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STATEMENT OF EVIDENCE OF MICHAEL CAMPBELL COPELAND 

INTRODUCTION 

1 My name is Michael Campbell Copeland. 

2 I hold a Bachelor of Science degree in mathematics and a Master of 

Commerce degree in economics.  I have over 35 years experience in 

the application of economics to various areas of business, 

infrastructure and resource management matters.  A summary of 

my curriculum vitae is attached as Annexure A.  

3 I am a consulting economist and managing director of Brown, 

Copeland and Company Limited, a firm of consulting economists 

which has undertaken a wide range of studies for public and private 

sector clients in New Zealand and overseas.  During the period 1990 

to 1994, I was also a member of the Commerce Commission and 

during the period 2002 to 2008 I was a lay member of the High 

Court under the Commerce Act.  Prior to establishing Brown, 

Copeland and Company Limited in 1982, I spent six years at the 

New Zealand Institute of Economic Research and three years at the 

Confederation of British Industry.  

4 With respect to the Resource Management Act 1991 (RMA), I have 

prepared evidence for clients covering a number of projects and 

policies. A selection of these is listed at the end of my curriculum 

vitae in Annexure A. 

5 In preparing my evidence I have reviewed: 

5.1 The Lyttelton Port Company Limited’s (LPC’s) 2014 Annual 

Report; 

5.2 The 2014 Annual Reports for other South Island port 

companies; 

5.3 Material from Statistics New Zealand on international trade 

volumes and values; 

5.4 The relevant parts of LPC’s submission and further submission 

on the proposed Christchurch Replacement District Plan. 

6 Although this is a Council hearing, in preparing my evidence I have 

reviewed the code of conduct for expert witnesses contained in part 

5 of the consolidated Environment Court Practice Note (2011).  I 

have complied with it in preparing my evidence.  I confirm that the 

issues addressed in this statement of evidence are within my area of 

expertise. I have not omitted to consider material facts known to 

me that might alter or detract from the opinions expressed. 
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SUMMARY OF EVIDENCE 

7 Community economic wellbeing and the efficient use and 

development of natural and physical resources are relevant 

considerations under the RMA. 

8 Because of its small size and isolated location, New Zealand is 

heavily reliant on international trade and sea transport for the 

maintenance and enhancement of its economic prosperity. New 

Zealand sea ports and the rail and road networks which service 

them are therefore vital infrastructure. 

9 The key economic drivers of the Canterbury region are agriculture, 

manufacturing and tourism. The key economic drivers for 

Christchurch City are manufacturing and services provided to the 

agriculture and agricultural product processing activity within the 

wider Canterbury region. Employment in other sectors within the 

City is to a large extent driven by the demand for goods and 

services by these industries and their employees with the so called 

“multiplier” effects creating additional jobs for the City’s economy. 

The agriculture and manufacturing sectors of the Canterbury 

regional economy are heavily dependent upon Lyttelton Port and the 

rail and road networks which service it. 

10 In terms of total tonnage, Lyttelton Port is the fourth largest in New 

Zealand and the second largest export port. It is the largest port in 

the South Island and in the year to 30 June 2014, handled 47.4% of 

South Island seaports’ overseas trade – 46.3% of exports and 

49.5% of imports. 

11 Lyttelton Port has been recommended by the New Zealand Shippers’ 

Council to be one of two New Zealand ports (the other port being 

Tauranga) to be the first made big ship capable to enable larger 

container vessels to visit New Zealand. Should this proposal be 

implemented all regions in the South Island will become increasingly 

reliant on the port and its associated rail and road networks. 

12 Due to the damage caused by the earthquakes, LPC faces significant 

repair and recovery projects at the Port.  LPC is in the process of 

obtaining a Port Recovery Plan which will enable a package of 

projects to: 

12.1 Repair and reinstate the damaged and destroyed assets; 

12.2 Restore the capability of the Port’s infrastructure to meet its 

customers’ current requirements; 

12.3 Expedite the Christchurch rebuild process and the recovery of 

the Greater Christchurch economy; and 
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12.4 Meet the growing demands that will be placed on the Port as 

a consequence of projected growth in cargo volumes through 

the Port. 

13 However, even in the absence of the Port Recovery Plan, a number 

of recovery works will be necessary to support the Port’s economic 

contribution to the Christchurch, Canterbury and South Island 

economies. 

