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Abstract

New Zealand has a problem with an increasing number of motor vehicles being
abandoned at the end of their useful life. The environmental and associated social costs
created by this problem are expected to increase with the rising number of vehicles
entering the country. In addition, there are environmental concerns regarding some
aspects of the legal disposal of end-of-life vehicles (ELVs). The exact magnitude of both
problems is unknown and attempts made to address them have been ad hoc and success
limited. This thesis sets out to quantify the problems and provide policy makers with

tools to improve the overall management of motor vehicle disposal in New Zealand.

To assess the extent and cost of the abandoned vehicle problem, local authorities are
surveyed. The legislation dealing with car ownership, transferral and disposal and its
implementation are scrutinised for weaknesses that allow ELVs to be abandoned without
penalty. The automobile recycling industry is surveyed to determine the environmental
impact from the industry’s activities. Using semi-structured surveys, policies and
practices used in other countries for the management of ELVs are investigated and

assessed for effectiveness. Their application to the New Zealand situation is ascertained.

Of the vehicles which are deregistered each year, one in five is dumped. The direct cost
to local authorities, to deal with the 25,500 vehicles abandoned each year, is more than
six million dollars. In addition, practices and standards for the removal and disposal of
hazardous substances from ELVs vary nationwide, adding to the environmental burden

caused by vehicle disposal.

Recommendations for the improved management of ELVs target four areas, legislation,
institutional practices, entry into the recycling system and dismantling operations. Minor
changes to legislation and institutional practices combined with rigorous enforcement
will close the data gaps and overcome free-rider problems. A disposal charge added to
the registration fee of vehicles entering the country will allow ELV owners to dispose of
their vehicles free-of-charge. Improved environmental performance by automotive
dismantlers can be achieved through licensing and consistent monitoring from within the
industry. Implementation of these recommendations will lead to better management of
ELVs, through changed behaviour by private individuals and dismantling operations.

and a reduction in the environmental costs associated with vehicle disposal.
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“Society has come to realise that the term ‘throwaway’ is

misleading: in practice there is no ‘away’.

Fishbein (1994, 4)
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Photograph 1: Vehicles abandoned on the Akatarawa Road



Chapter One

Introduction

“Economists argue that all the world lacks is
a suitable system of effluent taxes
They forget that if people pollute with impunity
this must be a lack of community”
Kenneth Boulding



1.1 Background

Beginning in 1986, the New Zealand motor vehicle industry was deregulated. Sales
taxes and tariffs were removed, and import licences were abolished, allowing for the
influx of used vehicle imports. The effect of these actions was to make cars in New
Zealand more affordable. As a result, the number of passenger cars and vans in the
New Zealand motor vehicle fleet increased 61 percent from 1.5 million in 1986 to
over 2.4 million by June 2003. The number of vehicles entering the country
increased on average 9.6 percent per year over the last decade, giving New Zealand a
mobility level greater than that of Germany. New Zealand’s four million people own
2.4 million cars (this represents 1.2 cars for each economically active New
Zealander). New Zealand is unique in that nearly 70 percent of new registrations
each year are for used imports which are, on average seven years old when entering
the country.' After their useful life these vehicles need disposal and an increasing
number of them are being abandoned, imposing costs on society both directly, in
terms of actual cost of removal and disposal, and indirectly through environmental
degradation. In addition, many vehicles are abandoned in rugged terrain, where they

tend to remain as it is too costly to retrieve them.

Motor vehicles contain hazardous fluids, gases, and heavy metals, posing a potential
risk to the environment at disposal, irrespective of whether they are disposed of
legitimately or illegally. When a vehicle is abandoned in the public domain, or
deteriorates on private land, it has a negative impact on the environment. Negative
environmental impact also occurs through poor depollution practices during
recycling, limited materials recycling (implying greater use of resources), or by
landfill contamination.  Currently, approximately 128,000 passenger cars are
removed from the New Zealand Motor Vehicle Register annually and these vehicles,
if not correctly disposed of, have the potential to leak some 2.4 million litres of
operating fluids into the environment. The environmental impacts at the various
stages of disposal are termed negative environmental externalities, since they are
costs that are not considered in the decision-making process of those involved in the
disposal of end-of-life vehicles (ELVs) and for which society is not compensated.

hence they become a cost to society as a whole.

' Figures in this paragraph are sourced from the Transport Registry Centre of the Land Transport
Safety Authority (LTSA).

[§9)



The Ministry for the Environment and Local Govemment New Zealand are
committed to improving the management of waste disposal in New Zealand and
reducing the associated externalities borne by society. Jointly they have compiled
the New Zealand Waste Strategy, which is “a vision and an action plan for reducing
and better managing waste . . . It sets out to solve the waste problem — rather than
just transferring it to another place or another person” (Ministry for the Environment
(MfE) 2002b, 2, 3). The Waste Strategy states that

“Reducing New Zealand’s waste is a cornerstone of govemment’s commitment
to sustainable development. ...This strategy covers solid, liquid and gaseous
waste, and recognises that moving rowards zero waste and a sustainable New
Zealand is a long-term challenge. It has three core goals:
e lowering the social costs and risks of waste
e reducing the damage to the environment from waste generation and
disposal
e increasing economic benefit by more efficient use of materials” (MfE
2002a, 3).

The New Zealand Waste Strategy holds to “a sound legislative basis for waste
minimisation and management, efficient pricing, high environmental standards,
adequate and accessible information and efficient use of materials” (MfE 2002a, 3).
It is in this context that recommendations to improve the management of motor

vehicle disposal will be developed.

1.2 Problem Statement

The disposal of vehicles at the end of their useful life has raised important waste
management issues in New Zealand. Firstly, the abandonment of an increasing
number of ELVs on public and private property imposes major environmental and
other costs on society. At issue here is a situation of institutional failure leading to
vehicle abandonment. Secondly, for those vehicles brought in for recycling, there
are environmental concerns regarding some of the current practices within the
industry. The existence of these waste management issues leads to the conclusion
that there are deficiencies in the current management of motor vehicle disposal in
New Zealand. The substantially increasing number of vehicles entering the country
combined with poor management of ELVs, will inevitably lead to an increase in the

problems identified. It is timely, therefore. to address the weaknesses in the current

(V5]



management of ELVs to avoid rising environmental and social costs to society from

motor vehicle disposal.

1.3 Aim and Objectives

The aim of this research is to determine the economic and institutional factors that
contribute to the ELV disposal problem in New Zealand in order to suggest policy
changes that will reduce the environmental cost to society from motor vehicle
disposal. The objectives required to achieve this aim are as follows:

1. To provide an outline of the current recycling and disposal practices for
ELVs in New Zealand, including the environmental impacts associated with
these and an estimate of the level of recycling achieved.

2. To quantify the number of vehicles abandoned each year in New Zealand and
the associated cost imposed on local authorities.

3. To determine the factors contributing to vehicles being abandoned.

4. To evaluate the policy instruments that have been employed in New Zealand
to reduce abandoned vehicle numbers.

5. Toinvestigate ELV disposal policies and practices used in other countries.

6. To assess the lessons learned from policies and practices used overseas, in
light of their compatibility with New Zealand’s regulative tradition.

7. To make recommendations that will contribute to the management of motor

vehicle disposal in New Zealand.

1.4 Importance of the Research

There has been no comprehensive study undertaken to examine the extent of the
abandoned vehicle problem in New Zealand. At the micro level local authorities
have implemented a variety of initiatives in an attempt to address the problem. At
the macro level the Ministry for the Environment, the Land Transport Safety
Authority, and the Ministry of Transport have expressed interest in a cohesive
solution to the abandoned vehicle problem and to improve the management of New
Zealand’s ELVs. Suggestions to date have been piecemeal at best, and have failed to

improve the overall management of EL Vs,

This research will quantity the abandoned vehicle problem and identify shortfalls in

the management of motor vehicle disposal in New Zealand. Assessment of the



policy instruments and practices used in some other countries will be carried out in
terms of their effectiveness and their potential use in the New Zealand situation.
From this, recommendations will be put forward to give policy makers tools to
improve the management of ELV disposal and reduce the environmental cost to New

Zealand society from motor vehicle disposal.

This research, in particular the evaluation of policy instruments and practices used in
the management of ELVs, has relevance for other countries also wishing to reduce
the externalities resulting from motor vehicle disposal. In addition, the analysis may

have application for the management of the disposal of other waste streams.

1.5 Thesis Outline

An outline of this thesis is as follows. An overview of the literature on the
economics of waste management is presented in Chapter Two. This includes a
discussion of the failure of the economic system to deal with some waste in an
optimal way, giving rise to the need for government intervention in waste
management. Policy instruments used in the management of waste disposal are

detailed.

In Chapter Three attention moves to the specific waste management issue which is
the focus of this thesis, that of end-of-life vehicles. Presented here are the current
practices for ELV disposal and the environmental and economic issues surrounding

motor vehicle disposal.

The New Zealand context regarding ELVs is proffered in Chapter Four, as is a
detailed description of the methodology undertaken in this investigation. The next
three chapters (Chapters Five, Six, and Seven) present the results of the research.
Current practices and the level of recycling undertaken in the New Zealand
automobile recycling industry are discussed in Chapter Five. The magnitude of the
abandoned vehicle problem in New Zealand is ascertained in Chapter Six along with
the initiatives used to address the problem. An investigation is made into the factors
which contribute to vehicles being abandoned with impunity. Presented in Chapter
Seven are the current overseas management practices regarding ELV recycling and

disposal, with the focus on four Western European countries.



In Chapter Eight there is a discussion of the policy options and institutional practices
used overseas for the management of ELV disposal. These are examined in light of
their effectiveness and their application to the New Zealand situation. The thesis is
concluded in Chapter Nine, with recommendations made for the improved

management of motor vehicle disposal in New Zealand.



Chapter Two

Economics of Waste
Management

“Our economy is such that we “cannot afford” to take care of
things: Labor is expensive, time is expensive, money is
expensive, but materials — the stuff of creation — are so cheap
that we cannot afford to take care of them.”

Wendell Berry



2.1 Introduction

Waste, whether energy or matter, is a residual which requires disposal. It comes as a
by-product of production or as redundant consumer goods, discarded by their end
users (Turner 1995; Edward-Jones, Davies, and Hussain 2000). Economic growth in
developed countries has led to a significant rise in per capita wealth and as a
consequence, a rise in the use of consumer goods. After World War II, western
economies, led by the United States, increasingly measured their economic well-
being in terms of the production and sale of goods. With consumerism as the driver
of an economy, the trend was toward planned obsolescence, both in design, and in
durability. As durability declined, and as repairs became relatively more expensive
and less convenient, consumers tended to replace goods, rather than repair them
(Young 1991). The growing quantity of redundant consumer goods requiring
disposal places increasing pressure on an environment whose capacity to assimilate
waste is finite (Turner 1995). For this reason policy makers have become
increasingly involved in waste management options from both an economic and

environmental viewpoint.

Post-use motor vehicles are consumer goods for which disposal requires some
management, since the market does not automatically dispose of vehicles in such as
way as to internalise all costs. While some issues regarding waste management may
be specific to the disposal of a particular redundant consumer good, many are
common to all. In this chapter a review is presented of some of the literature
concerning the economics of waste management and the cost to society associated
with waste disposal. Key waste management options are waste minimisation (or
source reduction), reuse, materials recycling, energy recovery, disposal by
incineration (without energy recovery), and disposal to landfill (Edward-Jones,
Davies, and Hussain 2000; [United Kingdom] Department of the Environment
1991).  These options impose different financial costs and have varying
environmental impact. It is necessary, therefore, for each society to determine the
socially acceptable composition and overall quantity of waste for disposal. and then
find the balance between waste reduction at source, recycling, and final disposal
(Turner 1995). To achieve this balance. government intervention is often required.
This review will set the context for the focus and discussion of the management

alternatives for the disposal of motor vehicles.



The chapter is presented as follows. In Section 2.2 the externalities and social cost
frequently resulting from waste disposal are outlined, with specific reference to
motor vehicle disposal in Section 2.3. The concept of property rights to provide a
framework for liabilities is introduced in Section 2.4. The role of the govemment in
the management of externalities when property rights alone are insufficient is
considered in Section 2.5. The optimum level of recycling in waste management
decisions is discussed in Section 2.6 and in Section 2.7 the use of policy instruments

in the management of waste disposal is examined.

22 Externalities and Social Cost

Environmental damage that results as a by-product of consumption or production,
but the cost of which is not borne by the consumer or producer, is called an
externality. “An externality exists whenever the welfare of some agent, either a firm
or household, depends not only on his or her activities, but also on activities under
the control of some other agent. . . . [This] occurs when an agent making a decision
does not bear all of the consequences of his or her action” (Tietenberg 2000, 66).
These effects can be positive or negative. A negative externality is an
uncompensated harm to the welfare of others, or to the environment. Littering is one
such example, which is virtually costless to the individual but imposes a cost on
society in terms of environmental externalities and in clean-up costs (ibid.). There is
potential for externalities to be present with all final waste disposal options, whether
it is incineration, disposing to landfill, composting, chemical treatment or, illegal
dumping. These externalities are negative, imposing social costs in the form of air
pollution, surface and groundwater contamination from landfill leachate, health

impacts, and disamenities like noise, smell, unsightliness (Turner 1995).

Many externalities related to waste disposal exhibit the non-rival, non-excludable
characteristics of public goods or ‘bads’.' The presence of air pollution in a city
means that the air is polluted for all city dwellers and one resident’s intake of that
polluted air does not affect the availability or quality of the air inhaled by others in

the city (Baumol and Oates 1988). Dumped household waste which affects others in

" The use of a good or resource is described as rival. when use of it by someone, excludes use by
someone else. Non-exclusivity refers to the inability to prevent others from using the resource.
Resources that are non-rival and non-exclusive. are known as public goods (Devlin and Grafton
1998).



terms of unsightliness, offensive odour, and health risk is also a public *bad,” with
the cost to one affected individual to clean up and dispose of it, likely being greater
than the benefit they receive. The reduction of such externalities is itself a non-rival,
non-excludable good. Both theory and reality concur that the market system does

not yield a socially optimal level of waste (ibid.).?

When a negative externality occurs, the true social cost of producing the good is not
borne by the producer.” Hence the market supply curve, based only on private costs,
is too low. The result is artificially low commodity prices and over-production,
compared to price and production levels that would occur if supply were based on
social costs (Hackett 1998). This also applies to the production of waste. As long as
the cost to dispose of waste remains an external cost, it provides an incentive to
produce and consume wastefully. This outcome is inefficient with waste disposal
levels too high and waste reduction and possibly recycling levels too low as the

artificially cheap wasteful option is more attractive (Tietenberg 2000; Hackett 1998).

Traditionally, waste disposal has not reflected the true social cost. Landfill disposal
of municipal solid waste (MS W) underestimates the cost of the environment’s ability
to assimilate waste. Neither has the cost of siting a replacement landfill been
factored into MSW disposal costs. Most often households are charged only for the
cost of the collection of MSW and the operating cost of the landfill. Furthermore, in
many places the charge is not the marginal cost of each unit of waste disposed of, but
rather a flat fee estimate of the average cost of all units of MSW generated in an area
(Turner 1995). Without having to pay for each unit of waste generated therefore, a
household has no financial incentive to reduce waste generation. This is beginning
to change as industrial nations face increased difficulty in disposing of their waste.
In the Netherlands, Germany, and the United States (either regionally or nationally)
there is a physical shortage of environmentally acceptable sites for landfills, which is
driving up the cost of waste disposal. In other countries the ‘shortage® of waste
disposal sites is the result of intense public opposition to the siting of new landfills or

incinerators. This has become known as the NIMBY (Not-In-My-Back-Yard)

* Perman, Ma, and McGilvray (1996, 9) use “the phrase ‘social optimality” to mean a situation in
which social welfare is at its maximum value. . . Optimality requires ethical judgement to be made.
? The social cost accounts for the cost to the producer and any cost borne by others,

i.e. social cost = private financial costs + full external costs.



syndrome (Turner 1995; Turner and Pearce 1994; Fishbein 1994) and it is also
pushing up waste disposal costs." As Field and Clark (1994, 21) say “the price of
landfill increasingly is a reflection of scarcity, usually as a consequence of local and
national policies.” In Europe there is also the increasing pressure for countries and
regions to adopt the ‘proximity principle’ disposing of their own waste rather than
exporting it elsewhere (Turner 1995).> “Refuse can no longer be burned and dumped

without intense scrutiny of the resulting environmental effects” (Fishbein 1994, 4).

External costs generated by waste disposal are a function of the composition of the
waste stream, and the age, location, physical attributes, and scale of engineering of
the disposal site. As information has increased there has been a heightened
awareness by society of the external costs relating to waste disposal. In addition,
there is sometimes a large divide between lay perception and expert opinion,
particularly when it relates to health risk perceptions. For example, public opinion
polls rank chemical waste concerns highly, whereas experts, when applying a
relative-risk approach suggest that toxic chemical exposure is a low risk to health
when compared with road accidents, poor diet, alcohol consumption, and smoking.
These perceptions may be due to misinformation and the deeper social concern that
the close proximity of waste disposal sites infringes on an individual’s control of
their immediate environment, lifestyle, and privacy (Turner 1995). Even if these

perceptions are somewhat ill-perceived, they raise the social cost of waste disposal.

In summary, externalities frequently occur with waste disposal, as neither the
producer nor the end-user is faced with the full cost of disposal of the consumer
good. Whether it is through environmental degradation or the subsidised cost of
collection and disposal, there is an increasing cost to society arising from the

growing quantity of consumer goods requiring disposal.

* Opposition to the siting of new landfills and incinerators is such that those who would hold local
body office are unlikely to be voted in if they are in favour of proposed landfill sites. In Baden-
Wiirtemburg, Germany, a proposal for an incinerator prompted 100,000 complaints and lawsuits
(Fishbein 1994).

* Turner (1995) suggests that the reasoning comes from politically motivated concern that the
communities receiving waste from elsewhere would have to endure excessive environmental costs.
Turner maintains that the proximity principle should only be applied to materials for which there are
no market opportunities, if economic efficiency is to be achieved.



2.3 Motor Vehicle Disposal and the Issue of Externalities

Consider the externalities arising from the disposal of end-of-life vehicles (ELVs).
In New Zealand vehicles at the end of their useful life are brought in for recycling or
are left abandoned on public and private property. Abandoned vehicles impose
external costs on society. These costs take the form of visual pollution,
concentrations of heavy metals in the environment, the release of hazardous fluids
and gases into the environment, disturbed river water flows and the likely dumping
of other waste at the same site. Hence the cost to society increases as more vehicles
are abandoned. The cost to society today is the present value of the damage incurred
now and in the future by vehicle abandonment, since the damage has both a flow and
stock effect.® The disposal of EL Vs through the recycling system can be considered
in terms of damage alleviation. The number of ELVs not entering the recycling
system can be thought of as pollution units and as such a basic pollution abatement

model can be applied to the issue of ELV disposal. This is shown in Figure 2.1.

Figure 2.1: The Efficient Level of Vehicle Abandonment
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% Abandoned vehicles are stock pollutants, which endure through time so that each additional
abandoned vehicle adds to current and future stock levels causing on-going future damage for as long
as it remains abandoned.



As shown in Figure 2.1, the marginal damage rises as the number of abandoned
vehicles increases. Assume that Q" is the uncontrolled level of ELVs abandoned on
public and private property. As one moves left of Q" increasing abatement (i.e.
reducing the number of abandoned vehicles), the marginal cost of abatement
increases. The optimal number of abandoned vehicles is Q* where the marginal
abatement cost equals the marginal damage incurred, with the efficient level of

abandoned vehicle reduction being Q" — Q*.

Determination of an optimal level of abandoned vehicle reduction requires
information on marginal costs of abatement (education and enforcement) and on the
marginal benefits to society of reducing the number of abandoned vehicles.
Obtaining this information, in particular the marginal abatement benefits is very
difficult. The abatement benefits consist of different physical and visual pollution
avoided, making too complex the task of calculating robust estimates of society’s
evaluation of the marginal abatement benefits.” In addition, the estimation of
abatement benefits is dynamic and is likely to be increasing as it appears that
society’s tolerance for abandoned vehicles is decreasing. Without these estimates
the socially optimal number of abandoned vehicles, Q* cannot be determined with

any degree of accuracy.

For this research, rather than pursuing the path of determining the optimal level of
abatement and policies to achieve this level, the starting point taken is that the
current situation is sub-optimal, where the number of abandoned vehicles lies to the
right of Q* (Figure 2.1), with society looking for ways to reduce the number of
abandoned vehicles. This assumption is based on the rising number of vehicles

being abandoned, the public outcry about the problem,® and the creative efforts of

7 There are complications which make difficult the application of the contingent valuation method in
estimating marginal abatement benefits. If people were asked how much they would be willing to pay
to have an abandoned vehicle removed from their road they may well reply ‘nothing” as currently
when they see an abandoned vehicle they can notify the local authority and the vehicle is removed (if
it is reasonably accessible), without the person necessarily realising that they as a ratepayer, are
already paying for the vehicle’s removal and disposal. Therefore the “willingness to pay’ question
could only be applied to vehicles dumped in inaccessible places or on some private property, which
would distort the abatement benefits.

¥ “Car-dumping on the rise” (Dominion Post 14 May 2004); *Abandoned cars left littering roadsides
are costing ratepayers thousands of dollars a year” (New Zealand Herald 13 July 2004); “A car
dumped on the bank of Ngaruroro River near Clive last week represents the tip of the iceberg for a
problem plaguing Hawke's Bav™™ (Dominion Post 2 October 2004).



local authorities to deal with and reduce the number of abandoned vehicles. Given
this starting point, an institutional approach will be used in the research to explore
policies to reduce vehicle abandonment, and reduce pollution associated with the

collection, dismantling and recycling of motor vehicles.

24 Property Rights

Underlying the issue of externalities is the concept of property rights. One way of
dealing with externalities and ensuring consideration of external costs is through
creation of, or clarification and enforcement of existing property rights. Property
rights are “the rights or entitlements that accompany the ownership or control of
assets . . . together with the associated duties that may be imposed by tradition,
resource and environmental laws, planning restrictions, international agreements and
licensing or leasing conditions™ (Gilpin 2000, 94). In addition to property rights,
societies usually adhere to norms of good behaviour. These are informal
conventions which are widely practised within a community, for which active
enforcement is not usually required. There is no clear demarcation between property
rights and norms of good behaviour, but as attitudes change with regard to the
environment, what may previously have been a norm may now be a defined and

enforced property right (Wills 1997).°

There are three main characteristics of well-defined property rights. The first is
exclusivity, in which all benefits and costs resulting from ownership of the good or
resource reside with the owner. The second is transferability, the ability to transfer
ownership of the right through voluntary exchange. The third is the enforceability of
that right of ownership, to preclude encroachment by others. When property rights
are clearly defined there is increased incentive for efficient use or trade of that
resource, since failure to do so would translate into direct personal loss (Tietenberg

2000; Wills 1997).

A property right can be owned by an individual, a community, or by society,

providing benefit to the owner or user, and necessitating respect of that right by

? Wills (1997) gives the example of lighting a backyard incinerator, which may have been the subject
of a norm. but now comes under local authority regulations concerning fire lighting and household
waste disposal.



others. How clearly this right is specified affects the use of that property, as does the
cultural and institutional setting in which the property right resides (Devlin and

Grafton 1998; Kuuluvainen and Tahvonen 1995).

Clearly defined property rights set the framework for liabilities. Coase (1960)
suggested that if property rights are clearly defined it is possible to eliminate
externalities through negotiation or bargaining, and arrive at an efficient resource
allocation, regardless of who owns the property right."” The proviso being that
transaction costs are zero (Turner and Opschoor 1994). Negotiation obviously
necessitates a limited number of players (Baumol and Oates 1988). In reality,
however, other factors work to stymie this process, like high transaction costs,
difficulties in identifying all polluters and all sufferers, imperfect competition and
threatening behaviour (Turner and Opschoor 1994; Edward-Jones, Davies, and

Hussain 2000; US EPA 2001).

Consider two main liability approaches, negligence and strict liability. Under the
first, the individual or firm is liable for all damage caused by their own negligence.
As long as individuals (or firms) are taking the appropriate level of precautions they
are not liable for any harm caused to the environment. While negligence-based rules
do not adhere to the Polluter-Pays Principle (PPP), they focus on the trade-off
between pollution and technology (or best practices), providing the incentive for the
polluter to adopt less polluting practices. Under the second approach, the individual
(or firm) is liable for all damage caused to others, regardless of the precautions taken
(Sterner 2003; Devlin and Grafton 1998; Barde 1995). Here the individual or firm is
required to pay the full social cost of pollution, which means that the “firms [and
individuals] will take precautions to balance the cost of the last ‘unit’ of precaution
with its expected liability” (Devlin and Grafton 1998, 115). Strict liability follows
the PPP and encourages the use of practices and technologies that are least harmful

to the environment.'" In addition, it transfers from the regulator to individuals some

'~ An outcome (a particular allocation of resources) is Pareto efficient if it is not possible to make

anyone better off without making at least one other person worse off. In other words no transaction
possibilities exist that are mutually beneficial to all parties affected by the transaction™ (Perman, Ma,
and McGilvray 1996, 8).

""Under the Comprehensive Environmental Response. Compensation, and Liability Act in the US,
liability is retroactive. so that a company or individual can be held liable for past actions, including
those that were legal at the time they occurred (US EPA 2001).



of the burden of monitoring compliance (ibid.). Sterner (2003, 116) suggests that
“strict liability could be viewed as the ultimate policy instrument because it should
lead to the internalization of all environmental damages and risks.” He is, however,
quick to point out that “its main drawbacks are that it increases the number of cases
of litigation in the courts and perhaps generally hampers all economic activities that
entail any risk™ (Sterner 2003, 116). Barde (1995) and US EPA (2001) also warn of
the difficulties inherent in the approach of compensation for damage caused. These
include the identification of the direct cause of damage'? of both victims and
polluters, accurate estimation of damage costs, and enforcement that is

straightforward and lacks excessive costs.

Economic theory suggests that well-defined rights and responsibilities for waste
would result in waste disposal decisions being determined by market prices or by
court settlement of differences. If rights were clearly defined illegal dumpers would
be identified and penalised accordingly and those adversely affected by the dumping
would be adequately compensated. Landfill and incinerator managers would be
required to pay those in close proximity to bear possible negative externalities,” or
be liable for compensation after the event, as determined by the legal system (Wills
1997). In many instances, however, the cost to write precise property laws, and
monitor and enforce them, is just too high, as the difficulties are numerous. To
measure the exact extent of environmental damage and harm to human health can be
very difficult. To precisely determine the cause and to isolate the injurer can be
problematic. Furthermore, the damage caused may only be evident years later, by
which time the responsible party may no longer be in existence, and enforcement
may not be possible. In addition, the cost to identify the offending party may be
prohibitive, as may be the cost to compensate where there are many victims.
Institutional barriers may also hinder property rights solutions via compensation
payments."  Victims may be disadvantaged through an activity imposing relatively
low costs on a very large number. so that litigation by an individual is uneconomic.

Furthermore. using the legal system is an extremely costly method of inducing

" The *burden of proof” required by law. is often interpreted as being more than 50 percent likely to
have been the cause of the damage, which can be difficult to substantiate (US EPA 2001).

" For example, damage from landfill leachate, odour, and air pollution from an incinerator
smokestack.

" For example. under bankruptcy law a firm that is declared bankrupt is likely to be unable to meet
compensation payments (Wills 1997).



environmentally acceptable practices.'” For these reasons liability rules are not
usually recommended, however, they are useful when there is a small number of
victims and injurers, and it is relatively uncomplicated to settle in court (Wills 1997,

Devlin and Grafton 1998).

25 Role of Government

As outlined in Section 2.2 externalities can occur with all waste disposal decisions.
Such situations arise because of the difficulty ensuring that the full cost of disposal is
borne by the party disposing of the waste. In many instances these externalities
inflict uncompensated harm on many. Since producers and consumers are not
required to face the full cost of the disposal decision, the market produces too much
waste. Market failure gives rise to the need for government intervention, and where
waste disposal is concerned this has long been recognised by central and local
government. City governing authorities have taken on the responsibility of solid
waste disposal since the Industrial Revolution increased urbanisation, because with
poor solid waste disposal practices, the health of the increasing urban community

was threatened (Wills 1997).
Not all inefficiencies, however, are caused by market failure.

“Institutional arrangements have historically treated solid waste management
activities as a special category of resource use and disposal, reflecting close
historical links with government. These arrangements have treated government
waste management activities quite differently from equivalent private sector
activities, sheltering them from market checks and balances on the efficiency
of operation. This has enabled them to further political agendas besides
providing a waste management service” (McNeill 1995, 5).

There is often a lack of transparency with the costs and benefits of local waste
management activities and frequently households and firms are not required to face
the marginal cost of waste disposal. This results in the private costs of waste

disposal being borne by the community (McNeill 1995). In addition, political policy

" Davis (1988) refers to a study of the Love Canal toxic contamination disaster (near Buffalo, New
York) which estimated that a cost of around $US4 million would have avoided the problem,
alternatively clean-up costs would have been an estimated $US 125 million, instead the cost through
the courts for personal injury compensation exceeded SUS2.5 billion.
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can be motivated by improper incentives.'® Policy can be manipulated by special
interest groups in order to increase the net benefit received by that group, with the
outcome being that society as a whole experiences a net loss in welfare (Tietenberg

2000).

While it is acknowledged that there is a role for government in waste management,
Turner (1995, 440) states that “what the policy makers should be searching for is the
socially acceptable balance between waste minimization, . . . recycling and final
disposal of waste. Policy makers then have a set of consequential decisions to make
about the recycling or disposal of the waste that continues to arise.” He advocates
the use of an economic cost-benefit appraisal in the waste management decision-
making process. To consider a recycling scheme for example, the total cost of such
a scheme must be weighed against the least-cost disposal option. To implement the
recycling option, the net social cost of the least-cost disposal option must be greater

than the combined net social costs of the recycling and final disposal (ibid.).

One of the main decisions to be made with regard to solid waste disposal is whether
it is to go into the recycling stream or directly into the waste management stream.
There are a number of players that together will make that decision. Wills (1997)
shows the interaction of these decision makers in Figure 2.2.'7 For the most part the
decision makers are private individuals and firms making decisions based on price or
on satisfaction gained from the use or disposal of a good. The other player is usually
the local authority or regional waste management authority managing publicly-
owned landfills, incinerators, and the collection of both waste and recyclables. With
the non-market activities, decisions on waste disposal are frequently made by central
and local government via collection availability, access to public landfills and
incinerators, taxes for waste production, subsidies for recycling, rules, enforcement,
and penalties regarding private incinerators and illegal dumping (ibid.). The level of
recycling undertaken has most often been determined by market forces, and will be

discussed more fully in the following section.

'® Future reelection could be the primary motivation for policy makers keeping MSW collection
charges artificially low.

7 Wills’ (1997) diagram is for A ustralia, however, these interactions could also apply for New
Zealand.



Figure 2.2: The Solid Waste Network
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246 Recycling

Recycling refers to the reuse of a good or the reprocessing of it for further use. The
priorities in terms of dismantling and recycling are reuse (product recycling),
material recycling, and energy recovery. From an environmental viewpoint reuse is
the best, since all the resources that went into the product during its manufacture are
salvaged. Reuse provides economic advantages, though if it necessitates costly, non-
destructive disassembly, these advantages can be questionable. Material recycling is
the most common form of recycling, with only the materials being preserved,

allowing for more inexpensive destructive disassembly. There are several different



levels of material recycling, the highest level being ‘closed loop recycling.” In this
instance a product is remanufactured into the same type of product without the
addition of virgin material. Steel recycling is an example of this, however,
completely closed loops are uncommon. If a product or substance cannot be
contained in a closed loop it may be remanufactured into a lower grade substance
(Altshuller, 1997). Using recycled materials in production reduces the overall
demand for virgin materials. The last form of recycling is energy recovery, in which
only the energy in the materials is salvaged, usually through incineration, methane

extraction from landfills, and sometimes through pyrolysis.'®

[United Kingdom] Department of the Environment (1991) identifies four inter-
related activities that together constitute the recycling process. These are the
collection and transportation of the waste for recycling, separation and clean-up prior
to reprocessing, reprocessing into materials and products of some value, and lastly
the marketing of these materials and products. The viability and success of recycling
schemes are dependent on the economics and interaction of these four activities.
Transportation costs may be significant, so too may separation and reprocessing
costs. Recycling has also become complex with the increasing use of synthetic
materials. Whereas once most products were made from a small number of
materials, now goods frequently exhibit a combination of natural and synthetic,
recyclable and nonrecyclable materials (Young 1991). Even if components are
individually recyclable, often the cost to separate them is prohibitive. There is also
the level of negative environmental impact from the recycling processes themselves
(Turner and Opschoor 1994). Also vital to the long-term viability of recycling
operations is the existence of secure and stable markets, however, in reality many
markets for recyclable materials seem to be volatile and prone to failure (McNeill
1995; [United Kingdom] Department of the Environment 1991). This is primarily
because these markets are in competition with the markets for virgin materials that
supply substitutes, often of superior quality (for example, glass and plastics) (Field
and Clark 1994). In comparison with recycling technology, the technology for
extracting raw materials is well advanced. In addition, “these extraction processes

deliver a product of high purity and known characteristics. These characteristics

'® Pyrolysis is the thermal decomposition of organic materials at very high temperatures in an oxygen-
free chamber (Seidl, 1995).




simplify the producer’s task™ (Bellmann and Khare 2000, 688). The tendency
therefore, is to choose recycled materials in order to reduce costs, rather than as
perfect substitute. Thus recycling is more likely to be profitable when the waste for
recycling is “high mass, relatively low contamination, good homogeneity, [and in a]

concentrated location” (Turner 1995, 449).

The extent of recycling, therefore, will be determined primarily by weighing the cost
ofrecycling against the cost of notrecycling. The cost to recycle includes the cost of
collection (both in time and money), transportation, sorting and dismantling,
reprocessing, use of virgin materials to improve quality, and environmental costs in
reprocessing. The decision not to recycle implies cost to transport wastes, landfill
costs" or other disposal costs,’ Y associated environmental costs and the cost of virgin
materials both in extraction and resource depletion (Wills 1997; Turner 1995). Some
of these costs are underestimated or at worst ignored (Bellmann and Khare 1999).
Also critical to the level of recycling that takes place is the attitude of both
households and planners toward recycling, and the way waste collection and disposal
is financed. Positive household attitudes and laws that may make recycling a
requirement can result in an oversupply of recycled materials and a fall in price for
those materials. Decisions by local authority planners regarding the availability and
frequency of collection, the charge for waste disposal, and the collection of

recyclables also impact on the level of recycling undertaken (Tietenberg 2000; Wills

1997).

While private sector participation in recycling is to make a profit, govemment
involvement in recycling is concerned with achieving broader social outcomes
associated with waste management. These are ostensibly to slow the depletion of
scarce resources, reduce the quantity of waste requiring disposal in order to lessen
the environmental and economic costs of waste disposal, and for job creation
(McNeill 1995). Recycling, however, has become fashionable in developed
countries with many individuals viewing recycling as a way of caring for the

environment without having to commit to any real change in lifestyle (Young 1991).

" Including the cost of siting new landfills.
** Including illegal dumping with follow-up and ultimate disposal of the dumped waste.



This makes recycling a vote winner for those in public office and it can also be a

vehicle for environmental groups to promote themselves.

McNeill (1995) looks at the ability of governments to achieve the broader social
outcomes aspired to with regard to waste management. Municipal recycling
schemes usually collect glass, aluminium, steel, paper, and plastics, none of which
are scarce. Therefore it would seem that governments are no more targeting scarce
resources than the market typically does. In terms of lessening environmental costs
the materials mentioned above are all inert when disposed of in landfills, so that
recycling of these materials will not improve the environmental impact from
contaminating substances. Increasingly there is the collection of used oil for reuse,*'
though hazardous substances like cadmium and mercury (which are found in
batteries) are not routinely included in municipal recycling collections. In countries
where landfill space is at a premium an increased quantity of waste for recycling
does extend the life of a landfill. Municipal recycling schemes though tend to target
the recyclable part of the domestic waste stream, which is only a very small part of
the total waste stream. In countries like New Zealand where there is no landfill crisis
to defend diversion,? the cost of recycling is invariably higher than the alternative
cost of landfilling that waste.>> Municipal recycling schemes are generally regarded
as an expensive way of increasing the life of landfills.>* The job creation objective
again is a costly one. In developed countries even unskilled labour is not cheap and

is unlikely to be efficient to use for the collection of recyclables of marginal value.

Sterner (2003, 363) states that “a major problem with recycling in high-income
countries is the lack of demand for recycled goods; without demand, this market
mechanism does not work. ...a govemment that insists on recycling may have to

not only promote recycling but also establish and maintain a market for recycled

*' Though this is not always available to individuals for their used oil.

“? Except that of fighting public pressure for the location of new landfill sites.

> In 1993. recycling costs for five New Zealand cities ranged from $70 - $240 per tonne, while
landfill costs for those five cities varied from $7.50 to $48 per tonne (McNeill 1995). In 2002 landfill
disposal costs throughout New Zealand ranged from zero cost to $100 per tonne (MfE 2003).

* In the 1990s recycling in the US became an expected local government service along with water,
sewerage, police and fire protection. In the earlier days of the recycling schemes, some were
guaranteed subsidy for the first ten years by a state surcharge on income tax paid by businesses. Now
that this has run its course. some local authorities are struggling to sustain the recycling programmes
they have put in place (Arrandale 2000).



goods. Recycling should not be based on a preconception that resources are
becoming scarce and that all resources have some inherent value that the market

does not understand.”

2.7 Policy Instruments

2.7.1 Introduction

It was acknowledged in Sections 2.2 and 2.5 that without intervention, waste
disposal is likely to give rise to externalities. For decades policy makers in
developed countries have searched for tools to slow environmental degradation and
internalise externalities. In 1972 the Organisation for Economic Co-operation and
Development (OECD) adopted the Polluter-Pays Principle (PPP) as a cornerstone
economic principle on which to base environmental policy. The underlying axiom
of the PPP is that the price of a good or service should reflect its full cost, including
the cost to the environment and the cost to society. Consistent with the PPP are the
use of both economic instruments, and regulations and standards which aim to
eliminate the cost to society resulting from economic activity and from waste

disposal (Turner and Opschoor 1994).

Historically environmental policy took the ‘command-and-control® approach using
direct regulation in the form of standards, bans, permits, and zoning. Economic
theory, however, from as early as the 1920s has recognised that environmental
degradation caused by negative externalities can be internalised using economic
instruments. The first of these was a centrally imposed taxation system advocated by
Pigou in 1920. The decentralised approach was introduced in the 1960s using
property rights (Dales 1968) and bargaining between polluters and those suffering
the effects of the pollution (Coase 1960). Since the late 1960s a range of economic
instruments have been advocated and implemented. Initial focus was on the
mitigation of harmful environmental effects (for example reducing emissions or
discharges per unit of output), but slowly the emphasis has shifted to preventative
approaches through technical innovation at the outset of the production process,
which minimises the use of depletable resources. waste and pollution (Turner and

Opschoor 1994).



In addition to regulatory and economic instruments, Turner and Opschoor (1994)
identify suasive instruments as policy tools which can be used to influence decisions
that impact the environment. Suasive instruments aim to encourage change in the
attitudes and behaviour of the agents (both consumers and producers). Assuming
that a ‘rational’ approach is taken, policy makers will choose instruments whose
outcome is optimal in effectiveness (achieving the present environmental objectives),
and in efficiency (in terms of current administrative costs and the ability to induce
technological innovation). Instruments will also be chosen in the context of
appropriateness for the economy in which they will operate. These three types of

policy instruments are detailed in the following sections.

2.7.2 Regulatory instruments

Historically, the environment has had to rely on the instigation and enforcement of
direct regulations for its protection (Gilpin 2000; Barde 1995; OECD 1993). This
has meant the use of regulatory instruments (RIs) to change the set of options open
to agents by prohibiting, restricting or, licensing activities carried out that impact the
environment (Turner and Opschoor 1994). Rls include bans, permits, quotas,
zonings, restrictions, and environmental standards. Gilpin (2000) and Barde (1995)
identify four categories of environmental standards. The first are ambient quality
standards which aim to protect the receiving environment (like the maximum
allowable concentrates of nitrates in drinking water), and the second are emission
standards which set maximum allowable discharge of pollutants from a point source
into the air or water. Thirdly, there are process standards governing production
processes and restricting emissions from that process, and fourthly are the product
standards, specifying the properties of potentially polluting products like chemicals,
fertilizers, fuels and motor vehicles. Rls can be used where the source of pollution is
identifiable and can be measured relatively easily. US EPA (2001) testifies that Rls
have achieved a great deal in the US and as a result, despite increased population and
economic growth, ambient air and water quality has measurably improved over the

last thirty years.

An advantage of using Rls is that societies have usually had long-standing
experience using direct regulations in other areas that cause public concern, such as

health and safety. Thus they are more readily understood and accepted. In addition.



if RIs are effectively enforced, hazards and irreversible environmental effects can be
avoided (Barde 1995). Rls are also a useful tool where the parties adversely affected
by the polluting activity are numerous. For an environmental policy approach policy
makers often prefer RIs, however, this may not be for the best reasons. Instigating
this type of approach can be a source of influence and power. Environmental
pressure groups and the public themselves often exert pressure for regulations as
they are perceived as more likely to ensure environmental protection. Labour unions
often prefer them over economic instruments as with the latter there is a greater

possibility of more directly leading to job losses (OECD 1993).

Critics of RIs have cited a number of weaknesses in the direct regulatory approach.
Firstly, one of the main weaknesses of Rls cited by environmental economists, is that
they do not lead to economically efficient pollution abatement. There is no dynamic
efficiency as technology or process standards can often mean that firms will stay
with the approved method of compliance, stifling technological advance and
innovation (US EPA 2001). Secondly, once standards are in place there is no
flexibility for the polluter, they must comply or face the penalty (Edward-Jones,
Davies, and Hussain 2000; Opschoor and Vos 1989). Thirdly, the ‘command-and-
control’ approach is often complex and costly to administer and enforcement is
hampered by a lack of resources (Repetto, Dower, Jenkins, and Geoghegan 1992).
Fourthly, non-compliance fees are often low, so that risking non-compliance is
preferred over paying the marginal cost of pollution abatement. Fifthly, because
regulations and standards are static and negotiations are usually painstaking and
slow, regulations are not likely to change quickly (Barde 1995).> Lastly, as
mentioned above, RIs may be subject to bargaining and lobbying by pressure groups

and industry.

In the area of waste management some manufactured goods must meet a minimum
requirement of secondary materials as a proportion of total materials used. These

goods have an imposed recycled content standard.*® Palmer and Walls ( 1997)

** Gilpin (2000) states that environmental regulatory reform is taking place in OECD countries to
simplify administrative procedures and offer increased flexibility in achieving the standards set.

“® In the United States 13 states have recycled contents standards for the production of newsprint,
varying from 23 to 50 percent. In another example. the federal government along with many states



develop a theoretical model to examine the efficiency of recycled contents standards,
finding that the standard in isolation will not generate the optimal level of output and
waste, and can result in inefficient use of other factors of production (for example

labour).

More commonly used in the regulatory approach to waste management are recycling
standards (targets) or specific waste-reduction to landfill targets. France has set a 50
percent recycling target (undated), by either materials recycling or energy recovery
(Turner and Pearce 1994), the Netherlands has a goal of 42 percent of plastics to be
recycled (Kinnaman and Fullerton 1999). Many states in the United States also set
targets for recycling of MSW, fourteen of which had targets of 50 percent of MSW
to be reused or recycled by 2000 or 2001. California had a 50 percent mandate for
2000, with the law including a fine of $US10,000 per day for a local authority failing
to recycle, reuse, or divert from landfilling 50 percent of the waste stream. As a
consequence local authorities and private waste management firms collectively
invested hundreds of millions of dollars in recycling systems, diverting millions of
tons of MSW from landfills, but failed to meet the recycling target. Many criticised
the seemingly arbitrary targets which were not necessarily backed up by cost-benefit
or other economic analysis (Arrandale 2000). These 50 percent targets are far in
excess of Alter’s (1991) belief that recycling targets much above 25 percent of MSW
cannot be achieved.”” In some American states local authorities have made it illegal
to dispose of recyclable waste in their garbage, but Kinnaman and Fullerton (1997)
found that due to a lack of enforcement, mandatory recycling ordinances had little
effect on recycling quantities or on the volume of MSW.?® The social cost of MSW
is decided by both product choice and the disposal decision, therefore the mandatory
separation of household waste for recycling is not going to achieve an efficient
outcome (Turner 1995), as RIs distort the incentives underlying consumer and
producer behaviour (Menell 1990). For example, a directive to consumers to

separate glass containers for recycling, may encourage consumers to choose goods

have stipulated that government agencies buy products which have recycled contents standards
(Palmer and Walls 1997).

“7“Once it is mandated that materials are separated, there is no assurance that they can be sold. hence
recvcled” (Alter 1991. 11).

** Violators are often just issued a written warning. and even for those local authorities whose
violators are fined. the quantity of recycling achieved is no greater than in areas where the local
authority does not fine.



packaged in materials other than glass to avoid having to separate their waste stream.
Disposal of the alternative packaging, however, may incur a greater cost to society

than glass disposal (ibid.).

Extended producer responsibility (EPR) as a response to waste management, is
gaining popularity in Europe, Korea, Taiwan, and Japan. Field and Clark (1994, 18)
describe EPR as “the idea that the producer’s environmental consciousness should
extend beyond the factory walls and into a stewardship of the product throughout its
life cycle.” As such EPR shifts the responsibility of the recycling and disposal of
products at the end of their useful life away from the consumer and local government
back upstream to producers, thus internalising disposal costs and providing incentive
to design with recycling and disposal in mind (Fishbein 1998). EPR was initiated in
Germany through the Packaging Ordinance of 1991, which mandated that producers
be responsible for managing packaging waste, and that no public money be used for
this purpose. With pressure on landfill capacity, packaging was the initial target for
implementation of EPR as packaging constituted roughly one-third by weight and
one-half by volume of MSW. In response, industry in Germany established a non-
profit company Duales System Deutschland (DSD). DSD licenses its green dot logo
for a fee, and packaging displaying the green dot is collected, separated, and directed
to recyclers by the DSD. Fees paid to the DSD by the producer using the packaging
are based on the packaging material and the weight. The DSD runs free household
collections for packaging. As a result of the green dot scheme, green dot packaging
decreased by 14 percent from 1991 to 1995, and total packaging in Germany
decreased 7 percent, while packaging in the United States continued to increase
during the same period (ibid.). The DSD, however, was widely criticised for its very

high operating cost (Turner 1995).%

In 1994 the European Union (EU) adopted the EPR approach passing a Packaging
Directive to coordinate the policies of the Member States. By 1998, twenty-eight
countries had take-back laws for packaging. The concept of producer take-back has

now been extended to include electric and electronic equipment. and end-of-life

 In 1996 the scheme cost $US2.2 billion for the 5.5 million metric tons ($US400 per metric ton)
which meant that on a per capita basis, each person in Germany was paying around $US28 per year
for the system (Fishbein 1998).



vehicles (Fishbein 1998). EPR policies extend producer responsibility to the post-
consumer stage, either physically taking back their product or, paying a third party to
do so. There is usually government involvement to the extent of setting recycling
rates, defining what is acceptable as recycling, and requiring reporting. Proponents
of EPR promote it as a powerful incentive to design less wastefully, and increase the
potential for reuse and recycling as it internalises waste management costs and

encourages innovation (ibid.).

In North America extended product responsibility or product stewardship is
preferred over EPR. Product stewardship is a product-focused approach to
environmental protection, which makes waste disposal the shared responsibility of
the government, and of all those connected with the product over its life cycle (US
EPA n.d.). Whereas EPR puts all the responsibility on the manufacturer, product
stewardship relies also on retailers, consumers, and the existing waste management
infrastructure to contribute to the most cost-effective disposal solution (ibid.).
Further, the responsibility may not be fiscal responsibility, but instead may take the

form of providing information and education (Fishbein 1998).

To a large extent the magnitude of the environmental impact of a product lies with
the producer in terms of the nature of the inputs used, design to aid reuse and
recyclability, and possibly the instigation of take-back schemes. The retailer is the
link between the producer and the consumer, and has some responsibility in
supporting the more environmentally responsible producer, educating the consumer
on environimentally preferable products, and accepting the return of products for
recycling. Responsibility lies with the consumer to choose the environmentally
preferable product and to recycle or dispose of it in a way that is least harmful to the
environment. Therefore it is the responsibility of the consumer to close the loop.
Product stewardship objectives have been integrated into the solid waste
management plans of some American states. The United States EPA’s product
stewardship programme has supported extended product responsibility projects for
carpet, packaging, building products. electronics, tyres, batteries, and mercury (US

EPA n.d.).



British Columbia has implemented product stewardship programmes for waste
reduction, and environmentally sound disposal of scrap tyres, lead-acid batteries,
used oil, paint, pharmaceuticals, solvents, fuels, pesticides, and beverage containers
(Galimberti 2002). Under the Post Consumer Residual Stewardship Program
Regulation, annual reporting is required as is an advertising and education
programme, and penalties are imposed for non-compliance. Galimberti (2002, 21)
provides “seven key principles for developing stewardship programs:

Province-wide program.

Industry funded and operated.

Clear goals and targets.

Government audits for proof of performance.
Uses a pollution prevention approach.
Industry ensures public convenience.

Public information and consumer education.”
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The British Columbia product stewardship programmes have been popular with the
public and highly successful. The programmes have eliminated entry into the
environment of the most toxic household product streams, and they have contributed

to job creation.

2.7.3 Economic instruments

Another way to influence decisions that impact the environment is to use economic
incentives to alter the cost and/or benefits faced by agents. Behaviour can be
manipulated to arrive at an improved environmental outcome by making options
more or less financially rewarding by granting subsidies, applying charges or taxes
or, implementing deposit-refund systems. These are referred to as economic
instruments (Els), and to some degree they internalise environmental costs
(Opschoor and Vos 1989). Where environmental costs have been borne by society,
the market faces price distortions which can be corrected through the use of Els
(Turner and Opschoor 1994). Els also give producers and consumers a certain
freedom as to the ways in which they will reduce negative environmental impact
(Repetto et al. 1992). Up until the mid 1970°s very little use was made of Els,
however, since that time they have gained popularity. In a 1987-88 OECD survey

throughout fourteen countries, observation was made of 150 instances of Els being



used. In a second survey conducted five years later the incidence of Els used had

doubled (Barde 1995).*°

Els have appeal for use in waste management because altering the cost of one
disposal route (namely recycling, incineration or, landfilling) will affect the quantity
taken by that route, while also affecting the other options (Turner 1995). This can
stimulate desired behaviour, such as increased recycling, source reduction, and waste
minimisation. In addition, the use of Els can generate income to finance collection,
storage, and processing of waste, and clean-up of hazardous waste sites. Els used in
waste management are waste disposal taxes or user charges, product charges,
administrative charges, subsidies, deposit-refund systems, marketable permits, and

materials levies (Turner and Pearce 1994).

Many studies, both theoretical and quantitative, have investigated the effect of Els on
solid waste disposal. The implementation of a user fee (or tax) is the most direct
approach to internalising any external costs incurred disposing of a bag of household
waste. In many communities, however, households pay for waste collection through
a flat fee as part of their property taxes or utility bills. Where this is the case the
household faces a zero cost for each additional bag of waste collected even though
the marginal cost of collection and disposal of a bag of refuse is positive. This
means that there is no financial incentive for a household to reduce the quantity of
waste generated or to increase the volume of materials recycled. Thus a flat fee for
household waste results in the volume of waste generated being greater than the
social optimum (Dinan 1993; Palmer and Walls 1997). Furthermore, the producer’s
decisions regarding waste production and use of recycled materials are unaffected by
this policy. In essence a flat-fee for waste disposal indirectly subsidises the use of
virgin materials since the true cost of the virgin material is not being imposed on the

producer (Dinan 1993).

[t is clearly better to charge households (and firms) for the volume of waste they

generate, and increasingly local authorities in the United States are using unit-based

%% The second survey found that about 40 percent of these Els were product taxes. 35 percent were
emissions taxes or charges, 20 percent were deposit-refund sysiems, and the remaining S percent were
tradable permits and other Els (Barde 1995).



pricing for their garbage collection to help reduce waste disposal.31 When
households face the full social cost of their disposal decisions, theory shows that they
will choose efficient levels of recycling, composting, source-reduction of waste, and
waste disposal. Further, the full social cost of a bag of garbage is the only estimate

required to set the policy (Kinnaman and Fullerton 1999).

A tax is the least-cost route to achieving total waste reduction, since households for
whom waste reduction is less costly will reduce waste by a greater amount than
households for whom it is more costly. Empirical studies show that unit pricing on
household waste collection is effective in reducing the quantity of waste for disposal
(Kinnaman and Fullerton 2000; Palmer and Walls 1999; Van Houtven and Morris
1999; Hong 1999; Miranda and Aldy 1998; Fullerton and Kinnaman 1996).
Estimates of the extent of this waste reduction vary.>> Miranda and Aldy (1998) note
that in response to unit pricing, households modify their behaviour regarding waste,
in two stages. Initial behaviour is concentrated on diverting waste to recycling and
other waste management options, and it is not until the unit-pricing programme has
been operating for several years that there is growing evidence of source reduction
behaviour. If the desired outcome of the per unit charge on waste is aimed at
increasing recycling, studies by Jenkins, Martinez, Palmer, and Podolsky (2003) and
by Reschovsky and Stone (1994) found that curb-side recycling collection provides a
stronger incentive to recycle than does unit-based pricing of household refuse.”

Kinnaman and Fullerton’s (2000) study did establish a positive cross-price effect of

! A study by Miranda and Bynym (1999) is cited in Kinnaman and Fullerton (1999) stating that
approximately 4,000 communities in the US operate some form of unit-based pricing for disposal of
garbage.

** Kinnaman and Fullerton’s (2000) study using data from 114 communities observed that the
imposition of a $US1.00 fee per bag of household garbage can reduce the quantity of garbage
collected from households by 44 percent (412 Ibs per person per year). Palmer and Walls (1999)
provide a rough estimate of a typical cost introduction of $US1.00 per 32-gallon bag of garbage (to all
single-unit dwellers in the United States), to yield a reduction of household waste in the United States
by about 21.6 percent and a decrease in total MSW by about 13 percent. Miranda and Aldy (1998)
observed that the Jargest waste reduction occurred where unit pricing was higher and minimum waste
collection containers were smaller. If the waste collection cans were too large, quantities of waste for
disposal actually increased (Nestor and Podolsky 1998). Hong (1999) observed that in Korea the
adoption of a unit-pricing system (based on volume) led to a 17.8 percent fall in solid waste
generation, and an increase in recycling of 26.8 percent. This result needs qualification as an
aggressive recycling programme accompanied the unit-pricing system. When the price-incentive
effects were separated out they made only a small impact on the amount of waste generated. This
finding was repeated in Hong and Adams (1999).

** Jenkins er al. (2003) also found that curbside recycling provides a stronger incentive to recycle than
do *drop-off” programmes. In addition, recycling by households tends to increase over time,
suggesting that there is no loss of enthusiasm for recycling, but rather it becomes a habit.



unit-priced waste collection on recycling, but of the 412 lbs per person per year
reduction in garbage the observed increase in the quantity of recycled materials was

only 30 lbs per person per year.

Unit pricing of waste disposal does result in undesirable waste diversion to
commercial dumpsters, charitable organisations’ drop-off locations,* and littering or
dumping (Miranda and Aldy 1998).* Miranda and Aldy (1998), in their study of
unit pricing of household solid waste, observed that in one community since the
introduction of unit pricing, the quantity of illegally dumped waste had doubled. In
this community, however, in addition to the unit pricing for waste collection,
households also faced a charge for their recycling collection. Further, there had been
no collection service for yard waste for some years and education regarding waste

. .. 36
reduction was minimal.

Illegal dumping of bulky items too large for the usual household garbage collection
service does occur. In response many communities provide households with an
opportunity to dispose of these bulk waste items (like appliances, tyres, furniture,
Christmas trees) periodically, requiring households to attach a city waste sticker to
such items (Miranda and Aldy 1998). As long as it is reasonably easy to illegally
dispose of waste, user charges may not be the best solution for bulky or hazardous
waste disposal. In these instances the disadvantage of a user tax is that non-
compliance could induce a significant social cost. To counter illegal disposal, strict
enforcement and hefty fines could be used to raise the cost of illegal dumping and so
increase the success of a user tax for waste disposal (ibid ). Enforcement is. however,
very costly and onerous (Palmer and Walls 1999). The literature highlights several
other problems that can arise with the enforcing of a direct tax. It may transpire that

the administrative costs of implementing the scheme actually exceed the social

* Some organisations estimate that they dispose of 25 to 50 percent of goods donated (Miranda and
Aldy 1998).

* Waste diversion in the first two instances transfers the collection costs from households to
commercial and charitable institutions. and are less costly to society than dumping which incurs
aesthetic and clean-up costs.

% Fullerton and Kinnaman's 1996 study estimated that of the total reduction in curb side waste
disposal about 38 percent was additional curb side recycling, between 28 and 43 percent was likely to
have been illegally dumped. and the remainder was likely to be explained by increased composting.
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benefits.’’

Wills (1997) points out that a direct charge for household waste can be
relatively costly to implement for small quantities of solid waste, and so its worth
may be debatable where landfill and transport costs are low. Furthermore, MSW
disposal fees have a regressive effect on income groups, and public opposition could
make policy makers with re-election in mind reluctant to choose such a policy

instrument (Barde 19959).

Landfill levies are another form of user charge for waste disposal, and should reflect
the external costs associated with the landfill.** Most OECD countries impose a levy
for waste disposal at landfills (Gilpin 2000). This is usually to encourage the
reduction of waste for disposal.*® Levies are also imposed to generate income which
is often used to fund efforts to reduce and manage solid waste disposal. The
imposition of levies may also induce other outcomes like the transporting of waste to
another site with lower fees, and the increase in illegal dumping of waste (US EPA

2001; Gilpin 2000).

In some instances a charge is included in the price of a good for which an organised
system of disposal is in place. This product charge is an output tax or charge on the
end-product and should be priced to reflect the potential pollution and waste disposal
impact on the environment. There can be partial or complete exemption for goods
produced partially or solely from recycled materials (Turner and Pearce 1994;
Opschoor and Vos 1989). Product charges in relation to waste management are

numerous. Various countries have product taxes on beverage containers, industrial

7 Kinnaman and Fullerton (1999) illustrate this using an example from their own previous study
(Fullerton and Kinnaman 1996) and comparing it with the findings of Jenkins (1993). Jenkins (1993)
found that pricing garbage at its marginal social cost could reduce the quantity of household waste.
With data from twelve cities using direct pricing for garbage collection, he calculated that reduced
household waste disposal could increase welfare by as much as $US650 million annually, around
$US3 per person per year. In Fullerton and Kinnaman's (1996) study into the household garbage
collection system in Charlottesville, Virginia, where only bags displaying a sticker would be
collected, they estimated that the administrative costs of the sticker (printing, distributing, and
accounting), could be greater than the $US 3 per person per year.

** Hazardous waste landfill fees are usually significantly higher than non-hazardous waste and US
EPA (2001) states that the quantity of hazardous waste to landfills has fallen in the last 10 to 20 years.
They state that this may not be due solely to the landfill fees as hazardous waste generation is also
taxed.

¥ Though the evidence does not clearly show a significant incentive effect US EPA (2001). The
reason for this is that most landfill charges are subsidised by rates and are therefore artificially low.
making waste reduction more expensive than disposal (Office of the Parliamentary Commissioner for
the Environment 1993).
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packaging, plastic shopping bags,"’ pesticides, pharmaceutical products, paper,
throwaway razors and cameras, batteries (Gilpin 2000), lubricant oil (Opschoor and
Vos 1989), and tyres (US EPA 2001; Smith and Vos 1997). A final waste
management charge comes in the form of administrative charges, such as disposal
site licences. These charges are payment for authorisation or registration and for on-

going monitoring of the facility (Turner and Pearce 1994; Opschoor and Vos 1989).

US EPA (2001, 31) suggests that charges and taxes tend to encourage technological
innovation, and are “effective when sources are numerous and damage per unit of
pollution varies little with the quantity of pollution.” They also raise revenue and
product charges are usually administratively straightforward. With charges and
taxes, however, environmental effects are uncertain, also user charges require

monitoring data, and there is the potential for distributional effects.

Dobbs (1991) addresses the incentive for the illegal dumping of solid waste when
legitimate disposal is taxed. He identifies two separate social costs incurred with
waste disposal. One occurs with the correct disposal of solid waste and the other
arises from illegal dumping in the form of pollution, visual disamenity, clean up, and
disposal. In theory a ‘pigovian tax’ should be employed for each, but this is not
practical for dumped waste. Dobbs’ preference is for a disposal tax (on the product),
in conjunction with a subsidy (or negative user charge) provided when the used
product is returned into the collection system for the appropriate recycling or
disposal. The disposal tax should be set at the social cost of dumping less the social
cost of legitimate disposal. A disposal tax combined with a lesser subsidy to the
end-user is in essence a deposit-refund where the refund is only partial.*' The
deposit-refund system is used to stimulate recycling or reuse, and environmentally
sound disposal. Consequently it leads to a reduction of the waste stream, of resource
use, and of littering and dumping. It can be a more cost-effective way of reducing
waste than regulations or recycling subsidies, but if the deposit-refund scheme is
costly to operate in terms of handling. storage, transportation and administrative

costs, it may impose net costs on society. Therefore it is important to estimate these

0 Implementation of this product charge in Italy reduced the consumption of plastic shopping bags by
20 to 30 percent almost immediately (Opschoor, de Savornin Lohman, and Vos 1994).
! The true deposit-refund where the subsidy equals the tax. is just a special case.
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costs before considering a deposit-refund system (US EPA 2001; Barde 1995;
Turner and Pearce 1994; Opschoor and Vos 1989).*> The performance of the
deposit-refund system is usually measured by the percentage return of a good
(Opschoor and Vos 1989).

Deposit-refund systems may be market-generated or govemment-initiated systems.*’
When such a system is market-generated, businesses offer a refund because either
the reuse value of the good is higher than the refund plus the expected handling costs
or, because the offer of a refund stimulates an increase in demand for the product
which generates revenue to offset the cost of disposal. For government-initiated
schemes the deposit needs to be related to the environmental damage from product
disposal, and the consumer receives the refund plus the net reuse value of the scrap
good. If the good is being returned to the producer and the net reuse value is very
low or negative, then there is incentive for businesses to make returning of the used
good inconvenient so that the firm can retain the income from the deposit. This
would require government intervention with the deposit being paid to the
government and then the government paying the refund (including the reuse value)
to the consumer (Turner and Pearce 1994). Deposit-refund systems have been
applied in different countries to car hulks,** car batteries, refrigerators, glass bottles,
plastic containers, pesticide containers,” metal cans,*® and beverage containers®’
(Barde 1995; Tietenberg 2000). It is interesting to note the evidence presented by
Turner and Pearce (1994) from actual deposit-refund schemes (usually for beverage
containers), shows only a small decrease in both littering and in the volume of waste
for disposal. In addition, return rates bear no relationship with the size of the

deposit, but seem rather to relate to the number of collection points, how widely

** Though Dobbs (1991) argues that if the environment is an increasingly scarce resource, then
marginal social costs must be rising over time. The gains firom his proposed solution must, therefore,
increase relative to the administrative costs associated with it.

*3 In the US. examples of deposit-refund schemes operated by industry are those for beer kegs, large
paper drums, propane gas containers, and in some areas pesticide containers and beer bottles (US
EPA 2001).

*In Sweden and Norway. Sweden’s approach will be examined in detail in Chapter Seven of this
thesis.

% These contain contaminating residues, therefore offering a refund provides incentive for returning
them for reuse which also reduces contamination of soil and water (Tietenberg 2000).

*® Over 50 percent of aluminium drink cans in the US are now being recycled. The high demand for
aluminium scrap has been a major contributing factor, but so also have deposit-refund systems
(Tietenberg 2000).

*7In Australia, Canada. France, Germany, and Switzerland (Kinnaman and Fullerton 1999).
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known, and how convenient they are. Some schemes are very costly to operate and
cast doubt on their net benefit to society. The US EPA (2001, 19) suggest that the
deposit-refund approach is “best suited for products whose disposal is difficult to

monitor and potentially harmful to the environment.”

Subsidies are another economic instrument used to encourage good environmental
practices and are usually provided in the form of grants, soft loans or, tax
allowances. Grants are direct financial payments for specified measures taken by
polluters to reduce levels of pollution or avoid it altogether, and are sometimes
financed by environmental charges or ecotaxes (US EPA 2001; Smith and Vos 1997;
Opschoor and Vos 1989). Soft loans are loans offered at interest rates set below the
market rate and tax allowances are usually in the form of tax exemptions, rebates, or
accelerated depreciation. Subsidies are often limited to transitional periods and are
intended to “create better conditions for market penetration of new technology”

(Smith and Vos 1997, 17).

In some countries the recycling industry has been the recipient of grants, loans, and
tax allowances. In Europe, in order to encourage the recycling of waste oil, virgin
lubricating oils are taxed, which provides both a disincentive for the use of virgin oil,
and the revenue to subsidise the recycling of waste oil. The outcome has been the
collection of up to 65 percent of used oil in many European countries. In contrast,
only about 15 percent of used oil is collected in the United States where there is no
subsidy for collection and recycling (Tietenberg 2000). In the United States grant or
loan programmes operate with regard to recycling in at least twenty-four states.
Some go to municipalities to fund recycling activities while others are directed
toward businesses that recycle used products.*® Loans are provided for clean-up of
hazardous waste sites, and in the United States where state or local govemments
provide debt financing for waste disposal facilities. the Federal Government allows
interest earned from the debt issued, to be tax-free (US EPA 2001). Subsidies like
those to municipalities for recycling activities are politically popular but may have

high budgetary cost, uncertain environmental effects. and subsidising the activity

*¥ For example, tyres used for new products. road base. and energy recovery: waste gypsum used in
new wallboard: shipping boxes used in custom packaging (US EPA 2001).



may result in an oversupply of recycled materials (US EPA 2001; Kinnaman and

Fullerton 1999).

Another El used is the marketable or tradable permit, such as a waste disposal permit
distributed or sold by the govemment to interested parties who can then trade them
among themselves. A firm (or household) buys or receives its waste-disposal
permits, and if it can reduce its waste to less than the quantity allowed by the permits
or coupons, it is left with marketable waste-disposal permits (Barde 1995).
Development of a permit market requires compliance with the scheme by the parties
involved, certainty surrounding the scheme so that parties are willing to trade in
permits, transaction costs low enough to allow permit transactions, and a competitive
permits market (Turner and Pearce 1994). US EPA (2001) adds that the monitoring
of pollution or waste must be well implemented and the commodity to be traded
must be quantifiable. Theory indicates that this approach provides flexibility and is
potentially economically efficient, but this is not necessarily the case in reality with

trades fewer and cost savings smaller than theory would suggest (ibid.).

Els have the potential to be effective, efficient, flexible, and provide incentives for
innovation. Furthermore, the enforcement required should be less than for Rls. Els
may directly affect cost and price levels through instruments like deposit-refund
systems, charges levied on production processes (emissions and discharge charges,
input charges) or, on the products themselves (product charges). Alternatively Els
may indirectly affect costs and benefits through subsidies, soft loans, tax incentives,
or compliance incentives for environmentally clean technologies or sustainable
resource-use practices. Some Els also have the ability to come in behind regulations
to create markets through tradable permits, and quota auctioning (Turner and

Opschoor 1994).

2.7.4 Suasive instruments

The third policy tool used to influence decision making that impacts the
environment, is the use of suasive instruments. Suasive instruments (SIs) seek to
alter the perceptions, priorities, and preferences of the agent. so that the agent
voluntarily internalises the environmental costs of the decision s’he makes. SIs take

the form of education and training, information sharing (for example. labelling,



public disclosure, or rating and certification (Sterner 2003)), social pressure,
negotiation, and other forms of ‘moral suasion’. There is flexibility with this type of
instrument which is often used in conjunction with RIs and Els (Turner and

Opschoor 1994; Opschoor and Vos 1989).

Melosi (2000) says that in the early 1900s juvenile street cleaning leagues were
organised in cities in the United States to teach their parents and others about
sanitation and to inspire a new personal commitment and pride in keeping the city
streets clean. In developed countries in the last decade many resources have been
directed into education programmes promoting waste reduction and recycling. In
New Zealand, this education begins with primary schools teaching on the
environment, pollution, waste, and recycling, and is seen as an integral part of
learning.49 Regional, city, and district councils produce resources providing
information for the general public on recycling, waste reduction, and correct waste
disposal. Their material also targets specific groups like secondary and primary
schools, homeowners, farmers, businesses, industries, recreational and sports groups,
and can be found on the Environmental Education Directory of New Zealand web
site (EEDNZ 2003). Miranda and Aldy (1998) report that in coordination with the
introduction of their unit-priced waste collection schemes, most communities
conducted education programmes (advertising through the local media,
informational brochures mailed to all residents and presentation of the scheme at
public meetings). The success of unit-pricing (particularly in urban areas) has been
attributed both to education programmes and the availability of diversion alternatives

(Miranda and Aldy 1998).

Negotiations seeking ‘voluntary’ agreements between industry and government
generally provide increased flexibility, and because of the self-commitment of
industry lead to a greater level of compliance than for RIs without negotiation and
agreement (Opschoor and Vos 1989). Voluntary agreements are contracts between
industry and government usually setting environmental goals within a stated time-

frame.** Industry sometimes takes voluntary action in preference to government

*” There is a wealth of reading material on these topics for primary school children.
* For example, a French industrial consortium of automobile manufacturers, dismantlers and
scrapping firms signed an agreement with the French Ministry of the Environment in 1993



intervention, and transparency between the negotiating parties means that there is
less uncertainty for industry. From the government’s standpoint, however, it has less

control over the industry than with direct regulation (Barde 1995).

There are a large number of voluntary programmes in the United States to motivate
firms and individuals to increase recycling, reduce waste, and promote conservation.
Participation in voluntary programmes often stems from the perception that because
participation is voluntary, these programmes are low cost, and there is also the ‘feel
good’ aspect of participation. US EPA (2001, 195) states that “voluntary agreements
appear to contribute constructive dialogue among groups that normally act as
adversaries.  Voluntary agreements also provide for more opportunity for

2

stakeholder participation than the status quo does.” At the firm level there can also
be pressure from shareholders, and sometimes firms may receive access to
information, technical assistance, or be used to trial new approaches to reduce
pollution or waste without cost. Voluntary programmes can lead to favourable
public relations, with public acknowledgement of their actions. Gaining a reputation
as being environmentally responsible can lead to increased product sales and market
share,”' a rise in those wishing to invest in the company, and increased access to
quality staff. There is also likely to be reduced public pressure to regulate these
industries (US EPA 2001). Firms may be motivated to be leaders in an
environmentally sound approach to production or practices, hoping that the

govermment will make this level of performance mandatory. This would effectively

. . 3
create barriers to entry for newcomers to the industry.*

committing to reduce the amount of waste to at most 15 percent of a motor vehicle by weight from
2002. This wasthe culmination of a four-year process and was prompted by a strict German bill in
relation to ELV disposal, and the likelihood of reasonably rigid legislation required by an EU
Directive (Lévéque and Nadai 1995).

