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NATIONAL ADAPTATION PLAN ACTIONS FOR CONSIDERATION 

Climate change poses risks to the transport system 

1 In August 2020, the Government released the first National Climate Change Risk 
Assessment (NCCRA). The NCCRA highlighted risks covering all aspects of life from 
our ecosystems and communities to buildings and the financial system. 

2 The NCCRA highlighted that climate change will pose significant physical risk to our 
transport system including to our ports, linear transport networks, airports, and 
associated infrastructure due to extreme weather events, ongoing sea-level rise, 
landslides, and coastal erosion. Annex 1 highlights the key priority risks for transport.  

The National Adaptation Plan (NAP) will support our ability to adapt to these 
risks1 

3 The Government is developing its response to the risks identified in the NCCRA 
(including the transport risks), through the preparation of the NAP. The NAP will 
support Aotearoa to adapt to the effects of climate change and includes actions for 
the next six years.  

4 Aotearoa will repeat this cycle of publishing risk assessments and NAPs every six 
years. The Climate Change Commission (the Commission) will report on the 
implementation of the NAP and its effectiveness every two years, following its 
publication.  

An effective adaptation response equires a coordinated effort 

5 The actions required to address our climate risks span all portfolios and parts of 
society. As such, the NAP has been developed as an all-of-government plan. The 
Ministry for the Environment (MfE) are leading the overall NAP work programme. 
Lead agencies are overseeing the development of outcome-based action plans.  

6 The NAP has been developed through engagement with iwi/Māori as well as local 
government and other key stakeholders. Public consultation on the draft NAP is 
planned for Q2 of 2022, subject to Cabinet approval in March 2022.  

Cabinet has taken in-principle decisions on the strategic direction for the NAP 

7 

8 

 
1 Under the Climate Change Response Act (CCRA) 2002 Aotearoa must produce both emissions reduction plans 
and a National Adaptation Plan (NAP) to address climate change impacts. These requirements were legislated in 
late 2019. 
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9 

The Ministry and Waka Kotahi have identified five transport actions for 
inclusion in the NAP  

10 The transport actions for the NAP link into Te Manatū Waka the Ministry of 
Transport’s (the Ministry) and Waka Kotahi NZ Transport Agency’s (Waka Kotahi) 
existing work programmes, such as the proposed emissions reduction plan. A short 
description of each action area is provided. Since these are existing work areas, no 
decisions are required on them. 

11 Each of these actions will build on the direction of the current Government Policy 
Statement on land transport (GPS). 
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The Ministry is also tasked with exploring options to improve transport (and 
other) infrastructure resilience  

26 In March 2021, the Department of Prime Minister and Cabinet directed the Ministry to 
lead the development of New Zealand’s first National Risk Profile for transport 
infrastructure resilience. This National Risk Profile was developed with engagement 
from the transport sector and identified sector risks and vulnerabilities. In November 
2021, the Ministry reported to the Hazard Risk Board2 (HRB) on a series of mitigation 
measures to address these risks, targeted at increasing resilience, accessibility, and 
connectivity of transport in Aotearoa.  

27 

28 

Next steps for the NAP 

29 In early 2022, Ministers will consider the strategic narrative for the NAP, and 
sequenced actions.  

30 We seek your confirmation that you agree with the actions identified in your portfolio 
so we can finalise the draft sequencing of actions for the draft outline NAP prior to 
that discussion. 

31 Public consultation on the draft NAP is planned for Q2 of 2022, subject to Cabinet 
approval in March 2022. It is a statutory requirement to deliver the NAP by August 
2022. 

 
2 The HRB is lead through the Officials’ Committee for Domestic and External Security Coordination. 
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24 February 2022 OC220094 

Hon Michael Wood Action required by: 

Minister of Transport  Wednesday, 2 March 2022 

COVID-19- MAINTAINING INTERNATIONAL AIR CONNECTIVITY 

(MIAC) SCHEME EXIT STRATEGY - SPEAKING NOTES FOR 

CABINET ECONOMIC DEVELOPMENT COMMITTEE ON 2 MARCH 

2022 

Purpose 

Provide you with speaking notes for the paper Maintaining International Air Connectivity 

(MIAC) Scheme Exit Strategy, which is to be considered at Cabinet Economic Development 

Committee (DEV) on 2 March 2022.  