14 Lyttelton Port and the road and rail networks that service it are 

undoubtedly significant infrastructure in the context of the 

Christchurch Replacement District Plan. Inappropriate constraints 

placed upon the future development and operation of this 

infrastructure will have significant negative consequences for the 

economic wellbeing of Christchurch, Canterbury and South Island 

residents and businesses. They will also prevent the efficient 

development and use of natural and physical resources. 

 

SCOPE OF EVIDENCE 

15 In my evidence I will address: 

15.1 the proposed Christchurch Replacement District Plan; 

15.2 the relevance of economic effects under the RMA; 

15.3 a description of the key economic drivers of the Canterbury 

regional and Christchurch City economies; 

15.4 the significance of the coal mining and dairy industries to the 

West Coast regional economy; 

15.5 the importance of merchandise trade to the New Zealand 

economy; 

15.6 the economic significance of Lyttelton Port and the rail and 

road networks which service it to the Christchurch, 

Canterbury, South Island and New Zealand economies; 

15.7 implications of the introduction of bigger container ships; and 

15.8 economic effects of Port recovery works. 
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PROPOSED CHRISTCHURCH REPLACEMENT DISTRICT PLAN 

16 The Christchurch District Plan and Banks Peninsula District Plan are 

under review, with the notification of Stage One of the proposed 

Replacement Christchurch District Plan (proposed District Plan).   

17 My evidence is given in support of LPC’s submission on the relevant 

Hearing 1 provisions of the proposed District Plan.  The focus of 

Hearing 1 is on the Strategic Directions chapter, Strategic Outcomes 

and relevant definitions.   

18 Lyttelton Port is identified in the proposed District Plan as ‘strategic 

infrastructure’ and some recognition is given to the importance of 

strategic transport infrastructure to the recovery and growth of the 

District.  LPC is however seeking provisions in the Strategic 

Directions chapter that better recognise and support the Port at a 

strategic level, including recognising: 

18.1 the need to protect this strategic infrastructure from 

inappropriate development; and  

18.2 the strategic transport network and the need for road, rail, 

the Port and the Airport to be fully integrated. 

19 In this context, the purpose of my evidence is to identify the 

economic significance of the Port to the district, region and national 

economies and the associated road and rail networks which service 

the Port. 

 

ECONOMICS AND THE RMA 

Community Economic Wellbeing 

20 Economic considerations are intertwined with the concept of the 

sustainable management of natural and physical resources, the 

promotion of which is the purpose of the RMA.  In particular, section 

5(2) refers to enabling "people and communities to provide for their 

… economic ... well being" as part of the meaning of "sustainable 

management".  

21 As well as indicating the relevance of economic effects in 

considerations under the RMA, section 5 also refers to "people and 

communities", which highlights that, when evaluating the provisions 

of the Proposed District Plan impacts on the wider community, as 

well as on particular individuals or organisations, must be taken into 
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account.  This is underpinned by the definition of "environment" 

which also extends to include people and communities. 

Economic Efficiency 

22 Section 7(b) of the RMA directs that, in achieving the purpose of the 

Act, all persons "shall have particular regard to ... the efficient use 

and development of natural and physical resources", which includes 

the concept of economic efficiency. 

23 Economic efficiency can be defined as:1 

The effectiveness of resource allocation in the economy as a 

whole such that outputs of goods and services fully reflect 

consumer preferences for these goods and services as well as 

individual goods and services being produced at minimum cost 

through appropriate mixes of factor inputs. 

24 More generally, economic efficiency can be considered in terms of: 

24.1 maximising the value of outputs divided by the cost of inputs;  

24.2 maximising the value of outputs for a given cost of inputs;  

24.3 minimising the cost of inputs for a given value of outputs; 

and  

24.4 minimising waste. 

Viewpoint for Economic Assessment 

25 An essential first step in assessing the economic significance of the 

infrastructure and associated activities of Lyttelton Port and the rail 

and road networks which service it is to define the appropriate 

viewpoint that is to be adopted.  This helps to define which 

economic effects are relevant to the analysis. With regard to the 

Proposed District Plan review, it is appropriate to consider City, 

regional and national perspectives. 

26 In adopting broad City, regional and national viewpoints the 

financial impacts for a company such as the Lyttelton Port Company 

Limited (LPC) are generally not relevant. Instead the focus is on the 

wider impacts for all Christchurch, Canterbury and New Zealand 

businesses and residents. However since LPC is 100% owned by 

Christchurch City Holdings Ltd, a 100% owned subsidiary of the 

Christchurch City Council, the equity returns from LPC’s operations 

flow through to all City ratepayers and therefore are of relevance 

from a City perspective. 