*"Polls in the US provide evidence that consumers are willing to pay more for goods which have
environmental benefit (US EPA 2001).

32 An example of this is the use of the catalytic converter to reduce exhaust fumes and pollution. The
German automobile industry had mastered the catalytic exhaust technology (developed in the United
States) in order to meet the vehicle standards required to maintain their export of cars to the United
States. Furthermore, Bosch had a monopoly on the mechanical component of the electronic injection
system which was required for the catalytic technology (Hourcade. Salles and Théry 1992). The
German regulatory authorities supported by the country’s automobile industry. implemented stringent
national regulations on exhaust emissions and so put pressure on EU regulators to adopt exhaust
emission standards that would require the catalytic technology. These standards were opposed by
France (and also Italy and the United Kingdom) as the catalytic converter was not compatible with
their lean-burn technologies. The emission standards were adopted. however, thus the market for
Bosch technology expanded, and German auto manufacturers. already experienced in catalytic
technology, gained a competitive advantage (ibid.; Lévéque and Nadai 1995).



Dissemination of information on environmental effects of production processes,
product inputs, and disposal of the final good can influence the behaviour of
consumers and producers. Information disclosure provides consumers with the
opportunity to gain utility from knowledge about the content of a product, and the
way it has been manufactured. Decisions on where to live and work can be informed
decisions. Requirements regarding information disclosure can encourage producers
to voluntarily improve environmental practices, technologies, and inputs. The use of
information disclosure as a tool is expanding. This is due firstly to the falling costs
of collecting, processing, and disseminating information, and secondly, with higher
incomes and better education, consumers, employees and shareholders are increasing

their demand for environmental information (US EPA 2001).

2.7.5 Evaluation criteria for environmental policy instruments

Sterner (2003, 134) states that “although the facts in any one case may be highly
uncertain, there is a great need for stability and credibility in policymaking. Any
policy instrument that lacks credible, long-run commitment will be resisted by both
judicial and political means. . .” When evaluating a policy instrument it is necessary
to be able to assess it in terms of environmental impact, cost of implementation, any
other unintended effects, and the likelihood of acceptance within the community in

which it will reside (Smith and Vos 1997).

The first evaluation criterion has to be environmental effectiveness. Since the goal
of these policy instruments is to reduce damage to the environment, the first
assessment must be to determine the extent to which the instrument will achieve the
environmental objectives. Smith and Vos (1997) suggest that environmental
effectiveness can be assessed at different levels. If for example a policy is aimed at
reducing waste for landfill disposal, assessment would include the actual measure of
waste reduction, the impact of this reduction on the local environment,53 and the
economic value of reduced waste disposal to the landfill. Assessment would also
have to include secondary environmental effects (a policy aimed at waste reduction

is also likely to increase recycling levels). Where several complementary policy

** This would need to be net of any effects resulting from illegal dumping as a consequence of the
policy.
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instruments are used in tandem it can be difficult to separate the environmental

effects attributable to each instrument.

The second criterion for evaluation is that of economic efficiency. The policy
instrument should achieve the environmental objectives at least cost to society. The
criterion of economic efficiency should be central to the appraisal of the relative
costs and benefits of any competing policy instruments (Smith and Vos 1997,

Opschoor and Vos 1989).

A third evaluation criterion is that of administrative efficiency and practicability.
The implementation and enforcement of policy instruments needs to be assessed in
terms of the costs to administer the policy and the level of information required
(Opschoor and Vos 1989). Smith and Vos (1997, 92) define administration costs as
“costs incurred by the public sector (government departments and regulatory
agencies) in operating regulatory and market-based systems, including measurement,
monitoring and other information costs, the costs of collecting charges or taxes, and
costs of enforcement activities” and compliance costs as “the administrative and
managerial costs incurred by the taxpayer in complying with the environmental
policy measures.” These are a dead-weight cost to the economy, irrespective of
whether borne by government or in part by the private sector. Efficiency goals are at
risk when administrative costs are high (Opschoor and Vos 1989). Sometimes it
may be possible to combine the information gathering and monitoring with other
activities, or some of it may have been carried out for commercial or research and
development purposes. In these instances administrative and compliance costs are
reduced (Smith and Vos 1997). In terms of practicability the policy instrument

needs to be simple and transparent (Turner and Pearce 1994).

A fourth criterion for evaluation of an environmental policy is its concordance with
the institutional framework (Opschoor and Vos 1989). Turner and Opschoor (1994,
11) say it must be consistent “with policy developments such as deregulation, policy
integration, [and] international harmonisation.” Smith and Vos (1997) separate the
overall institutional framework into three parts, political, administrative, and
economic institutions. Political institutions refer to the legislation and also the

political structures of central government and local authorities, and whether the
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power for policy-making is centralised or decentralised. Administrative institutions
include government departments, local authorities, existence of specific jurisdictions
for environmental management, and the distribution of administrative tasks and
responsibilities between public or private institutions. There are also the existing
traditions, ideology, culture, and the framework of property rights within that society

that are referred to as economic institutions.

Institutional considerations affect both policy-making and implementation. At the
policy-making level acceptance is likely to be influenced by past effectiveness of
similar policies within that society. Choice of instrument will be influenced by the
‘regulative tradition,” so that countries which have preferred the use of Rls to protect
their environment may be less open to the introduction of Els. In a climate of
deregulation, moral suasion (through industry agreements) can be preferred over Els
(Opschoor and Vos 1989).** There is also the transitional phase as policy measures
move from cure to prevention, which could lead to a shift in policy instruments used
(ibid)).”> Choice of instrument is also likely to be influenced by the legal and
administrative structures already in place, and by the prevailing ideology. Change
takes time and is often viewed with scepticism. For this reason incremental reform
of policy may be more acceptable than wholesale reform. Acceptance can also be
swayed by stakeholders and interest groups56 (Smith and Vos 1997).
Implementation of the policy instrument is also affected by the type of governance
and its backing of the policy. A confrontational style is acceptable in some cultural
settings, while in others it is counterproductive, and an initially lenient approach that
works toward cooperation has greater success. The level of resourcing available is a
principal determinant in the level of implementation possible and in the ultimate
performance of the policy. So too is the availability of information, which often has
to come from those who will ultimately come under the regulation or economic
instrument. The degree of cooperation between the two groups (the regulators and
the regulated) is likely to determine the level of information provided. Due to the
asymmetry of information it could negate the objectivity in the design and

implementation of the policy instrument (ibid.).

Sf This has been the case in both Germany and the Netherlands (Opschoor and Vos 1989).

% In Sweden there has been a shift from the use of both regulations and financial assistance to
regulations and charges (Opschoor and Vos 1989).

* This is mentioned also in sections 2.5, 2.6 and 2.7.2.



With these various influences it is difficult to determine the degree to which
institutional factors affect the choice and success of an environmental policy
instrument. Therefore Smith and Vos (1997) suggest that while we can assess the
relative strengths and weaknesses of an existing policy instrument, we cannot

necessarily assume that it would have been the ideal choice.

Another consideration when evaluating policy instruments is the dynamic effects.
Although sometimes difficult to measure, consideration should be taken of whether a
policy instrument is stimulating or stifling innovation within the industry. With the
global market place, innovative technologies are not determined by one country’s
policy instruments, therefore that country will not wish to have innovation and
change impeded by the use of domestic policy instruments (Smith and Vos 1997). In
addition, the passage of time can increase estimates of damage caused. For example,
a rise in population and/or wealth increases the quantity of waste for disposal, and
growth in knowledge leads to an increased awareness of social costs causing the
estimation of them to move closer to their true value. For these reasons flexibility is

important for a reasonable outcome toward efficiency (Sterner 2003).

When considering policy instruments, consideration must be taken of distributional
and equity concerns. The desire for efficiency tends to lead a society toward a
market solution but this may not be socially acceptable (Sterner 2003). “Whether the
polluter or society should bear the costs of pollution is a question with aspects of
efficiency, welfare, and ethics” (Sterner 2003, 182). To illustrate, closures of
polluting industrial plants can result in widespread job losses, beyond the confines of
those plants. A policy that results in collective urban waste disposal has a
progressive distribution effect since it is the poor who are most affected by
accumulating waste and the associated risks of sickness and disease, as they are less

able to afford medical care.

In addition to equity effects, there is the potential for other unintended or secondary
impacts on the wider economy. Included in these are effects on prices (possibly
even inflation), trade patterns and competitiveness. and economic growth (Smith and

Vos 1997).



In this chapter presentation has been made of some of the literature concerning the
economics of recycling and waste management and the externalities associated with
waste disposal. Since many of these externalities are public ‘bads,” reducing them
usually requires some level of government involvement in the management of waste
disposal. This involvement is most often at the local government level and involves
the collection and final disposal of waste. Where consumers are not required to face
the full social cost of their disposal decisions, they are unlikely to reduce the volume
of waste they generate to the socially optimal level. Market-driven and govermment-
driven recycling schemes were reviewed, leading to an observation that too much
govermment intervention in recycling has at times led to an adverse outcome.
Finally, examination was made of the role of regulatory, economic and suasive
instruments in the management of waste. This included assessing the strengths and
weaknesses of the policy instruments that have been used and where possible
commenting on their effectiveness. This review of the literature has set the context
for the thesis so that the focus can now centre on the specific issue of the disposal of

redundant motor vehicles.
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Chapter Three

Recycling and Disposal of
End-of-Life Vehicles

“There is no other mass-market product of such complexity
that can boast a recycling quota as high as that of the car.”
BMW Group (2001b, 2)
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3.1 Introduction

The issues regarding waste management discussed in the previous chapter apply to
the disposal of post-use motor vehicles. Compared with many consumer goods,
motor vehicles have a high level of recyclability. The American Automobile
Manufacturers Association estimates that in the United States approximately 94
percent of retired cars are recycled (Staudinger and Keoleian (2001).' Due to their
complexity they do not fit the closed loop recycling criteria, but at least 75 percent of
a vehicle (by weight) can be profitably recycled. The recycling and disposal of
motor vehicles does, however, result in externalities that impose a cost on society,
and it is contributing to policy for the management of ELV disposal to minimise
these externalities that is the aim of this thesis. Before this can be attempted it is
necessary to have detailed knowledge of the automobile recycling process and the
specific environmental impact from motor vehicle disposal, which is the focus of this

chapter.

This chapter will first provide a brief account of the evolution of automobile
recycling in Section 3.2. Current practices in motor vehicle recycling are presented
in Section 3.3 along with the changes that are taking place to accommodate
dynamics in vehicle design and changing regulations and standards. The economic
issues with regard to the automobile recycling industry are discussed in Section 3.4,
and Section 3.5 outlines the environmental impacts from vehicle disposal both within

the recycling industry and outside it.

32 The Evolution of ELV Recycling

When the owner of a vehicle determines that its value is such that it is too costly to
keep it licensed and roadworthy, the vehicle is deemed by the owner to be an end-of-
life vehicle (ELV). ELVs are either of negligible value after a lifetime of use, or are
premature ELVs, having been ‘written off’ after involvement in a major accident

(den Hond 1996).

" This compares with the recycling of approximately 61 percent of aluminium beverage cans, 58
percent of newspapers, 48 percent of steel cans, and 35 percent of glass containers (Bellmann and
Khare 1999). In Sweden the recovery of glass soft drink bottles is a habit that has become ingrained,
so that the recovery rate consistently reaches 98 percent (Sterner 2003).
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The makers of automobiles have been recycling at least part of their product since
Henry Ford began making motorcars early last century. In the United States during
the 1940s and 1950s most ELVs were acquired by salvage yards for the removal of
valuable parts and metals. Once the valuable parts were removed for resale car
bodies were usually incinerated to remove all the worthless, combustible material.
After this process the metal components of iron, heavy and light steel, and
aluminium were removed and sorted for scrap. Light steel was the most valuable,

and was manufactured in open-hearth steel furnaces (Seidl 1995).

In the 1960s several changes took place. There was a noticeable increase in the
number of new vehicles being manufactured which ultimately led to an increase in
the number of vehicles being discarded, putting pressure on the ELV recycling
industry. The most serious threat to ELV disposal, however, was the change in steel-
making technology, away from the open-hearth furnace to the basic oxygen furnace.
While greatly improving efficiency in steel production, this change in technology
utilised much less scrap steel than was previously the case in the open-hearth process
(den Hond 1996). The large decrease in demand for steel scrap reduced the
economic viability of automobile recycling. Businesses that had once bought car
bodies from their owners began instead to charge owners for the disposal of their
ELVs. Consequently, rather than being recycled via the appropriate channels,
thousands of automobiles were abandoned to rust on roadsides or in makeshift

junkyards.

The number of abandoned vehicles was reaching crisis point, with policy makers
looking for a legislative solution, however, a solution came through technical
innovation. The electric arc furnace was the first of these innovations. These
furnaces were superior to the basic oxygen furnace, particularly in specialised areas
of the market, like those producing reinforcing bar and wire. Set-up costs were
relatively low, metal impurities less critical, and as a result electric arc furnaces were
quickly adopted. The electric arc furnaces used steel scrap almost exclusively,
therefore with the increase in the number of electric arc furnaces, the price of steel
scrap soared. The other innovation was the metal shredder and its associated
separation mechanisms. The shredding technique was patented in 1920, but it was

not until the late 1960s that it was utilised on an industrial scale (Seidl 1995). The
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metal shredder takes a whole automobile shell and hammers it into fist-sized chunks.
[t then separates out the ferrous and nonferrous metals, leaving the automobile
shredder residue (ASR) to be disposed of in landfills. Once separated, the resulting
ferrous product is easily used by the steel industry. The shredding and separation
technology reduces the level of contamination in the steel scrap and provides a way
to recover the nonferrous metal content, thus adding value to the post-use motor

vehicle.

With these two innovations (the shredder in particular), the automobile recycling
industry was reborn. The ELV became a valuable commodity, and market forces
saved an environmental and aesthetic problem. Germany began using metal
shredders in the early 1970s, and within twenty years about two hundred shredders
were operating in the twelve Member States of the European Union, shredding some
80 to 90 percent of all ELVs (den Hond 1996). By the beginning of 2000, more than
220 European shredder facilities and over forty media separation plants were
processing more than nine million cars each year, over 90 percent of all European
ELVs (Recycling International 2000). In North America by 1992 there were

approximately two hundred shredding operations (Staudinger and Keoleian 2001).

3.3 Current Recycling Process for ELVs

Motor vehicles are a complex good made up of a wide variety of materials, some of
which are hazardous in nature. This makes the recycling of them a complex process.
Prior to recycling, hazardous components and substances must be removed, the first
of which is the battery containing lead and sulphuric acid. Once drained and
decontaminated the acid can be reused for metal electrolysis. The plastic from the
battery case can be reused to produce the next generation of battery cases. Tyres are
removed for recycling or disposal’ and LPG tanks must be removed. If suitable,
LPG tanks can be reused, otherwise the gas is removed and they are melted down for
scrap metal. Pyrotechnical devices (airbags and seat-belt tensioners) are defused,
and the chlorofluorocarbons (CFCs) and hydro chlorofluorocarbons (HCFCs) are

removed from air-conditioning units by a trained technician, and the refrigerant is

* Used tyres can be retreaded, however, the demand for retreads has fallen with the drop in the price
of new tyres and the reduction in the age of tyres permitted to be used for retreads. Used tyres can
also be shredded and crumbed to produce a variety of rubber products. but with more discarded tyres
than demand for the recycled rubber products, many waste tyres are used in energy recovery.
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sold for reuse. Operating fluids must be drained and collected. The average volume
of operating fluids in an ELV is approximately nineteen litres,® much of which can
be reused. The ethylene glycol in coolant can be separated from the water by
distillation to be reused for coolant or, alternatively as a solvent in the paint industry.
Oils and greases are often reused by the automotive dismantler, or collected and
refined for alternative use. All that has been described in this paragraph is termed
the depollution of an ELV and once it has occurred, recycling of the ELV can
proceed (Auto Recycling Nederland BV 2002; Fletcher n.d.). Depollution is usually
carried out in compliance with environmentally driven regulatory requirements

(Staudinger and Keoleian 2001).

The first step in the recycling process of the ELV is the high-value recycling which
is the removal of complete, serviceable parts for resale. These are most often the
electromechanical parts (engines, transmissions, alternators, clutches, water pumps,
and motors for power windows), whole front and rear ends, body panels, wheels, and
glass, depending on the condition of the parts and their sales potential (Fletcher n.d.;
Staudinger and Keoleian 2001). Automotive dismantlers carry out the high-value
recycling. They usually use an electronic system to inventory, locate, and sell their
spare parts, and reference to this system also helps in deciding which parts to remove

for resale (BMW Group 2001b).

The second step is materials recycling, where car parts are removed and sorted
according to their composition, whether plastic, aluminium, copper, glass, foam, and
etcetera. Dismantlers also carry out this second step in the recycling process, the
separation of materials. The materials in these parts are then processed ready to be
used for the manufacture of new parts and products. BMW has been at the cutting
edge of materials recycling and has created closed material cycles for many par‘[s.4
Currently on BMW model lines the proportion of recycled plastics has reached 15
percent (BMW Group 2001b). The Netherlands also achieves a high amount of

materials recycling. For example. the polyurethane foam in car seating is used to

* This is, on average, 2.6 litres of engine oil. 1.3 litres of transmission oil, 1.1 litres of final drive oil,
0.8 litres of steering gear oil, 2.8 litres of radiator coolant, and 10.4 litres of fuel (Fletcher n.d.).

* For example. the rear window shelf in a BMW is made of 90 percent recycled plastic. the wheel arch
liners protecting the inside of the fenders are made almost entirely firom recycled plastic material. and
the plastics for the BMW 3 Series rear-light are chosen for compatibility so that they can be recycled
together.
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make the rebonded foam in mattresses, sports mats, and furniture. Plastic bumpers
and all types of glass can be collected for recycling (Auto Recycling Nederland BV
2002).

Step three in the automobile recycling process is the recovery of metals, both ferrous
and nonferrous. This occurs at the shredding stage, which is the capital-intensive
part of the recycling operation (den Hond 1996).° Most often shredders are
integrated with a ferrous-metal separation and recovery unit, to increase efficiency
and save on transportation costs. Once the metal pieces leave the shredder, induction
magnets are used to separate out the iron and steel, enabling the recovery of at least
95 percent of the ferrous metal content of a car hulk. Several different techniques
are used to separate nonferrous metals from the remaining materials. These
methods, like magnetism, induction, and relative density, are based on the physical

properties of the various metals being separated (ibid.).®

The quantity of materials recovered from motor vehicles varies depending on the
composition of the vehicle and the extraction processes used to recover them. An
estimate of the materials recycling of an ELV (after the removal of parts) is between

65 and 75 percent ferrous scrap, 2 to 4 percent nonferrous metals, and the remainder

is ASR.

ASR is the unprocessed residual produced during the shredding and material
recovery process. It is typically a conglomeration of different types of plastics,
metal fines, glass, textiles, rubber, oils and dirt,7 and it is the indefinite composition
of the shredder waste that makes the recycling of it so difficult. To date most
countries landfill their ASR. In the United States there is between three and five
million tons of ASR produced each year (DeGaspari 1999). In addition, due to
contamination with oil, concentrations of heavy metals, and an undefined mixture of

organic substances, ASR can be classified as hazardous waste. (Seidl 1995).

*“The largest shredders in Europe have a destructive power equivalent to 6,000 horsepower™ (den
Hond 1996, 75).

¢ Over 90 percent of the aluminium content can be recovered.

7 Bellmann and Khare (1999) give the approximate composition of the ASR as 33 percent plastics, 25
percent elastomers and tyres. 16 percent inert materials, 13 percent glass, 4 percent wood fibres. 4
percent under seal coating, and 2 percent metal fines.
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In the last forty years there has been an on-going change in the material composition
of automobiles, which impacts on the recycling and disposal of them. These changes
have come about in response to both customer and producer demands. Over the
decades consumers have looked for improved car performance in terms of fuel
efficiency, reliability, comfort, safety, and durability. = Automobile producers’
requirements then are for materials that are lightweight, high-strength, corrosion-
resistant, efficient to process, and in response to legislation, recyclable (Bellmann
and Khare 2000; den Hond 1996; Seidl 1995). Manufacturers have to try and
balance the conflicting pressures on them to produce a vehicle that is fuel-efficient,
so as to minimise energy consumption and carbon emissions, while being as
recyclable as possible. Table 3.1 shows the changing composition of European
passenger cars since 1960 with the substitution of ferrous metals by plastics and

lightweight metals.®

Table 3.1: Estimated Material Composition of an Average European Passenger
Car (as a percentage of total weight)

1960 1965 1975 1985 1990 1999
Steeland Iron 85 76 77.5 68 67 66.5
Plastics 0.9 2 35 10 11 15.5
Aluminium 14 2 29 45
Lead, Copper, Zinc 3 4 25 3 6 49
(incl. Al) (incl. Al)
Other (primarily glass, rubber, 9.7 16 13.6 14.5 16 13.1

and paint)

Source: Foryears 1965, 1985, den Hond (1996) (where the figures are cited from Menges, Von Eysmondt,
Feldhaus, and Offergeld (1988)).
For years 1960, 1975, and 1990, Seid! (1995).
For 1999, percentages given are the average material composition of current Opel cars (Zoboli, Barbiroli,
Leoncini, Mazzanti, and Montresor 2000).
The increasing use of lightweight materials in automobile manufacture has led to an
increase in ASR for disposal. Motivated by extreme pressure on landfill capacity in
some Western European countries, and the threat of stringent regulations, many
resources have been directed into research initiatives to increase recycling from
ELVs. Much has been achieved through the voluntary actions of those in the

automobile industry. as they have made product design optimised for recycling, a

¥ Examples of this are plastic bumpers. and increased use of plastics in the car interior. In addition,
new components such as impact absorbers, heat and sound insulating plates, and under-body
coverings are often made of plastics (den Hond 1996). In fact 7.5 percent of all plastics produced are
used in car manufacturing (Collins, Fanning, Crowe, and Meaney 2002).
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priority. Areas targeted have been the ease of drainage and dismantling of hazardous
substances, the ease of dismantling of components, materials composition and

identification, and the use of recyclable materials (Beck 2001).

The BMW Group has been a pioneer in developing recycling concepts and methods
since 1990, well before being required to do so by law. From the outset of vehicle
design, consideration is taken of “the use of recyclable plastics and/or composite
materials, a reduction in the number of ditferent grades of plastic in use, the choice
of suitable joining techniques, the use of recycled plastics, and the making of parts to
enable a separation to pure materials” (BMW Group 2001a, 7). Since 1993 BMW
has required all design engineers to include notes on the recyclability of every
component they develop. This obligation influences the choice of materials used and
the ease of disassembly. A relatively straightforward design change can initiate a
significant improvement in the recycling process (BMW Group 2001b). The
research emphasis of the BMW Group’s Recycling and Disassembly Centre is on
low-cost techniques that can be used by small firms without having to install costly,

high-tech equipment (BMW Group 2001 b).’

To facilitate dissemination of information from the car manufacturers to the
dismantlers, the Internationale Dismantling Information System (IDIS) was created.
IDIS is an international database compiled by more than twenty automobile
manufacturers, through which up-to-date disassembly information is supplied to the
car recycling industry. Although initially developed at the European level under the
leadership of BMW.'" it now includes Japanese and American automobile
manufacturing partners, providing detailed materials information and disassembly
recommendations for 364 vehicle models and more than twenty thousand
components (ARGE-Altauto 2000; BMW Group 2001b). IDIS encourages the
dismantling of a growing volume of plastic types so that more plastic components

are able to be recycled.'’ It is technically feasible for 40 percent of the total plastic

* An example of this is a compact device that allows a raised vehicle to be tilted, enabling the
lubrication oil in shock absorbers to be drawn off efficiently.

' By the end of 1999, an ID1S CD-Rom in eight languages had been circulated free-of-charge to
2.500 dismantlers throughout Europe.

" To illustrate: The BMW 3 Series recvclable plastic parts for the first generation (1975-1982)
amounted to 4 kg: for the second generation (1982-1990) it was 9 kg: for the third generation (1990-
1998) it was 26 kg: and the fourth generation (since 1998) it was as high as 43 kg.
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content in an automobile to be mechanically recycled, however, whether this is

economic depends on the purity of the materials recovered.

Considerable effort (in Western Europe in particular) has been directed into
increasing the recycling rate of ELVs. It is therefore interesting to note the findings
of a sub-project of the Environmental Car Recycling in Scandinavia project
(ECRIS), which was undertaken from 1994 to 1998. The sub-project was the Life-
Cycle Assessment (LCA) that monitored, measured, and aggregated the
environmental impacts of a motor vehicle from ‘cradle to grave.” This included
emissions generated during the extraction of raw materials, the production process,
the useful lifetime of the vehicle and its final disposal. If the motivation for
increasing ELV recycling rates is to reduce the environmental impact from ELV
disposal, then the findings of the LCA are interesting. The LCA found that
increasing the ELV recycling rate from 75 percent to 85 percent reduced the total

environmental impact from the recycling phase by only 2 percent (ECRIS 1998).

3.4 Economic Issues Within the Automobile Recycling Industry

It is the demand for used car parts, along with the steel industry’s demand for ferrous
scrap that have driven the automobile recycling industry, and in most countries both
the automobile dismantlers and the metal recyclers operate under open market
conditions. In the mid-1990s the North American automobile recycling industry
employed approximately eighty thousand people doing almost four billion dollars in
gross annual sales attesting to the fact that automobile recycling is an economically
profitable business (Altshuller 1997). The North American industry boasts some
twelve thousand automotive dismantlers and approximately 185 shredding
operations, with a total of more than two hundred shredders (DeGaspari 1999). In
the United States in 2001, enough steel was collected for recycling from post-use
automobiles to produce more than fifteen million new vehicles (Steel Recycling

Institute n.d.).

The future economic viability of the recycling industry is dependent on a number of
factors, which include crude oil and other energy prices, labour costs. disposal fees.
and public pressure and government action regarding environmental standards

(Bellmann and Khare 1999). Also affecting the proportion of scrap to waste are



changes in the material content of vehicles, technological advances in separation and
recycling techniques, transportation costs, quantity streams for materials recycling

and landfill capacity (Energetics, Incorporated 2001).

In most industrialised countries the market structure of the dismantling industry has
been one of a large number of operators, each operating labour-intensive, and low-
technology facilities with limited geographical scale. Since most processes are
labour-intensive, dismantling operations do not exhibit increasing returns to scale.
Large-scale operations therefore, are not required for this step of the recycling
process (Bellmann and Khare 2000; den Hond 1996). “In some countries,
dismantling is still subject to uncertain or disregarded legislative frameworks, as well
as limited technical and environmental requirements” (Bellmann and Khare 2000,
679). As countries adopt increasingly stringent environmental regulations regarding
the removal and disposal of hazardous substances at the dismantling stage of the
automobile recycling process, the dismantling industry is undergoing restructuring.
Where automotive dismantlers are subject to licensing and monitoring, the increased
compliance costs are forcing the closure of some dismantling facilities while those
efficient operators meeting environmental standards are increasing their market

12
share.

With the automobile recycling industry dependent on the sale of scrap metal,
viability is linked to world scrap steel prices and the changing composition of the
motor vehicle away from metal toward plastics. Directly affected are the shredding
operations as the quantity of steel recovered for recycling decreases and the quantity
of ASR for disposal increases. In parts of Western Europe it is the extreme pressure
on landfills that has led to the extensive recycling of nonmetal materials from EL Vs,
Landfill fees in the US have been relatively low, which means the burden for
American automobile shredding companies has not been too great. In Japan and the
EU, however, where landfill fees can be between two and ten times their United
States counterparts, ASR disposal is costly (Altschuller 1997). In addition, where
countries or states have given ASR ‘hazardous waste’ status, the costs of ASR

disposal have increased.

"2 This has happened in Germany and the Netherlands, resulting in an improvement in the quality of
vehicle depollution and a reduction in the environmental impact of the recycling industry.
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Dismantlers too are affected by the rising nonmetal composition of the motor
vehicle. They face additional cost increases where there is increasing pressure (or a
government mandate) to collect from ELVs the nonmetallic recyclable materials for
which there are currently very few markets. For some recyclable materials the cost
of collection, separation and recovery is greater than the cost of the virgin material
and the performance of the recycled material is inferior (Energetics, Incorporated
2001). As den Hond (1996) points out the cost of additional recycling must take this
into account and should be weighed against the cost of alternative waste

management options for these materials, like incineration and landfilling.

3.5 Environmental Impacts of ELV Disposal

Motor vehicles contain hazardous fluids, gases, and heavy metals; consequently the
disposal of ELVs has the potential to impact negatively on the environment. This is
the case whether an ELV is abandoned or whether it enters the recycling system. A

summary of these environmental impacts are presented in Table 3.2.

Table 3.2: Negative Environmental Impacts from ELV Disposal

Key Issue Releases to Environment Resource Loss/Waste

Abandoned vehicles Release of hazardous fluids, Some abandoned ELVs not
disturbed water flows, visual entering the recycling
pollution, vermin habitat etc. stream, so loss of metal

scrap.

Poor practices at Release of hazardous fluids, ELYV fluids not recycled.

dismantlers and ELV air-conditioning gases etc.

recyclers

Limited materials recycling  Use of land for waste Limited recycling of
disposal. nonmetal materials in ELVs.

More virgin materials
required.

Landfill contamination Potential leaching of ELV fluids and a small
hazardous fluids and heavy proportion of metals not
metals from ASR at landfill recycled.
sites.

Fires at tyre stockpiles Emit toxic pollutants into Energy not recovered nor
atmosphere. rubber recycled.

Adapted from Environment Australia 2002

As seen in Table 3.2 abandoned vehicles impact on the environment in a number of
ways. The vehicle can leak hazardous fluids into soils and groundwater. and when
dumped in waterways can disturb water flows (Environment Australia 2002;

Staudinger and Keoleian 2001). A dumped vehicle causes visual pollution. provides
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a habitat for vermin, and can encourage the illegal dumping of other waste at the
same site. An ELV that does not enter the recycling system is an unused source of
ferrous and nonferrous scrap metal. In addition the recycling of steel when
compared to the production of virgin steel uses 74 percent less energy, 40 percent
less water, and reduces air and water pollution by 86 percent and 76 percent

respectively (Environment Australia 2002).

Depollution at automobile dismantling facilities can be carried out in such a way as
to have no detrimental effect on the environment. This would usually be in
jurisdictions where the facility must hold a consent to handle and dispose of
hazardous substances, and where operations are regularly monitored. However, for
the worst-case scenario, air conditioning units may not be removed and hazardous
fluids may not be drained into storage containers, but just left to leak out of car
hulk’s ruptured tanks and broken pipes as ELV hulks are left stacked in piles

awaiting transportation to the shredder (refer to Table 3.2).

Most often, to reduce cost, car hulks are crushed prior to transportation to the
shredding facility. This makes it difficult to check that fluids and toxic compounds
have been correctly removed, consequently the shredder operator has limited control
over the feedstock for the shredder (Beck 2001). The shredding process creates
intense heat that vaporises some of the hazardous fluids and residues still present in
the ELV polluting the surrounding atmosphere ([British Columbia] Automotive
Retailers Association 2002). In addition the ASR is often contaminated with oil,
coolant, and the heavy metals mercury, lead, zinc cadmium, and hexavalent
chromium. There is potential for these to be released into the environment when the

ASR is disposed of in the landfill (see Table 3.2).

Whole discarded tyres are an environmental hazard in a landfill as they trap air and
moisture, and the build up of oxygen and methane gases causes them to work to the
top, breaking the landfill surface and making aftercare expensive. Finally, the
stockpiling of tyres provides another environmental hazard with the outbreak of fire
being a relatively common occurrence. These fires are difficult to extinguish and

emit toxic pollutants into the atmosphere.



Other environmental impacts relate to energy use. These are the energy burdens of
transportation, the shredding operation, material separation, and the recycling
operations, including the remanufacture of removed electro-mechanical parts and the
smelting of scrap iron and steel (Staudinger and Keoleian 2001). It is evident
therefore that ELVs have the potential to impact negatively on the environment in a

number of ways during their recycling and disposal.

To conclude, in terms of the waste management hierarchy motor vehicle disposal is a
success story with EL Vs having the highest level of recycling of any mass-market
product. Since vehicles contain hazardous substances, however, their disposal does
have a negative impact on the environment. In this research examination will be
made of the situation in New Zealand regarding the disposal of ELVs, with the
following questions being addressed. What level of automobile recycling is
currently being achieved in New Zealand? Should more resources be employed to
improve this level of recycling? Can the negative environmental impacts from ELV
disposal in New Zealand be reduced? What is the extent of the abandoned vehicle
problem in New Zealand and what steps can be taken to reduce this problem? In
Chapter Four the New Zealand context for this research is presented, and the

research method is outlined.
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Chapter Four

Context and
Research Methodology

“Extremism with respect to garbage solutions is ideologically
satisfying, and some of the nation’s most prominent extremists
on garbage issues have played a valuable educational role. In
the real world, however, an insistence on utopia always

causes trouble.”
Rathje and Murphy (1992, 239)
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4.1 Introduction

Presented in this chapter is the New Zealand context for the discussion of ELV
management. Outlined here are the changes that have taken place in recent years
regarding the size and age of New Zealand’s light motor vehicle fleet. Following
this, presentation is made of the methodology that will be undertaken in order to
fulfil the objectives of this research. Briefly restated from Chapter One these
objectives are firstly, to outline the current practices and the level of recycling
achieved by the automobile recycling industry in New Zealand, including the
environmental impact from the industry. Secondly, to quantify the annual number of
vehicles abandoned in New Zealand and the cost to local authorities to remove and
dispose of them. Thirdly, to identify the factors contributing to vehicles being
abandoned without penalty and fourthly, to ascertain the policy instruments that have
been employed to reduce abandoned vehicle numbers, and evaluate their success.
Fifthly, to investigate policies and practices used in other countries for the
management of ELV disposal, and to assess their effectiveness and their application
for the New Zealand situation.  The final objective is to put forward
recommendations to improve the management of motor vehicle disposal in New

Zealand.

The chapter is presented as follows. An overview of the deregulation of the New
Zealand motor vehicle industry and its subsequent effect on the size and age of the
light motor vehicle fleet is proffered in Section 4.2. The research methodology is
presented in Section 4.3, beginning with an introduction, followed by the survey
methods to be used to survey the New Zealand automobile recycling industry and the
local and regional authorities. The approach to the analysis of the motor vehicle
legislative framework and the institutional practices relevant to that framework are
outlined, and finally, the survey method used for the international case studies

regarding the management of EL Vs is presented.

4.2 Recent Changes in the New Zealand Motor Vehicle Fleet

In the last seventeen years there has been a notable change in the size and age of the
New Zealand motor vehicle fleet. The catalyst for this change was the deregulation
of the motor vehicle industry, which began in late 1986. The industry had previously

been regulated through sales tax, import tariffs. and import licensing. The removal
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of these regulations resulted in a considerable increase in the supply of motor
vehicles into New Zealand. Motor vehicle prices plummeted, particularly in the used
car market, and as Nicholls (chairman of the Independent Motor Vehicle Dealers
Association (IMVDA)) said “almost everyone, from students onwards, eventually
began to afford a decent set of wheels” (Curtis 1999a, 41). In 1986 there were 1.5
million passenger cars and vans in New Zealand, and by June 2003 there were more
than 2.4 million passenger cars and vans, an increase of 61 percent (Land Transport

Safety Authority (LTSA) 2004).

The deregulation of the industry began in October 1986 with the removal of the 30
percent sales tax on new vehicles. The sales tax was replaced by the goods and
services tax (GST) of 10 percent. The effect was an immediate decrease in the price
of new cars, and prices continued to fall through 1987. This had a flow-on effect on
the value of used cars in New Zealand, with their prices falling some six to nine
months later (Bilton 1997). Up until 1984 importers were required to have an
import licence and any fully assembled imported car (with the exception of those
from the United Kingdom and Australia) also incurred a 45 percent tariff (ibid.).' In
addition, an import licence was needed. By the early 1990s Australian imports were
tariff-free, vehicles imported from the United Kingdom still carried a 20 percent
tariff, and those sourced from elsewhere carried a 35 percent tariff. From 1992 the
tariff on all vehicles, other than those from the United Kingdom, was reduced at a
rate of 2.5 percent each year. By July 1997 the tariff on these vehicles had fallen to
22.5 percent, while it remained at 20 percent for the vehicles sourced from the
United Kingdom (Johnston 1997a). In May 1998 all the remaining tariffs on

vehicles coming into the country were lifted (Curtis 1999b).

The abolition of import licensing in the late 1980s opened the way for unexpected
competition in the form of used car imports. The importing of used vehicles began
slowly. but by 1992 Japanese used imports were flooding the market (Bilton 1997).
The average number of used imports coming into New Zealand each month rose

from 330 in 1986, to more than 9.300 by 1996.> At the same time the number of

" Fully assembled cars from the United Kingdom faced a 20 percent tariff and from Australiaa 15
percent tariff.
= In 2002 an average of 11.370 used imports arrived in New Zealand each month.
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new vehicles sold fell from 76,000 in 1986, to 64,400 in 1996, indicating that some
consumers were switching preferences from new to used imports (LTSA 2003a).
The increase in the number of vehicles entering New Zealand each year since 1960 is

shown in Figure 4.1.

Figure 4.1: Annual Registrations for Passenger Cars Entering New Zealand
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The effect of the deregulation of the industry can be seen in Figure 4.1, with a
marked increase in the number of vehicles entering New Zealand after 1986. By
1998 the annual number of cars entering the country had increased 74 percent from
that of ten years previous. In the decade from 1987 to 1996, 53 percent more cars
came into the country than in the decade prior to deregulation of the industry. More
noticeable, however, is the shift from new to used vehicle imports (which the LTSA
refers to as “ex-overseas” registrations). The number of used imports arriving in
New Zealand the decade following the beginning of the deregulation of the motor
industry, was a 2088 percent increase on the number of used imports arriving in the

decade prior to the industry’s deregulation.

The changing proportion of vehicles entering the country that are used vehicles, is

shown in Figure 4.2.
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Figure 4.2: Used Imports (“Ex-overseas” Registrations) as Percentage of Total
Passenger Cars Imports
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In Figure 4.2 it can be seen that as few as 5 percent of the cars registered for the first
time in New Zealand during 1986 were used imports. By 1999 this figure had risen
to 69 percent, therefore only approximately 30 percent of the passenger cars coming

into the country are new.

The impact of this influx of used imports on the New Zealand motor vehicle fleet
was to increase the age of the fleet.’ In 1988 16 percent of vehicles were less than
three years old, but in contrast, by January 1998 only 7 percent of vehicles were this
age (Tipping 1998).! Looking at the age of used imports entering New Zealand,
Johnston (1997¢) observed that in 1996 less than 3 percent were under two years old
and over 88 percent were more than four years old with 98 percent of used imports
being sourced from Japan. By 1998, however, other countries were also demanding
used Japanese cars and as a result used-car prices strengthened at the auctions in

Japan. The effect of this on the New Zealand market was reported by the LTSA who

? Initially the average age of vehicles reduced as people traded their old car for a newer used import.
but slowly the average age of vehicles increased as people chose used imports over new vehicles
(Johnston 1997b). Eighty percent of all new car sales are to companies and businesses, leaving only
20 percent being bought by individual motorists (Curtis 1999a).

* The proportion of the vehicle fleet that was less than three years old in 2002 was 7.6 percent (LTSA
2003a).



noted that New Zealand dealers were now importing older cars than previously (Gill
1999). The age of incoming vehicles in 2002 was slightly lower than those for 2001
and 2000, as can be seen in Figure 4.3. However, the average age of incoming used
cars in 2002 remained at seven years old. The ages of used car imports for the years

2000 to 2002 is presented in Figure 4.3.

Figure 4.3: Age of Used Passenger Cars Entering New Zealand, 2000-2002°
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It is shown in Figure 4.3 that of the used cars imported in 2002, only 0.74 percent
were less than two years old. In 2002 over 91 percent of used imports were more
than four years old.° Some 55.5 percent were between five and seven years old
(inclusive). Forty-one percent of used imports in 2002 were less than seven years
old, as compared with 30 percent in 2001 and 33 percent in 2000. However, 13
percent of used imports were at least ten years old when they arrived in the country
in 2002, which was an increase on the 8.6 percent in 2000. Therefore, while a
greater proportion of used imports in 2002 were newer than in 2000, the proportion
of very old imports had also increased. The impact this has on the overall age of the

New Zealand passenger car fleet (in 2002) is shown in Figure 4.4.

* The figures for 2003 were not available at the time of writing this thesis.

® This figure is obtained by summing the percentages of incoming cars that were five or more vears
old (15.2%+17.0%+23 3%+12.7%~9.8%+7.6%+3.6%+1.526-0.3%+0.1%). This figure is similar for
2001 and 2000.



Figure 4.4:; Cumulative Age of New Zealand Passenger Car Fleet in 2002

(%)
100 -
90 -
80
70
60
50
40
30
20

10—

0 T H T ‘ i T T T L T T i T T T N T
1 3 5 7 9 1 13 15 17 19
Agein years

T T T T T T T T T 1

21 23 25 27 29 31

Source of data: Transport Registry Centre, LTSA

It can be seen in Figure 4.4 that only 5 percent of cars on the New Zealand Motor
Vehicle Register in 2002 were less than two years old. Approximately 10 percent
were less than four years old, which meant that 90 percent of all cars were at least
four years old. Only about one-third of passenger cars were less than nine years old
making two-thirds at least nine years old, and more than half of all registered cars

were at least eleven years old.

The average age of the passenger car fleet from 1998 to 2002 is shown in Table 4.1.

Table 4.1: Average Age of the New Zealand Passenger Car Fleet
1998 1999 2000 2001 2002
Average age of passenger 9.83 9.90 10.97 11.08 11.16

car fleet (years)
Source of data: Transport Registry Centre, LTSA

The average age of passenger cars has continued to increase, with the average car on
New Zealand roads in 2002 being 1.33 years older than the average car in 1998. In
addition, the standards for vehicle roadworthiness have risen (particularly with
regard to rust checks), so that the combined effect has seen a measurable decrease in

the value of old cars in the last few years (Tipping 1998).
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It is these changes in New Zealand’s motor vehicle fleet that have prompted concern
regarding the management of ELVs in New Zealand. Key issues are the number of
vehicles not being handed in for recycling, the number of vehicles being abandoned
without penalty, and the potential risk to the environment through poor disposal
practices for ELVs. Externalities arise from vehicles being abandoned on public and
private property, and from poor recycling practices, since costs are incurred that are
not considered in the decision-making process of those involved in these disposal
practices. When not taken into account by those causing them, the externalities
become a cost to society. The aim of this research is to provide recommendations
for the improved management of ELVs that will reduce the environmental cost to
New Zealand society from motor vehicle disposal. The remainder of this chapter is

devoted to the research methodology used to achieve this aim.

4.3 Research Methodology

To meet the research objectives restated in Section 4.1 the following approach will
be taken. Firstly, a survey of the New Zealand automobile recycling industry will be
undertaken using interviews and secondary data to determine current practices,
environmental impacts and the level of recycling being achieved. Secondly, surveys
will be conducted of all local authorities in New Zealand in order to establish the
extent of the abandoned vehicle problem and the role of local government in dealing
with this problem. The role of local authorities in the collection of ELVs for
recycling will also be ascertained. Thirdly, examination will be made of the
legislative framework pertaining to motor vehicles, and interviews and secondary
data will be used to analyse the institutional practices related to the framework.
Fourthly, case studies will be undertaken to examine overseas experience in the
recycling and disposal of ELVs and in dealing with abandoned vehicles. The case
studies will be carried out through interviews and the collection of secondary data.
Finally, examination will be made of the New Zealand situation in the light of
lessons learned from overseas experience, which will give rise to recommendations

for the improved management of motor vehicle disposal in New Zealand.

43.1 Survey of the New Zealand automobile recycling industry

A survey will be conducted of the key participants in the New Zealand automobile

recycling industry. and those responsible for monitoring the performance of industry
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participants with respect to environmental compliance. Information will be sought
on practices regarding the depollution of ELVs, the level of recycling undertaken,
and the environmental impact of each process in the automobile recycling chain.
Included in the survey will be several automotive dismantlers, interviewed regarding
licensing requirements, depollution practices, and the separating of materials and
parts for recycling or reuse. To provide information on the recycling and disposal of
hazardous substances from automotive dismantlers and the level of external
monitoring of the industry, local and regional authority officers will be interviewed.
For information regarding the crushing and transportation of ELVs headed for the
metal shredder, an interview will be conducted with the Director of Gamma
Corporation, which is a company operating a crushing and transportation service.
An interview and site visit will be undertaken at the metal shredder in Auckland
owned and operated by Sims Pacific Metals Limited, and at Redvale Landfill which
disposes of all automobile shredder residual (ASR) from that metal shredder. The
scrap steel from the shredder is recycled at Pacific Steel, a division of Fletcher
Challenge Steel and Wire Limited, therefore an interview will conducted with the
Communication Manager of Fletcher Challenge Building, Steel Group. With regard
to the recycling and disposal of tyres, information will be sought from tyre shredding
services J & J Laughton Shredding Services Limited, and from a site visit of Rubber
Technologies Limited, a producer of crumb rubber for reuse. Secondary data will
also be gathered from Exide Technologies regarding the recycling of lead-acid
batteries, and from the Ministry for the Environment regarding the recycling of used

oil.

4.3.2 Local authority surveys regarding the disposal of ELVs

There are seventy-four local authorities throughout New Zealand of which fifteen are
city councils and fifty-nine are district councils. The Local Government Act (1974)’
charges local authorities with responsibility for the removal, storage, and disposal of
vehicles abandoned on roads within their area of jurisdiction. In order to determine
the magnitude and cost of the abandoned vehicle problem nationwide, a survey will

be conducted of 73 of New Zealand’s local authorities and the data will be

" And subsequently the Local Government Amendment Act (No. 3) 1992.
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aggregated.® The survey will also seek to establish the extent of local authority

involvement in the collection of ELVs for recycling.

The questionnaire entitled Abandoned Vehicle Survey (a copy of which can be found
in Appendix One) is designed to ascertain the magnitude of the abandoned vehicle
problem and the approach taken by local authorities to address the problem. The
survey will provide a good estimate of the annual number of vehicles abandoned
nationwide in recent years, and the annual cost to local authorities to remove and
dispose of these abandoned ELVs. It will also provide information on the
destination of these abandoned vehicles, and will help determine the destination of
specific components of ELVs separated before the hulk is shredded. The survey will
also quantify the number of local authorities providing a collection site for ELVs
waiting to be recycled, and will establish the cost to leave a vehicle stripped or
unstripped at this collection site. ELVs crushed and transported to the shredding
operation are required to be stripped, which means they have undergone depollution
and have had the wheels, seat foam, and vinyl removed. To make the distinction that
more is required than just the depollution of the ELV, the term stripped has been

used in preference to ‘undergone depollution.’

Since little is known about the response and/or concerns of local authorities to the
issue of abandoned vehicles in their area of jurisdiction, the latter part of the
questionnaire includes some open-ended questions in order to gather this
information. The purpose of these is firstly to find out about any approaches taken
by local authorities to reduce the number of vehicles being abandoned in their city or
district, and to encourage the responsible disposal of ELVs. Secondly, to identify the
main areas of concern regarding environmental damage resulting from vehicles
being abandoned. Thirdly, to provide an opportunity to local authorities, as
stakeholders in the issue of ELV disposal, to suggest possible measures that could be

implemented to reduce the number of vehicles abandoned each year.

¥ The Chatham Islands District Council is not on the two main islands of New Zealand and is not
included in the survey. A point to note is that the shredding company Sims Pacific Metals Ltd. does
organise for the periodic removal of ELVs from the Chatham Islands, shipping them to their
shredding plant (pers. comm. Sims Pacific Metals Ltd. 2000).
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As the research developed it became clear that more information was needed from
local authorities. After consultation with the appropriate council officer at three
different councils, a second survey was developed. The second survey uses the
questionnaire entitled Abandoned Vehicle Survey Il (see Appendix One). This
second questionnaire is divided into two parts, the first part (Part A) relates to
abandoned vehicles, and the second (Part B) deals with local government facilitation

of ELVs into the recycling system.

The first two questions of Part A ask for the number of abandoned vehicles, and the
estimated cost of removal and disposal of these vehicles for 2000 and 2001. The aim
of the next set of questions is firstly, to establish an estimate of the rate of success in
tracing the owners of abandoned vehicles, and secondly to identify key hindrances to
tracing abandoned vehicle owners. This second part will be achieved using a Likert
scale.” A number of suggested hindrances will be put forward, to which each
respondent is to indicate on the Likert scale the extent to which they agree or
disagree with that suggested hindrance.'” For the next question the respondent is
asked to provide an estimate of the number of abandoned vehicle owners prosecuted
annually. Following on from this, respondents are asked to provide reasons for not
enforcing liability on the owner of the abandoned vehicle. Possible reasons are
suggested, accompanied by a Likert scale on which respondents are required to
indicate the extent to which they agree or disagree with the reason given. The last
three questions in Part A of the questionnaire asks respondents to give their opinion
on policy alternatives (suggested by council respondents in the first survey) as
possible options to reduce the number of vehicles being abandoned throughout New

Zealand.

Part B asks for the annual number of ELVs left at the collection site for the city or
district, and the cost (stripped and unstripped) to do so. Where owners are permitted
to leave an unstripped vehicle for the crusher, the council respondent is asked to

provide the cost to the council to have a vehicle stripped. Respondents are then

? A Likert scale provides a statement for which those surveyed are required to respond by rating that
statement on a one-dimensional response scale. The survey writer provides the options on the
response scale.

"1 = totally agree, through to 5 = totally disagree, see question five of Abandoned Vehicles Survey
I1.
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asked if local authorities have imposed fines on owners of abandoned vehicles, and
also if local authorities have offered incentives (other than amnesties) to encourage
the disposal of EL Vs into the recycling system. For those local authorities that offer
amnesties for the collection of unwanted ELVs, respondents are asked to provide
details on the nature and duration of the amnesty. They are also requested to provide
figures on the numbers of vehicles brought in under the amnesty, and the number of

vehicles abandoned during the amnesty period.

The intention from these two surveys is to take the responses from all the local
authorities and aggregate the data in order to provide an estimate of the extent of the
abandoned vehicle problem nationwide. The surveys will provide an insight into
hindrances in tracing the owners of abandoned vehicles, and also give a complete
picture of policy instruments already used for a trial period or currently in place

throughout the country.

The local authorities have been targeted for these surveys, as they are the authorities
primarily responsible for the removal and disposal of abandoned vehicles. The
regional councils can also be involved in abandoned vehicle disposal where the
vehicle is abandoned near or in water so that there is the threat of discharge into
water. For this reason all the regional councils will be surveyed by telephone and
questioned as to their involvement in the removal and disposal of abandoned
vehicles.  Vehicles abandoned in the country’s national parks become the
responsibility of the Department of Conservation (DOC). The DOC officer at one of
the more accessible national parks will be contacted and questioned regarding the
magnitude of the abandoned vehicle problem in that national park. From this
interview it will be decided whether it is necessary to survey the DOC officers in all
of New Zealand’s national parks. This will only be undertaken if it is decided that
the number of vehicles abandoned in the national parks will add to the overall

reporting of the extent of the abandoned vehicle problem.

4.3.3 Analysis of New Zealand’s motor vehicle legislative framework and
the institutional practices supporting it

Does the problem of abandoned vehicles arise simply trom a lack of resources to

enforce the laws? Is it possible to improve the existing laws and the institutional
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practices supporting those laws so as to reduce the opportunities for an individual to
abandon a vehicle without penalty? In order to answer these questions it will be
necessary to examine the sections of New Zealand law relevant to the issue,
determining whether they are in any way unclear so as to lead to difficulty in
enforcement. The relevant laws to be considered are:

e [ocal Govemment Amendment Act (No. 3) 1992, Section 2 which
empowers local authorities to remove abandoned vehicles from New
Zealand roads.

e National Park Act 1980, Section 71, relating to the removal and disposal of
vehicles abandoned in national parks.

e Reserves Act 1977, Section 110, relating to the removal and disposal of
vehicles abandoned in a reserve.

e Public Works Act 1981, Section 239 and Public Works Amendment Act
1988, Section 81, relating to the removal and disposal of vehicles
abandoned on public works land.

e Transport (Vehicle and Driver Registration and Licensing) Act 1986,
Sections 5, and 20 — 26, Transport (Vehicle and Driver Registration and
Licensing) Amendment Act 1992, Sections 13, 14, and 16, and Transport
(Vehicle and Driver Registration and Licensing) Amendment Act 1997,
Sections 7 and 8, which relate to continuous vehicle licensing and the

change of vehicle ownership.

In addition, an examination will be made of the institutional practices regarding the
motor vehicle licensing and ownership, which are the responsibility of the LTSA.
The investigation will be carried out through interviews with the Manager of Motor
Vehicle Operations at the Transport Registry Centre (TRC) of the LTSA. Use will
also be made of the written processes as outlined on LTSA’s web site and the printed
fact sheets produced for public education. From the information gathered,
flowcharts will be created to follow through the steps taken to process, record (and
where necessary enforce) vehicle ownership, payment of taxes via continuous

licensing, and final disposal of a light motor vehicle.!" The flowcharts will be used

"' An employee of the TRC will check through the flowcharts for accuracy.
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to help identify areas of weakness in the institutional practices that allow ELV

owners to abandon their vehicles with impunity.

434 International case studies regarding the management of ELVs

Western Europe leads the world in the active management of the disposal of its
ELVs, therefore it is from here that lessons are likely to be learned through the
different approaches taken regarding automobile recycling and the problem of
abandoned vehicles. A detailed study will be made of four Western European
countries: the Netherlands, Germany, Sweden, and the United Kingdom. These

countries are chosen for a number of different reasons.

The Netherlands and Germany are chosen because they are world leaders in the
recycling of motor vehicles. In addition, each has taken a different approach to
ensure that nearly all retired vehicles in their respective countries enter the recycling
system. The Netherlands uses an economic instrument to facilitate a system that has
vastly improved both the quantity and quality of automobile recycling, and has
reduced the amount of ASR requiring disposal. In addition, the Netherlands is like
New Zealand, importing nearly all its motor vehicles, so that it does not have a local
automobile industry in which it can utilise recovered components and materials, yet
it has achieved a recycling rate of 86 percent of each ELV, by weight, in an

environmentally acceptable manner.

Germany’s approach is one of co-operation and shared responsibility, successfully
balancing regulatory and voluntary action. On the voluntary side, market-driven
interaction exists between materials providers and car manufacturers, and between
the collection, dismantling, shredding and disposal industries for ELVs. On the
regulatory side, government regulation controls the final deregistration of EL Vs, the
licensing and operation of all vehicle dismantling facilities, and sets the standards
and procedures to ensure that environmentally sound practises occur (Zoboli,

Barbiroli, Leoncini, Mazzanti, and Montresor 2000).

Sweden is included as it is a world leader in the use of a disposal charge and refund
(similar to a deposit-refund system) for automobiles. introduced to reduce the

number of vehicles being abandoned each year. Since 1975, Sweden has provided a
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financial incentive to encourage the delivery of ELVs into the recycling system. In
addition Sweden, like New Zealand, does not have the same landfill constraints as
the Netherlands and Germany, and as in New Zealand, its car fleet is relatively old,

with 55 percent of the fleet being at least ten years old in 1999 (Zoboli ef al. 2000).

The United Kingdom automobile recycling industry has always been market-driven,
but as a Member State of the EU, the United Kingdom will have to increase the
recycling rate of its ELVs and will be required to improve the depollution practices
in its management of ELV recycling and disposal. The United Kingdom also has a
serious problem with abandoned vehicles. How the United Kingdom attempts to
solve this problem and improve its recycling rates and depollution practices with

regard to ELVs, is of interest to New Zealand.

In order to be able to provide a detailed overview of the ELV recycling and waste
disposal practices in these four countries, interviews are to be conducted with
representatives from both government and industry. The purpose of these interviews
is firstly, to provide details of the level of recycling being achieved and the level of
government intervention or the cost to industry to accomplish this. Secondly, to
outline the use and relative success of policy instruments in the management of
ELVs. Thirdly, to provide information on the institutional practices and law

enforcement that impact on the number of vehicles being abandoned.

In Germany, it is planned to interview a representative from the Federal Ministry for
the Environment, Nature Conservation and Nuclear Safety. For the industry
perspective, the BMW Group has been chosen as BMW has been at the forefront of
research and development for the dismantling and recycling of ELVs. In the United
Kingdom interviews will be conducted with representatives from the Environmental
Division of the Department of Trade and Industry, the Department for Transport,
Local Government and the Regions (DTLR), and from the recycling division of the
Society of Motor Manufacturers and Traders (SMMT). In the Netherlands oversight
of the management of ELVs rests with an organisation set up from the stakeholders
within the automobile importing and vehicle recycling industries. called Auto
Recycling Nederlands BV (ARN). Jt is ARN that contracts and monitors the

majority of the automobile dismantling. collection and recyvcling companies in the



Netherlands and liaises closely with the Dutch Govemment. Therefore in the
Netherlands it is the intention to interview a representative from ARN. It is planned
to collect information from Sweden using interviews via e-mail with a representative
from each of the Ministry for the Environment, the Swedish Environmental
Protection Agency, the foundation Hall Sveridge Rent (HSR) which deals with
abandoned vehicles, and Bilindustriféreningen (BIL Sweden), the Association of

Swedish Automobile Manufacturers and Wholesalers.

The results of the research undertaken will be presented in the following three
chapters. An outline of the current practices in each section of the New Zealand
automobile recycling industry will be provided in Chapter Five. This will include
environmental impacts from the operations and an estimate of the level of recycling
achieved. Chapter Six is to be divided into three sections following the introduction.
Presented in the first section will be the results from the two surveys carried out on
the local authorities in New Zealand. The second section will be devoted to the
examination of the institutional practices concerning ownership, licensing,
registration cancellation and disposal of motor vehicles in New Zealand. Outlined in
the third section will be the areas of weakness in the New Zealand legislation
pertaining to abandoned vehicles. Presented in Chapter Seven will be the
international findings from the study of the ELV recycling and disposal practices in

the Netherlands, Germany, Sweden and the United Kingdom.



Chapter Five

End-of-Life Vehicle
Recycling and Disposal
in New Zealand

“We abuse land because we regard it as a commodity
belonging to us. When we see the land as a community to
which we belong, we may begin to use it with love and
respect.”

Aldo Leopold
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5.1 Introduction

In this chapter the results of the survey of the New Zealand automobile recycling
industry are presented. The activities of each of the participants in the recycling
industry are outlined, and where possible the extent of the recycling undertaken is
given, along with the environmental standards and degree of monitoring in those

sections of the recycling chain most likely to impact negatively on the environment.

An overview of the recycling process in New Zealand is given in Section 5.2 and the
five sections that follow provide details of the activities of each participant, namely
the automotive dismantlers, the mobile crushers, the metal shredding operations, the
steel recycling, and the landfill disposal of automobile shredder residual (ASR). A
brief summary of the recycling and disposal of some of the hazardous materials in
ELVs is also presented here. Outlined in Section 5.8 is the recycling and disposal of
tyres, in Section 5.9, used oil and in Section 5.10, lead-acid batteries. The chapter is

concluded in Section 5.11.

5.2 Overview of the ELV Recycling Process in New Zealand

The New Zealand automobile recycling industry is market-driven, sustained by the
value of used car parts and recycled metals, all of which account for approximately
75 percent of a vehicle by weight. An overview of the ELV recycling process in
New Zealand is presented in Figure 5.1 (see following page).! Figure 5.1 shows the
main recycling activities undertaken and the positive and negative financial and
environmental outcomes from these activities. The process begins with ELVs of
value being sold by their owners to automotive dismantlers. Some ELVs of negative
value are also taken to dismantlers, while others are taken to scrap metal dealers, and
some are left at local authority collection sites to be crushed and transported directly
to the shredding operation. Once the vehicle is at the dismantling facility, parts of
value are removed for resale. Depollution is undertaken, but without adequate

monitoring and enforcement it is not carried out on all ELVs.

" Figure 5.1 is adapted from the American Iron and Steel Institute (1992), reproduced in Recycling
Council of Ontario (1999).
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Figure 5.1:
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Therefore not all batteries, chlorofluorocarbons (CFCs) from air-conditioning units,
tyres, and used oils are reused or recycled. As a result hazardous substances enter
the environment with the effect of both an environmental burden and also a financial
burden in terms of the eventual cost of clean-up, and also the cost of replacing
substances and materials that could otherwise have been reused. From the
dismantler, scrap metal recycler or local collection point, the ELVs are crushed and
transported to the metal shredder. Here the steel is extracted and at the steel mill is
recycled into a number of different marketable products, most of which are sold in
New Zealand. The nonferrous metal is also separated, some for the domestic market
but most is exported to Korea and the Republic of China. The ASR is disposed of in
landfills. The bulk of New Zealand’s ASR is disposed of at Redvale Landfill where
there is minimal contamination into the environment and where the methane gas is

extracted and converted to electricity.

5.3 Automotive Dismantling Facilities?

There is no record of the number of vehicles passing through car dismantling
facilities in New Zealand and there is little organisation within the industry. The
industry has open entry, and while individual operators must hold a second-hand
dealers licence they are not legally required to hold an operating licence specific to
vehicle dismantling or, belong to an association. There are around 350 to 400
automotive dismantlers operating in New Zealand, of which approximately 180 are
members of the Motor Trade Association (MTA). While there are some high-
quality, high-cost operations, there are also a large number of small low-cost

dismantling operations (pers. comm. Motor Trade Association (MTA) 2002).°

Typically, when a vehicle is brought in to a dismantling facility it is assessed to

determine how much the dismantler will pay for it. Vehicles that are more than ten

? The information in this section has been obtained through interviews with the Manager of Motex
Partsworld, Lower Hutt (winner of the industry award for Good Practice Operator in 2002); a
representative from the Motor Trade Association; the Trade Waste Officer at the Hutt City Council;
and the Team Leader Compliance Monitoring at the Manawatu-Wanganui Regional Council.

* All references to personal communication by the author (as denoted by pers. comm.), can be found
directly following the bibliography.
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years old are usually of little or no value. Electro-mechanical parts are removed for
reuse, so are structural body parts, in particular front-end parts that are in demand by
panel beaters. Most dismantlers have their inventory of saleable parts computerised
and sell nationwide. When a customer phones in for a particular part, if the
dismantler does not have that part, s’he puts out a request on the nationwide
computer network of automotive dismantlers,® and within hours replies will come in
with the part and its price. The part is couriered to the dismantler and the costs are
passed on to the customer. Motex Partsworld, Lower Hutt also exports car parts to
Samoa, Fiji, Papua New Guinea, and sometimes Nigeria and Jamaica. There is a
market for catalytic converters due to the value of precious metals contained within
them. Catalytic converters are collected and bought from automotive dismantlers,

and are usually exported to the United States (pers. comm. Motex Partsworld 2002).

Some dismantlers accept ELVs of zero or negative value, free-of-charge. If the
vehicle is to be collected, it is done so at the owner’s expense. Motex Partsworld has
an arrangement with a neighbouring scrap metal recycling firm that accepts ELVs.
Motex Partsworld arranges for the ELV to be delivered to the scrap recycler and in
return may request a couple of vehicle parts. The scrap recycler will remove the
hazardous substances and any parts or materials of value to sell for scrap, and then

stores the car hulk for collection by the mobile crusher.

With regard to the removal and disposal of hazardous fluids, gases and components
from vehicles, practices and standards are variable with some ELVs not undergoing
depollution prior to recycling. Many dismantling facilities were in operation a long
time before environmental standards were introduced that would require improved
practices with regard to the removal and disposal of hazardous substances from
ELVs. Since that time many dismantlers have provided a suitable area for the
depollution of incoming vehicles. This area would typically have cover from the
weather, an impermeable floor, a collection facility for hazardous fluids, plus an
action plan and clean-up equipment in the event of a spillage. This they have done
either on their own initiative, with encouragement from the MTA, or as a

requirement from their local authority. As a service to their members, the MTA

Partslink is a computer network linking most automotive dismantlers, and has been in operation for
around ten years.
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provide plans, specifications, and guidelines for the depollution area of a dismantling
facility. The MTA also have nine regional managers who audit compliance with the
Code of Practice it has for all members of the association, and with guidelines
provided for the handling of used oil etc. (pers. comm. MTA 2002). The Ministry
for the Environment has also published a document entitled “What’s in Your Waste?
A resource for trade businesses” (MfE 2002c), which identifies for automotive
dismantlers the hazardous fluids, gases, and parts of an ELV to be removed, giving
their New Zealand Waste List Code. Also provided are the current and best
management practices. With limited resources in city, district, and regional councils,
regular monitoring of dismantling facilities does not always take place so that a
number of automotive dismantlers will not be in compliance with the environmental

standards, giving them an economic advantage over compliant operators.

The automotive dismantler is subject to the same waste management practices as any
business operating within the jurisdiction of that particular local authority. A model
bylaw exists regarding trade waste management, which is then tailored to suit each
region. An example of this is The Hutt Valley Trade Waste Bylaw 1997, which sets
standards for trade wastes and facilitates the disposal of such wastes, on behalf of
both the Hutt City, and the Upper Hutt City Councils. The Hutt City Council
requires businesses to hold a trade waste consent, and monitors trade waste disposal.
A business has three options regarding trade waste. The first option is to contain all
waste, so that there is no discharge into the environment at all. In this case
everything gets passed to a waste handling company for disposal. The second option
is to meet the criteria for authorisation from the local authority to connect to the
trade waste disposal system. The final option is to discontinue the activity, where
that activity is not in compliance with the Resource Management Act (RMA) 1991.
Alternatively it could be declared a contaminated site and go on the contamination
register. Many dismantling facilities will choose the second option. Dismantlers and
others in the automotive industry require a Trade Wastes Discharge Consent in order

to discharge into the sewer those wastes which comply with the Bylaw.
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The Hutt City Council puts out two guidelines for those in the automotive industry
within their jurisdiction. The first of these’ lists those waste products from the
automotive industry which are prohibited entry into the sewer system, and provides
an alternative disposal method for such products. Waste oil is one such substance
which must be separated from other waste, and can be collected by one of a number
of companies offering such a service.® Antifreeze must not be discharged into the
sewer or storm water system. It must be separated from other wastes to be recycled
by workshops operating antifreeze-recycling machinery, or to be collected by a
waste disposal company. Battery acid contains high levels of metallic contaminants
and is also corrosive to the sewer. It must be stored and collected by a recycler or
waste recycling company, who must also collect chlorinated solvents, oil-based paint
residues or waste thinners. Acidic or alkaline waste cleaning solutions may be
acceptable for the sewer system after pre-treatment to bylaw acceptance standards.
This is the same for radiator repair wastewater, which can contain high levels of
zinc, lead and copper.7 Diesel, petrol, kerosene, degreasers, and solvents are
prohibited from entering the sewer system. Any discharge likely to be contaminated
by these substances must be effectively trapped by a pretreatment system. The
second guideline distributed by the Hutt City Council® provides a suggested pre-
treatment system for a wash pad, steam-cleaning bay or depollution area, and
includes the regular maintenance requirements of such systems by a waste disposal
contractor. ELVs containing an air-conditioning unit require a trained person to

come and extract the gases from that unit (pers. comm. Hutt City Council 2002).

Discharge into a reticulated system is the responsibility of city and district councils,
but where there is a discharge into the environment (either directly or from that
reticulated system) it becomes the responsibility of the regional council.” Section 15
of the RMA (1991, 164) prohibits the discharge of contaminants

“into water; or . . . onto or into land in circumstances which may result in that
contaminant . . . entering water; or . . . from any industrial or trade premises

* “The Automotive Industry and the Trade Wastes Bylaw — A guide for local businesses.” See
Appendix Two.

® Dismantlers pay to have their waste oil collected.

7 Settlement and/or filtration in the pre-treatment system will enable the removal of heavy metals.
¥ “The Automotive Industry and the Trade Wastes Bylaw — A guide to Wash pads. Radiator Repair
Waste and Storm water Diversion Valves.” See Appendix Two.

® Refer to Section 30 of the RMA (1991).
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into air; or . . . onto or into land — unless the discharge is expressly allowed by
a rule in a regional plan...”

In addition “open buming of . . . materials and metals that are components of motor
vehicles . . . is a prohibited activity” (Manawatu-Wanganui Regional Council 1998,
41). Regional councils do not have the resources to monitor all industrial or trade
premises on a regular basis. For this reason the Manawatu-Wanganui Regional
Council concentrates when monitoring for compliance, on one type of industry at a
time, but will also investigate another in response to a complaint. Where a
dismantling operation is unable to control the destination of its contaminants, a
resource consent is required (RMA 1991). The Manawatu-Wanganui Regional
Council prefers to take an educatory approach with poor operators giving advice and
presenting the different options available to control and capture hazardous
substances from the ELVs received. It is then up to the operators to choose the
preferred method for controlling the removal, collection and disposal of hazardous

substances at their facility. When these are controlled and collected a resource

consent is no longer required (pers. comm. Manawatu-Wanganui Regional Council
2003).

Photograph 2: Car hulks piled up at an automotive dismantling facility
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5.4  Mobile Crushers™

Car hulks are stockpiled at collection sites throughout the country, usually at
dismantling facilities, or at the local authority landfill, and sometimes on private
property. There are seven mobile bailers or crushers operating in New Zealand,
some of which are owned by Sims Pacific Metals Limited (the metal shredding
company) and the others are owned by contractors. They travel to the collection
sites throughout the country, crushing and removing the car bodies. One such
contractor is Gamma Corporation, which operates throughout the North Island as a
crushing and transporting service for scrap metal, and crushes and transports
approximately twenty-five thousand tonnes of ELVs per year. Gamma Corporation

collects car hulks free-of-charge, crushing and baling them."

The process of
crushing a car hulk involves putting the car body into the back of a mobile bailer
where the lid folds down, a ram pushes the car forward, and it is squashed into a
cube. If a crusher is used it simply flattens the car body. Sims Pacific Metals Ltd.
and Gamma Corporation contract out the freighting of the bailed or crushed car
hulks which are transported by truck and trailer units or by car carriers to the metal
shredding facility. Car carriers transport thirty to forty car bodies at a time to the
shredder in Auckland or Christchurch. The frequency with which the mobile
crushers clear the collection sites of car hulks varies around the country. For the
East Cape ELV removal can be as infrequent as once a year, for the Far North, every

six months and for most other areas it would be closer to three-monthly intervals.

Around the greater Auckland area ELV removal can be as often as once a week. 12

From both the safety and the contamination aspect, vehicles are required to have
undergone depollution and be stripped prior to being crushed. Hazardous fluids such
as lubricating oils, diesel, petroleum, antifreeze, must have been drained. It is also a
requirement that air-conditioning units have had the CFCs removed. Batteries. tyres,
and loose rubbish must be removed before crushing.'® The crusher operator does not

monitor this but takes it on trust that depollution has been carried out. In addition,

' The information in this section has been obtained through interviews with the Director of Gamma
Corporation.

" Along with ELVs. Gamma also collects and crushes other feedstock for the metal shredder, namely,
tin cans, white ware. roofing iron, old bikes, etc.

