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Conservation Authority’s (EECA) contestable funding rounds. The government, 
through EECA, has committed $28 million to public EV charging projects since 
government support for EV charging started in 2016. Approximately 250 additional 
chargers, capable of charging about 450 EVs, have been approved in recent EECA 
funding rounds and are in development. 

9. In Budget 2023, the previous government committed $95 million to public EV charging
infrastructure, currently allocated as:

9.1. $23 million in the 2023/24 financial year;

9.2. $29 million in the 2024/25 financial year;

9.3. $43 million in the 2025/26 financial year.

10. The government contestable co-investment model was put in place in 2016 to kick-start
the network and provide confidence to early adopters of EVs. The initial focus was on
installing fast chargers every 75km along the state highway network.

11. Since this time, significant changes have taken place in the EV and EV charging
markets. EVs now make up over 2 per cent of the light-vehicle fleet and a range of
charging providers have entered the market (including fuel companies, electricity
generators and distributors, and dedicated EV charge point operators).

12. While the market is rapidly evolving, the business case for public EV charging
infrastructure remains challenging due to barriers such as high costs to connect to
distribution networks and inconsistent processes for connecting to distribution
networks, and gaining resource consents.

13. The number of chargers installed each year has increased as government co-investment
has increased and more charging providers have entered the market (91 chargers
installed in 2021, 124 installed in 2022 and 164 installed in 2023).

14. Future installation of public chargers will need to be at a much higher rate to meet the
needs of the future EV fleet. The ability to install these chargers at the pace required
will depend on the attractiveness for private investment and practical considerations
such as the ability of charging providers to connect to the electricity network in a timely
manner.

15. To provide a reasonable ratio of EV chargers to the forecast future number of EVs1 (one
public charger to 60 EVs), it is estimated New Zealand would need to install about
10,000 public EV chargers by 2030, as shown in Table 1 below.

1 As forecast under the Climate Change Commission’s Demonstration Path. 
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Table 1 – Estimated number of public EV chargers needed to be installed each year to 
maintain a reasonable ratio of chargers to EVs 

Year 2024 2025 2026 2027 2028 2029 2030 

Number of public 
chargers 670 520 740 1,030 1,690 2,370 3,020 

16. It is timely to reconsider the way the government can best enable an accelerated rollout
of public EV charging infrastructure. This includes considering measures that can
improve the viability of the EV charging business case, and reviewing the co-
investment model to ensure it is effective and provides maximum value from
government funding.

I will be reviewing the government co-investment model for public EV charging 
infrastructure, informed by cost-benefit analysis 

17. My intention is to transition the government co-investment model so that private
investment in the public EV charging network is maximised, and the main role for
government is in addressing non-financial barriers (such as red tape and regulation).
However, I recognise there is likely to be an ongoing role for some government co-
investment targeting projects that face the biggest barriers (e.g. are less likely to ever be
commercially viable). Examples of sites that will struggle for commercial viability
include those:

17.1. where there is limited electricity network capacity, but reasonable demand (e.g.
Lewis Pass); 

17.2. where limited network capacity exists and there is little demand, but chargers 
are required for a complete network (e.g. West Coast); or 

17.3. areas with very seasonal demand patterns (e.g. Kaiteriteri). 

18. In the interim the ratio of EV’s to EV public chargers is well behind other countries,
and presents a need for the Government to continue to support this growth to provide a
network which can support increased electrification of transport options.

The approach to delivering public chargers will be informed by cost-benefit analysis 

19. Under the National-ACT Coalition Agreement, “National’s commitment to supercharge
electric vehicle infrastructure with a comprehensive, nationwide network of 10,000
public EV chargers by 2030 will specifically take into account ACT’s concern that there
be robust cost benefit analysis to ensure maximum benefit for government investment”.

