• enable productivity in the heavy vehicle sector 
• reduce regulatory effort for government agencies  
• not adversely affect road safety. 

 
Proposals 2 and 3, allowing zero emission vehicles weighing up to 7,500kg to be driven on a Class 1 
licence and heavier electric buses to be driven on a Class 2 and 2L licence, also aim to meet the 
objective in the Government’s second emissions reduction plan to review the regulatory system for 
barriers to uptake of zero emission heavy vehicles.  
 
There is a chance that the proposals increase uptake of zero emissions heavy vehicles and trips being 
made by rental service providers. These proposals may increase uptake of zero emissions vehicles, 
which are heavier and cause more road wear than their internal combustion engine equivalents. It 
may also increase the number of trips made by rental service providers. Both these changes would 
contribute to wear on the road. We have not analysed road wear for this proposal as any increased 
uptake will be mitigated by the Road User Charges these vehicles pay. Damage from electric vehicles 
will be mitigated after 30 June 2027 when those with a gross laden weight of more than 3500kg are 
no longer exempt from Road User Charges. 
 

What consultation has been undertaken? 
The Ministry and NZTA have consulted with representatives of the heavy vehicle sector on options to 
reform the heavy vehicle regulatory framework over several years.8 This consultation and 
subsequent Ministerial decisions informed the initial identification, longlisting, and prioritisation of 
potential interventions.  
 
In November and December 2025, the Ministry and NZTA undertook further targeted consultation 
with industry and other government agencies about the proposals in this RIS. These discussions 
involved a range of internal NZTA subject matter experts, key bodies representing the heavy vehicle 
sector, Police, and RCAs.  
 

Following targeted consultation in late 2025, NZTA consulted the public on the proposals from 25 
February to 25 March 2026. Submissions categorised as being on behalf of a business or organisation 

 
8 Representatives included Ia Ara Transporting New Zealand, Heavy Haulage Association, National Road 
Carriers, Rural Contractors, the Bus and Coach Association, and Federated Farmers. 



included those from businesses, industry associations and groups (industry), local council and other 
Road Controlling Authorities (RCAs). A breakdown of submissions for the proposals in this RIS is in 
the table below:   

Proposal Total 
submissions 

Overall views 

1. Remove HPMV permits for rental service vehicles 
travelling unladen 

12 11 support 
1 oppose 

2. Enable Class 1 drivers to drive zero emissions light 
heavy vehicles weighing up to 7,500kg 

16 11 support 
5 oppose 

3. Enable Class 2 drivers to drive electric buses weighing 
up to 22,000kg 

14 12 support 
2 oppose 

 
Proposal 1. Removing HPMV permits for rental service vehicles travelling unladen 
 
This proposal received 92% support. One business felt it would improve efficiency and reduce 
compliance costs for industry and NZTA and would better enable rental companies to move HPMV 
equipment when required for routine maintenance, breakdowns and motor accidents.  
 
One industry group suggested that permits could be issued at an operator level, where permitted 
operators could make any trips, and the risk of losing the permit would retain a compliance lever. 
However, the original proposal better meets the policy objective to reduce regulatory effort for 
NZTA. 
 
One industry group suggested that this should apply to vehicles for sale. However, permits apply to 
specific vehicle combinations, and these vehicles are typically sold as individual truck or trailer units. 
 
One business opposed the proposal. It felt that the benefits may be small, as operators renting or 
leasing vehicles would still have to obtain a permit. However, the policy intent was to remove the 
administrative HPMV permit process for unladen vehicles that are being repositioned for hire. 
Operators renting or leasing these vehicles are likely to be carrying a load and would therefore still 
require a permit.  
 
This submitter also felt that the proposal in Phase 1 of Heavy Vehicle Productivity to remove 50MAX 
permits meant this proposal was not necessary. However, this proposal aims to remove the permit 
requirement for any unladen rental service HPMVs being repositioned, not just 50MAX vehicles. 
 
Some industry organisations suggested that any operators found in breach of the conditions in the 
rule have that exemption revoked for future rentals or sales of HPMV combinations. However, this 
goes against the objective of reducing regulatory effort for NZTA. 
 
Therefore, officials have not recommended any changes to the proposal. 
 
Proposal 2. Enabling Class 1 drivers to drive zero emissions light heavy vehicles weighing up to 
7,500kg  

This proposal received 69% support. Those in support felt it was a practical change to reduce 
disincentives to invest in and operate zero emissions vehicles. 