¥ Some tow companies in the Auckland area, dealing with ELVs, tow them directly to Sims Pacific
Metals Ltd in Otahuhu.

" Seats are supposed to have had the foam and vinyl removed. but this is not always the case.
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Photograph 3: Car hulk entering ELV Flattener

Gough Engineering, Christchurch

AR Lo S Y
Photograph 4: Car hulk emerging from ELV Flattener
Gough Engineering, Christchurch
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closed containers act like bombs in the crushing process, and so for this reason
drained petrol tanks must be punctured and LPG/CNG tanks removed. Glass
remaining after the car hulks have been crushed and removed is disposed of in

landfills (pers. comm. Gamma Corporation 2002a).

Photograph 5: Crushed car hulks being transported to the Metal Shredder

55 Metal Shredding Operations™

New Zealand has two metal shredders which take car bodies, household white ware,
and other metal goods, shreds them and separates the steel and nonferrous metals for
recycling. Sims Pacific Metals Limited, employing approximately sixty people,
owns both shredders. One of the metal shredders has been operating in Auckland
since 1980. Due to the increasingly high costs associated with transporting the car
bodies and other metal goods from the South Island up to Auckland, Sims Pacific
Metals Ltd. located a second shredding plant in Christchurch, which has been
operational since 1994. Sims Pacific Metals Ltd. is a fifty-fifty joint venture with
Sims Metals and Pacific Steel Ltd., with the metal shredding operation in Auckland

being situated on Pacific Steel’s premises in Otahuhu.

' Information was gathered from an interview with the Ferrous Trading Manager for Sims Pacific
Metals Ltd. and an on-site visit to the metal shredding plant.
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The two metal shredding operations process more than 10,000 tonnes of metal
feedstock each month, with the total estimate of nearly 180,000 tonnes of metal
goods shredded each year. Roughly half of the tonnage shredded is motor vehicle
hulks and Sims Pacific Metals Ltd. estimate that on average each tonne represents
two car shells. In this way the metal shredding company estimates that it could be
recycling up to 180,000 vehicles per year."”” The biggest cost for Sims Pacific Metals
Ltd is that of crushing and transporting the car bodies to the shredders. It is the only
recycler of automobile metals in New Zealand and the company states that they are

not operating at capacity. They would be able to recycle more car bodies if the

number of post-use motor vehicles in New Zealand increased.

=y

Photograph 6: Car hulks piled up for the Metal Shredder

Once at the shredding plant, a crane is used to turn the car hulk over, where it is then
checked to see whether the fuel tank is intact. If the petrol tank is intact, it is spiked,
and if the vehicle ran on LPG, the tank is removed in order to avoid an explosion
once it is inside the shredder. The car hulk is then fed down a chute which leads into
the shredder. The metal shredder takes a whole car body and hammers it into fist-

sized chunks. The shredder has a high-speed rotating shaft, which revolves at seven

' Others estimate the weight of a car hulk to be 600 to 800 kilograms (Collins, Fanning, Crowe and
Meaney 2002). Using these figures would put the number of car hulks shredded annually at nearly
150,000 (at 600 kg/hulk) or 112,500 (if the weight is 800kg).
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Photograph 7: Metal Shredder at Sims Pacific Metals Ltd., Auckland

Photograph 8: Metal going down the chute into the shredder
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hundred revolutions per minute. Attached to the shaft are fifteen flailing hammers,
which strike the car hulk either as it falls or, as it rests on the stationary plates
(‘grates”) that line the inside of the mill housing. The car body begins to break up on
direct contact with the hammerhead or as it is pummelled against the fixed surfaces
by the moving hammers. Four-inch perforated grates make up the fixed surfaces.
These allow fragments of the car body of an acceptable size to fall through onto the
first transfer belt. This transfer belt conveys the car fragments from the mill house to
a magnetic drum. They pass through the magnetic drum, which separates the ferrous
metal (all the iron and steel, with the exception of stainless steel) from the rest of the
material. This technique recovers approximately 95 percent of the ferrous metal
content of an automobile. Sims Pacific Metals Ltd recycles about five hundred
tonnes of steel'® on an average operating day. The scrap steel is stock piled ready to
go to Pacific Steel’s steel mill to be melted down and reused. When there is more
steel than Pacific Steel can use, the excess is exported to Indonesia, Korea, China,

and occasionally Japan.

After passing through the magnetic drum, the nonferrous material moves along a
conveyor belt to the eddy-current separator. This uses electromagnetic induction to
separate the nonferrous metals from the remaining material, which will become
waste. The nonferrous metals recovered are aluminium, zinc, brass, bronze, copper,
lead, magnesium, nickel and stainless steel. They move along another conveyor belt
where workers manually extract the copper, bronze and brass for the domestic
market. The remaining mixture of nonferrous metals is exported to the Republic of

China and Korea where it is manually sorted and then recycled.

Approximately 75 percent of the input into a shredder is steel and 2 to 4 percent is
nonferrous metals. All of the metal content is extracted and either recycled in New
Zealand or exported for recycling. The remainder, referred to as ASR or ‘fluff is
destined for the landfill. In Auckland all the ASR from the metal shredder is
disposed of in the Redvale landfill. During the shredding process there is no further
contamination of the materials that will ultimately be disposed of in landfills (pers.

comm. Sims Pacific Metals Limited 2000).

' This steel is sourced, not just from automobiles, but also from white ware, and other metal goods.
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Photograph 9: Shredded cars being conveyed to the magnetic drum

Photograph 10: Separated ferrous metal ready for the Steel Mill
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5.6  The Steel Mill”

Pacific Steel is a division of Fletcher Challenge Steel and Wire Limited and is solely
a recycling plant. The only producer of wire rod, reinforcing bar and merchant bar
products in New Zealand, Pacific Steel produces for the domestic market and
increasingly exports to niche markets in the Pacific Island and Pacific rim countries.

Nearly all the scrap used in steel production is sourced from Sims Pacific Metals

Ltd.

At the steel mill the carefully controlled blend of iron and steel scrap is lifted by
overhead magnetic and hydraulic cranes into charging baskets, carrying on average
fifty-five tonnes of scrap, from which is produced some forty-five to fifty tonnes of
liquid steel. The charging baskets transport the scrap into Pacific Steel’s electric arc
furnace. The furnace powered by a transformer, transfers electrical energy in the
form of an electric arc to the scrap via three S00mm graphite electrodes. The process
is aided by an injection of oxygen into the furnace, and as a consequence the scrap
blend is melted. The addition of burnt lime produces a slag with the purpose of
removing impurities from the liquid steel. Fumes are extracted at a rate of three
hundred thousand cubic metres per hour and are collected in the steel plant’s fume
plant bag house. This is done in order to meet environmental regulations and as a
result environmental impact from the steel mill is minimal. Once the liquid steel has
reached both the correct temperature and the acceptable level of purity, it is ready for
casting in water-cooled billet moulds. The steel is now in a semi-finished form in

rectangular billets.

The billets are supplied to the rolling mill from the steel plant where they are
reheated to rolling temperature in a gas-fired furnace. The malleable billets are
passed through rollers to shape them into a variety of sizes. The finished product is
cooled before it is cut into specified lengths and bundled ready for dispatch. Fletcher
Challenge has a second, smaller rolling mill in Suva, Fiji, which sources billet from
Pacific Steel as well as from elsewhere. The Suva mill supplies markets throughout
the Pacific Islands and is also geared to meet orders of small or specialist product for

the New Zealand and Australian markets.

'” Information in this section was obtained through an interview with the Communication Manager.
Fletcher Challenge Building, Steel Group.
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A large amount of the recycled steel is made into reinforcing bar. The remainder
goes to the rod mill, which produces flat steel. Some rod is exported to the United
States and Canada (primarily for roofing), some supplies Pacific Wire and other wire
plants, while the rest is made into angles, flats, and channels. The Pacific Wire plant
produces both bright wire for reinforcing mesh, nails, and annealed wires, and
galvanised wire for fencing, roping wires, and staple manufacture. Pacific Wire
produced forty thousand tonnes of wire in 1999 (pers. comm. Fletcher Challenge

Building, Steel Group 2000).

5.7 Redvale Landfill*®

All of the ASR recovered from the Auckland shredding operation'® is transported for
disposal to Redvale Landfill in Rodney District, thirty kilometres north of
Auckland’s central business district. Owned by Waste Management NZ Ltd.,
Redvale landfill was opened in August 1993 and is New Zealand’s most
comprehensively engineered land disposal facility, and can boast full compliance
with the RMA (1991). It is the first privately owned landfill in New Zealand
permitted to accept municipal waste. It has a staff of thirty, and a design life of
thirty years, based on a daily estimated input of one thousand tonnes of waste. The
landfill operation has an area of sixty-nine hectares, and airspace of 20.4 million
cubic metres, which equates to a total refuse capacity of approximately fifteen

20

million tonnes.” Redvale accepts only non-hazardous solid wastes and special

wastes (Waste Management NZ Ltd. 2000).

Redvale Landfill is sited on an old lime quarry, which is an extremely suitable site
for a landfill. The underlying bentonitic mudstone and lime rock extend to depths in
excess of one hundred metres and have a permeability of not more than 1x10”
metres per second.”’ There are no aquifers of regional significance in the vicinity,
and this, along with the low permeability means that risk of groundwater

contamination has been virtually eliminated. Rainwater combined with other liquids

"® Information was obtained through an interview with the Landfill Manager at Redvale Landfill and
an on-site visit to the landfill.

" This is the majority of New Zealand's ASR.

** Approximately four million cubic metres in total will be used for daily and intermediate cover of
mudstone, lime rock, and soils.

*! This rate is stipulated by the US Environmental Protection Agency (US EPA) for non-hazardous
landfill facilities.
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from the compacted refuse, called leachate, collects at the base of the landfill and is
contained by the liner.”> To prevent build-up of the leachate, it is drained into one of
four sumps, each of which contains a submersible pump. The leachate is pumped
into storage tanks, and then on to a low-temperature evaporator, where it is
transformed into water vapour and then destroyed by a large ground flare. Any
residual solids from the leachate are conveyed back to the landfill (Waste
Management NZ Ltd. 2000). As a consequence the environmental impact from the

Redvale Landfill is minimal.

The natural decomposition of organic solids in a closed, oxygen-free, environment
like the Redvale sanitary landfill produces methane gas. Gas collection wells are
installed progressively during the development of the landfill. Header pipes transfer
the gas to a main, which feeds the gas processing facility. Some of the gas is used in
the evaporator and the flare, but as the volume of methane increases, more can be
used to generate electricity. The gas-powered engine drives a generator, providing
electricity, with a potential generating capacity of fifteen megawatts (Waste
Management NZ Ltd. 2000). The Redvale Landfill will continue to provide power

for about twenty years after the landfill is at capacity.

The Redvale Landfill accepts only “non-hazardous residential, commercial, and
industrial solid waste, demolition debris and sludges. ... [Some is deemed ‘special
waste” as it has been] generated by a special waste generator from a commercial or
industrial activity that requires special handling, burial, pre-treatment or testing
before it can be accepted for land filling” (Waste Management NZ Ltd. 2000, 3.12
and 3.16). ASR comes under this ‘special waste’ category. ASR is regularly tested
for nonferrous metal compounds (mostly zinc and lead) to check that it satisfies

compliance limits.

At Redvale, on-site water is channelled into relatively large sedimentation ponds,
where the suspended solids sediment is reduced to an acceptable level before being
discharged into a stream. There is continuous monitoring of the water entering the

sedimentation ponds for potential leachate contamination.

** The liner consists of a900mm laver of recompacted bentonitic mudstone on top of which is a laver
of lime rock rubble for a depth of 150mm.
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The destination of the bulk of New Zealand’s ASR, Redvale Landfill, is an
engineered land disposal facility which has minimal negative impact on the

environment and uses the methane gas it produces to generate electricity (pers.

comm. Waste Management NZ Ltd. 2000).

5.8 Tyre Recycling??

Traditionally old tyres were used by farmers to weigh down silage heaps, but a far
greater number are now being discarded than are required by farmers. It is estimated
that between 2.5 and 3 million tyres are discarded annually, with up to 1.2 million of
those coming from the Auckland region alone. More vehicles on the roads and
relaxed import restrictions on used tyres from Japan have increased the number of
tyres requiring disposal (J. & J. Laughton Shredding Services Ltd. 1997). In
addition many landfills no longer accept whole discarded tyres thus there is greater

demand for tyre shredding.

Most end-of-life tyres in the greater Auckland area are collected for recycling by J.
& J. Laughton Shredding Services Ltd, which was established in 1996. Collecting
around five thousand tyres each week J. & J. Laughton carries out scheduled runs
collecting from tyre shops and mechanical shops and work with some councils
collecting tyres from transfer stations.”* In addition, the firm has a contract with
Manukau City Council for the annual collection of tyres from households (pers.
comm. J. & J. Laughton Shredding Services Ltd. 2003). Once at J. & J. Laughton
the tyres pass through the initial shredding machine, which reduces them to one
quarter of their original size. A second shredder reduces the tyre chip to a size of at
most 16mm. The chips are passed through a magnetic extractor which leaves them
99% steel free.”® The tyre chips are non-toxic and are used to surface equestrian
arenas and children’s play areas (J. & J. Laughton Shredding Services Ltd 1997). J.
& J. Laughton also supplies Burgess Matting and Servicing Ltd. based in Wanganui.

Here the recycled rubber is used to make mats, carpet underlay, hoses, and pipes.

* The information in this section was obtained through an interview with J. & J. Laughton Shredding
Services Ltd. and through an interview with the owner and an on-site visit to Rubber Technologies
Ltd.

**J. & ). Laughton charges $1.65 plus GST to collect and dispose of a car tyre (pers. comm. J. & J.
Laughton Shredding Services Ltd.2003).

** An 8-kilogram tyre is made up of 5.5 kilograms of rubber, over 1.5 kilograms steel and less than 1
kilogram of fibre. The separated steel goes to Pacific Steel for recycling. The fibre is not separated
out but left in the rubber that is shredded for horse arenas and children’s play areas.



Tyres disposed of in landfills by J. & J. Laughton undergo the initial shredding
process only (pers. comm. J. & J. Laughton Shredding Services Ltd. 2003).

Rubber Technologies (NZ) Limited (Hamilton) began operating in September 2000
bringing new technology into New Zealand which reduced used tyres to fine rubber
crumb. Crumb rubber has many potential uses including industrial flooring, acoustic
barriers, wharf bufters, floating docks, athletic tracks, tennis courts, non-slip flooring
and swimming pool tiles. It can also be used mixed with hot bitumen for roading as
it increases the life of the road and reduces noise and road fatigue. Rubber
Technologies (NZ) Ltd. planned to expand the domestic market into many of these
areas and also to export crumb rubber (pers. comm. Rubber Technologies (NZ) Ltd.
2000). The firm had a contract with Bridgestone/Firestone Direct for all post-use
tyres from their company-owned stores to be recycled by Rubber Technologies (NZ)
Ltd. In spite of this Rubber Technologies (NZ) Ltd. went into liquidation in June
2002 leaving stockpiles on two sites of collectively more than one hundred thousand

tyres and a potential environmental disaster (Waikato Times 19 June 2002).%

J. & J. Laughton has investigated the possibility of expanding into refined granulated
or crumbed rubber but consider the current market in New Zealand to be limited, as
has been borne out by the fate of Rubber Technologies (NZ) Ltd. (pers. comm. J. &
J. Laughton Shredding Services Ltd. 2003). For this reason there are not more tyres

recycled in New Zealand.”’

5.9 Waste Oil Recovery

There is a core collection network for used oil currently operating in New Zealand.
The major oil companies provide a collection service for large workshops and some
service stations to which they supply new oil. In some areas refuse transfer stations,
landfills, and some oil retailers provide public collection sites for used oil (Ministry
for the Environment and Occupational Safety & Health Service 2000). Those
generating small quantities of used oil, however. are not always catered for and some

small towns and districts do not have access to public collection sites.

*® The stockpiled tyres became the problem of the landowners and became news again in June 2003
when more than 80,000 of them were illegally dumped in a rural community in Waikato District in a
night time drop (TV One News 26 June 2003).

" The percentage of used tyres that are recycled is unknown.
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Until 1998 the Dominion Oil Company was re-refining oil for reuse as a vehicle
lubricant. A lack of economic viability and continued difficulty in meeting
environmental standards, however, brought the plant to a close in mid-1998. Re-
refining of used oil is carried out on a small scale with specialist industrial oils, but is
unlikely to be a viable proposition for the bulk of used oil under current conditions in
New Zealand (Ministry for the Environment, MfE 2000). Without full nationwide
collection, and with the market unable to reuse all New Zealand’s used oil, it is

likely that some used oil is discarded into the environment.

A number of processors reprocess used oil for use as a fuel in several types of
burners. Contaminants are removed from the used oil by filtering or gravity
separation. Reprocessed oil is used as a supplementary fuel in the high temperature
burning in cement and process kilns, with much of it being used by Milburn Cement
Ltd. Low temperature atomising burners and vaporising burners are also fuelled by
used oil. Boilers, water heaters, and some space heaters are the main users of
atomising burners. Large atomising burners are used in asphalt manufacture.
Vaporising burners are frequently used as heaters in workshops but are less efficient

than atomising burners (MfE 2000).

5.10 Recycling Car Batteries

Lead-acid batteries are the most recyclable of any consumer product, with 98 percent
of a battery able to be recycled. Over 600,000 replacement automotive batteries are
sold annually in New Zealand, and of these, approximately 500,000 are recycled.
All of these are recycled at the battery manufacturer, Exide Technologies” Recycling
Centre in Petone.”® In the last few years the company has expanded the Recycling
Centre doubling its recycling capacity, and has carried out environmental upgrades,
including the installation of a top-quality air filtration system (Exide Batteries New

Zealand Ltd. 1999).

The company, in an arrangement with the Dominion Trading Co. of Christchurch set
up a nation-wide battery collection and delivery service (to the centre in Petone). At

the Recycling Centre a mechanical saw is used to cut through the base of the used

*® Of the five lead-acid battery recycling plants operated by Exide Technologies worldwide, the
Petone plant is the only one situated outside the United States.
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battery, in order to drain off the sulphuric acid, and any lead suspended in the acid.
A hammer mill is used to crush the drained battery, after which components of the
scrap battery are floated off through a series of flotation ponds. The crushed plastic
pieces from the battery case are re-granulated to be used for the next generation of
battery cases. The lead and lead oxide which remain are smelted in a rotary furnace
along with additives used to aid the purifying process. The refined lead (with a
purity of up to 99.97 percent), is used to manufacture new batteries at the nearby

Exide Technologies factory in Lower Hutt (Exide Batteries New Zealand Ltd. 1999).

51 Conclusion

Recycling of ELVs in New Zealand is market-driven. Automotive dismantlers
remove mechanical and structural body parts for resale but the percentage of an ELV
recovered by dismantlers for reuse is not measured, and is therefore unknown. At
the shredding facility all the ferrous metal in ELVs is recovered for recycling and
this accounts for 70 to 75 percent of an ELV by weight. Most of the nonferrous
metals are also recovered for recycling, adding a further 2 to 4 percent of an ELV
being recycled. Some tyres are recycled, as is some used oil, with 83 percent of car
batteries being recycled into new batteries. In total at least 75 percent of each ELV

(by weight) that enters the recycling system is recycled.

Many dismantling facilities carry out depollution of ELVs in a manner compliant
with both local authority bylaws and the RMA (1991). Where local authority
resources are limited and monitoring is not a regular occurrence, hazardous waste
disposal practices may not be up to standard and in some cases ELVs may not
undergo depollution. This provides opportunity for the leaking of hazardous fluids
into the environment either at the dismantling operation, when the vehicles are
stacked waiting for the crusher, during the crushing or the shredding process or,
when the ASR is contaminated prior to disposal in the landfill. The steel mill is
monitored to ensure it meets environmental regulations. The permeability of
Redvale landfill meets the standards required, further any leachate is drained off,
vaporised and destroyed. On-site water is channelled into sedimentation ponds and
monitored for potential leachate contamination, thus the landfill also is compliant
with the RMA (1991). From these results it can be concluded that the main area of

concern regarding environmental impact from the automobile recyvcling industry is
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the level of depollution of ELVs undertaken by dismantlers (either at their own
facility or at the local authority collection site) and the quality of the removal and
capture of these hazardous substances. Tyres remain a disposal problem in New
Zealand, as they do elsewhere. The domestic market for recycled rubber products is
limited so that a large proportion of used tyres are not required for recycling. Many
used tyres are shredded to go to landfills, some are landfilled whole, and some

remain stockpiled.

The functioning of the market in New Zealand does not ensure that all ELVs are
collected and enter the recycling system. Many ELVs are illegally abandoned,
creating an environmental and financial burden for society. The extent of this
problem is presented in the next chapter, as are factors that contribute to it, and local

authority initiatives aimed at reducing the abandoned vehicle problem.

96



Chapter Six

The Abandoned Vehicle Problem
in New Zealand

“Increasingly, the world around us looks as if we hated it.”
Alan Watts
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6.1 Introduction

The New Zealand automobile recycling system is well established and able to deal
with all ELVs. Not all ELVs, however, go directly into the recycling system, with
some ELV owners choosing to dump their vehicles on private or public land, on
roadsides, in rivers, down gullies or, in coastal areas. This has become a problem in
New Zealand and presented in this chapter are the results of an investigation into the
extent of the abandoned vehicle problem in New Zealand. The findings provide an
estimate of the annual number of vehicles abandoned on public land nationwide, and
an assessment of the cost incurred by local authorities to remove and dispose of
them. Environmental externalities associated with this problem are outlined. In
addition, factors that exacerbate the abandoned vehicle problem are identified, and
policy instruments used by local authorities aimed at reducing the problem, are

examined.

An outline is given of the regulatory framework established by the New Zealand
Govermment with regard to motor vehicles. The law concerning abandoned vehicles
is examined, as are the institutional practices concerning motor vehicle registration,

licensing, change of ownership, and cancellation of registration.

This chapter is presented as follows. The extent of the abandoned vehicle problem
and the factors that contribute to it are presented in Section 6.2. The focus of Section
6.3 is the current institutional practices regarding the motor vehicle ownership,
licensing, and registration cancellation and in particular the areas of weakness in
these practices which result in the loss of record of a vehicle’s ownership and
whereabouts on the Motor Vehicle Register. In Section 6.4 the laws relating to
abandoned vehicles are scrutinised for changes that can be made to reduce the cost to
society imposed through vehicles being abandoned. Section 6.5 concludes the

chapter.

6.2 The Abandoned Vehicle Problem in New Zealand

This section provides an overview of the abandoned vehicle problem ascertained
from the results of the two surveys (discussed in Chapter Four) of all the local
authorities in New Zealand. The overview includes the magnitude of the problem,

factors that contribute to it. and the local authority initiatives aimed at reducing the
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problem. Concerning the validity of the results, the first survey of local authorities
regarding abandoned vehicles achieved a 90 percent response rate, and the second
survey an 88 percent response rate.”  With the exception of one district council, all

seventy-three local authorities surveyed took part in at least one of the two surveys.2

6.2.1 The extent of the abandoned vehicle problem

The responses to the first survey of local authorities indicated that dealing with
abandoned vehicles might not have been too much of a burden in the first half of the
1990’s. In 1995, only twenty-one local authorities recorded the actual number of
vehicles abandoned within their jurisdiction, and the cost to the local authority to
remove and dispose of them. By 1997 this was beginning to change, with thirty-
eight local authorities recording both the number of vehicles abandoned and the cost
incurred by that authority to remove, notify, and dispose of the vehicles. In 1999,
sixty-three local authorities recorded the number of abandoned vehicles dealt with,

and an additional nine councils provided an estimate of this number.

The regional councils have varied involvement in the retrieval and disposal of
abandoned vehicles. Several regional councils have an understanding with the
district and city councils in their region that all abandoned vehicles, regardless of
where they have been dumped will be dealt with by the district and city councils.
Some regional councils take sole responsibility for vehicles dumped in (or alongside)
rivers and beaches, while others have shared responsibility and costs with the
appropriate district and city councils. Regional councils collectively retrieve and
dispose of around nine hundred vehicles dumped in or beside waterways each year,
the rest by agreement remain the responsibility of the district and city councils.® The
number of motor vehicles dumped in New Zealand's national parks each year is very
small, as is the cost to remove and dispose of them. For this reason they have not

been included in the overall accounting.

" Of those local authorities who responded to the second survey, twelve provided responses to only
the first two questions, supplying the figures on the number of abandoned vehicles and the associated
Costs.

* Most local authorities took part in both surveys. Survey | was conducted late in 2000, and Survey 11,
late in 2002.

* This figure was obtained from telephone interviews with the officer responsible in each of the
regional councils.
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In order to obtain an estimate of the annual number of vehicles abandoned
nationwide in New Zealand, data supplied by the local authorities (including the
regional councils) was aggregated. The total estimated numbers of vehicles
abandoned throughout New Zealand during the years 1999 to 2001 are given in
Table 6.1. Also presented in Table 6.1 are estimates of the total cost to local

authorities to deal with abandoned vehicles during the same period.

Table 6.1: Estimates of the Number of Vehicles Abandoned Nationwide, and the
Resulting Costs Incurred by Local Authorities
1999 2000 2001
Number of abandoned vehicles 24,300 27,700 25,200

Cost estimate to ratepayers, net of revenue  $3,047,800 $2,740,300 $2,741,000
(lower) ®

Cost estimate to rate-payers, assuming no $9,234,000 $10,526,000 $9,576,000
costs recovered (higher) °

Cost, if owners of 35% of abandoned $6,002,100 $6,841,900 $6,224,400
vehicles are traced & costs recovered ©

# Most councils provided the actual net costs recorded in the council's accounts, stating that officer time was not
included in these figures (most often this was simply actual tow fees and sometimes a storage fee arrangement).
Councils were then asked to provide an estimate of officer time devoted to dealing with abandoned vehicles in their
area. These estimates varied from between the equivalent of one full time person in the large cities (or in areas
with the greater problem), to two and three hours per week. Where city councils had contracted out the service, the
estimate of in-house time spent on contract management and call centre services was twelve to twenty-four hours
per week. Net costs plus estimated officer time was used to calculate the lower yearly estimates. These costs
have not usually included vehicle stripping costs.

® Some councils also gave their costs as an estimate of the average cost incurred to the council for each
abandoned vehicle. Again these varied from $100 per vehicle (excluding stripping costs), to $380 per vehicle. (A
breakdown of the $380 cost was as follows: $60 investigation, two tows at a minimum cost of $40 each, storage at
$12 per day for 25 of the 28 days, and $40 fee to strip the vehicle).” The higher cost estimates were calculated at
$380 per vehicle, with no costs recovered. These costs are exclusive of any costs recovered from traced vehicle
owners.

¢ Here, the higher cost estimates have been used, and the assumption has been made that of these abandoned
vehicles, 35 percent of the owners have been traced and council costs have been recovered, for each of the three
years. The origin of the figure of 35 percent of owners will be explained in the final paragraph of Section 6.2.1.

The number of vehicles abandoned nationwide from 1999 to 2001 is between 24,300
and 27,700. Although the first survey requested abandoned vehicle figures from
1995, an insufficient number of local authorities were able to furnish these data to be

able to provide a meaningful aggregate figure until 1999. Also given in Table 6.1 is

an annual estimate of the aggregated cost to local authorities to remove, notify, and

* These are estimates because as stated, nine councils estimated the number of vehicles abandoned in
their area. Also nine councils did not respond to Survey 11, but where these councils had provided
abandoned vehicle numbers in 1999. this figure was used as an estimate for 2000 and 2001. In
addition. whereas most councils gave their figures for a calendar year, nine councils gave their annual
figures from the period | July to 30 June. For the annual figures for these councils. in order to
approximate for the calendar year 2001 for example. the vehicle numbers and costs were used from
the period 1 July 2001 to 30 June 2002.

* One council gave $670 as the cost per vehicle for investigation. towing. storage, advertising and
finally stripping the vehicle. When compared with the other estimates. however, this figure was
considered an outlier.
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frequently dispose of these abandoned vehicles. Since local authorities nearly
always only had record of the actual costs paid out to tow operators, newspapers for
advertising, and possibly storage providers, cost estimates were calculated in two
different ways. These are explained in notes ‘a” and ‘b’ for Table 6.1. The estimates
were then adjusted to take account of those costs recovered from the owners of some

abandoned vehicles.

From Table 6.1 it can be concluded that on average approximately 25,500 vehicles
nationwide, are abandoned each year, and the annual cost to ratepayers to process
and dispose of these vehicles is just over six million dollars. This estimate requires
qualification, as the cost estimates do not include environmental clean-up costs when
recovering vehicles from places like rivers and coastline, or social costs resulting
from environmental externalities. In addition, some vehicles dumped in rugged
terrain (for example, parts of the Coromandel Peninsular) are never retrieved, as it is

too costly todo so. These vehicles number in the thousands nationwide.

As required by law nearly all local authorities attempt to trace the owners of
abandoned vehicles, with varying degrees of success. Fifty-two local authorities
provided actual figures or an estimate of the proportion of abandoned vehicle owners
they were able to trace in 2001. The results are presented in Table 6.2, which shows
the success of local authorities in tracing the owners of abandoned vehicles and

recovering costs.

Table 6.2: Success of Local Authorities in Tracing Owners of Abandoned
Vehicles and Recovering Costs

Proportion of abandoned vehicle owners traced: Number of local authorities

Fraction traced < % 33°

Y4 < Fraction traced < V2 9

¥ < Fraction traced < % 6

Fraction traced > % 4

 Fourteen of these thirty-three local authorities traced less than 5 percent of the abandoned vehicle owners.

From Table 6.2 it can be seen that thirty-three of the fifty-two local authorities (63
percent) traced at most one-quarter of abandoned vehicle owners. The fourteen local
authorities which traced less than 5 percent of the owners, represents 27 percent of

the total number of local authorities that responded to the question. Only ten local
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authorities (19 percent) traced more than one-half of the abandoned vehicle owners
and recovered their costs. Assuming that those local authorities that did not answer
this question traced less than 5 percent of the owners, it is estimated that
approximately 35 percent of abandoned vehicle owners nationwide are traced and
costs recovered.® It is interesting to note that the large city councils which provided
annual figures for the number of abandoned vehicle owners traced, recorded an

increase in the percentage of owners traced from 1999 to 2001.”

6.2.2 Factors hindering the tracing of abandoned vehicle owners

In the questionnaire for Survey II local authorities were provided with a list of
suggested hindrances to tracing abandoned vehicle owners.® Council officers were
asked to respond to the suggested hindrance based on their experience.” The
suggested hindrances provided in the questionnaire are given in Table 6.3 along with

the percentage of respondents who agreed or disagreed with that suggested

hindrance.

Table 6.3: Hindrances to Tracing Owners of Abandoned Vehicles

Suggested hindrance: Agreed ® Disagreed Indifferent
(%) (%) (%)

Lack of vehicle identification 89" 9 2

LTSA database information inadequate 31 42 27

Cost of follow-up on abandoned vehicle 54 26 20

owners

Inadequate resources for follow-up 36 42° 22

Not a priority for the local authority 34 55 11

? The percentage who agreed were those who circled 1 or 2, and those who disagreed circled 4 or 5. Those
labelled ‘indifferent’ had circled 3.

> Ofthe 89 percent in agreement, 79 percent were in total agreement.

¢ This indicates that many councils do have the staff to foliow up on abandoned vehicle owners.

[t can be seen in Table 6.3 that 89 percent of local authority respondents agreed that
it was a lack of vehicle identification that provided a hindrance to tracing the owner

of an abandoned vehicle. For more than one-half of the local authorities the cost of

® This was calculated using the actual figures or the estimates provided by the council officers. and as
stated, for the other councils it was assumed that they had a less than five percent success rate in
tracing owners.

’ For example one council gave figures for tracing owners as 57 percent in 1999, 63 percent in 2000
and 76 percent in 2001. This council contracts out the service. so it may be that the contractor has put
more resources into recovering costs.

® These hindrances were considered individually so that choosing them was not mutually exclusive.

’ They were asked to rate their agreement or disagreement on a scale of 1 to 5, where 1 = totally agree
through to 5 = totally disagree (see Survey Il questionnaire, Appendix One).
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follow-up on abandoned vehicle owners also provided a hindrance to the tracing of
an abandoned vehicle owner. Around one-third of the respondents agreed with each
of the remaining suggested hindrances (inadequate resources for follow-up, not a
priority for the local authority, and inadequate Land Transport Safety Authority

(LTSA) database information).

Most local authorities did not prosecute owners of abandoned vehicles, though
occasionally they did prosecute for littering under Section 15 of the Litter Act
(1979), and some councils fined the abandoned vehicle owner for having a vehicle in
a public place that did not display a current license or warrant of fitness. Council
officers were asked to respond to suggested hindrances to prosecuting abandoned
vehicle owners'®. The suggested hindrances to prosecution are given in Table 6.4
along with the percentage of respondents who agreed or disagreed with that

suggested hindrance.

Table 6.4: Hindrances to Prosecuting Owners of Abandoned Vehicles

Suggested hindrance: Agreed * Disagreed Indifferent
(%) (%) (%)

Last registered owner denied being 79° 9 12

current owner

Council lacked evidence to prosecute 62° 13 25

Council lacks the funding to follow 49 37 14

through

Too much of an administrative hassle to 59 18 23

follow through

Too low on the council's priorities 42 23 35

Council lacks the legal expertise 21 64 15

Council lacks support from the Police 29 59 12

* The percentage who agreed were those who circled 1 or 2, and those who disagreed circled 4 or 5. Those
labelled ‘indifferent’ had circled 3.

> Ofthe 79 percent in agreement, 78 percent were in total agreement.

¢ Of the 62 percent in agreement, 71 percent were in total agreement.

The responses from local authorities shown in Table 6.4 suggest that the hindrance to
the prosecution of abandoned vehicle owners most often agreed with was that the
last registered owner denied being the current owner of the vehicle. The second most

agreed with hindrance was a lack of evidence to prosecute, the third was the view

that it was not worth the hassle to pursue prosecution, and a lack of funding was

'* As with the previous question, responses were on a Likert Scale with the same range of values,
from 1 = totally agree through to 5 = totally disagree (see Survey Il questionnaire, Appendix One).
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considered the least important hindrance to the prosecution of abandoned vehicle
owners. These results reinforce the need for an in-depth examination of the
legislative and institutional framework regarding vehicle ownership and abandoned
vehicles, to see where changes could be made to reduce the ability of ELV owners to

abandon their vehicle with impunity.

In Survey II when questioned about the overall issue of abandoned vehicles in their

1
In

city or district, 57 percent of respondents agreed that it was a serious problem.
the first survey, local authority officers were asked about the local authority’s
environmental concerns regarding dumped vehicles. Two concerns were voiced
most often. The first was the leaking of hazardous fluids into soils and groundwater,
and into water races and streams. The second was visual pollution, particularly
where vehicles were dumped along riversides and coastal areas. One district council
had more than four hundred old vehicles dumped in coastal sand dunes, causing
visual pollution and posing a health and safety hazard to children playing on the
rusting car bodies. Furthermore, abandoned vehicles encouraged the illegal dumping
of other waste at the same site. Other environmental concerns included the hazard
caused by vehicles being dumped in rivers where there was a danger of the river
channel becoming blocked. Car bodies could also become lodged around bridge
pylons causing a build-up of debris; at worst this could cause the bridge to collapse

when the river was in flood."> There was also a potential fire risk when dumped

ELVs were torched in forested areas or on peat land.

The remaining questions of the two survey questionnaires focus on the involvement
of local authorities in facilitating ELV access into the automobile recycling system
and reducing the abandoned vehicle problem. The results will be presented in the

two sub-sections that follow.

" Fifteen percent of respondents disagreed and 28 percent were indifferent (no respondent totally
disagreed).

" In a clean-up operation in early May 2000, thirty car bodies. along with other rubbish. were
removed from a stretch of the Rangitikei river (Manawatu Evening Standard 12 May 2000).
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6.2.3 Local authority provision of collection sites for ELVs

The New Zealand automobile recycling industry relies on ELVs being accumulated
at collection sites throughout the country, whether at automotive dismantlers, scrap
metal yards or, at local authority collection sites. The metal shredding company
does not pay for the car hulks, but removes them from the collection sites free-of-
charge and transports them to the shredding facility. Throughout much of the
country, local authorities are involved in the provision of temporary storage for
ELVs waiting to be recycled. The number of local authorities that provide collection

sites for ELVs entering the recycling system is given in Table 6.5.

Table 6.5: Availability of ELV Collection Sites by Local Authorities

Total number of local authorities responding to at least one of the two 72
surveys

Local authorities providing a collection site for ELVs 52
Local authorities without a collection site for ELVs, but in close proximity to

either metal shredder 5
Local authorities without a collection site for ELVs 15

It can be seen from Table 6.5 that the majority of local authorities in New Zealand
provide a collection site (usually at the local landfill) for ELVs waiting to go to the
shredding facility. Of those that do not provide a collection site for ELVs, some
have a designated dismantler who accepts ELVs of negative value and to whom the
council also takes abandoned vehicles. Five cities (Christchurch and four in the
greater Auckland area) are in close proximity to the country’s two shredding plants
so do not provide a collection site for ELVs. ELVs in these cities are taken to
dismantlers who carry out depollution and transport the car hulk directly to the
shredding facility. At the beginning of 2001, seven local authorities were still

landfilling all of their EL Vs and several more were landfilling some of them.

The majority of the local authorities that provide a collection site for ELVs, impose a
user charge for this service. There is quite a variation between local authorities in
the size of the user charge, and most often a distinction is made between stripped and
unstripped vehicles. A stripped vehicle is one which has been stripped of the wheels,

tyres, batteries. LPG/CNG tanks, seat foam and vinyl, and hazardous fluids. Itis a
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requirement of the shredder company that ELVs be stripped of these items prior to
being crushed and shredded, however, strict enforcement does not always take place
(pers comm. Gamma Corporation 2002a). The charges levied by local authorities for

the acceptance of ELVs at the collection site are presented in Table 6.6.

Table 6.6: Local Authority Levies for ELVs Left at Collection Site
Levy? Stripped Unstripped °
Free-of-charge 18 6
Levy of up to and including $20 17 8
Levy of $25 8 6
Levy of $26 - $50 (incl.) 8 16
Levy of $51 - $100 (incl.) 1 5
Levy of more than $100 0 2
Not accepted at collection site 0 4

? Council levies at October 2002.
® Five councils did not respond to the question regarding unstripped vehicles.

[t can be seen in Table 6.6 that thirty-four (two-thirds) of the local authorities that
accept stripped ELVs at their collection site charge a fee to do so. Seventeen (nearly
one-third) charge at least $25 and one local authority charges $90 to leave a stripped
vehicle at the collection site. Of the forty-seven local authorities which responded to
the question concerning the acceptance of ELVs which have not been previously
stripped (shown in Table 6.6), four did not accept ELVs that had not been stripped.
Six local authorities accept unstripped ELVs free-of-charge and seven local

authorities charge more than $50 to accept an unstripped ELV at the collection site.

Many local authorities do not keep a record of the annual number of EL Vs left at the
collection site. Sixteen local authorities did, however, provide annual figures for the
number of ELVs brought to the collection site. These local authorities represent
areas of varying demographics, therefore this information is insufficient to establish
a definite relationship between the number of abandoned vehicles and the cost to

leave a vehicle at the collection site.
Local authorities who accept unstripped vehicles at their collection site were asked to

provide an estimate of the cost to have these vehicles stripped in preparation for the

crusher. These figures are presented in Table 6.7.

106



Table 6.7: Local Authority Estimates of Cost to Strip ELVs

Cost quoted by councils to have an ELV stripped ? Number of local authorities
quoting

$0 - $25 23

$26 - $50 16

$51-9%75 2

$76 - $100 4

$100 - 2

# Council costs at October 2002.

As can be seen in Table 6.7 there was considerable variation in the cost estimate
provided, which ranged from $14 to $235."° Some of this variation is due to the
arrangements the local authority has with local dismantlers who carry out the vehicle

4

stripping.'* Often an unstripped vehicle is also full of rubbish, which increases the

cost of preparing the ELV for crushing.

Local authority respondents were asked to provide information regarding the
disposal of items stripped from the car hulks. Three percent of local authorities
consign car batteries to the landfill, 30 percent dispose of all whole tyres in their
landfill, 17 percent dispose of LPG/CNG tanks in the landfill, and 14 percent of local
authorities dispose of hazardous fluids in their landfill. The remainder of the local
authorities responded that these parts or substances are collected either for recycling,

reuse or, special disposal. Most car seat foam and vinyl is consigned to the landfill.

6.2.4 Initiatives aimed at reducing the abandoned vehicle problem

In the latter half of the 1990s local authorities acknowledged that there was a
growing problem regarding abandoned vehicles, and many actively sought ways to
try and reduce the problem. Half of the local authorities have offered incentives to
encourage the responsible disposal of ELVs either, by providing a place to dispose of
them free-of-charge or, periodically offering an amnesty to do so. One-third of local
authorities accept stripped ELVs at the collection site free-of-charge. These local
authorities, however, continue to have a problem with vehicles being illegally

abandoned in their area. One city council offered a free ‘unwanted vehicle’ removal

13 . ne
Only two of the costs given were above $100, the first was $140 and the second $235.
14 . : . . .
Several councils said they had contractors who had not been charging for this service, but were
losing money, so these arrangements were now under review.
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service for some years, but after a continually discouraging response the city council
abandoned this free service and has reverted to a removal service with a minimal

charge of $20."

Amnesty periods offered by local authorities for the acceptance of unstripped ELVs
ranged from one week per year, to one month per year, to one week every three
months.'® For some local authorities the amnesty offered free disposal for vehicles
brought to the designated collection site, while other local authorities (fifteen in all),
offered removal of unwanted vehicles from private residences or sites. Of the latter,
eleven provided the service free-of-charge. Charges by the other four local
authorities varied, two charged ELV owners $20, one charged $40, and the
remaining local authority required the ELV owner to pay the tow operator the actual
removal cost.!” These councils were pleased with the number of vehicles brought in
or collected for recycling during the amnesty period, but at least one council felt that
it was too costly to offer a free removal service and would not be repeating this offer.
During amnesties vehicles were collected from private properties and it could not be
assumed that these vehicles were likely to have been illegally dumped on public
land, had the council not provided the collection service. In fact local authorities
said that amnesties did not noticeably reduce the abandoned vehicle problem, they
still had to deal with a large number of illegally dumped cars. Seven local
authorities kept a record of the number of vehicles abandoned in their city or district
during the amnesty period. This number can be compared with the expected number

of abandoned vehicles for that amnesty period and is shown in Table 6.8.

"> Only about thirty ELV-owners made use of the free removal service on an annual basis, and yet
there were still around twelve hundred vehicles being illegally dumped each year.

' Three councils had their week-long amnesty during *Clean up New Zealand week". Also one
council offered a one-off, year-long. district-wide amnesty period.

" One city council had an arrangement with a local tow-truck operator who charged the council $30
plus GST to remove ELVs during the amnesty period. and the same for abandoned vehicles all year.
This council charged $10 for the removal of an ELV during their amnesty in 2800, $1S per vehicle in
2001. and $20 per vehicle in 2002. thus reducing the council’s subsidy for this service. year by vear.
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Table 6.8: Amnesty Period: Number of Abandoned Vehicles Compared with
Expected Number of Abandoned Vehicles

Vehicles abandoned Expected number of
during amnesty period abandoned vehicles for the
amnesty period *

Council A 0 9.8
Council B 0 8.6
Council C 2 14.5
Council D 4 12.3
Council E 20 227
Council F 6 3.3
Council G 4 0.8

? To calculate this expected number of abandoned vehicles, consider Council E, for example. The number of
vehicles abandoned during the amnesty was subtracted from the total number of abandoned vehicles in Council E's
area, forthatyear. Suppose the amnesty period was one month, then the figure obtained was divided by eleven to
give the average number of vehicles abandoned per month forthe remainder of that year. Had the amnesty month
been like any other month that year, then this average is the number of abandoned vehicles that would have been
expected during the amnesty month.

Of the seven local authorities shown in Table 6.8, five observed a reduction in the
number of abandoned vehicles during the amnesty period, with four observing many
fewer abandoned vehicles than expected.'® For the remaining two local authorities,
there were more vehicles abandoned during the amnesty period than would have

been expected based on the average figures for that year.

Late in 2002 the Manawatu District Council conducted a trial for a refund system
offering a $10 petrol voucher to residents delivering stripped ELVs to the local
landfill."” The refund was financed by the council and aimed to reduce the number
of vehicles abandoned in the district and the associated cost to the council
(Manawatu Evening Standard 2 September 2002; Dominion Post 2 November 2002).
Residents were informed of the scheme through a pamphlet which was distributed
via a mail drop. Seventy-nine petrol vouchers were issued during the three-month
trial (prior to this roughly twenty cars per month were brought to the landfill for
recycling. At the end of the trial period the scheme was declared a success and the

refund system made permanent. This was based on the observed reduction in the

'® Two of these local authority collection sites normally charge at least $100 for the acceptance of an
unstripped ELV.

' The vehicle had to be deregistered, and stripped of seats. LPG/CNG tanks, petrol and rubbish.
Tyres could be removed at the landfill. Vehicles were first inspected at the transfer station, a car
disposal form completed. and an entry token for the landfill provided (Manawatu Evening Standard 2
September 2002). The vehicle was then taken to the landfill, the token and disposal form received
and checked, and then the $10 petrol voucher was sent to the ELV owner.
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number of vehicles abandoned in the district from nineteen vehicles for the same
period in 2001, to only seven abandoned vehicles in the three-month trial period in
2002. (Manawatu Evening Standard 13 February 2003). The conclusion that the
reduction in the number of abandoned vehicles was a direct result of the refund
scheme must be questioned in the light of the abandoned vehicle figures for that
district for 2002.2° Fourteen months on from the beginning of the trial a total of 212
stripped vehicles had been brought in to the landfill collection site, which is just over
fifteen per month (no more than pre-trial figures), and eighty-seven vehicles have
been abandoned, 6.2 abandoned vehicles per month (no less than the pre-trial figures
given).?" Furthermore, in May 2004 the Manawatu District Council complained of a
rise in the number of vehicles being abandoned in their district despite the continued

petrol voucher incentive (Dominion Post 14 May 2004).

Photograph 11: Car abandoned on Cliff Road, Palmerston North

%% In the three months prior to the trial period (from June to August 2002) only five vehicles were
abandoned, and for the period from March to May 2002, four vehicles were abandoned. In fact the
number of vehicles abandoned in the district during 2002 prior to the trial period was well down on
2001 figures for the same period. For the first eight months of 2002, seventeen vehicles had been
dumped, as compared to forty-five vehicles for the first eight months 0f 2001 (These figures were
supplied by the district council). In addition, the cost comparisons for the three months of the trial
and the same three months for the previous year did not include officer time in setting up the scheme,
Eamphlet design, printing and mail drop, which was used to inform residents of the scheme.

' Figures supplied by the Manawatu District Council.
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Late in 2003 two other local authorities declared their intention to introduce trial
periods for similar schemes offering a $10 petrol voucher for stripped EL Vs brought
to the local authority collection site for recycling (Dominion Post 18 August 2003;
Dominion Post 13 December 2003). One of these, the Palmerston North City
Council, postponed the introduction of the scheme until mid-April 2004 (Palmerston
North City Council 2004). In May 2004, despite the petrol voucher scheme being in
operation for a month, the city council reported that there had been an increase in the
number of abandoned vehicles within the city boundaries from around forty vehicles

per month to up to eight vehicles per day (Dominion Post 14 May 2004).2

A joint initiative between the New Zealand Air Force, the Department of
Conservation, and the district councils of the Far North and Whangarei, undertook to
provide a free collection service for ELVs in the Far North region late in 2002.%
The Air Force removed 307 ELVs (including a few tractors and mid-weight trucks)
in a two-week period (pers. comm. Gamma Corporation 2002b).>* After removal,
the vehicles were crushed and transported by Gamma Corporation to the metal

shredder for recycling.

In May 2004 the Far North District Council initiated another scheme to remove
derelict and abandoned car hulks from properties and roadsides in the district. For
one month the Far North District Council collected and disposed of car hulks free-of-
charge. In addition, $20 petrol vouchers were given to district residents who brought
their EL Vs to any of the district’s ten transfer stations (New Zealand Herald 5 May
2004; TV One News 9 May 2004).%

** The Palmerston North City Council confirmed that it was more frequently that 2-3 vehicles were
abandoned daily.

3 The Air Force was on exercise in the Rawhiti — Russell area and offered to remove some of the
hundreds of EL Vs littering the side roads, fields, and gullies of the Far North. The Air Force used the
service as an exercise for procedures in recovery. Punaruku School was involved mapping the
location of vehicles, and marking them for collection (TV 3 News 3 December 2002).

zf Between 17 November and 6 December 2002.

** To be eligible for free removal and disposal the vehicle had to be accessible by road. drained of
petrol and fuel and have had the tvres removed. Results from this initiative were not available at the
time of the writing of this thesis.
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Few councils have used fines as a disincentive for abandoning vehicles. Most local
authorities when they identify and locate the person responsible for abandoning a
vehicle require that person to cover the costs incurred by the council in removal,
storage, investigation, advertising and possibly disposal of the vehicle, but three

councils had also imposed $100 fines under the Litter Act (1979).26

Photograph 12: Vehicles abandoned on the Akatarawa Road

Local authorities have been dealing with abandoned vehicles for some years and do
not see a solution to the problem without some form of intervention. In Survey I
conducted in late 2000, local authority officers were asked for suggestions as to how
to minimise the problem, and to that end they came up with quite a wide variety of

suggestions, which are listed in Table 6.9.

% Under Section 15 of the Litter Act (1979), an individual can be fined at most $500 for depositing
litter ““(whether inadvertently or otherwise) ...on any public place, or on any private land without the
consent of its occupier,” and under Section 21 the offender may also be ordered to pay the cost of
removal of the litter.
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Table 6.9: Local Authority Suggestions to Address Abandoned Vehicle Problem

Suggestions from local authority respondents to Survey |
1. Provide a local facility with free access for the disposal of unwanted vehicles.
2. Offer subsidised collection of ELVs from private properties (suggested fee of $10).

3. Levy a purchase surcharge on all motor vehicles to be used to subsidise increased
recycling of ELVs.

4. Levy a purchase surcharge on all motor vehicles to provide a refund for the ELV
owner and cover the cost of disposal of abandoned vehicles.

5. Increase the annual vehicle licence fee by $10 to $20 in order to provide a refund for
the ELV owner and cover the cost of disposal of abandoned vehicles.

6. Impose responsibility on automobile importers to take back ELVs for disposal.

7. Implement a ‘producer responsibility programme’ through the motor vehicle industry,
setting up a national network of disassembly plants.

8.  Reduce the number of second-hand Japanese imports coming into the country.

9.  Provide incentives for recyclable products (perhaps in the form of a tax rebate).

10. Make use of periodic detention labour to strip vehicles ready for recycling.

11. Provide greater investment in, and promotion of public transportation.

12.  Provide an education programme to encourage the responsible disposal of ELVs.

13. Increase compliance on the legislative requirements for the change of ownership of
vehicles.

14. Remove the transaction fee for vehicle change of ownership but enforce a high
penalty for noncompliance.

The most frequent suggestion was to provide a local facility with free access for the
disposal of unwanted vehicles. One-third of the local authorities do offer free
access, but only for stripped vehicles. Fourteen percent of local authorities accept
unstripped vehicles free-of-charge. The second suggestion was to offer subsidised
collection of ELVs from private properties for a suggested fee of $10. This is
unlikely to solve the problem, however, as it has not been solved by a free removal
service. There are two suggestions given in Table 6.9 which levy a purchase
surcharge on all motor vehicles. With one of these, the levy was to fund increased
recycling of materials from ELVs and the other was essentially a deposit-refund
scheme. The interest earned by the fund would cover administrative costs and also
the cost of disposal of abandoned ELVs. Increasing the annual vehicle registration
fee by an additional $10 to $20 was another suggestion made to provide a refund for
ELV owners and to cover the disposal costs of abandoned vehicles. It was suggested
that the additional registration fee could be imposed on all vehicles or, alternatively

on only those vehicles over a certain age. The sixth suggestion given in Table 6.9 is



an extended producer responsibility approach, legislating to require car importers to
take back their ELVs of negative value at their own cost, and the next also followed
the producer responsibility theme. Another suggestion targeted the number of used
vehicles coming into the country and another, the promotion of a substitute form of
travel. In addition there were suggestions for an economic incentive for recycling
and the use of education aimed at changing behaviour. The final two suggestions
related to changes in the institutional practices concerning vehicle change of

ownership.

A few of these suggestions were included in the questionnaire for the second survey
and local authority officers were asked to respond to them. These results from

Survey II are given in Table 6.10.

Table 6.10: Responses to Local Authority Suggestions to Address Abandoned
Vehicle Problem

Suggestion: Agreed Disagreed Indifferent
(%) (%) (%)

ELV disposal should not be paid by 66 ° 11 23

ratepayers ®

Cost of cars should include disposal fee ® 65 24 11

ELV owners should pay disposal fee © 79 21 N/A

Abandoned vehicle owners should be 85 ° 11 4

fined (in addition to covering costs) *

ELV owners should receive refund for 17.5 67.5 15 (unsure)

disposal of vehicle

? The percentage who agreed were those who circled 1 or 2, and those who disagreed circled 4 or 5. Those
labelled ‘indifferent’ had circled 3.

® Of the 66 percent in agreement, 77 percentwere in total agreement.

¢ This question had only a Yes/No response.

¢ Of the 85 percent in agreement, 68 percent were in total agreement.

As shown in Table 6.10, two-thirds of local authority respondents agreed that vehicle
disposal should not be paid for by ratepayers, and a similar proportion would like to
see an up-front disposal fee included in the cost of a car. Nearly 80 percent,
however, favour ELV owners paying for the disposal of their vehicles.”

Furthermore 85 percent of respondents agreed that abandoned vehicle owners should

“7 Eighty-six percent of local authorities currently do charge for unstripped vehicles and two-thirds
also charge for stripped vehicles.
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receive a hefty fine in addition to meeting the expenses incurred by the local
authority in removing and disposing of the vehicle. Finally, in response to the
suggested alternative of an incentive in the form of a refund for correct disposal of
an ELV, two-thirds of respondents disagreed with the suggestion, 17.5 percent
agreed and the remainder were unsure. The 17.5 percent of respondents who were in

favour of a refund asan incentive suggested amounts ranging from $10 to $100.

This concludes the overview of the extent of the abandoned vehicle problem in New
Zealand. It included an estimate of the magnitude of the problem and the
identification by local authorities of factors which hamper them when dealing with
abandoned vehicles. In addition, the policy instruments that have been used by local
authorities to further encourage the appropriate disposal of ELVs, have been
outlined. Presented in the next section is the regulatory framework instituted by the
New Zealand Government relating to motor vehicles. The remainder of the section
then focuses on the institutional practices within the regulatory framework which

concern the ownership, licensing, and deregistration of motor vehicles.

6.3 New Zealand's Motor Vehicle Regulatory Framework28

The New Zealand Government’s motor vehicle legislative framework is presented in
Figure 6.1. As shown in Figure 6.1 there are a number of Acts which contain laws
relating to motor vehicles that are currently in use on New Zealand roads. In
addition, the New Zealand Govermment charged the Land Transport Safety Authority
(LTSA) with the responsibility of setting up an institutional framework to keep a
record of motor vehicles from the point of entry into New Zealand, through
registration, relicensing, changes of ownership, and finally deregistration. The
LTSA is responsible for operating this system and must do so under the core Acts

shown on the left hand side in Figure 6.1.

*¥ Information on the institutional practices was collected through interviews with the Manager, Motor
Vehicle Operations. Transport Registry Centre, Land Transport Safety Authority (LTSA) and from
both printed and LTSA web site material provided for public information.
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As part of the motor vehicle legislative framework there are other Acts that pertain to
abandoned vehicles. These Acts (shown on the right hand side in Figure 6.1)
empower certain administering bodies to remove abandoned vehicles in the public
domain. They also provide specific instruction on the requirements for notification
of vehicle owners, storage of the abandoned vehicles and where necessary, final
disposal.  Enforcement of the legislation specific to motor vehicles is the

responsibility of the New Zealand Police and the local authorities.?’

Figure 6.1: New Zealand Motor Vehicle Legislative Framework

New Zealand Government'’s
Motor Vehicle Legislative Framework

v v

Legislation pertaining to vehicles currently Legislation pertaining to

In use on New Zealand roads: abandoned vehicles:

Land Transport Act (1998) *Local Govt. Amendment Act (1992)

*Transport Act (1962) *National Park Act (1980)

*Transport Services Licensing Act (1989) ‘Reserves Act (1977)

*Transport (Vehicle and Driver *Public Works Act (1981)
Registration and Licensing) Act (1986)

*Road User Charges Act (1977)

v

Institutional procedures relating to these
laws administered by the
Land Transport Safety Authority

Enforcement:
*New Zealand Police
sLocal authorities
*Dept of Conservation (regarding
abandoned vehicles in
national parks)

*% In some instances enforcement regarding abandoned vehicles is also entrusted to the Department of
Conservation, a ranger or person employed by the administering body ofany reserve, and any person
authorised by a Minister of the Crown responsible for public works.
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In this section the institutional practices are examined. These are administered by
the LTSA and pertain to motor vehicle ownership, licensing, and deregistration. In
the final section of this chapter (Section 6.4), the legislation dealing with abandoned
vehicles and with motor vehicle licensing and ownership is scrutinised for

weaknesses that allow ELVs to be abandoned without penalty.

6.3.1 Responsibilities and functions of the Land Transport Safety Authority
(LTSA)30

The LTSA, which was established in August 1993 is a Crown entity,”’ whose
principal objective is to “undertake activities that promote safety in land transport at
a reasonable cost” (Land Transport Act 1998, Section 189).3 ? In order to meet this
objective the LTSA is charged with a number of functions under Section 190 of the
Land Transport Act (1998), one of which is to maintain the Land Transport

Register.*

The Directorate of Land Transport Safety (the LTSA’s Chief Executive) is
ultimately accountable for the daily running of the LTSA, and for the large registry
operation system that is responsible for the oversight and recording of motor vehicle
registration and licensing, driver licensing, and road user charges. LANDATA is the
centralised supporting system which assists the management and processing of this
information, providing the LTSA with the age and condition of the nationwide

vehicle fleet and also driver demographics (LTSA 2000).

The Motor Registration Centre and the Central Register of Driver Licensing were
combined in December 1997 to form the Transport Registry Centre (TRC). The
TRC manages a centralised recording system incorporating vehicle inspection,
vehicle licensing (including road user charges), and driver licensing.** An internet-

based Motochek service was introduced so that the motor vehicle industry and also

** Information on the institutional practices administered by the LTSA was collected through
interviews with the Manager, Motor Vehicle Operations, Transport Registry Centre, LTSA and from
both printed and LTSA web site material provided for public information.

' A Crown entity is “a body established by law in which the Government has a controlling interest
through ownership mechanisms but is not liable for any debt™ (LTSA 2001. 11).

32 Reasonable cost as defined by the Land Transport Act 1998 is “where the value of the cost to the
nation is exceeded by the value of the resulting benefit to the nation™ (LTSA 2001, 12).

¥ The legislative functions of the LTSA are given in Appendix Three.

* “The TRC provides services for 2.5 million road users who carry out more than 13 million
transactions a year™ (LTSA 2000, 26).
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the public can check vehicle and ownership details. Later a Driver Check Internet
service was added to assist companies wishing to check the licence status of those

employed to drive their vehicles.

Two e-business systems were developed. The first was WoF online, which links
3,500 agents nationwide who carry out Warrant of Fitness (WoF) inspections.35
When a vehicle undergoes and passes a WoF inspection, the agent enters this
information on WoF online, including the expiry date of this new WoF. If the
vehicle requires work to meet the WoF standards, the agent specifies on WoF online
the date of the inspection and the work required. Thus when the vehicle is brought
back to that, or any other agent within the thirty-day time-frame, inspection of just
the specified work required can be carried out, without incurring additional fees.
The second e-business system is VinDirect, which makes provision for importers of
new vehicles to preload new vehicle information onto LANDATA before the vehicle
is registered and licensed (LTSA 2000). The Vehicles Standards Compliance Rule
was introduced in March 1999 and provided the foundation to ensure compliance

with international safety standards by the New Zealand vehicle fleet.

Responsibilities of the LTSA include revenue gathering,’® providing consumer
information (through Motochek and Driver Check), law enforcement, and safety
information. The LTSA is particularly interested in systems or procedures to
encourage compliance. In matters of enforcement, it is reliant on the New Zealand

Police and the local authorities.

Funding for the LTSA is primarily sourced from road users. Forty-one percent of its
funding comes from the National Roads Fund, which is sourced from motor vehicle
registrations and licensing fees, road user charges, and a portion of the excise duties

levied on the sale of petrol, LPG and CNG. Users of the transport system provide 55

33+ A Warrant of Fitness (WoF) is a periodic safety inspection for light vehicles (i.e. most cars, vans,
utes and many 4WDs). . .. Some vehicles (e.g. heavy vehicles, trucks. taxis, buses) have a tougher
safety check — a Certificate of Fitness (CoF) inspection. . . . Vehicles first registered anywhere less
than six vears ago must have a WoF inspection every 12 months. All other vehicles have WoF
inspections every six (6) months™ (LTSA 2003b, 1). A vehicle must have a current WoF or CoF to
be legally driven on New Zealand roads. Agents authorised to carry out WoF inspections are the
Automobile Association (AA). On Road New Zealand, Vehicle Inspection New Zealand (VINZ),
Vehicle Testing New Zealand (VTNZ), and independent agents (LTSA 2003b).

* This is expanded on in Section 6.3.3.
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percent of LTSA’s funding through driver licence fees, transport licence fees, safety
standards levies and fees (for example Warrants or Certificates of Fitness), sale of
Road Codes and other road safety materials, and rail fees. The remaining 4 percent

of the funding comes from the Crown (LTSA 2000).

Attention turns now to the processes and recording procedures for all light motor
vehicles®’ during their lifetime in New Zealand. The following sub-sections detail
those processes. The first outlines vehicle registration, followed by vehicle
licensing, vehicle change of ownership, cancellation of registration, and
reregistration of vehicles. This section concludes with the identification of areas of
weakness in the institutional processes which lead to gaps in the data on the Motor

Vehicle Register, and increase the opportunity to abandon a vehicle with impunity.

6.3.2 Vehicle registration

The New Zealand motor registration system requires that all motor vehicles be
registered and licensed.® In general a vehicle is registered once only, when it is first
entered on the Motor Vehicle Register. It is then that the vehicle is issued with its
registration plates, which remain with the vehicle for the duration of its lifetime on
New Zealand roads. If, however, registration has been cancelled for a period of time
or, the vehicle has been rebuilt or significantly modified, the vehicle must be

reregistered and issued with new registration plates (LTSA 2002c¢).

In order to comply with New Zealand legal requirements, any light motor vehicle
entering the country must undergo a series of inspections before it can be registered
for New Zealand roads. Figure 6.2 is a flowchart demonstrating the process

undertaken in order to gain vehicle registration.

37 A light vehicle is a car, van. or utility vehicle that weighs at most 3,500 kilograms.
*® Refer to in Appendix Three for a list of those vehicles exempt from registering and licensing.
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Figure 6.2: Vehicle Registration

Enters NZ Action taken by:
Vehicle responsibility: ] mporter
y
Importer PR o TR [] MAF
uarantine Inspection [] NZCustoms
Used import New vehicle [] TSD Agents
J [[] LTSA
Border check
Details collected: v
1.VIN/Chassis no.
2. |dentity of importer Documentation: LANDATA
3. Odometer reading VIN number
4. Significant damage Identity of importer
5. RH/LH drive RH/LH drive

'

Documentation: LANDATA
Details 1-5 above

A

Customs clearance

'

VIN issued/decoded
I

v

Certification Process
(may require work/repairs
special certification for compliance)

Documentation:
WoF / CoF
possibly Repair certificate
Specialist certificate

.............................................................................................

Vehicle i

responsibility: Documentation:

Party registered as i i . .

owngr g Vehf'f r?‘gls:jered » Registration. MR2A or

sl MR2B / MR2C

Licence: MR1 or MR1B

MR1/MR1B Application for Motor Vehicle Licence

MR2A Application for Registration of a Motor Vehicle

MR2B Application for Registration of a VIN Exempt Motor Vehicle

MR2C Application for Registration of an Overseas Visitors Vehicle

120



The first requirement is the Ministry of Agriculture and Forestry (MAF) quarantine
inspection and border check. The MAF border check includes recording the identity
of the importer, the Vehicle Identification Number (VIN),** the odometer reading,
any critical deterioration or damage, and whether it is right-hand or left-hand drive.
This information is sent by MAF to the TRC, where it is recorded on the LANDATA
database, contributing to the permanent record of the vehicle. A new vehicle that has
never previously been registered or operated is not required to undergo the border
check, however, it must have the quarantine inspection and its VIN recorded.*’
Some vehicles undergo the MAF border check at facilities in Japan prior to leaving
for New Zealand. Any vehicle that has been recorded as having structural damage
will be labelled by MAF, and at that point the importer will decide whether to go
ahead with the vehicle registration procedure or, find alternative uses for it (for

example, sale for parts).*!

Following the border check, the vehicle must gain clearance from the New Zealand
Customs Service, after which time it is released to the importer for transportation to
a Transport Services Delivery (TSD) agent. There are four TSD agents, the New
Zealand Automobile Association (AA), On Road New Zealand, Vehicle Inspection
New Zealand (VINZ), and Vehicle Testing New Zealand (VINZ). The second
inspection step requires the TSD agent to decode the VIN using manufacturer
information provided by the importer. A vehicle without a VIN will be identified by

the chassis number and will be issued a VIN.

** The VIN is an internationally recognised seventeen-character code, and is preferred over chassis
numbering systems which vary across different makes of vehicle, and may be duplicated. The VIN
can be stamped into the vehicle structure when manufactured, etched into the rear window, or
stamped onto a metal plate, which is then fixed onto the car body. Vehicles registered in New
Zealand prior to 1 April 1994 (and those which came into or were manufactured in New Zealand
before 1 February 1994), which have a chassis or frame number, are not, however, required to have a
VIN (LTSA 1999b). The vehicle registration form used for these vehicles is form MR2B (see
Appendix Three for this, and any other form mentioned).

¥ Also exempt from the border check are temporary imports which will not be in New Zealand longer
than 18 months, and those in the light motor vehicle classification which are not designed for carrying
passengers (LTSA 2002e). Temporary imports are required to register in New Zealand for the
duration of their stay. using registration form MR2C.

" MAF inspectors are also requested to “flag" all water-damaged vehicles on LTSA’s vehicle
database. The LTSA then issues instructions to certifiers to ensure these vehicles undergo detailed
inspection by a repair certifier. Repair certifiers have clear guidelines and criteria for assessing these
flood-damaged vehicles.



The third inspection step is the certification process (see Figure 6.2), which is also
carried out by the TSD agent. It involves checking documentation, followed by a
thorough check of the vehicle to ensure compliance with the current legally required
vehicle standards. The TSD agent must confirm that the vehicle meets the required
manufacturing standards and is still in good condition. The agent must determine
whether the vehicle meets New Zealand's legal safety standards or, requires repairs
and/or specialist certification first.*? Once the certification process is complete, and
the vehicle is validated for registration, it will be issued with a WoF or a CoF and
form MR2A.* On completion of form MR2A (or MR2B, if it is VIN-exempt), the
vehicle may be registered, and may now be legally driven on New Zealand roads
(LTSA 2002e).** If a vehicle is not registered within two years of being granted
certification for registration, certification will lapse and the vehicle will require
reinspection and recertification before it can be registered. The total cost of the
inspection process and registration of a vehicle is estimated to be between $800 and
$1,000, exclusive of New Zealand's Goods and Services Tax (GST), the cost of any
repairs or, specialist certification (March 2004 prices). In addition vehicles imported

into New Zealand are subject to GST of 12.5 percent.45

6.3.3 Continuous vehicle licensing

Continuous vehicle licensing (CVL) has been in place in New Zealand since 1997.
The majority of vehicles are required by law to have a current vehicle licence at all
times, irrespective of the frequency with which the vehicle is used on the road.*

This means that vehicle owners who are late paying their licence fee will be charged

*2 A very small number of vehicles do not make it through this certification process. A few of these
are sent back to their country of origin, and the others are broken down for parts.
* The importer is required to cover the cost of certification. TSD agents can charge different rates,
but typically this would be around $350.00. Any repair or modification work would be an additional
cost.
*4 Registration and a | 2-month license for a passenger car with a 1301-2600 cc engine costs $357.25
(petrol-driven), $424.60 (non-petrol), and for a car with a 2601--4000 cc engine, $387.60 (petrol-
driven), $454.95 (non-petrol) (March 2004 prices).
* The only exemption is for the vehicle of first time immigrants into New Zealand. provided the
immigrants satisfy Customs that they are taking up permanent residence, have owned and used the
vehicle for no less than one year, and they agree not to dispose of the vehicle for at least two vears
(LTSA 2002e). Application for registration of a vehicle in this category is completed using form
MR2C.
** Vehicles exempt from being “continuously licensed [thoughthey must be licensed when in use on
the road]:

e Vehicles currently not required to register or licence

¢ Vehicles more than 40 vears old

e Any agricultural machinery. tractors and mobile machines



a backdated amount.*’ Licence-fee collection is outsourced by the LTSA to the four
TSD agents, AA, VINZ, VINZ, On Road New Zealand, and to AMI Insurance
(AMI), Post Shops, and a range of independent agencies (LTSA 2002b).

The motor vehicle licensing fee collected by the LTSA contributes to a number of
different funds. These are the National Road Fund for road construction, and the
Accident Compensation Corporation (ACC) Motor Vehicle Account Premium,
which covers medical costs related to injuries resulting from accidents occurring on
public roads. The other funds include funds for safety programmes run by the LTSA
and New Zealand Police, the Safety Standards Levy, the Audit and Standards Levy,
and the Transport Licence Fee (contribution to these levies is dependent on the type
of vehicle and its use). The operating costs of the Transport Registry Centre are

funded through an administration and licence label fee. The final contribution is that

of GST, since GST is added to all fees and levies (LTSA 2002b).*®

The procedures carried out by the LTSA regarding the relicensing of a motor
vehicle are shown in Figure 6.3. Four weeks prior to the date a vehicle licence fee is
due, the LTSA send out a licence account (form MRI1) to the party registered as

owner of the vehicle.*’

e Class EA and EB vehicles [Exempt Class A and B vehicles (see Appendix Three)]

e Trailer and trailer-type caravans weighing (when laden) less than 3,500 kilograms

e All terrain vehicles (ATVs)
These vehicles can be unlicensed while they are of f the road (e.g. for repairs or restoration) and do
not require exemptions to remain unlicensed” (LTSA 2002b, 3).
*7Under CVL, vehicles “have their new licences backdated to the most recent of:

e The expiry date of the previous licence

e The expiry date of the last exemption from licensing

e The date of the last change of ownership™ (LTSA 2002b. 1).
*® The licence fee for a private light motor vehicle is $217.05 (petrol-driven) and $284.40 (non-
petrol), inclusive of GST. For the petrol-driven. private light motor vehicle the breakdown of the
licence fee is as follows: $141.10 is the ACC levy, $43.50 is the licence fee, $6.72 is the
administration fee, $1.64 goes on other levies and $24.12 is for GST (March 2004 prices).
** Any person (or company) “who complies with the following criteria can become a registered owner
of a motor vehicle:

e aprivate individual aged 15 or over: or

e a limited liability company: or

e a government department, local authority or official board; or

e an incorporated society, club or trust™ (LTSA 2002d, 3).
Henceforth, they will be referred to as “the owner.”



