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About the Motor Trade Association (MTA)
The Motor Trade Association (Inc) (MTA) was founded in 1917 and in 2017 celebrated 100
years of trust with the NZ motoring community. MTA currently represents over3,800
businesses within the New Zealand automotive industry and its allied services. Members of
our Association operate businesses including automotive repairers (both heavy and light
vehicle), collision repair, service stations, vehicle importers and distributors and vehicle sales.
The automotive industry employs 60,000 New Zealanders and contributes around $3.5 billion
to the New Zealand economy.

MTA Position in the climate change discussion
MTA, through the depth of its expertise and networks is a motor industry champion that:
•
•
•

recognises the need for pragmatic action to reduce emissions to limit climate change
recognises that the take up of low emission vehicles (LEVs) and electric vehicles (EVs)
is an important (but not the only) part of that action
has the expertise to lead in defining:
o future uptake of low emission vehicles including EVs
o motor industry emission reduction targets.

MTA recognises the need for pragmatic action to reduce emissions to limit climate change.
We appreciate that carbon-based transport emissions are a large share of all greenhouse gas
emissions.
New Zealand must look at all policy options, adopt all possible technologies, and influence all
relevant actors (Government, business, and consumers). We must look at the existing fleet.
The Government has placed the onus on the motor industry to achieve emission reductions
in 5 years that other countries have worked towards for over 20 years. We need to be clear
about the timing and implementation of all relevant policies to ensure a just transition to a
low carbon economy.
Businesses require a stable, predictable policy environment to enable investment in ways that
deliver on the country’s 2050 climate targets. Policymakers and industry can influence EV take
up beyond 2030 by putting in place the right settings before that time. MTA is not seeking to
scuttle plans, rather we want realistic plans implemented over realistic timeframes.
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Submission overview
MTA acknowledges and supports the Government’s climate change goals and the role of
transport in achieving them. However, MTA does not support the Land Transport (Clean Vehicles)
Amendment Bill (“the Bill”) in its proposed form.
New Zealand has a unique vehicle market. No other country has introduced a similar policy for
used imports. Similarly, no other country has introduced such changes in annual increments.
MTA’s main points are:
•

Supply of zero emission vehicles and the targets in the Bill are unachievable:
o Zero emission vehicles will be in short supply in the immediate future (the focus
period of this Bill, through to 2025).
o The annual advance in CO2 reductions is unrealistic; progress can still be made
through comparable reductions staged in 5-year steps (as down in Europe)

•

The proposed policies are too complex – especially in seeking to impose regulatory
interventions on both the supply side and demand side.
o The Clean Car Standard (CCS) scheme uses an imperfect formula that produces
unexpected and perverse outcomes. This comes from the conflict in trying to
affect both supply and demand.
o There is complexity in administration for the government regulator
o There will be significant administrative burden on motor vehicle traders, including
additional compliance costs
o There will be complexity and confusion for consumers when purchasing vehicles
captured by the scheme.

•

The Government should focus on influencing consumer behaviour by continuing the
Clean Car Discount (CCD) until 2025, and

•

The Government should defer the introduction of the CCS until at least 2025.
o MTA believes the combination of the CCD and current Ministry of Transport work
on tighter emission standards (introducing Euro 5 and Euro 6) will change the
purchasing decisions and supply choices in the market.

•

The Government should reallocate resources for the CCS to addressing the existing fleet
(through emissions testing and scrappage) and boosting incentives under CCD.
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Key recommendations
MTA makes the following recommendations or suggestions:

•
•
•
•
•
•

•

•
•

The Select Committee should ask the Ministry to explain the evidential basis for its
belief that the UK is a viable source market.
The CCS scheme should be deferred until such time as sufficient BEV supply is
feasible and realisable.
We urge the Government to focus on influencing consumer demand behaviour
through the CCD and defer implementation of the full CCS until at least 2024.
Work on introducing Euro 5 and Euro 6 standards should be allowed to run its course
and be implemented to complement the CCD incentives.
MTA urges government to introduce more realistic targets (staggered periodic
reduction, not annual drops).
MTA estimates that NZ will need to import over 54,000 EVs in 2025 to meet the
current fleet average targets. The Select Committee should ask the Ministry of
Transport to explain how it thinks this level of vehicle supply will be met.
MTA recommends that, if CCS is to be kept, the proposed CCS scheme formula in the
legislation should be revised to remove conflicts with the CCD and the CO2 targets
deferred until at least the 2025-26 period, or such time as sufficient BEV supply is
feasible and realisable.
The Select Committee should ask Waka Kotahi whether the Agency has assessed the
operational impact on businesses of compliance with the CCS scheme.
The requirement for a percentage of vehicles to be zero emissions for CCS be
removed from the Bill.
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The New Zealand vehicle market
Aotearoa holds a unique space in the vehicle market. In 2020, around 250,000 vehicles were
purchased (essentially split 50/50 new and used). Very few, if any, other markets have such a
high proportion of used vehicle imports. This makes it difficult for the design of policies –
whether for safety or environmental concerns – that can be implemented fairly across both
product segments.
New Zealand is a technology taker, with a very small market. We have a significant number
of vehicle importers and zero vehicle manufacturers. Around 95 percent of our used vehicle
imports come from Japan. In terms of new vehicles, less than 0.17 percent of vehicles
manufactured globally in a year come to Aotearoa. The market is simply too small to have a
unique set of standards just for New Zealand. We cannot apply the same methodology that
countries with a primarily new car market have adopted.
In terms of vehicle supply, MTA defers comment to the Motor Industry Association (MIA) in
respect to new vehicle supply and Imported Motor Vehicle Industry Association (VIA) with
respect to the used vehicle supply. We have had the advantage of reviewing the MIA and VIA
submissions and concur with their comments on supply issues.
MTA’s interest comes into play through:
•
•
•

our dealer members that sell these vehicles to the public and engage most closely with
the consumer,
our repairer and parts supply members who need to be aware of the vehicle models
entering the country (to meet the ongoing maintenance and repair needs), and
our service station sector that delivers the fuelling requirements, whatever they may
be (liquid, gas, electron).