                                            
1 See Pass, Christopher and Lowes, Bryan. 1993. Collins Dictionary of Economics. 

(2nd edition).  Harper Collins. Page 148. 
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THE CANTERBURY REGIONAL AND CHRISTCHURCH CITY 

ECONOMIES 

Canterbury Regional Economy 

27 Statistics New Zealand estimate total employment in the Canterbury 

region in February 2014 at 275,210, which represents 13.8% of the 

total persons employed in New Zealand. The agriculture, forestry 

and fishing industry group employed 15,300 persons, of which 

14,380 were engaged in agriculture (including 93% of agriculture 

and fishing support industry employees based on the proportionate 

shares in agriculture and fishing). Other significant sectors are 

manufacturing employing 34,140 (of which the most significant 

subsectors are food products manufacturing (11,600)2, machinery 

and equipment manufacturing (5,390), fabricated metal products 

manufacturing (3,170) and transport equipment manufacturing 

(2,350)), health care and social assistance (30,350), retail trade 

(28,090), construction (29,830), education and training (20,640), 

professional, scientific and technical services (19,120) and 

accommodation and food services (17,490). 

28 Employment in tourism is difficult to identify from official statistics 

since the relevant sectors for which data is collected service 

domestic and international visitors, business travellers and local 

residents and businesses. However tourism is an important 

economic driver for the Canterbury regional economy as it is for the 

national economy.  

29 Apart from the tourism related aspects of sectors such as retail 

trade, education and training and accommodation and food services, 

the key drivers of the Canterbury economy remain largely 

agriculture and manufacturing. Employment in other sectors is to a 

large extent driven by the demand for goods and services by these 

industries and their employees with the so called “multiplier” effects 

creating additional jobs for the region’s economy. 

30 Multipliers for a region such as Canterbury are typically in excess of 

2.03 – in other words for each job created in an industry such as 

tourism, agriculture or manufacturing there is at least one additional 

job created in other industries providing goods and services required 

by that industry or the personal requirements of that industry’s 

employees and dependants.  Conservatively assuming a Canterbury 

regional multiplier of only 2.0, the agriculture, forestry and fishing 

                                            
2 Including meat and meat products (4,800), seafood (1,080) and dairy products 

(1,690). 

3 See for example, Appendix 8 of evidence in chief of Geoffrey Vernon Butcher for 
Christchurch City Council and Canterbury Regional Council in relation to the former 
Proposed Change 1 to the Canterbury Regional Policy Statement.  
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and manufacturing industry groups alone generate 98,880 jobs or 

36% of the total employment in the Canterbury region. These two 

industry groups are highly dependent upon Lyttelton Port and the 

supporting rail, state highway and arterial road networks for 

exporting their finished products and importing goods required as 

inputs to their production activities. 

31 To a lesser extent tourism, the third key driver of the Canterbury 

regional economy is also dependent for some inputs upon the Port 

of Lyttelton and the supporting rail and road networks, whilst the 

cruise ship trade is a small but growing segment of the tourism 

industry in Canterbury. 

32 Future employment growth and associated economic well being for 

the Canterbury region is also likely to be largely associated with the 

three key economic drivers of agriculture, manufacturing and 

tourism, although disruptions due to the 2010 and particularly 2011 

earthquakes have impeded tourism activity and is likely to do so for 

a number of years to come.  

33 By way of example of future growth in agriculture and associated 

agricultural product processing, Fonterra has constructed a new milk 

powder plant at Darfield. The initial development had a capacity to 

process 2.2 million litres of milk per day. Fonterra has subsequently 

constructed a second milk powder drier on the site with an 

additional capacity of 5 million litres of milk per day, giving a total 

processing capacity on the site of 7.2 million litres of milk per day. 