Figure 6.3: Vehicle Relicensing
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The owner then presents form MRI (or alternatively completes a licensing form
MRI1B) at one of the agents contracted by LTSA to deal with vehicle licensing. The
owner pays the licence fee (for a specified period of up to twelve months) and
receives a licence label which must be displayed on the windscreen of the vehicle.

The vehicle must have a current WoF/CoF in order to be licensed.

Alternatively, the owner of a vehicle may not wish to use the vehicle on the road for
a period of time. In this case the owner is expected to apply in advance for an
exemption from licensing. At any point in time approximately 4.5-4.7 percent of
the passenger vehicle fleet (around 110,000 cars) has temporary exemption from
licensing (LTSA 2004). As shown in Figure 6.3 exemption can be applied for on
the licence account (form MR1) or, by completing an exemption application form
MR24 (available from LTSA agents).”’ The LTSA grants exemption from licensing
for three to twelve months, after which a further exemption period can be
requested.’’ If the licence fees have already been paid for some of the exemption
period now being requested, no refund is provided. If the owner later licenses the
vehicle within the first three months of the exemption period, the licence will be
backdated to the expiry date of the licence or the end date of the previous

exemption.

Responsibility for ensuring a vehicle is licensed lies with the owner of the vehicle.
[f no action has been taken by the owner and the licence expiry date has passed, the
vehicle is now unlicensed and if caught on the road by the New Zealand Police or
by local authorities, a fine is imposed. An average of 79,000 infringements are

issued each year for vehicles being used on the roads without possession of a current

* Confirmation of the licence exemption is received with a letter (coded EXAPP in the letter’s
header), this letter, and subsequent letters referred to in the body of the text, can be found in Appendix
Three.

*' Where the current licence has expired. if the owner applies for exemption from licensing within two
months of the licence expiry date, exemption is taken from the expiry date and no fee is considered to
be outstanding. If the application for exemption takes place longer than two months after the expiry
date. exemption is declined until the outstanding licence fees are paid. The owner is informed of this
onreceipt of the letter coded EXDECFEES. The owner must then pay the outstanding licence fees
after which the exemption will be granted from the date of application (LTSA 2002b).
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licence and 2,000 infringements are issued for vehicles on the road that are

. 52
unregistered.

The remainder of Figure 6.3 follows the procedures taken by the LTSA in the event
that the owner does not respond by renewing the vehicle licence. Six weeks after
the licence expiry date has passed the LTSA sends out the first overdue reminder
notice, form OVERDUE MRI. Six months after the licence expiry date a
‘WARNING NOTICE" is sent to the owner, informing them that they are liable for
the outstanding licence fees which are increasing in two-monthly increments. If no
response is forthcoming, two to four weeks before the twelve-month period (after
the licence expiry date) is up, the ‘FINAL NOTICE® (form MRIF) is sent,
informing the vehicle owner of the date on which the vehicle’s registration will
expire, and the total fees owing. The owner is urged to respond in one of three
ways. If the vehicle is being used on the road, they must relicense the vehicle
before the twelve-month period is up. Fees due are backdated to the licence expiry
date. Alternatively, an exemption can be requested, however, outstanding fees must
be paid. The third option is to remove the vehicle permanently from New Zealand
roads, which requires cancelling the vehicle’s registration and surrendering the
registration plates.53 If this is done the outstanding debt is cancelled. The owner is
further notified that if they do nothing the outstanding fees will be referred to the
LTSA’s debt collection agency where standard collection processes are carried out.
Once the debt on the vehicle has been forwarded to the collection agency, it has no
effect on any further vehicles that owner may buy (pers. comm. Transport Registry
Centre, LTSA (TRC) 2002). After the vehicle has remained unlicensed for twelve
months the Registrar cancels registration and the LTSA records the registration of

this vehicle as ‘lapsed’. If at some time the owner wishes to have the vehicle back

*2 These figures are the averages of the annual figures from July 1997 to June 2002 (Source: New
Zealand Police). This does not include those infringements issued by local authorities.
** Completion of form MR 15 is necessary for this to occur.
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on the road, the vehicle will need to go through the certification process in order to

be reregistered with new registration plates at the owner’s expense.5 4

In the situation where the LTSA sends out a licence account, MR1, and it is returned
to them with ‘address unknown,’ the record for that vehicle is ‘flagged” with GNA
(‘Gone, No Address’) and no further notices are sent. Nothing can be done until the
owner comes to relicense the vehicle or completes a form for change of name and
address details (form MR28).>> In the event that the owner does hot contact the
LTSA the vehicle will go unlicensed for twelve months, at which time the Registrar
will cancel the vehicle registration, recording it as ‘lapsed” and outstanding fees will
be referred to the debt collection agency. For a stolen vehicle with an expired
licence, the registered owner will not have to pay licence fees as long as the owner

can provide a copy of the Police report to the TRC (pers. comm. TRC 2002).

6.3.4 Vehicle change of ownership

Prior to selling a vehicle the owner must ensure that it has passed a WoF inspection
in the month before the buyer takes possession of the vehicle.® The vehicle must
also have a current licence and the seller is liable for all outstanding licence fees. A
flowchart is presented in Figure 6.4 demonstrating the procedures required by the
LTSA, which are to be carried out by the parties involved in the exchange. The
forms to be completed vary depending on whether the vehicle has been purchased
(by the current seller) prior to or, since November 1995. Procedures will be

described in the following paragraphs.

** Vehicles exempt from CVL will have their registration cancelled if they remain unlicensed beyond
the maximum two-year period allowable for such vehicles. Prior to cancellation the LTSA sends a
letter (coded NCLV-LAPSE in the letter’s header) to the registered owner informing them that the
vehicle must either be licensed. application for further exemption sought or, registration cancelled and
the registration plates surrendered before the due date.

** Sometimes the owner can be traced through the registration of another vehicle they own.

3 If the vehicle does not have a current WoF it must be advertised for sale “as is, where is’ (LTSA
2002d). Also the seller should obtain as protection from the purchaser. a written guarantee that the
purchaser will initially only use the vehicle on the road to take it for a WoF inspection.
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Figure 6.4: Change of Vehicle Ownership
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When selling a vehicle purchased since November 1995, the seller must complete
the tear-off section of the Certificate of Registration, giving the buyer’s name and
contact details. This must be posted to the TRC within seven days of sale. When
received by the TRC the information is recorded, and at this point the change of
ownership status is recorded as ‘unconfirmed’ (see Figure 6.4). The remaining
section of the Certificate of Registration is given to the buyer (by the seller at the
time of sale), to complete and present to an LTSA agent with the change of

. ST ey - 58
ownership fee,”’ within seven days of purchase.

The Certificate of Registration for vehicles purchased earlier than November 1995
does not have the tear-off section. In this case (or where the certificate has been
lost), the seller is required to complete and mail to the TRC a notification of sale
form, MRI3A.% The seller also hands over the Certificate of Registration to the
buyer. The LTSA recommends that the seller should not hand over the vehicle until
the buyer presents to the seller the change of ownership card given by the LTSA
agent as proof of legal change-over (LTSA 2002d). The buyer, as the new owner
must complete the notification of change of ownership using form MR13B® and
present it, along with the fee and proof of identity,®' within seven days of purchase
(see Figure 6.4). The new owner’s updated Certificate of Registration will arrive by

mail within ten days.®?

In the event of the buyer presenting form MR13B without acceptable identification,
the LTSA accepts the application and at this point liability now rests with the buyer,
however, the change of ownership is recorded as ‘incomplete’. A follow-up letter
(coded MVRNOID) is sent to the buyer (approximately three weeks after the
MRI13B date), stating that change of ownership has been lodged and in order for the

>" The 2002 change-of-ownership fee is $9.20 (including GST).

*® This seven-day period is not currently enforced (pers. comm. TRC 2002).

*® A vehicle can be sold on behalf of the owner. In this case the person selling signs the MR13A form
as the *disposer.’

5 A car dealer, purchasing vehicles from the public, must complete form MR13C. usually on a
weekly basis.

° This would usually be a driver’s licence or alternative identification that verifies identity. date of
birth. and signature. Corporate organisations must quote their LTSA customer number. If the
company or organisation has not applied for an LTSA customer number, it is acceptable to present the
Certificate of Incorporation issued by the Justice Department (LTSA 2002d).

% For a fee of $2.25 a check can be made by the LTSA agent, to ensure the vehicle has not been
reported stolen and is correctly registered and licensed.
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transfer of ownership to be ‘completed’ the buyer is required to complete form
MR34 (owner identification) and validate identification. Only then will the
Certificate of Registration be sent out to the new owner. ‘Incomplete’ registrations
are nearly always completed either in a matter of days or, at the time of relicensing

(pers. comm. TRC 2002).%

As recorded in Figure 6.4, if the seller notifies the TRC of the vehicle sale but the
buyer does not, change of vehicle ownership remains ‘unconfirmed.” Without buyer
confirmation, after twenty-one days have lapsed the LTSA sends a letter to the
buyer (coded BNCOCVL), informing them that they are required to present
notification of change of ownership (form MRI13B), identification, and pay the
required fee.®* After this letter has been sent there is no further follow-up by the
LTSA, except to send a final notice (MR1F) to the ‘unconfirmed’ owner after the
vehicle has been unlicensed for twelve months, prior to having the registration

cancelled by the Registrar.®’

The TRC has a record of the number of vehicles with ‘unconfirmed” ownership at
any point in time. Presented in Table 6.11 is the number of vehicles with a change
of ownership status that is ‘unconfirmed’ or ‘incomplete’ at the end of June, for the

years 1997 —2002.

Table 6.11: Number of Vehicles on Register with ‘Unconfirmed’ or ‘Incomplete’
Ownership Status
June June June June June June
1997 1998 1999 2000 2001 2002
‘Unconfirmed’ 42,557 36,963 39,039 40,099 38,954 38,085
‘Incomplete’ 26,637 24,175 27,031 17,730 13,393 11,394

Source of data:  Transport Registry Centre, LTSA

5% If when presenting notification of change of ownership without adequate identification, the new
owner is also applying for exemption from licensing, exemption will be denied until the change of
ownership process is complete. The letter ‘EXEMPTION DECLINED, Identification required’ will
be sent to the new owner informing them of their responsibility to present both the completed form
MR34 and identification, and reapply for an exemption from licensing (using form MR24). The new
owner is reminded that they are liable for any unpaid licensing fees while the vehicle is registered in
their name. Further, if the vehicle is left unlicensed for twelve months, registration will be cancelled.
°* If the vehicle is exempt from CVL. then the letter sent is the version coded BNCONON.

*> When the vehicle's registration is soon to expire. however, the ‘unconfirmed" purchaser will be sent
the letter coded FIN-UNC informing them of their options (these are the same as outlined in the
MRIF FINAL NOTICE).



From Table 6.11 it can be seen that at any point in time the number of vehicles with
‘unconfirmed’ ownership status has remained reasonably constant at around 40,000
vehicles. This record, however, makes no distinction between temporarily
‘unconfirmed’ ownership status and ownership that is never confirmed.®® The
number of ‘incomplete’ change of ownerships on a given day appears to have

halved from 1997-1999 to 2001-2002.

When the change of ownership of a vehicle remains ‘unconfirmed’ owner liability
remains with the seller, so that the seller is liable for all traffic infringements on the
vehicle.®” If the vehicle is involved in an accident, however, and the seller, as the
last party registered as owner of the vehicle, can prove that s/he were somewhere

else at the time of the accident, s/he is exempt liability.

Liability is a different matter where outstanding licence fees are concerned. For an
unlicensed vehicle that changes ownership, the seller is liable for any outstanding
licence fees up until the date of notification of sale (on receipt of the form MR13A
or the tear-off section of the Certificate of Registration, by the TRC). When licence
fees remain outstanding, the seller is sent the form MRIC (‘PAYMENT
DEMANDED?’), demanding that the quoted fees outstanding be paid within fourteen
days of the invoice date.®® Where the vehicle is subject to CVL the buyer is
responsible for licensing the vehicle and paying the licence fees (or, alternatively,
applying for exemption from licensing) from the date the buyer confirmed
possession, regardless of whether the change of ownership was completed at that
date. The implication is that there can be a gap in the licensing of a vehicle, and in
collection of licence fees from the date of notification of sale until the date of
confirmation of possession by the new owner (pers. comm. TRC 2002). Sometimes
confirmation of possession never comes, therefore after twelve months of being

unlicensed, registration of the vehicle is cancelled by the Registrar, the LTSA

° The TRC does not keep a record of vehicles whose ownership is never confirmed. They are only
recorded as having "lapsed” registration status after being unlicensed for twelve months.

°" This is made clear to the seller on notification of sale form, MR13A.

°% If payment is not made, the debt is forwarded to the debt collection agency. On form MRIC the
LTSA use the words "you have disposed of an unlicensed vehicle™ rather than sold, as experience has
shown that when the LTSA has said. ... “sold an unlicensed vehicle,” people refute the bill on the
grounds that the vehicle was not so/d. but was given away (pers. comm. TRC 2002).
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records the registration as ‘lapsed,” and the ownership and whereabouts of the

vehicle is now unknown.

For an unregistered vehicle that changes ownership, the seller completes the
notification of sale form and sends it in to the TRC. The buyer, however, cannot
complete the buyer form and receive a Certificate of Registration. To reregister the
vehicle for use on the road, it will require an inspection, certification, reregistration,

the issuing of plates, and licensing, all at a cost to the new owner (LTSA 2002d).%

6.3.5 Cancellation of vehicle registration

Cancellation of vehicle registration should occur when the vehicle is to be destroyed
or rendered permanently useless, permanently removed from New Zealand roads
(whether on private property or permanently removed from New Zealand) or, written
off by an insurer. Currently about 5 percent of the cars in the passenger fleet have
their registration cancelled each year (LTSA 2004). Illustrated in Figure 6.5 is the
sequence of events surrounding the cancellation of registration and the disposal of a

vehicle. The party responsible for the vehicle during the proceedings is also shown.

As shown in Figure 6.5, cancellation of vehicle registration can be carried out by the
vehicle owner or by the Registrar. Registration cancellation requires the completion
of form MR15, ‘Application to Cancel Registration of a Motor Vehicle’ along with
surrender of the vehicle’s registration plates. If the owner is a private individual they
must present their driver’s licence (or another form of identification) when
cancelling the registration of a motor vehicle.”” The party cancelling the registration
of the vehicle indicates on the form whether the vehicle is to be destroyed or
rendered permanently useless, permanently removed from New Zealand roads or,
written off by an insurer. If the vehicle is currently licensed, a refund of the unused

portion of the licence fee will be paid to the person (or company) handing in

% The purchaser is advised to get an estimate of this cost. as it can sometimes be more than the value
of the vehicle.

’® Another individual can act on behalf of the owner, but must present identification. A corporate
organisation/insurance company will use their LTSA customer number as identification. Approved
storage providers (usually dealing with unclaimed, impounded vehicles) are required to complete
form MR1SA (instead of form MR 15) when cancelling the registration of a vehicle (MR 15 — Notes,
which are on the reverse side of MR15 in Appendix Three).
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the registration plates.71 [f the vehicle is unlicensed and there are licence fees owing,
this debt will be cancelled on receipt of the registration plates (pers. comm. TRC
2002). When application is made to cancel a vehicle’s registration and the
registration plates are not available for surrender to the TRC, the cancellation of
registration and any refund of unexpired licence fees are at the discretion of the

Registrar (MR15 - Notes).

The Registrar is empowered to cancel the registration of a vehicle remaining
unlicensed for a continuous twelve-month period (see Figure 6.5).72 These are
identified as ‘lapsed’ registrations. The current ownership and whereabouts of these
vehicles is unknown (it was only known twelve months prior to the registration

being ‘lapsed’). The registration cancellation figures for 1998-2002 are given in
Table 6.12.

Table 6.12: Annual Vehicle Registration Cancellations

1998 1999 2000 2001 2002

Total cancelled & ‘lapsed’ 149,382 131,180 128,115 133,848 124,648
registrations

Owner cancellations 50,594 56,032 66,882 68,052 67,081
‘Lapsed’ registrations 08,788 75,148 61,233 65,796 57,567

‘Lapsed’ registrations as 66.1% 57.3% 47.8% 49.2% 46.2%
percentage of total
Source of data:  Transport Registry Centre, LTSA

[t is interesting to note from Table 6.12 that the number of vehicles being removed
from the Motor Vehicle Register (having their registration cancelled) is not
increasing as yet, despite the increase in the number of vehicles coming into the
country, particularly used imports which are already on average seven years old
when they enter the country. The number of vehicle owners who allow the vehicle’s
registration to ‘lapse’ does seem to be falling, however, they still represent nearly

one-half of vehicle owners whose vehicle registration has been cancelled.

Almost 125,000 vehicles had their registrations cancelled in 2002. Forty-six percent

of these (58,000 vehicles) did not have their registrations cancelled by their owners

" For this reason an automotive dismantler buying a vehicle for parts may. if the licence has not
expired, complete the change of ownership papers in order to cancel registration, surrender the plates,
and receive the licence-fee refund.

"2 This period is two years for vehicles which are exempt from CVL.
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and so their registration was recorded as ‘lapsed.’73 These are shown in Figure 6.6
along with the 67,000 vehicles whose registration was cancelled by their owner. For
those vehicles in the latter category, distinction was made as to whether they had
been destroyed or rendered permanently useless, permanently taken off the roads,

removed from New Zealand, or written off by an insurer.

Figure 6.6: Proportion of ‘Lapsed’ and Cancelled Registrations in 2002 (Including
Declared Vehicle Destinations)

46% [

1% 16%

0 Destroyed/permanently useless ] Removed from NZ
@ Written off by insurer 0O Permanently taken off road
m Cancelled by storage provider Lapsed registration

Source of data: Transport Registry Centre, LTSA

As shown in Figure 6.6, in 2002 approximately 27,000 vehicles (22 percent of those
whose registration was cancelled) were declared destroyed or rendered permanently
useless, 20,000 (16 percent) were permanently taken off the road, and insurers wrote

off 16,000 vehicles (13 percent of vehicles whose registration was cancelled).

6.3.6 Reregistering a vehicle

A cancelled registration may not mean the end of the road for a vehicle. Some
vehicles are written-off by insurance companies because it is advantageous from an
economic viewpoint, without the vehicle having been destroyed or rendered
permanently useless. In this case the insurer is likely to cancel the registration,

surrender the registration plates, receive any refund owing, and then sell the vehicle

7 In 2001 this figure was 49 percent.
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‘as is, where is,” either for parts or to be worked on to be made roadworthy again.
Alternatively, a vehicle whose registration has been cancelled by the Registrar or the
owner may be reregistered at a later date. For each of these scenarios the
reregistration process is the same. The vehicle must be taken to a TSD agent to
undergo a safety inspection and certification. For a vehicle that has suffered
structural damage or deterioration or, had previous structural repairs, the TSD agent
may refer the vehicle to a repair certifier. Where modification affecting safety
performance has taken place, the TSD agent will refer the vehicle to a Low Volume
Vehicle specialist certifier. Once the vehicle has passed the safety inspection and
certification it automatically qualifies for a WoF. At this point the TSD agent can
reregister the vehicle issuing it with new registration plates and a new licence (LTSA

1999a).

6.3.7 Areas of weakness with institutional practices

Almost one-half of the annual vehicle registration cancellations are executed by the
Registrar and not by the vehicle owner. These vehicles have ‘lapsed’ registration
status and the ownership and whereabouts of these vehicles was confirmed at least
twelve months prior to the date of registration cancellation. This results in a data gap

on the Motor Vehicle Register.

There are two opportunities for a vehicle owner to allow the vehicle registration to
lapse. The first is when CVL (including temporary exemption) is not enforced (see
Figure 6.3). The likelihood of enforced compliance or the size of the penalty is such
that the vehicle owner ignores all reminders and warnings, neither relicensing the
vehicle nor cancelling the registration. After twelve months the registration is
recorded as ‘lapsed.” The second opportunity occurs when the buyer does not
confirm the change of vehicle ownership (see Figure 6.4). If the buyer ignores the
letter reminding them of their responsibility to confirm the change of ownership and
pay the transaction fee, no further action is taken.”*  Without enforcement,

compliance does not necessarily take place.

7 Except to send a final notice that the vehicle registration will be cancelled by the Registrar (twelve
months after the license expired).



Once vehicle registration has lapsed these vehicles are ‘lost’ from the system.75

They may continue to be driven on the roads’® and there may be further change of
ownership. When vehicle change of ownership remains ‘unconfirmed,” owner
liability remains with the seller as the last party registered as owner of the vehicle.
This means that the seller is liable for all traffic infringements on the vehicle. The
New Zealand Police and the local authorities find it difficult to enforce, however,

and have to waive speed camera offences and stationary offences as a result (pers.

comm. TRC 2002).

It is difficult to balance and account for all vehicle registrations on the Motor
Vehicle Register in any given year as temporary exemptions from licensing can be
granted any time (from a minimum of three months, up to an indefinite period of
time). This difficulty in balancing the figures can be shown in Table 6.13 which
provides the number of vehicles coming on and off the Motor Vehicle Register in

2002.

Table 6.13: Registration Figures for Light Motor Vehicles in 2002

Vehicle registrations for 2002

Vehicles licensed (& registered) at end of 2001 1985 220

plus Registrations for new vehicle imports in 2002 + 64 086
plus Registrations for used vehicle imports in 2002 + 136 418
plus Reregistrations (assumed not registered at end of 2001) + 5433

2191157
less Cancelled registrations in 2002 - 67 081
less Lapsed registrations in 2002 - 57 567
Total 2 066 509
Actual number of vehicles licensed (& registered) at end of 2002 2017 503

Source of data: Transport Registry Centre, LTSA

[t can be seen in Table 6.13 that the actual number of licensed vehicles in New
Zealand at the end of 2002 is 2,017,503. If, however, the expected number of light
motor vehicles licensed by the end of 2002 was calculated by taking the number of
vehicles licensed at the end of 2001, plus the 2002 registrations, minus cancelled and
lapsed registrations in 2002, the expected total at end of 2002 would be 2.066,509.

The discrepancy in these figures can be explained by the vehicles granted temporary

" *Unconfirmed” ownership details are passed on to those in enforcement.
" Around 2.000 infringements are issued annually for vehicles which are unregistered and are on the
roads (Source: New Zealand Police).



exemption from licensing (which is recorded by the TRC and is known at any point
in time, but cannot be given as an annual figure because it is constantly changing).
A further discrepancy is that those vehicles that were given ‘lapsed’ registration
status during 2002 will not have been accounted for in the number of vehicles which
were licensed at the end of 2001 (as there is a 12-month lag before registration is
‘lapsed’). Some vehicles not accounted for could be some of the estimated 25,200
abandoned in 2002.”7 A few of the vehicles reregistered in 2002 may have been
registered at the end of 2001, which means that in the figure labelled ‘Total’ they

will have been double-counted.

Another area of weakness in the institutional process comes at the time of the
registration cancellation and disposal of the vehicle. To cancel registration the
owner must provide adequate identification, complete form MR15, and surrender the
vehicle’s registration plates. On the form the party cancelling the registration is
required to indicate whether the vehicle is to be destroyed or rendered permanently
useless, permanently removed from New Zealand or just from New Zealand roads
or, has been written off by an insurer. The owner is not required, however, to
provide proof of the vehicle’s destination. As shown in Figure 6.5 some of these
vehicles will go to a dismantling facility or to a local authority collection site in
order to be recycled. A number of vehicles will remain on private property, some to
be used on the property, others to be restored for reregistration at a later date, and
others will just be left to deteriorate. A small proportion of vehicles will
permanently leave the country, some written off by insurers will be bought ‘as is,
where is’ in order to be made roadworthy for reregistration, and some will be
abandoned. Since no proof is required the actual number of vehicles that are
recycled or, that remain on private property, etc is not known. This lack of certainty
surrounding the destination of a vehicle at registration cancellation contributes to the

information gap regarding ELVs in New Zealand.

The Motor Vehicle Register becomes incomplete when CVL is not enforced and

when a vehicle changes ownership without full and complete documentation. The

77 Abandoned vehicles whose registrations were cancelled by the Registrar during 2002 would be
recorded as ‘lapsed’ registrations in Table 6.13, but for those whose registrations had lapsed in a
previous year, the vehicle would not be recorded in the above figures.
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destination of motor vehicles whose registration is cancelled is uncertain without
clearer alternative choices and requirement of proof. Therefore the number of
vehicles on the roads, the annual number of ELVs, and the number of ELVs being

recycled is not known with accuracy.

6.4 Examination of the Legislation Relevant to Abandoned Vehicles

There are four laws that refer to abandoned vehicles and provide instruction on the
procedures to follow when dealing with them. Examination of these laws will be
made in the subsection which follows. In addition, sections of the Transport
(Vehicle and Driver Registration and Licensing) Act 1986 have an indirect impact on
the ability of a local authority (or other administrative body) to trace an abandoned
vehicle owner and enforce them to take responsibility for the vehicle. This

legislation will be looked at in subsection 6.4.2.

6.4.1 Examination of the laws relating to removal, notification, and
disposal of abandoned vehicles

The Govemment has enacted laws specifically to instruct and empower
administering bodies on the removal and disposal of vehicles abandoned on public
property. Responsibility for abandoned vehicles lies primarily with local authorities
under the Local Government Amendment Act (No. 3) 1992, Section 2.7
Responsibility for abandoned vehicles in national parks is with the Department of
Conservation (National Park Act 1980, Section 71), in public reserves it lies with the
administering body of that reserve (Reserves Act 1977, Section 110), and on public
works land responsibility is with any person authorised by a Minister of the Crown
responsible for public works (Public Works Act 1981, Section 239; Public Works
Amendment Act 1988, Section 81).”°

Since the local authorities remove the large majority of abandoned vehicles, the in-
depth look at the legislation regarding abandoned vehicles will focus on the LGAA
(1992).80 Under the LGAA (1992). or indeed any of the other three acts, it is not a

78 Henceforth referred to as the LGAA (1992). For Section 2, LGAA (1992). see Appendix Four.
Section 2 of LGAA (1992) supersedes Section 356 of the Local Government Act 1974.

7% Copies of the relevant Sections of each of these Acts are provided in Appendix Four in the order in
which they are mentioned here.

% points made with regard to the LGAA (1992) that are relevant to the other three acts can be applied
to them also.



prosecutable offence to abandon a vehicle.?’ In addition, Section 2 of the LGAA
(1992) is specific to abandoning a vehicle on a road, but there is no provision for a
course of action where a vehicle has been abandoned on public land other than the
road or, on private land without consent from the owner of that land. Where for
example, a vehicle is abandoned near or in water it becomes the responsibility of the
regional council (under the Resource Management Act 1991), however, some of the
regional councils have come to an arrangement with the local authority whereby
responsibility for abandoned vehicles remains with the local authority regardless of

where the abandonment took place.

Abandoned vehicles are categorised in three ways in Section 2 of the LGAA (1992),
in order to distinguish between the ways in which the search for the owner is
conducted, and also the time frame of the notification of sale or disposal of the
vehicle. The three categories are as follows:

“A category A vehicle is a motor vehicle that has neither a number plate nor a
current licence label affixed to the vehicle; a category B vehicle is a motor
vehicle that has affixed to it either a number plate or a current licence label
(but not both); [and] a category C vehicle is a motor vehicle that has affixed
to it either i) a number plate and a current licence label; or ii) a number plate
and a licence label that expired not more than 6 months before the council
took possession of the vehicle.”
A category has not been included for vehicles that have no form of identification (no
plates, no licence, either current or expired, no readable chassis number or VIN),
even though many abandoned vehicles come under this category.®? If there were
such a category, these untraceable vehicles could be disposed of immediately, as
anecdotal evidence from local authorities suggest that attempts to find the vehicle

owner via newspaper advertisements are unsuccessful and owners who have

abandoned a vehicle in this manner do not want to be traced.

The LGAA (1992), Section 2, 2(c) states that “the council shall make reasonable
efforts to give notice to the last registered owner of the vehicle of its intention to sell
the vehicle . . .” Later in Section 2, 2(h). however, when liability is stated it says

“the owner shall be liable to pay to the council all expenses incurred by the council

8! Prosecuting a person for abandoning a vehicle has to be done under the Litter Act (1979).
¥ According to the responses to question 5 in Survey If.
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in removing and storing the vehicle . . .” In 2(c) the words ‘last registered owner’
are used, while in 2(h) when referring to the same person it says simply ‘the owner.’
This provides a loophole for the last registered owner to be absolved of liability for

the vehicle, by stating that s/he is no longer the owner of the vehicle.*

In Section 2, 2(d) “the council may give not less than 10 working days’ notice, by
advertisement in 2 issues of a daily newspaper . . . of its intention to sell the vehicle .

” This applies to category A and B vehicles, and for category C vehicles the
period of notice extends to one month (Section 2 3(a)).® Although there is no
ambiguity here, the period of notice is such that at $12 per day for storage, it is
relatively expensive for a council that does not recover any of its costs ($120 for ten
days and $360 for a month). Councils suggest that advertising is usually fruitless, so

it would seem that this form of notification is not worth the expense, and that the

notification period could be reduced in order to reduce the cost to local authorities.

The National Park Act (1980), Section 71, and the Reserves Act (1977 to 1996)
Section 110 also refer to the removal and disposal of abandoned vehicles. Both of
these laws require the holding of a vehicle, assumed abandoned, for two months.
After this two-month period, for a vehicle displaying a current licence, “‘the Minister
may give not less than 14 days’ notice to the last registered owner of the vehicle of
his intention to sell or destroy the vehicle” (National Park Act 1980, Section 71
4(b)).>> Where the vehicle is not currently licensed, the same notice period applies,
with notice of sale or disposal being required in the form of “advertisement in 2
issues of a newspaper circulating in the district in which the park is situated . . .”
(Section 71 4(a)). If storage were being charged at commercial rates, a storage cost
of $888 would have accrued in two and one-half months, which may be more than
the value of the abandoned vehicle. For abandoned vehicles without visible
identification, it is likely that the current owner does not wish to be traced, which

makes notification via advertisements of questionable worth.

% Many do this. as has been discussed in Section 6.2.2 of this chapter.

** Similar instructions to notify, for category A and B vehicles are given in the Public Works Act
1981, Section 239. There is, however, no mention of a category C vehicle.

% The same statement is made in the Reserves Acts (1977 to 1996), Section 110 3(a).
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6.42 Examination of the legislation impacting on the ability to trace
abandoned vehicle owners

Sections of the Transport (Vehicle and Driver Registration and Licensing) Act
(1986),% which indirectly impact on the ability of a local authority to trace an
abandoned vehicle owner and enforce liability for the removal and disposal of that
vehicle, are discussed here. The relevant sections of the Transport (VDRL) Act
(1986) are those which relate to CVL and the procedures for the change of vehicle
ownership.®” The law regarding the requirement to display a current licence for
vehicles on the roads, and regarding the procedures and requirements for legal
change of vehicle ownership are clear and enforceable. With almost half of the
vehicle registration cancellations being cancelled by the Registrar and on average
79,000 infringements issued annually for vehicles failing to display a current licence,
it is clear that compliance with these laws does not always occur. Under Section 26
of the Transport (VDRL) Act (1986),% failure to notify the change of ownership of a
motor vehicle by the seller and/or failing to produce the certificate of registration is
an offence with a maximum fine of $500 (Section 26(2)), and providing false or
misleading information is an offence with a fine not exceeding $1,000 (Section
26(1)). This is also the case for failure to confirm ownership by the buyer (as in
Section 14 of the Transport (VDRL) Amendment Act 1992). Therefore while there
is penalty for noncompliance, prosecution for these offences are rare (pers. comm.
TRC 2002).

Where change of vehicle ownership remains ‘unconfirmed’. the seller (the last
registered owner) is liable for all traffic infringements on the vehicle (stated on the
notification of sale form, MR 13A). Without prosecuting for the offence of failing to
notify of change of ownership, a consequence is that traffic infringements involving
vehicles with ‘unconfirmed’ change of ownership status, are difficult to enforce
since information on vehicle ownership on the Motor Vehicle Register is unreliable.
Most often these offences have to be waived, having already imposed costs on the

local authority or the New Zealand Police in officer time and administrative costs.

8 Henceforth referred to as the Transport (VDRL) Act (1986). All relevant sections of this Act and
its Amendments are given in Appendix Four.

7 Namely Sections 5 and 20 of the Transport (VDRL) Act (1986). Section 13 of the Transport
(VDRL) Amendment Act (1992). and Sections 7 and 8 of the Transport (VDRL) Amendment Act
(1997).

¥ Amended in Section 16 of the Transport (VDRL) Amendment Act (1992).
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6.5 Conclusion

An estimated 25,500 vehicles are abandoned throughout New Zealand each year.
The direct cost to local authorities to recover, notify, and dispose of these abandoned
vehicles is estimated to be at least six million dollars a year. This does not include
the cost to society from the associated environmental externalities. Local authorities
have implemented different policy instruments to encourage the correct disposal of

ELVs with varying degrees of success.®

Although the law is clear regarding CVL and change of vehicle ownership,
institutional practices and lack of enforcement is such that vehicle owners may avoid
compliance with these laws. This results not only in an incomplete Motor Vehicle
Register, but also in difficulties enforcing the laws concerning abandoning a vehicle,
which allow ELV owners to abandon their vehicles without penalty. Consequently,
of the vehicles illegally dumped nationwide, only an estimated 35 percent of owners

are currently traced and costs recovered.

Throughout much of New Zealand local authorities provide a collection site and
storage for ELVs waiting to be recycled. There is, however, no standard practice
regarding the setting of cost levels for the disposal of EL Vs at these collection sites.
In some areas the cost to leave ELVs for disposal is greater than the actual stripping
cost, while in others it is less, so that ELV disposal is subsidised by ratepayers. In
some areas there is a regulatory requirement that ELVs be stripped prior to
acceptance for disposal at the collection site. Where stripping is a requirement for
disposal or, where ELV owners are required to pay for the vehicle to be stripped, an

incentive is created to abandon the vehicle.

Prior to making recommendations aimed at both increasing the number of ELV's that
enter New Zealand’s recycling system and reducing the negative environmental
impact from ELV disposal, a study is made of the approach taken to ELV recycling
and disposal in other countries. The results of this study are presented in Chapter
Seven with the primary focus being case studies on the management of ELVs in the

Netherlands, Germany, Sweden and the United Kingdom.

¥ Policy implementation costs are not necessarily included in the six million dollar estimate.

143



Chapter Seven

International Case Studies
Regarding the Management of
End-of-Life Vehicles

“Practical policymaking is an art of timing, combining, and
sequencing instruments to meet multiple goals amidst
changing circumstances.”

Sterner (2003, 218)
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7.1 Introduction

Chapter Seven outlines the approach taken to the management of ELVs in other
countries. Presented here are the current management practices regarding ELV
recycling and disposal in four Member States of the EU, namely the Netherlands,
Germany, Sweden, and the United Kingdom. Three areas of ELV management are
examined. The first is the ELV recycling rate currently being achieved, and the level
of government intervention or the cost to industry to accomplish this. The second is
the use of policy instruments in the management of ELVs, and the third is the
institutional practices that impact on the number of vehicles being abandoned. In
each of the country studies emphasis on these three areas will vary according to the

importance of each in the country’s management of their ELVs.

In this chapter Sections 7.2 to 7.5 present the case studies for the Netherlands,
Germany, Sweden, and the United Kingdom. Section 7.6 concludes the chapter with
a summary of the main findings from the country studies. Management practices
regarding ELV recycling and disposal in a number of other countries provide either
unique practices or elements relevant to New Zealand. For this reason they are given
a brief mention in the concluding section as they will contribute to the discussion

when presenting options for the management of ELVs in New Zealand.

Driven by extreme pressure on landfill capacity in some Member States, the
European Union adopted the EU Directive (2000/53/EC)" on end-of-life vehicles in
September 2000. The approach is one of extended producer responsibility (EPR)
toward the disposal of ELVs. The EU Directive provides the backdrop for the case
studies and so a brief overview of the Directive is necessary prior to the presentation
of the country reports. The EU Directive makes mandatory the formal deregistration
of an ELV upon presentation of a Certificate of Disposal by the last owner of the
vehicle to ensure the vehicle enters the recycling system, and that it does so via a
certified treatment facility. Presentation of the Certificate of Disposal formally
releases the vehicle owner from fiscal responsibility of the vehicle. The EU

Directive embraces extended producer responsibility for the management of ELVs

' Henceforth referred to as the EU Directive. This directive applies to the fifteen Member States of
the European Union in 2000 and was to be translated into national legislation by April 2002.
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with the free take-back of all ELVs by the automobile manufacturers and
professional importers of each of the Member States from 2007.> ELV reuse and
recovery targets have been set in the EU Directive at 85 percent of a vehicle (by
weight) with no more than 5 percent in energy recovery by 2006, and 95 percent by
2015, with at most 10 percent in energy recovery. New vehicles on the market from
the beginning of 2005 are required to be at least 85 percent reusable and/or
recyclable.” The EU Directive stipulates stringent ELV management systems with
specific requirements for both collection and treatment facilities. Included in these
are improvements in facility design and in treatment practices, with monitoring and
certification of facilities a requirement. Also mandatory is the removal of fluids,

hazardous materials, and recyclable materials prior to shredding (EU Directive
2000).

The EU Directive has provided the time frame for compliance, which the case study
countries will be required to meet. Presented here are the current ELV management

practices of each of the four Member States until that time.

7.2 The Netherlands*

In the Netherlands, with a population of sixteen million, nearly one thousand
vehicles were retired daily from the roads in 2000, designated as ELVs.’> The
number of ELVs had been rising in the late 1990s, with the number in 2000 up 15
percent on the previous year. The two main reasons for this trend were the strong
Dutch economy of the late 1990s, which led to an increase in the number of vehicles

registered, and a decline in the number of used cars exported from the Netherlands

? In addition producers must incorporate product design that improves the reuse and recycling of
components and materials, and increase the quantity of recycled materials used in production. They
must also code components and materials to facilitate recovery and reuse and provide dismantling
information on all new vehicles (EU Directive 2000).

* In addition, the EU Directive dictates the phasing out of the use of the heavy metals lead, mercury,
cadmium and hexavalent chromium in car manufacture except in specified components (EU Directive
2000).

* Information was collected through an interview with the Manager Recyclingprojecten, Auto
Recycling Nederlands BV. and an on-site a visit to an automobile dismantling operation, to see the
practices carried out in order to meet the stringent environmental standards and the high levels of
recycling set by the Dutch government.

* The number of vehicles retired in 2000 was just over half the number of new vehicle registrations
for that year.
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(Zoboli, Barbiroli, Leoncini, Mazzanti, and Montresor 2000).6 Car sales in 2002,
however, were down 2 percent on the previous year, and the number of ELVs for

disposal also decreased (Auto Recycling Nederland (ARN) 2003).7

With the increased pressure on landfill space, the automobile industry decided on a
bold and unique way to vastly improve both the quantity and the quality of
automobile recycling in the Netherlands, thus reducing the amount of automobile
shredder residual (ASR) requiring disposal. The motivation for this move was to
take the initiative before any legal obligation was forced upon them. In October
1993, the industry set up the Auto Recycling Foundation,® with the endorsement and
legislative backing of the Ministry of Housing, Spatial Planning and Environment.
The Foundation created an independent, non-profit company Auto Recycling
Nederland BV (ARN), which began operation in 1995.° ARN was to implement the
Foundation’s policy to reduce automobile waste by half of the (then) current level.
This required recycling or reusing 86 percent of a vehicle (by weight), which
involved recovery of materials not previously recovered. Remarkably, the 86

percent ELV recycling target was achieved before the end of 1997 (ARN 2003).'°

To achieve this level of recycling ARN set and monitored standards for dismantling
and recycling, conducted research and financed those parts of the operation that were
uneconomic. This they continue to do by giving recycling premiums for those
dismantling and recycling activities that are not yet profitable. The premiums are

financed by a mandatory deposit known as the waste disposal fee, paid by importers

® The number of used car exports decreased from approximately 155,000 in 1997, to 115.000 in 2000.
Used car exports from the Netherlands went primarily to France, secondly to Eastern Europe, and
thirdly to Africa. The trade in used cars with Eastern Europe had declined as those countries
increased in prosperity and also imposed import restrictions. Poland for example. stopped accepting
vehicles that were more than seven years old (pers. comm. Auto Recycling Nederland BV (ARN)
2001).

” The proportion of incoming vehicles that are used imports is around 8 to 9 percent (ARN 2003).

¥ Those involved were the car manufacturers and importers, garages, repair shops. car dismantling
companies, and the shredder companies. In 1997, the shredder association ceased to exist and so
withdrew from the Foundation.

’The ARN is a limited company with only eighteen full-time employees and is 100 percent owned by
the Foundation (pers. comm. ARN 2001).

'” See Table AS.1. Appendix Five. The Dutch Ministry of Housing. Spatial Planning and
Environment have legislated for the 95 percent recycling target to be reached in the Netherlands by
2007.
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on first registration in the Netherlands of any new or used vehicle.! The Minister of
Housing, Spatial Planning and Environment declared the waste disposal fee binding,
and without payment of the fee, registration cannot be obtained (ARN 2001). Where
the importer passes the fee on to the consumer it is declared an environmental fee,
and is added to the list price of the car. The waste disposal fee was introduced at the
beginning of 1995 and was set at NLG250 ($NZ212.50)"? for the first three years.l3
As a sufficiently large reserve fund soon accumulated and the cost of the recycling
operation decreased, it became possible to reduce the disposal fee.'* In 2001 at €45
($NZ84.28) the disposal fee was less than 0.25 percent of the average price of a new
vehicle. The fund is used to run ARN, with the bulk of the money being used for the
recycling premiums paid to car dismantling, transport, and recycling firms contracted

to ARN (pers. comm. Auto Recycling Nederland (ARN) 2001).

In 2001 there were nearly eight hundred registered automotive dismantlers in the
Netherlands, and of these 267 were contracted to ARN and processed nearly 90
percent of the country’s ELVs."” Of those outside the ARN system, most are very
small operators. Many are ‘sleeping’ companies as far as dismantling is concerned
(particularly ELV dismantling), registered as dismantlers but seldom practising.
Licensed automotive dismantling companies have to comply with increasingly
stringent standards,'® rigorously monitored by a certification body recognised by the

Accreditation Council (pers. comm. ARN 2001)."7

The dismantling companies’ primary income is from the sale of used parts and the

sale of the car hulk to the metal trade. Companies contracted to ARN are required to

"' Vehicles must have at least four wheels and weigh at most 3,500 kilograms. Classic cars that are at
least 25 years old are exempt (pers. comm. ARN 2001).

"2 All conversions to New Zealand dollars in the thesis were calculated using the exchange rates on 26
January 2004: NLGI (obsolete) = $NZ0.849994. €1 = $NZ1.8728.

" The car importers group use modelling techniques to calculate the size of the fee. See Figure AS5.1
in Appendix Five for the components used to calculate the disposal fee.

" The fee was reduced to NLG150 ($NZ127.50) for the years 1998 t0 2000 and to €45 (SNZ84.28),
inclusive of the 19 percent VAT, as of January 2001 unti) the end of 2003 (pers. comm. ARN 2001).
® When dismantlers first registered with ARN in 1995, those registered with ARN processed
approximately 40 percent of the country’s ELVs and by 1998 it was up to 80 percent of ELVs.

' For example, fluids must be drained from an ELV within three days of its arrival at the dismantling
facility.

" The dismantling industry underwent re-organisation in the late 1990s so that now there are fewer
facilities operating, but they tend to be larger and more professional (pers. comm. ARN 2001).
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further remove materials which can either be usefully recycled or, could become an
environmental burden. By 2002 these companies were recovering and recycling up
to nineteen different types of material and these are listed in Table AS5.2 in Appendix
Five (ARN 2003)."® The techniques used are relatively simple with most processes
being carried out manually. This means that expensive capital outlay is not required,
and no economies of scale are achieved in ELV dismantling (pers. comm. ARN
2001). ARN makes regular quality inspection of the materials recovered and of the
dismantling process. The premiums (paid per kilogram, or per litre of recovered
materials) are evaluated annually by ARN, based on time and cost studies for ‘best
practise’ dismantling methods. Dismantlers then try to increase their own efficiency
to improve their profit margin. When the dismantlers group as a whole increase
efficiency, then ARN lowers the premiums paid.'"” It is in the interest of car
importers, the Government, and consumer organisations to lower premiums where

feasible, in order to keep the waste disposal fee as low as possible (ibid.).

Six collection companies are business partners with ARN, transporting the
dismantled materials to the recycling companies. The full containers of materials are
weighed and recorded by both the dismantler and the collection company. Transport
of materials and administrative costs are paid for by ARN. Recycling companies are
also contracted to ARN. As with the collection companies, selection is carried out
by tender in order to encourage competition. ARN offers contracted recycling
companies guaranteed quantities of materials of a consistent quality, and for these
they either receive or pay recycling premiums. The contract is conditional on proof
of high-grade recycling, and stringent requirements must be adhered to (pers. comm.

ARN 2001).

In 2002 ARN collaborated with domestic and foreign shredding companies to
instigate a new project to monitor shredder intake. Shredder companies are now
required to be licensed and to meet environmental and safety standards. Contracted

dismantlers trade their dismantled ELVs with contracted shredders who extract and

"* Detail of the uses of these recycled materials is also given in Appendix Five.
'* ARN sets and fixes the premiums for a three-year period, providing some certainty for the
dismantlers and as an incentive to increase efficiency (pers. comm. ARN 2001).
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sell the ferrous and nonferrous metals. The dismantling company attaches a barcode
to the ELV which contains all the data relevant to that ELV, so that it can be traced
throughout the recycling chain. The shredder company scans the barcode on receipt
of the ELV, so that shredder intake can be monitored, and it also provides a record to

authorities of correct dismantling and disposal of the ELV (ARN 2003).

To achieve the new recycling target of 95 percent ARN has invested a great deal of
resources on research and pilot recycling projects. The 95 percent recycling target is
considered unattainable without the processing of shredder waste, and therefore a
cost-effective solution is needed. Future developments are likely to be in thermal
processes like pyrolysis, gasification, and staged incineration. This is of economic
interest to the shredder companies as they face increasing fees for the disposal of

shredder waste at landfills (ARN 2003).

The Dutch have a very comprehensive and interconnected database of information
concerning vehicles. The starting point is registration with the Centre for Vehicle
Technology and Information (RDW).2° On entry into the Netherlands a car is issued
a licence by the RDW once the waste disposal fee has been paid. With the licence
comes the vehicle’s registration number, which remains with the vehicle throughout
its lifetime. The vehicle owner has to pay an annual ownership tax, an amount that
varies relative to the weight of the vehicle. There is an on-line recording system for
vehicle ownership, on which any change of ownership is recorded. A record is also
kept of payment of the annual tax. When payment is overdue a reminder is sent out.
If the reminder is ignored a court order is sent or, a credit agency is sent to collect
the payment, which if still outstanding, is usually forthcoming (pers. comm. ARN
2001). Since the Netherlands uses an ownership tax there is no temporary exemption

from licensing.

Car dealers are required to keep on-line registration of their stock which is linked to
the central database so that when a car owner sells his/her vehicle to a dealer, the

dealer does not fill out change of ownership papers as a new owner would have to,

** Rijksdienst voor het Wegverkeer.
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but must register the vehicle on the on-line system. Failure to do so results in a fine
(pers. comm. ARN 2001). All authorised dismantling companies have an on-line
registration of their dismantling operation (ORAD),>" which is also linked to the
central database. When the owner of an ELV brings it (complete with licence plates)
to a dismantling company, the owner receives a Certificate of Disposal. This is
entered on the ORAD (and therefore into the central database), along with any
particulars regarding that vehicle. Also recorded on the ORAD is the material
balance of each ELV. The ARN has a data link to this information, which is closely
monitored. The RDW Data Centrum processes the data on behalf of ARN. The
other part of the record keeping lies with those responsible for the export of used
vehicles from the Netherlands. The export system is also linked into the central

database (ibid.).

Receipt of the Certificate of Disposal relieves the owner of any further ownership
tax. Without a Certificate of Disposal the registered owner must continue paying the
annual ownership tax as there is no exemption offered. This, along with the free
take-back of ELVs in the Netherlands, provides the incentive for ELV owners to take
their vehicles in for recycling. As a result abandoned vehicles are not an issue in the

Netherlands (pers. comm. ARN 2001).

The Dutch recycling system required no adjustment with the implementation of the
EU Directive on ELVs by Member States in April 2002.2> Their system is based on
producer responsibility, and ensures that all ELVs are disposed of through authorised
and monitored treatment facilities. Furthermore, free take-back of an ELV of zero or
negative value has been required by law since 1995, and the Certificate of Disposal
is in place. The EU Directive set a recycling target of 85 percent by 2006. This
target had already been achieved in the Netherlands since the end of 1997, through
80 percent recycling and S percent energy recovery (ARN 2003). ARN provides the
infrastructure, guarantees payment for recycling, and guarantees quantities of

materials to the next participant in the recycling chain. With the increase in the ELV

* Online Registratie Auto Demontage system.
hi < . .
~ In fact the successful ARN system served as a model for the EU Directive (ARN 2001).



recycling rate from 75 percent to 86 percent, the amount of ASR to landfills has been
almost halved, environmental impact has been significantly reduced, and the
increased materials reuse implies little unnecessary use of raw material resources

(pers. comm. ARN 2001).

Two economic instruments drive the management of ELV disposal in the
Netherlands. The first is effectively a user charge, and the second a recycling
subsidy. The vehicle user is charged a disposal fee, but it is the first owner (or the
importer) not the last who is charged the fee. “The system implies a certain and
fixed payment by the first owner (as opposed to an uncertain and variable payment
by the last owner)” (Zoboli e al. 2000, 11.48). If the disposal charge were required
of the final owner, it would provide an increased incentive to abandon the vehicle.
The disposal charge is regressive in that the fee is the same for new and used
vehicles and irrespective of the value of the vehicle, creating a disadvantage for
those presumably lower-income consumers buying vehicles of lesser value (Zoboli et
al. 2000). Subsidies are paid to all those in the recycling chain of the ARN
infrastructure, for all recycling and recovery that would not occur under free market
conditions. The subsidising of dismantlers and shredders has met with criticism.
European car manufacturers oppose the need for incentives to initiate new recycling
activities that may eventually become self-sustaining (pers. comm. BMW Group

2001).

7.3 Germany?

In Germany there were approximately forty million passenger cars displaying a
current registration in 1997 for a population of just over eighty-three million
([Germany] Ordinance on used motor vehicles 1997). In 1998 more than 3.7 million
new passenger cars were registered in Germany, nearly 27 percent of the new
registrations for the whole of the EU15. In the same year just over 40 percent of new

car registrations in the EU1S5 were for cars produced by the four German-based

“ An interview was conducted with the Head of the Division for Product Responsibility. Avoidance,
Recovery and Utilization of Product Waste for the Federal Ministry for the Environment, Nature
Conservation and Nuclear Safety. For the industry perspective, time was spent looking at the
processes developed for car disassembly and hazardous waste removal at the Recycling and
Disassembly Centre for the BMW Group, and an interview was conducted with the Head of the
Recycling Department at the Centre.



manufacturing groups, namely Daimler-Chrysler, the BMW Group, Opel, and the
Volkswagen Group (Zoboli et al. 2000).

There is no reliable data on the exact number of ELVs in Germany each year,
however, approximately 2.6 million cars are deregistered annually** with about 1.7
million of them being scrapped (ARGE-Altauto 2000). These figures are likely to
increase with the rise in number of vehicles registered annually.25 Also increasing is
the quantity of ASR requiring landfilling, as the proportion of plastics and other non-
metal materials used in automobiles increases ([Germany] Ordinance on used motor
vehicles 1997).%° Therefore issues relating to the recycling and disposal of ELVs are
of real importance to Germany, such that both the Government and industry have

invested a great deal of resources into addressing them.

In Germany the Waste Avoidance and Waste Management Act of 1986 (WMA) set
waste minimisation as its key objective, with reutilisation as the preferred option
over disposal or incineration. The WMA provided the legal framework for the
Federal Government to set statutory and technical regulations on specific waste
streams. It also introduced producer responsibility for post-consumer waste which
included producer take-back and obligatory recycling. Following this the Federal
Ministry for the Environment, Nature Conservation and Nuclear Safety (BMU)>’
issued policy papers advocating free take-back of ELVs by manufacturers and
importers, and the reuse and recycling of car parts and materials, where it was

technically and economically attainable (Zoboli er al. 2000).

** Some of these will not have been permanently deregistered, but will have temporary exemption
from licensing.

** It should be noted that there has also been a rise in the number of deregistered cars being exported
to former USSR states, Poland and other Eastern European countries, as well as France and the
Netherlands (approximately 18 percent of deregistered cars are less than ten years old). A proportion
of these exports are ELLVs, and there are a number of reasons for this. Firstly, some importing
countries have relatively low emissions standards; secondly, these countries have a greater demand
for used and reconditioned parts; thirdly, Eastern European labour costs (for dismantling) are lower,
regulations regarding dismantling and waste disposal are less stringent, and ASR disposal is less
expensive (Zoboli er al. 2000).

* The increasing proportion of a vehicle made up of plastics is given as: 2.9 percent in 1970, 10.2
percent in 1983, 13 percent in 1991, and by 1997 the proportion of plastics in an average automobile
was up to 15 percent.

27 Bundesministerium fiir Umwelt, Naturschutz und Reaktorsicherheit (BMU).



In response the German automotive industry, Verband der Automobilindustrie e.V
(VDA) suggested alternative policy proposals. The VDA agreed there was a need to
improve the depollution of ELVs, and increase the level of ELV recycling. Their
approach, however, was one of ‘shared responsibility,” with the last vehicle owner
being responsible for transferring the vehicle to an authorised dismantling facility.
The VDA felt that it was important to retain the free market mechanism in all
transactions involved in the disposal of ELVs, including the final owner either
receiving or making payment for the ELV depending on current market conditions.
In addition, the VDA advocated a national network for the collection, depollution,
and dismantling of ELVs, and expressed commitment to increase the recyclability of
future vehicles, as well as work toward a higher level of use of recycled materials in
the manufacture of new vehicles, without being constrained by specific targets. The
other concern was the possibility of statutory restrictions on the options of ELV
processing (pers. comm. Bundesministerium fiir Umwelt, Naturschutz und

Reaktorsicherheit (BMU) 2001; Zoboli et al. 2000).

By the mid 1990s there had been some movement toward common ground by the
two parties. The VDA had accepted that there would be specific recycling targets
and the BMU had conceded the possibility of incineration for some waste reduction.
There were, however, still two unresolved issues. The first was the BMU’s free
take-back requirement.28 The industry maintained that the market mechanism should
be the one to distribute the costs, which meant ‘shared responsibility’ not ‘producer
responsibility.” The second issue was one of policy. The VDA preferred self-
regulation via a voluntary pledge, while the Ministry wanted direct regulation (as
with waste packaging) regarding economic and organisational facets of ELV

disposal (pers. comm. BMW Group 2001; Zoboli et al. 2000).

In 1996, the VDA along with the associated recycling industries
(Arbeitsgemeinschaft Altauto, known as ARGE-Altauto), put forward a *Voluntary
Undertaking on ecologically compatible disposal and recycling of used motor

vehicles in accordance with the German Law on Recycling and Waste Management’

* In its free take-back proposal the BMU did leave it open for car manufacturers to include the cost of
take-back in the price of a new car.
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([Germany] Ordinance on used motor vehicles 1997). Key objectives of the
voluntary undertaking were that vehicle design ensured the increasing reuse and
recycling of parts and materials in order to reduce the amount of waste requiring
landfilling, and that the treatment of ELVs be compatible with environmental
objectives. To achieve these objectives, they pledged to establish a nation-wide
infrastructure for the collection and recycling of ELVs and ensure that the removal
of hazardous wastes, and the disposal of non-recoverable residues be carried out in
such a way as to be environmentally acceptable. They also agreed to work towards
reducing the quantity of waste from an ELV to at most five percent by 2015
(Verband der Automobilindustrie e. V. (VDA) Press Release 21 February 1996).
The car manufacturers and importers undertook to take back their own vehicles from
the last registered owner “at the terms and conditions prevailing in the market™

(VDA Press Release 21 February 1996, 3).%°

The Federal Government responded positively to this voluntary undertaking seeing it
as an important step toward the implementation of product responsibility. The
Ordinance on the Disposal of End-of-Life Vehicles and the Adjustment of Provisions
under Road Traffic Law (also called the End-of-Life Vehicle Ordinance), was
adopted by the Federal Govemment in November 1996 and enforced from April
1998. The ordinance provided the necessary legal framework to be able to execute
the voluntary undertaking. It included an obligation to dismantle ELVs at certified,
audited treatment facilities operating in an environmentally acceptable manner, and
specific accreditation procedures were prescribed for publicly appointed experts that
would monitor and approve the dismantling facilities. Minimum requirements were
set down to ensure the avoidance of ecological hazards when storing, handling, and
recycling ELVs. In addition, deregistration of a vehicle became conditional on the
presentation of a Certificate of Destruction issued by a certified treatment facility
([Germany] Ordinance on used motor vehicles 1997). While environmental
objectives were the driving force behind this ordinance. it further aimed to ensure
that the waste management sector remained competitive. Any firm meeting the

standards set by the ordinance is entitled to enter the waste management market.

* This meant taking back free-of-charge. vehicles that enter circulation after the enforcement of the
ordinance, that are no more than 12 years old (BMU 1997).
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Prior to the regulation of vehicle dismantling centres, there were about 5000
dismantling facilities of varying standards in Germany. Once certification of
dismantling centres became mandatory a large number of facilities closed, reducing
the total number to 1,400 (pers. comm. BMW Group 2001; ARGE-Altauto 2000). In
order to operate, such facilities are required by the Federal Emission Control Act
(BImSchG) to hold a licence. Independent auditors monitor the dismantling centres
on an annual basis, renewing certification of centres that have met the standards

set.*®

The dismantler, regardless of whether they are successful in gaining
certification, pays for monitoring. Treatment facilities are subject to detailed
requirements. Areas where vehicles are stored prior to depollution and where
depollution takes place must be paved making the area impermeable to oil and acid-
resistant. [t must also be enclosed and roofed in order to protect the environment and
to ensure the quality of the recyclable waste (pers. comm. BMW Group 2001). Prior
to depollution ELVs must not be stored on their side or roof, nor are they permitted
to be stacked directly on top of each other. This reduces the risk of damage to
components containing hazardous fluids, and removable parts.? ' Once pre-treated

they can be stacked on top of each other, no more than three cars high ([Germany]

Ordinance on used motor vehicles 1997).

Dismantling facilities were encouraged to recover at least 10 percent of an ELV (by
weight) (pers. comm. BMU 2001).2% It is obligatory for dismantling centres to
provide detailed documentation on all incoming and outgoing flows of materials.
This means documentation on vehicles received, fluids removed (and how they are
to be disposed), disassembly, reuse of parts, recycling of materials (whether as
secondary raw materials or as an energy source). and disposal of the hulk. At every

stage proof of material flows is required, and the various recycling concerns have to

0 Auditors or experts are certified by the German Accreditation Council. Monitoring organisations
like Technical Inspection Authorities can also be accredited. In 2001 there were approximately 90 to
100 qualified, publicly appointed auditors nationwide (pers. comm. BMU 2001).

 Regulations are the same at collection centres which merely accept and temporarily store ELVs
before thev are transferred to authorised treatment facilities. They are required to have an official
building law permit, be fenced, have adequate fire-fighting equipment, and a paved storage area. A
record must be made of all ELVs received and dispatched, including any operational disturbances and
consequent remedial action.

32 This included components. materials, and fluids. Possibilities had been examined and modelling
carried out to arrive at this figure (pers. comm. BMU 2001).
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verify the quantities of materials they are purchasing (|Germany] Ordinance on used

motor vehicles 1997).

Shredding facilities are required to be “‘erected, operated, and maintained in such a
way as to ensure compliance with the requirements for safe and correct recycling, as
well as disposal of the waste in accordance with the public interest” ([Germany]
Ordinance on used motor vehicles 1997). The shredder operation was required to
reduce the volume of ASR by 5 percent and energy recovery was likely to be used in
order to achieve this.*> The problem with energy recovery is that ASR is
contaminated by hazardous waste, which when undergoing thermal treatment can be
detrimental to air quality (pers. comm. BMU 2001). Shredding facilities are also
required to hold a licence and undergo monitoring by auditors (whose services they
pay for). The shredding plant is required to keep a plant journal to record the
incoming and outgoing flows of substances and materials. This ensures the complete
monitoring of the vehicle from the point of deregistration until the final hulk is
recycled and disposal of ASR has occurred. Administrative offences incur a
maximum fine of DEM100,000 ($NZ95,760)** (|Germany] Ordinance on used
motor vehicles 1997).** In Germany in 2001 approximately 82 percent of a vehicle

by weight, was recycled.

Compliance with the regulatory standards set for the collection, dismantling, and
shredding facilities increased the cost of these operations, but most notably in the
short-term. The expectation is that the constantly improving disassembly technology
by the automobile manufacturers will lead to reduced operational costs at the
dismantling facilities, and the larger quantities of materials for recycling (as a result
of the regulations) will lead to the economic recycling of these materials. These
outcomes are expected to offset the increase in costs incurred with meeting the
regulatory standards. Further, the eventual reduction in the quantity of ASR
requiring disposal will decrease the cost of its disposal. Since market forces
determine the cost to the ELV owner of disposing of an ELV of negative value. the

short-term increase in costs in the recycling and disposal process were likely to be

* The 85 percent recycling target for 2006 is expected to be achieved.

** The exchange rate on 26 January 2004 was DEM1 (obsolete) = $NZ0.9576.

3% These are offences such as transferring an ELV to an unauthorised person or plant, failing to
present proof of transfer, issuing a recycling certificate without being authorised to do so, etc.
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passed on to the ELV owner. When free take-back by the automotive industry is
enforced (in 2007), disposal costs could be passed on to new car buyers, however,
these costs are negligible when compared with the total cost of production, so are
unlikely to noticeably affect the price of a new vehicle ([Germany] Ordinance on

used motor vehicles 1997).%

Much has been achieved through voluntary action by the VDA and ARGE-Altauto.
The automobile industry had made product design optimised for recycling a priority,
investing considerable time and money in this direction. This has been done through
the development of new components and the construction of disassembly plants in
which technologies were developed to improve the profitability of recycling.3 7 An
extensive infrastructure for acceptance and recycling was in place with the German
automobile manufacturers holding individual contracts with the collection centres,
car dismantlers, recyclers, and some of the large steel companies. Approximately
15,000 authorised collection centres are available nationwide, so that an ELV owner
has on average, at most three kilometres to travel to dispose of the vehicle and obtain
a Certificate of Destruction. Members of the public are kept informed of the location
of recycling companies and current recycling offers via the ARGE-Altauto web site

(pers. comm. BMW Group 2001).

Car manufacturers are critical of some aspects of the EU Directive, stating that a few
of its requirements will be difficult to implement. The Directive imposes a ban on
the use of certain substances and materials without any suggested suitable
alternatives. Furthermore there are inconsistencies in that some of these substances
are permitted for use elsewhere (pers. comm. BMW Group 2001).*® The Directive
also dictates 95 percent recycling of vehicles by 2015, with incineration restricted to
no more than 10 percent. Manufacturers already know that with these vehicles
(which have already been designed and many are in use), the 95 percent target is not

attainable by material recycling with the restriction on thermal transformation. This

3 The estimated cost of disposal of an ELV is less than DEM200 ($NZ191.52), which is less than 0.5
percent of the cost of a new vehicle (pers. comm. BMW Group 2001).

*7 Detail of some of these developments was covered in Chapter Three, Section 3.4.

*® One such substance is lead, for which there is no foreseeable alternative for wheel balancing. vet
hunters used lead shot, much of which was left on the ground after firing. Cadmium is another
substance to be banned in the auto industry, vet it is used in fertiliser (pers. comm. BMW Group
2001).
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requirement is also in conflict with the obligation they have to build lightweight
vehicles and improve fuel efficiency. Manufacturers maintain that the industry will

need free choice on the method of recovery in order to meet the 95 percent target

(ibid.).

Institutional practices in Germany are rigorously enforced. Registered vehicles are
required to display licence plates on which are fixed two round stickers, along with
the licence plate number. One of these stickers verifies that the vehicle has passed
an annual check for road-worthiness, while the other sticker indicates that the vehicle
is licensed and current associated taxes have been paid. These stickers are displayed
on the number plate to make them visible to the police, so that enforcement is made
easier. Failure to display the current registration sticker results in a substantial fine
(pers. comm. BMU 2001; pers. comm. BMW Group 2001).* In the event of the
change of ownership of a vehicle new licence plates are issued so that a registered

vehicle can be traced to the current owner.*

If a vehicle is to be temporarily
removed from the roads a declaration of intention has to be submitted to the
registration office immediately. This is to facilitate examination of the vehicle to
ensure it is being stored without risk to the environment. License plates must be
taken in to have the registration sticker removed before exemption from licensing is
granted. No further action is required if the vehicle is reregistered within 18 months,
however if this does not occur the vehicle is automatically deregistered. The owner
of a vehicle who wishes to permanently deregister it is required to transfer the
vehicle to a certified dismantling or recycling facility or, an authorised collection
centre.' Depending on the make, age, and condition of the vehicle, the last owner
either receives or makes payment on transfer of the vehicle. The owner then

receives a Certificate of Destruction which is presented in order to have the vehicle

permanently deregistered. Abandoning a vehicle incurs a substantial fine (pers.

comm. BMU 2001).42

* If unpaid, enforcement was ensured through a debt collection agency (pers. comm. BMU 2001).
*0 A licence plate and the associated number remain with a vehicle owner, not with the vehicle (pers.
comm. BMW Group 2001).

“I' A collection point can be an authorised car dealer or a repair shop, but these have to be licensed.
and are only permitted to issue a Certificate of Destruction on behalf of an authorised dismantling
facility.

2 A Certificate of Destruction is also required for an ELV (or scrap chassis) which is being exported
for recovery. The certificate had to be issued by the treatment facility abroad that is receiving the
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To summarise, the laws in Germany relating to motor vehicle ownership and
disposal are clear, penalties sufficient to deter illegal behaviour, and enforcement is
carried out. The approach to the recycling and disposal of ELVs is one of co-
operation and shared responsibility, with the intention of ensuring market-driven,
low-cost recycling and environmentally responsible disposal of post-use vehicles.
ELVs are not permitted to remain indefinitely on private property but must be
disposed of through the recycling system. Automobile dismantlers are required to
execute depollution of a vehicle in a way that does not harm the environment, and
then dismantle and recycle parts and materials before transferring the stripped hulk
to an authorised shredding plant. The shredding operation must be environmentally
compliant and aim to reduce the overall quantity of ASR. It is the function of the
state to create effective instruments, set appropriate standards and put in place
mechanisms that ensure compliance of these standards by all parties (ARGE-Altauto
2000). The use of independent auditors in the monitoring process, however,
removed the burden from public enforcement agencies. In addition, with a vast
network of industry-supplied ELV collection centres, the provision of public
collection and handling sites is avoided. ELV disposal costs are therefore largely
internalised with minimal burden falling on Federal, Lander or municipal authorities

(pers. comm. BMU 2001).

7.4 Sweden®

In comparison with those in other EU countries, the Swedish car fleet is relatively
old. In 1999 55 percent of the vehicles were at least ten years old, and the estimated
probable average age of a scrapped passenger car was around seventeen years. In
1998 the number of ELVs for Sweden’s population of 8.9 million was believed to be
approximately 164,000, and of these an estimated 143,600 were scrapped (Zoboli et
al. 2000).*

ELV. This facility (and the subsequent shredding operation) has to be recognised by an approved
auditor

¥ To gather information concerning practices in Sweden, interviews were conducted via e-mail with
the Head of Section for the Ministry for the Environment. also the Head of Section for the Swedish
Environmental Protection Agency, a representative from the foundation Hall Sveridge Rent (HSR),
and the Naturvardsverkets branschexpert fér bilskrotning. The relevant legislation was provided by
the Swedish Environmental Protection Agency.

** The calculation for the total number of ELVs used the number of new registrations minus the net
increase in the car stock (Zoboli ¢t al. 2000).
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Sweden was a pioneer in the use of economic instruments in its management of
ELVs. In response to the large number of ELVs being abandoned in Sweden the
Government introduced the Motor Vehicle Scrapping Act (1975:343) in July 1975.
For every light motor vehicle registered on the Road Traffic Register a disposal
charge was required, and beginning a year later the owner of every vehicle brought

. . . . . 45
in for recycling received a premium (refund).

The Swedish car manufacturer (or importer) must pay the disposal charge within one
month of the vehicle being entered on the Motor Vehicle Register. For vehicles not
procured through either a registered manufacturer (or importer), the vehicle owner is
liable for the disposal charge. This is also the case for vehicles that have undergone
modification or, have been removed from the register for a time and then reregistered
([Sweden] Motor Vehicle Scrapping Amendment Act 2001:561). The vehicle
disposal charges set by the National Road Administration go into a state-regulated
Vehicle Disposal Fund. The refund paid to the ELV owner has first right to the Fund
([Sweden] Motor Vehicle Scrapping Amendment Act 1986:228). Following this, the
Disposal Fund provides grants to local authorities for the disposal of abandoned
vehicles and any related environmental clean-up.*® Grants appraised by the EPA are
also made for materials recovery operations from these vehicles. In effect the
disposal charge also provides some subsidy to improve the level of recycling beyond
that which is commercially viable. There have been a number of changes to the
values of both the refund and the disposal charge since the scheme’s inception. The

refunds and charges are given in Table 7.1.

* This has sometimes been labelled a deposit-refund scheme (Opschoor and Vos 1989), but to do so
requires qualification. With Sweden’s scheme most often the recipient of the refund is not the person
who paid the disposal charge, and the refund is not necessarily the same value as the charge. More
importantly, up until 2001 the ELV owner had to pay from the refund received, any payment (where
the reuse value was negative) required by the dismantler accepting the ELV. Most often therefore, it
was a partial refund only and in some years payment to the dismantler was greater than the refund
received. From July 2001 the ELV owner has received the full refund. In addition, the disposal
charge funds more than just the refund. as it is also used to subsidise some recycling and fund
disposal of abandoned vehicles.