Supply of zero emission is expected to remain scarce at least until 2025. Historically the
supply of battery electric vehicles (BEV) to New Zealand has primarily been via the Japan used
import sector.
•
•
•
•

BEV sales in Japan are minimal, with typical annual volumes around 20,000 or so units,
in an annual vehicle market of close to 4 million.
The opportunity to significantly increase used import BEV volumes from Japan does
not currently exist.
In the past, New Zealand has taken approximately half of all used BEV exported from
Japan.
It is unrealistic to expect we will be able to do much better than that given growing
interest from many other countries in Japan’s zero emission stock.

We understand the Ministry of Transport anticipates additional used import BEVs might be
accessible via the UK market. The Select Committee should ask the Ministry to explain the
evidential basis for its belief that the UK is a viable source market. We asked the view of an
industry import specialist and were informed that the UK is an unlikely source for several
reasons – refer Appendix A.
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It seems that any future growth in BEV volumes will have to rely on the new vehicle sector.
We defer to the MIA submission for comment on those prospects. Overall, irrespective of the
desire to move toward significant BEV presence, rapid and substantial increase in BEV
volumes is unlikely over the next three to five years (that is, through to about 2025/2026).
If MTA’s predictions are valid, this means that the funds collected under the Clean Car
Discount (CCD) and Clean Car Standard (CCS) schemes through fees or penalties on higher
emissions vehicles over the next few will likely be unspent1 – until BEV access improves. By
that stage it is possible that the price differential between BEV and ICE will have reduced
markedly, and the requirement for significant subsidies in the form of CCD and CCS rebates
will reduce.
During this transition to a low emissions future, we will need to see significant improvements
in the supply of alternate transport modes - public transport services are unlikely to be in
place to meet projected subsequent demand. The net cost impacts under CCD and CCS will
also result in very significant price increases for replacement ICE vehicles adding substantial
inflationary pressure within the transport sector.
Despite the best intentions and considerable proposed investment (by government and
industry), MTA does not expect sufficient volumes of BEV alternatives will be able to be
secured within the next three to five years. On that basis the CCS scheme should be deferred
until such time as sufficient BEV supply is feasible and realisable2.
There are also several other disruptions working against our transport sector transitioning to
a low emissions future. COVID-19 has had a significant economic impact on New Zealand, the
pandemic has also affected supply lines with disruptions on production and logistics. We are
also currently facing a continued global shortage of microchips, with almost every
manufacturer is facing production delays as a result. Every car has at least two or three dozen
microchips, electric vehicles and other low emission vehicles require more than their ICE
equivalent. Internationally, buying a car right now, whether new or used, is more difficult
than usual – countries like the USA, a predominantly new car society, have seen their used
car prices increasing. The disruptions above mean new vehicles cannot be built and
subsequently sold and we are seeing older, high emitting and unsafe vehicles staying on the
road longer. In New Zealand, we are seeing a 25%-30% increase in used car prices.

1

These resources could be usefully applied to other initiatives such as in-service emissions testing, scrappage, or further
boosting the CCD incentives to counter market absorption.
2 Why not impose import standards anyway, despite the low BEV supply? Basic economics. Low supply of BEVs will lift the
prices of those cars. Penalties on ICE cars needed to fill the gap will lift the prices of those cars. New(er) cars are now more
expensive – whether zero emission or ICE – and so people will hold on to their current vehicle longer or look within the
existing fleet, which sees demand lift the prices of existing used vehicles. This is not a Just Transition as people will end up
paying more for transport without NZ getting substantially more lower/zero emission vehicles as projected.
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MTA’s 2019 Submission to the Ministry of Transport
In 2019 MTA submitted on the Discussion Paper on the Clean Car Discount and Clean Car
Standard. Our submission highlighted that the proposed policies were poorly designed, lacked
robust evidence and analysis, and were impractical to implement. Sadly, we have not
progressed much past that position.
Our 2019 submission noted that implementing two distinct policies would cause confusion.
Key to MTA’s submission was that only one scheme should be adopted. MTA proposed that
the Government consider a CO2 Emissions Entry Standard that imposed a penalty or a credit
at the border point of entry and not introduce an incentive or disincentive for consumers.
That suggestion was not picked up and MTA acknowledges that the CCD is now in place for
BEVs and PHEVs. With respect to the current Bill, we urge the Government to focus on
influencing consumer demand behaviour through the CCD and defer implementation of the
full CCS until at least 2024. We note that the consultation document on the development of
the Emissions Reduction Plan (ERP) now includes a section in the Transport chapter
acknowledging that consumer behaviour will be key to achieving emissions reductions. This
aligns with what MTA said in our submission on the Draft Advice from the Climate Change
Commission.
Further, it is our understanding that a review of the Bill’s policy and targets is slated for 2024;
rather than implement the CCS now, the 2024 review should assess the effectiveness of the
existing CCD scheme. MTA is also aware that the Ministry of Transport is already undertaking
work to look at introducing tighter emission standards – that is, Euro 5 and Euro 6 emissions
standards. MTA suggests that work on introducing Euro 5 and Euro 6 standards should be
allowed to run its course and be implemented to complement the CCD incentives.