Submitters who opposed the proposal had a range of concerns. Officials also received comments 
from consultation with Police. Officials’ responses to these are in the table below. 



Topic Submitter or stakeholder comment Officials’ response 

Scope Three of the five submitters who 
opposed the proposal commented that 
it should be for all vehicles, regardless 
of propulsion type.  

The proposal is limited to bringing a 
current class exemption into the rules 
and is not a review of licence weight 
thresholds. 

Safety Some submitters had concerns that the 
change would pose safety risks. 

Officials do not expect any safety risks 
from the change. There is a safety 
analysis of this policy in the table on 
page 12. 

Payload 
penalties 

Some submitters were concerned that 
the proposal would create a payload 
penalty for drivers of diesel vehicles 
who can only operate up to 6,000kg 
gross vehicle mass (GVM) on a Class 2 
drivers’ licence. 

The increased weight threshold for 
battery-electric vehicles is set to 
compensate for the increased battery 
weight, so that both vehicle types can 
carry similar payloads. 

TSL regime A stakeholder was concerned that Class 
1 drivers do not have knowledge of the 
Transport Service Licence (TSL), which 
is required to operate a vehicle 
weighing 6,000 kg or more. The TSL 
regime and associated work time and 
logbook requirements that are covered 
in the Class 2 licence test. 

The proposal already includes a 
provision to exempt these drivers from 
the TSL requirement, to reflect that 
these vehicles can be driven on a Class 
1 licence. 

 

Enforcement Police noted there may be issues with 
enforcement determining propulsion 
types. 

NZTA will work with Police to support 
training for officers on the new 
requirements. 

 

Proposal 3. Enabling Class 2 drivers to drive electric buses weighing up to 22,000 kg 

This proposal received 86% support. Submitters that supported the proposal noted that most new 
urban bus drivers begin with a Class 2 licence. They felt that requiring a Class 4 licence due to the 
added weight of batteries restricts the available workforce and complicates the decarbonisation of 
public transport.  

One submitter in support felt that the proposal must be supported by a Class 2 endorsement 
featuring a practical test or approved course. However, there is no current Class 2 endorsement, and 
introducing one is out of scope of these changes. Drivers must already complete a practical test or 
approved course to gain their Class 2 licence. 

One submitter suggested that this proposal should broadly apply to all zero-emission rigid 3-axles 
buses and trucks weighing up to 22,000 kg. However, the scope of the proposal is limited to bringing 
a current class exemption into the rules. 

One submitter opposed this proposal. They felt it should extend to all heavy vehicles that require a 
Class 4 licence, regardless of propulsion, and not just buses. However, such a change would 
effectively expand Class 2 weight thresholds by 7,000 kg. This is likely to pose safety risks and is not 
in scope of the proposed changes. 
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Section 3: Delivering an option 

How will the proposal be implemented? 
Subject to Ministerial approval, the Ministry anticipates that final Rule amendments will be signed in 
June 2026, alongside any changes agreed to in Phase 1 of Heavy Vehicle Productivity. 

Implementation  

NZTA will be responsible for the implementation of the changes as the road transport regulator. 
 
NZTA will develop a communications plan to support implementation. This will include:  

• notifying RCAs and the industry of any changes through normal channels, including its 
website, media releases, email list and industry newsletters 

• updating existing information on the NZTA website and any manuals to reflect any changes 
• supporting the provision of internal training for compliance officers, and external training for 

Police 

Police may need to work with RCAs and NZTA as a regulator and RCA to support extra training for 
compliance officers.  

Costs 

Current cost estimates for implementing both phases 1 and 2 are $840,000. NZTA advises that it will 
take approximately six months to implement phases 1 and 2, starting in May 2026 and ending in 
November 2026. This is subject to change as more details are confirmed about regulatory relief to 
allow the heavy vehicle industry to reduce its fuel consumption in response to the closure of the 
Strait of Hormuz.  

NZTA will fund implementation costs for Heavy Vehicle Productivity through its memorandum 
accounts.  

Ongoing management of the changes 

Police will retain responsibility for roadside enforcement. 
 

How will the proposal be monitored, evaluated, and reviewed?  
The Ministry and NZTA are responsible for monitoring the transport sector. Regulated parties and 
other stakeholders will be able to raise concerns with NZTA and the Ministry through existing 
channels.  

 