*® These grants are appraised by the local administrative board. and are payable only if the approved
costs are at least SEK25,000 (§NZ5122.55) (excluding related administrative costs for the local
authority). In addition the grant must not to exceed 90 percent of that cost ([Sweden] Motor Vehicle
Scrapping Amendment Ordinance 1989:775: [Sweden] Motor Vehicle Scrapping Act 1975:343).
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Table 7.1: Sweden’s Refund and Disposal Charge Since Inception in 1975

Date taken effect Refund (SEK) Disposal charge (SEK)

1 July 1975 250

1 July 1976 300

1 April 1988 500

1 July 1988 300

1 January 1992 500/1,500? 850

1 November 1993 1,300

1 January 1998 500 700

1 July 2001 700/1,200/1,700° 700/1,500°

? The higher level of refund was for cars approved at the annual vehicle inspection within a specified number of
months prior to scrapping.
® The refund is set at SEK700 for all vehicles covered by producer responsibility. For all other vehicles, the refund
received is dependent on the age of the vehicle:
SEK700 for vehicles at most seven years old at the time of deregistration.
SEK1,200 for vehicles more than seven years old, and at most sixteen years old.
SEK1,700 for vehicles that are more than sixteen years old ([Sweden] Motor Vehicle Scrapping Amendment
Ordinance 2001:371).
The age ofthe vehicle on deregistration is determined from the date on which itwas first taken into service,
unless this was prior to 1996, in which case it is detenmined by the model year.
¢ For cars covered by producer responsibility, the disposal charge was SEK700. For privately imported vehicles,
however, the charge was SEK1,500.

Note: The exchange rate on 26 January 2004 was SEK1 = $NZ0.204902
Source: BIL Sweden (1998) quoted in Zoboli et a/. 2000.

BIL Sweden 2002
The increase in the refund to ELV owners since its inception in 1976 is shown in
Table 7.1. It would be helpful to have the changes in the refund and disposal charge
over the years in real prices. Using the Consumer Price Index (CPI) from Statistics
Sweden (2004) the refund and disposal charges have been recalculated in real prices

and these are shown in Table 7.2.

Table 7.2: Sweden’s Refund and Disposal Charge in Real Prices

Date taken effect Refund (real prices) * Disposal charge (real prices)
(SEK) (SEK)

1 July 1975 28.18

1 July 1976 30.64

1 April 1988 19.36

1 July 1988 11.62

1 January 1992 14.73 25.04

1 November 1993 36.59

1 January 1998 13.99 19.59

1 July 2001 17.94 17.94

?In the calculations the annual average CPIs were used. The base year is 1914.

Source of CPls: Statistics Sweden 2004

It is evident from Table 7.2 that the relative value of the refund fell by a large
margin. The refund remained at its initial value until April 1988. so that by 1987 the

real value of the refund had fallen 60 percent. Even after the first increase in 1988



the real value of the refund was 36.8 percent lower than its initial value. The refund
remained at SEK500 ($NZ102.45) in January 1998, less than half (54.3 percent
lower) the real value of the 1976 refund. There must have been some
acknowledgement of the erosion of the value of the refund, when in July 2001 the
refund was increased by 40 percent (in nominal terms) from SEKS00 to SEK700
($NZ143.43) even though the CPI only rose 3.9 percent from 1998 to 2001. The
refund set in 2001, however, in real prices, was still 41.5 percent lower than the
initial value of the refund to ELV owners. This erosion of the real value of the

refund could have contributed to the continuing abandoned vehicle problem.

Another key point in the reporting is that while owners were paid a refund from the
Vehicle Disposal Fund for handing in an ELV for recycling, dismantlers charged
owners a fee to receive ELVs of negative value. Therefore, as long as the refund
received was greater than the payment required by dismantlers there was an
incentive to hand in the ELV for recycling. While scrap steel prices were high, the
automobile recycling industry subsidised the cost of depollution. By the late 1990s,
however, with the fall in value of scrap metal ELV owners were now required to pay
for the depollution of the vehicle. As shown in Table 7.1 the refund was a uniform
rate of SEKS00 ($NZ102.45) from the beginning of 1998 until mid 2001, but during
this time the cost for scrapping the ELV (the cost of depollution) became greater
than the refund, which meant that the ELV owners had to pay the shortfall
themselves. The result was an increase in the number of vehicles being abandoned
(pers. comm. [Sweden] Ministry for the Environment 2002). To address this issue
the Government decided that ELV owners should receive the full value of the refund
and it should cost them nothing to scrap their vehicles. To this end the Government
introduced the [Sweden] Ordinance on Producer Responsibility for Vehicles
(1997:788), which took effect from the beginning of 1998. Producer responsibility
required Swedish car manufacturers and importers to accept free-of-charge vehicles
manufactured or imported into Sweden from 1998 onwards, and meet the scrapping
costs of those vehicles.”” With producer responsibility in place the ELV owner no

longer had to pay the dismantler to receive the vehicle, and so could retain all of the

*7 There is likely to be a change to this policy so that from 2007 producers will also become liable for
half the scrapping costs of cars manufactured or imported into Sweden prior to 1998, with the other
half of the cost being met by the state fund (BIL Sweden 2002).
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refund which was set at SEK700 ($NZ143.43) from July 2001.%  As stated above,
not all ELVs were covered by producer responsibility, for these vehicles the refund
was set at three levels, dependent on the estimated cost of scrapping (pers. comm.

[Sweden] Ministry for the Environment 2002).%°

In Tables 7.1 and 7.2 information is also provided on the fluctuations in the nominal
and real values of the disposal charge since its introduction in 1975. The disposal
charge was not increased until July 1988, so that by 1987 the real value of the charge
had fallen 63.6 percent, and at the first increase the new real price was still 58.8
percent lower than the original real charge. It could have been that as with the
disposal charge in the Netherlands there was the opportunity to reduce the charge as
the money in the fund increased. It seems unlikely that this was the case, however,
as the disposal charge was increased to SEK850 in January 1992 which was closer to
the real value of the original charge (although it was still 11.2 percent lower in real
terms). The increase to SEK 1,300 ($NZ266.37) in 1993 increased its real value, up
29.8 percent on the 1975 disposal charge, and by 2001 it had been lowered again to
SEK700 where its real value was half that of its 1993 value.

The introduction of a differentiation in the disposal charge came in response to the
changes brought about by the [Sweden] Ordinance on Producer Responsibility for
Vehicles (1997:788). A distinction was required between the disposal charge paid
by manufacturers and importers faced with producer responsibility and the disposal
charge paid by a vehicle owner (often a private importer) who was not bound by
producer responsibility. From July 2001 registered manufacturers and importers
therefore have only to pay into the fund the value of the refund SEK700
($NZ266.37), as they are now covering the disposal of the vehicle through producer
responsibility.  For privately imported vehicles not covered by producer
responsibility, the vehicle owner is required to pay a disposal charge that covers the
refund paid to the last registered vehicle owner, plus the cost of scrapping the

vehicle, a total of SEK1.500 ($NZ307.35).

*3 Previously where there were taxes outstanding for the vehicle, these were deducted from the refund
before it was paid to the ELV owner, however, this ruling was over-turned so that from July 2001 the
ELV owner now receives the full refund (BIL Sweden 2002).

*? This took into account the likelihood of the vehicle still having parts or components of value.
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Since July 2001 when the refund for ELVs increased, the number of abandoned
vehicles declined and the number of ELVs delivered for scrapping each month
increased dramatically (BIL Sweden 2002; [Sweden] Environmental Protection
Agency ([Sweden] EPA) 2002). An estimate is that for the year from July 2001 to
July 2002, the number of scrapped cars could have been up to ten times greater than
the number for the previous year (pers comm. [Sweden] Ministry for the
Environment 2002). The planned rise in the value of the refund, however, was
announced six months prior to the date of the increase, and as a result, a large
number of ELV owners waited to hand in their vehicles for scrapping, so that the
number of vehicles scrapped in 2001-2002 was abnormally high. In addition some
people who had handed in their ELV for scrapping prior to the refund increase,
hoarded their Certificates of Disposal until the refund had increased. It is estimated
that this prior warning of the rise in the value of the refund cost the Vehicle
Dismantling Fund at least SEK100 million ($NZ20.49 million) (pers. comm.
[Sweden] Ministry for the Environment 2002; [Sweden] EPA 2002).

With the increase in the number of abandoned vehicles from 1998, another initiative
was introduced in 2001 to address the problem, and it was implemented by the
foundation Hall Sverige Rent, HSR (‘Keep Sweden Tidy’). HSR has links to the
EPA and works in cooperation with the local authority and an insurance company
(FOLKSAM). Anyone who sees an illegally dumped vehicle can report it to HSR.
HSR and the local authority complete the necessary paperwork to take control of the
vehicle and hand it over to a dismantler for scrapping. This initiative is partially
funded out of the Vehicle Disposal Fund and accounted for just over 10 percent of
the Fund’s expenditure in the first year of HSR's involvement with abandoned
vehicles ([Sweden] EPA 2002). From its inception in May 2001 until September
2002 nearly 70,000 vehicles had been reported to HSR for collection (pers. comm.
Hall Sverige Rent (HSR) 2002).

A further requirement of the [Sweden] Motor Vehicle Scrapping Act (1975:343) was
that light motor vehicles are required to be comimercially scrapped by an authorised
motor vehicle dismantler. The ELV owner receives a Certificate of Disposal issued

to them either by the authorised dismantler, a Swedish motor vehicle manufacturer

165



or, a vehicle importer.”® Presentation of the Certificate of Disposal is required to
have the vehicle removed from the Road Traffic Register, and to receive the refund
([Sweden] Motor Vehicle Scrapping Act 1975:343). Authority lies with the
Government (which it has delegated to the National Road Administration) to set the
regulations regarding the Certificate of Disposal, the level of the refund, and the
conditions for its payment ([Sweden] Motor Vehicle Scrapping Amendment Act

2001: 145).”

In Sweden a motor vehicle dismantler is given authorisation by the administrative
board of the local county, which must be renewed every five years. To gain
authorisation the dismantling operation must comply with the relevant building and
environmental regulations and must be able to guarantee the final disposal of ELVs
into metal scrap ([Sweden] Motor Vehicle Scrapping Ordinance 1975:348).>
Authorised motor vehicle dismantlers are required to accept any ELV delivered to
them™ informing the Govermnment appointed Environmental Protection Agency
(EPA) of the extent of the recovery and recycling of parts and materials from ELVs
([Sweden] Motor Vehicle Scrapping Amendment Act 2000:1436). The EPA has the
authority to set regulations regarding the dismantling or handling of scrap vehicles

([Sweden] Motor Vehicle Scrapping Amendment Ordinance 1998:926).

Under the [Sweden] Ordinance on Producer Responsibility for Vehicles (1997:788)
manufacturers and importers are required to provide a suitable network of sites for
receiving their own ELVs. It is also the responsibility of the producer to provide
information to the dismantler on the vehicle’s components, materials, hazardous
substances, and to provide instructions on the dismantling of parts and the drainage

of fluids. All procedures must meet the environmental regulations.”® A recycling

*% Automobile manufacturers and importers have agreements with dismantlers and recyclers for the
disposal of these ELVs so can accept them and pass them on to a dismantler.

' The National Road Administration is required to maintain an up-to-date list of those authorised to
sign Certificates of Disposal. which is accessible to all county administrative boards.

>2 Zoboli et al. (2000) reported that the authorisation procedure was loose. Also, of the 700 registered
dismantling centres, only 400 were in operation, and of those in operation only about 70 had the
capability of complying with the regulations, though Zoboli er al. (2000) say that this could double as
appropriate experience was gained.

* Prior to 2001 acceptance of an ELV was conditional on receipt of the required payment at the time
of delivery.

* New environmental dismantling regulations were introduced in 2002, which have increased
scrapping costs.
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target of 85 percent of a vehicle (by weight) was set under the Ordinance for 2002,
and this was achieved. All requirements are monitored and enforced by the EPA and
tines imposed for those producers contravening the ordinance ([Sweden] Ordinance

on Producer Responsibility for Vehicles 1997:788; Zoboli et al. 2000).

With regard to institutional practices in Sweden, vehicle owners pay an annual road
tax for registered vehicles. Where a vehicle is to be temporarily removed from the
roads the owner can apply for exemption from current licensing. The owner is able
to do this electronically, by phone or, by letter and is required to remove the tax tag
from the vehicle. A vehicle with an exemption from licensing cannot be used on the
roads, and does not need to be insured for that period. A nominal annual fee of
SEK35 ($NZ7.17) is required to ensure the vehicle remains on the register. If this
fee is not paid the National Road Agency will permanently deregister the vehicle
(pers comm. Bilskrotning 2002b). Temporary exemption from licensing has been
open to abuse. Some owners apply for exemption from licensing and then never
relicensed their vehicle. The nominal annual fee required to keep the vehicle on the
register is so low that it has not warranted enforcement. The vehicle has then been
permanently deregistered without a Certificate of Disposal and without knowledge of
the vehicle’s final destination. Roughly 700,000 of the four million vehicles on the
register (17.5 percent) would be in this category (ibid.).

To transfer ownership of a vehicle requires both the seller and the buyer to sign dual
notification on the same form and send it in to the National Road Agency. Only the
original form is accepted, and without the signatures of both parties the change of

ownership cannot take place (pers comm. Bilskrotning 2002a).

The Government’s intervention in the management of ELV disposal in Sweden since
1975 has been reasonably successful. The ELV recycling rate increased (to between
81 and 85 percent), but more importantly a greater proportion of ELVs were directed
into the recycling system. The number of vehicles being abandoned reduced, and
where a vehicle was abandoned the local authority could apply to the Disposal Fund
to have the disposal costs and environmental clean-up costs subsidised. The
abandoned vehicle problem increased again between 1998 and 2001 as a

consequence of the payment to the dismantler by the ELV owner exceeding the
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value of the refund received by the owner. Although the mechanism was in place to
avoid vehicles being abandoned, the Government was slow to react and increase the

refund (Lindhqvist 2001).

In his analysis of the effectiveness and socio-economic consequences of extended
producer responsibility for ELVs in Sweden, Lindhqvist (2001)** levelled criticism
against Sweden’s flat vehicle disposal charge for all motor vehicles, saying that it
does not provide an incentive for innovation in the area of improved recyclability in
automobile manufacture. He did, however, acknowledge the [Sweden] Ordinance on
Producer Responsibility for Vehicles (1997:788) had gone some way in addressing
this criticism. With manufacturers ultimately responsible for the disposal of their
own vehicles, any innovation made to make dismantling easier and faster and to
increase the quantity of components and materials that can be recycled, will be of
direct benefit to them. A further criticism was that since the Government determines
the levels of both the vehicle disposal charge and the refund, it cannot be assumed
that the charges and refunds are set at an economically efficient level. Lindhqvist
also questioned the need for the recycling industry to achieve an ELV recovery rate
beyond that which can be attained profitably. With regard to continuous vehicle
licensing Lindhqvist (2001) suggests that the provision for a temporary exemption
from licensing should be abolished and vehicle owners pay the annual licence fee
regardless of how often the vehicle is going to be on the road. He argues that this is
no different from charging the same licence fee irrespective of whether the vehicle

did 5,000 or 40,000 kilometres in the year.

7.5 United Kingdom?¢

In 1998 with a population of just under sixty million, there were 2.25 million new

vehicle registrations in the United Kingdom, 16.1 percent of the total new vehicle

33 Lindhquvist is at the international institute for industrial environmental economics (IIIEE) at Lund
University, Sweden.

** In the United Kingdom interviews were conducted with the Head of the Environmental Division of
the [United Kingdom] Department of Trade and Industry ([United Kingdom] DTI), the Technical
Manager for Vehicle Recycling at the Society of Motor Manufacturers and Traders (SMMT), and
Mike Wattam and Associates of the Automotive Consultants Group for SMMT, who was just
completing an extensive investigation into the processes employed by key Member States of the EU
to meet the EU Directive on ELVs. Interviewed via email was a representative from the Licensing,
Roadworthiness and Insurance Division of the [United Kingdom] Department of Transport, Local
Government and the Regions ([United Kingdom] DTLR) one of the authors of a consultation
document on Abandoned Cars.
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registrations for the EUI1S that year (Zoboli er al. 2000). ELVs number
approximately 1.8 million in the United Kingdom each year, with the average age of
scrapped vehicles being twelve to thirteen years old ([United Kingdom] Select

Committee on Trade and Industry 2001 ).

The preferred approach to ELV management in the United Kingdom is that of shared
responsibility with coordinated action by the respective industries. To this end the
Automotive Consortium on Recycling and Disposal agreement (ACORD), a
voluntary inter-sector agreement on the treatment of ELVs was signed in 1997.°%
The aim of ACORD was to organise a comprehensive ELV treatment infrastructure,
develop appropriate recycling and disposal options, and reduce the quantity of ASR
requiring landfilling.® Achievement was reliant both on market forces and on
cooperation from the Government to require the dismantlers to be licensed and to set
and enforce high environmental protection standards for the dismantling and
recycling operations. The ACORD group was opposed to the possibility of an EU
Directive as it was likely to be over-regulating and encourage the use of incentives
which would create market distortions (Society of Motor Manufacturers and Traders
(SMMT) 2000; pers. comm. Society of Motor Manufacturers and Traders (SMMT)
2001).

Three-quarters of the automobile manufacturers also operated a self-funded
Consortium for Automotive Recycling (CARE), which was in support of ACORD.
The focus for CARE was in creating and improving disposal technologies in
mechanical recycling and energy recovery.®® The ACORD agreement included a
commitment to achieving an ELV recovery rate of 85 percent (by weight) by 2002
and 95 percent by 2015 using both recycling and energy recovery. CARE, with its
research in technical and economic feasibility maintained that it was not possible in

terms of markets and technological capabilities to achieve these targets with reuse

57 Between 11 and 17 percent of these are accident-damaged vehicles and as such are premature ELVs
([United Kingdom] Select Committee on Trade and Industry 2001).

*® The agreement was between the automobile manufacturers and importers. material and component
suppliers, dismantlers. and the recyclers.

** In the United Kingdom approximately 75 percent of ELVs have long been recovered or recycled
through a well-established recycling and disposal infrastructure.

% Particular emphasis was improved separation and recovery for plastics. improved depollution and
therefore increased hazardous fluid recovery, and to develop processes for glass. rubber and ASR
recovery.
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and recycling of components and materials only.®" Therefore ACORD supported
energy recovery in areas such as fuel electricity generation, blast furnaces and
cement kilns, and promoted market forces in determining the choice between

recycling and energy recovery (Zoboli et al. 2000).

In order to achieve ACORD’s objectives automobile manufacturers were encouraged
to improve the suitability of parts and materials for recycling,’? while plastics and
rubber industries were asked to develop new applications and markets for recycled
products. Dismantlers were charged with removing more non-metallic materials in
order to reduce the delivery of mixed materials to the shredders, and the shredding
facilities were encouraged to find new economically feasible ways to recover energy.
ELV owners were to deliver their vehicles to approved and certified dismantling
sites at market prices and the Government was required to support the agreement and
monitor the disposal agents to ensure an acceptable and uniform standard of

environmental protection (SMMT 2000).

Since the ACORD agreement was signed the United Kingdom infrastructure for the
recycling and disposal of ELVs has not performed well. The intention of the
voluntary agreement was to demonstrate that environmentally sound practices for
ELV recycling and disposal could be achieved and the ELV recycling rate increased,
without the need for legislation. In fact, however. the ELV recovery rate actually
fell from 76 percent to 74 percent over the first two years (pers. comm. [United
Kingdom] Department of Trade and Industry ([United Kingdom] DTI) 2001; pers.
comm. SMMT 2001). This fall was due primarily to adverse conditions in the

market for parts and materials.®

With the fall in global steel prices the value of the
car hulk dropped so that dismantlers became reluctant to collect ELVs or even accept
them free-of-charge. Also with high dismantling costs and low returns for materials,
dismantlers preferred dealing in accident-damaged vehicles with higher-valued parts

(pers. comm. [United Kingdom] DTI 2001). The recovery rate, however, was

®' The first study carried out by CARE established that it was technically feasible to recover half the
non-metal materials from an ELV (inclusive of energy recovery). Therefore adding this 15 percent to
the metal recycled would make 88 percent a technically feasible recovery rate. (Zoboli et a/. 2000).

%> Manufacturers in the United Kingdom developed dismantling manuals for their vehicles,
contributing this information to the International Dismantling Information System (SMMT 2002b).

“ This was exacerbated by adverse exchange rate conditions.
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estimated to have increased to 80 percent in 2000, primarily as a result of the

increased recycling of batteries, glass and tyres (SMMT 2002a).%*

With the approach of deadlines for the compliance of specific regulations set out in
the EU Directive, United Kingdom stakeholders have had difficulty coming to an
agreement on a number of issues. A complication in the market-driven automobile
recycling industry has been the cost of depollution. The SMMT felt that its members
should not have to cover the cost of depollution but that the dismantlers and
shredders should carry the cost, as it is a direct cost to their industry. The SMMT
thought it preferable for shredder companies to receive the entire negative-valued
ELV so that they could receive higher revenue, as nonferrous metals are more
profitable than the recycled steel, and that they should carry out the depollution
(pers. comm. SMMT 2001). There are around thirty-seven shredders throughout the
United Kingdom. More than 60 percent of the shredding capacity, however, is
owned by two companies, and they did not want the shredding operations to be
involved in the depollution of individual ELVs as they often did not have the room at
their sites and many vehicles brought to them were already crushed ([United
Kingdom] Select Committee on Trade and Industry 2001). Furthermore, the
dismantlers and shredders saw that in Europe it was only a matter of time before
producer responsibility would become mandatory, so they were waiting for
producers to be required to cover depollution costs (pers. comm. SMMT 2001). Asa
consequence depollution of ELVs was seldom carried out. The British Metals
Recycling Association said that less than 1 percent of ELVs that were shredded had
undergone depollution. In addition, the United Kingdom lacked explicit legislation
making depollution mandatory, it was only implicit in that shredders were not
permitted to pollute rivers with oil ([United Kingdom] Select Committee on Trade

and Industry 2001).

As of the 21* of April 2002, the EU Directive had to be transposed into national law
by all Member States. By the end of 2001 practices in the UK fell far short of EU

Directive requirements. ELVs were not undergoing depollution and the number of

* Where it was in competition with the free delivery of uncontaminated glass containers from
household collections, the recycling of automotive glass was not economically viable (SMMT 2002b).
Less than half of the tyres could be recovered with positive value, the rest were used in energy
recovery or were land filled (Zoboli et a/. 2000).
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dismantlers operating in the United Kingdom was not known with accuracy. The
[United Kingdom] Department of Trade and Industry ([United Kingdom] DTI)
estimated that there were approximately 3,500 dismantlers of which around 1,500
were operating illegally, while the [United Kingdom] Department for Environment,
Food and Rural Affairs ([United Kingdom] DEFRA) said it was closer to 3,000
dismantlers, of whom 700 to 800 were illegal operators.®®> An estimated 70 percent
of ELVs were entering the recycling system via automotive dismantlers ([United
Kingdom] Select Committee on Trade and Industry 2001). The stringent standards
of the EU Directive on storage and treatment of ELVs implied that substantial
upgrading costs would be required for those dismantling operations wishing to
become authorised treatment facilities (ATFs). Many had not been prepared to make
the investment without the assured knowledge that monitoring and enforcement was

going to be implemented (ibid.).

With the EU Directive making mandatory the free take-back of vehicles from 2007
manufacturers have not come to an agreement on how to fund the disposal of the
vehicles currently on the roads. One possibility is to divide the funding of their
disposal according to current new vehicle market share. Those who have increased
their market share in more recent years, however, do not want to pay for the disposal
of other manufacturers” ELVs. The other alternative is for the manufacturer of the
ELV to pay for its disposal. This could place a financial burden on manufacturers
who previously enjoyed a large market share but for whom this is no longer the case.
There is also the unanswered question of the funding of the disposal of ‘orphan’ cars
and the treatment of imported cars (pers. comm. Mike Wattam and Associates

2001).%

In the United Kingdom the recycling rates set by the EU Directive have been
questioned. Firstly. the cost to increase the recycling rate of ELVs to 85 percent and

later 95 percent is unknown, and neither is it clear whether the net environmental

% The automobile dismantling and scrap metal recycling industries are regulated under the [United
Kingdom] Scrap Metal Dealers Act 1964, the [United Kingdom] Environmental Protection Act 1990
(Part 11) and the [United Kingdom] Waste Management Licensing Regulations 1994. The [United
Kingdom] Environment Agency is responsible for monitoring and enforcement. DEFRA said that
1.500 small companies were operating under ‘registered exemptions’ ([United Kingdom] Select
Committee on Trade and Industry 2001).

% These issues had not been resolved at the time of the writing of this thesis.



effect will be positive or negative. With the increasing quantity of plastics used in
automobile manufacture in order to improve fuel efficiency and reduce carbon
emissions, it is costly to separate and recycle the plastics, and recycling processes
may impact negatively on the environment (pers. comm. SMMT 2001). Secondly, if
the primary aim of the EU Directive is to reduce the overall quantity of waste to
landfills, the question has to be asked, why was ELV waste being targeted? Waste
from ELVs represented less than 0.5 percent of the United Kingdom’s total waste
stream in 2000, and if the ELV recycling rate was increased from 75 percent to 85
percent this would mean a reduction in the amount of ELV waste by 40 percent, but
the total waste stream would be reduced by only 0.2 percent. This left stakeholders
wondering why other waste streams had not been specifically targeted in preference
to ELV waste. Furthermore, the [United Kingdom] DTI and other groups in the
planning process felt that the 85 percent target was not an environmental measure
but a single market measure that had been set principally because it had been proven
achievable, rather than it having been decided by economic analysis that 85 percent
was the optimal level for ELV recycling (pers. comm. [United Kingdom] DTI 2001).
By December 2002 the United Kingdom was not in compliance with the EU
Directive in terms of recycling and disposal processes and procedures, and the level

of recycling of ELV's was well short of the 85 percent required recycling rate.

Attention is turned now to the institutional practices regarding vehicle ownership and
disposal and the magnitude of the abandoned vehicle problem in the United
Kingdom. Under the [United Kingdom] Vehicle Excise and Registration Act (1994),
it is a requirement that for every powered vehicle on the road, the Vehicle Excise
Duty (VED) has been paid and the vehicle displays a current licence. A vehicle is
licensed for a six or twelve month period and is issued with a ‘tax disc,” which is
displayed on the inside of the windscreen. Prior to licensing, the vehicle must have a
Certificate of Insurance and have passed a vehicle inspection test, therefore, display
of the tax disc is evidence that the vehicle is insured and is deemed roadworthy at the
time the licence was obtained (pers. comm. [United Kingdom] Department for
Transport, Local Government and the Regions ([United Kingdom] DTLR) 2001). In
the United Kingdom it is permissible to let a current vehicle license lapse if the
vehicle is to be kept off the roads. however, there is a requirement to sign a Statutory

Off-Road Notification (SORN) that has to be renewed annually. The [United



Kingdom] Department for Transport, Local Government and the Regions ([United
Kingdom] DTLR) say that ignorance of SORN requirements means that the system
has not been adhered to ([United Kingdom] Department for Transport, Local
Government and the Regions and the Department for Environment, Food and Rural
Affairs ([United Kingdom] DTLR and DEFRA) 2001). Well over one million
vehicles did not have a current licence in mid-2001. There is a maximum fine of
£1,000 ($NZ2,717.33)%7 for a vehicle without a current licence, but in reality this is
seldom followed up and ifit is, the fine is usually around £40 ($NZ108.69), which is
an insufficient deterrent to having an unlicensed vehicle (pers. comm. [United

Kingdom] DTI 2001).

Prior to 1997, the change of vehicle ownership document was a two-part registration
document. Both the seller and the buyer had their own portion of the form to
complete and send in to the [United Kingdom] Driver and V ehicle Licensing Agency
([United Kingdom] DVLA). When the seller’s portion of the form was received the
DVLA deleted this person’s ownership of the vehicle. If the buyer did not complete
his part of the form, the [United Kingdom] DVLA no longer had record of an owner
for the vehicle.®® In 1997 notification for the change of ownership was altered so
that dual notification is now on the one form. The seller completes his/her own
details, records the buyer’s driver licence number on the form and also obtains
his/her signature. The seller then sends the form in to the DVLA where the change
of ownership details is recorded. The number of pre-1997 vehicle registration forms
that are still used number in the millions, which means that change of ownership
continues to take place without DVLA notification (pers. comm. [United Kingdom]
DTI 2001). Theoretically dual notification on the change of vehicle ownership form,
and the SORN system should have reduced the number of vehicles lost from the
motor vehicle record. In 2001, however, there were an estimated two million
vehicles for which the current owner was unknown (|United Kingdom] DTLR and

DEFRA 2001).

° The exchange rate on 26 January 2004 was £1 = $NZ2.71733.
°* There was less incentive for purchasers to send in their details to the DVLA because from that point
on they wererequired to pay the vehicle tax (pers. comm. [United Kingdom] DT12001).
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[t was estimated that approximately 350,000 cars were abandoned in the United
Kingdom in 2000, which was nearly 20 percent of the 1.8 million cars that were
properly scrapped (pers. comm. [United Kingdom] DTLR 2001; pers. comm.
[United Kingdom] DTI 2001).°® The number of vehicles abandoned each year had
shown a notable increase, with two suggested explanations for this. One was the
collapse in the price of scrap metal,”® which meant that where previously ELV
owners had received payment for their vehicles, this was no longer the case, and if
an ELV owner wanted a car dismantler to collect the vehicle, it cost up to £40
($NZ108.69).”"  The second was the fall in value of used vehicles, while costs to
keep them roadworthy had risen. Under the [United Kingdom] Refuse Disposal
(Amenity) Act (1978), abandoning a vehicle is a criminal offence with a maximum
penalty of £2,500 ($NZ6,793.33), and/or three months imprisonment. In addition,
ELVs are classified as hazardous waste, which means that unlawful disposal carries
a maximum fine of £20,000 ($NZ54,346.60) and/or six months imprisonment. Most
of the vehicles removed from public land by local authorities, however, are
unlicensed. In addition, many old vehicles have been bought and sold at very low
prices and without documentation, leaving the [United Kingdom] DVLA records
incomplete. Prosecutions are minimal because of the difficulty in tracing the person
in current possession of the vehicle (pers. comm. [United Kingdom] DTI 2001;

[United Kingdom] DTLR and DEFRA 2001).

In the United Kingdom abandoned vehicles are the responsibility of the local
authorities. Prior to 2003 an abandoned vehicle could not be removed until an
attempt had been made to notify the vehicle owner,’? and the appropriate specified
notice period had passed.73 A vehicle that was of value could only be disposed of if

the owner could not be located or, the owner failed to comply with the notices served

% The figure on the number of abandoned vehicles in the United Kingdom in 2000 was estimated
from the collective reporting of local authorities.

7® The price of scrap metal has fallen from approximately £35 ($NZ95.11) per tonne in 1998 to £10
($NZ27.17) per tonne in 2001.

7! Prior to 1998 an ELV owner was paid £20 to £30 by a dismantler for their vehicle (pers. comm.
[United Kingdom] DT12001).

7 This was done by attaching a notice to the vehicle or sending it to the address of the last known
owner. Where a vehicle was a hazard or was causing danger to traffic, the police had authority to
remove it to a pound or to a safer location on the highway.

* If the vehicle was abandoned on private land the notice period was fifteen days. Ifthe vehicle was
abandoned on a highway the notice period was seven days for a vehicle of no value. otherwise it was
a twenty-one day notice period. Following removal it was supposed to be stored for a further thirty-
five days.
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and the licence had expired.”* Approximately 40 percent of vehicles wheel-clamped
for VED evasion were released within twenty-four hours (with the owner procuring a
new licence and paying release fees). The remaining 60 percent were impounded,
and of these only about 7 percent were released. Most of the remaining unclaimed
vehicles went to the shredder, with a few sold at auction ([United Kingdom] DTLR
and DEFRA 2001).

Recognising a need for changes to some of their laws and institutional practices, late
in 2001 the [United Kingdom] DTLR put forward a number of proposals for change.
The Department wished to allow local authorities to be able to deal with abandoned
vehicles more quickly and efficiently. In January 2003 legislation was passed
empowering local authorities to remove abandoned vehicles within 24 hours.
Notification periods in most circumstances were also reduced to 24 hours and local
authorities were given computer access to [United Kingdom] DVLA registered
vehicle owner records (Edinburgh Evening News 27 December 2002). With regard
to vehicle registration and ownership the [United Kingdom] DTLR wanted to
enforce continuous registration for vehicles in the United Kingdom by introducing a
stronger deterrent for VED evasion. In addition the [United Kingdom] DTLR
wished to ensure that an owner retains fiscal responsibility for the vehicle until the
owner had sent the complete change of ownership documentation to the [United
Kingdom] DVLA.” Alternatively the owner could send proof of disposal of the
vehicle in the form of a Certificate of Destruction. Failing these two alternatives the
vehicle owner should be responsible for tax payments and any other charges or fines
associated with that vehicle ([United Kingdom] DTLR and DEFRA 2001). To this
end a [United Kingdom] Department for Transport Press Release 22 May 2003
informed the public that as of 2004 registered vehicle owners will be legally
responsible for having their vehicle licensed at all times, until such time as the
DVLA was notified that the vehicle has been sold, stolen, exported or, unless a
current SORN has been declared. The Government proposed that as of 2004 vehicle

owners, who failed to renew their vehicle licence by the due date faced an automatic

™ There was evidence that once a notice had been attached to an unlicensed vehicle, it was relocated
and abandoned again, utilising more resources from a different local authority and police office.

™ The DTLR thought it necessary to tighten the control of the transfer of vehicles. One possibility
was to follow the example of a number of European countries where it was necessary to formally
register the transfer of a vehicle at a Government office or Post Office. along with proof of identity.
Also under question was whether this could be done as successfully using web-based arrangements.
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£80 ($NZ217.39) penalty, and that there would be no requirement for the vehicle to
have been seen on a public road.”® Furthermore, if the vehicle remained unlicensed
the DVLA may prosecute and if found guilty, the vehicle owner would face a fine of
at least £1,000 ($NZ2,717.33) or up to ten times the annual vehicle excise duty.77
The aim is to keep vehicles on the vehicle registration system, reduce the number of
unlicensed and often uninsured vehicles on the road, and limit the number of

vehicles being abandoned.

To summarise, the United Kingdom, like Germany, prefers a market-driven
approach to determine the level of automobile recycling undertaken. Stakeholders in
the manufacturing and recycling industries and relevant Government departments
see the need for more stringent environmental standards and a greater degree of
monitoring and enforcement of the depollution of ELVs. Lack of enforcement of the
display of a current motor vehicle licence, or the completed change of ownership of
a vehicle, or fiscal responsibility for abandoned vehicles, has led to an incomplete
motor vehicle register, a large number of vehicles that do not have a current licence,
and a serious abandoned vehicle problem in the United Kingdom. The Government
has recently begun implementing measures aimed at reducing these problems, and

the effectiveness of these measures will be known with time.

7.6  Synopsis

A summary of the findings from the four countries studied is now presented. These
include the policy instruments used in the management of ELVs, the level of
automobile recycling achieved, and the institutional practices that impact on the
number of vehicles being abandoned. Comments relating to policies and practices in
the United States, Australia, Japan, and British Columbia, Canada will be included

where they have something to contribute.

7.6.1  Policy instruments used in the management of ELVs
Economic and regulatory instruments used in the four case study countries are
presented in Table 7.3, including the year each was introduced and the sector that

administers the instrument.

7 The value of this penalty was to be subject to public consultation later in 2003.
"7 At the time of writing. this proposal was unconfirmed.
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Table 7.3:

Policy Instruments Used in ELV Management in Case Study Countries

Netherlands | Germany | Sweden United
Kingdom
Use of Economic Instruments (Els):
Product charge v (1995) v (1975)
(explicit waste disposal fee)
Refund to ELV owner v (1976)°
Subsidies for recycling v (19995) v (1976)
Primary motivation for use of Els:
Reduce auto waste (pressure on v
landfills/ASR disposal costs high)
Reduce abandoned vehicles & v
environmental externalities
Els administered by:
Central Government v
Independent organisation v
Use of Regulatory Instruments (RIs):
Extended producer responsibility v’ (1995) v (partial) | v (1998)°
Free-of-charge disposal to end- v (19995) v (1998)
user
Auto dismantlers authorised and v (1995) v (1998) v (1975)
monitored
Metal shredders authorised and v (2002) v (1998) v
monitored
Mandatory depollution v (19995) v (1998) v (1975)
Recycling quantity standards v (1995) v
RIs administered by:
Local authorities v
Independent organisation v
v

Industry (auto and/or recycling)

@ This refund needs qualifying, as the last owner was still required to pay for the vehicle's disposal (dependent on
market forces) out of that refund, until June 2001 when it became a full refund.
® As of 1998, producers are responsible for take-back of vehicles manufactured or imported from 1998 onward.
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As is shown in Table 7.3 both Sweden and the Netherlands have a mandatory
product charge or waste disposal fee for light motor vehicles. This is paid by the car
manufacturer or importer when the vehicle is entered on that country’s motor vehicle
register for the first time. In Sweden the disposal fee is set and administered by the
Govemment, whereas in the Netherlands this is done by an independent organisation
set up by the automobile industry (including manufacturers, importers and the
recycling industry). The funds created by the collection of this fee serve a different
purpose in the two countries. In the Netherlands it is used to directly subsidise the
automobile recycling industry. The motivation for this action was to reduce the
quantity of ASR requiring disposal in landfills. In Sweden the disposal fee is
collected primarily to provide a refund to ELV owners delivering their vehicles to
authorised treatment facilities, though some of the money is used to deal with
abandoned vehicles and some is used to subsidise recycling. For Sweden the
primary motivation for the use of economic instruments was to reduce the number of

vehicles abandoned annually and the resulting environmental externalities.

Table 7.3 also presents the regulatory instruments used by the countries studied.
Sweden and the Netherlands have both adopted the EPR approach to the disposal of
their motor vehicles, with producers and importers providing free take-back of their
ELVs. German manufacturers and importers have taken some responsibility by
providing an extensive infrastructure for the acceptance of their ELVs for disposal.
They will not, however, implement free take-back of ELVs until the EU Directive

requires it in 2007.

In Germany, Sweden, and the Netherlands depollution of ELVs is mandatory and
automobile dismantlers must have authorised treatment facilities subject to detailed
requirements. In Germany independent auditors monitor the dismantling centres on
an annual basis, paid for by the dismantlers. Authorisation and monitoring of
dismantling facilities is carried out by ARN in the Netherlands, and by the
administrative board of the local county in Sweden. Monitoring is stringent in
Germany and the Netherlands, however, Zoboli et a/. (2000) reported that in Sweden
the authorisation procedure was loose and many facilities were not compliant with
the regulations. In the United Kingdom, without enforced mandatory depollution of

ELVs very little depollution of EL Vs was undertaken.
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The other regulatory instruments that have been adopted by the Netherlands and
Sweden are the recycling quantity standards (see Table 7.3). Other EU Member
States have until 2006 to meet the first recycling quantity standards set by the EU
Directive. As shown in Table 7.3 the United Kingdom has preferred a market-driven

unregulated approach to the management of motor vehicle disposal.

Japan has decided to follow Europe and use EPR in its management of ELVs.”®
From the beginning of 2005 Japanese automobile manufacturers and importers will
be required to take-back and dispose of air bags and air conditioning units, either as
direct take-back or by commissioning specialised facilities to do so on their behalf.”
They will also be required to take-back or cover the cost of ASR disposal
(Yamaguchi 2002; Ando, Steiner, Selinger, and Shin 2002). It will be mandatory for
car dealers, automobile repair facilities, and companies collecting fluorocarbons and
air bags to be registered, while dismantlers and shredders must be licensed. The first
owner of a vehicle will bear the cost of recycling, contributing to a fund managed by
a third-party organisation. Manufacturers and importers will claim costs for the
disposal of air bags, air conditioning units, and ASR from the fund (Ando er a/

2002).

In the United States there is no legislation specific to ELVs, instead laws regarding
solid and hazardous waste disposal have influenced ELV management. Under these
laws landfill disposal of free liquids and lead-acid batteries is prohibited, which has
led to the collection and recycling of these from ELVs (Staudinger and Keoleian
2001). The regulatory approach taken by the European Union with set recycling
standards has put pressure on the United States; however it is unlikely to follow the
European model. The United States is more likely to restrict landfill disposal of
ASR, which will encourage research into the reduction of ASR and alternative
means of its disposal (ibid.). Currently there are two particular areas of focus in the

United States. The first is the uncontrolled release of mercury into the

78 Japan retires approximately five million motor vehicles each vear and has a market-driven ELV
recycling industry (Kyosai and Glass 2000). In recent vears. however. an increasing number of
vehicles have been illegally dumped as vehicle owners have been required to pay dismantling
facilities to take their ELVs (Yamaguchi 2002).

7 The removal cost of gases from air conditioning units constitutes more than half of the total cost of
depollution of a vehicle.
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environment.®’ The second area of focus is the elimination of tyre stockpiling. The
concern with tyre stockpiling is the relatively common occurrence of fire outbreak

and the resulting air pollution (ibid.).

No legislation exists in Australia to make the depollution of ELVs mandatory. All
states and territories, however, prohibit the disposal of hazardous substances to storm
water, but this may create an incentive to leave the hazardous wastes in the ELV.
Inadequate facilities and poor operating practices are likely to be resulting in ground,
water, and air pollution from many automotive dismantling facilities (Environment

Australia 2002).

In June 1999 Denmark adopted a deposit-refund approach to ELV management
called the ‘Scrap-car Package’ to encourage the recycling of all ELVs. Under the
Scrap-car Package every vehicle owner pays an annual environmental tax of DKK90
(€12.11 or $NZ22.68).8' On delivery of the vehicle to a waste management operator
the ELV owner receives reimbursement of an amount set by the Minister for

Environment and Energy (Collins, Fanning, Crowe and Meaney 2002).

British Columbia put forward a proposal late in 2002 to take an extended product
responsibility approach to the management of ELVs. The proposal was to
implement an industry-operated stewardship programme for managing hazardous
residuals (including ELVs) from the after-market automotive sectors in British
Columbia ([British Columbia] Automotive Retailers Association 2002). It included
the establishment of independent, non-profit associations or advisory boards from
each sector to provide the structure and governance for the stewardship programme
for that sector, and ensure commitment to the long-term funding of the programmes.
Under the proposal the Automotive Recyclers Environmental Association (AREA)
would govern the ELV stewardship programme, which was to be self-funding,
following the pollution prevention hierarchy to encourage the best use of the
residuals collected. Automotive recyclers would be required to adhere to a Code of

Practice and undergo an annual inspection and certification by the AREA, paid for

% Mercury is a highly toxic, bio-accumulative, heavy metal which can be released into the

environment at dismantling sites during the shredding operation, during the processing of ferrous
scrap. and in ASR destined for the landfill.
81 The exchange rate on 26 January 2004, DKK 1 = €0.134556 and €1 = $NZ1.8728.
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by the recyclers (ibid). The proposal was accepted and implementation of the
stewardship programme is in its infancy. The inclusion of ELVs of negative value,
however, was not accepted so that the programme includes only the estimated 40
percent of ELVs that have salvage value and are bought by dismantlers for parts.
ELVs of negative value continue to go to scrap metal recyclers who do not face the

same environmental laws and regulations.

7.6.2 Automobile recycling
Presented in this subsection is the summary of the countries approaches to
automobile recycling and the recycling rates achieved by each. These are shown in

Table 7.4.

Table 7.4: ELV Recycling in Case Study Countries

Netherlands Germany Sweden United

Kingdom
Free market approach for recyclers v v
ELV recycling rate (by weight):
71-75%
76 — 80% v
81— 85% v v
86 — 90% v

As shown in Table 7.4 both Germany and the United Kingdom adopt a free-market
approach in their automobile recycling industries and achieve recycling rates of 81-
85 percent, and 76-80 percent respectively. As previously stated the Netherlands
uses a vehicle waste disposal fee to subsidise recycling activities not yet profitable,
and as a result the Netherlands recycles at least 86 percent of an ELV (by weight).
Sweden subsidises its automobile recycling industry to a lesser extent and achieves

an ELV recycling rate of 81-85 percent.

ELV recycling in Australia and the US is market-driven and so involves all ferrous
metals and most nonferrous metals (Environment Australia 2002; Staudinger and
Keoleian 2001). Occasionally windscreens are used as replacements and with the
exception of battery casings and some salvaged plastic bumpers, plastics are not

recycled. Technical barriers to separation. quality concerns regarding recycled

%2 This has been undertaken in the City of Abbotsford since 2000 and has demonstrated a marked
improvement in the environmental performance of the automobile recyclers.
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plastics, and competition with virgin materials have provided strong economic
deterrents to the recovery of plastics (Staudinger and Keoleian 2001; Energetics
Incorporated 2001). In addition the Automobile Parts Recyclers Association of
Australia suggests that the market for spare parts is decreasing, probably due to the
preference for newer vehicles, the fall in cost-effectiveness of maintaining older
vehicles, and the increase in warranty periods. To increase the level of ELV
component reuse and materials recycling in the Australian automobile industry
would therefore be too costly. Environment Australia (2002, 2:6) notes that the
“effectiveness [of EPR for ELVs] in Europe has yet to be tested. It remains to be
seen whether the approach will be sufficient to overcome the current failure of

markets to produce higher levels of recycling.”

Like the Netherlands, Japan has a high population density and as a result landfill
capacity has become extremely limited (Kyosai and Glass 2000; Ando et al. 2002).83
This pressure on waste disposal sites has resulted in the real disposal cost of ASR in
Japan increasing by 89.9 percent between 1993 and 2001.% In response to the high
cost of ASR disposal, Japan has developed technology to apply a thermal process to
ASR to reduce the quantity of ASR requiring landfilling. Through the process the
remaining ferrous and nonferrous metals are separated from the ASR for recycling,
inert mineral material is separated and recycled for use as construction materials, and
organic materials are transformed into energy and converted to electricity. With this
technology instead of the 20 to 25 percent of a vehicle (by weight) becoming ASR to
be disposed of in landfills, only 2.5 percent need be consigned to landfill, with a
further ten percent being recycled (metals and inerts) and 12.5 percent goes to energy

recovery (Ando et al. 2002).

¥ By 1999 existing landfills in Japan had an estimated combined remaining capacity of 2.6 years.
Furthermore only twenty-six new landfill licences were issued in 1999 as compared with 136 new
licences issued in 1998 (Ando et al. 2002).

1 Until 1993 ASR disposal costs were steady on 13.000 ¥/ton but by 2001 they were at 25,000 ¥/ton.
Using the CPls for 1993 and 2001 (Statistics Japan 2004), the real disposal costs were 13.265 ¥/ton in
1993 and 25,176 ¥/tonin 2001. The main cause of the price increase was the prohibiting of ASR
disposal at simple controlled landfill sites in 1996. Instead ASR disposal was only permitted at
managed landfill sites, which have liquid interception facilities and treatment of waste water (Ando et
al.2002).



7.6.3 Legislative and institutional practices regarding vehicle licensing,
disposal, and abandonment

The laws regarding motor vehicle ownership, licensing, and disposal and the
effective implementation of those laws, influence the likelihood of an ELV being
abandoned. Presented in Table 7.5 are the institutional practices in place that affect

the number of vehicles being abandoned.

Table 7.5: Institutional Practices Impacting on Abandoned Vehicle Numbers
Institutional practices regarding Netherlands Germany Sweden United
vehicle licensing and disposal: Kingdom
Licence fee — ownership tax v
Licence fee ~ road usage tax v v v
CVL enforced v v
Certificate of Disposal required v (1995) v (1998) v (1975)

Enforced penalty for abandoning a v v
vehicle

As shown in Table 7.5 Germany, Sweden, and the United Kingdom have a licence
fee which is essentially a road usage tax which allows vehicles to be granted a
temporary exemption from licensing when they are to be off the roads for a period of
time. In contrast, annual motor vehicle licence fees in the Netherlands are for
vehicle ownership rather than road usage. This means that there is no exemption
from licensing for a vehicle that is temporarily off the road. In the Netherlands
therefore, a vehicle must always have a current licence until a Certificate of Disposal
is presented, and this is strictly enforced. CVL is also stringently enforced in
Germany and although there is allowance for temporary exemption from licensing, it
is permitted for a maximum period of eighteen months only, by which time the
vehicle licence must be renewed or the vehicle handed in for scrapping and a
Certificate of Disposal presented. Continuous vehicle licensing (with temporary
exemption) is in place in Sweden and the United Kingdom but it is inadequately
enforced, so that there are many vehicles on the roads that do not hold a current
licence. As shown in Table 7.5 a Certificate of Disposal (or Destruction) is required
in Sweden, Germany, and the Netherlands when deregistering a vehicle. In each of
these countries the incentive to comply is the same, to no longer have to pay the tax
associated with vehicle licensing and to be absolved from any further responsibility

for that vehicle. This is strictly enforced in both Germany and the Netherlands. but
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not in Sweden. In Sweden, however, there is the additional incentive in the form of

a refund.

The other issue presented in Table 7.5 relates to abandoned vehicles. Abandoning a
vehicle is a strictly enforced offence in Germany and the Netherlands. This is made
possible with vehicle ownership more easily traced as CVL is enforced, and fiscal
responsibility is required until a Certificate of Disposal is presented. Therefore
abandoned vehicles are not a serious problem in these two countries. In the United
Kingdom and Sweden, without adequate enforcement of CVL, change of vehicle
ownership, and disposal for recycling, abandoned vehicles are a problem. This is
why Sweden offers a financial incentive to ELV owners to bring their vehicle in for
recycling and why the United Kingdom has begun implementing changes to their

laws and the enforcement of them.

Currently in Australia there are no legislative or regulatory requirements on the
owner of an ELV to place the vehicle into the recycling system, neither are there any
formal requirements for that owner to officially deregister the vehicle. The owner
either cancels the registration or allows the registration to lapse. There is, however,
strong stakeholder support for “some form of national vehicle deregistration process™

(Environment Australia 2002, 10:53).

In the United States it is becoming increasingly popular to donate old, unwanted
vehicles to a charitable organisation in order to receive a tax deduction equal to the
market value of the vehicle.®® Many of these vehicles are ELVs and the receiving
organisation usually provides a free tow-away service. The National Kidney
Foundation is one such charitable organisation which began its Kidney Cars program
in 1992. In the 2000 fiscal year the organisation received 72,000 vehicles donated
from across the United States. These vehicles had a collective value of $US 17.7
million (MSN Carpoint n.d.). It has to be assumed that these are vehicles with a
positive market value as there would be no incentive to receive a negative tax
deduction. Therefore this practice offers no solution to dealing with ELVs of

negative value.

8 Many donated vehicles are then sold at auction (which would indicate that these vehicles are not
ELVs of negative value).
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An Abandoned Vehicle Recovery Program has been operating in Kentucky since
1973 and by 2000 had been responsible for the removal of more than 40,000 ELVs
for recycling. The programme operates at the county level and the sale of the
abandoned vehicles for scrap metal raises funds for sponsors. The sponsor is a civic
group or school and they are responsible for locating abandoned vehicles, gaining
signed liability release from the owner and temporarily storing the vehicle.*® The
Division of Waste Management who organises the programme provides release
forms and assistance, supervises the retrieval operation, and notifies the scrap dealer.
The sponsor receives 70 percent of the proceeds, with the remainder being used to

run the programme (Kentucky Abandoned Vehicle Recovery Program 2000).

The findings of the investigation into the approach taken to ELV recycling and
disposal in the Netherlands, Germany, Sweden, and the United Kingdom have been
presented in detail in this chapter. The focus has been on the policy instruments
used, the level of recycling achieved, the extent of the abandoned vehicle problem,
and the institutional practices which influence the magnitude of that problem. In the
concluding section a number of countries (other than the case study countries) were
mentioned where they had taken a unique approach to some aspect of ELV
management. Consideration of a variety of policy options for the management of

ELVsin New Zealand will be discussed in the following chapter.

¥ Many of these vehicles are lying unused on private property.
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Chapter Eight

Discussion

“. .. yes, without sustained attention garbage problems can
certainly get out of hand. But once reasonable policies are in
place, the task of disposing of garbage should be neither
Herculean nor hideously complex.”

Rathje and Murphy (1992, 245)
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8.1 Introduction

The extent of the externalities arising from the current management of ELVs in New
Zealand has been ascertained, including an estimate of the number of vehicles
abandoned each year. In addition, factors that contribute to the existence of these
externalities have been identified. The findings of Chapter Seven indicate that New
Zealand is not alone in grappling with externality issues relating to motor vehicle
disposal. It is time in this chapter to discuss the policy options and institutional
practices used overseas to encourage EL Vs into the recycling system, discourage the
dumping of ELVs, and improve the quality and quantity of automobile recycling
practices. Of particular importance in this discussion is the measure of success of
these policy options for ELV management, and the likelihood of their acceptance in

the New Zealand regulatory climate.

Before the discussion gets underway a recap of the externalities arising from the
recycling and disposal of New Zealand’s ELVs is presented in Section 8.2. Included
in this section are the factors that contribute to the existence of these externalities.
Possible changes to institutional practices are considered in Section 8.3, and policy
options regarding ELV access into the recycling system are discussed in Section 8.4.
Relevant policy aimed at improving both the incidence of the depollution of ELVs,
and the handling and disposal of hazardous substances at dismantling operations, is
presented in Section 8.5. The level of automobile recycling and the disposal of
automobile shredder residual (ASR) are discussed in Section 8.6, and Section 8.7
provides a brief discussion on the merit of intervention in the number of vehicles
coming into the country. Recommendations arising from this discussion will be

forthcoming in Chapter Nine.

8.2 Externalities Arising from the Management of ELVs in New Zealand

This section is separated into two subsections. The first outlines the externalities
resulting from the current ELV disposal practices in New Zealand. The second

presents the main factors that contribute to the externalities.
8.2.1 Externalities arising from the management of ELVs
An overview of the sources of externalities from ELV disposal in New Zealand is

presented in Figure 8.1.
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Figure 8.1:

Externalities Arising From the Current Management of ELVs in New Zealand
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These externalities are unable to be quantified due to the lack of available data. As
shown in Figure 8.1, once an ELV has been deregistered the owner has three options.
S/he can choose to keep the ELV on private property, abandon it or, dispose of the
vehicle through the recycling system, and each of these options has environmental
consequences. An unknown proportion of vehicles remain indefinitely on private
property, some contributing to environmental pollution through the leaking of
hazardous fluids and gases into the surrounding environment, through visual

pollution, and by providing a habitat for vermin.

An estimated 25,500 vehicles nationwide are abandoned each year (see Figure 8.1).
This represents around 20 percent of the number of light motor vehicles whose
registration is cancelled annually.! Under the law abandoned vehicles are primarily
the responsibility of local authorities, which place a conservative annual estimate of
$6 million on the collective cost to remove, store, and dispose of these vehicles.
Many vehicles are abandoned in rugged terrain, however, where they remain, as it is
too costly to retrieve them. Although the majority of abandoned vehicles eventually
end up in the recycling system, before they do they have caused environmental
degradation and imposed a cost on society far in excess of the direct cost estimated

by local authorities.

The alternative destination for ELVs is to go directly into the recycling system via
dismantlers, scrap metal recyclers or local authority collection sites. As indicated in
Figure 8.1 externalities also occur in the automobile recycling operation itself. There
is no record of the number of vehicles passing through car dismantling facilities
nationwide and there is little organisation within the industry. Individual operators
are not legally required to hold an operating licence specific to vehicle dismantling
or, belong to an association. With regard to the removal and disposal of hazardous
fluids, gases, and components from vehicles, practices and standards are variable.
Depollution is undertaken, but without adequate monitoring and enforcement, it is
not carried out on all ELVs. As a result hazardous substances enter the environment
with the effect of both an environmental burden, and also a financial burden in terms

of the eventual cost of clean-up and the cost of replacing substances and materials

" These vehicles, however. have not necessarily been deregistered in the year that they are abandoned.
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that could otherwise have been reused. The final source of externalities arising from
ELV disposal is from ASR itself. ASR contains the traces of hazardous substances
remaining in ELVs. The quantity of ASR for landfilling and the level of depollution
undertaken prior to shredding affect the extent of the environmental contamination

from ASR.

8.2.2 Factors that contribute to the externalities

There are two main factors which influence the choice made by ELV owners
regarding the options available to them for the disposal of their vehicles. The first
relates to institutional practices regarding vehicle deregistration and disposal. The

second concerns the cost and ease of access of an ELV into the recycling system.

At the point of vehicle deregistration in New Zealand, the ownership of almost half
of the vehicles is uncertain and the destination of all deregistered vehicles is unclear
(see Figure 8.1). Forty-six percent of the 125,000 light motor vehicles whose
registration was cancelled in 2002 had not been deregistered by their owners, but
instead had ‘lapsed’ registration status, indicating that registration had been
cancelled by the Registrar.” For such vehicles it is at least twelve months since the
licence expired and ownership was verified, so that the last registered owner may no
longer be the current owner of the vehicle. This means that the whereabouts and
ownership of such vehicles is uncertain, making difficult the enforcement of fiscal
responsibility regarding abandoning a vehicle. For the 54 percent of registration
cancellations that were carried out by the owner of the vehicle, no proof of the
destination of the vehicle is required so that the annual number of ELVs being

recycled in New Zealand is unknown.

There is no standard practice regarding the charge for the acceptance of an ELV of
negative value into the recycling system. Dismantlers and scrap metal dealers often
charge a fee to accept an ELV of negative value, however, sometimes they are
accepted free-of-charge. So it is with local authorities. some collection sites accept
ELVs free-of-charge while others do not. Fifty-two of the seventy-three local

authorities on the New Zealand mainland provide a collection site and storage for

* This figure was 49 percent for the 134.000 vehicle cancellations in 2001.
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ELVs destined for recycling. Of interest in this discussion is the response of local
authorities toward the depollution of ELVs. Thirty-five local authorities charge a fee
for the acceptance of ELVs which have already undergone depollution. Information
is provided in Table 8.1 regarding the cost to leave a vehicle that has not undergone
depollution, at the collection sites of the forty-seven local authorities that responded

to that question.

Table 8.1: Local Authority (LA) Levies for ELVs at Collection Site in 2002
Levy for a vehicle that has not undergone depollution 2 No. of LAs
Free-of-charge 6
Levy, less than the cost of depollution 6
Levy, equal to the cost of depoliution b 17
Levy, more than the cost of depollution 14
Not accepted at collection site 4

 Council levies at October 2002.

® The estimated average cost of depollution is $40 for a vehicle with air-conditioning and $17.50 for one without
(2002/2003 prices, inclusive of GST). For this table the cost of depollution has been taken as between $17.50
and $40 (more often the levy was at the lower end of this range, which is expected as a greater proportion of
current ELVs will not yet have air-conditioning).

As shown in Table 8.1, six local authorities accept free-of-charge vehicles that have
not undergone depollution, and these local authorities do not have large numbers of
abandoned vehicles to deal with.> Four local authority collection sites do not accept
vehicles which have not undergone depollution and fourteen others charge a fee that
is greater than the cost of depollution. For vehicles that have not undergone
depollution, seventeen collection sites charge a fee within the range of the cost of
depollution ($17.50 to $40) and six charge a fee that is less than the cost of

depollution.

Twelve local authorities (nearly one-quarter of those responding on this issue)
subsidise the depollution of ELVs.* This cost is borne by ratepayers. The fourteen
local authorities that charge more than the cost of depollution are using ELV
disposal to collect revenue (assuming that the cost of storage is negligible).” A total
of sixty-one local authorities either do not have a collection site for ELVs, do not

accept those EL Vs which have not undergone depollution or, charge a disposal fee to

* It is difficult to make a direct comparison of the number of abandoned vehicles in areas where
unstripped ELVs are charged a levy. as compared with areas where there is no charge, as the
demographics of the cities and districts vary widely.

? The six local authorities accepting ELVs free-of-charge and the six which charge a fee that is less
than the minimum cost of depollution.

> This is possibly done to offset some of the cost to the council incurred by abandoned vehicles.
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do so, and while this is the case New Zealand continues to have a problem with

abandoned vehicles.

In order to reduce the environmental externalities, and hence the cost to society from
ELV disposal, steps can be taken to 1) reduce the number of ELVs being abandoned,
2) encourage a greater number of ELVs into the recycling system, 3) ensure
depollution is undertaken on each ELV entering the recycling system, and 4)
encourage best practice among dismantlers in handling and disposing of hazardous
substances. In considering policies for recommendation, the acceptance of the
policy is likely to be constrained by New Zealand’s regulative tradition and the past
effectiveness of similar policies (Opschoor and Vos 1989). It is also likely to be
influenced by the legal administrative structures currently in place and the level of
resources available for implementation of the policies (Smith and Vos 1997). Such
considerations will shape the recommendations that will be made aiming to reduce

the environmental impact of ELV disposal in New Zealand.

8.3 Discussion of Institutional Practices

With regard to abandoned vehicles. local authority officers say that for a vehicle with
traceable identification often the last registered owner of the vehicle denies being the
vehicle’s current owner. Most often abandoned vehicles have ‘lapsed’ registration
status so that the information on the Motor Vehicle Register is no longer reliable.
This means that the local authorities are unable to recover the costs incurred

removing, storing, and disposing of such abandoned vehicles.

8.3.1 Continuous vehicle licensing and notification of change of vehicle
ownership

There are two opportunities for vehicle owners to allow the vehicle registration to
lapse. The first is when continuous vehicle licensing (CVL) is not enforced and the
second is when the change of vehicle ownership remains unconfirmed.® There is a

strong incentive to evade the annual vehicle tax as some 79.000 infringements are

° The law regarding vehicle change of ownership is clear but not enforced.
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issued annually for vehicles on the road without a current licence and a further 2,000

are issued for vehicles on the road that are unregistered.’

Evidence from the four countries studied shows that the enforcement of CVL, of
change-of-ownership notification, and of fiscal responsibility for a vehicle until it
enters the recycling system, is necessary to minimise the number of vehicles
abandoned, and the associated costs borne by society. With regard to CVL in New
Zealand, as long it is not enforced there remains a data gap on the Motor Vehicle
Register and a free-rider problem, with some vehicle owners using the country’s
roads without contributing to the National Road Fund or the Accident Compensation

Corporation (ACC) levies.

CVL is achieved in the Netherlands by having a vehicle ownership tax rather than a
road usage tax. Lindhqvist (2001) advocates such a policy for Sweden, arguing that
it is no different from charging the same licence fee irrespective of whether the
vehicle was used to travel 5,000 or 40,000 kilometres in the year. As den Hond
(1996) correctly points out, a tax regime based on vehicle usage rather than vehicle
ownership provides greater opportunity for a vehicle to be illegally dumped. New
Zealanders, however, are used to having choice and are likely to find unpalatable a
vehicle ownership tax with no opportunity for temporary exemption from licensing.
Furthermore, the licence fee expressly contributes to the National Road Fund for
road construction, ACC to cover medical costs related to injuries resulting from road
accidents, safety programmes run by the LTSA and the New Zealand Police, and
safety and audit standards. These reasons would make it difficult therefore, to
convince vehicle owners that this fee should be paid when the vehicle is going to be

off the road for the following year.

Two suggested alternatives would aid the enforcement of CVL. One would be to
make it an offence to be without a current licence (or temporary exemption) whether
the vehicle is observed on the road or not® To have an automatic fine imposed

immediately the licence has expired (as is proposed in the United Kingdom).

7 Both these figures are the averages for the vears from July 1997 to June 2002 (Source: The New
Zealand Police). These figures do not include infringements issued by local authority enforcement
officers.

¥ Currently in New Zealand it is only an offence if the vehicle is caught on the road.
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however, is very confrontational in style, which is likely to be counterproductive in
New Zealand. To give a warning and provide a stated time frame before the
automatic fine is imposed may achieve greater cooperation. Alternatively if the
status quo remains, with vehicle owners fined only if the unlicensed vehicle is caught
on the road, then the licence needs to be more visible, as in Germany where the
current licence sticker is displayed on the vehicle’s number plates, coded by colour
for that year. Compliance would be more visible to the New Zealand Police and the
local authority enforcement officers, and would be evident in speed camera photos.
It would, however, necessitate all vehicle licences being renewed at the same time of

the year, putting pressure on the administrative systems.

The law on the change of vehicle ownership is clear and the penalties adequate,
however it is not enforced. In Germany and the Netherlands enforcement ensures
compliance. An automatic infringement (avoiding the judicial system) may make
enforcement less costly, alternatively changing the incentives could influence
behaviour. While the buyer must confirm change of vehicle ownership, there is a
disincentive for this to occur because at that point responsibility for licensing is
transferred to the buyer. If the last registered owner of a vehicle is to remain
responsible for the vehicle, the seller should have responsibility for the notification
of change of ownership, as s’he is the party with the incentive to ensure it takes
place. Once notification has taken place the liability for vehicle licensing is

transferred to the buyer.

8.3.2 Registration cancellation and vehicle disposal

With the enforcement of both CVL and notification of change of ownership, it is
possible and necessary to ensure that fiscal responsibility for a motor vehicle remains
with the last registered owner until the vehicle owner cancels the vehicle’s
registration. This should also facilitate the enforcement of vehicle disposal via the
recycling system. Evidence from Europe suggests that proof of correct disposal in
the form of a Certificate of Disposal ensures that most vehicles are ultimately
recycled and the number of vehicles recycled is known. If this were to be instigated
in New Zealand. when a vehicle is handed in for recycling to either a dismantler or a
local authority. the owner would receive a Certificate of Disposal as proof of the

vehicle’s disposal. The certiticate along with the registration plates would be
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presented to the Land Transport Safety Authority (LTSA) agent so that the vehicle
could be removed from the Motor Vehicle Register. This would provide an accurate

record of the number of motor vehicles being recycled.

As shown in Figure 6.6, Chapter Six, of the owner-cancelled registrations in 2002,
16 percent (20,000 vehicles), were declared permanently taken off the road which
indicates that they are likely to have remained on private property. Some may
continue to be used on private property (particularly on rural properties), some may
be sold or made roadworthy at a later date, and others are kept for the possibility of
using for parts. To prohibit New Zealanders from having this option would likely
face strong opposition, however, to require ‘temporary’ exemption from licensing to
be renewed annually until the vehicle is disposed of, may be acceptable. If this were
the case the vehicle would remain on the Motor Vehicle Register and would remain
the responsibility of the registered owner until such time as it is handed in for
recycling.” This would improve the reliability of the information on the Motor

Vehicle Register.

8.3.3 Legislation concerning abandoned vehicles

The laws in New Zealand regarding abandoned vehicles were more appropriate
when vehicles in general were of greater value. They focus on the requirements for
notifying the vehicle owner of the impending sale or disposal and as such are
unnecessarily costly and time-consuming for the authority empowered to dispose of
them. A shift of focus is required to make the action of abandoning a vehicle a
specific offence. In the United Kingdom abandoning a vehicle is an offence subject
to a substantial penalty, however, since offenders are seldom prosecuted, abandoned
vehicles have been a problem in the United Kingdom. This suggests that the offence
must be subject to an appropriate and enforced automatic infringement. With
enforced CVL and notification of change of ownership, there should be no ‘lapsed’
registrations. Therefore as long as an abandoned vehicle has identification, the
owner can be issued with the infringement and will be required to reimburse the

local authority any costs incurred removing and storing the vehicle. Enforced, this

? The same could apply for the 13 percent written off by an insurer. The insurance company usually
owns these until they are sold for parts or to make roadworthy again, or they are handed in for
recycling.
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action will internalise the cost to society caused by abandoning a vehicle, as is the

case in Germany and the Netherlands.

In New Zealand the Local Government Amendment Act (LGAA) 1992 empowers
local authorities to dispose of vehicles abandoned on roads, but where the abandoned
vehicle threatens the possibility of hazardous fluids leaking into water, it becomes,
under the Resource Management Act (1991), the concern and responsibility of
regional councils. It is, however, unclear if regional councils have a specific
mandate to dispose of abandoned vehicles (pers. comm. Manawatu-Wanganui
Regional Council 2003). Some areas prefer to leave all abandoned vehicles as the
clear responsibility of the city or district council in that area. In other areas the
regional and district councils cooperate, working together on the issue so that
regional councils remove vehicles abandoned in or alongside rivers and lakes.
Regarding the question of which authority is empowered to remove abandoned
vehicles from an area, no law change is required, since under the current laws local
authorities can and do, contract out the removal and disposal of abandoned vehicles
to the private sector. They can similarly, therefore, pass on the authority to a
regional council to remove and dispose of abandoned vehicles under a mutual

agreement.

8.4 Policy Options Regarding Access into the Recycling System

Dismantlers will always accept ELVs that have a positive value, the objective is to
ensure that EL Vs of negative value have ready access into the recycling system. The
policy chosen, therefore, should be independent of the fluctuations in the global
market price for steel scrap. The policy options considered here will impact on the

number of ELVs that are recycled.

8.4.1 Disposal fee charged to the last user, or the use of a regulatory
instrument

Charging the owner a disposal fee (to cover the cost of depollution) for an ELV at
the point of entry into the recycling system provides an incentive to dump the
vehicle. So too does the use of a regulatory instrument that requires a vehicle to
have undergone depollution before it is accepted, as the ELV owner is faced with

only two options. pay for depollution of the vehicle or dump it. This is verified by
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the fact that local authorities in New Zealand with a free acceptance policy for ELVs
that have undergone depollution, still have a problem with abandoned vehicles in
their area.'” Evidence from Germany and the United Kingdom suggests that if ELV
owners have to pay for their vehicle to enter the recycling system, the way to avoid
vehicles being abandoned is the implementation of clear laws regarding vehicle
ownership, licensing, and disposal, with penalties high enough to deter illegal

behaviour, and the resources to enforce them.

8.42 Refund for an ELV entering the recycling system

Provision of a refund for ELV owners may encourage ELVs into the recycling
system, however, to be acceptable such a policy would need to provide an
economically efficient solution to the abandoned vehicle problem. With a refund
scheme it can be difficult to establish with reasonable certainty, the minimum level
of refund required to stimulate the desired outcome for a commodity like a motor
vehicle, and it is likely to be a dynamic decision. The real value of the refund to
ELV owners in Sweden has severely eroded over the years. By 1998 the real value
of the refund was less than half the value of the initial 1976 refund and by 2001,
prior to the increase of the refund the real value of the refund had fallen 58 percent
from the value in 1976."" This would indicate that it was either overvalued in 1976
or that it was undervalued thereafter, providing a possible explanation as to why

vehicles have continued to be abandoned to greater and lesser degrees over the years.

Another point for discussion is that the refund does not address the issue of who pays
for the depollution of the vehicle. If the cost of depollution is to be met by the ELV
owner (the recipient of the refund), it counters the effect of the refund. This has been
illustrated in Sweden, where in the years that the fee (to cover depollution) charged
by dismantlers eroded the actual net refund received by the ELV owner, the
incidence of abandoned vehicles increased. In order for the refund to be an effective
policy tool in reducing vehicle dumping in Sweden it needed to be independent of

the fee charged by dismantlers, over which policy makers had no control. Sweden

' In addition. the thirty-five local authorities that require vehicles to have undergone depollution and
then charge a fee for acceptance, provide a double disincentive to have their vehicle recycled. the cost
of depollution and the disposal charge.

' After the increase in July 2001 it remained 41.5 percent lower than the original refund (in real
terms).
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made this change in 2001 by introducing extended producer responsibility (EPR) to
cover the fee for accepting an ELV, charged by dismantlers. The refund is financed
by a disposal charge (or environmental tax) imposed when the vehicle is first
registered in Sweden. Lindhqvist (2001) questions the efficiency of Sweden’s
economic instrument used as a policy tool to change behaviour.'? He argues that
because the Govemment sets the level of both the refund and the disposal charge,
there is no mechanism (other than the political one) to keep the refund to the
minimum level required. With the refund for the ELV financed through the producer
funded disposal charge, and EPR meeting the cost of the vehicle’s depollution, the

cost of motor vehicle disposal in Sweden is internalised.