The targets
MTA urges government to introduce more realistic targets.
The pathway proposed in section 175 of the Bill is too steep and too aggressive. This is a point
that has been made not only by us, but by other submitters. Currently, New Zealand’s average
for light vehicles is 161 grams of CO2 per kilometre (NEDC3). To achieve the targets if current
numbers followed trend, the number of EVs required is fantasy – this needs to be
acknowledged.
We can illustrate this by theorising the amount of CO2 allowed in imports in a given year (due
to the average target) and determining the expected CO2 profile of imports (based on known
or forecast production values). We calculate the number of vehicles that would achieve the
allowable CO2 value and then subtract them from the expected imports (New Zealand
averages around 250,000 vehicles a year). This gives us the number of imported vehicles that
will need to be zero emission (EV) to achieve the CO2 target for that year.

3

New European Driving Cycle.
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Year

Calculation and comments based on 250,000 imports per year
– new and used, commercial and passenger

2025

WLTP Target Average = 117.9g
Total envelope of 29,475,000g/km = 195,199 ICE/Hybrid/PHEV allowed
54,081 EVs needed (about 5x the volumes for 2021)
•
•
•
•

2026

Forecast production of ICE/Hybrid/PHEV equates to around 151g average
using WLTP (that is, more than the target).
This means that about 195,199 ICE/Hybrid/PHEV vehicles can be brought
in for the allowable envelope of total imported fleet CO2.
Based on import volumes of 250,000 vehicles, we will need to find 54,801
EVs to cover the gap and meet standard vehicle demand.
EVs will be would need to make up about 22% of the import mix to achieve
the 2025 target.
o Based on industry forecasts, around a maximum of 10% of
Commercial vehicles will be EV, leaving Passenger vehicles to be
about 30% EV in the mix of passenger and commercial.

WLTP Target Average = 92g
Total envelope of 23,000,000g/km = 159,722 ICE/Hybrid/PHEV allowed
90,278 EVs needed
•
•

2027

This year, we estimate around 159,722 ICE/Hybrid/PHEV vehicles would
come within the allowable envelope of CO2.
This requires 90,278 EVs (around 36.1% of imports) to be EVs to achieve
the 2026 target.
o A maximum of 15% of Commercial vehicles are expected to be EV,
leaving Passenger vehicles to reach 45% EV.

WLTP Target Average = 69g
Total envelope of 17,250,000g/km = 127,778 ICE/Hybrid/PHEV allowed
122,222 EVs needed
•
•

In this year, 127,778 vehicles would be within the allowable envelope of
CO2.
122,222 EVs (48.9% of imports) would need to be EVs to achieve the 2027
target.
o A maximum of 25% of Commercial will be EV, so Passenger
vehicles will need to achieve 60% EV in this mix.
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To put this into perspective, in 2025 we estimate that New Zealand will need to bring in
around 54,000 EVs to meet the emissions targets for the fleet. In 2021, this year, we are on
track to achieve about 10,000 EVs for the year. The market needs to achieve a five-fold
increase in EV supply within the next four years.
MTA calls on the Select Committee to ask the Ministry of Transport to explain the basis for
its belief that this level of vehicle supply will be met.
New Zealand has a unique vehicle market therefore a unique solution is required. It is crucial
to note that no other country has introduced a similar emissions policy for used imports.4
Similarly, no other country has introduced annual CO2 targets; most used stepped
progressions over blocks of years (which aligns with the design cycles that manufacturers
follow).
The annual advance in CO2 target reductions in the Bill is unrealistic. Vehicle manufacturers
do not change specifications on an annual basis, model cycles typically run for four to six
years. Should Government proceed with the CCS, MTA proposes the targets in the Bill are
amended accordingly. Government should listen5 to industry to form effective policy.
As noted earlier in this submission, should New Zealand fail to import the specified amount
of zero emission vehicles, then the penalties and costs affecting importers will be passed on
to consumers. For average Kiwi families who cannot yet afford new EVs or will have to wait
for used EV family cars to become available, is a wholly inequitable burden.

Complexity of implementation
The complexity of implementation raises questions around whether this legislation will
achieve the fairness we expect to see in a “Just Transition”.
Government
Suitability of the ICCT conversion factors
Almost all vehicles to be imported (new and used) over the next few years have fuel
consumption ratings (and hence CO2 emissions ratings) based on several different test
methodologies. The respective ratings will need to be converted to a common system for the
application of the CCD and CCS. The Ministry has chosen WLTP 3.
A conversion formula was developed by the International Council for Clean Transport (‘ICCT’).
Unfortunately, in ICCT’s own words, the “the science of calculating the conversion factor
between the test regimes that differ so significantly is poor science and produces differing
standard error predictions across all of the test methods and that none, with the exception
4