34 Whereas milk production in the North Island has ceased growing, 

milk production in the South Island continues to grow, especially in 

the Canterbury region. Canterbury is the fastest growing dairying 

region in New Zealand with milk production in Canterbury growing 

at 5% per annum. Part of Fonterra’s rationale behind the selection 

of Darfield for its new milk powder plant (and its proposed 

expansion) was the site’s proximity to Port of Lyttelton (in terms of 

both distance and the availability of nearby direct rail access) for 

finished product exports and inputs to the production process.4 

Christchurch City Economy 

35 Employment data highlight the dependence of the Christchurch City 

economy on manufacturing and the services sector. In 2014, 22,790 

jobs (11.6%) of the City’s 197,260 jobs were in the manufacturing 

sector with the main sub-sectors being food product manufacturing 

(4,550 jobs including 1,490 in bakery products and 990 in meat and 

meat products manufacturing), machinery and equipment 

                                            
4 See evidence of Michael Campbell Copeland (dated November 2011) in the matter of 

applications by Fonterra Co-operative Group Limited to Selwyn District Council and 
Canterbury Regional Council for consents relating to the construction and operation 
of the Stage 2 Milk Powder Plant at Darfield.  



  9 

 

 

100101323/607538.6 

manufacturing (4,310 jobs), fabricated metal products 

manufacturing (2,830) and transport equipment manufacturing 

(2,140 jobs). Other important sectors are health care and social 

assistance (24,580 jobs), construction (22,240 jobs), retail trade 

(20,370 jobs), professional, scientific and technical services (16,230 

jobs), education and training (14,680 jobs) and accommodation and 

food services (11,940 jobs). 

36 There are important linkages between the performance of the 

Canterbury regional economy (which is heavily dependent upon the 

agriculture and agricultural product processing) and the 

Christchurch City economy. Apart from construction activities 

associated with the Christchurch rebuild, and tourism which 

accounts for some but not all5 of the jobs created in the retail trade 

and accommodation and food services sectors, the key economic 

drivers for Christchurch City are manufacturing and services 

provided to the agriculture and agricultural product processing 

activity within the wider Canterbury region. Employment in other 

sectors within the City is to a large extent driven by the demand for 

goods and services by these industries and their employees with the 

so called “multiplier” effects creating additional jobs for the City’s 

economy. For example, a Lincoln University Agribusiness and 

Economic Research Unit (AERU) study6 has estimated farms and 

rural businesses in the Selwyn and Waimakariri Districts generate 

around 10% of Christchurch City’s gross domestic product (GDP). 

Farms and rural businesses in other districts of the Canterbury 

region (Hurunui, Ashburton, Timaru, Waimate, Mackenzie and 

Waimate Districts) will also contribute to the level of economic 

activity within Christchurch City. 

37 Lyttelton Port and the road and rail networks which service it in their 

role of facilitating the economic prosperity of the rural hinterland of 

the Canterbury region and other regions in the South Island also 

helps to underpin the economic prosperity of metropolitan 

Christchurch. 

                                            
5 Employment in tourism is difficult to identify from official statistics since the relevant 

sectors such as retail trade and accommodation and food services for which data is 
collected meet the needs of domestic and international visitors, business travellers 
and local residents and businesses. 

6 See AERU: The Wheel of Water; Agricultural Expenditure Flows for Selwyn and 
Waimakariri Districts into Christchurch. Report prepared for Aqualink. September, 
2013. 
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WEST COAST REGIONAL ECONOMY 

38 For the West Coast region, employment growth since 2000 has 

resulted from increased activity in the agricultural7, mining and 

tourism sectors.  Between 2000 and 2006, the agricultural and 

tourism sectors were the dominant growth sectors, but more 

recently (i.e. between 2006 and 2014), increased mining activity 

has been the main source of economic growth, even with the Pike 

River and Spring Creek mine closures.   

39 Future economic growth for the West Coast economy is likely to 

depend on these three key economic drivers. Future growth in 

agriculture on the West Coast is likely to be limited by reduced 

scope for dairy farm conversions, whilst growth in tourism will be 

affected by a number of factors including economic conditions in 

overseas and local markets, exchange rates, changes in tourist 

destination preferences and local and national tourism promotional 

initiatives.  

40 Mining operations on the West Coast are almost totally reliant8 on 

the Midland railway line and the coal export facility at Lyttelton Port. 

The West Coast is also reliant on Lyttelton Port and the 

complementary rail and road networks for milk product exports and 

imported products including machinery, equipment, fuel and 

fertilizers. 

 

THE IMPORTANCE OF MERCHANDISE TRADE TO NEW 

ZEALAND 

41 Merchandise trade is extremely important to the economic wellbeing 

of New Zealanders because the relatively small size of our 

population, labour force and economy limits the range of 

commodities that can be efficiently produced in New Zealand. In 

addition we are reliant on imports of commodities which can be 

produced more efficiently overseas. Lower cost imports help 

maintain the competitiveness of New Zealand producers as well as 

providing cost savings to consumers. 