Denmark has a deposit-refund approach to ELV management, which requires all
vehicle owners to pay an annual environmental tax of DKK90 (€12.11 or
$NZ22.68)."* The accumulating fund from these taxes is used to pay a refund to
ELV owners delivering their vehicles into the recycling system. In this deposit-
refund scheme recipients of the refund are also contributors so that the cost of
vehicle disposal is internalised, however, there is some subsidisation between
contributors and recipients. For those vehicles that are not on Danish roads long
enough for the owner to have contributed the full value of the refund before the
vehicle becomes an ELV, the vehicle owner receives a refund which has been
subsidised by other vehicle owners.'* In fact the majority of contributors will never

be recipients of the refund.

In contrast, the $10 petrol voucher schemes operating (or under trial) in New
Zealand are funded by the local authorities so do not internalise the cost of the
externality. To obtain the refund the ELV must have been stripped (which includes

depollution). In the one district where the $10 refund scheme has been operating for

2 Lindhqvist of the International Institute for Industrial Environmental Economics (I11EE) at Lund
University was commissioned by BIL Sweden to report on the effectiveness of extended producer
responsibility for ELVs in Sweden.

" The exchange rate on 26 January 2004 was DKKI = €0.134556 and €1 =$NZ1.8728.

" Consider for example the owner of a newly imported vehicle which is on Danish roads for 13 years
before it is scrapped. By the time it is scrapped the owner may have contributed €194.81 or
$NZ364.84 (if calculated at 3 percent per annum real interest) in environmental tax. Whereas the
owner of a vehicle that is written off and destroyed in its first year on Danish roads, has contributed
only €12.11 (§NZ22.68) to the deposit-refund system. The contribution of the owner of the thirteen-
year-old car is subsidising the refund to the ELV owner of the vehicle that is less than one year old.
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over a year it has not been effective in changing behaviour, as the number of dumped
vehicles has not been measurably reduced. Under this scheme the local authority is
paying ELV owners that would have brought their vehicles in for disposal anyway,

as well as covering the cost of vehicles continuing to be abandoned in their area.

The conclusion regarding the use of a refund to change behaviour where it relates to
the disposal of a motor vehicle, is that it is too difficult to ascertain the minimum
level required to entice someone who would dump a vehicle to instead hand it in for
recycling. In addition the introduction of a refund affects the market for old cars by
increasing the value of a vehicle at the point in which it becomes an ELV (to the
owner only, not to the recycling industry). While the majority of ELVs in New
Zealand already enter the recycling system without the enticement of a refund, and
since a party other than the recipient usually funds the refund, it is unlikely that an

efficient outcome would be achieved.

8.4.3 Free acceptance of ELVs

An alternative to the refund is to provide for the acceptance of ELVs into the
recycling system at no cost to the owner. The minimal data provided by New
Zealand local authorities that offered free acceptance amnesty periods for ELVs
suggested that this may reduce the dumping of vehicles.” Free acceptance of ELVs
requires the cost of depollution to be covered by a party other than the vehicle’s final
owner. In previous decades when the price of scrap steel was high enough, the metal
recyclers absorbed this cost, however, this is no longer the case. One way to achieve

this is through extended producer responsibility (EPR).

The European Union favours EPR, preferring that the cost of depollution be borne by
automobile producers and importers. EPR has already been implemented for ELV
disposal in Sweden and the Netherlands. It is effective in the Netherlands but the
policy is not operating in isolation as there are also strictly enforced laws regarding
vehicle licensing and disposal. In Sweden EPR has only been in place since 1998

(and only for vehicles produced and imported since January 1998), operating

" There was insufficient data to test this suggestion using a hypothesis test. Of the seven local
authorities that kept a record of the number of abandoned vehicles during the amnesty period. five
observed a reduction in the number of abandoned vehicles during the amnesty, with four observing
many fewer abandoned vehicles than expected.
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alongside the refund scheme. EPR is estimated to cost the producer SEK800
($NZ163.92) per vehicle.'® Japan is also adopting the EPR approach (as of the
beginning of 2005) by partially subsidising the cost of depollution for the ELV
owner through the free take-back of airbags and air conditioning units,"” and

subsidising metal shredding operations through the take-back of ASR.

In New Zealand there are a large number of vehicle importers, some of whom are
very small operators, since under the Motor Vehicle Sales Act 2003, Section 8(1)(c),
a person importing more than three vehicles in a year is declared a motor vehicle

trader.'®

The Motor Vehicle Traders Register does not differentiate between
importers and sellers so that no figure could be given of the number of motor vehicle
importers in New Zealand (Motor Vehicle Traders Register 2004). Producer
responsibility for New Zealand, therefore, is likely to be administratively
impractical. In New Zealand many importers import vehicles of different makes and
ages. Therefore, were importers required to contribute into a fund today for the
future disposal of today’s imports, administrative requirements for keeping record of
vehicles funded for disposal by producer responsibility, could be great. Far greater
than for countries where vehicles are manufactured domestically and importers are
licensed for one vehicle brand. In addition, if importers’ contributions were for
future ELV disposal, it poses the question, who would be responsible for the two
million vehicles currently on the roads? Alternatively, if it were suggested that

importers today pay for the disposal of vehicles becoming ELVs today based on

market share, there would be issues of equity. "’

' Since this is what is charged for vehicles imported privately and so not covered by producer
responsibility. Therefore the total cover for vehicle disposal in Sweden is currently 1500 SEK ($NZ
307.35), which includes producer responsibility for disposal and the producer-paid refund to the final
owner of the vehicle. The exchange rate on 26 January was SEK1 = $NZ0.204902.

" The ELV owner still has to pay for the removal of hazardous fluids from the vehicle, however, this
is less than halfthe cost of depollution.

"® The UBD E-Directory lists seventy-six commercial car importers. but this list is by no means
exhaustive as there are likely to be many small importers not listed here (UBD E-Directory 2004).
The Motor Vehicle Traders Register does not differentiate between importers and sellers so that no
figure could be given of the number of motor vehicle importers in New Zealand (Motor Vehicle
Traders Register 2004).

" For example a small importer with a market share of 0.1 percent in 2002 would have had to fund
the disposal of 125 ELVs from the profits gained from importing 201 vehicles, while an importer with
a 10 percent market share would have the profits from the sale of 20.050 vehicles to fund the disposal
of 12.465 ELVs. In addition importers importing new vehicles only, have a greater profit margin per
vehicle while being faced with the same cost per vehicle for ELV disposal.
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An alternative to producer responsibility would be for the cost of depollution to be
paid by the first owner of a vehicle (in New Zealand) in an up-front disposal charge,
funding the dismantler so that s/he can accept an ELV free-of-charge from its owner.

This proposal is examined graphically in Figure 8.2.%°

Figure 8.2: Effect of an Up-Front Disposal Charge and Free Acceptance of ELVs
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Figure 8.2 shows the market for ELVs of negative value. The supply curve
represents the supply of ELVs by their owners and the demand curve, the demand
for ELVs by the dismantlers. A negative price indicates that the ELV owner is
paying the dismantler to take the vehicle. The less the ELV owners have to pay the
dismantler to take their vehicles, the more ELVs they will supply (upward sloping
So). Assuming ELV owners are rational, if they can hand in their ELV free-of-
charge or be paid for it (p > 0), they will supply all ELVs. Hence where p > 0, Sp is
vertical at the full supply of ELVs. The demand curve is downward sloping, since
the more dismantlers are paid for an ELV, the more they will demand. The initial
equilibrium is at (qq, po) where po < 0 so that ELV owners are paying dismantlers to
accept their ELVs into the recycling system. Not all ELVs are supplied by their
owners for recycling at po. If qpc is the quantity corresponding to all ELVs (qpc. =
quantity supplied under the disposal charge regime) then qpc — qo is the number of
vehicles abandoned and never retrieved, plus those left on private property which

never get recycled (see Figure 8.2).%"

Consider now the implementation of a policy of free acceptance of the ELV from its
owner, with the dismantler’s disposal fee being paid from a fund financed by all
incoming motor vehicles’ first New Zealand owners. All ELV owners will dispose
of their vehicles into the recycling system, so that So shifts out to Sp¢ (for p <0 as
well as p > 0). As shown in Figure 8.2 the supply curve is now vertical out at the
total number of ELVs (qpc) irrespective of the price dismantlers charge for
depollution. The dismantlers’ demand curve does not shift and the dismantlers will
not want to take all the ELVs (qp¢) unless the price they receive is right. Since
currently most abandoned vehicles do eventually enter the recycling industry (with
po paid by ratepayers rather than by the ELV owners), the extra ELVs to be recycled

(qp.c. — qo) in proportion to the total number of ELVs being recycled, is not great.

As outlined in Chapter Three the dismantling industry is a competitive industry with
many small operators running operations with limited technical equipment. These
are labour-intensive operations so that there is not the opportunity to realise

economies of scale. Therefore it is not unreasonable to assume that the marginal

*' The ma jority of abandoned vehicles are removed and enter the recycling system, however, it is
local authority ratepavers who pay pe for the abandoned vehicles to undergo depollution.
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cost (MC) of carrying out depollution on the next ELV is similar to the average cost
(AC). The implication is that the dismantlers would only demand qp c. at price ppc.
so that to process all the ELVs the price would need to be pp ¢ a little higher than py.
If po = AC then ppc = AC + some premium, which would be paid to the dismantler
from the disposal fund (initially paid into by the up-front disposal charge). Under
this policy the dismantler now carries no uncertainty, as s’he knows the payment s/he
will receive for the depollution of all incoming ELVs. The dismantling industry is a
localised one and as the number of ELVs needing recycling increases over the years

it is likely that new dismantling operations would enter the market.

The rationale for an up-front depollution charge on vehicles coming into the country
is to remove that cost from ELV owners and remove the incentive for dumping. It is
acknowledged that buyers of vehicles entering the country are subsidising ELV
owners disposing of their vehicles (as buyers of incoming vehicles are unlikely to
later be ELV owners). The up-front depollution charge does, however, have a
progressive distribution effect. This is because ELV owners are at the end of the
vehicle-buying chain, therefore it can be assumed that they have less income than
those who are first owners of vehicle imports. With fewer abandoned vehicles,
environmental impact will be reduced and ELV owners will be better oft as they no
longer have to pay for the disposal of their ELV. The welfare of dismantlers should
remain unchanged as they receive payment for the depollution of the ELV as before,
however, it now comes from the Fund rather than from the vehicle owner. Local
authorities will be better off as there will be fewer abandoned vehicles to dispose of
and there will be no need to subsidise the cost of disposal of ELVs brought to the

collection site.

Were such an economic instrument used, the money collected from incoming
vehicles could fund the disposal of the ELVs in the following year. If this were the
case the environmental (or depollution) charge could be equal to the current average
cost of depollution, which is known. plus a small percentage. This is preferable to
the depollution charge being ‘tagged’ to the depollution of that particular vehicle, for
several reasons. Administrative costs would be far lower than if it were necessary to
keep a record of those vehicles that have their cost of depollution covered and those

that do not. In addition, the charge would equate to just over the current cost of



depollution, a known cost, as compared to an estimation of the charge required to
cover an unknown cost at an undetermined time in the future. The use of a duplicate
copy of the Certificate of Disposal could be used as proof of acceptance and
processing of an ELV, as there is no requirement for another form, and false claims
for depollution reimbursement are ruled out as there can be a cross check that the
vehicle owner has presented the Certificate of Disposal and had the registration of

the vehicle cancelled.

Were this approach to be adopted in New Zealand the depollution charge could be
added to the registration fee for a vehicle being entered onto the Motor Vehicle
Register for the first time, and payable by the vehicle’s first owner in New Zealand.*?
Administration costs for the collection of the fee would be minimal as currently the
registration fee is paid as one fee, with the money being separated into a number of
different accounts or funds.”> Therefore one more fund, a Disposal Fund would need
to be created. Costs would be incurred administering the Fund, but these should be
able to come from the Fund itself. The figures can be examined to verify this. For
example, the cost for the depollution of an air-conditioned vehicle was estimated at
$40 (inclusive of GST) in October 2003 (this cost would need to be reviewed
regularly).”* Suppose the price required by dismantlers to accept all ELVs was the
average cost of depollution. An additional $40 would be collected from each of the
vehicles added to the Motor Vehicle Register. Payment to dismantlers for carrying
out the depollution of the ELV would come from the Fund rather than the ELV
owner or the local authority. This payment of $40 for vehicles with air-conditioning

units (or $17.50 for vehicles without air-conditioning) could begin a year after the

* It is acknowledged that with this proposal, that owners of incoming vehicles are funding the
disposal of the current vehicle fleet so do not directly benefit from their own contribution. It is,
however, internalising the cost within the group of vehicle owners, in contrast to the current situation
where vehicle disposal is frequently either directly or indirectly funded by local ratepayers.

% These include the National Road Fund, the ACC Motor Vehicle Account Premium. the Safety
Standards Levy, the Audit and Standards Levy, the Transport Licence Fee, and funds for safety
programmes run by the LTSA and the New Zealand Police.

! Estimates of depollution costs from local authorities were extremely varied. ranging from under
$25 to $235. therefore the estimate given comes from several dismantlers and a vehicle air-
conditioning company. The breakdown of this figure is: approximately $8 plus GST for the removal
and disposal of hazardous fluids. tyres are collected for $8 plus GST ($1.60 to $1.65 plus GST, per
tyre), the air-conditioning unit requires a trained technician to remove the hazardous gases at a cost of
$20 plus GST and the dismantler is paid $1.00 for the battery which is then recycled.



environmental charge is enforced.” Looking at the vehicle numbers for 2002, there
were 200,504 incoming cars registered for the first time in New Zealand that year
(LTSA 2003a)26 and 124,648 cars had their registration cancelled (see Table 6.13,
Chapter Six). Suppose at worst, all the registrations occurred on the 31% of
December 2002 and were charged $40 for depollution, the Fund would gain
$8,020,160 and if all the cars taken in for recycling the following year (based on
2002 cancelled registration figures) were processed on the 1% of January 2003,
claiming $40°7 plus incurring 20 percent administration costs, the Fund would have a
surplus of $2,037,056. The Fund would only be exhausted if administration costs
were more than 60.85 percent of each payment being made. If the shredding
company requires other parts of the ELV to be removed prior to crushing,
transporting and shredding, the cost of this further stripping should be at the expense

of the shredding company.28

With such a surplus, consideration could be made to reimburse local authorities one
$40 tow fee (the minimum tow fee currently quoted) for each abandoned vehicle
whose owner is not traced. Based on the 65 percent of the estimated 25,500
abandoned vehicles not traced, and including a 20 percent administration fee, this
would cost a further $795,600 which would leave a surplus of $1,241,456. This may
provide a disincentive for the local authority to go to the effort of tracing the owner
of the abandoned vehicle, therefore, the tow fee reimbursement should be restricted
to vehicles with no visible identification. Depollution of abandoned vehicles will be
covered by the Disposal Fund on entry of the abandoned vehicle into the recycling
system. This tow fee reimbursement would mean that the cost of untraced
abandoned vehicles would no longer be the sole burden of the local authorities, but

would be subsidised by the Fund.*

** At the outset of the scheme. the vehicle must have been received for disposal in the year after the
start of the fund (Certificate of Disposal forms cannot be saved from previous months).

* Those vehicles being reregistered have not been included, but if they were the fund surplus would
increase.

*” Though in reality many may not be air-conditioned and so only claim $17.50.

** The motivation for this further stripping requirement (for example the seat foam) is likely to be to
reduce the quantity of ASR for disposal. From an economic perspective it makes sense to landfill it
prior to shredding as the landfill rate will be cheaper than the rate charged for ASR. which contains
traces of hazardous fluids and heavy metals and is therefore designated special waste. It should,
however. be a cost to the shredding company, not a cost to dismantlers or ratepayers.

** For those abandoned vehicles requiring one tow to the collection site or dismantler only. there
would be no cost to the local authority.



8.4.4 LlLocation of access to recycling system

Currently in New Zealand, ELVs enter the recycling system via an automotive
dismantler or a local authority collection site. Local authorities have provided this
point of access and most often the collection site is situated at the local landfill
where the marginal cost to store an ELV is negligible. The trend in New Zealand,
however, is to move away from the large number of landfills toward an increased
number of transfer stations, with the refuse being transported to larger, privately
owned (or joint venture) sub-regional landfills. According to the 1995 National
Landfill Census and the 2002 Landfill Review and Audit there were 327 landfills
operating in 1995, but the number had reduced to 115 by 2002 (MfE 2003). The
number of landfills is further expected to decrease to forty-three landfills by 2010
(ibid.) as existing landfills close and the cost of landfill establishment rises. The
rising establishment cost is due to increased consent criteria, pressure to include
environmental costs in the cost accounting (MfE 2002d), and increased public
objections to proposed landfill sites. These factors increase the incentive for fewer
and larger landfill operations. In the future it may be too costly to transport ELV's
the greater distance to fewer landfill facilities. If this were the case it may be
preferable for all ELVs to be received by automotive dismantlers and where
possible, local authority transfer stations. This is likely to increase the cost of
storage for ELVs waiting to be transported to the shredding facility, therefore it may
be necessary to decide whether this is more costly than additional and more frequent

collections of ELVs by the metal shredding company.

Both Germany and the Netherlands operate a comprehensive network of industry-
supplied collection sites in order to keep the burden away from municipal

authorities. This may be a lead New Zealand should follow in the future.

8.4.5 Svasive approach targeting vehicle owners

Full information is to be encouraged as it is likely to improve cooperation from
vehicle owners and reduce the cost of enforcement. Education of the vehicle-owning
public is needed to inform them of the changing and tightening up of institutional
procedures and the reasons for these changes. Equally important is the

understanding of the need for responsible disposal of motor vehicles.



Full information is necessary on the cost and location of motor vehicle disposal.
Dissemination of local information on where an ELV is to be taken for recycling is
carried out to good effect in Germany, Sweden, and the Netherlands. In Sweden
informing the public regarding the reporting of the sighting of an abandoned vehicle
to Hall Sverige Rent (HSR) has resulted in many more ELVs entering the recycling
system. To reinforce the importance of the dissemination of information Turner and
Pearce (1994) provide evidence that deposit-refund schemes (for beverage
containers) result in only a small decrease in the level of littering, and that return
rates relate to the convenience of the collection sites and how widely they are

publicised, not the size of the refund.

8.5 Policy Options for ELV Depoliution and Monitoring of Automotive
Dismantling Operations

Depollution of ELVs and environmentally sound practices regarding the handling
and disposal of hazardous substances by dismantling operations are not profitable
activities, therefore the market will not ensure that they take place. Where they do
not occur society bears the cost of the environmental externalities resulting from
automobile recycling. Discussion is required regarding the management of the

depollution of ELVs and the disposal of hazardous materials from ELVs.

8.5.1 Depoliution of ELVs

Enforced mandatory depollution of all ELVs with careful collecting and recycling or
disposal of hazardous substances will ensure minimal environmental impact. While
depollution technology is not static, making it mandatory does not restrict innovation
as improvements in technology or in techniques for carrying out depollution will
reduce the costs to comply with the regulatory instrument. To be enforceable.
pollution abatement must be preferred over the risk and cost of noncompliance
(Barde 1995). This requires adequate resources to monitor regularly, and penalties
for noncompliance to be high enough that depollution is the preferred option. The
evidence from the four countries studied concur that mandatory depollution is not
enough, it must be stringently monitored and enforced (as is the case in Germany
and the Netherlands) to ensure that all ELVs being recycled first undergo thorough

depollution.



8.5.2 Monitoring of dismantling operations

While many automobile dismantlers operating in New Zealand have sound
management practices for the removal and disposal of hazardous fluids, gases, and
components from motor vehicles, others do not and so operate at an economic
advantage without having to internalise all their costs. Experiences in Sweden and
the United Kingdom demonstrate that without adequate enforcement, regulations and
standards are ineffective.  Germany and the Netherlands demonstrate that
dismantling industries monitored from within can operate efficiently and with
minimal environmental externalities. A similar model could be applied in New
Zealand with an association of automotive dismantlers being formed (whether
through the existing Motor Trade Association (MTA) or some other) with whom all
dismantlers must be registered. This body could provide a Code of Practice,
guidelines for building requirements, and for best practice depollution and the
handling and disposal of hazardous substances.*® During the transition period, and
when dismantlers first set up, an educatory approach could be taken, presenting
operators with alternatives of acceptable practices. Following the transition, auditors
from the industry’s association could monitor dismantling facilities for compliance

' This would relieve local

with the Code of Practice, paid for by the dismantler.’
authorities of the burden of monitoring, and would internalise the costs for
compliance and monitoring within the industry. In addition it would mean that to
operate a dismantling facility would require compliance with the regulations

eliminating the opportunity to operate at an economic advantage.

Consider now the graphical representation of the effect of an increase in the
dismantlers’ compliance costs as a result of certification and monitoring from within
the industry. Combine this with the previous scenario of the economic instrument in
the form of an up-front disposal charge funding dismantlers for the free acceptance

of ELVs from their owners. This is shown in Figure 8.3, with the initial equilibrium

at (qo, po)-

¥ The MTA already provides for their members. plans, specifications and guidelines for the
depollution area of a dismantling facility. (pers. comm. MTA 2002).

*' The cost to the dismantler should be just the cost of the audit for dismantling operations which are
compliant. and a higher fee to those who fail compliance and for whom additional administration and
auditing is required.



Figure 8.3: Effect of Certification and Monitoring Costs for Dismantlers, in
Addition to Up-Front Disposal Charge
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Soc = Supply when funded by an up-front disposal charge

Do = initial Demand (by dismantlers)

Dim = Demand under industry monitoring of environmental compliance
doc = quantity of ELVs when funded by an up-front disposal charge
Po.cim = price after the effect of both disposal charge and industry monitoring

To recap, implementation of the economic instrument shifts Sy to Sp¢ and a new
equilibrium at (qpc, poc) with all ELVs recycled. Now (as shown in Figure 8.3)
with an increase in the compliance costs faced by dismantlers, the demand curve will
shift down resulting in fewer ELVs being accepted for depollution and recycling at

poc. Inorder to get all ELVs (qpc ) into the recycling system the payment made to



the dismantlers will need to increase to pp.cim. the price that includes the effect of

both the disposal charge and the industry certification and monitoring.32

For ELVs brought to the local authority collection site (most often the landfill), there
remains the question of the depollution of these vehicles. The local authority would
continue as they do now, to contract the depollution work to a local dismantler.
Depollution is likely to be carried out at the landfill site, to avoid the cost of
transportation to and from a dismantling facility. This would require a depollution
area at the landfill to the same standard as required at a dismantling facility, covered
from the weather and with an impermeable floor. This would be a one-off cost to the
local authority every time a new landfill site is established, however, this cost is
likely to be minimal compared to the current costs incurred dealing with abandoned
vehicles and the monitoring of dismantling facilities. The alternative is to use the
landfill as a storage point only,” requiring all ELVs to pass through a dismantler
first for depollution and removal of any other parts, and then be stored at the landfill
until it is crushed and transported to the shredding facility. If this were to be the
case, there remains the question of which party would pay for the transportation of

the ELVs from the dismantler to the local authority collection site?

8.6 Discussion of ELV Recycling Rates, and Disposal of Automobile
Shredder Residual (ASR)

Increasing materials recycling reduces the quantity of waste requiring disposal, and
has the potential to reduce both the amount of contaminating substances destined for
landfills and the use of scarce resources. In this section the discussion centres firstly
on ELV recycling rates and secondly on the landfill disposal of ASR and individual

hazardous materials and components.

8.6.1 Recyclingrates for ELVs
Here consideration is given to a possible increase in recycling of ELVs beyond that
currently achieved through market-driven recycling. When policy makers are

considering a decision on recycling that moves away from the market-driven level,

** The price should notbe increased for the act of environmental compliance by dismantlers as many
are operating in a compliant manner already and this is simply a part of their operational costs.

** The benefit of being able to take an ELV directly to a local authority collection site is that it would
always be accepted, it would not be dependent on whether the dismantler had the room or availability
to deal with it.



Turner (1995) advocates the use of a cost-benefit analysis to ensure that the net
social cost of recycling plus final disposal is less than the net social cost of the least-
cost disposal option. Recycling targets (or standards) have been a commonly used
tool in the reduction of municipal solid waste to landfills. In general they have been
difficult to achieve, have not been backed up by an economic analysis, and have

proven to be a very costly diversion of waste from landfills (Arrandale 2000).

The Netherlands achieves an ELV recycling rate of more than 86 percent of a
vehicle, by subsidising recycling activities that are uneconomic. With the high cost
of landfill disposal in the Netherlands, it is quite possible that the net social cost of
this recycling and final disposal is less than the net social cost of landfilling more
than 20 percent of each ELV. The EU Directive, influenced by the success in the
Netherlands, however, has mandated ELV recycling levels of 85 percent and later 95

percent (of a vehicle by weight) for all EU Member States.

There has been much criticism of the EU approach of setting single, inflexible
recycling rates. Reuter, van Schaik, and Boin (2002) say that a mandated single
recycling rate is unrealistic since the material composition of motor vehicles (which
determines their recyclability) is quite variable. To illustrate their point they cite
Germany with a car fleet of around 42 million vehicles spanning at least 30 years.
These 42 million vehicles are sourced from 139 different manufacturers, and if each
produced only four models every five years, the German car fleet could consist of

over 3300 different models each differing in materials composition.

VDA (2000) maintains that setting high recycling rates is counter-productive as they
are in conflict with the environmental objectives of reducing fuel consumption and
carbon emissions, which have resulted in the substitution of metals for the lighter

plastic components which are more costly to separate and recycle.

“Recycling is not always the most ecologically and the most economically
desirable option. In justification of the material recycling ratios put forward
by the Commission. a report by the University of Delft was cited. In the
meantime however this University has stated that the Commission has acted
counter to the findings of the study and that motor vehicles are a case where
the alleged advantages of material recycling do not apply. The University of
Delft, and also the University of Munich, have been unable to establish that
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material recycling has inherent ecological advantages. Nevertheless, the
Commission and the Council remain wedded to a high material recycling
ratio” (VDA 2000, 1).

In Germany and the United Kingdom it was felt that the single recycling rate of 85
percent had been set because it had been proven achievable, not because it had been
demonstrated to be optimal. To introduce a uniform recycling rate across all EU
Member States, requires that the recycling rate be optimal for each of the Member
States, in order for the recycling mandate to be the efficient disposal option for all.
[f the recycling rate is higher than the efficient level of recycling for a Member State,
then compliance with the EU Directive may prove a very costly diversion of waste
from landfills. In addition, with waste from ELVs representing less than 0.5 percent
of the United Kingdom’s total waste stream, if the primary aim in Europe is the
diversion of waste from landfills, it was arguably more sensible to target other waste

Streams.

Both the United States and Australia have market-driven recycling of ELVs and are
unlikely to follow Europe in mandating recycling targets (Staudinger and Keoleian
2001; Environment Australia 2002). Poor performance of recycled plastics
compared with virgin plastics and the cost of separation and decontamination
provide a strong economic deterrent to the recovery of plastics. Therefore these
countries say that it is too costly to increase the level of recycling, and neither is
there any real economic incentive to use recycled materials in automobile production

(Environment Australia 2002; Whitfield 2001).

Any government intervention in recycling should result in net social welfare gains.
Since ELV recycling in New Zealand is market-driven, if the government were to set
recycling targets above the levels achieved by the market, this would require
subsidising that additional recycling. Without markets for further recycled products
in New Zealand, these materials would need to be transported at significant cost to
markets elsewhere. Landfill capacity in New Zealand is not scarce, so although
increased levels of recycling would reduce the overall quantity of ASR destined for
the landfill. mandating an increased level of recycling is likely to be inefficient. In
addition, if an increased level of recycling was required. evidence from Europe

suggests that this would result primarily in the recycling of glass. plastics. and seat
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foam (over and above the steel and nonferrous metals already recycled by the private
sector). Glass, plastics, and polyurethane foam are not scarce, therefore this outcome
would not slow the depletion of scarce resources. Furthermore recycling these
materials would not reduce the environmental impact from ELV disposal, as these

materials are inert when disposed of in landfills.

Without pressure on landfill capacity in New Zealand the primary focus has to be to
reduce negative environmental impact, rather than waste reduction. The Life-Cycle
Assessment (LCA) carried out by Sweden’s ECRIS project, monitored and
aggregated all environmental impacts of an automobile from ‘cradle to grave.” The
findings of the LCA were that to raise the level of recycling of an ELV from 75
percent to 85 percent reduced the overall environmental impact from the recycling
phase by only 2 percent. Therefore “common sense must be applied in
implementing higher levels of recycling. Over-emphasis on the recovery of
polymeric materials will not reduce the environmental loading” (ECRIS 1998, 8).
To mandate increased ELV recycling rates for New Zealand would achieve very

little in terms of lessened environmental impact.

8.6.2 Landfill disposal of ASR and hazardous components from ELVs

In countries like the Netherlands and Japan the population density is high and the
pressure on landfill capacity is extreme. In response, both of these countries have
introduced (or are soon to) policies which minimise the disposal of ASR to landfills.
Both have used EPR, in the Netherlands to subsidise automobile recycling, and
Japan by the free take-back of ASR. By legislating to ensure producers fund the
disposal of ASR, an incentive is created to implement ways of reducing the volume
of ASR. For Australia and many states of the United States where landfill capacity

is not under pressure, the intention is to continue with ASR disposal to landfills.

Other direct disposal issues, however, can and need to be addressed regarding the
reduction of environmental impact from ELV disposal in New Zealand. Of those
local authority officers who provided information regarding the disposal of items
stripped from car hulks at the collection site, 3 percent of councils consigned car
batteries to landfill, 14 percent disposed of hazardous fluids to landfill and 30

percent disposed of whole tyres to landfill. In addition, seven local authorities still



disposed of complete ELVs in their landfills. To reduce environmental degradation
from landfill disposal, it would be more effective to target the current disposal of

these items to landfills where they are contaminating the environment.

8.7 Discussion Concerning Age Restriction for Vehicle Imports

When looking at ways to reduce the number of ELVs being abandoned and also
reduce the environmental degradation resulting from vehicle recycling, consideration
could be given to restricting the overall number of vehicles coming into the country.
The obvious target would be the large number of older used imports entering the
New Zealand motor vehicle fleet. The average age of used motor vehicles coming
into the country is seven years. In 2002, 35.6 percent of used imports were over

seven years old, but this proportion was higher in 2001, at 46.1 percent.

[t is a complex issue to consider restricting the age of used imports in the context of
externalities arising from vehicle disposal. Assuming the average life of a new
vehicle is fourteen to fifteen years on the roads,* then two used imports (whose
average age is seven years) are required to provide the same lifetime on New
Zealand roads. The combined cost of these two seven year old vehicles is less than
one new vehicle, therefore the option of the fourteen years on the road being
serviced by two seven year old vehicles is cheaper for the consumer, and so society
is better off.*> What it does mean is that two vehicles must be disposed of instead of
one. With the automobile recycling industry operating below capacity and being a
market-driven, profitable industry, two vehicles provide twice the resources for
recycling. Disposal of the ASR is adequately catered for so that there is no problem
with the extra disposal requirements here. In addition, once the externalities are
addressed and the costs to society removed, the number of vehicles to dispose of is
not an issue. Furthermore, in an economy where Government policy has favoured
deregulation, to reverse the policy toward new regulation would require evidence of
a resulting improvement in welfare to society. This is unlikely to be the case when
considering restricting the age of used imports in the context of vehicle disposal, it is
much more likely in the context of vehicle safety standards and carbon emissions

levels. which is outside the scope of this research.

4 There is no record kept of the age of vehicles at the time of vehicle registration cancellation.
** This would also include consideration of the extra cost of repairs for seven years.



Identified in this chapter are the areas to target when reducing the environmental
impact and associated cost to society from ELV disposal in New Zealand. These
target areas are the institutional practices regarding vehicle licensing, ownership, and
disposal (including abandoned vehicles), the cost of ELVs entering the recycling
system, the depollution of ELVs, and the quality and quantity of automobile
recycling. Overseas policies and practices that target these areas have been
discussed. In the following chapter conclusions will be drawn and recommendations

made to improve the management of motor vehicle disposal in New Zealand.



Chapter Nine

Conclusion
and Recommendations

“So far, the small size of the New Zealand population and the
relatively large land area and water resources at our disposal
have allowed us to have our environmental cake and eat it too.
In effect, the environment, . . . has partly subsidised our
economic development by providing a succession of quarried
resources and plentiful energy resources to use, and abundant
land, water and fresh air to absorb our wastes. However,
those subsidies cannot be sustained indefinitely . . .”

The State of New Zealand’'s Environment 1997



9.1 Intfroduction

The current management of motor vehicle disposal in New Zealand is such that not
all costs are included in the decision-making process of disposal alternatives. As a
result ELV disposal imposes a cost on society. Externalities arise as a result of
vehicles being abandoned on public and private property. The number of vehicles
currently abandoned is sub-optimal' with local authorities diverting resources to the
removal and disposal of many of these abandoned vehicles. In addition, externalities
occur during the vehicle dismantling process, and as with the abandoned vehicle
problem, the optimal level of externalities resulting from automotive dismantling has
not been pursued. Instead, it has been accepted that society, by way of the Resource
Management Act 1991, has made the decision that pollution externalities should be
avoided and mitigated. The sources of the externalities have been identified and in
this chapter recommendations are made to internalise the externalities, improving the
management of ELV disposal in New Zealand. These recommendations are very
much in line with the first two core goals of the New Zealand Waste Strategy, that of
“lowering the social costs and risks of waste, and reducing the damage to the

environment from waste generation and disposal” (MfE 2002a, 3).

9.2 Sources of Externalities and Contributing Factors

The New Zealand automobile recycling industry functions well and is operating
below capacity. There is, however, no standardised approach that ensures all motor
vehicles are ultimately disposed of through the recycling system. At least 25,500
cars are abandoned each year nationwide, which represents approximately 20 percent
of the number of light motor vehicles whose registration is cancelled annually.
Currently around 35 percent of the owners of these abandoned vehicles are traced
and costs recovered. The direct cost to local authorities to remove, store, and
dispose of the remaining abandoned vehicles is more than six million dollars each
year. This estimate does not include environmental clean-up costs when recovering

vehicles from places like rivers and coastline, or the social cost of the environmental

" This starting point for the research was discussed in Section 2.3 of Chapter Two.



externality. Many other vehicles remain permanently on private property, exposed
to the weather, and leaking hazardous fluids into the environment. In addition, not
all ELVs entering the recycling system undergo depollution, and practices and
standards for the removal and disposal of hazardous substances and components

from ELVs are variable.

Based on the surveys of New Zealand local authorities, meetings with the Land
Transport Safety Authority (LTSA), the Manawatu-Wanganui Regional Council, and
interviews with selected operators in the automobile recycling industry, it is evident
that a combination of factors contributes to the existence of these externalities. An
institutional framework is in place for the registration, ownership, licensing and
deregistration of motor vehicles, however, some institutional practices lack
enforcement, allowing a vehicle owner to evade responsibility for the disposal of
his/her vehicle. In addition, the law regarding abandoned vehicles needs to move
ahead to better reflect the changed value of old vehicles. No standard practice exists
regarding the acceptance of ELVs into the recycling system. Some local authorities
apply a regulatory instrument, requiring an ELV to have undergone depollution prior
to acceptance for recycling. Others use economic instruments with some charging
the ELV owner a disposal fee, while other local authorities subsidise ELV disposal.
Finally, within the recycling industry dismantlers operate to different standards and
with the absence of consistent monitoring and enforcement nationwide, not all ELVs

being recycled undergo depollution.

9.3 Recommendations for ELV Management in New Zealand

Semi-structured surveys with those in government and industry in the United
Kingdom, Germany, Sweden and the Netherlands provided a sound basis for the
discussion on possible policy and procedural alternatives to improve the
management of motor vehicle disposal in New Zealand. As a result it can be
concluded that no single policy will address the environmental externalities present
in vehicle disposal. however, a combination of regulatory, economic and suasive

policies or instruments will reduce them.



The recommendations target four areas, legislation, institutional practices, entry into
the recycling system, and the dismantling operation. Gaps in the data and free-rider
problems arising from institutional practices can be overcome through minor
changes to the existing legislation and to several institutional procedures. Also
required is the rigorous enforcement of the legislation and the institutional practices.
Regarding ELV entry into the recycling system, altered outcomes can be achieved
through a change in incentives. The acceptance of ELVs free-of-charge into the
recycling system reduces the incentive to abandon a vehicle. Since the processing of
an ELV of negative value is not costless, the imposition of a depollution charge on
incoming vehicles to New Zealand is advocated to cover the cost of ELV
depollution. Dissemination of information is advised regarding free access for ELVs
into the recycling system, and the need for changes to the institutional practices.
Good information is needed in order to gain cooperation from the vehicle owning
public, increasing the effectiveness of the changes and reducing the cost of
enforcement. Finally, it is recommended that automotive dismantlers be licensed
and monitored from within their own industry. Monitoring is required to ensure the
mandatory depollution of all ELVs, and environmentally acceptable practices for the
removal and disposal of hazardous substances and components. A summary is
presented in Table 9.1 of current practices and associated problems with respect to
the institutional practices concerning vehicle licensing and disposal, the accessibility
of ELVs into the recycling system, and the standards and practices of the automobile
recycling industry itself. Alongside the current practices and resulting problems,
recommended solutions are presented. Following Table 9.1, each of these

recommendations will be presented in detail.
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Table 9.1:

Motor Vehicle Licensing and Disposal: Current Practices and Recommendations

Areas of Concern

Current practices

Current problems

Recommended Solutions

Vehicle licensing

CVL® with temporary exemption.
Not enforced.

Registration ‘lapsed’ if overdue 12 months.

Fine of $200 if vehicle caught on roads
without licence.

80,000 annual infringements issued for
vehicles on road without licence.

Data gap.

Fines often waived, as ownership
uncertain.

CVL (including exemption) enforced:

Licence overdue 2 months, automatic infringement equal
to the on-road infringement.

‘Flag’ owner’s name on register, owner required to pay
debt before relicensing another vehicle.

Vehicle change
of ownership

Separate notification from both seller &
buyer direct to LTSA®.

Buyer confirms & pays fee.

Some vehicle ownership never confirmed.
Data gap.

Single dual notification form only (public to public sale),
with seller responsible for notification & fee.

Ownership change involving car dealers, done on-line.

ELV disposal e Disposal is choice of ELV® owner. Destination of ELVs uncertain. Owner presents Certificate of Disposal from LA® or
o No proof of whereabouts required. Percentage ELVs recycled, unknown. dismantler, plus plates, to cancel vehicle registration.
« Plates surrendered to cancel registration. Environmental externalities. Otherwise, fiscal responsibility remains with owner.
Abandoned * Not a specific offence. 20% of ELVs removed from Motor Vehicle Abandoning a vehicle, made an offence & subject to
vehicles Register are abandoned. automatic infringement.

LAs responsible for abandoned vehicles.
Lengthy notification period.

Cost to LAs, more than $6 million/year.
Environmental externalities.

Notification period reduced, enforce fiscal responsibility
of last registered owner.

Accessibility of
ELVs into
recycling system

Via auto dismantlers & LA collection sites.
No standard practice for acceptance.
Some LAs charge more than cost of

depollution, others subsidise ELV disposal.

Not all ELVs brought in for recycling.
Incentive to dump ELVs.
Externalities resulting.

LAs & dismantlers to accept ELVs free-of-charge.

Depollution costs covered by first NZ owner when vehicle
registered in NZ (into Vehicle Disposal Fund).

Dismantler claims from Fund for depollution of ELV.

Depollution e No operating licence for dismantlers. Percentage of ELVs undergoing Mandatory depollution for ELVs.

st_andard.s * Monitoring by LAs & regional authorities. depollution is unknown. Industry to educate dismantlers on compliance re
Dlsm?mthng « Inconsistent monitoring of disposal of Some practices result in environmental removal & disposal of hazardous fluids, then license &
practices hazardous fluids, due to limited resources. degradation. monitor dismantlers (cost added to disposal charge).
Recycling e Market forces — 75% of ELV (by weight). No change.

ASR disposal To landfill. Possible limited landfill contamination. No change (ASR to landfill).

Component * Some components to landfill. Environmental degradation. Pronhibit landfill disposal of lead-acid batteries, hazardous
disposal fluids, whole tyres & ELVs.

* Continuous vehicle licensing

® Land Transport Safety Authority

¢ End-of-life vehicle

4 Local authority
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9.3.1 Vehicle licensing recommendations

[t is recommended that continuous vehicle licensing, CVL, (with allowance for
temporary exemption), be fully enforced. To this end, it is recommended that when
a licence has been overdue for two months (and a one-month reminder notice has
been ignored) an automatic infringement equal to the on-road infringement be
issued, irrespective of whether the vehicle has been observed on the road.? If the
vehicle is to be relicensed, the infringement fee is to be paid in addition to the
licence fee renewal. It is further recommended that a ‘flag’ be placed beside the
vehicle-owner’s name on the register, so that when this person comes to relicense
another vehicle, they are first required to pay the outstanding debt and deal with the
vehicle with the overdue licence.’ In addition as is currently the case, if the vehicle
is caught on the road by the New Zealand Police or by local authority officers any
time after the licence has expired, an automatic infringement (currently $200) is

issued and payment enforced.

The next recommendation relates to the temporary exemption from licensing. If the
owner of a vehicle wishes for it to remain on private property indefinitely, the
licence exemption is to be obtained each year and responsibility for the vehicle is to
remain with the registered owner. Failure to do so would incur the above penalty for
an unlicensed vehicle. If the owner wishes to cancel the vehicle’s registration, it
would be a requirement that the vehicle be disposed of through the recycling system

(as outlined in subsection 9.3.3).

9.3.2 Vehicle change of ownership recommendations

Three recommendations are made that relate to change of ownership procedures, the

first two apply when a vehicle is sold by one member of the public to another. The

2 The current fine for an unlicensed vehicle observed on the road is $200. In the law the fine could be
stated as a maximum of four times the annual licence fee (for example), so that if a fine of $200 was
not providing an adequate deterrent, this could be increased. Money collected from infringements
would remain with the LTSA to offset additional costs incurred from the increased use of the debt
collection agency.

* The same procedure would occur for those owners for which the vehicle record is flagged *Gone, No
Address.’
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first recommendation is that a single dual notification change of ownership form
only, be used. This form would require the signatures and drivers’ licence numbers
(or passport numbers) of both the seller and the buyer. The second recommendation
is that the single form be the responsibility of the seller, who would be required to
send the form to the LTSA agent along with the change-of-ownership fee. This
would require relevant sections of the Transport (Vehicle and Driver Registration
and Licensing) Act 1986 to be changed accordingly.* Current penalties for failing to
notify change of ownership should be a deterrent, however, they must be enforced.
The third recommendation is that all licensed car dealers have an on-line link to the
LTSA database and that notification of all vehicle changes of ownership involving a
car dealer, be the responsibility of the dealer and be carried out directly through the

on-line link.

9.3.3 Vehicle disposal recommendations

[t is recommended that final disposal of a motor vehicle must be through the
recycling system in order for the vehicle owner to be absolved from liability for the
vehicle. This means that removal from the Motor Vehicle Register would require the
owner to hand in the vehicle to a licensed automotive dismantler or to the local
authority collection site for recycling, and receive a Certificate of Disposal (a copy
of which is retained by the issuer). In addition, it is recommended that presentation
of the Certificate of Disposal and the vehicle’s registration plates be required in
order to cancel the vehicle’s registration and release the registered owner from
vehicle liability (and receive any fees refund owing).5 Vehicles remaining on private
property would remain on the Motor Vehicle Register with “temporary exemption’

status (renewed annually) until such time as they were handed in for recycling.

9.3.4 Legislative recommendations: liability and responsibility for
abandoned vehicles

Firstly, it is recommended that abandoning a vehicle be made an offence subject to
an automatic infringement. This infringement is in addition to being required to

cover the costs incurred by the local authority for removal, notification, and storage

‘f See Appendix Four.
* For those vehicles permanently leaving the country, registration cancellation (and receipt of any fees
refund) would require proof of this and surrender of the New Zealand registration plates.
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of the vehicle. Secondly, in the Local Government Amendment Act (No. 3) (LGAA)
1992, Section 2 (2)(h) where liability is stated, the phrase ‘the owner’ needs to be
changed to ‘the last registered owner’ in order to remove the loophole that allows the
last registered owner to claim that s’/he no longer owns the vehicle and so evade
liability. Thirdly, it is recommended that in Section 2 (1) of the LGAA (1992) the
words ‘on a road’ be omitted so that local authorities are empowered to remove and
dispose of abandoned vehicles in their area of jurisdiction regardless of where the

vehicle has been abandoned.

9.3.5 legislative recommendations: notification requirements regarding
abandoned vehicles

It is recommended that there be a reduction in the notification periods and the
notification requirements expected of the local authorities, regarding abandoned
vehicles. To do this requires some changes in the vehicle categories stated in

Section 2 of the LGAA (1992).

The new categories and notification requirements recommended are as follows.
Firstly, that Category A be changed to include only vehicles without any form of
identification, and that these vehicles be removed and sent directly for recycling.(’
Secondly, that the local authority be permitted to claim the minimum tow fee’ from
the Vehicle Disposal Fund (to be discussed in the following subsection) toward the

cost of removal of Category A vehicles.

Thirdly, it is recommended that Category B be changed to include vehicles with
registration plates and/or a readable VIN, and no licence current in the last six
months. Fourthly, that photographic proof of the vehicle's identification and its
abandoned status be required and that Category B vehicles be removed for disposal
and the costs recovered from the last registered owner (unless it has been recorded

by the Police as stolen).

° This can occur once the vehicle has been checked with Police records of stolen vehicles.
" The minimum tow fee quoted by local authorities is currently $40 (October 2002 prices) and will
need to be updated on a regular basis.
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The fifth recommendation is that Category C be changed to cover vehicles with
registration plates and/or a readable VIN, and a licence current within the last six
months.  Sixth, that the Category C vehicle be removed and stored, and the
notification period reduced to eight working days by which time its owner has
collected the wvehicle or given instruction for its disposal. = The seventh
recommendation is that no advertisement be required as ownership and contact
details can be obtained directly from the LTSA. The eighth recommendation is that
for Category C vehicles the last registered owner be required to fully reimburse the
local authority for removal and storage costs (and possibly the cost to transport for

disposal).

Similar changes are required to the other three Acts® in order to empower the
administering body to immediately dispose of vehicles with no form of
identification, reduce the notification period for traceable vehicles and ensure the

recovery of all costs incurred from the last registered owner of the vehicle.

9.3.6 Recommendations for accessibility into ELV recycling system

The first recommendation is that all ELVs be accepted into the automobile recycling
system free-of-charge.” For automotive dismantlers to be able to accept ELVs free-
of -charge, the second recommendation is that the cost of the depollution of ELVs be
covered by a depollution charge on vehicles coming into the country. The third
recommendation is that this depollution charge be included with the initial
registration fee for a vehicle being entered on the Motor Vehicle Register, to be paid
by the first owner of the vehicle in New Zealand. As with other portions of the
registration fee, it is recommended that this depollution charge be separated into a
new Vehicle Disposal Fund set up to cover the cost of depollution of all ELVs
entering the recycling system. The fourth recommendation is that the depollution
charge be the current cost of depollution (a distinction being made as to whether the

vehicle has air-conditioning or not), and claims from the Vehicle Disposal Fund to

¥ The National Park Act 1980. Section 71, the Reserves Act 1977. Section 110 and the Public Works
Act 1981, Section 239.

’ This will not eliminate abandoned vehicles, there will always be vehicles which are stolen and
abandoned without traceable identification.
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begin one year after the implementation of the depollution charge.'® In order to
claim from the Fund, dismantlers and local authorities, on presentation of their
duplicate copy of the Certificate of Disposal, can claim depollution costs for all

vehicles disposed of.

Finally, it is recommended that the current practice by local authorities of providing
a collection site for ELVs be continued in the immediate future. This should be
reviewed in time as the number of landfills in New Zealand decreases to the point
where the cost to transport ELVs to the landfills outweighs the cost savings on

storage at the landfills.

9.3.7 Suasive initiatives targeting vehicle owners

[t is recommended that there be effective education of vehicle owners regarding the
need for clear and enforced institutional procedures relating to CVL, notification of
change of ownership, and the responsible disposal of vehicles. It needs to be well
publicised that acceptance of ELVs for recycling is free-of-charge. Local
information needs to be passed on to the public as to where they can take ELVs for
disposal (the location of both local authority collection sites and dismantlers that
accept ELVs of negative value), and also to whom they should report the sighting of
an abandoned vehicle. Dissemination of information regarding the up-front
depollution charge and the necessity for it, is required so that the need for the policy

is clear and transparent.

9.3.7 Depoliution of ELVs and monitoring of automobile dismantlers

The first recommendation for the automobile dismantling industry is that there be
enforced mandatory depollution of all ELVs entering the recycling industry. The
second recommendation is that automotive dismantlers be licensed and monitored
from within their own industry. It is recommended that in the first instance an
educatory approach be taken, providing guidelines for building requirements (for
example, an ELV depollution area, covered from the weather and with an

impermeable floor), for best practice depollution, and for the handling and disposal

¥ Certificates of Disposal must have been completed the year afier the start of the Fund.
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of hazardous substances.  Following the transition phase, monitoring and
enforcement will take place. It is recommended that the cost incurred by dismantlers
for monitoring and enforcement be included in the disposal charge for vehicles
entering New Zealand (spread over all incoming vehicles the cost per vehicle would

be minimal).

A final recommendation is that while local authorities are providing collection sites,
these sites be required to have a depollution area. These would need to be of the
same standard as that required by dismantlers, so that the dismantler and air-
conditioning technician are able to carry out depollution of incoming ELVs at the

local authority collection site.

9.3.8 Recommendation for New Zealand’s ELV recycling rate

The New Zealand automobile recycling industry is market-driven, recovering and
recycling approximately 75 percent of an ELV (by weight). It is recommended that

the market-driven approach continue without intervention.

9.3.9 Recommendations for disposal of ASR and hazardous components
from ELVs

[t is recommended that ASR continues to be disposed of in engineered landfills. For
those local authorities that allow the landfill disposal of some lead-acid batteries,
hazardous fluids, whole tyres, and ELVs, it is recommended that this practice be

prohibited and the prohibition enforced.

9.4 Relative Importance of the Recommendations and their Costs and
Benefits

Given the set of recommendations presented, it is relevant to consider how important
each of them is. Does the achievement of the objective to reduce the externalities
from motor vehicle disposal depend on the full acceptance of all of the
recommendations? That is, would the omission of some of these recommendations

significantly weaken the overall policy package?
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Beginning with the institutional practices, is the enforcement of both CVL and
notification of change of vehicle ownership necessary? Currently these are not
enforced resulting in information on the Motor Vehicle Register that is unreliable,
which makes it difficult to enforce fiscal responsibility throughout the life of a
vehicle, until its disposal. Therefore the enforcement of CVL is a necessary
prerequisite to hold accountable ELV owners who abandon their vehicles. Key to
the enforcement of CVL is the issuing of an infringement for an unlicensed vehicle
irrespective of whether or not the vehicle has been caught on the road. Also

necessary is the enforcement of the notification of change of vehicle ownership.

Does vehicle disposal in New Zealand have to take place through the recycling
system? In New Zealand the only legitimate current course of action for vehicle
disposal is through the recycling system or to leave a vehicle indefinitely on private
property. Recycling is the disposal method for motor vehicles that has the least
environmental impact, and with the increasing number of vehicle imports each year,
it is really the only sustainable approach to disposal in the long-term. If recycling of
motor vehicles is required then documented proof (for example, the Certificate of
Disposal) is also necessary. If the status quo remains, however, and a vehicle can be
removed from the Motor Vehicle Register without disposal via the recycling system,
the Certificate of Disposal is unnecessary. Were current practices to continue, it is
recommended that there be clarification of the owner-declared destinations of EL Vs,
so that each option includes only one clear alternative. This will provide greater
certainty regarding ELV destinations and information on the annual number of

vehicles being recycled (a figure currently unknown)."

Consider now the legislation. Is it necessary to make the abandoning of a vehicle an

offence subject to an automatic infringement? Although preferable, it is not crucial.

' Suggested options for declaration of destination of an ELV by the owner cancelling the vehicle's
registration are. that the vehicle has been:
1. handed in for recycling
permanently removed from the roads and remaining on private property
written off by an insurer and remaining on private property
written off by an insurer and handed in for recycling
removed from New Zealand.

S VIR IS ]
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As long as CVL is enforced and data gaps are closed, an abandoned vehicle owner is
more easily traced and held accountable irrespective of whether abandoning a
vehicle is a specific offence. With regard to the current notification periods, if there
was no reduction in the time frame with which local authorities must notify the
public in an attempt to trace the owner, then fiscal responsibility for the vehicle by
the owner must be enforced so that local authorities can recover the cost of

notification and storage during this period.

Regarding entry into the recycling system, the proposed up-front disposal charge is a
necessary prerequisite to enable ELV owners to dispose of their vehicles into the
recycling system free-of-charge. If, however, ELV owners continue to be required
to pay for the disposal of their vehicle, in order to remove the incentive to dump the
vehicle, those abandoning vehicles must be made accountable with an enforced
penalty sufficient to deter ELV dumping. Once again the necessity for enforced

CVL and notification of vehicle change of ownership is observed.

The recommendation that the dismantling industry be licensed and monitored from
within its own industry is not pivotal to the complete package of policy changes,
however, the enforced mandatory depollution of all ELVs for recycling is necessary
to improve the environmental impact of motor vehicle disposal in New Zealand. The
local authorities that currently monitor the dismantlers could enforce mandatory
depollution of ELVs, but to do this they would need increased resourcing. Whilst
improving the environmental impact from the industry’s activities, this would not see

the industry’s costs internalised.

The recommendation of educating vehicle owners on the need for clear and enforced
procedures for vehicle licensing, ownership and disposal, and full information on the
free disposal of ELVs and the associated up-front vehicle disposal charge will help
facilitate some of the other recommended policy changes and contribute to the
reduction of enforcement costs. As such they are a wise inclusion to the
recommendations, but probably not pivotal to the strength of the overall policy

package.
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As previously stated, an attempt to determine the optimal level of abatement of
environmental externalities from dismantling operations and from vehicles left
abandoned, (and the policies needed to achieve these levels of abatement) is not
undertaken in the research. This does raise the concern that the thesis may provide
policy recommendations which lead to a reduction in abandoned vehicle numbers
(and externalities resulting from automotive dismantling) where abatement costs at
the margin are greater than the damage avoided. However, given the current
situation and the level of societal dissatisfaction (toward abandoned vehicles in
particular), implementation of these recommendations is a move in the right

direction.

Each recommendation is now assessed in terms of the costs it will incur or the
benefits it will provide to each of the stakeholder groups involved or affected by
motor vehicle disposal in New Zealand. The stakeholder groups are vehicle owners,
the LTSA, local authorities, automotive dismantlers, and society and the
environment as a whole. Suggested net costs and benefits to each of the stakeholder

groups (arising from the recommendations) are presented in Table 9.2.

As seen in Table 9.2, the recommended institutional changes regarding vehicle
licensing, change of ownership and disposal impose administrative and enforcement
costs on the LTSA and costs on those vehicle owners not currently complying with
CVL or handing in their ELV for recycling. The suggested changes, however, result
in direct benefits for the local authorities in terms of reduced costs for CVL
enforcement and for abandoned vehicle disposal. There is benefit to society with the
reduction of free-riders, and to the environment with increased vehicle disposal via
the recycling system. The suggested legislative changes increase costs to ELV
owners who choose to dump their vehicles, but have direct benefits for local
authorities in terms of costs recovered, and benefit to the environment with reduced

environmental degradation.
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Table 9.2:

Costs and Benefits to Stakeholder Groups Resulting From Policy Recommendations

Policy Recommendations Vehicle LTSA® Local Dismantlers Society /
owner Authorities Environment

Licence overdue 2 months, automatic infringement/ ‘Flag’ b - + +

owner's name on register for follow-up enforcement

Temporary licence exemption renewed annually until the - -

vehicle's disposal

Enforced change of ownership (notified by seller) _c + +

Enforced vehicle disposal via recycling system with - - + + +

Certificate of Disposal required to cancel registration

Abandoning a vehicle made an offence & subject to an b - + +

automatic infringement

Notification period reduced for abandoned vehicles + + +

Enforced fiscal responsibility of last registered owner b + +

ELVs accepted for recycling free-of-charge + +¢ +

Up-front disposal charge attached to registration fee - + +

Dismantler claims from Fund to cover depollution costs -

Mandatory depollution of ELVs for recycling - +

Licensing & monitoring of dismantlers from within own + - +

industry

Full information to vehicle owners, particularly ELV owners - - +

Enforced prohibition of landfill disposal of car batteries, - +

hazardous fluids, whole tyres, & ELVs.

2 Land Transport Safety Authority ®to non-compliant vehicle owners only

Key: +
- represents an overall cost

represents an overall benefit

©initially only, while forms are changed

¢ Except those local authorities using a disposal fee for revenue gathering



Regarding entry into the recycling system, the recommended up-front disposal
charge imposes a compliance cost on those buying an incoming vehicle to New
Zealand. Free-of-charge acceptance of ELVs for recycling provides benefit for ELV
owners, for local authorities subsidising ELV disposal and for the environment in
terms of reduced incentive for abandoning vehicles on public and private property.
The informing and educating of the public and of ELV owners in particular, imposes
costs on the LTSA and on local authorities but is expected to provide benefit to
society through the reduction of free-riders and of environmental externalities

resulting from abandoned vehicles.

Finally, the recommendations pertaining to dismantling operations will increase
compliance costs for those in the industry, in particular those dismantlers who
currently take shortcuts regarding the depollution of ELVs and the handling and
disposal of hazardous substances. There will, however, be benefit to local
authorities who will no longer have the responsibility of the monitoring and
enforcement of dismantling operations, and to society with reduced environmental
degradation from some automotive dismantling practices. While it is acknowledged
that the implementation of policy changes is never costless, and that the
implementation of these recommendations may not lead to an optimal solution
regarding externalities, they will go a long way toward internalising the costs
associated with motor vehicle disposal and will result in net benefit to New Zealand

society.

9.5 Recommendations for Further Research

Policies aimed at improved environmental outcomes are difficult to evaluate, most
often due to a lack of available data. Prior to policy implementation there is often no
‘before’ data which can be used in a comparison with data collected some time after
the implementation of the new policies. Although environmental degradation cannot
easily be measured, the estimation of abandoned vehicle numbers and the costs
incurred by local authorities in removing and disposing of them, given in this thesis,
does provide some ‘before’ data. Regardless of the policies and instruments
implemented, further research could be conducted at a later date to evaluate their
success in terms of the number of vehicles abandoned. the proportion of abandoned

vehicles traced, and the costs incurred by local authorities in dealing with them.
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Further research could evaluate the effect of legislative and institutional changes on
the number of vehicles being ‘lost’ to the Motor Vehicle Register, the number of
infringements issued for unlicensed and unregistered vehicles and the number of

infringements which currently have to be waived.

The number of vehicles coming into New Zealand has increased in the last decade at
almost 10 percent per year. These vehicles will ultimately require disposal. It would
be judicious, therefore, to implement changes to the management of ELVs as soon as
possible, in order to reduce the environmental impact from motor vehicle disposal.
To this end it is suggested that a working group, involving representatives from the
Ministry for the Environment, Local Government New Zealand, LTSA, Ministry of
Transport, and the automobile recycling industry, be formed to assess the findings
contained in this thesis with a view to addressing the current deficiencies in the

management of ELVs in New Zealand.
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Abandoned vehicles survey

City/District Council

Your name (if required for further information)

1) What was the number of abandoned vehicles found in your city/district in:
1995

1996
1997
1998
1999

2) What was the total annual cost to the Council (including tow fees, storage costs,
placing adverts etc), to dispose of those vehicles not claimed?
1995

1996
1997
1998
1999

3) What happens to these vehicles? Please number these (1, 2, 3) according to
which is the more frequent destination (1 being the more frequent destination). If
you know rough percentages of destination, please put these down:

auto wreckers

straight to the crusher

disposed of in landfills

other

4) Does the City/District have a place where owners can legally dump their vehicle?

Yes / No
If yes, what is the cost to dump the vehicle

a. if the vehicle is stripped?

b. if the vehicle requires stripping?

c. ifthe actual cost of stripping is higher than b), does the council bear the
additional cost?

Please urn over

9
n
9



5) When car bodies are collected by the crusher, what has happened to the:

seats

wheels

tyres

tluids

battery

other

if some waste is regarded as hazardous waste, does disposal cost more, if so how
much?

6)

Has the council used any incentives to date to encourage responsible disposal of
post-use vehicles? If yes, what are these? If amnesty periods, how often?

7)

When did you introduce landfill fees (or significantly increase them)? Do you
think this has had an effect on the number of abandoned vehicles in your area?

8)

[f there are environmental concerns regarding dumped vehicles, what are these?

9)

Have you got any suggestions as to what more could be done to reduce the
problem, by government and/or local body?

9
wn
W)



Abandoned vehicles survey Il

City/District Council

Your name and email address (if required for further information)

A) Abandoned Vehicles:

1) How many abandoned vehicles were recorded in your city/district during
|
2000 2001
2) What was the total annual cost to the Council (including tow fees, storage costs,

\ officer time, administration, etc), to dispose of these vehicles?

2000 2001

Tracing abandoned-vehicle owners:

3) Do you usually try to trace the owner of an abandoned vehicle?

Yes No

[ [

4) What would be the approximate rate of success? %

S) Please indicate the extent to which you agree with the following statements (for each
part, circle one of the numbers given):

From your experience, key hindrances to tracing abandoned-vehicle owners would be:

Totally Totally

agree disagree
a. Lack of vehicle information (plates, chassis no./VIN removed) 1 2 3 4 5
b. LTSA database information inadequate 1 2 3 4 5
c. Too costly to follow up 1 2 3 4 5
d. Not enough staff to follow up 1 2 3 4 5
e. Too low on department’s priority list 1 2 3 4 5



6)

7)

8)

9

10)

On average, how many abandoned-vehicle owners are prosecuted each year?

Please indicate the extent to which you agree with the following statemen

part, circle one of the numbers given):

From your experience, prosecution of abandoned-vehicle owners is often

ts (for each

not carried

out because:

Totally Totally

agree disagree
a. The last registered owner of an abandoned vehicle says it no longer belongs to them

I 2 3 4 5
b. The council lacks the evidence to prosecute 1 2 4 5
c. The council lacks the funding 1 2 3 4 5
d. It istoo much of an administrative hassle 1 2 3 4 5
e. Itistoolow onthe department’s priority list 1 2 3 4 5
f. The council lacks the legal expertise ] 2 3 4 5
g. The council lacks support from the Police 1 2 3 4 5

Please indicate the extent to which you agree with the following statements (for each

part, circle one of the numbers given):

Totally
agree
a. Abandoned vehicles are a serious problem in our city/district 1
b. Vehicle disposal should not come out of rate-payer money 1

c. The cost of cars in New Zealand should include a disposal fee 1

Totally
disagree
2 3 4 5
2 3 4 5

2 3 4 5

d. Abandoned-vehicle owners should receive a hefty fine, in addition to the expenses

incurred by the council in removing and disposing of the vehicle.

1 2 3 4 5

Do you think the council should charge owners for disposal of their unwanted

vehicles?
Yes No
D D If yes, how much? $

Alternatively, as an incentive, do you think owners should be paid to br
unwanted vehicle for disposal?
Yes No Unsure

] [] ] If yes. how much? $

ing in their




B) Vehicles left legally at the designated collection point for the crusher (this
is often at the landfill):

11) How many passenger vehicles have been left at the collection point for the crusher,

in your city/district, each year?

1996 1997
1998 1999
2000 2001
12) History of charging the public for leaving unwanted vehicles at the crusher

collection point in your city/district.

Please indicate the charges levied, and the years this service has been operating:

Year Charge: Stripped vehicle Charge: Un-stripped vehicle
e.g 1996-2000 $25 $50
e.g. 2001-2002 Nil $50

—

L

13) Vehicles must be stripped of certain items prior to being crushed. For vehicles that
are left unstripped, how much does it cost the council to have the vehicle stripped?

14) What happens to the items that have to be removed before crushing?

land-filled collected for special disposal
a. Batteries
b. Tyres

c. LPG/CNG tanks
d. Seat foam & vinyl

O00O0O0
Oodod

e. Hazardous fluids



15) Has your council imposed a fine on abandoned-vehicle owners (in addition to

recovering expenses incurred in removal and storage/disposal of the vehicle)?

Yes

O

No

O

If yes, how much is the fine? $

When was the fine imposed?

16) Has your council ever offered an incentive (other than an amnesty, which is dealt
with below), to vehicle owners to bring in their unwanted vehicles for disposal?

Yes No If yes, what was the incentive?

] 1

During what period was the incentive offered?

Abandoned Vehicle Amnesty ~ the following questions are only to be
answered by those councils that have offered amnesty periods:

17)  During the amnesty,
a. did your council offer to collect unwanted vehicles from private residences/sites?
Yes No, vehicles could be left at the collection point free-of-charge
b. if yes, did your council charge to collect unwanted vehicles from private
residences/sites?
Yes No
c. if your council levied a charge to collect unwanted vehicles during the amnesty,
what was the charge? Year Charge
$
3
$
18)  Please supply amnesty details:

Length of

Years in which

No. of vehicles illegally

No. of vehicles fegally

amnesty period: amnesty abandoned. during disposed of during
offered amnesty period amnesty period
e.g. 1 month: 2001 14 130
2000 11 153
e.g 2 weeks. 1999 6 54

If you have any further comments or suggestions, please attach them to your survey.
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- A guide for local businesses

Businesses within the automotive industry may discharge liquid waste into the sewer.
This waste is classified as “Trade Wastes” and includes byproducts such as solids, oils,
greases, metals and other contaminants carried by water.

The Hutt City Council and Upper Hutt City Council have recently implemented the Hutt

Valley Trade Wastes Bylaw 1997. Automotive Industry premises discharging tradewastes
tothe sewer will now require a Trade Wastes Discharge Consent.

[ Who is considered to be part of the Automotive Industry ?

This industry includes the following types of businesses:

e  Car Groomers

*  Mechanical workshops and Service Stations
®  Vehicle washpads

®  Spray Painters and Panel Beaters

*  Radiator repairers

* Engine and gearbox reconditioners

e  Automotive Dismantlers

Liquid Trade Wastes can be generated by activities including the following:

*  Engine and parts cleaning operations

*  Vehicle cleaning and steam cleaning

*  Workshop clean-outs and floor cleaning

*  Radiator repairs

*  Spray painting and Panel Beating

*  General mechanical repairs and dismantling activities



Oil and oily water

Waste Products from the Industry include :

Solids from cleaning and sanding activities
Petroleum Hydrocarbons (diesel, petrol, kerosene, degreasers, solvents, oils)

Battery acid
Antifreeze

Heavy metal residues from machining and cleaning operations
Acidic or alkaline waste from cleaners

Detergent residues
Chlorinated solvents

Paint residues

None of these waste products may be disposed of to the stormwater system.

These waste products/contaminants can have the following impacts upon the waste water treatment
system if they enter the sewer :

Suspended Solids eg. grit. Can settle in the sewers and wet wells causing
blockages and increased wear in pumps.
Petroleum e.g. Petrol, Can create oil slicks at the discharge point.
Hydrocarbons oils, diesel, If flammable hydrocarbons enter the sewer then
Kerosene they can create a risk of explosion within the
system.
Metals e.g. Copper, Can cause harm to the envirorunent and be toxic
Lead to sewage treatment systems.
Chilorinated e.g. Some Can be toxic to people, the environment
Solvents decarbonising and sewage treatment systems.
liquids
Ethylene Glycol e.g. Antifreeze Toxic to the environment and aquatic life.
pH e.g. Acidic or The discharge of acidic or alkaline solutions

alkaline cleaners

whose pH is outside of the Bylaw range of

pH 5 - pH 10 (neutral water is pH 7) can cause
problems within the sewer system.

These problems include corrosion, the release of toxic
gases and the risk of injury to sewer system workers.




How can your business minimise the risk of contaminants entering
the sewer or stormwater systems ?.

Rainwater or contarminant free cooling waters are the only liquids allowed to be discharged
to the stormwater system. Should any contaminants such as oil, enter the stormwater
system then that oil may contaminate a stream. If a business is found to be responsible for
the discharge of a contaminant to the envirorunent then they will be prosecuted under the
Resource Management Act.

You may discharge “Trade Wastes” to the sewer system provided that those wastes comply
withthe Bylaw. Where your business produces a liquid waste which will notbe acceptable
(e.g. solvent waste) then alternative disposal arrangements will need to made with a waste
disposal contractor. For some types of waste, compliance withthe Bylaw may be achieved
by an appropriate pretreatiment method being implemented.

One of the first things that youcan do to reduce the potential for contaminants to enter the
sewer or stormwater systems isto examine the way you use potential contaminants within
your business.

®  Are you using a chemical that could be replaced by a less harmful substance that
may also prove to be cheaper to dispose of ?

®* Do you use chemicals efficiently ?

®* Can spillage’s migrate to the sewer or stormwater drains ?

®* Do you have underground storage tanks and when did you last check them ?

®* Do you store a much greater volume of potential contaminants than you actually
need to ?

I Pretreatment of your waste

The sewerage treatment system cannot treat large quantities of grease, oil, chemicals or
largeamounts of suspended solids. Therefore businesses that discharge trade wastes must
install and maintain suitable pre-treatment systems to reduce or eliminate contaminants

discharged to the sewer.

Pretreatment systems may consist of items such as grit traps, settlement traps, oil traps,
corrugated plate separators, screens, diversion valves, pH correction systems, filters, etc.
The exact requirements of each business will vary dependent upon the nature of their
work and the type and volume of contaminant produced.
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l How should waste products from your industry be disposed of ?

A wide range of liquid wastes can be created and their acceptability in the waste water
system ranges from some acceptance after pretreatment to not acceptable at all.

WASTE DISPOSE DISPOSALMETHOD

PRODUCT TO SEWER?

Waste oil No Segregate from other waste. Collection for reuse/
recycling by Waste Disposal companies.

Oily Water May be possible Can be collected by waste disposal contractors for

after pretreatment| disposal via a waste recycling plant.

Antifreeze No Should not be discharged to the sewer or stormwater
systems. [tshould be segregated from other wastes
(not mixed with oil or oily water) and it can
then either be recycled or sent on to a waste disposal
company. See attached listing of recyclers/waste
recycling companies.

Battery acid No Battery acid should not be discharged to the sewer system, it
can contain high levels of metallic contaminants in addition tg
being corrosive to the sewer. It should be safely stored and
disposed of via a waste disposal company. See attached listin
of recyclers/waste recycling companies 1

Chiorinated No Not permissible to discharge to the sewer system. Use a was

Solvents disposal/recycling company. See attached listing of recyclers
waste recycling companies

Oil based paint No Not permissible to discharge to the sewer system. Use a wastel

Residues or waste recycling company. See attached listing of recyclers/waste

thinners recycling companies

Acidic or alkaline { May be possible Dependent upon their nature these contaminants

waste cleaning after pretreatment| .may be suitable for disposal to the sewer system after

solutions pretreatment, ie if the waste meets the Bylaw acceptance
standards, otherwise it will need to be stored and transported
to a waste disposal/recycling company.