We accept that, while not strictly an emissions policy, some countries have introduced age limits for used
vehicle imports. An age limit would provide a proxy for emissions and safety standards on the theory that
newer vehicles should be more fuel efficient and safer than older ones.
5
An early draft of this submission read “consult”; but the industry was consulted in 2019 and said very much
the same things that are being submitted to the Select Committee now. Consultation needs an open mind and
ear.
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of WLTP 4 to WLTP 3, can be categorically relied upon to be correct”. In other words, the
conversion formula can have significant error – up to 13% in one case (NEDC to WLTP 3).
Please refer Appendix B for detail.
Because the CCD and CCS are based on the converted WLTP 3 rating, there may be significant
errors in most of the derived CO2 emissions ratings. Rebates and fees under both CCD and
CCS may therefore be inaccurate. This poses some very real problems given that rebates and
penalties will be based on those CO2 ratings. Because of these inaccuracies and the financial
impacts on importers it is possible the entire Clean Vehicle scheme could be subject to
challenge.
“Perversions” arising from the formula
The proposed CCS scheme is based on an imperfect formula that produces unexpected and
perverse outcomes.
The CCS scheme is based on a weight-based formula previously applied in Europe. But the
Europeans discovered that the formula inherently handicaps small light weight vehicles, and
conversely advantaged larger heavier vehicles – the exact opposite of what one would expect
to see in an emissions standard, given the whole thrust of the programme is to encourage a
move toward lower fuel use vehicles. The formula New Zealand is adopting was designed to
drive factory behaviour, not the actions of vehicle importers or consumers.
The EU recognised this problem and improved the outcomes for smaller vehicles through the
implementation of a ‘super-credits’ scheme to advantage such vehicles. Oddly, New Zealand
has elected to not apply a similar strategy. If we are following the approach overseas, why
are we not learning from their mistakes and solutions?
Further, countries in Europe have fared differently in their success and failures on CO 2 – even
though they all have the same regime. Individual countries have then overlayed their own
taxation disincentives, (BIK/FBT/Depreciation/GST free, etc), and consumer cash incentives
and scrappage schemes. The most prolific actions got the best results – separate to the
overriding CCS type policy.
In our opinion that the problem with the formula lies with the overreliance on the weight
factor allowance.
MTA recommends that the proposed CCS scheme formula in the legislation should be
revised to remove conflicts with the CCD and the CO2 targets deferred until at least the
2025-26 period, or such time as sufficient BEV supply is feasible and realisable.
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We have similar issues with the CCS and incentives: the proposed legislation’s CCD and CCS are not based on the same logic and are not always
complementary. These contradicting outcomes are illustrated via the following examples6:
1.

The weight formula isn’t balanced – this results in some lighter
vehicles with lower CO2 getting penalties that don’t align with larger
vehicles putting out higher CO2. This surely defeats the object of the
policy and penalises smaller/lighter vehicles (eg. Yaris Hybrid vs Prius
Hybrid, and Jazz/Swift vs ASX vs Toureg).

2.

The MC class vehicles compared to their counterpart commercials is
also imbalanced penalising the MC. This in turn also further
compromises smaller vehicles, as having MC in the Type A passenger
group, raises the average tare weight, so lighter vehicles get even
more downward adjustment to their target because of higher weight
variance.

3.

In the middle of the weight and CO2 ranges, the CCD rebates
contradict the CCS penalties regarding some Passenger vehicles; vice
versa, the CCD penalties in some places contradict the CCS credits on
certain Commercials. This proves the formula is imbalanced.
Solutions:
a)
b)

Simply allow the CCD to operate on its own at least until the end
of 2023. A policy review is expected in 2024.
Change the weight factor allowance above the national target
and remove CCS target changes for below the target;
alternatively, any ultra-low emission vehicles within 10g of
National Target should not have a penalty; or, remove the weight
specific targets altogether.

If we do not do option a) then we should do option b).

6

These examples are provided to illustrate the conflicts within the two-sided policy and are not a comment or judgment of any particular model vehicle.
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Motor Vehicle Traders
The CCS scheme will be administratively complex and will add compliance costs to the vehicle
import industry. These costs will most likely pass to consumers in the final ticket price.
The details of how the CCS scheme will work are still being developed by Waka Kotahi/NZTA.
It is complex and will require considerable administration resource on behalf of all importers.
Conversely, the CCD is a much simpler scheme and, considering the points raised within this
submission, MTA suggests the CCS be deferred until at least the proposed 2024 review, when
an assessment of the effectiveness of the existing CCD scheme can be considered.
The Select Committee should ask Waka Kotahi whether the Agency has assessed the
operational impact on businesses of compliance with the CCS scheme. From looking at the
various matters that need to be addressed, we would not be surprised if this requires
businesses to hire administrative staff7 simply to process CCD and CCS paperwork.
With respect to the operation of the CCD, a live issue currently impacting MTA’s dealer
members is how the CCD interacts with the purchase rejection process under the Consumer
Guarantees Act.
•

Example – a customer purchases an EV worth $20,000 and applies for the CCD rebate
(let’s say $5,000)8. Remember, the rebate is only available upon first registration.
o The customer then finds fault with the vehicle and rejects the purchase,
demanding a refund of the purchase price from the vehicle trader. This does
not need to be a mechanical or performance fault per se.
o The dealer refunds the customer the $20,000 purchase price.
o BUT – the customer now has a windfall of $5,000 (the rebate); does WK/NZTA
have systems in place to recover that rebate?
o BUT – the dealer is not able to re-sell the vehicle with the rebate as the vehicle
has already been registered, the rebate is no longer available.
o NOTE – the rejection may not occur within a short span of time after the
purchase. MTA is aware of rejections that have been upheld by the Motor
Vehicle Disputes Tribunal more than three years after the purchase date; so
this issue may have a long tail.