42 Merchandise trade enables New Zealand to specialise in the 

production of certain products in which New Zealand has a 

                                            
7 Including milk processing, which for the West Coast is all done at Westland Milk 

Products dairy factory at Hokitika in the Westland District. 

8 Oceana Gold’s Reefton mine’s production of gold ore is railed or trucked to Macraes 
Flat in Otago for further processing. From time to time small shipments of coal are 
shipped out of the port at Westport.   



  11 

 

 

100101323/607538.6 

comparative advantage enabling production surplus to domestic 

consumption to be exported. These exports in turn provide the 

foreign exchange to enable New Zealand to finance the purchase of 

competitively priced imported goods and services.  

43 The alternative model of “fortress New Zealand” would see higher 

priced goods and services, reduced choice in the range of goods and 

services available in New Zealand and a less efficient use of our 

physical and natural resources. This would result in lower incomes 

and a lower standard of living for New Zealanders. 

44 New Zealand’s reliance on overseas trade and sea transport is 

highlighted by the total volume of containers handled across all New 

Zealand ports representing almost 1% of annual global container 

throughput.9 New Zealand’s population of 4.5 million people is only 

0.06% of the world’s population.  

45 Although the New Zealand economy has diversified with growth in 

non-agricultural industries, it remains heavily dependent upon the 

agricultural sector and the export of agricultural commodities. In the 

year ending 30 June 2014, dairy products, meat, fruit, wool and raw 

hides, skins and leather made up 47% of the value of New Zealand’s 

commodity10 export trade. Petroleum and petroleum products, 

mechanical machinery and equipment, vehicles, parts and 

accessories and electrical machinery and equipment are the most 

important import commodities making up 49% of the value of New 

Zealand’s commodity import trade in the year ending 30 June 2014. 

46 In 2012/13, 99.6%11 of New Zealand’s exports and imports of goods 

by volume and 85.6% by value was transported by sea. This 

highlights the significant role played by New Zealand sea ports at a 

national level. 

                                            
9 Source: The Question of Bigger Ships. Securing New Zealand’s International Supply 

Chain. New Zealand Shippers’ Council; August 2010. 

10 A distinction is made between “commodity trade” (or “merchandise trade”) and total 
trade. Commodity trade relates to the exporting and importing of goods only, 
whereas total trade includes the exporting and importing of both goods and services. 
Forthe year ending 30 June 2014 New Zealand’s export of services made up 25% of 
the total export of goods and services. Most of these relate to earnings from services 
related to tourism.   

11 Source: Ministry of transport website: 
www.transport.govt.nz/ourwork/tmif/freighttransportindustry/ft100 
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THE ECONOMIC SIGNIFICANCE OF LYTTELTON PORT AND 

THE RAIL AND ROAD NETWORKS WHICH SERVICE IT 

Lyttelton Port Company Activities12 

47 Lyttelton Port (and the rail and road networks that service it) is 

recognised as a “lifeline utility”13 and “significant infrastructure” at 

the local and national level.14 The Canterbury Regional Policy 

Statement also recognises the Port, as well as strategic road and rail 

network as both “critical infrastructure” and “regionally significant 

infrastructure”.  The Port plays a significant role in the current and 

future economic (and social) well-being of Greater Christchurch and 

the Canterbury region in that: 

47.1 It is a key contributor to the economic drivers of the 

Canterbury (and South Island) regional economy, which in 

turn underpins much of the economic activity within Greater 

Christchurch; and 

47.2 It contributes to the Christchurch rebuild process. 

48 As at 30 June 2014, the Lyttelton Port Company had $248.9 million 

dollars worth of property, plant and equipment. During the year 

ended 30 June 2014, the company collected $115.8 million in 

revenue, provided 525 jobs and paid $42.3 million in salaries and 

wages. It spent $49.0 million on goods and services, much of this 

going to local Canterbury suppliers. 