Radiator repair May be possible May contain high levels of Zinc, Lead and Copper.

waste water, after pretreatment

Diesel, petrol, No Not permissible to discharge to the sewer system. Any discharg,

kerosene, point that has the potential for any of these contaminants toente:

degreasers, the system requires pretreatment systems so that hydrocarbony
solvents are effectively trapped.




[ Recyclers / Waste recycling companies

Antifreeze Recycling

Within the Hutt Valley there are now a number of workshops operating antifreeze recycling
machines and outside workshops may be able to arrange for the recycling of their waste
antifreeze by these machines. This will result in savings for the workshop and their

customers.

The following businesses have antifreeze recycling capability that may be available for

other workshops to make use of:

o Lake Auto Services Ross Lake

° Hutt Automatics(Lower Hutt) John Henderson
. Wainuiomata Motors Peter Hutchison
o Midas Automotive Services Mark Watchman

Antifreeze recycling machines are distributed by :

Century Distributors NZ Ltd John Jenkins
Peart Holdings Terry Cutting

Waste Oil Dispasal

Ph 568 8815
Ph 569 3161
Ph 564-8823
Ph 569-8885

Ph/Fax 04 566 6291
Ph 093798888
Fax 09 307 6479

Waste oil that has not been contaminated with other liquids such as water, solvents or

antifreeze can be sent for recycling/reuse via :

e Thurline Transport Services Ltd
Used Oil Collection
20 Barnes Street
Seaview
Ph 04 568 2185

NOTE: A number of other waste disposal companies can also offer a waste oil

collection service.



Other Liquid Waste Products

May be able to be disposed of either directly or indirectly by one or more of the following
Waste Disposal/Waste Recycling Companies:

United Environmental Ltd 57 -59 Port Road Liquid and Hazardous Waste
Seaview
Ph 04 568 8622

Refined Solvents Ltd 9 Gough Street Liquid and Hazardous Waste
Seaview
Ph 04 568 3784

Wastecare Ltd PO Box 38-383 Liquid Waste
Wellington Mail Centre
Ph 04 568 3579

Onyx New Zealand Ltd 146 Hutt park Road Liquid waste
Seaview
Ph 04 472 3140

Dawsons City Sumps PO Box 48-094 Liquid Waste
Silverstream
Ph 04 528 9909

Daily Waste PO Box 7174 Liquid Waste
Wellington South
Ph 04 383 5692

Silverstream Plumbing PO Box 48-070 Liquid Waste .
Silverstream
Ph 527 8529
025 427 145

Wellington Liquid Waste PO Box 20-046 Liquid waste
Wellington South
Ph 04 383 6023

NOTE: The above list is not exclusive or exhaustive and there may be other waste
disposal contractors available. Please consult other sources such as the yellow
pages fot other operators and further information on the services offered.



The Automotive Industry and the
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I 1. Washpads

Within the automotive industry one common potential source of contamination is vehicle
or vehicle component cleansing operations utilising detergents, steam cleaning and caustic
or acidic cleaners.

- A guide to Washpads, Radiator Repair Waste
and Stormvacer Diversion Valves

Atypical vehicle washpad or steam cleaning bay should contain the following pretreatment
items:

1.  The input (first stage) is a grit trap, the volume of which will be determined by the
nature of the work and the rate of flow.

2.  The second stage is an oil trap that is connected to the output of the grit trap. For
. large installations there may need to be several oil traps in series to ensure that as much

oil as possible is captured before the discharge can enter the sewer.

Below s a diagram of a typical pretreatment system for a washpad

Gri .
Grating rit Trap Qil Trap}/ Sealed lid
Ground hrvel\q

Oil Layer

, Output lo sewer

o

Water

~ Divider Plate

Sediment/Grit




Waste water from the bunded washpad enters the grit trap via a grating or grill which
forms the lid of the trap. The majority of any solids being carried by the waste water then
settle on the bottom of the trap and the water and any oil or other hydrocarbons present
are carried through to the oil trap. Once in this trap any oils or hydrocarbons present rise
to the surface of the waste water and since the exit point is well below the surface these
hydrocarbons are trapped in the first chamber of the oil trap.

There should be a divider plate(usuallysteel) in the centre to effectively create two chambers
within the trap. The divider will have a hole in it to allow the passage of water but not oil
or solids. Any residual solids that have got past the grit trap should settle to the bottom of
the oil trap in the first chamber.

The washpad itself will be surrounded by a bund wall to contain any wash water and
exclude additional surface rainwater; and the pad will be sloped towards the grit trap
grating.

Typical Washpad Layout Plan

N

D ¢—Grit Trap Grating

Bund Wall

/T

Maintenance requirements

The traps will require periodic emptying and cleaning to ensure that they are able to
function properly. If the grit trap is allowed to become full of sediment then additional
sediment will either cause a blockage at the grit trap, or flow into the oil trap decreasing
its efficiency and possibly causing blockages within the sewer system. If the sewer does
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become blocked and the source of the problem can be traced, the generator will be held
financially liable for remedial costs.

Regular maintenance should be by way of a cleansing contract with a waste disposal
contractor. These contractors are listed in the yellow pages under “Waste Disposal” and
“Recycling”. The contractors should empty the trap, clean the trap walls and any
inspection /cleaning eyes present. Afterwards the trap will need to be refilled with cold
water to ensure that it can function effectively.

Note 1: The excessive use of detergents can cause oils to be carried through to the sewer
as part of an emulsion. This situation should be avoided as the oil will eventually separate
out in the sewer system and it may cause you to breach the Trade Wastes Bylaw. Use
detergents and other cleaning solutions as per the manufacturers instructions.

Note 2: Solventbased degreasers should only be used within sealed system parts cleaners
or similar systems that are not discharged to the sewer.

[ 2. Radiator Repairers

In addition to the generation of waste antifreeze radiator repair operations can produce
high concentrations of metals in the waste water, Iron is not normally a problem metal but
Lead, Zinc and Copper are. The pH of the waste water may also be anissue given that the
nature of the repair process tends to acidify waste water and some waste precipitation/
settlement methods may create a waste water that is alkaline.

A reduction in heavy metal content is almost certainly required for the waste water to
meet Bylaw acceptance criteria and this removal may be achieved by a range of treatments
including:

1.  Settlement and/or filtration. These methods will remove heavy metals that are in
the form of particulates but will not remove heavy metals that have been dissolved
into solution.

2. Chemical or electrochemical techniques are options that can be used to achieve the
removal of dissolved metals.



[ 3. Stormwater Diversion valves

It is not acceptable to have stormwater discharged to the sewer system primarily because
of the unpredictable loading it places on the system. The ingress of storrmwater to the
sewer system should be eliminated where possible and minimised otherwise. Appropriate
bunding of wash areas and areas that might drain to a sewer connection is one simple way
of minimising the impact on the system.

Ideally washpads should be roofed to prevent the entry of rainwater into the sewer system
but failing this washpads may need to be fitted with a stormwater diversion valve. This
valve will be arranged such that the washpad when not in use drains to the stormwater
and when being used the connection will be to the sewer system. The requirement for the
installation of diversion systems will be determined by the Trade Wastes Officer.

A number of different designs of diversion valve systems exist and they all require regular
maintenance to ensure that the unit functions correctly. Diversion systems can be obtained
from a number of sources including:

Wilkinson Valve Mr Alan Wilkinson
90 Greenhaven Drive
Christchurch 9
Phone 03 383 1853

Fox First Flush Systems Plumtec New Zealand Ltd
PO Box 302-027
North Harbour Post Centre
Auckland
Ph 09 415 2165
Fax 09 415 2167

Remember - Any traps or diversion valves will need to be installed by a registered
drainlayer and you must apply for a building consent prior to installation.
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Appendix Three

Land Transport Safety Authority
Functions, Forms and Follow-Up
Letters
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Legislative Functions of the Land Transport Safety
Authority (LTSA)

The principal objective of the LTSA is to "undertake activities that promote safety in
land transport at a reasonable cost" (Section 189 of the Land Transport Act 1998).
Section 190 of the Land Transport Act states:

(1)

In carrying out its principal objective, the Authority has the following

functions:

(2)

(a) To establish safety standards concerning entry into, and operation in, the
land transport system;

(b) To monitor adherence to safety standards within the land transport system;

(c) To ensure regular reviews of the land transport system to promote the
improvement and development of its safety;

(d) To investigate and review land transport accidents and incidents in its
capacity as the responsible safety authority, subject to any limitations set out in
the Transport Accident Investigation Commission Act 1990;

(e) To maintain and preserve records and documents concerning activities
within the land transport system, and in particular to maintain the Land
Transport Register;

(f) To provide to the Minister such information and advice as the Minister may
from time to time require;

(g) To promote safety in the land transport system by providing safety
information and advice, and fostering safety information education
programmes;

(h) To carry out its functions in relation to the Safety (Administration)
Programme under the Transit New Zealand Act 1989.

The Authority must carry out such other land transport functions, and such

land transport duties, as the Minister may from time to time prescribe by notice
in the Gazette.
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Vehicles Exempt from Registration and Licensing

The following vehicles are exempt from being registered and licensed for road use:

vehicles used on a road that is closed temporarily by a local Authority or
other body, for holding special events

powered vehicles that are temporarily being towed without the use of
their own power

trailers designed exclusively for agricultural operations and used on the
road to or from a farm for inspection, servicing or repair

trailers being towed by Exempt Class B vehicles.

Exempt Class A

Exempt Class A vehicles are not exempt from registration and licensing but are
exempt from registration fees and the vehicle licence portion of the licensing fee.
You still have to pay for other fees and levies included in the total licensing fee - for
example, you still have to pay for the appropriate ACC levy, registration plates and

labels.

Exempt Class A vehicles are:

Vehicles used on a road that is not a public highway, vehicles used on public
highways only for inspection, servicing, repair or for a practical driving test
(please note that you can only drive vehicles without a WoF or CoF on the
road for the purpose of bringing the vehicle into compliance, and it must be
safe to be operated for that purpose)

e pedestrian-controlled goods services vehicles

e fully tracked vehicles

e vehicles used in a declared road construction zone

e vehicles crossing or proceeding along a section of a road when authorisation
has been given by a local roading authority under certain conditions

e all-terrain vehicles (ATVs) used on a public highway, in moving from the
owner's residence to a road that isn't a public highway, where the distance
traveled doesn't exceed three kilometres, or in connection with the inspection,
servicing or repair of the vehicle.

Exempt Class B

Exempt Class B vehicles may be exempt from the payment of some levies.

Exempt Class B vehicles are:



Farm vehicles

a motor vehicle (not a trailer) designed for agricultural operations and used
on a road solely for agricultural operations, including mobile or movable
huts, galleys, and similar motor vehicles used on a road solely in connection
with such operations. (Not including a vehicle designed for cartage or
spreading of lime or fertiliser when used on the road for cartage or a weed
sprayer on a truck chassis)
a motor vehicle (not a trailer) owned by a farmer and only used on the road
to go from one part of the farm to another part of the same farm (for farming
purposes); or from one farm to another farm owned or managed by the same
person
a tractor or traction engine used on the road solely for agricultural
operations; or if used mainly for agricultural operations and otherwise only
in connection with road construction and maintenance
a tractor owned by a farmer used on a road only for
a. the owner's agricultural operations, and/or
b. the cartage of milk, cream, or whey to or from a dairy factory,
and/or
c. cartage of any farm produce, implements, stock, or other farm
requisites from one farm to another farm that is owned or
managed by the same person or for a maximum round trip of 21
kilometres of public highway
a tractor that is designed and used partly for the purpose of loading lime or
fertiliser into topdressing aircraft and partly for drawing a trailer that is
designed and used exclusively for carrying aviation fuel in a permanently
attached tank for use in topdressing aircraft, and for no other purpose and is
not taken on any round trip of more than 21 kilometres of public highway.

Mobile machinery

Any vehicle (other than a tractor) with machinery permanently attached, designed to
be used on the road for driving, carrying or propelling:

airport runway sweepers
electrical substations

filters for transformer oil
stationary log haulers, or
aero engine test benches.

Miscellaneous

self-propelled grass mowers used solely for the upkeep of grounds
(cemeteries. recreation or education grounds) or cutting of grass verges on

roads

mobile huts, galleys or similar vehicles used solely for construction or
maintenance of roads

traction engines

forklifts

[§S]
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airport crash tenders when only used on the road in emergencies

vehicles used solely for loading and unloading ships, including embarking
and disembarking passengers, baggage, mail and other cargo, and used on a
public highway only when unladen and going from one wharf to another
wharf, or from its usual place of storage to a wharf

tractors used by local authorities solely for the construction. maintenance and
,owing of stopbanks and the banks of other watercourses, such as rivers,
streams, drains and canals

tractors used solely for shunting railway rolling stock.

9
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MR1
transportsafety
Transport Registry Centre Plate No. —
Application for Motor Vehicle Licence R e

10O 0O SO

TRIUMPH 2500 TC
e i s BLUE Vehicle Usage Private Passenger

* Hillsborough
AUCKLAND 1004

Residential Address (if different from postal address)

The licence for this vehicle will expire on 16/07/2002.

To renew the licence -

* Ensure your vehicle has a current Safety Inspection (WOF or COF).

* Complete Section 0 if applicable, then in all cases complete panels ® and .
* Present this form and the licensing fee to an authorised agent for the LTSA.

It you are not going to licence the vehicle please read the important information in Note 5 on the reverse of this notice.

O Change of Details LTSA Agents

AMI insurance

Vehicle Usage - If the usage has changed from Private Passenger enter the new usage from Note 1 overleal. ; o
5, Automobile Association

r:"“‘? I ID“"'"""'“ I NZ Post Ltd
On Road NZ Ltd
Vehicle Colour - I the vehicle has a new colour, enter the colour from Note 2 overleaf. Vehicle Inspection NZ
asic Colout [Secondary Colour ] Vehicle Testing NZ
Independent Agencies

Change of Address - If the address shown above is incomect, please enter the correct details below. To change the address

L OFEICEUSEIONLEY &
of other vehicles you own please complefe a {orm MR28, available from LTSA agerts. ¥ OFEICEAISEIONKY.

Residenbal Address

Suburb Town
Postal Address

DATE STAMP

INPUT CHECKED

|Suburb Town

@ | certify that the particulars given are correct. ® Licence D 6 MONTHS  $112.30 Total Payable (GST inclusive)
| X Period. [ | 12MONTHS $217.05
i

OR SPECIFY MONTHS $
REQUIRED (3-12)

Applicant’s Signature

THIS PORTION IS ONLY TO BE DETACHED BY THE LTSA AGENT ONCE THE MR1 HAS BEEN PROCESSED

Sl f rae. GNP TAX INVOICE WHEN
transportsalety TRIUMPH Due Date RECEPTED
Transport Registry Centre 2500 TC GST REG NO 60-931-331
_ o 17/07/2002
Receipt for Motor Vehicle Licence MR1
e Fee Components
BN ST (shown for 12 month licence) DATE STAMP
Hillsborough Licence Fee® $43.50 New licence expiry date
AUCKLAND 1004 ACC Levy* $141.10
Other Levies* $1.64
Administration $6.72 = —— —
GST $24.12 Total Payable (GsT inclusive)
Total* $217.05
*Fee varies with licence period $
More information over page

255401971/002/MR1
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MR1 - NOTES

1

Vehicle Usage 12'ease aiso read vehicie usage otes, 098 Fire Bngade

01 Povate Passenges 23 Carmmerca Ambulance 10 FExemp! Ciass & (b4

02 Tax. Commercal Passenger 06 Other inon-commercial) Ambularce Hearse 11 Exempt Ciass B (£3:-

03 Transport Licensed Goods ' C7 Renlal 12 Diplomatic

04 Other (standard) Goods? C8 Recowery Seivice 13 Special Purpese Caravan™
Vehicle Usage Notes.
1 For vercies useu i ihe carriage of geods (rangn 1 freigh moved by LruCk (0 items ceiiveren o, T0i0 CYeCle courier) where payrmernt ;s receivea Jor the

delreery of 1he coous. and for goods vehicies with a gross vehic'e mass {GVM) of 6000 «¢ or greaie’

2 For vencies usea 1 ihe carniage of goods i no payment is recersec for the delivery o tne goods. anc nrov.Ged e GUM s less than ¢
cermes e iraier. igiv goods van used for domesiic puroCSeEs.

3 Ceriain vonyes of specified design o use. alinoug’: "ecu. &c 10 be reqistereq, qualify io: some cegree of exemption {10m other reGuiremenis. VWhen usage 10
or 11 nas ceen neminalec. the completea ana s:gnec MR 1 ferm wil! be used as a declaraiion 1:a; ime moior vecie registered by ise of
venucle s usage. comnlies with the reauiremen:s oi me ree qant egisiaiion. (nfortmation rega-cing e regisi-aton and licensing of exe: €
ovxnes fram Ine LTSA or authonsed LTS4A agents. LTSA Facishee: 27 provides a piai E nany ano guide to e registzaion ane
exems: vesic!es. iT you are unsure of your obiigatons aicase cali the Motor Vehicle Regisiranon He roesv - 0800 108 809

o4 For venicles wruch are oesignedfor ine transveriaion of spec:al pur pose equipment. raiher mao io
gragers ioxulis, seif-propelled cranes o cherry cickers

00 xg Exambpies are -

ar

€ carnage 0i goods. e.g. traler 1ype cara ans, iraciors

Colours. The vehicle colours should be selected trom the folioving hist
Biack Blue Brown Cream Gold Green Grey Orange Pink Purple Hed Sitver White: Yellov

Identification. Y/ here the vehicle ownership record s mcems tbe owner will be advised ef the: requit ement to present idenhficaton vte telicensing. Thes can
be one of the fellowing - NZ driver's licence. LTSA. card or decuments which provide proof et full name. date of birth and signature.

Licence Fee Components. (Note - total amount due is rounded down to nearest 5c)

4.1 The licence tes goes to the National Roads Fund for road construction. and to road safety programmeas by L TSA and New Zealand Poiice:

4.2  The ACC Lew, s collected on behalf of the ACC and provides personal iInjury insurance cover ior these injured i motor vehicle accidents on puthc roads
it ce'vars enutlements such as medical and hospital costs. \weekly compensalion and rehabiiiation care

4.3 Other Lewies - The vehicle may be subject to one or more of the following levies depenaing upon -eicte tipe and usage.- Safety Standards isv, - $7.64. Audit
and Siandards S1.33. transport Licensing Fee - S21.33 ¢ ali exclusive of GST). These ievigs we used by e LTS A ferthe audit ant adimirustiation of the
Safety Standards rogime

44 Tne administration fee funds the operating costs of ine Transport Registry Ceatre.

4.5 Note - Fees are parvable in accordance with the apphcabic legisiatron. Fees quoted on this notics v.ere carrect at ime of printing. Vihers tre tzes Nave
subsequently changed the amount to be paid (s that specified i the apphicable legislatior.

Vehicles not being used on the road. legislation requires ~chicies te be licensed at ali tynes. if e . enile remains unlicensed for 12 montns ts reistration will
te cancelied by the Registrar. Outstanding icenceiees will remain payable and this debt will be refenec to our tebt cellection agency  Addinoral coste may aiso he
charged at this tme

You can apply for an exempuen from hcensing if the vehicle will not be used for more than 3 months Please read section 4 at the botterm of ts nosice 1t a
vehicle with an exempuon from hcensing is icensed befere the minimum 3 month exemption perniod has erded. 1censing fees will be pavable em te daw the last
licence axempticn expired

If the vehicle has been stolen centact the Transport Reqisiry Centre. Cunrenllegisiation does not allow for a sto'en vehicle's registratien to be cancelted

If the vehicle has been premanently removed from the road you must complete an Applicatan to Cancel Reqistration (form MR15) and surréndar the reg:stavon
plate(sj Note NZ Post do not process MR15's.

If you sell the vehicte. you arerequired to advise this office of the new owners name and address detasls wathin 7 days from the date of ms;;dsal b, either compietng
a Notice by Person Sciling Disposing a Motor Vehicle (form LIR13A1 et by telephoning 0800 168 8CS. 1 you seil dispose of an unlicensed vehicle sou remain hable
for outstanding fees to the date the notfication 1s receved at thws office

Faslure to take one of these actions outlined means that ;ou remain Liable for outstanding hicensing fees. i .ou are unsure of what action 10 take vigase phone

080G 108 908

Payment. If ;ou vash (o pay by

- Cheque. mak e the: chaque payable o the agent of the Land Transport Safety Authority where the cheque s being presented.

- Credit Card please contact the agent where the form v.ill be presented. te confirm if credit carc paymers are accepted for LTSA, transacions

Additional information. Piease call the Transport Regisny Centre Help Desk on 0800 108 808 t.londa, 1o Friday 8 00 am - 600 pm  Our nostal aaaress Is
Transport Registr, Centre. Private Bag. Palmerston North

® Application for Exemption.
A) Before the Due Date 17/07/2002. No fee is payable before this date.

| h ;
This vehicle wili not be used for | 1 specify perod (minimum of 3 montas
and maximum of 12 months}
| understand that it is an offence to use this vehicle on a public road while it
has an exemption from licensing. | certify that the particulars given are correct.

‘ | HO530 T
X R el 11111111

To apply fcr an exemption from licensing you can either - Lodge an Application for Exemgtion from Licensing (form MR24)
available from LTSA agents, or mail this applicatior: to the Transport Registry Cenlre. Freepest 493, Pnvate Bag, Palmerston North

If you mail this application. confirmation of your exemption wifl be sent to you. If you do not receve a letter of confumat:on witnin
one month, piease pchone 0800 108 809 to enstre that your application has been receved anc processed

B) After the Due Date. Complete a form MR24, available from LTSA Agents.

If an application for exemption is late a fee may be payable for the unlicensed pernod since the Due Date.
No fee Is payable it an application is made before 17/08,2002. f an application for exempuon is not made -

® before 17:09:2002 the outstanding licence fee will be $42.20

® before 17/11/2002 the outstanding licence fee will be $77.15

® the outstanding licence fee will continue toincrease. After remaining unlicensed for more than 12 months this vehicle s
registration will be cancelled and you wili be required to pay 12 months outstanding licence fee.

The Transport (Venicle and Driver Registration an# Licensing} Act 1886 provides for the registratior and iicensing of motor vehictes. The parwculars specified on
this form will form part of the Motor Vehicle Register. Cerresponding information held on other parts of the Land Transport Register may be amended You are
enbitied to have access to and may request correction of any retrievable information about vou hela by the Land Transport Safety Authority. Transport Registry

Centre. Private Bag. Paimerston North.
2554C1971/002/MR1

275



MR1 - NOTES

1. The Transport (Vehicle and Driver Registration and Licensing) Act 1986 provide for the registration and licensing of motor vehicles. The
particulars specified on this form will form part of the Motor Vehicle Register. Corresponding information held on other parts of the Land
Transport Register may be amended. You are entitied to have access to, and may request correction of, any retrievable information about
you held by the Land Transport Safety Authority, Transport Registry Centre, Private Bag, Palmerston North.

2. Vehicle Usage (Please also read vehicle usage notes)

01 Private Passenger 08 Recovery Service

02 Taxi, Commercial Passenger 09 Fire Brigade

03 Transport Licensed Goods' 10 Exempt Class A (EA)?

04 Other (standard) Goods? 11 ExemptClass B (EB)’
05 Commercial Ambulance 12 Diplomatic

06 Other (non-commercial) Ambulance/Hearse 13 Special Purpose/Caravan’
07 Rental

Vehicle Usage Notes

1. For vehicles used in the carriage of goods (ranging from freight moved by truck to items delivered by motorcycle courier) if payment
is received for the delivery of the goods, and for goods vehicles with a gross vehicle mass (GVM) of 6000 kg or greater.

2. For vehicles used in the carriage of goods If no payment is received for the delivery of the goods, and provided the GVM is less
than 6000 kg. Examples are:- domestic trailer, light goods van used for domestic purposes.

3. Certain vehicles of specified design or use, although required to be registered, qualify for some degree of exemption from motor
taxation. The completed and signed MR1 form, when usage 10 or 11 has been nominated, will be used as a declaration that the
rules in regard to exempt vehicles will be complied with. Information regarding exempt licensing for motor vehicles can be obtained
from authorised agents of the Land Transport Safety Authority. Nomination of a usage of 10 [exempt class A (EA)] or 11 [exempt
class B (EB)] requires compliance with the rules as set out in the Exempt Vehicles pamphlet.

4. For vehicles which are designed for the transportation of special purpose equipment, rather than for the carriage of goods.
e.g. trailer type caravans, tractors, graders, forklifts, self-propelled cranes or cherry pickers.

3. Colours
The vehicle colours shouid be selected from the following fist:
Black Blue Brown Cream Gold Green Grey
Orange Pink Purple Red Silver White Yellow

4, Payment
If payment is by cheque, make the cheque payable to the Land Transport Safety Authority agent where the cheque is being processed.

5. Additional Intformation
For further information please call the Transport Registry Help Desk Free on 0800-108 809, Monday to Friday 8.00 am - 5.30 pm.

MR1 12/97
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Vehicle details

Make Model (See note 2 overteof)

Please ensure your vehicle has a current Safety Inspection (WOF or COF)- (see note 3 overleaf).

Licence period I:\ 6 Months D 12 Months D or specify months required (3-12) (see note 4)

Vehicle colour *Basic colour *Second colour
*Please seiect vehicle colour from | |
note 5 overleaf and show here

Changed details New Usage

01 Private Passenger 08 Recovery Service

02 Taxi, Commercial Passenger 09 Fire Brigade

03 Transport Licensed Goods® 10 Exempt Class A (EA)*

04 Other (standard) Goods* 1 Exempt Class B (EB)*

05 Commercial Ambulance 12 Diplomatic

06 Other (non commercial) Ambulance/Hearse 13 Special Purpose (excluding EA & EB)*

07 Rental *See note 6 overleaf.

Please show New Usage here :]

Owner details Last name/Company name

First name/s

Residential address

Note: If your address details have
changed in order to update the
address of other vehicies you own,
please complete an MR28 form,
which is avaitable from an LTSA

29SOt Suburb Town

| | ]
]

Postal address (if different from above)

4 (]
Appllcant S | certify that the particulars given are correct
signature

Land Transport Safety Authority or Authorised Agent

FOR OFFICE USE ONLY

Input
New Licence Expiry Date

e Chkd

. :rolal.PayabI: (GST inclusive)

$ Date Stamp

mRr18os/02 TRC COPY
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1.

TE

-The-Transport (Vehicle and-Driver Registration and Licensing) Act 1886, 3nd i ts amendments, provide for the registration, licensing. .

and notification of change of ownership of motor vehicles. The particulars specified on this form will form part of the Motor Vehicle
Register. Corresponding information held on other parts of the Land Transport Register may be amended. You are entitled to have °
access 1o, and may request correction of, any retrievable information about you held by the land Transport Safety Authority,
Transport Registry Centre, Private Bag, Paimerston North.

¢

Model ‘ c o
State the manufacturer's designation e.g. Corolla, Sigma etc. - not the year of manufacture.

Vehicle Inspection
Some miscellaneous classes of vchldes are exempt from the safety irspection requirement. if you are' unsure of the requirements
for your vehicle, please call the Help Desk. (See Note 10)

Licence Period
Minimum licence period is 3 months. If you want ta change your licence expiry date, please lodge an Application to Change
Licence Expiry Date (form MR27).

Colours

The vehicle colours should be selected from the foliowing fist:

Black Cream Grey Purple White
Blue Gold Orange Red Yellow
Brown Green Pink Silver

Vehicle Usage (Please also read vehicle usage notes) .
03 Transport Licensed Goods @ - 10 Exempt Class A (EA) ©®
04 Other (standard} Goods ® 1 ExemptClass B(EB}@®

: 13 Special Purpose {excluding EA & EB) ©@

Vehicle Usage Notes
@  Forvehicles used in the carriage of goods {ranging from freight moved by truck to items delivered by motorcycle courier) if
paymentisreceived for the delivery of the goods, and for goods vehicles with a gross vehicle mass (GVM) of 6000kg or greater.

(] For vehicles used in the carriage of goods, ifno payment is received for the delivery of thegoods, and provided the GVMis
less than 6000kg. Examples are:- domestic trailer, light goods van used for domestic purposes.

® Certain vehicles of specified design or use, although required to be registered, qualify for some degree of exemption from
other requirements. When usage 10 or 11 has beén nominated, the completed and signed MR2B form will be used as a
declaration that the motor vehicle registered by use of that form, and the vehicle's usage, complies with the requirements
of the relevant legislation. Information regarding the registration and licensing of exempt vehicles can be abtained from the
LTSA or authorised LTSA agents. LTSA Factsheet 27 provides a plain English summary and guide to the registration and licensing
of exempt vehicles. If you are unsure of your obligations please call the Motor Vehicle Registration Helpdesk - 0800 108 809.

@  Forvehicleswhich are designed for the transportation of special purpose equipment, rather thon for the carriage of goods,
e.g. trailer-type caravans, tractors, graders, forklifts, self-propelled cranes or cherry pickers.

Fees

The fees comprise the appropriate licence fee payable under the Transport (Vehicte and Driver Registration and Licensing) Act
1986, an accident compensation levy payable under the Accident Compensation Act 1982 (except for trailers and a few specified
vehicles), a charge for the licence label, and where applicable, a transport licence fee. Please note an administration and label
fee is charged on every licence application, therefore fees will vary with period purchased.

Payment

1f you wish to pay by:

© Cheque, make the cheque payable to the agent of the Land Transport Safety Authority where the cheque is being presented.

® Credit Card, please contact the agent where the form will be presented, to confirm if credit card payments are accepted for
LTSA transactions.

If you sell an unlicensed vehicle which is subject to continuous vehicle licensing or its registration is cancelled because it has
remained unlicensed for over ane year, oustanding licensing fees will remain payable. The debt will be referred to our debt
collection agent who is empowered to order payment of the outstanding licensing fees and any additional costs.

Continuous Vehicle Licensing (CVL) and exemptions.

Vehicles that are subject to CVL must remain licensed at all times. If such a vehicle remains unlicensed for more than 12 months,
itsregistration will be cancelled. Ouﬁbndmg licence fees will remain payable and this debt will be referred to our debt collection
agency which is empowered to order payment of outstandmg licensing fees. Additional costs may also be charged at this time.
If you sell an unlicensed vehicle, you remain liable for licensing fees to the date of sale.

if the vehicle is to remain unlicensed for a period of more than 3 months, an exemption from licensing can be applied for in
advance, by filling out an application (farm MR24), available from LTSA agents.

If a vehicle with an exemption from CVL is licensed before the minimum 3 month exemption period has elapsed, licensing fees
will be payable from the date the previous licence/exemption expired.

Additional information
For further information please call the Transport Registry Centre Help Desk 0800-108 809, Monday to Friday 8.00am - 6.00pm.

278



r-uua'r! Fagiatry Contre

0O

AUCKLAND 10C2

You are now reqmred to take one of the }ollon|ng actions at
a Land Transport Safety Authority Agent

License the Venhicie » Lodge this form with the licensing fee. This vehicle must be licensed at all times uniess

an exemplion has beern granted.

® Apply for an exemption (3to 12 months) » Complete form MR24 - see over page for details.

® If the vehicle is to be permanently removed from the road » Lodge form MR15 and surrender the registration ptates

@ |l the vehicle has bez2n sold » Complete fonm MR13A - you wvall continue 1o be liable for the licensing fees up to the
date you notify the LTSA of the sale of your vehcle.

® if the vehicle has been siolen contaci the Transporn Ragisiry Centre.

If this vehicle remains unlicensed for more than twelve months its registration will be cancelled by the
Registrar. If the registration is cancelled, to get the vehicie back on the road you must pay additional costs for
certification, registratior,, licensing, plates and labels.

ANY OUTSTANDING LICENSING FEES REMAIN PAYABLE AND MAY BE REFERRED TO OUR DEBT COLLECTION
AGENCY WHICH IS EMPOWERED TO ORDER PAYMENT.

To license this vehicle - TSA Agents
» Ensure your vehicle has a curvent Safety Inspection (WOF or COF) s oy RPN
» Complete all sections 1,2,3 and 4 below, and over page if applicable NZ PostLig ~
» Present this form and the licensing fee to an LTSA agent Sgh';i’!"fn"zmuldl o
Vehide TestinghZ
| idepuerident 25
= Mt for MR
© Has the vchicic COLOUR or USAGE changed? ey ——
No Yes = You mustcomplete the Changein Colour/Usagesection overpage.

@ Has any of your ADDRESS details changed?

‘No -~ Yes = You mustcaomplete the Changeof 2ddress sectmi over page
- — DATE T AMr
@ Icertifythatthe particulars given are comrect. - @ Licence Period. ==
= I IMonhs  $56.40 MONTHS Trtm Fayama (GAT nouse)
[ REQUIRED
S o wsamm' * 6Morths $105.20 {312 s
e . e 4 o S 0 . e e
Pate FOROFFICE USE ONLY
-
transportsafery A Txmocewsen |

RECEIPTED

Tramspurs Beyieey Crmesr 5202-85 GSTREGNO. 60-961.331

Receipt for Motor Vehicle Licence MR1

.2 | BATE ST
AUCKLAND 1002 Ucexce Fee® 843 50 irw bCBNCE EXOHY B
ACC Lewy” $128.45
Other Leves® $1.64
Administration 56,72 < ]
| GST* §£22.54 Towl Payotde  (OFT mes
| Tota™ $202,85
‘ ' *Fee varies with kcence period $
MR 1 UG More information over oage = = =
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CHANGE IN VEHICLE COLOUR - Enter the new COLOUR from list of cofours provided:

Basic Colour Secondary Colour

Select from Black Brown Gold Grey Pink Red White
this list Blue Cream Green  Orange Purple  Silver Yellow

CHANGE IN VEHICLE USAGE - Tick the new USAGE (refer to the notes w here indicated by a refererrce number):

! -01 Private Passenger 1 For vehicies used in the carriage of goods (ranging from freight moved by truck to items

02 Taxi. Commercial Passenger goods vehicles with a gross vehicie mass (GVM) of 6000 kg or greater.

Transport Licensed Goods !

0ods van used for domestic purposes.
Commercial Ambulance 9 purpo »

S 828

delivered by motorcycle couner) where payment is received for the delivery of goods, and for

2 For vehicles used in the carriage of goods if mo payment is received for the delivery of
Other (standard) Goods 2 goods, and pravided the GVM (s less than 6000 kg. Examples are;- domestic trailer, light

. o
Other {non-commercial) Ambulance/Hearse 3 Certain vehicles of specified design or use. aithough required to pe registered, gualify for
some degree of exemption from other requirments. When usage 10 or 11 has been

.07 Rental nominated, the completed and signed MR1 formwil! be usedas s declaration that e motor

08 Recovery Service

vehicle registered by use of that form. and the vehicle's usage. complies with the
requirements of the relevant legisiation. Information regarding the registrason and licensing

" 09 Fire Brigade of exempt vehicles can be obtained from the LTSA or authorised LTSA agents. LTSA

Factsheet 27 provides a plain Enghsh summary and guide to the registration and licensing of

10 Exempt Class A (EA)3 exempt vehicles. If you are unsure of your obfigations please call the Motor Vebhicie

11 Exempt Class B (EB)? Registration Helpdesk - 0800 108 809

" 12 Diplomatic 4 For vehicles which are designed for the transportation of special purpose equipment. rather

13 Special Piimose/Cargvan 4 self-propefied cranas or chorry nicvare

CHANGE OF ADDRESS - Enter the new ADDRESS in full:
Recorded residential address (where different
from postal address).

{New Residential Address

j
|
!Suburb Town

than for the carriage of goods. e.g. trailer type caravans, tractors, graders, forklifts.

[New Postal Address

I

Note: To change the address of other vehicles you own
please complete a form MR28, available from LTSA agents [Suburb . __Town _

GENERAL NOTES

The Transport (Vehicle and Driver Registration and Licensing) Act 1986 provides for the registration and licensing of motor vehicles The particulars
specified on this form will form part of the Motor Vehicle Register. Corresponding information held on other parts of the Land Transport Register may be
amended. You are entitled to have access to. and may request correction of any retrievable information about you heid by the Land Transport Safety

Authority, Transport Registry Centre, Private Bag. Palmerston North.

Identification. Where the vehicle ownership record is incomplete. the owner will be advised of the requirement to present identification while
relicensing. This can be one of the foltowing.- NZ driver's licence, LTSA card or documents which provide proof of full name. date of birth and signature

Licence Fee Components. {Note - the totaiamount due i1s rounded down to nearest 5c)

The Licence fee goes to the National Roads Fund forroad construction, and to road safety programmes by LTSA and New Zealand Police.

The ACC Levy is collected on behalf of the ACC and provides personal injury insurance cover for thoseinjured in motor vehicte accidents on
public roads. It covers entitlements such as medical and hospiai costs, weekly compensation and rehabilitation care

Other Levies: The vehicle may be subject to one or more of the following levies depending on vehicle type and usage- - Safety Standards fevy -
31 B4. Audit and Standards levy - $1 33, Transport Licensing Fee - $21.33. These levies (all amounts exciusive of GST) are used by the LTSA for
the audit and administration of the Safety Standards regime

The Administration fee funds the operating costs of the Transport Registry Centre

Payment ferms. If youwish to pay by
- Cheque, make the cheque payable to the agent of the Land Transport Safety Authority where the cheque is being presented
- Credit Card, please contact the agent where the form will be presented. to confirm if credit card payments are accepted for LTSA transactions

Additional Information. Please call the Transport Registry Centre Heip Desk on 0800 108 803. Monday to Friday 8 00am - 6 00pm
postal address is Transport Registry Centre, Private Bag. Palmerston North

To apply for an Exemption: Completé form MR24

If an application for exemption is late, a fee may be payable for the unlicensed period since the DUE DATE No fee i1s payable if an apptication is
made before 19/08/2002. If an application for exemption is not made’

@ before 19/08/2002 the outstanding licence fee will be $39.85

® before 19/10/2002 the outstanding licence fee will be $72 40 *

@ the outstanding licence fee wili continue to increase. After remaining uniicensed for more than 12 months this vehicle's i
registration will be cancelled and you will be required to pay 12 months’ outstanding licence fee At this tme the debt willbe  : #
referred to our dept collection agency. Severalsteps will need to be taken at an increased cost to get the vehicle back on the
road

If you license your vehicle within the first 3 months of an exemption, the licence will be backdated to the expiry date of the previous licence or exemption,

or the date of the last change of ownership, whichever is the mostrecent.

If this vehicle has been stolen please contact the Transport Registry Centre.

203381335/840/MR1 R
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transportsafcty MRIC

Vehicle Licence Payment Demand

Invoice Number 002060154

0D 00 00O O 0 (R R £ BRSSO

Invoice Date  29/07/2002

Customer Number 254780367

AUCKLAND 1463 Licence Expiry Date 03/01/2002

Number Plate

= [ You have received this
Payment Demand because
PAY“EN you have disposed of an unlicensed vehicle
/ Seeover page for notes

BT ST SECTTSE ST

23/07/2002 Licence Fee $23.84
FORD ACC Levy $70.38

FAIRMONT 4.1 Other Levies $0.90

Administration $6.72

GST $12.73

TOTAL DUE* $114.55

ni

This debt may be forwarded to our debt collection agency if unpad
within 14 days of invoice date

Detach this Remittance Advice and enclose with your peyment o:

Land Transport Safety Authority, Transport Registry Centre
Private Bag, Paimerston Narth

Tick if receipt required

Invoice Number 002060154
Customer No 254780367
Number Plate

TOTAL DUE $114.55

Amount enclosed §

AUCKLAND 1463

754700367 /0007 [
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Why did you get this Payment Demand?
Our records show that you have recently disposed of an unlicensed vehicle. You are liable for any licensing fees

that accrued in your name when the vehicle was unlicensed. This Payment Demand gives you the opportunity to
pay these fees.

What should you do now!
You must make payment of the outstanding fees as totalled over the page to the TranspurtsRegisisy-Centee.

Cheques should be made payable to Land Transport Safety Authority, and be enclosed with the Remittance
Advice over the page.

If you do nothing!
)
y s
You remain liable for the outstanding fees totalled over the page. The debt for the outstanding amount may be

forwarded to our Debt Collection Agency. You would then have to make arrangements to pay the collection
agency's account which may include additional collection charges.

For further information:

Please call the Transport Registry Centre Help Desk, free on 0800 108 809, Monday to Friday 8.00am to 6.00pm.

254780367 /0001
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Invoice Date 7/07/2000

S [T T P O e

Licence Expiry Date 04/08/1999

WHANGAREI 0101

IMPORTANT

/ To avoid this bill being passed to a debt
“c‘ collection agency you should review the
F‘“M/ options on the back of this notice and take

action before the Registration expires:

Registration Expiry Date 04/08/2000

T T T TN

04/08/1999 Licence Fee $24.50
ACC Premium $138.81
Other Levies $1.64
Administration $6.72
GST $21.46
TOTAL DUE* $193.10
) * Tatai Dur (.I munded ta searrit 5 cemis

B T T R e T E T D VR Tl T A T T e o e o T, T e 1 o

Detuach this Remittance Advice and enclose with your payment io:
Land Transport Safety Authority, Transport Registry Centre, . . .
Private Bag, Palmerston North RC mi ttance AdVlCC/ RC Cf.‘lpt MR1F

Tick if receipt required : "
Tick if you want the Registration number plate ~ Customer No - 204768625

li ! g = .
10 be cancelled (vehicle never to be used again) Number Plate

See nore on back —
TOTAL DUE $193.10

Amount enclosed §
WHANGAREI 0101

F0ATEBEIS/ 000N SV
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Why did you get this Final Notice?

This vehicie is subject to continuous veh:cle licensing and our records indicate that the iast licence expired 11 months ago
Curingthis period reminder notices have been sent to the registered owner as recerded at thetime of posting The licence lapel
cisplayed on the vehicle is no longer vaha anditis an ofience for the vehicle to be used on a public road

Th s Final Notice gives you the opportunity to pay the outstanding fees before the registration expires (12 months from the
Licence Expiry Date) if notpaid. the vehicle's registration will be cancelled. meaning the number plate(s) on the vehicie wiil no
longer pe lewful and an offence will be commiited if the vehicle 1s used on a public road vath these plate(s) !

Fees that you needto pay.

The fees shewn over the page relate to a "2 month licence, ar the amount from the date ownership was transferred to your name
The fees due rPay be different. dependart on w/hether you decide to license the vehicle apply for an exemptior from licensing of
cancel the venicle's registration without the registration plates  Your LTSA agent wil' advise you of the correct amcunt £ayatle at
the time of lodgrnent

if you do nothing!

Yo., remain hiable for the outstanding fees totalied cver the page. The vehicie's registration will be cancelled arid 1i wili COst you
adciliona: money 10 get the vehicle back ¢n the road. After the vehicle's regisiration exoires the debt for the outstandng amcun
may oe torv/arded o our Debt Collection Agency You wiil then need to pay the amourt drectly to the Collection Age~cy s
account which may also include additional col-ection charges
To prevent this, take action before 04/08/2000!

YOUR SITUATION ACTION REQUIRED
B Tne venicle 1s being used ® Either iicence the vehicle at an LTSA agent by completing form MR1B  Tre licence

on the rozad wIll tackdate, and the fee payable may be ciferentto the amount on the f-ont cage

See note on "Fees thal you need (0 pas’

-

Or ray this account directly 1o LTSA Transport Registry Centre {TRC . Your paymen:
must be recewed in full at TRC before the Reqgisiration expiry date and the licerce will

backdate
B Thevencleis rot being ® Apply for an exemption at an LTSA agent by completing form MR24 You «
used on the road regJired to pay outstanding fees at the time of application. which il be different to the

amount on the frent page. Seenote on "Fees ihat you need to pay’

B The vehicie is permanently ® Either carcel the vehicle's regisifation oy cormpieting form MR15 215 LTSA Agent® and
off tne road surrencer the registration number glate;s:. The outstanding fees vall tren be wa vec
Neote fthe ragistranion s cancelled and Or carcel the vehicle's registration as acove without surrendering the nurnoer plates

ihe
03¢ Jou e
costs for

used on the pubiic
10 pay additional
Speciicn cedmification. and
mhncludes the issue
Aumbe; piales Or say this account direct to the TRC ana request the vehicle's registratior: be cancelled
y ticking the box on the bottom of the fori over the page The fees payable vl pe the
amicunt detailed over the page

You wili ce required to pay outstanding fees which will be different tc tne amourt on tre
frant page. See note on "Fees thai ou rneec (o pay”

B Trevehcle has been sold ® VYou must advise the LTSA of the nevs owrer detalls -
or tisposed of Either by posting the details on a2 posigaic form MR13A whnich is attachzd to your
Certificate of Registration {form MR3: Form MR13A is also availabie segaratety from an
LTSA agent

Or yeu can advise the TRC by phoring 083G 106 808
As tre registered owner of the vehicie. you are liable for the outstanaing fees ug to the

daie TRC receive notificat:on of the sale/disposal. You should ignore this account - &
new account will be posted to you

For further information:
Piease cail TRC Help Desk, free on 080C 108 80 Monday to Friday 8.00 am 1o €.2C pm
Tre asove forms are available from the fclloving LTSA agents: Automobile Asscciai:on AMI Insurance, NZ Post _imited Cr

Road NZ Verucle (dentification NZ. Vehicie Tesung NZ or a range ofindependent agencies
* Piease note that IWZ Post Ltd does not accept Form MR15 (Applications ta Tancei Regisiration)
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Vehicle details

* Pleose select vehicle colour
from note 2 overieof and
show here.
Vehicle usage/
Industrial usage/
Road transport code
RUC Vehicle details
See owerleaf for definition of RUC
Vehicte (For assistonce with coding

please contact Transport Registry
Help Desk on 0800 655 644)

Finance/Licence
Period details

Identification details
Piease compiete one only.

Owner details

Joint owner details

Application for Registration of a Motor Vehicle

provided - IMPORTANT - Please read notes on back of form.

Plate number

Dealer’s customer no Lease company's customer no
[II]_IlI)IIIlIIiIllllII O e ) I
VIN CC mirlf Gvm
Description WA
- J | 2
*Basic colour  *Second colour Alternative fuel Engine number Seats
3-CNG 4-LPG

Vehicle usage

Please select vehicle usage
from note 3 overleaf and
show here.

RUC Vehicle type

Please complete RUC
Licence Application RUCLA

Industrial class

Please select industrial class
from note 4 overleaf and
show here.

Hubodometer make code
(see note 7)

Hubodometer/odometer
start reading

Road transport code
Complete only if the Industrial
Ctass is 13. Codes are located
in note 5 overieaf.

Hubedometer

D serial number l

Finance 1 Own 3 Dealer/HP
2 Lease 4 Not applicable Licence period DGMonths D 12 Months
r's li Customer No. from LTSA Card
MR e o T
Customer Identification is required (see note 8 overleaf)
St na ampany name
First names
| Occupation
1 Farmer

2 Proprietor

iﬂm&mmiﬂn

3 Prof/Executive

), ] 4 Clerical D
Residential sddress I B= 5 Tradesperson
| £ J 6 Retired
7 Houseperson
| | 80tk
Sex
J{TM I D Male D Female
Postal address [If different from above) Date of birth
] [ 1 l L l L1 |
Day Mth Year

Last name

First name(s)

Applicant's signature | certify that the particulars given are correct

J Dealer stamp (if applicable)  Lease company stamp (if applicable)

Land Transport Safety Authority or Authorised Agent

FOR OFFICE USE ONLY

MR2A 117 10/01 TRC COPY

Types of ID sighted

Input

|

Total payable (GST inclusive)

$

Chkd

Date Stamp
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MR2A NOTES

The particulars specified on this form are required under the Transport {Vehicle and Driver Registration and Licensing) Act 1986, and
itsamendments, and will form part of the Motor Vehicle Register. Corresponding information held on other parts of the Land Transport
Register may be amended. You are entitied to have access Lo, and may request correction of, any retrievable information about you
held by the Land Transport Safety Authonty, Transport Registry Centre, Private Bag, Palmerston North.

Persons who knowingly give false or misieading information commit an offence and are liable to a fine of up to $1000.
Colours - The vehicle colours should be selected from the following list:

Black Cream Grey Purple White Brown Pink

Blue Gold Orange Red Yellow Green Silver
Vehicle Usage (Please alsoread venicle usage notes.)

01  Private Passenger 06 Other Ambulance, Hearse 11 Exempt Class B (£B)®

02 Taxi, Commercial Passenger 07 Rental 12 Diplomatic

03 Transport Licensed Goods@® 08 Recovery Service 13 Caravan/Specal Purpose (excluding EA & EBJ©®
04 QOther Goods® 08 Fire Brigade

05 Commercial Ambulance 10 Exempt Class A (EA)®

Venhicle Usage Notes

(] For vehicles used in the carriage of goods {ranging from freight moved by truck to ilems delivered by motorcycle courier) if payment 1s received

for the delwery of the goods, and for vehicles with a gross vehicle mass {(GYM) of 6000 kg or greater.

] For vehicles used m the carnage of goods if no payment is received for the delivery of the goods, and provided the GYM is less than €000 kg
Exampies are:- domestic trader light goods van used for domestic pusposes

o Certain vehicles of specified design or use, although recuired to be registerea, qualify for some degree of exemption from motor taxation. The
completed and signed MR2A form, when usage 10 or 11 has been nominated, will be used as a declaration that the rules in regard to exempt vehicies
will be comphed with. Infermation regarding exempt Iicensing for motor vehicles can be obtained from authonsed agents of the Land Transoort
Safety Autharity. Nomination of 3 usage of 10 fexempt class A (EA) or 1 {exempt chass B (EB)) requires comphance with the rules as set out
infactshect 27 “Registration and icensing of exempt vehicles™

(1] For vehicles which are designcd for the transportation of special purpose equipment, rather than for cariiage of goods, ¢ g. trailer type caravens,
tractors, graders, iorklifts, seif-propeiled cranes or cherry pickers.

Industrial Class

01  Privale Class 06 Transport Non Road 1 Business/Financial

02 Mining/Quarrying 07  Agriculturc/forestry/fishing 12 Community Services

03 Manufacturing 08  Electricity/Gas/Water '3 Commercial Road Transpert
04 Construcuon 03  Wnoiesaie{Retanfirade

05  Vehicle Dealer 10 Tounsm/Leisure

Road Transport Code

01 Llog Haulage 08 Bulk Cartage Liquids 15 Bus Sewvice - School

02  Stock Cartage 09  Heavy Haulage 16 Tour £t Charter Service

03 Refrigerated Transport 10 Courier - Urban 17 Taxi Service

04  Furniture Removal N Courers -~ Rural & Inter-Urhan 18 Limousine Service

05  General Goods Line Faulage 12 Venicle Recovery Services 19 Shuttle Service

06 General Goods Locai 13 Bus Service - Urban 20  Shuttie Service - Inter-Urban
07  Bulk Cartage Solids 14 Bus Service Inter-Urban

Vehicles Subject to Road User Charges

Avehicle that is subject to Road User Charges [RUC) is any vehicle that is diesel powered, or has a manufacturer’s Gross Vehicle Mass
{GVM) of more than 3.5 tonnes (3500kg), or is powered hy a fuel aqt taxed at source.

A RUC lice nce musi be purchased at the time of registration by completing iorm RUCLA.

Hubodometer Make Code
1 Engler 3 Mechanex 5 Argo 7 Marco 9  Jost
2 Veeder Root 4 Acculrac 6  Trailmark 8  Stemco

Identification Details
Driver's Licence - Private ndividuals registering venicles should provide their driver's licence. If a driver's hicence cannot be supplied
then documents which provide date of birth and signature must be presented at the agency to complete tne registration transaction.

Customer No. - Corporate Orgamisations {non-individual) may have a customer aumber allocated to them which should be provided
when registering vehicles. If a customer nymber has not been allocated then a Certificate of Incorporation must be presenied at th=
agency to complete the registration transaction. Application for 3 customer number can be made on an MR36 form.

Joint Owners
if more than one Joint Owner is required to be recorded, ptease apply in writing to the Transport Registry Centre, Private Bag, Paimerston
Nerth

Additional Information
For further information piease call the Transport Registry Help Desk on 030C-108 809, Monday to Friday 800 am - 6.00 pm or visit
the LTSA website www.ltsagovt.nz

Vehicle Compliance

The printing of this MR2A 1s an acknowledgernent by the rssuer that the vehicle defined on this form complies with requirements
specified 1n applicable Land Transport Acts, Regulations and Rules where these are required. The issuer of this MR2A holds any
documentation from the authonsed compliance officer.

Lapse of Compliance Certification and Approval to Register

If this vehicle 1s not registered within 2 years fellowing the date of vehicle compliance certification, the vehicle must be recertified
before registration in accordance with section 4 of the Compliance Rule. This will require verification that the vehicle was in originat
compliance with approved standards and a physical inspection to ensure it still is.

Payment

If you wish to pay by

* Cheque, make the cheque payable to the agent of the L.and Transport Safety Authority where tre cheque is being presented.

® Credit Card, p'ease contact the agent where the form will be gresented, to confirm if credit card payments are acccepted for LTSA
transactions
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transportsafety Application for Registration of a VIN Exempt Motor Vehicle

Trinnpert Regesiry Lewirr

Vehicle details

Type/Usage
Select vehicle type and usage
codes from overleof.

Body type/colour
Seiect body type and colour
from overleaf.

Identification details
Please complete one only
(see Note 10 overieaf)

Owner details

Joint owner details

Applicant’s signature

Dealer's customer no. Plate number
I T N T N l
Vehicle type (see note 2) Vehicle usage fsee note 4)  Chassis number
1 1 | 1 1 1 1 1 1 L 1 1 | 1 1 | |
Make Model (see note 5 overieof)
Vehicle year Body type  Basic colour Second colour Engine number

'sec note 3) {see note 6)

I i P | | | | |

P hicle i Zoverieof| finiti
Engine type Neliele 's a raoveRatti dotiokrags) Assembly type (please tick one)
1. Petrol 4. LPG b N
2. Diesel 5. Electric SCRATCH-BUILT S 1. Imported Built Up D
3.CNG 6. Other D USED IMPORTED U D 2. NZ Assembled/Built [ ]
RE-REGISTERED R
3 Licence Pen'od
CC rating | IGVM I |5€3t5 l RUCT Vehicle _IPiease Tick One)
| Y] I S (Y 11 | ype
See note 9
Country of origin Country previously regd sy |6 Months Ol
| [ I l ‘ 12 MonthsD

Driver's licence number Customer number from LTSA card

Lo v o JORL 0 o v v a1

Last name/Company name

First namelz) Occupation
[ 1 Farmer
I 2 Proprietor
3 Prof/Executive
R
Trading as/Representing # Clerical D
[ 5 Tra@esperson
Residential address oictiicd
7 Houseperson
| 8 Other
I I Sex

Isuburb Town l D Male D Female

Date of birth

Postal address (if different from above)

r I Day Mth Year

Last name First name(s)

| |

I certify that the particulars given are correct

X LMVD stamp (if applicable)

| understand that if any registration plates are issued in error or are being used unlawfully, | must surrender such
registration plates if lawfully required to do so, notwithstanding any fault or error by any person.

Land Transport Safety Authority or Authorised Agent

FOR OFFICE USE ONLY

MR2802/02 TRC Copy

Types of ID sighted Input

| |

Total payabie (GST inclusive)

$

Chkd

Date Stamp

287



MR2B - NOTES

Yo

12.

The Transport (Vehicle and Driver Registration and Licensing) Act 1986, and its amendments, provide for the registration and licensing of
motor vehicles. The particulars specified on this form will form part of the Motor Vehicle Register. Corresponding information held on other
parts of the Land Transport Register may be amended. You are entitled to have access to, and may request correction of. any retrievable
information about you held by the Land Transport Safety Authority, Transport Registry Centre. Private Bag, Palmerston North

Vehicie Type 3.  Body Type
Only the vehicle types listed below can be registered using this form

All other vehicle types should be referred to a VIN agent for

authorisation to register

Vehicle Type - sclect the apprapriate code Body Type - select the oppropriatecode
Code Description Code Description
01 Moped - power <=2kw & max speed <=50kph MC Motorcycle = —
02 | Trailer/Caravan - GVM <=3500kq 8 _| Boat Traiter - o o
. B | 1¢ [ Caravan S
S Ml 10 Domestic Trailer
T =G o 1 Flai-Deck Trailer =
e e ) Other Commercial Traler
03 Tractor - max speed <=50kph e | .TA | Tractor I S
| 04 | Seif Propelied Agriculiural Machine o . OR | Agricultural Machine - other
05 Trailer not designed for normal highway use OR Non Highway Trailer - other
06 Mobile Machines not designed for normal highway use MM Mobile Machine E=tate
12 Ali Terrain Vehicle (ATVs) MC Motoreycle
Vehicle Usage (Please also read vehicle usage notes)
01 Private Passenger 10 Exempt Class A (EA)©
02 Tax, Commercial Passenger 11 Exempt Class B (FB} ©
03 Transport Licensed Goods @ 12 Diplomatic
04 Other (standard) Goods @ 13 Caravan/Special Purpose (excluding EA £t EB) @
05 Commercial Ambulance
07 Rental

Vehicle Usage Notes
@ Forvemcles used in the carriage of goods (ronging from freight moved by truck o items delivered by motorcycle courier)
if payment is received for the delivery of the goods, and for goods vehicles with o gross vehicie moss (GYM) of 6000 kg or greater:.

@ Forvehicles used in the carrioge of goods ifno payment is received for the delivery of the goods. ond provided the GVM is less than 6000
kg. Examples ore:- domestic troiler, light goods van used for domestic purposes

© Certoin vehicles of specified design or use, olthough required to be registered, qualify for some degree of exemption fromother requirements
When usage 10 or 11 has been nominated, the completed and signed MR28 form will be used as a declaration that the motor vehicle
registered by use of that form, and the vehicle’s usege, complies with the requirements of the relevant legislotion. Informotion regarding
the regisirotion and licensing of exempt vehicies can be oblained fram the LTSA or guthorised LTSA agents. LTSA Foctsheet 27 provides »
plain English summary and guide to the registrotion and licensing of exempt vehicles. Ifyou ore unsure of your obligations please coll the
Motor Vehicle Registration Helpdesk - 0800 108 809.

@ For vehicles which ore designed for the tronsportation of speciol purpose equipment, rather than for the corrioge of goods,
e.g. trailer-type caravans, tractors, graders. forklifts, self-propelled cranes or cherry pickers.

Model
State the manufacturer's designation e.g. Corolla, Sigma etc - not the year of manufacture.
Colours
The vehicle colours should be selected from the following list:
Black Cream Grey Purple White
Blue Gold Orange Red Yellow
Brown Green Pink Silver
New, Scratch-built, Used Imported, Re-registered
New avehicle never previously registered in any country and contains NO used paris.
Scratch-built avehiclenever previously registered in any country and is
® assembied from previously unrelated components and construction materials, or
@ a production vehicle where the body and chassis are modified by more than 60%.
This definition excludes a vehicle rebuilt from parts of the same make and modei,
Used Imported a vehicle which has been previously registered overseas, and never regisicred in New Zealand.
Re-registered a vehicle which has been previously registered in New Zealand and not substantially modified from original condition to

become scratch-built.

Gross Vehicle Mass (GVM)
- Show manufacturer's gross vehicle mass n kilograms.
- Required for alt vehicles except mopeds and ATVs.

Vehictes Subject to Road User Charges

A vehicle that is subject to Road User Charges (RUC) is any vehicle that is diesel powered or has a manufacturer's Gross Vehicle Mass {(GVM)

of more than 3.5 tonnes (3500kg) or is powered by a fuel not taxed at source. State the RUC vehicle type. For more information on Road User

Charges obtain Factsheei 38 from an LTSA Agent.

Identification Details

Driver's Licence - Private individuals registering vehicles should present their driver's licence. If a driver's licence cannot be presented then

documents which provide proof of date of birth and signature must be presented at the agency to compiete the registration transaction.

Customer No. - Corporate Organisations {non-individual) may have a customer number allocated to them which should be provided when

registering vehicles. If a customer number has not been allocated, then a Certificate of Incorporation must be presented at the agency to

complete the registration transaction. Application for a customer number can be made or an MR36 form.

Additional information

For further information, please call the Transport Registry Centre Help Desk on 0800 108 809, Monday to Friday 8.00 am - 6.00 pm.

Payment

If you wish te pay by:

@ Cheque, make the cheque payable to the agent of the Land Transport Safety Authority where the cheque is being presented.

= Credit Card, please conlact the agent where the form will be presented, Lo confirm if credit card payments are accepted for LTSA
transactions.
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Wi v
ndnsp_t}_l_t‘s_af_e_ty Application for Registration of an Overseas Visitor's Vehicle EViple

IMPORTANT - Please read notes on the back of this form Piate number
Vehicle details
“ Vehicie types/body types are “Vehicle type Vehicle usage Chassis number

located on reverse of this E | l

form (see note 2 overleaf). { QDT Al T (O AT P T (A I ([ oy [ |

Make Model

Jeer| |

Vehicle year *Body type  Basic colour Second colour v Engine m._n.!nbtr

RN G WP L) PRl b=l | |

Engine type

1. Petrol 4. LPG Vehicle is Assembly ype
2. Diesel  S. Electric

3.CNG 6. Other D IE E:l

) Licence Period
CC rating GVM (See note 5 overleaf] Seats RUC Vehicle _(Piease Tiek One)

Type

IO e 1 S

(See note &

Country of origin Country previously regd overleaf] glontns D

l ‘ | I ‘ 12 Months |

Identification details Customer identification is required (See note 7 overleaf)

Owner details Last name/Company name
First name(s) Occupation
1 Farmer
2 Proprietor
i i 3 ProffExecutive
(ading as/Representing 4 Clerical
5 Tradesperson
Residential address 6 Retired
7 Houseperson
[ 8 Other

I l Sex
Suburby Town D Male D Female

I I I

Postal address (if different from above) l ‘ I I
| |
| J Day  Mth Year

Joint owner details  Last name First namel(s)

| I |

Applicant's signature | certify that the particulars given are correct

Please ensure that the appropriate documentation is presented (See note 8 overleaf)

Land Transport Safety Authority or Authorised Agent

FOR OFFICE USE ONLY Type of documentation sighted

| I [=

Types of ID sighted ID Number

| | |

Total payable (GST inclusive)

Date of bi th

Chkd

MR2C 10/2001 TRC Copy $ Date stamp
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MR2C - NOTES

1.

Tne particulars specified on this form are required for the purpose of Part 10f the Transport (Vehicle and Driver Registrziion and iicensing) Act 1936 ad wa't form part
of the Motor Vehicte Register. Corresponding information held on other parts of the Land Transpast Register may be amended. You are entineg 15 have actess o ang
mayrequest correction of . any retrievable information aboutyou held by the Land Transport Safety Autherity, Transport Reqisiry Centre Privaie Bag Paimersten Notti

Vcehicle/Body Type

Vehicle Type Body Type
I Mopeds MC - Motercycle T
2 Tratlers & Caravans TC - Caravan
TO - Other
T8 - Boai 'raiicr
TD - Domestic trater i
3 Tractors JA_ - iracter i
4 Agrecuilural machines OR - Agricuiturai machine - other
5 Trailers nct des:gned for normal highway ase i OR - Non—mgh.».ay trailer - other
6 Mobiie machines not designed for normal_highway use MM - Mobie Mach:ne
7 Passender cars and vans HA - Hatchbeck
SP - Sparts ¢ ’
St - Saloen '
SV - Staticn wagen |
LV - lignt van
8  Gooas vehicies (trucks, vans, utililics) W - Light van 7
HV - Heavy van
QT - Other truck

_ UT - Uity _~_¥W___J

G Passenger vehicles (buses) LB - Minivus
HB - Service coach
10 Motor caravans SC_ - Seif-propelied ca
i1 Motorcycies MC - Motorcvele
12 All Terran Vehicles (ATVS) T 0aC T Ratatoycle
{13 “Speciai parpose vehicles 0T - Gtner -
L s MM - Vol machine
Model

State the manufacturer's des:gnation e.g. Corolia. Sigmma e1¢ - net the vear ot manufacture.

Colours

The vetscie colours should be selected from the fellowing hist:

Black Cream Grey Purp'e Vihite
Blue Goid Orarje Red Yeilew
Brown Green Pink Siiver

Gross Vehicle Mass (GVM)
- Show manufacturer's gross venicle mass i kilograms.
- Required for trucks, vans, utilities, tra;iers. caravars and cranes

Vehicles Subject to Road User Charges

A vekicle subject 10 Road User Charges (RUC) is any venhicle that is diesel powered, has @ manuiartured’s Gross ¥oh oo Mass (VM) af maie ¢
ot .s powereg by a fuei not taxed at source. Where the manufaciurer's GWM 1s more thisn 35 tonnes §3500kg) an spurovel husedometer must be e
axie on the left-hand side of the ver:cle. Cor more informaticn on road user cirarges you cae 5H1an Fagiorect 38 frem an CGiSA sgent & e LTS3 renste

Identification Details
Driver’s Licence - Private individuals registering vehicles should provice their driver's licence. !t 3 drver’s hoencs cannoi ce suoplied then ¢
proof of date of birth and signature myst He preserted 31 the agency 19 compleie 2 reGisiraticn tsAsaTlor

onich prosite

Customer No. - Corporate Organisatiens (ron-individuzli may have a customer number ailecated 10 thems waich shoulg be provides when
customer number Fas oot been allocated, tnen a certificaie of incorporation must be presenzed
& custamer tumber canbemade on an MRS form.

SHNEnng ercies, oz

en e

he 3Gerdy 1€ COMDIETe e 1eYiSiaion lrarsalt O, ApDNL3
Documentation
Tc register a vehicle in NZ &s an OVL one of the foilcwirg must Ge sigred

Carnet de Passages en Douane: [s an entry to multipie courtries and s issued by the Thamber of Commmerce o7 Butemotnt Asociaton
The Carnet mwst have an eriginal Customs Bepartment stamp

Triptyque: Entry 16 one ccuntry and is issued by the Chanmber cf Carnmerce of the Automotae Sssogiat:cr Tre Tnptvaue must have an
stamp.

C4 - import Entry (Temporary): Issued by NZ Custars Department. The C4 must have an criq.nz! Customs Qepariment stamp

Approval from LTSA Head Office: Leticr of appreval on an cff.cial L1SA ielterhead

Inspections
Wnite being used on New Zeaiard roads the vehicle is required fo have a current New Zeaind Viarranl ¢f Fitress or Ceritficate of Fitness

The vehicle is required to be registered with
® visitor who brought the vehicle into Newr Zesland becomes a permar.en: residhent in Ney: Zeaizrc

® vehiCie s sold

a New Zealvd Registration if the

® vehicle remains in Nevi Zealand for mare than 12 months,

Additionai Information
feor furlner iafermation you €3n call the Transpsi: Req
At5a.50¢

v Cerire Help Desk an @80C 108 809 “icnesy w3 i 03y B0 om

Payment
1€ you wask 10 pay by.

* Cheque. make e chegue payasie to the sgert of the Ling fransport Setery Authonity whaw the cheque ~ bmag

e Cresit carn nlease cantact The anen

whe the form il be presented, w0 torfem f Cre

d.t Card naymerie i for IV 5A transactans,
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Fiease Arint cicarty 1n tne paneis provided. IMPUKIAN] - Please read notes on back of form.

Application to reverse registration

Vehicle details If it appears (from either the condition of the plate(s) or the content of the ‘ Plate number
disclaimers) that the vehicle has been driven on the road, this form will be f
declined and an alternative method of canceliation will be recommended.y_;
1 ] I [} 1
Make Model
T ‘ i
1 ! |
VIN Dealer (D
| : i
L e S [ O B N B N N

Owner details

tast name/Company name

T'ﬂ ’ !
L . B 3
First name(s
I - - T o |
[; |
Residential Address

.

!

Suburt Town

)
-] ]

Postal address {if different from above) e .
Dealer details

Applicant's signature Designation

X i ]

Dealer's stamp

i
1

The particulars specified on this form are required under the Transport (Vehicle and Driver Registration and
Licensing} Act 1986, and its amendmeants, and will form part of the Motor Vehicle Register. Carrespanding
information held on other parts of the Land Transport Register may be amended. You are entitled t0 have
access to, and may requestcorrection of, any retrievable information about you heid by the Land franspon
Safety Authority, Transport Registry Centre, Private Bag, Palmerston North.

Land Transport Safety Authority or Authorised Agent :

FOR OFFICE USE ONLY
I1f you answer 'NO’ to any of these, this form is unable to be processed

Office Checklist: {piease ¥ appropriste box) YES NO - - ‘
Plates returned: O Od 1: Input [ ‘
Licence label returned: O O { I
Copy of MR2A receipt: a O I [ !
Disclaimer from Dealer: O O | Chkd ‘ i ‘
Disciaimer from Owner: D D ! } ?‘
|
{ Il

date stamp

mr20 0402 TRC COPY
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MR2D - NOTES

Al Apphcations for Reverse Registration must be fodged withir < weeks of e webiche being regisierad sad must be v

oy

AR

® awritter request from the Dealer that registered the vehicle, utiinien wiby the Fovaise A2

siaienieni as to whether 0r noi 1he customer {00k pussession ¢f e vehicie o photocopy or iacs e

e asigned disclarmer fram the reqistered oxin€r staling the reasen (o1 the Revs ce Requatrat un and whethe
of the vehicle (a phorocopy or Facsiniiie is acceplabie)

v I0OK BOSSessIng

® ithe Renistratinn Platefe)

* the Licence Label and Certiticate of Registrauion (if availaoie). and

e the receipt copy of the MR

[~

& hedling fee af SEEIE AN the zcnin fon Ia1 a0 Fotage portise o the

NENH
2 0ot reusable, ihe fecs for (hese are 3l ded: cled

the refund. As :ke niate(s) and labei a

fhis rorm will not be accepted if the vehicle nas been driven or 2 road since registration

Cav Friethar iqfarmation «

the Trantane Penisty
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MR13A
tsafet

trahspor

Tramyport Kegisiry Centre

Notice by Person Selling/Disposing of Motor Vehicle

1. Within 7 Days after Sale or Disposal of a Vehicle:-
The Seller/Disposer:-  to complete this form and send by Freepost. We recommend that you take a copy of
this form, so that you have a record of the new owner's details.
The New Owner:- to provide details below and complete the Notice of Change of Ownership of
Motor Vehicle - New Owner to Complete (MR13B). Please also see note 2.

2. Change of Ownership
The change of ownership to the new owner will not be complete (and the old owner may stitt be liable
for the vehicle and any fines incurred) until the new owner has presented a completed form (MR13B),
identification, and paid the fee, to an agent of the Land Transport Safety Authority. The Seller should
sight the Change of Ownership Receipt the buyer receives when completing the change of ownership
process before handing over the vehicle.

3. Additional Information
Call the Transport Registry Centre 0800-108 809, Monday to Friday 8.00am - 6.00pm.

Vehicle Make Model Plate Number

Details l J r l

(FIRST FOLD INWARD)

Selier/ Last name/Company name
Disposer \ B - ]
Details First name(s)

Residential/Company address

| | . |

Suburb Town

J | |
Date of Disposal I0dometer reading at time of disposal ‘
1 L — |

New Owner  Last name/Company name

Details | |
First name(s) _
Residential/Company address
L |

(SECOND FOLD)
Suburb Town
S igna ture 1 give notice that the vehicle described above has been sold/dispased of on the dote

stoted. Sce notes overleof.