Key points 

• The MIAC scheme has been operating since 1 May 2021, replacing the International

Airfreight Capacity (IAFC) scheme that operated from April 2020 to April 2021. The MIAC

maintains freight connections to key markets, enables essential passenger movements,

and supports international airlines to keep flying to New Zealand. Its goal is to ensure

New Zealand remains connected to the world and positioned for recovery. The MIAC

currently supports nine carriers to 23 international destinations. These contracts expire

on 31 March 2022

• Since 1 May 2021, the MIAC has supported over 3,500 flights and carried over 84,000

tonnes of cargo, worth over $6.7b. In addition to the freight connectivity enabled by the

MIAC, more than 105,000 people have returned to New Zealand on MIAC and IAFC

support flights since May 2020 (48% of all returnees).

• As we move towards the reopening of our international border, Cabinet asked you to

prepare an exit strategy for the MIAC to align to the passenger traveller scenarios

prepared for the Border Executive Board (BEB) and the Reconnecting New Zealanders

strategy. [DEV-21-MIN-0186 refers].

• The Reconnecting New Zealanders strategy has set out a timeframe for re-opening the

border, but uncertainty about the return of passenger demand remains. 

 Even when self-isolation has been removed, tourist recovery will take

some time as tourists typically book 9-12 months ahead of travel. 

Document 7
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• Some Ministers may be aware of a proposal to remove self-isolation requirements from 

12 March 2022 (implementation date for step 2) and bring forward some groups of 

travellers into step 3. This proposal is expected considered by Cabinet on 7 March. 

• In light of this proposal, there may be questions about the need to extend MIAC if self-

isolation requirements are removed. We have provided speaking points highlighting the 

need to continue to support air connectivity as passenger travel recovers. As we have 

seen elsewhere in the world, it will take time for demand for travel to increase. 

• The Cabinet paper recommends a conditions-focussed approach as the best way for 

exiting the MIAC scheme. This approach will enable MIAC support to be progressively 

withdrawn from airlines as passengers return under the Reconnecting New Zealanders 

strategy using existing contractual mechanisms and active monitoring by the Ministry  It 

minimises the risk of airfreight capacity shortages, while being able to exit MIAC suppo t 

early as passenger travel conditions improve.  

• The Cabinet paper also provides an alternative option that withdraws support on a 

predetermined basis when current forecasts of passenger numbers indicate that it should 

be possible to do so.  
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Talking Points: 

The Maintaining International Air Connectivity scheme has achieved its objectives to 
date, but must be balanced against other obligations  

• Analysis by my officials shows the current level of international flight services available 
for New Zealand is around 10-20% of pre-COVID-19 levels. This includes MIAC flights, 
which represent approximately half of all international flight capacity, and commercial 
flights operated outside the scheme. 

• The Government has provided  in MIAC support between May and December 
2021, with an estimated additional  spent through to 31 March 2022 when the 
current MIAC contracts expire.  

• MIAC has been highly successful as an intervention. By the end of 2021, it had:  

o supported over 3,500 flights 

o carried over 84,000 tonnes of cargo 

o along with IAFC flights, enabled around 105,000 people returned to New Zealand 
– representing about half of all those passing through MIQ. 

o provided significant benefits to Pacific partners from the support of flights into 
Pacific destinations, including the ability to maintain key supply chain links and 
connection with New Zealand.  

• MIAC has been worth over $6.7 billion – around 30 times the value of the amount spent 
under the scheme to date. 

• It is critical that we continue to provide a minimum level of connectivity for a wide range of 
reasons including: 

o reducing freight capacity shortages 

o ensuring positive impacts on freight rates  

o maintaining links for aviation and tourism sectors to recover 

o  in the Pacific by ensuring 
connectivity with our neighbours; and 

o supporting New Zealanders’ expectations that reasonably priced air travel is 
available for family reunifications and critical business purposes, as well as readily 
available later for the return of movement for wellbeing.  

 

• However, providing this minimum level of capacity through MIAC must be balanced 
against public sector obligations such as: 

o the fiscal cost and risk 

 

o   

 

o market adaptation delays.  

s 9(2)(b)(ii)
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• Fundamentally, the MIAC scheme is in place to enable a critical minimum capacity for the 
airfreight market in the absence of commercially provided capacity. I fully expect as more 
commercial capacity becomes available; the amount of MIAC support required will 
decrease to the point it is no longer required.  

Key considerations for an exit strategy 
 

• I have considered three key factors when determining the best way to exit MIAC – the 
state of the airfreight market, the need for a recovery in passenger travel, and existing 
mechanisms within the MIAC scheme. 

The airfreight market for New Zealand is at risk  

• The airfreight market is particularly challenging for New Zealand now. There is a high 
demand for aircrafts to fly to other countries with open borders, as well as a lack of staff 
due to self-isolation requirements. 

• United Airlines, American Airways, and Air Canada have exited New Zealand routes 
entirely, with Cathay Pacific recently suspending New Zealand operations for three 
months, and Emirates operating reduced services.  