Lyttelton Port Trade Volumes 

49 In terms of total tonnage, Lyttelton Port is the largest port in the 

South Island and the fourth largest in New Zealand.It is New 

Zealand’s second largest export port (behind Tauranga).In the year 

ended 30 June 2014, a total of 6,569,236 tonnes of overseas cargo 

was loaded or unloaded through Lyttelton Port, accounting for 

11.1% of all New Zealand seaports’15 trade – 11.3% of exports and 

10.7% of imports. Lyttelton Port accounted for 47.4% of South 

Island seaports’ overseas trade – 46.3% of exports and 49.5% of 

imports. Total overseas trade through Port Chalmers (Otago) was 

1,952,110 tonnes, only 30% of the trade through Lyttelton Port, 

                                            
12 Source: Data in this section from Lyttelton Port Company 2014 Annual Report and 

Statistics New Zealand. 

13 See Schedule 1 of Civil Defence Emergency Management Act 2002. 

14 See New Zealand Government’s 2011 National Infrastructure Plan and Christchurch 
City Council’s Christchurch Transport Plan 2012-42. 

15 Because of the relatively small volumes of cargo passing through airports the 
percentages of total New Zealand trade volumes (i.e. including seaports and airports) 
are very similar – i.e. within one decimal point. 
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with 2,323,849 tonnes through Southport (Bluff), 1,221,841 tonnes 

through Port Nelson, 1,151,082 through PrimePort (Timaru) and 

654,710 tonnes through Picton Port (Marlborough). 

50 By volume, containers make up the largest share of trade through 

the Port followed by coal, bulk fuels, dry bulk products, logs, cars 

and other trades. For the year ending 30 June 2014, 376,567 

twenty-foot container equivalent units (TEUs) were moved through 

the port, an increase of 7.2% on the previous year and an increase 

of 50.2% over the last six years.In the containers moving through 

Lyttelton Port were manufactured goods, including processed 

agricultural commodities from the Canterbury region and other 

South Island regions. 

51 By way of comparison containers moving through other South Island 

ports in 2012/13 were – Port Chalmers (195,0000 TEUs), Port 

Nelson (83,380 TEUs),  PrimePort (Timaru) (22,000 TEUs) and 

SouthPort (Bluff) (34,800 TEUs). In 2012/13 Lyttelton Port handled 

51% of the South Island’s container movements, the same as in 

2011/12 and up from 43% in 2010/11.16 

52 Exports of coal in 2013/14 through the Lyttelton Port increased by 

2.7% on the previous year’s volumes to 2,069,432 tonnes, log 

exports rose 62.7% to 601,485 tonnes, bulk fuel volumes were 

down 6.0% to 1,044,189 tonnes and dry bulk imports were up 

18.4% on the previous year to 769,019 tonnes, largely driven by 

significant increases in cement imports up 21.7% to 200,327 

tonnes. In the past 3 years cement imports have increased by 

156%. The dramatic rise in cement imports is symptomatic of the 

role the Port is playing, and will continue to play, in the Christchurch 

City rebuild programme.In 2013/14 motor vehicle imports were up 

18.4% to 40,778 and fertilizer imports were up 9.0% to 355,230 

tonnes. 

53 Growth forecasts17 for trade through the Port have containers 

growing at a rate of between 2.7% and 5.3% per annum from 

376,567 TEUs in 2014 to between 782,000 TEUs and 1,500,000 

TEUs in 2041. If Lyttelton Port becomes big ship capable (as 

discussed later in my evidence) then the higher end of the forecast 

range is more likely. Log exports through the Port are forecast to 

grow at a rate of 0.8% per annum from 601,485 tonnes in 2014 to 

739,000 tonnes in 2041. Dry bulk imports are forecast to grow at an 

annual rate of 1.7% per annum from 769,019 tonnes in 2014 to 

1,200,000 tonnes in 2041. Coal exports are forecast to grow at an 

                                            
16 Based on data derived from port company annual reports. Data for 2013/14 is not 

available for all South Island ports. 

17 Source: Freight Infrastructure Statement Draft Report. Aurecon, Version B. February, 
2014. 
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annual rate of 1.4% per annum from 2,069,432 tonnes in 2014 to 

3,000,000 tonnes by 2041. Fuel imports are expected to grow at an 

annual rate of 1.0% per annum from 1,044,189 tonnes in 2014 to 

1,371,000 tonnes in 2041. 