7

Lifting employment levels is generally a good thing; however, the automotive industry, as with many
industries, is suffering a severe skills shortage across all roles. Businesses may not be able to find the extra
staff needed, leading to productivity declines and increased stress levels.
8
These numbers are used for illustration and are not CCD numbers.
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We understand Waka Kotahi is currently working through this scenario; however, this is not
happening fast enough. Businesses require urgent clarity and guidance on this topic, along
with other predictable scenarios which will likely arise as a result of the Clean Car Programme.
The legislation also proposes to create credits and allow those credits to be traded. However,
the trading seems to only be possible within an importer Category – that is, a Category 2
importer (pay-as-you-go) cannot trade credits with a Category 1 (fleet) importer. It is not clear
if an importer can be both a Category 1 and a Category 2.
We also note the impact on finance companies who are needing to find ways to determine
the true purchase prices, the residual value, and the ongoing security value for credit
arrangements. While these matters will most likely be overcome, they are exemplars of the
complexity that the vehicle trader and ancillary services need to contend with.
Consumers
It is important to recall the significant buyer reactions when the first part of the CCD
programme was introduced on 1 July 2021, including the so-called ‘Ute Tax’ protest actions.
We believe very few people understand what is coming under the combined CCD and CCS
schemes, and the resultant financial implications. It may even be likely that some decision
makers will not have seen or understood the combined outcomes of the two schemes. Very
little has been provided within general media on the way the two programmes combine and
interact.
MTA observes that many within the motor industry still do not have a good understanding
about what is proposed. On that basis, we expect the eventual realisation of the combined
effects will carry a considerable element of confused surprise and we anticipate much more
significant protest action may result.
See the following sample of combined CCD and CCS impacts from 2022 to 2027:
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Minimum proportion of zero emission vehicles
The Bill contains a provision that enables the Minister to require a certain minimum
percentage of vehicles imported are zero emission vehicles. As we show earlier, our
assessment of the EV volumes needed to meet the 2027 (about 48.9% of imports) would
effectively create a minimum proportion of zero emission vehicles. If the industry fails to meet
this level of EVs, then penalties will apply. The minimum proportion requirement is not
needed to further penalise importers and, no matter what number is set, it will not create
vehicles if these vehicles are simply not available for import.
MTA recommends that the requirement for a percentage of vehicles to be zero emissions
for CCS be removed from the Bill.

Just Transition and influencing consumer behaviour
Aotearoa has a high cost of living and low salaries compared to rest of OECD. As noted above,
we are seeing a 25%-30% increase in used car prices due to the limited supply of vehicles
currently entering the county.
If, as we project, there is a limited supply of EVs, then consumers will have no choice but to
turn to penalty-incurring ICE vehicles. The penalties will subsequently increase the price of
ICE vehicles in the market; if this further suppresses demand then many people will stay in
their old, carbon-emitting, unsafe cars. They are also unable to switch at this time to
alternative forms of transport, such as public transport, because it is simply not there.
MTA is concerned that an adverse effect of CCD will be that vulnerable people will likely be
disadvantaged further. The current Feebate scheme provides incentives to those who can
already afford luxury cars. Low-income households will likely not be able to afford clean cars
for several years and used EVs do not match the range and passenger-capacity of popular ICE
vehicles.
The biggest influence on achieving New Zealand’s low carbon goals will be consumer
behaviour. We must ensure those unable to afford EVs or lower emitting vehicles are not
stigmatised and targeted by those who can. We must also provide them with options to
enable them to contribute to carbon reduction in their own way (eg a lower emission vehicle
than their current car, or education and support to have their vehicle serviced to mitigate any
emissions deterioration from age and wear and tear).
MTA appreciates the opportunity to submit on Land Transport (Clean Vehicles) Amendment
Bill and we would like to appear before the Select Committee to speak in support of our
submission.
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Appendix A: Assessment of UK market to become a source for low emission vehicles
for New Zealand in the near future
(An MTA-commissioned report)
Introduction
To meet the government’s targets for Battery Electric Vehicles (BEV) and Plugin Hybrid
Electric Vehicles (PHEV), required to move New Zealand closer to achieving the transport
emissions goals, it has been suggested that the UK will become a significant source of these
vehicles to the used car import industry. Research completed, indicates that this is an unlikely
scenario due to constraints within the UK market and changes to the relationship between
the EU and the UK.
Information used to form a conclusion about this belief
Reasons for the UK market being difficult to buy from:•
•

•
•
•

UK Clean air standard cities will increase demand for ULEV vehicles on the used market
for local supply (1)
Buying cars from the UK only works if a car is ‘VAT Qualifying’ meaning the 20% VAT
content can be re-claimed. VAT qualifying vehicles are predominantly ex lease and ex
demonstrator vehicles which are normally no more than three years old
It is not generally possible to buy new ‘unregistered’ cars from the UK
If new ‘unregistered’ cars can be bought from the UK, no UK government subsidy can
be claimed, making them $5,000 approx. more expensive
Used UK supplied vehicles are generally not competitive

Supply examples and pricing
1) A 2021 VAT Qualifying 62kw Nissan Leaf (registered but less than 1,000 miles) which has

had the UK Government subsidy claimed and is VAT Qualifying would currently land in NZ
https://usedcars.nissan.co.uk/en/vehicles/nissan/leaf-5-dr-hatchback/160kw-e-tekna-62kwh-5drautojjcpswe?referrerText=Vehicle+details&referrer=button_srp

Purchase price
VAT Re-claimed
Net
= NZ$
Shipping + MPI
Sub Total
NZ GST
NZ Compliance
NZ registration
NZ Charger
Total