20. Given this commitment, cost benefit analysis (CBA) will inform the design and scale of
delivery of a network of chargers so that it delivers the highest return for taxpayer
funding. I will work with the Minister for Regulation to develop a CBA framework for
the rollout. The intention is that CBA will occur through the implementation and
commercial phases to guide decisions on factors like the location and degree of subsidy
provided for chargers.
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21. As noted in paragraph 17 above, there will be some charging locations that have limited
or no commercial return, but that provide network benefits by increasing driver
confidence about their ability to recharge. This CBA approach will ensure that these
locations, that bring net-benefits, are the target of any government investment. As such,
CBA will not be a one-off exercise, but used as a regular tool to inform investment
decisions. To support the new funding model from 2025 onwards, officials will work
with the delivery agencies to ensure their investment strategy reflects the agreed CBA
framework and is used to guide the rollout.

The existing co-investment model will be revised over 2024, with any changes to be 
implemented in 2025 

22. I intend to consider a range of factors relating to a contestable co-investment process to
build public EV chargers where they are most needed according to demand, including:

22.1. whether the role of Government is to provide support only for costs associated 
with electricity connection, rather than investment in charging infrastructure; 

22.2. the overall scale of government co-investment; 

22.3. the proportion of government funding for specific projects (compared to private 
funding); 

22.4. how funding is prioritised across charger types and locations; 

22.5. the processes to apply for and receive funding; and 

22.6. how funding delivery changes over time as the market develops. 

22.7. how charging technology is developing; and 

22.8. how vehicle battery technology is developing and what charging is required to 
support this new technology. 

23. Depending on decisions taken on the design of the funding model and the scale of
changes, I expect to move to an updated funding model to be implemented in 2025.

s 9(2)(f)(iv)
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40. In February 2024, the Commerce Commission (the Commission) decided to improve
network capacity visibility by changing existing Information Disclosure rules for EDBs.
These require EDBs to publish annual information on the current and forecast capacity
or constraints, along with GIS descriptions of the areas served. This decision was made
on 29 February 2024 and EDBs must comply by August 2025.

41. Looking ahead, the Commission can undertake changes to information disclosure
requirements at any time (as long as the Commission meets consultation requirements).

Supercharging EV Infrastructure builds on Electrify NZ’s reforms to network regulation 

42. Electrify NZ contains several policy commitments relating to electricity network
infrastructure investment regulation and new connections to networks which will
support the Government’s Supercharging EV Infrastructure aims.

43. Below, I describe the aims of several workstreams that are already underway or recently
completed across the Electricity Authority (the Authority) and the Commission that are
likely to address the problems identified in Electrify NZ.  This work will be managed
and reported on under the Electrify NZ programme.

1 Addressing high connection costs, first-mover disadvantage, and changing 
cost recovery rules for new distribution network connections 

1.1 The Electricity Authority can implement changes to the Electricity Industry 
Participation Code 2010 (the Code) to address these issues. The Authority is 
working on options for regulating connection pricing for EDBs. These include 
regulating to limit the type of costs that may be recovered by EDBs from new 
EV charging operators. Options to manage first-mover disadvantage for 
connections to distribution networks are also within the scope of the Authority’s 
current work programme. This includes consideration of whether to require 
EDBs to offer clawback or rebates, as set out in Electrify NZ.  

1.2 First-mover disadvantage occurs in networks because when connecting new 
load, the connection asset is often built larger than a new connector needs, to 
enable future load to use the asset. “Oversizing” an asset in this way is 
substantially cheaper than building two connection assets if future load turns up 
at a later time. However, this can deter new load from connecting, because the 
first investor connecting (the “first mover”) bears the cost of the “oversizing”. 

1.3 The Authority is an independent regulator. Proposals for regulatory change and 
eventual decisions cannot be guaranteed to deliver the commitments in Electrify 
NZ or within timelines which align with Government’s priorities. Currently, I 
am advised that the Authority may make relevant changes to the Code in 2025.  

2 Addressing long lead times to connect to distribution networks 

2.1 The Authority is also working to improve the efficiency of network connections 
through developing standardised application processes, standardised application 
fees, dispute resolution processes, maximum timeframes for EDBs to approve 
applications and addressing network capacity/constraints.  
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