Lyttelton Port Trade Values - Exports 

54 In calendar year 2013, exports through Lyttelton Port totalled 

$6,255 million in value, or 12.6% of New Zealand’s total 

merchandise exports.18 This is up from $2,386 million in 2005 and 

which represented 7.6% of New Zealand’s exports in 2005. By way 

of comparison exports in 2013 from Port Otago were valued at 

$4,154 million (8.4% of New Zealand’s total merchandise exports, 

down from 9.9% in 2005); exports through SouthPort were valued 

at $1,099 million (2.2% of New Zealand’s total merchandise 

exports, down from 2.7% in 2005); exports through Port Nelson 

were valued at $692 million (1.4% of New Zealand’s total 

merchandise exports, down from 2.2% in 2005); exports through 

PrimePort (Timaru) were valued at $386 million (0.8% of New 

Zealand’s total merchandise exports, down from 3.5% in 2005); 

exports through Port Marlborough were valued at $76 million (0.2% 

of New Zealand’s total merchandise exports, the same as in 2005); 

and exports through Christchurch airport were valued at $1,913 

million (3.9% of New Zealand’s total merchandise exports, up from 

3.1% in 2005). 

55 In 2013 the value of exports through Lyttelton Port were 49% of the 

South Island’s value of exports from sea ports, up from 29% in 

2005. Due to the exclusion of coal export values these percentages 

are understated. 

56 The main export trades by value through Lyttelton Port in 2013 

were dairy products ($3,255 million and 23.9% of the total for New 

Zealand); meat ($579 million and 11.0% of the total for New 

Zealand); coal (estimated at around $520 million); wool ($330 

million and 43.7% of the total for New Zealand); machinery and 

mechanical appliances ($193 million and 7.0% of the total for New 

                                            
18

 This excludes coal export values, which are excluded from official statistics for 

confidentiality reasons.  In 2010 Solid Energy’s coal exports totalled 2 million tonnes 
and had an approximate value of $516 million (source: Solid Energy Limited). Using 
the same average price per tonne for shipments in 2012/13, implies a value of 

around $520 million. Also Statistics New Zealand data on export and import values 
by port is compromised by the problems that arise with trans-shipment – i.e. the 
shipment of goods or containers to an intermediate port and then to another port. To 
avoid double counting in national statistics, Statistics New Zealand compile port 
statistics on the basis of first port of unloading and last port of loading. Thisresults in 
the first and last ports’ data being higher than it should be and other ports’ data 
being lower than it should be. Because of the calling patterns for vessels serving New 
Zealand ports import values for Auckland and export values for Tauranga are likely to 
be overstated and the export and import values for other ports, including Lyttelton 
Port are likely to be understated. This problem is most evident in relation to 
containerized cargo. 
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Zealand), wood and wood products ($185 million and 4.8% of the 

total for New Zealand); and fish ($155 million and 11.7% of the 

total for New Zealand). 

Lyttelton Port Trade Values - Imports 

57 In calendar year 2013, imports through Lyttelton Port totalled 

$4,012 million in value, or 8.3% of New Zealand’s total merchandise 

imports. This is up from $2,296 million in 2005 and which 

represented 6.3% of New Zealand’s imports in 2005. By way of 

comparison in 2013 imports through Port Otago were valued at 

$396 million (0.8% of New Zealand’s total merchandise imports, 

down from 1.0% in 2005); imports through SouthPort were valued 

at $555 million (1.2% of New Zealand’s total merchandise imports, 

up from 1.1% in 2005); imports through Port Nelson were valued at 

$258 million (0.5% of New Zealand’s total merchandise imports, 

down from 0.6% in 2005); imports through PrimePort were valued 

at $249 million (0.5% of New Zealand’s total merchandise imports, 

down from 0.9% in 2005); and imports through Christchurch airport 

of $631 million (1.3% of New Zealand’s total merchandise imports, 

the same as in 2005).19 

58 In 2013 the value of imports arriving at Lyttelton Port were 73% of 

the South Island’s value of imports arriving via sea ports, up from 

64% in 2005.  

59 The main import trades by value through Lyttelton Port in 2013 

were fuels ($1,080 million and 13.2% of the total for New Zealand); 

vehicles ($469 million and 8.0% of the total for New Zealand); 

plastics and plastic articles ($197 million and 10.9% of the total for 

New Zealand); iron and steel and iron and steel articles ($153 

million and 11.9% of the total for New Zealand), fertilizers ($127 

million and 19.9% of the total for New Zealand); rubber and rubber 

products ($102 million and 17.2% of the total for New Zealand); 

and electrical machinery ($118 million and 3.1% of the total for New 

Zealand). 