GBP 33,000 (includes the claimed government subsidy)
GBP 5,500
GBP 27,500
$ 55,000
$
3,000 min
$ 58,000
$
8,250
$
500
$
250
$
400
$ 67,400 NET, NO DEALER MARGIN ADDED
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•
•
•

Minus any ‘Used Car’ governments subsidy, currently NZ$ 3,450
This car would have no manufacturer’s warranty or back-up, but would be covered by
the CGA
At least two months wait from purchase to delivery

2) New NZ Nissan Leaf of similar spec. with 5yr warranty and factory back up NZ$ 69,990

https://www.nissan.co.nz/vehicles/browse-range/leaf/specs-andprices.html?gclid=EAIaIQobChMIxrbm2oDB8wIVUdnVCh3gCA2IEAAYAyAAEgLI9PD_BwE&gcl
src=aw.ds#grade-LEAFZE1A-1
•

Minus any ‘New Car’ government subsidy, currently NZ$ 8,625

3) 2020 3,000km 40kw low spec Nissan Leaf (UK registered) which has had the UK

Government subsidy claimed and is VAT Qualifying would currently land in NZ
Purchase price
VAT Re-claimed
Net
= NZ$
Shipping + MPI
Sub Total
NZ GST
NZ Compliance
NZ registration
NZ Charger
Total

•
•
•

GBP 23,000 (includes the claimed government subsidy)
GBP 3,834
GBP 19,166
$ 38,300
$
3,000 min
$ 41,300
$
6,195
$
500
$
250
$
400
$ 48,645 NET, NO DEALER MARGIN ADDED

Minus any ‘Used Car’ governments subsidy, currently NZ$ 3,450
This car would have no manufacturer’s warranty or back-up, but would be covered by
the CGA
At least two months wait from purchase to delivery

4) New NZ Nissan Leaf of similar spec. with 5yr factory warranty $61,990

https://www.nissan.co.nz/vehicles/browse-range/leaf/specs-andprices.html?gclid=EAIaIQobChMIxrbm2oDB8wIVUdnVCh3gCA2IEAAYAyAAEgLI9PD_BwE&gcl
src=aw.ds#grade-LEAFZE1A-0
•

Minus any ‘New Car’ government subsidy, currently NZ$ 8,625

5) Similar spec 2020 available rom a dealer in NZ (ex Japan) $43,990 from NZ dealer

https://www.trademe.co.nz/a/motors/cars/nissan/leaf/listing/3296602557
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•

Minus any ‘Used Car’ governments subsidy, currently NZ$ 3,450

No UK dealers are willing to offer deals currently and are not discounting from the advertised
price.
Current Auction stock (11/10/2021) of suitable vehicles show both Manheim and British Car
Auctions having less than 100 suitable (EV and PHEV) units each, of which many were not VAT
Qualifying and the Nissan Dealer network showed 82 BEV units, also most are not VAT
qualifying.

Supply will increase over the next few years, but it is predicted that demand will outstrip that
supply as used EV’s will be at a premium because more UK cities follow ‘Clean Air Standards’
and apply entry charges or total bans on pre EU6 diesel and pre EU4 petrol cars.
I contacted Arval UK, one of the larger UK based lease companies, to gain a snapshot of the
volume of PHEV and BEV they expect to have returned from their fleets over the next 36
months. Currently there are too few PHEV and BEV cars being returned to develop a profile
of return and many which are due for return are being purchased by the lessee, further
interfering with any data relating to available vehicles of this type over the next few years.
Currently, they are seeing single digit returns each month.
Further investigation with a UK import supply company, revealed that they are unable to buy
PHEV and BEV vehicles from the UK at competitive prices.
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Legislation
UK exited the European Economic Community (EEC) in 2020, with a final exit date of
31/12/2020, this has multiple possible negative connotations for purchase from the UK.
•

•

As of 01/01/2021, the UK started to implement its own vehicle standards regime,
which may or may not differ from EU standards, but will at least need to go through
official acceptance by NZ MOT and be written into the Land Transport Rule 2002.(2)
With separation from the EU, the UK became removed from the collection data for
vehicle manufacturers fleet emissions requirements, therefore, due to the fines
being applied for not meeting manufacturers fleet emissions in Europe and Europe
being a larger market than the UK for manufacturers, manufacturers will manipulate
supply of their EV’s and PHEV’s to offset any fines imposed by the EU, therefore
releasing less EV’s and PHEV’s to the UK (3)

The UK are developing their own manufacturers fleet emissions targets:
The new UK rules will mirror those in the EU, including fine an £86 fine
for each g/km above the target multiplied by the number of vehicles
registered in the year.9
Manufacturers currently balance the CO2 emissions of new vehicles sold
across the 28 individual EU markets to deliver compliance. They often
offset sales of higher emitting vehicles in one market against sales of
lower emitting vehicles in another.
Post-transition period, manufacturers will not be able to meet UK targets
using sales in the EU27.
With the global shortage of semi-conductor chips, which EV’s rely heavily on, it is thought that
manufacturers will favour supply to the EU (LHD and EU Whole Vehicle Approval Number)