  

•  
 

Airlines have noted difficulty undertaking long term planning, particularly when self-
isolation requirements for arriving passengers are in place.  

Passenger recovery is critical for maintaining and improving airfreight connectivity 

• The exit strategy for MIAC needs to consider the recovery of passenger travel to New 
Zealand. There are a very low number of non-passenger freighters used to carry 
airfreight commercially to the New Zealand market. These types of aircrafts are in short 
supply globally and are costly to convert. 

• An additional complexity is that passenger recovery will differ significantly across 
markets: 

o  have indicated the requirement to self-isolate 
on arrival in New Zealand will be a significant determinant on overseas 
consumers’ decisions to travel to New Zealand. This will differ by markets. 

o Foreign governments may change their own settings independently to New 
Zealand. This can be seen in the different approaches taken by countries such as 
Australia, Japan, and China to reopening their borders.  

o Passenger travel from some markets often has a seasonal lull through the New 
Zealand winter (particularly Asian and European markets), though seasonality is 
not as strong in other markets such as Australia and the Pacific.  

o There may need to be change border settings from time to time as part of the 
response to Omicron or new variants.  

• This means it is better for MIAC decision-making to be done on a market-by-market basis 
– rather a single decision about all markets.  
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MIAC arrangements already have exit controls in place 

I propose a conditions-based exit to support air connectivity continuation of the MIAC 

to March 2022 

• Based on these considerations, I’m proposing a conditions-focussed exit from the MIAC 
scheme. This is the best way to support the rebuild of air connectivity until sufficient 
passengers return and airlines can operate on a purely commercial basis. 

This extension cannot be done within the current funding 

• Additional funding is required to give effect to implementing the conditions-focussed exit.  

 

• While the expected spend is , I’m asking for  in new funding. This will 

ensure there is enough funding to cover the worst-case scenario where the maximum 

amount of support is required through to the backstop date of 31 March 2023. Factors 

such as whether passenger t ave  returns faster or slower will impact the cost, as will the 

timing of any changes to self-isolation requirements.  

 

• Any excess funding will be returned to the centre and not be reprioritised for alternative 

aviation related matters. 

 

I’m also proposing to continue support to the Pacific 

s 9(2)(b)(ii) s 9(2)(b)(ii)
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__________________________________________________________________ 
 
Back pocket responses to potential questions 

Will an extension still be needed if the proposed removal of self-isolation on 12 March 
takes place? 

• Yes. While removing self-isolation requirements will accelerate the return of passengers 
and our ability to exit MIAC, commercial capacity will not necessarily increase to required 
level on all routes immediately. This is because: 

o Airlines may take some time to schedule aircraft. 

 

o Passengers may still take some time to return.  advises 

international tourists who see New Zealand as ‘the trip of a lifetime’ typically book 

9 – 12 months ahead of travel. 

 

 
Will we be stuck subsidising airfreight forever? 

• No. The back-stop date means no support will be provided beyond 31 March 2023, 

unless there is another drastic unforeseen event which changes the basis for decision-

making. The Ministry already has exits built into its funding agreements to end support as 

passenger travel increases   

 
Why is the funding request so high when passenger recovery is expected soon? 

• Funding for the MIAC contracts needs to be able to accommodate the ‘worst-case’ 

scenario where the maximum amount of support is required over the full period. This is 

an unlikely case, and officials expect that the total spend under the MIAC exit to be 

substantially less than the funding request . The remaining funding will be 

returned to the centre    

 
Are we locked into providing support even after passenger travel resumes? 

• No. The Ministry already has exits built into its funding agreements to end support if 

passenger travel reaches a sufficient level. I’ve instructed officials to closely monitor 

airlines performance and report back to my office on any developments. 

 
What if passengers return from some countries faster than others? 

• MIAC can already accommodate this country-by-country approach. As soon as a route 

has enough passengers on it to make it commercially viable – our support stops. Support 

on other routes can continue until the MIAC’s backstop date (31 March 2023). A good 

example is that MIAC support stopped just for Australia when the trans-Tasman bubble 

was open. 
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What does the reopening of international travel in North America and Europe mean for 

the MIAC? 

• Airlines are commercial entities. They will make rational, commercial decisions abou  

where to deploy their limited resources.  

 

 We’ve already seen this with the exit of United Airlines and Air 

Canada.  
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__________________________________________________________________ 
 
Back pocket alternative option – settings-based approach 
 

• There is a variation on the conditions-focussed exit – a ‘settings-based’ exit. 

 

• This approach could be clearly communicated to the market and likely to be easily 

understood.  

 

• The trade-off inherent in this variation is between additional certainty around exit timing, 

and the additional complexity required to deliver this. 
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