X

Seller's/Disposer's Signature

IMPORTANT
It is recommended that the Seller retains
a separate record of the new owner
details until the change of ownership is
completed.

Refer Note 2 above

L
INSERT IN SLOT & /
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» The Transport (Vehicle and Driver Registration and Licensing) Act 1986, and its amendments provide for the notification
of change of ownership of any motor vehicle. The particulars specified on this form wilt form part of the Motor Vehicle
Register. Corresponding information held on other parts of the Land Transport Register may be amended. You are entitied
to have access to, and may request correction of, any retrievable information about you held by the Land Transport Safety
Authority, Transport Registry Centre, Private Bag, Palmerston North.

*  Persons who knowingly give false or misleading information commit an offence and are liable to a fine of up to $1000.

Questions on ownership? Call 0800 108 809

Questions on court fines? Call 0800 609 669

Freepost Authority
493 Palmerston North

Jreepost

TRANSPORT REGISTRY CENTRE
PRIVATE BAG
PALMERSTON NORTH

You are liable for all fines on this vehicle until both
you and the buyer complete ALL that is required.

INSERT IN SLOT
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trahSportsaféty Notice of Change of Ownership of Motor Vehicle

Tramspert Regiusrs Crmtre

Vehicle details

Identification details
(Please complete one box only)

Industrial class/

Road transport code
{See note 7 overleof]

New owner to complete

Dealer's Customer No. (Deoler to complete only when selling from deoler network)

i S I T Ve T | |
Make Modei (See note 6 overteaf]

o | L

Driver’s Licence no.

|11"‘|]OR [ R O TN TR A N TN W

i 1 L A i
Customer Identification is required (Sec note 3 overieaf}

[, ]

VIN/Chassis No.

Customer no. from LTSA card.

Industrial Class Complete Road Transport Code only if Industrial Class is 3.
01 Prvate

02 Mining/Quarrying
03 Manufactuning
04 Construction

Road Transport Code

01 Log Haulage n
02 Stock Cartage ”

Courier - Ruralfinter Urban
Vehicle Recovery Serviee

i 03 Refngerated Transport 13 Bus Service - Urban
05 Vehicle Deal L)
06 r,,:pm N‘:r'l-Road 04 Fumiture Remavals 14 Bus Service - inter Urban

Y ishi 0S General Goods Line Hautage 15 Bus Service - School
07 Agn'cfForestrylFishing 0
08 Electricity/Gas/Water 06 Generaj Goods Local 16 Tow & Charter Service
09 Whatesate/RetaillTrade 07 Bulk Cartage Solids 17 Vaxi Service
10 Tourism/t sisure 08 Bufk Cartage Liquids 18 Limousine Service
1 Busines/Financial 03 Heavy Haulage 19 Shuttle Service - Urban

10 Courier - Urban 20 Shuttle Service - inter Urban

12 Community Serces
13 Commercial Road Transport

Road user charges All Diese! Vehicles and all vehicles that weigh over 3500kg are subject to Road User charges (RUC). See note 9 overleaf.

New owner
details

Joint owner
details

Transfer
receipt

New owner'’s
signature

Last name/Company name

‘ o

‘ Sex

D Male D Female

Date of Birth

Trading as/Representing (if applicable)

Residential Address

Day

Suburb

Postal address {if different from above)
: €~

Last name First name/s

|
L

Transfer receipt required [] Yes D No

This is an optional receipt that confirms the change of ownership and the seller should sight it before the vehicle is handed over. Note: Transfer
receipt 15 NOT available if identification is not provided.

Dealer's stamp (if applicable)
|

X | |

The Transport (Vehicle and Driver Registration and Licensing) Act 1986, and its amendments, provide for the notification of change: of awnership of any registered
motor vehicle. The particulars specified on this form will form part of the Motar Vehicle Register. Cormesponding information held on other parts of the Land Transport
Register may be amended. You are entitied to have access to. and may request carrection of, any retrievable information about you held by the Land Transport Safety
Authority, Transpart Registry Centre. Private Bag, Paimerston Nosth

Land Transport Safety Authority or Authorised Agent

FOR OFFICE USE ONLY

mr13807/02 TRC COPY

| tnput

. |
/ 2
|.

Types of ID sighted

hk
Total Payabte (GST inclusive) Enid

$

| date stamp
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MR13B - NOTES

1)

Notification of Change of Ownership

The Transport (Vehicle and Driver Registration and Licensing) Act 1986, and its amendments, provide for the notification of change

of ownership of any registered moter vehicie. For full details the Act should be referred to but some ¢f the more important points

are mentioned below.

{a}  Within seven days after purchasing or obtaining a motor vehicle the person purchasing or obtaining it must complete this
form and present it, along with the change of ownership fee and the necessary owner identification to an authorised agent
of the Land Transport Safety Authority.

(b)  The person purchasing or otherwise obtaining Lhe vehicle is primarily liable for payment of the Notice of Change of
Ownership fee.

(c)  If you purchase an unlicensed vehicle which is subject to continuous vehicle liceasing {CVL) you are required to ficense or
exempt your vehicle from CVL from the date this application is processed.

{d)  Anyperson who fails to comply with the provisions of the Act commits an offence and is liable to a fine not exceeding
$500. Any person who supplies false or misleading information on a Notice of Change of Ownership form commits an
offence and is liable to a fine not exceeding $1000.

Change of Ownership

The change of ownership from the old owner to the new owner will not be compleie until the new owner has presented
1dentification as described below, if this form is processed witheut suitable identification, an Application to Complete Owner
tdentification form (MR34), musl be completed when identification 1s presented to complete the change of ownership,

Identification Details

Driver's Licence - Private individuals notifying change of ownership should present their driver's licence. If their driver’s licence
cannot be sighied then documents which provide proof of full name, date of birtk and signature must be presented at the agency
to completc the notification transaction.

Customer No. - Corporate Organisatiors (non-individual) may have an LTSA customer number allocated to them which should
be provided when notifying a change of cwnership. If a customer number has not been allocated then a Certificate of Incorporation
must be presented at the agency to complete the notification transaction. Application for an LTSA customer number can be made
on an MR36 form.

Certificate of Registration

ACertificate of Registration (MR3} will be sent to the new owner within 7 days if this form is processed with identification
presented. If no identification is presented then the new certificate wil' not be sent out untit a completed MR34 form has been
processed. NOTE: The Certificate of Registration does NOT constitute a certificate of legal owncrship but is merely a record of
registered owners of a rmotor vehicie.

Joint Owners
1f more than one joint owner is required to be recorded, please apply in writing to the Transport Registry Centre, Private Bag,
Palmerston North.

Model
State manufacturer's designation e g. Corelta, Sigma etc, not year of manufacture

Industrial Class/Road Transport Code
These two panels are used for statistical purposes only and i no way aifect the liceasing of this vehicle.

Change of Usage
If the new owner of a vehicie changes its design or the way it is used, it may need to be reclassified for licensing purposes.
To notify a change of usage please complete an Application to Change Vehicle Usage form (MR14).

Road User Charges (RUC)

A vehicte subject to Road User Charges (RUC) 1s any vehicle that is diesel powered or has a manufacturer’s Gross Vehicle Mass
(GVM) of more than 3.5 tonnes {3500kg) or is powered by a fuel not taxed at source and therefore must pay Road User Charges
(RUC). New owners should ensure that the vehicle has a current RUC licence before purchasing the vehicle. Further information
is available by phoning the Transport Registry Centre Help Desk on 0800-655 644, Monday to Friday 8.00am - 5.30pm.

Payment

if you wish to pay hy:

. Cheque, make tne cheque payable te the agent of the .and Transport Safety Authority where the cheque s being presented.

. Credit Card, please contact the agent where the form wil! be presented to confirm if credit card payments are accepted
for LTSA transactions.

Continuous Vehicle Licensing (CVL) and exemptions.

Vehictes that are subject to CVL must remain licensed at all times. {f such a vehicle remains unlicensed ‘or more than 12 months,
its registralion will be cancelled. Qutstanding licence fees will remair: payable and this debt wilt be refer:cd to our debi coliection
agency which is empowered to arder payment of outstanding licensing fees. Additional costs may atsc be charaed at tnis time.
if the vehicle is to remain unlicensed for a period of more than 3 months, an exempuion frem licensing can be appiied for in
advance, by filling out an apptication (form MR24), available from LTSA agents.

'f a vekicle with ar exemption from CVL is licensed befare the minimuir: 3 month exemgtion period has elapsed, licensing fee<
will be payabie irom the date the previous licence/exemption expired.

If you sell an unlicensed vehicle which is subject to continuous vehicle licensing or ils registration is cancelied because 't has
remained unlicensed for over one year, outstanding licensing fees will remain payable. The deb: will be referred to our debt
collection agent who .s empowered to arder payment of the outstanding lcensing fees and any additional costs.

Additional Information
For further informaticn please call the Transpari Registry Centre Help Deck on D800-108 809, Monday to Friday B.00am - 6.00pm.
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Flease print clearly in panels proviged. - IMPUK IAN | - Please reaa notes on back ot torm.

L A ND - . ‘/
transport Saf!i‘.ty Dealer Certificate

MR13C

Dealer Details

Deaier Name

Dealer's Customer No.

L

Tyl

Vehicle Details

For further information please
call the Motor Registration
Help Desk Free on

0800-108 809, Monday to
Friday 8am - 5pm.

Plate Number Purchase Date Certiicate Required Owner Name

TR AN : « =

Make Model

[ | |

Piate Number Purchase Date Certificate Required Qwner Name

|”_|Ill[|Yas ENO[

Make Model

L | |

Plate Number Purchase Date Certificate Required Owner Name

Lol Lo . R ety 1)

Make Model

] i

Plate Number Purchase Date Certificate Required Owner Name

I...l-”[-I.IDYes ENu[

Make Model

L L

Plate Number Purchase Date Certificate Required Owner Name

Lo oo M 1T 1 pees e

Make Model

I Jid

Plate Number Purchase Date Certificate Required Ow er Name

I.....H ]l |[tes :INOI

Make Model

Dealer’s
Signature/Stamp

1 confirm that the vehicle(s) described above have been acquired on the date(s) shown.

X

LAND TRANSPORT SAFETY AUTHORITY

For Office Use Only

mr13c 1285 MRC COPY

FORWARD THIS COPY ONLY TO THE

Input

MOTOR REGISTRATION CENTRE, PRIVATE BAG, PALMERSTON NORTH
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DATE STAMP




MR13C ~ NOTES

Completion of this Form

Each week as a dealer buying vehicles rom the public you are required to list all vehicles bought since
the last MR13C return.

Where a vehicie 1s hought and sold within the week, you shou'd have changed the cwnership to your
customer, the new owner, betore your return is sent in.

In this siluatiern do not include 1t on the MR13C Form.

Please forward the top copy only (MRC copy! ‘o the Motor Registralicn Cenlre. Privale Bag.
Palimerstori North and retain the bottom copy for your own records.

Payment

Please do not foiwara any payments tor these transactions, you will be invoiced by Land Tanspoit
Safety Authority on a quarterly basis.

Additional information

For further information please calt the Mctor Registration Heip Desk Free on 08C0 822 422 Monday o
Friday 8 am - 5 pm. Our posta! address 1s: Moler Pegistration Centie. Private Bag, Paimerston North
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transportsafety Application to Cancel Registration

rrmepmrt Brghitrr Drmter

IMPORTANT - Please read notes on the back of this form

Vehicle Details

Plate number

N L Y

Make Model fsee note 2 overieaf)

VIN/Chassis number Engine number

REASON FOR NIL RETURN OF PLATES

Plate(s) surrendered I:l Yes E’No I ]

If plates are not availabie please statereason as spproval for the cancellation and any refund of unexpired
licensing fees is at the Registrar's discretion.

Reason fc_)r A D Vehicle destroyed or become permanently useless | Circumstances where cancellation cannot be made:
cancellation

(Please tiek one] B D Vehicle permanently removed from New Zealand F D Vehicie stolen

Note: If th isteation is cancelled

ooty ¢ [ mate pte retumes 5[] pates osstaen

several steps wili need to be foliowed,

including imspection, certification, re- D E] Vehicle written off by insurer H D Vehicle sold/given away

registration, licensing and new

registration plates and ficence labells)

issuf, B D Vehicie taken permanently off the road ) ,:] Handing in piates

See Note 3 overleaf for what action is required.

Only complete if vehicle subject to road user charges (seenote 4 overica
Reason for nil return of labels
Road user charges I:I " D . [ l
Label(s) surrendered S P
If this vehicle is subject to RUC, an end reading MUST be supplied
Hubodometer/Odometer current distance reading |

> ) X Customer no. from LTSA card Driver's Licence no.
Identification details | l OR | /
(Please complete one box only} | | s R | e - R T 40
Customer Identification is required (see note 5 overieof)

Last name/Company name First namel(s)

Applicant details | |
Address
Suburb Town

Postal address [if different from above]

| certify that the particulars given are correct

Applicant’s
signature x

Land Transport Safety Authority or Authorised Agent

FOR OFFICE USE ONLY

RUC iabel returned: E] Yes D No RUC end reading keyed:
(Attach label if returned)

Number of plates returned: D 2 I:’ 1 |:| Nit put

Types of ID sighted

Total payable (GST inclusive) Chkd

MRi1508/01 TRC Copy $ date stamp
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MR15 - NOTES

1. General
Tre Transport (Vehicle and Driver Registration and Licensing) Act 1986, and its Amendments provide for the cancellation of
registration of motor vehicles. The particulars specified on this form wili be part of the Motcr Vehicle Register. Corresponaing
irformation keld on other parts of the Land Trancpart Register may be amended You zre entitled to have access tc, and may
request correciion of, any retrievable information about you held by the Land Transport Safeiy Authority, Transport Registry
Centre Private Bag, Palmersten North.

When s vehicle is destroyed, removed permanently from New Zealand, becomes permanently useless o is writien of € the
owner must surrender the registratior. piates and notify the cancellation immediately by completing and lodging “he requ:r2d
format an authorised agent of the Land Transport Safety Authority. Any person who supplies false or misieading nformation
on a form commits an offence and is liable to a fine not exceeding $1000 G0

2. Model
State tie manufacturer's designation e.g. Corolla Sigma etc. - not the year of manufacture.

3. Reason for Cancellation
Reasons F, G. H & ! are not valid reasons for canceilation of a motor venicl Please take the following actior:

F fvehicle Stolen) - Please contact Transport Registry Cantre on phone 0800 108 8GS
G [Flzte/s Stolen) - Apply for a ieplacement regist-ation olate (form MPSA‘;
H {Vehlicle sold/given away) - Complete a Notice by Persor Selting/Dispusing of Motor
Vetic'e (form MRI13A)
| [Henzing in Plates) - L754 Agent will take aporopriate acion

4. Road user charges
A yehicle subject to Road User Charges (RUC) 1s any vehicle that is diesel powered or has @ marufaciurer's ¢ross venicle
mzss {EVM) o mare than 3.5 tonnes (2500kg) or it powered by a fue! nct taxed at soures. Where the nranu®act. rer's GVM
ismore than 3.5 tonnes (3500kq) an enoroves hubnaometer must be fitted 1w o non-lifling axle on the left-hand sige of the
vehicle.
If the vehicle is fitted with @ hubodomeier state the end reading showin or tne rnubodometer If 3 hubodanm 2ter is rot
required, state the end reading shown on (¢ vehicle's odometer.
A refund tqual o the amoun! of any unused distance recorded agains
order for the refund to be paid, the currens distsnce reading of the
existing sriginal RUC licences must be surrendered with the ME15 GR ¢
Lomeleted oa this farm. Any refund i< lianie to- audit and at the Land Transpor
anly ue fam icences purchgsed within the jast twis yesss. (See note 7,)

the hubcdameterfogome (¢ may be refunded, in
bodomater cdometer must e orovided 2nd Eny
far oil return uf labels panel mues be
ety 2uthority's dispretan Clajne <=ullé

L

5. Identification Detaiis
Driver's Licence = ?rivaie individyals natifong the cancellation f @ mctor vehicie should present their drives’s licence, if
iheirdriver’s licence cannot be sighted tn=n uments which prowide nrmof of name  date of birth and signatur
presentec at the agency to complere the cransaction.

Customer Number — Corporate crgahisatic=s Iron-ingividuallinsurance companies may have ar LTSA custcmer number
zllzcated 1o them vehich shoutd se grovided as toentification. Approvea storags providers must compleie an Application for
a Sterage Provider to Cance! Reglitration [‘crm MR15A). MR*5A farms s-e zvailable by contacting Transport Registry
Certra un 0820 108 ROS

6. Expired !icences
If the lizence for the vehicle has expired ano the vehigle is Jubjr_-:' Lo ¢ontinucus vehicle licensing, pavment of licence Tees

cezloulated from the licenceexp ry date to the daie of canca!lation may be required

7. Refunds

salisfied thai e meso
=n parmeieni
nee [ee peid

ently useless

v refunt an 3

ealeie har been destroyed, Secams
!

e Leslan

tou2i 12 e

r=4

In order for the Registrar to be satisfled, the registration plate(s) must be returned. fhe Registra- will also require an
evplanation as lo entitiement to refund shnuld the applicant not be the rem<tered onncr of the vehicle (the exception to

H R ¢ the applicant is a1 ins. go Iic iy and the vehiclt has ritten Gff Ly the msesl if the v 5
Subjach ty Ro:d User Charges, in t for 172 refund to be pald, see note <, Any refund iz llabie for audit anc s a
Regisir«r's discreifon

8. Payment of refunds into a bank account
If the apolicant is |fa\rrng Nevs Zealand gna requires.any refund payable o e gaid into a bank account; piease scnd this
spplicaiion with details of the pank account intg which any refund is ro be pald 1a:
Refunds Sec?
Transpor: Registry Centre
Privare Baa
PALMERSTON HORTR 5307,

g, Additional information
Fo' Turther infacmation, please =4l the Helz Teiq Fres on 0800 108 809, Monday 1 Fridsy 8.0Gar - 500om
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Irsmapar Brprmy Crame

Vehicle details

Make Model fsee note 2 overieaf)

| | |

VIN/Chassis number Engine number

Reason for Nil return of plates

Plate(s) surrendered Yes D No [

(see note 3 overfeaf)

If plates are not available piease state reason as approval for the cancellation and any refund of unexpired licensing
fees s at the Registrar's discretion.

. A copy of the form giving permission to dispose of the above mentioned vehicle under Yes “! No
Declaration Section 98(4) of the Land Transport Act 1998 is attached. |

L (full name).

of . : S —_ [place of residence),

solemnly and sincerely declare that:
& |am a "director of/manager offmanaging director of/secretary of/authorised employee of/partner in/ an
individual trading as)

. . {name of approved storage provvdcrr- o
® The above mentioned vehicie has been impounded pursuant to Section 96 of the Land Transport Act

1998 for a period exceeding 56 days;
® Authorisation was given under Section 98(4) of the Act to dispose of the vehicle;
® Al reasonable efforts to sell the vehicle have been unsuccessful;
® The vehicle has been permanently destroyed and | now apply to cancel the vehicle's registration.
And | make this solemn declaration conscientiously believing the same to be true and correct and by virtue of

the Oaths and Declarations Act 1957. “Delete words in brackets that do not apply.

___ (signature)

Declared at ___ tmsdayof___ 20

{signature)
Justice of the Peace, Soficitor or other person authorised ta take a statutory declaration

Only complete if vehicle is subject to road user charges (seenote 4 overiean
Reason for Nil return of labels

Road user charges |
Label(s) surrendered Yes No il

Hubodometer/Odometer current distance reading | |

Customer no. from LTSA card

|dentificati0n details (see note 5 overieaf) i i Ll L ]
Last name/Company name First name(s)

Applicant details | |
Address
Suburb Town

l 1 |

Postal address (if different from above)

| certify that the particulars given are correct Contact telephone number (optional)

Applicant's
signature Q( ‘ | 0 |
Land Transport Safety Authority or Authorised Agent
FOR OFFICE USE ONLY fnput
Chkd
MR154 04/01 TRC COPY .
ate stamp
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MR15A - NOTES

i

General

The Transport (Vehicle and Driver Registcation and Licensing) Act 1986, and its Amendments provide for the cancellation of
registration of motor vehicles. The particulars specified on this form will be part of the Motor Vehicle Register. Corresponding
information held on other parts of the Land Transport Register may beamended.You are entitled to have access to, and may
request correction of, any retrievable information about you held by the Land Transport Safety Authority, Transport Registry
Centre, Private Bag, Palmerston North.

When a vehicle is destroyed, removed permanently from New Zealand, becomes permanently useless or is written off, the
owner must surrender the registration plates and notify the cancellation immediately by completing and lodging the required
form at an authorised agent of the Land Transport Safety Authority. Any person who supplies false or misleading information
on a farm commits an offence and is liable to a fine not exceeding $10,000.00.

Model
State the manufacturer's designation e.g. Corolla, Sigma etc. - not the year of manufacture.

Surrender of plate(s)
The vehicle's registration plate(s) must be surrendered to an LTSA plate agent for destruction. If the registration plate(s) are
not available please state why in the panel supplied.

Road User Charges

A vehicle subject to Road User Charges (RUC) is any vehicle that is diesel powered, has a manufacturer's Gross Vehicle Mass
[{GYM] of more than 3.5 tonnes (3500kg) oris powered by a fuel not taxed at source. Where the manufacturer's GVM is more
than 3.5 tonnes (3500kg) an approved hubodometer must be fitted to a non- ifting axle on the ieft-hand side of the vehicle
If the vehicle 15 fitted with a hubodometer, state the end reading shown on the hubodometer. If a hubodometer is not
required, state the end reading shown on the vehicle’'s odometer.

A refund equal to the amount of any unused distance reccrded against the hubodometer/odometer may be refurded. In
order for the refund lo be pald, the current distance reading of the hubodometer/odometer must be provided and any
=xisting ariginal RUC licence |abels must be surrendered with the MR15A GR the reason for nil return of labels panet must

he completed on this form, Any scretion. Claime

func fs liable For audit and is at the Land Transgort Safety Authority

should only be for licences purchased within the last two years

Identification
Please quote your LTSA tustorrer numper. This transaction can not be processec uniess you have been jssued an LTSA
customer number (LTSA Card).

|¥ 2 customer numuer has nel been allocated please apply forar

TSA card using a farm MR36, which is avallable fra
LTSA agent ar by contacting the Transport Registry Centre. A copy of your company's Certificate of Incerporation if a limiled
company OR a letter on letterhead paper sxplaining the nature of your business if not a limited company AND a ropy of the
ictter from the Police aporoving you te bie a sicrage provider, musl accompany the application.

Refunds

I§ the Regisirar is satisfied that the motor vehicie nas been permanently destroyed, then the Regisirar may refund an
amount equal to the unexpired licence fees paid and the reimoursement fee.

In order for the Registrar to be satisfied, the registraticn plate(s) must be surrendered and a copy of dacumentation from
the Police approving the disposal of the vekicle must accompany (his form. If the vehicle is subject ta Road User Charges, in
order for a refund to be paid, see note 4. Any refund is liable for audit and ‘s at the Registrar's discretion

Additional information
For further information, please call the Help Desk Free on 0800 108 809, Monday to Friday 8.00am - 6.0Cpm.



Please print clearly in the paneis provided - IMPORTANT - Please read notes on back of form.

TST E 35 . . . . . .
transportsafety Application for Exemption from Continuous Licensing MR24
Vehicle details Plate number
|V e e | |
Make Model (see note 6 overteof)
i

Application details Exemption period

This vehicle will not be used for

I:] Enter period from 3 to 12 months

IMPORTANT - Please read Note 3 overleaf.

Owner details l.ast namef/Company name

First name(s]

Residential address

Note: If your address details | I
havechanged in order to update
the address of other vehicles you
own, please complete an MR28 r |
form, which is available from an

LTSA agent. Suburb Town

l | | |
Postal address (if different from above)

| |

Declaration Applicant's signature

| certify that the particulars given are correct.
It is an offence to have your vehicle on a public road. whether parked or driven, while it has an exemption from licensing.
I HAVE READ AND ACCEPTED THE TERMS AND CONDITIONS LISTED ON THE REVERSE OF THIS FORM

Land Transport Safety Authority or Authorised Agent

FOR OFFICE USE ONLY

Exemption expiry date

| ] Input

Total payable (GST inclusive) Chkd

$

Date Stamp

MR24 12/01 TRC Copy
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TERMS AND CONDITIONS - MR24

The Transport (Vehicle and Oriver Regisiration and Licensing) Act 1986, and its amendments, provide for the application far exemptior
from Continuous Vehicle Licensing for moior vehicles. The particulars specified on this form will form part of the Motor Vehicle Registe~
Corresponding infarmation held on other parts of ihe Land Transport Register may be amended. You are entitled (o have access te, and
may request correction of, any retrievable information about you held by the Land Transpert Safety Autharity, Transport Registry Centre,
Private Bag, Palmerston North.

Continuous Vehicle Licensing
Vehicles in the following categories are not subject to Continuous Vehicle Licensing:

® trailers {3500 kg and under) e ali terrain vehicles
e trailer-type caravans (3500 kg and undec) & ClassEA and ER vehicles
® vintage vehicles {over 40 years of age) ® any agricultural machinery

® veteran vehicles (pre 1 January 1919) ® tractors and mobile machines

These vehicles are not cequired to have an exemption from licensing if they are not used on a public road. An exemption may be
requested to retain the vehicle on the Motor Vehicle Register. The section on fees (Note 7) is not applicable to vehicles which are not
subject to Continuous Vehicle Licensing.

Exemption period/Removal of exemption

The exemption period applied for will begin from the end of the current licence/exemption. If this vehicle does not have a current
licencefexemption, the exemption will begin from the date of application. The minimum exemption period is 3 months. When the
exemption expires you will need to either relicense the vehicle oc apply for another exemption. Note - if a vehicle which is subject
to Continuous Vehicle Licensing is licensed before the minimum exemption period has elapsed licensing fe=s will be payable from
the date the previous licence/exemption expired.

If you intend to use this vehicle on a public road before the expiry of the exemption you must license it by fodging an Applicat’ion
to License Motor Vehicle (form MR 1B) at any LTSA agent.

Stolen vehicles
If this vehicle has been stolen, please contact the Transport Registry Centre on prione 0800 108 809 for assistance.

Canceliation of registration

if this vehicle « removed from the road permanencly, you do not need o appiv for an exempiion. You should cancel the registration @
the venicle by lodging an Applicalion io Cancel Registration of a Motor vVehicle (form MR15), and surrendering the registration plates ic
one of the folowing LTSA agents - AMI Insurance, Automebile Association, On Road NZ, Vehicle inspeciion NZ, Vehicle Testing NZ,
independent Agencies.

Mode!
State the manufaclurer's designatian €.g. Coratla, Sigma etc. - not the year of manufacture.

Fees

There s no fee {or the application for exemption; however, a fee may be payable for any unpaid licence lees frem the dale the previous
licence/exempticn expired (0 ithe daie applicaiion or exemplion is made. ~he fees comprise a propartion of the licente “ec payable
under the Transport (Vehicie and Driver Registration and Licensing) Act 1986, and Accidenl Compensation ievy payable uncer the
Accideat Compensation Act 1982 {except for traiters and a few specitied vehicles), and where applicable, a Trarsport ticence Fee.

Payment

{f you wish to pay by:

° Cheque, make cheques pavable to the agent of the Land Tiansport Safety Authonty where the chegue is being presentec

s Credit Card, please contact the agent where the form will be presented to confirm if credit card payments are accepted for LTSA
transacuions.

If you sell an unlicensed vehicle which is subject to continueus vehicle licensing or its registration is cancelled because it has iemained

unlicensed for over ore year, sutstanding licensing fees will remain payable. The debt will be referred to our debt collectian agent whe

is empowered to order payment of the outstanding licensing fees and any additional costs.

Additional Information
For further infermation. please call the Transport Regisiry Centre Help Desk, on 0800 108 809, Monday te Friday 8.00am - & 00pm
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I A ND (
transportsafety

Traaspori Regisiry Centre

MR28

Application to Change Name and Address Details
(of the party registered as the owner on the Motor Vehicle Register)

Plate Number

Mode!

Plate Number

Plate Number

Model

Model

Current Owner's
Name

(FIRST FOLD INWARD)

If you have an LTSA card, please
show your Customer Number here.

Last Name/Company Name

First Name(s)

Customer No. from LTSA Card

| 1 |

Changed Address
Details

Please complete this section only if
your address has been changed or
you wish to add a postal address.

Residential Address

Suburb
|

Town

I

Postal Address

Changed Owner Details

This form isnot to be used for the
removal or deletion of a joint owner
for any other reason than that stated
in the Box ‘Reason for Change'

Last Name/Company Name

Trading As/Representing (if applicable)

f

First Name(s)

Reason for Change (please tick)

(SECOND FOLD) (1 Change of Name by Marital Status
[1 Change of Name by Deed Poll
[  Correction to Spelling of Name
[  Death of Joint Owner
Deceased owner's name (please print)
Applicant’s | certify that the particulars given are correct.
Signature ]

Contact Telephone No.

|0: ] I L ! |
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e The Transport (Vehicle and Driver Registration and Licensing) Act 1986, and its amendments provide for the change of
details of motor vehicles. The particulars specified on this form will form part of the Motor Vehicle Register.
Corresponding information held on other parts of the Land Transport Register may be amended. You are entitled to have
access to, and may request correction of, any retrievable information about you held by the Land Transport Safety Authority,
Transport Registry Centre, Private Bag, Palmerston North

* Persons who knowingly give false or misleading information commit an offence and are liable to a fine of up to $1000.

Freepost Authority
700 Palmerston North

transport saféty

P Brgesrrs € ouch

[ |

—_— TRANSPORT REGISTRY CENTRE o

pr— PRIVATE BAG o

pr— PALMERSTON NORTH L
Note: This form will update the

Motor Vehicle Register. To
change your address on
the Driver Licence Register
obtain a form DL8 from an
LTSA agent.

L4
'9
‘hf;’
q'\f

INSERT IN SLOT
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Application to complete owner identificati

Tremapart Frgratry € rates

Vehicle details

Plate number
L1 1 11
Make Model {See note 1 overleof)
Identification details
(Please complete one box only)
Driver's Licence no. C no. from LTSA card
L Jo (e L
Customer Identification is required (See note 3 overieof)
Owner details
Last name/Company name
First name/s Sex
| ‘ I:IMale Dchalc
Residential Address Date of Birth
|| .
D [0 Year

Suburb Town

l B ' |
= ]

Postal address (if different from above)

|

|
|

This form must be presented at an LTSA agent with your identification. (See note 3 overleaf)

Owner's signature
| certify that the particulars given are correct

L

The Transport (Vehicle and Driver Registration and Licensing) Act 1986, and i % amendments, provide for
the notification of change of ownership of any registered motor vehicle. The particulars specified on this
form will form part of the Motor Vehicle Register. Corresponding information heid on other parts of the
Land Transport Register may be amended. You are entitled to have access to, and may request correction
of, any retrievable information about you held by the Land Transport Safety Authority, Transport Registry
Centre, Private Bag, Palmerston North.

Land Transport Safety Authority or Authorised Agent

FOR OFFICE USE ONLY

Input
Types of |0 sighted

Chkd

mR3s 1289 TRC COPY date stamp
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MR34 - NOTES

Uo

Model
State the manufacturer's designation e.g. Corolia, Sigma etc. - not the year of manufacture.

Certificate of Registration

A Certificate of Registration (MR3) will be sent to the new owner within 7 days of acceptance of this form.

NOTE: The Certificate of Registration does NOT constitute a certificate of legal ownership but is merely a record of the registered
owners of a motor vehicle.

{dentification Details

Driver's Licence - Private individuals should provide their driver's licence. If a driver's licence cannot be sighted then
documents which provide proof of name, date of birth and signature must be presented at the agency to complete the
notification transaction.

Customer No. - Corporate Organisations (non-individuall may have a customer number allocated to them which should be
provided. If 3 customer number has not been aliocated then a Certificate of Incorporation must be presented at the agency to
complete the transaction. Application for a customer number can be made on an MR36 form.

LTSA Agencies are -
AM! Insurance, Automobile Association, N.Z. Post, On Road NZ, Vehicle Identification NZ, Vehicie Testing NZ and a range of
Independent Agencies displaying the LTSA logo.

Additional Information
Please call the Transport Registry Centre tlelp Desk 0800- 108 803, Monday to Friday 8.00am - 6.00pm.
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EXAPP

Trausport Regisiry Cenire

19 July 2002

This is the persons {irst name and has a maximum length ending here
This 1s the joint owner who 1§ positioned here and finishes at this stop
This is the first line of the address ok
This is the second line of the address
Suburb is entered in here

Town is entered in here & PC TO

EXEMPTION APPROVED

Dear Customer

We have approved an exemption {rom licensing for vour »make << »model< (registration plate >plate
No<dy trom > Fxemption stairt date< 10 >exemption end dare<,

Before the expiry of this exemption vou must license the vehicle, or apply for a further exemption

from licensing. The vehiele must have a current safety inspection (WoF/Cob) at the ume of
licensing.

If vou intend to use this vehicle on a public road before the expiry of the exemption, you can license
it by lodging an Applicaton for Motor Vehicle Licence (form MR1B) at any Land Transport Satety
Authority (LTSA) agent. with the relevant licensing tee. A list of agents and our contact details can
be found on the back of this leuer.

Any vchicle used on the road. regardless of whether it is parked or driven. must display a current
licence and WoF/Col label. Therefore. the only time vour vehicle can be used on the road while
exempt from licensing is to obtain a Wob or CoF.

Sincerely

sRname
Hitle<

PS: Please note the mininnun exeption period is 3 monihs. If vour vehicle is licensed bejore the
minimum exemption period has ended. licensing fees swill be payahle from the date the previous
liconee expired.

VI rrAvEY

7 } - y ” g 0 .
[ d Trasspeaost Nafery duhioris
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i EXDECFFES

tsafe

T H © R [ S 4

& a wu

‘transport Registry Centre

19 July 2002

This is the persons first name and has a maximum length ending here
This is the jomt swier who is positioned heve and finishes at this stop
This 1s the first line of the address ok

This is the second line o {'the address

Subwrb is entered in here

Town is entered in here & PCTO

EXEMPTION DECLINED

Outstanding fees awing.

Decar Customer

Your application for an exemption from licensing yvour »make< =modef<(registration plate >plene
No+) has been declined because there are outstanding licensing fees to be paid for the period of time
the vehiele has remained unlicensed in vour name.

We recommend that vou pay these fees and apply for an exemption from licensing atany Land
Transport Satety Authority (L'TSAY agent immediately. 1 these fees are lett unpaid they will
continue to increase untl] the registration is cancelled by the Registrar orwe receive notitication the
vehicle is sold. 11 this happens, they will remain payable and may be referred to our debt collection
agencey.

Alist ot LTSA agents and our contact detaiis can be found on the back of this letter.

Sincerely

rname<
titles

I2343ATRGGLUIY N

IFORY
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Transporr Regisiry Centre
19 July 2002

(0 AHILSEE LA S AT

This is the persons first name and has a maximum length ending here
This is the joint owner who is positioned here and fnishes at tns stop
This 1s the 1irst line of the address ok
‘This is the second line of the address
Suburb is entered in here

Town s entered i here & PC TO WA RN 1NG N.TICE

Please read the information helow

Dear Customer

H
i
§

You are currently liable for outstanding licensing fces for this vehicle

A >make< >madel< (registration plute >plate No<) registered in your suime hay been left unlicensed since
>expiry dute of curvent licence<. An Overdure account was sent to you on >first reminder date< exp aining
that If one of the following actions was not taken you would become 1 able for outstanding fees.

Are vou still in possession of the vehicle?

If No, and yvou have sold/dispesed of the vehicle to anather party. you must inform this office of the new owner’s
details. As the party registered as the owner you will receive an account for the outstanding licensing fees up to the
date we receive notification of the vehicles sale/disposal. 7o dute no nerification has been received.

If Yes. then vou must take one of the actions below.

Are yvou are using the vehicle?

If Yes, vou must license it. When you do so the licence wili be backdated to >expiny date of current licenco<. The
vehicle must have a current safety inspect:on (WoF/CoF) at the time of licensing.

If No, 20 to the next box.

J< the vehicle temnorarily off the road?

If Yes, you must apply for an exemption from licensing. Outstanding licensing fees will be payable at the time of
application. No WoF,CoF is required. A 3-month minimum exemption period anplies from the date of application.
To duate no upplication hus been recetved.

I» the vehiele permanently off the road?
I Yes, vou must cance! the vehicle’s registration and swrrender the registration plates or the outstanding licensing
L fees will be payable.

If none of the above applies to vour situation please ring G880 108 869 immediately for advice on how to
prevent the outstanding fees Deing referred for debt collection swwhen the vehicle™s registration is cancelied
an >eregisivationlupse date<,

Forms for the above transactions are availabte from v af the following Land Transport Sufety Autherine agents:
Avtomobite Association (A4}, AM Disurance (AT, NZ Post. On Rowd NZ, Vehicte nspection NZ (VINZ, Vohicle Tesiing
NZOVTNZ ) and a range of independent agencies dispiaying the LTS4 logo. Please note: NZ Post do vt cancel
regisirations or aecept plates.

Sincerely

TRAMC

title« 1I345ETEYG:




NCVL-LAPSE

Transpori Regisiry Cenire

19 Tuly 2002
0 00 SO

This is the persons first name and has a maximum length ending here
‘This is the joint owner who 1% positioned here and finishes at this stop
This is the Qrst line of the address ok
This is the second line of the address
Suburb is entered n here

Town is entered in here & PCTO

- IMPORTANT

Please take action immediately

Dear Customer

The registration of your >make< >model< (plate >plate Ne<) will be cancelled by the
Registrar on >dereg/lupse date< as it will have remained unlicensed for 2 years.

1 you do not wish this to happen vou must take one of the following actions before
=deregistration/lapse dute<:

If vou are using the vehicle on the road - vou must license it before the above date. Your
Bicence will start from the date vou apply. The vehicle must have a current safcety inspection
(Wol/Col) at the time of licensing.

o If the vehicle is temporarily off the road —~ vou must apply for an exemption from licensing
before the above date.

o If the vehicle is permanently off the road - you must cancel the vehicle™s registration and
surrender the registration plates.

e If you have since disposed of this vehicle — you must advise this office of the new owner details
within 7 days. so the police and local authorities. who use the information. can be advised the
vehicle s no longer in your possession. It 1s then the new owner’s responsibility 10 take one of
the above options.

All forms tor the above transactions are available from any Land Transport Safety Authority (L'TSA)
agent. Alistofagents and our contact details can be found on the back of this letter.

To dute, we have received none of the above notifications. 11 the registraton is cancelled by the
Registrar, and the vehicle 13 1o be used on the road at a later date. additional certification and
registration costs will be pavable.

Sincerely

snames
title<

J23AANTELNO0Y N

Fow Palwiersion N Ve S it

fand Travspoms Saf ciand Vo Mase Viareran 8l iU enua o duteara
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Hsafety o

Transpart Registry Centre

19 July 2002

This is the persons first name and has a maximum length ending here
This 1s the joint owner who is positioned here and finishes at this stop
This is the first line of the address ok

This is the second line of the address

Suburb 1s entered in here

Townisentered in here & PCTO

IMPORTANT
Please ledge Notice of Change of @wnership

[ear Customer

Ve have received notification that vou have taken possession of a >»make< »modei< (registration
plate =plate no<y. Legislation requires you to confirm ownership within 7 days.

Please complete a Notice of Change of Owrership (form MR13B) at a Land Transport Safety
Authority (L'TSA)Y agent. present identification and pay the required fee. You will then be sent a
Certificate of Registration and future licensing accounts.

Ownership liability means that vou are now responsible for the following:
o If you arc using the vehiele on the road and the licence has expired — you must license it

o [f the vehicle is temporaril\‘ off the road — vou must apply for an exemption {rom licensing. A
3-month minimuam exemption period applics from the date of application.

o Ifthe vehicle is permanently off the road — vou must cancel the vehicle’s registration and
surrender the plates,

o If you have since disposed of the vehicle — vou must advise this office of the new ovwner’s
details, so that the police and Jocal authorities. who use the intormation. can be advised the
vehicle is no longer in vour possession.

[f the vehicle is left unlicensed for more than T year and no exemption applied for. the registration
will be cancelled by the Regisuar. You will be liable for any unpaid licensing {ees incurred while the
vehicle was registered in your name.

Adl forms for the above transactions are available from any LTSA agent. Lists of agents. suitable

identitication. and our contact details can be found on the hack ot this letter.

Sincerely

FRame
>itle<

CRERNTRRUMILY N apreron Nertin Nen

I NI TR T e I
cerie VG LG PV GRS T Bie e £ sl O

Favad Drapespeni Bafery du
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MVRNOID

Transport Registry Centre

19 July 2002

This is the persons first name and has a maximum length ending here
This is the joint owner who is positioned here and {inishes at this stop
Thisis the first ine of the address ok
This is the sccond Hine of the address
Suburb is entered in here

Town s entered in here & PC TO

IMPORTANT

Identification required

Dear Customer

On > purchuse dare<2a change of ownership was lodged registering vou as the owner of’a »make~
snodel< (registration plate >plare no<).

To complete the transfer to your name. and 1o receive a Certiticate of Registration and future
licensing accounts, please call at a Land Transport Safety Authority (1. TSA) agent and:

e lodge an Application 10 Complete Owner Identification (form MR34) and

s present identification.

There is no fee for this iransaction,

Lists of agents. suitable identilication, and our contact details can be found on the back of this letier.

I vour vehicle is subiect to Continuous Vehicle Licensing yvou will be responsible for any unpaid
licensing fees from the date you confirmed posscssion,

Sincerely
“name<
“title<
PR TR OGN N i vt Regasrry Contre, Privare 20

s et Satere duthionsy o of News deaiand T Ve Mol




transportsaféty

Transport Registry Centre

19 July 2002

This is the persons first name and has a maximum length ending here
This is the joint owner who is positioned here and finishes at this stop
This is the first line of the address ok

This is the second line of the address

Suburb is entered in here

Town is entered in here & PCTO

EXEMPTION DECLINED

Identification required

Dear Customer

Your application {for an exemption from licensing vour >make< >model< (registration plate >plute
No< has been declined because you have not presented identitication to complete the change of
ownership process.

For your application to be accepted, and 1o reccive yvour Certificate of Registration and {uture
licensing accounts. please call at a Land Transport Safety Authority agent and:

e present proof of identification, and complete an Application to Complete Owner Identification
(form MR34). There is no fee for the transaction.

e re-apply for an exemption by completing an Application for Exemption from l.icensing (form
MR24).

We recommend you take action immediately. before fees become payable.

If the matter is overlooked. your vehicle’s registration will be cancelled by the Registrar after being
left unlicensed for 1 ycar from the previous licence expiry date. Any unpaid licensing fees incurred
while the vehicle is registered in your name will be billed to you at this ime or when the vehicle is

sold.

Lists of ugents. suitable identification and our contact details can be found on the back of this letter.

Sincerely

>pame<
>title<

Dransport Registey Centre, Private Bag, Patmerston North. New Zealandd
Laried Transpors Safety Authoriiy of N ew Zeatund Fe Mana Marueen Bokae henae o dorearon

[V}
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BNCONON

Transport Registry Centre

19 July 2002

This is the persons first name and has a maximum length ending here
This 1s the joint ewner who is positioned here and finishes at this stop
This 1s the first line of the address ok
This is the second line of the address
Suburb is entered in here

Town is entered i here & PC TO

IMPORTANT

Please lodge Notice of Change of Ownership

Dear Customer

We have received notification that you have taken possession of a »make< =modcel< (registration
plate >plute no<). Legislation requires youto confirm ownership within 7 days.

Please complete a Notice of Change of Ownership (form MR13B) at a Land Transport Safety
Authority (I TSAY agent. present identification and pay the required tee. You wiil then be senta
Certificate of Registration and future licensing accounts.

If the vehicle remains unlicensed for 2 years from the last licence/exeniption expiry date. the
registration will be cancelled by the Registrar. [T you do not wish this to happen you must cither
license the vehicle or apply for an exemption before the registration is cancelled. If the vehicle's
registration 15 cancelled and it is to be used on the road at a Jater date. additional certification and
registration costs will be payvable.

If you have since disposed of this vehicle — vou must notify this office of the new owner’s details so
that the police and local authorities, who use the information. can be advised the vehicle is no Jonger
in your possession. 1o date. no notification has been received.

All torms for the above transactions are available from any LTSA agent. Lists of agents. suitable

identification. and our contact detatls can be found on the back of this letter.

Sincerely

Fpame<
>title<

git Nortin Now Jeal

PRRARGTAGNGNLY N

Purd s W hesiing o



FIN-UNC

Transport Registry Centre
19 Tuly 2002

IE RN TR

This 1s the persans tirst name and has a maximum length ending here
This is the joint owner who is positioned here and f{inishes at this stop
This is the first line of the address ok
This is the second line of the address
Suburb is entered in here

Town s entered in here & PCTO

IMPORTANT

Please take action immediately

Dear Customer

The registration of your >make< >model<(plate >plute No<) will be cancelled by the
Registrar on >deregistration/lupse date< as it will have remained unlicensed for 1 year.

Are you still in possession of this vehicle?

If Na, vou must inform this office of the new owner’s details so that the police and local authorites.
who use the information. can be advised the vehicle is no longer in vour possession. 7o dute no
notification has been received.

If Yes, and yvou do not wish the registration to be cancelled. you must lodge a Notice of Change of
Ownership. pay the fee and present identification at a Land Transport Safety Authority (LLTSA)
agent. and take one of the following actions before »deregistration/lapse date<::

e Ifyou are using the vehicle on the road - you must license it before the above date. Your
licence will start from the date you contirm ownership. The vehicle must have a current safety
mspection (Wol/Col) at the time of licensing.

o If the vehicle is temporarily of f the road - vou must apply for an exemption from licensing at
the time you lodge the Notice of Change of Ownership.

e If the vehiele is permanently off the road — yvou must cancel the vehicle's registration and
surrender the registration plates.

All forms for the above transactions are availuble from any LTSA agent. A list of agents and our
contact details can be found on the back of this letter,

it the registration 15 cancelled by the Registrar, and the vehicle is 10 be used on the road ata later
date, additional cernification and registration costs will be pavable.

Sincerely

>name<
sitle<




Appendix Four

Legislation Regarding
Abandoned Vehicles and
Motor Vehicle Registration
and Licensing



Local Government Amendment Act (No. 3) 1992

2 Removal of abandoned vehicles from roads

2. Removal of abandoned vehicles from roads---(I) The principal Act is hereby
amended by repealing section 356, and substituting the following section:

“356. (1) This section applies where any category A or category B or category C
motor vehicle is found on a road within the district of any council and appears to
have been abandoned by its owner.

(2) In the case of a category A or category B vehicle, the following provisions shall

apply:

(a) The council may authorise any person to remove the vehicle and store it:
(b) No person authorised by the council shall remove the vehicle until a
member of the Police has been notified of the proposal to move it:
(c) The council shall make reasonable efforts to give notice to the last
registered owner of the vehicle of its intention to sell the vehicle, and those
efforts shall include,---
(1) 'In the case of a category A vehicle, taking practical steps to
identify the owner of the vehicle by reference to chassis numbers or
other numbers appearing on the vehicle:
(i1) In the case of a category B vehicle, identifying the owner of the
vehicle by reference to such numbers and by searching the motor
vehicle security register or otherwise:
(d) After making reasonable efforts to give notice under paragraph (c) of this
subsection, the council may give not less than 10 working days' notice, by
advertisement in 2 issues of a daily newspaper circulating in the district in
which the road is situated, of its intention to sell the vehicle, but if the council
1s satisfied that the condition of the vehicle is such that it is of little or no
value, it may dispense with the giving of such notice:
(e) At any time after the expiration of a notice given in accordance with
paragraph (d) of this subsection or at any time after the giving of such notice
has been dispensed with under that paragraph, the council may sell or
otherwise dispose of the vehicle to any person or otherwise dispose of the
vehicle in such manner as the council thinks fit, and any person to whom
such a vehicle is sold or disposed of shall thereupon become the lawful
owner of the vehicle:
(f) The advertisement under paragraph (d) of this subsection shall specify the
following:
(1) A description of the make, model, and colour of the vehicle:
(i1) The chassis numbers and any other vehicle numbers (if known):
(ii1) The location from which the vehicle was removed:
(g) The proceeds of any such sale shall be applied in payment of the costs
and charges attending the sale, including the advertisement under paragraph
(d) of this subsection, and of the expenses of the removal and storage of the
motor vehicle, and the residue, if any, shall be payvable to the former owner of
the vehicle:



(h) Where any motor vehicle is removed by the council under this subsection,
the owner shall be liable to pay to the council all expenses incurred by the
council in removing and storing the vehicle, and, where the vehicle is
claimed by the owner and not sold or otherwise disposed of pursuant to this
subsection, those expenses shall be payable before the owner takes delivery
of the vehicle.

(3) In the case of a category C vehicle, the provisions of subsection (2) of this
section shall apply with the following modifications:
(a) The notice specified in paragraph (d) of that subsection shall not be given
unless the vehicle has been stored for a period of 1 month and reasonable
efforts to locate the last registered owner have been made by the council:
(b) In addition to specifying the matters set out in paragraph (f) of that
subsection, the notice shall specify the name of the current registered owner
and the last known address of that person:
(c) Paragraph (c) of that subsection shall apply as if the vehicle were a
category B vehicle.

(4) If, after a search of the motor vehicle security register in accordance with
subsection (2) (c) (ii) or subsection (3) (c) of this section, it is found that the vehicle
is subject to a registered

security interest, the council shall, before selling or otherwise disposing of the
vehicle, notify the holder of that interest of its intention to sell or otherwise dispose
of the vehicle.

(5) For the purposes of this section,---
(a) A category A vehicle is a motor vehicle that has neither a number plate
nor a current licence label affixed to the vehicle:
(b) A category B vehicle is a motor vehicle, that has affixed to it either a
number plate or a current licence label (but not both):
(c) A category C vehicle is a motor vehicle that has affixed to it either---
(i) A number plate and a current licence label; or
(i1) A number plate and a licence label that expired not more than 6
months before the council took possession of the vehicle.

(6) For the purposes of this section, "council”, in relation to a State highway that is
under the control of Transit New Zealand, means Transit New Zealand.

(7) Nothing in this section limits or affects anything in section 239 of the Public
Works Act 1981.”

(2) Section 36 of the Local Government Amendment Act 1992 is hereby
consequentially repealed.

|93}
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National Park Act 1980

VII: Offences

71 Removal and disposal of abandoned boats and vehicles, and vehicles parked in
prohibited places

71. Removal and disposal of abandoned boats and vehicles, and vehicles parked in
prohibited places---(I) Any officer or employee of the ~ Department who has
reasonable cause to believe that any boat or vehicle has been abandoned in a park
may remove it or cause it to be removed to any place authorised by the Minister for
that purpose.

(2) Where the Minister has appropriated any part of a park for parking of vehicles,
any officer or employee of the Department may remove to any place so appropriated
any vehicle that is parked on any part of the park where the parking of vehicles is
prohibited.

(3) Where any vehicle is so removed, the owner or other person in charge of the
vehicle shall be liable to the Crown for the cost of removing the vehicle and for the
charges that, under bylaws made under this Act, would be payable for the use of that
parking space if the vehicle has been parked there by the owner or other person in
charge.

(4) Unless, within 2 months after the date on which a vehicle is removed under
subsection (1) or subsection (2) of this section, the V owner or some other person
removes the vehicle from the park or other place where it is stored and pays to the
Minister on behalf of the Crown the cost of removing and storing it under subsection
(1) of this section or, as the case may be, the cost of removing it under subsection (2)
of this section and the parking charges payable under that subsection, then,---
(a) If the vehicle---
(1) Is not a motor vehicle; or
(i1) Is a motor vehicle and no licence to use the vehicle for the current
licensing year is affixed to it,---the Minister may give not less than 14
days' notice by advertisement in 2 issues of a newspaper circulating in
the district in which the park is situated, of his intention to sell or
destroy the vehicle:
(b) If---
(1) The vehicle is a motor vehicle; and
(11) A licence to use the vehicle for the current licensing year is
affixed to it,---the Minister may give not less than 14 days' notice to
the last registered owner of the vehicle of his intention to sell or
destroy the vehicle.

(5) Any notice under subsection (4) (b) of this section may be given by personal
delivery to the last registered owner, or by posting it to him by registered letter
addressed to him at his last known place of residence or business in New Zealand.

(93]
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(6) Unless, before the expiry of the notice given under subsection (4) of this section,
the owner of the vehicle---
(a) Pays to the Minister on behalf of the Crown the cost of removing and
storing the vehicle under subsection (1) of this section, or, as the case may
be, the cost of removing it under subsection (2) of this section and the
parking charges payable under that subsection, and, in either case, the cost of
any advertisements published under this section; and
(b) Removes the vehicle from the park or other place to which it was
removed ---

the Minister may, at any time after the expiry of the notice, sell the vehicle to any
person who shall thereupon become the lawful owner of the vehicle, or the Minister
may cause the vehicle to be destroyed.

(7) The proceeds of the sale of any vehicle sold in accordance with this section shall
be the property of the Crown and shall be paid into LI the [Crown Bank Account]
and applied under section 57 of this Act as if it were money received under this Act.

(8) For the purposes of this section, and without limiting the meaning of the term
"abandoned", a boat or vehicle shall be deemed to have been abandoned if it is left
unused for a period of more than one month without the approval of the Minister.

(9) In this section expressions defined in the Transport Act 1962 have, in relation to
any motor vehicle, the meanings so defined. Cf. 1952, No. 54, s. 57A; 1974, No. 69,
s. 11

(93]
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Reserves Act 1977

V: Miscellaneous Provisions
General Provisions

110  Removal and disposal of vehicles and boats

110. Removal and disposal of vehicles and boats---(1) Any ranger, any person
employed by the administering body of any reserve, or, in the case of a reserve that
is not under the management and control of an administering body, any officer of the
Department who has reason to believe that any vehicle or boat has been abandoned
in a reserve may remove it or cause it to be removed to any place authorised for that
purpose by the administering body or, as the case may be, by the Commissioner.

(2) Where the administering body or, in the case of a reserve that is not under the
management and control of an administering body, the Commissioner has
appropriated any part of a reserve for the parking of vehicles or the mooring of boats,
any ranger, any person employed by the administering body, or, as the case may be,
any officer of the Department may remove to any place so appropriated any vehicle
that is parked or any boat that is moored on any part of the reserve where the parking
of vehicles or the mooring of boats is prohibited. In any such case, the owner or
other person in charge of the vehicle or boat shall be liable to the administering body
or to the Commissioner, as the case may be, for the cost of removing the vehicle or
boat and also for the charges that pursuant to bylaws made in respect of that reserve
would be payable for the use of that parking or mooring space if the vehicle or boat
had been parked or moored there by the owner or other person in charge.

(3) Unless within 2 months after the date on which a vehicle or boat is removed
pursuant to subsection (1) or subsection (2) of this section the owner or some other
person having an interest therein removes the vehicle or boat from the reserve or
other place where it is stored and pays to the administering body or to the
Commissioner, as the case may be, the cost of removing and storing it pursuant to
subsection (1) of this section or, as the case may be, the cost of removing it pursuant
to subsection (2) of this section and the parking or mooring charges payable under
that subsection, then.--
(a) In the case of any boat, and in the case of any vehicle if it—
(1) Is not a motor vehicle; or
(i1) Is a motor vehicle and has no registration plate affixed thereto or is
unregistered: or
(ii1) Is a motor vehicle and no licence to use the vehicle issued for the current
licensing year is affixed to it,--

the administering body or the Commissioner. as the case may be, may give not less
than 14 days' notice. by advertisement in 2 issues of a daily newspaper circulating in
the district in which the reserve is situated, of its or his intention to sell or destroy the
vehicle or boat. as the case may be:
(b) If in the case of any vehicle--
(1) The vehicle is a motor vehicle; and

(U]
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(i) A licence to use the vehicle issued for the current licensing year is
attached to it,--

the administering body or the Commissioner, as the case may be, may give not less
than 14 days' written notice to the last registered owner of its or his intention to sell
or destroy the vehicle, by delivering the notice to him personally or by posting it to
him by registered letter addressed to him at his last-known place of abode or
business in New Zealand.

(4) Unless before the expiry of the notice given under subsection (3) of this section
the owner of the vehicle or boat--

(a) Pays to the administering body or to the Commissioner, as the case may be,
the cost of removing and storing the vehicle or boat pursuant to subsection (1) of this
section, or, as the case may be, the cost of removing it pursuant to subsection (2) of
this section and the parking or mooring charges payable under that subsection, and,
in either case, the cost of the aforesaid advertisements; and

(b) Removes the vehicle or boat from the reserve or other place to which it was
removed—

the administering body or the Commissioner, as the case may be, may, at any time
after the expiry of the notice, sell the vehicle or boat to any person, who shall
thereupon become the lawful owner of the vehicle or boat, or the administering body
or the Commissioner, as the case may be, may cause the vehicle or boat to be
destroyed, and in neither case shall any liability attach to the administering body or
to the Crown or to the Commissioner or to any other person for any loss or damage
occasioned thereby.

(5) The proceeds of the sale of any vehicle or boat sold in accordance with the
provisions of this section shall form part of the funds of the administering body in
any case where the vehicle or boat has been sold by that body, and in any other case
shall be paid into the [Crown Bank Account] and may be applied, as directed by the
Minister, in purchasing, taking on lease, managing, administering, maintaining,
protecting, improving, and developing reserves or as consideration for conservation
covenants.

(6) For the purposes of this section, and without limiting the meaning of the term
"abandoned", a vehicle or boat shall be deemed to have been abandoned if it is left
unused for a period of more than one month without the approval of the
administering body or the Commissioner, as the case may be.

(7) In this section--

Expressions defined in the Transport Act 1962 have, in relation to any motor
vehicle, the meanings so defined:
'Moored' " in relation to any boat, includes being left aground or on land.

In subs. (5) the reference to the Crown Bank Account was substituted by s. 83 (7) of
the Public Finance Act 1989 for the original references to the Public Account and the
Trust Account.

(93]
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Public Works Act 1981

XXI: General Provisions

239  Removal and disposal of abandoned property from public works land

239. Removal and disposal of abandoned property from public works land---(I) Any
person authorised in that behalf by the Minister in the case of a Govemment work, or
by the local authority in the case of a local work, who has reason to believe that any
property has been abandoned on land held for a public work may remove it or cause
it to be removed to any place authorised for that purpose by the Minister or, as the
case may be, by the local authority.

(2) Unless within 10 working days after the date on which any property is removed
pursuant to subsection (1) of this section, the owner or some other person on his
behalf takes away the property from the place to

which it was so removed, and pays to the Minister or to the local authority, as the
case may be, the cost of removing it pursuant to subsection (1) of this section--

(a) If the property--

(1) Is not a motor vehicle; or

(i1) Is a motor vehicle and has no registration plate affixed to it or is

unregistered; or
(ii1)Is a motor vehicle and no licence to use it issued for the current licensing
year is affixed to it--

the Minister or the local authority, as the case may be, may give not less than 10
working days' notice, by advertisement in 2 issues of a daily newspaper circulating
in the district in which the land held for the public work is situated, of his or its
intention to sell or destroy the property, but if the Minister or the local authority is
satisfied that the condition of the property is such that it is of little or no value, he or
it may dispense with the giving of such notice:

(b) If the property is a motor vehicle to which is affixed a licence to use the
vehicle for the current licensing year, the Minister or the local authority may give not
less than 10 working days' notice to the last registered owner of his or its intention to
sell or destroy the vehicle.

(3) The Minister or the local authority, or any other person, shall not be liable for any
loss or damage occasioned by or following upon the removal of the property
pursuant to subsection (1) of this section.

(4) Unless, before the expire of the notice given under subsection (2) of this section,
the owner of the property--
(a) Pays to the Minister or the local authority the cost of removing the property
pursuant to subsection (1) of this section, and the cost of the said advertisements;
and
(b) Takes away the property from the place to which it was removed--

the Minister or the local authority, at any time after the expire of the notice, may sell
the property to any person, who shall thereupon become the lawful owner of it. or

(93]
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the Minister or local authority may cause the property to be destroyed, and in neither
case shall any liability attach to the Minister or to the local authority or to any other
person for any loss or damage occasioned thereby.

(5) The proceeds of the sale of any property sold in accordance with this section
shall be paid into the Public Account or the general revenues of the local authority,
as the case may be.

(6) For the purposes of this section, a vehicle shall be deemed to have been
abandoned if it is left unused for a period of more than 1 month without the approval
of the Minister or local authority, as the case may be.

(7) For the purposes of this section, "vehicle" means a contrivance equipped with
wheels or revolving runners upon which it moves or is moved; and includes a

contrivance from which the road wheels or revolving runners have been removed.

(8) In this section, expressions defined in the Transport Act 1962 have, in relation to
any motor vehicle, the meanings so defined.

Public Works Amendment Act 1988

General Provisions

81 Removal and disposal of abandoned property from public works land

81. Removal and disposal of abandoned property from public works land---Section
239 (1) of the principal Act is hereby amended by omitting the words "the Minister",
and substituting the words "a Minister of the Crown"

92
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Transport (Vehicle and Driver Registration and Licensing) Act 1986

[: Registration and Licensing of Motor Vehicles
Registers of Motor Vehicles

20 Notification of change of ownership of motor vehicle

20. Notification of change of ownership of motor vehicle---within 7 days after
the sale or other disposition of any registered motor vehicle, the person selling or
otherwise disposing of it shall, on a form provided by the Registrar, give to the
Registrar---
(a) Notice of the fact and date of the sale or other disposition:
(b) The name of the registered owner of the vehicle:
(c) The name and address of the person selling or otherwise disposing of the
vehicle:
(d) The distance recorded on the distance recorder (if any) of the vehicle at
the time of the sale or other disposition:
(e) The name, occupation, addresses, and date of birth (if any) of the new
owner as given under section 22 of this Act:
(f) Such other particulars relating to the vehicle as may be required by the
Registrar as indicated on the form.
Cf. 1962, No. 135,s. 18 (1); 1985, No. 50 s. 4 (1)

26 Offences relating to registration, licensing, and change of ownership of motor
vehicle

26. Oftences relating to registration, licensing, and change of ownership of motor
vehicle---(1) Every person commits an offence and is liable on summary conviction
to a fine not exceeding $1,000 who,---
(a) In or for the purposes of any application under section 7 of this Act for the
registration of a motor vehicle; or
(b) In or for the purposes of any application or notification under section 9 of
this Act for or relating to personalised registration plates; or
(c) In or for the purposes of any application under section 10 of this Act for a
licence for any motor vehicle; or
(d) In or for the purposes of any application under section 15 of this Act for a
duplicate certificate of registration, a substitute registration plate or plates, or
a substitute licence for any motor vehicle; or
(e) In or for the purposes of any notification under section 20 of this Act of
the change of ownership of a motor vehicle; or
(f) In or for the purposes of giving that person's name or an address under
section 22 of this Act,---

knowingly supplies to the Registrar. or to any person who is to make any application
or notification under any of those sections, any false or misleading information.
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(2) Every person other than the Registrar commits an offence and is liable on
summary conviction to a fine not exceeding $500 who fails to comply with any of
the provisions of sections 20 to 23 of this Act or does any act in contravention of

those provisions.
Cf. 1962, No. 135, ss. 18 (11), 18A; 1985, No. 50, s. 5 (1); 1985, No. 76, s. 7

Transport (Vehicle and Driver Registration and Licensing) Amendment

Act 1992
13 Notification of change of ownership of motor vehicle
13.  Notification of change of ownership of motor vehicle --- Section 20 of the

principal Act is hereby amended by adding, as subsection (2), the following
subsection:

(2) The Governor-General may from time to time, by Order in Council, make
regulations for all or any of the following purposes:

(a) Prescribing the obligations of the seller and the buyer, and the functions
of the Registrar, where there is a change in the ownership of a
registered motor vehicle:

(b) Providing for the appointment, functions, and duties of agents for the
purposes of effecting a change in the ownership of a registered motor
vehicle:

(c) Prescribing or authorising the Secretary to prescribe the form of
certificates of registration for the purposes of the Part of this Act:

(d) Providing for discounts to be granted in respect of the prescribed fee
payable where a change in the ownership of a registered motor vehicle

occurs.
14. Particulars required to be supplied by persons acquiring ownership
14. Particulars required to be supplied by persons acquiring ownership---(1) The

principal Act is hereby amended by repealing sections 22 to 24, and substituting the
following section:

22. (1) Every person who acquires ownership of a motor vehicle shall give to the
Registrar, on the form referred to in section 20 of this Act. ---
(a) The full name and occupation of the intended registered owner of the
vehicle; and
(b) The address of the place of residence or place of business within New
Zealand of the intended registered owner of the vehicle; and
(¢) The postal address within New Zealand. if that address differs from the
address given under paragraph (b) of this section, of the intended
registered owner of the vehicle; and



(d)  Where the intended registered owner is a natural person, that person’s
date of birth.

(2) Section 7 (2) of this Act shall apply to applications made under this section as if
they were applications under that section.

(3) No person shall be the registered owner of a motor vehicle, except ---
(a) A natural person of or over 15 years of age; or

(b) A body corporate; or

(¢) Aninstrument of the Executive Government of New Zealand.

(2) Section 20 of the principal Act is hereby consequentially amended by repealing
paragraph (e).

16 Offences relating to registration, licensing, and change of ownership of motor
vehicle

16. Offences relating to registration, licensing, and change of ownership of motor
vehicle--- Section 26 of the principal Act is hereby amended---
(a) By omitting from subsection (1) (f) the expression ‘section 22 of":
(b) By omitting from subsection (2) the words ‘sections 20 to 23 of this
Act’, and substituting the words ‘sections 20 to 22 of this Act or of any
regulations made under section 20 (2) of this Act’.

Transport (Vehicle and Driver Registration and Licensing) Amendment

Act 1997
7. Notification of change of ownership of motor vehicle
7. Notification of change of ownership of motor vehicle ---(1) Section 20 (1) of

the principal Act is amended by inserting, after the words ‘give to the Registrar’. The
words ‘or to a person authorised by the Secretary in that behalf".

(2) Section 20 of the principal Act is amended by repealing subsection (2).

(3) Section 13 of the Transport (Vehicle and Driver Registration and Licensing)
Amendment Act 1992 is consequentially repealed.

(4) The Transport (Vehicle and Driver Registration and Licensing) Amendment Act
1992 is amended by repealing section 14 (2).

8 Particulars required to be supplied by persons acquiring ownership

8. Particulars required to be supplied by persons acquiring ownership---Section
22 (1) of the principal Act (as substituted by section 14 of the Transport (Vehicle and
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Driver Registration and Licensing) Amendment Act 1992) is amended by omitting
the words ‘, on the form referred to in section 20 of this Act’, and substituting then
words * or to a person authorised by the Secretary in that behalf, on a form provided
by the Registrar’.

(V3]
(V3]
o)



Appendix Five

Automobile Recycling in
the Netherlands



Figure A5.1: Calculating the Waste Disposal Fee (The Netherlands)

Source: ARN (2001, 45)
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Table A5.1:

Recycling of an ELV by ARN in 2002

Metals (assumed)

ARN materials*

Materials recycling
Thermic recycling
Recycling

Remaining fraction
Average weight of a wreck

686.9 kg

85.0 kg
15.6 kg
787.5 kg
128.4 kg
915.9 kg

75 %

9.3 %
1.7 %
86%
14 %
100 %

Exclusive of fuel(s) and LPG tanks
2002 Data
Source: ARN (2003, 40)

Table A5.2: Materials Dismantled for Recovery or Recycling by ARN
Material Kgl/ltr/st per car Dismantling
wreck since year

Coolant 3.6 1995
Used oil 4.9 1995
Brake fluid 0.3 1995
Batteries 13.3 1995
Glass 254 1995
Tyres 27.9 1995
Inner tubes 0.1 1995
PU Foam 6.5 1995
Rubber strips 7.7 1995
Plastic bumpers 5.6 1996
Safety belts 0.35 1996
Coconut fibre 0.6 1996
Windscreen washer fluid 1.0 1996
LPG tanks 0.06 1996
Grilles 0.7 1997
Rear lamps and indicators 1.4 1997
Hub caps 0.7 1997
Fuels (petrol/diesel) 50 1999
Oil-filter 0.5 2002

Source: ARN 2003
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Materials Recycled and Processed by ARN

Hazardous substances:

Sulphuric acid from batteries is decontaminated and reused for metal
electrolysis.

Lead from batteries is reprocessed for recycling in new batteries and the
plastic cases recovered from batteries are used in the production of new
battery cases.

Used oil undergoes high-grade processing and is used as lubricating oil (with
ARN closely monitoring the quality).

Oil filters are removed and shredded. Metal from the filters is extracted by
magnet and recycled within the steel industry. Oil pressed out of the paper is
refined and the paper is used as a secondary fuel.

The monoethylene glycol present in coolant is retrieved by distillation and is
either reused in new coolant or, used as a solvent in the paint industry.

The various types of alcohol used in windscreen washer fluids are distilled
out and reused (or used in other industrial applications).

Used brake fluid is reused as new brake fluid, but purification is expensive.
The gas (from LPG tanks) is removed and pure LPG is stored for reuse and
the empty tank is then suitable for reuse. Where the tank is not reused, the
metal is recycled for alternative uses.

Fuel removed from an ELV is used by the dismantling company.

Non-hazardous materials:

Tyres are granulated and used to make insulation mats, sports floors and tiles
for children’s playgrounds, however, more of them are incinerated to produce
heat energy in the cement industry.

PU-foam in car seating is shredded to make the re-bonded foam in
mattresses, sports mats, and furniture. It is also mixed with textile fibres for
use in insulation materials in new vehicles.

Long, used coconut fibre (present in car seats) is mixed with new coconut
tibre to make new car seats or mattresses., while shorter used fibres are used

in insulating material.
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® [nner tubes are high-grade butyl rubber which is no problem to recycle, and
for which there was a good market in the car industry and elsewhere. Rubber
strips are removed from around doors and windows, shredded and then either
heat treated in the cement industry or, incinerated to produce heat energy,
with a small proportion being used as drainage material.

o Safety belts are subject to stringent quality control before the material is
reused for new seat belts. Most are used as fibre in geo-textile, insulation
materials, and carpet underlay.

® Hubcaps are made of different types of plastics, and possibly some metal.
Metal is removed from the hubcaps by magnet for recycling, and plastics of
different structures are separated and used in various applications, for
example in computer monitors.

® Bumpers are hand-sorted into polypropylene (PP) bumpers or, polycarbonate
(PC) bumpers to be processed separately.' These bumpers are shredded (with
any metal being magnetically extracted), further reduced in a grinding mill,
and washed. They are used in many plastics applications, including engine
covers, wheel arch liners, and plastic housing for car heating systems.

® Indicators and rear lights are comprised of different plastic types bonded by
adhesives. They are separated through ‘selective dissolving” and used as
housing for new rear lights, as well as other general uses in the plastics
processing industry.

e The ABS of which grilles are made is used as a plastic in household
appliances, as long as it is pure.

e (lass of all types is collected together and is used to make bottles, sheet

glass, or, used for glass fibre-enforced materials (ARN 2003).

' Only bumpers made from PP or PC are suitable for processing. other bumpers are left on the car
shell (ARN 2003).
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