9

[MTA editorial note: It is also worth noting that the UK journey of CO2 reduction is less than ours. The UK

already consume small cars, compact SUV, and small car-derived vans. The UK penalties are therefore based
on smaller non-compliance variances (around 80% lie in the band 10g to 40g variances, with an actual average
of 11g above the 2021 target). The NZ average actual will be a lot higher than our average target from 2024
onwards. Our penalty vehicles are more likely to be in the 30-70g variance range by the time we get to 2025,
mainly because EV commercials are expensive or rare. Thus, the NZ penalty of $67.50/gram in 2025 will be
proportionately higher for our average penalty than the UK, even though they have a higher $(£)/gram
amount. We know we must “pull our weight” on the international stage, but is it fair on Kiwis to be pulling
more weight relative to larger countries?].
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market to offset a larger non-compliance fine (volume based) for missing the CO2 target
within the EU.
Conclusion
Sourcing vehicles from the UK (as the only RHD, European volume market) may be difficult or
not possible. The UK is going through a transformation period after leaving the European
Economic Community (EEC or EU), this transition means that there will be changes to the
vehicle standards regime and also to the way manufacturers are allowed to accumulate
vehicles to meet their fleet manufacturing CO2 emissions, which will carry significant financial
penalties if EU targets are not met.
The recent changes to UK’s clean air standards, where more cities are charging entry levies
for more polluting vehicles, will increase the pressure for used BEV’s and PHEV’s to remain in
the local market, with a maximum cost for a non-compliant vehicle to remain in a clean air
standard city of £2,920 PA. Most large UK cities are expected to join before the end of 2021.
Probably the most important reasons that cars are unlikely to be sourced from the UK are lack
of available supply and price. Over a week in October [2021], the two main auction chains
offered less than 100 suitable vehicles for sale, Nissan UK offered 82, even the few cars which
were VAT qualifying did not reach a price point suitable for the NZ market. One of the large
lease companies stated they had too few EV and PHEV being returned at the end of their lease
period, to be able to predict volumes for the next 3 years.

References
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Appendix B: Observations and comment on the construction and suitability for use of
the ICCT conversion factors, to identify emission values in WLTP 3 form, when initially
tested by another method.
Introduction
Recently, the Ministry of Transport (MOT) have released the ‘Land Transport (Clean Vehicles)
Amendment Bill’ and after some criticism from the industry, have allowed written
submissions and in certain cases an appearance before the select committee to support those
written submissions. This review document will concentrate on a significant part of the main
structure of the Land Transport Amendment Bill, which relies on the International Council for
Clean Transport’s (ICCT) conversion factor to identify a vehicle’s tailpipe emissions in g/km,
as identified by the WLTP 3 test regime, if it had been originally tested using a different test
method.
Information used to form a conclusion of this action
As of 2018, the majority of vehicle markets have required new vehicles to be tested using
WLTP, US CAFE or similar modern testing procedures, which have been designed to more
accurately define the real-world driving emissions. Previous testing regimes were found to be
wildly inaccurate as manufacturers and even certain engineers were able to manipulate the
testing sequence and how the vehicle performed within that testing process to give
significantly inaccurate results.
Within the development of the new ‘Land Transport (Clean Vehicles) Amendment Bill’ being
introduced in April 2022, New Zealand MOT have decided to modernise our own method of
identifying the vehicle emissions, by mandating that these emission values should be
identified as a Worldwide Light Vehicle Harmonised Test Procedure 3 stage (WLTP 3), the
problem with this is that of our target countries for vehicle supply, only Japan has mandated
this particular test procedure and then only for new Japanese Domestic Market (JDM) cars
registered since 2018.
General information indicates that Japan will use the WLTP test procedure to determine all
vehicle emissions (if the testing is completed in Japanese test laboratories), due to the cost of
running parallel testing for similar models and then use the International Council on Clean
Transportation (ICCT) conversion factors to give the required results to the markets which
vehicles are being delivered to.
Unfortunately and by admission of the ICCT and clearly stated in the report commissioned by
NZ MOT (1) and the data source document for this report (2) this is poor science and returns
significant risk of error, as identified in the chart below when converting other test cycles to
WLTP 3:-

Page 14 of 30

The report commissioned by MOT spends much time describing the methodology and
processes to the conversion factors between the different test regimes and conclude that in
reality, the only reliable conversion is from WLTP 4 to WLTP 3, whereas all others have
significant risk of error. It is hardly surprising that this conclusion is reached, when there are
so many variable factors of vehicle specification, drive cycles and even the test fuel
specification, which all have implications for the end test result.
One point that is really worth making, is that WLTP test programs mandate the use of E10
(95-98 octane with 10% ethanol) fuel for petrol vehicles, so any vehicles coming to NZ running
on a 91 octane fuel, with significantly less energy and a different fuel recipe, will not achieve
anything close to their indicative WLTP test results.
The next page shows a table identifying some of the significant differences between test cycle
specifics, it is easy to understand the challenge of producing comparisons.
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To explain this in a clear and concise way, I would recommend reading section 1.3 of the
ICCT report, it basically states ‘we have done our best, with what is available, but don’t
expect it to be correct’.
Most of the new cars arriving in New Zealand are supplied through an Australasian parental
franchise agreement, where the NZ franchisors source the vehicles out of those manufactured
to meet the desired Australian standards, this includes the Japanese and European brands
and should be accepted that they will be built to meet the higher volume Australian standards
and are rarely modified to accommodate any differing standards in NZ.
Currently, the CO2 emissions of new vehicles for the Australian market are declared using the
New European Driving Cycle (NEDC).
New vehicles from China, may be measured using a number of different methods.
This realistically means that all new cars arriving in NZ will likely need to have a fuel
consumption measurement converted from their stated achieved result (NEDC) to the WLTP
3 reading NZ is intending to use.
The explanation of this in the ICCT report is confusing, in 4.3 on page 23-24, the report
identifies that as the majority of new vehicles arriving in NZ are supplied with NEDC emission
data, around 98%, it then continues to state on page 29-30 5.1
a. More of the vehicles imported to New Zealand from 2021 onward
will be certified under the 3P-WLTP than any other cycle
With the suggestion that the Japanese cars produced for the Australasian pool of vehicles will
be tested using the WLTP 3 test procedure and European cars WLTP 4 test procedure, which
will then be converted to show NEDC emissions readings, “ Page5 “Introduction, paragraph
5”” (3) (as required for Australia), which by ITTC’s own admission has an error prediction,
then those cars subsequently being delivered to NZ, will undergo a further re-conversion back
to WLTP 3, which also has a significant error prediction. The chart on the following page shows
a calculation from a UK lease company to give an example of the risk in this process. (4).
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While this shows the conversion from NEDC to
WLTP and back to NEDC, therefore being the
opposite to how the conversion would be used
for NZ, it shows the unreliability of conversion
and then reconversion of data, using the ICCT
conversion factors.

What this realistically means, is that only vehicles which have been registered new in Japan
since September 2018 (JDM Vehicles), will have been through the correct testing procedure
to be directly correct for the NZ regulatory framework, the rest will require at least one
conversion.
The ICCT report states that part of the WLTP 4 test procedure mandates that the specifics of
WLTP 3 must also be tested, therefore if we are to source vehicles through the Australia
channel, then it is very likely that manufacturer source data in the correct format is available
and the franchisors in NZ should push the manufacturers to provide this pure data, therefore
avoiding the inevitable conversion errors.
The following table on page 6, extracted from the ICCT report, Page 50, 7, is meant to show
comparable models, this is totally fictitious, as these vehicles might be the same make, but
have significantly different specifications, importantly, since 2016, all UK registered vehicles
have had to meet EU6 emissions standards and therefore have different drive trains and
emission control equipment, so I am not even quite sure what is trying to be proven by this
section of the report.
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While we accept that without unified testing procedures, nothing will be perfect, the levels
of inconsistency suggested in above example could have significant financial implications for
importers and therefore could be liable for challenge by those importers. The ICCT have
recognised this in their report to MOT and on page 53, Paragraph 3 of ‘8’. Additional insights
for policymakers’ state:If New Zealand adopts a set of conversion algorithms to determine
compliance with low emissions
policies, it should also develop a mechanism to address instances
where
importers might dispute the estimated CO2 data. For example, the
Ministry of Transport could allow CO2 test data under the 3P-WLTP to
be measured at certified testing laboratories and used in place of the
estimated equivalents.

Page 19 of 30

The ICCT report also states in it’s summary contained on page 53, that the conversion factor
method should only be a temporary solution :-

Given that New Zealand will continue importing used vehicles that
were first certified in other countries and under various test
procedures, it is advisable to set a date by which all LDVs imported to
New Zealand, both new and used vehicles, will need to report CO2
emission values under the 3-phase WLTP using a reference fuel
specified by New Zealand regulators. The introduction of emission
factors for conversion from FE/FC to CO2 emissions and conversion
algorithms for conversion across different test procedures will always
involve uncertainty. To eliminate these uncertainties and enhance LDV
low-emission policies over the long term, New Zealand should
consider setting a timeline (e.g., 2025 or 2030) to phase out the
temporary solutions and require importers to prepare for a CO2
emission type-approval procedure wherein only one test cycle with a
specific reference fuel is accepted. This would standardize the
compliance procedure and minimize both uncertainty and the potential
for loopholes. We suggest New Zealand set up a system that requires
importers to automatically provide both CO2 values and the FE or FC
for type-approval value for imported new vehicles. Because both
Japan and EU are switching to 3P-WLTP and 4P-WLTP, there will be
more and more used vehicles that are able to provide CO2 values
under 3P-WLTP directly in the next decade. Eventually, a unified CO2
emission reporting mechanism could be required for imported used
vehicles, as well.

If this ICCT advice is followed, it would solve the obvious problems with the conversion
factors, but will stop the import of any vehicles produced before 2018 or imported through a
country that employs an emissions identification process using a different test method, until
such time that they use WLTP 3, this would include the vehicles manufactured for the greater
Australasian market, which currently employs NEDC and has not announced a date to change
to WLTP 3.
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Conclusion
The MOT engaged with the International Council on Clean Transportation (ICCT) in 2019, to
produce a report, develop a methodology and suggest a suitable vehicle emissions path for
New Zealand to follow. The completed report was filed with MOT in 2021 and is the basis for
the policies around identifying emission values for vehicles imported into NZ (either new or
used), so I have concentrated on this predominantly within this summary.
ICCT have used data from a previous piece of work they completed in 2014 and much work
has been put into developing calculations and algorithms which will produce a calculation
result. However, they take every opportunity to point out that by the nature of the
requirements, the science of calculating a conversion factor between test regimes that differ
so significantly is poor science and produces differing standard error predictions across all of
the test methods and that none, with the exception of WLTP 4 to WLTP 3, can be categorically
relied upon to be correct.
While I do not doubt that given what ICCT had to work with, they produced a product and
specific conversion factors to use. When livelihoods and businesses rely on the outcome of
this work, MOT need to ensure that what is being enforced is actually correct and justifiable.
This is recognised by ICCT, who state that MOT should have in place a system for physically
testing vehicles if a dispute is raised over the validity of the conversion factors and they also
state that the method of converting emissions data from one test procedure to another,
should only be a temporary solution and mandated manufacturers information in the correct
format should be the regulatory option as soon as possible, even suggesting, as early as 2025.
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