Coastal Trade  

60 About 15% of New Zealand’s inter-regional domestic trade is 

transported by sea by dedicated coastal vessels (85%) and 

international vessels (15%).20The main coastal trades at Lyttelton 

Port are cement, fuel and containerised cargo on the Pacifica service 

and international services. 

                                            
19 No imports were recorded through Port Marlborough in 2005. 

20 Source: Sea Change. Transforming Coastal Shipping in New Zealand. Ministry of 
Transport; November 2007.  
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Cruise Ship Visits21 

61 As a consequence of damage to cruise ship berthing and other 

facilities at Lyttelton Port, all but small cruise ship visits since the 

earthquakes have been diverted to Akaroa harbour. Whilst in 

2012/13 expenditure in Christchurch City by passengers, crew and 

ships was estimated at $32.7 million, Christchurch and Canterbury 

Tourism (CCT) believe that the limitation of day light hours, the 

need for tendering of passengers and crew to and from the vessels 

and operational difficulties at Akaroa in bad weather mean that the 

economic benefits from cruise ship visits are lower than would be 

the case if cruise ship berthing facilities were again available at 

Lyttelton Port for all cruise ship visits.  

62 Adequate facilities at Lyttelton Port would result in higher numbers 

of cruise ship visits, more passengers and crew disembarking, more 

passengers and crew undertaking day long excursions and greater 

economic benefits for Christchurch and Lyttelton retail, hospitality 

and entertainment businesses. Over the next 10 years CCT have 

estimated that the availability of adequate cruise ship facilities at 

Lyttelton Port would result in 10% more cruise ship visits, 24% 

more passengers disembarking, 52% more crew disembarking, an 

increase in the average spend per passenger of 11% and an 

increase in total spend in Christchurch City by 36% (equivalent to 

an average additional spend of $9 million per annum). The cruise 

ship industry is a small but growing component of tourism in 

Canterbury. Also cruise ship visits provide an opportunity to attract 

return visitors. For example 33% of Australian visitors to 

Christchurch City arrive by cruise ship – 51% arrive directly by air 

and 16% arrive via another New Zealand airport. The “cruise ship 

experience”is therefore an important influence on the number of 

return visits by all modes and, in the case of return visits by air, for 

longer return visits involving increased expenditure per visit. 

Summary 

63 Lyttelton Port is by far and away the most significant port in the 

South Island in terms of total tonnages of cargo and containers 

handled, the value of exports and the value of imports. Lyttelton 

Port has been growing in relative importance and is expected to 

continue to do so in the future. LPC forecast ongoing growth for its 

container terminal to average 7-10% per annum for the next three 

years and container volumes to double over the next 10 years. In 

addition to base volume growth, the advent of larger container ships 

using the Port as a hub for South Island trade (see next section of 

my evidence) may see container volumes increase up to eightfold 

over the next 30 years. Non-containerised volumes of export and 

                                            
21 Information in this section taken from Access to Cruise Berthing Facilities in 

Christchurch and Banks Peninsula; presentation from Christchurch and Canterbury 
Tourism; 15 July, 2014. 
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import trades are expected to continue growing but not as fast as 

containerised cargo.22 

64 The Port (together with the rail and road networks which service it) 

is a significant piece of infrastructure underpinning two of the three 

economic drivers of the Canterbury regional economy – i.e. 

agriculture and manufacturing (including agricultural product 

processing). The Port also plays a less significant role in relation to 

the third economic driver, tourism. The economic (and social) well-

being of greater Christchurch is linked to the economic activity 

generated by the wider Canterbury region.Therefore Greater 

Christchurch’s earthquake recovery and future economic prosperity 

is also significantly influenced by the current and future 

performance of Lyttelton Port and the rail and road networks which 

service it. 

65 The trend towards Lyttelton Port being used as a hub for all regions 

in the South Island is likely to intensify in the future making the Port 

an integral part of economic activity throughout the South Island. 

The Port is already responsible for exporting 24% of New Zealand’s 

dairy product exports (by value) and importing 20% of fertilizers 

used on New Zealand farms (by value), highlighting the Port’s 

national economic significance. 

66 The economic importance of strategic infrastructure such as 

Lyttelton Port is recognised in the evidence of Mr Philip Osborne on 

behalf of Christchurch City Council. In particular I note that he 

states: 

66.1 At paragraph 5.23: “When considering the development of 

conflicting activities it is important to note that any impact 

upon strategic infrastructure often carries with it a significant 

opportunity cost that is typically not found when considering 

other activities. This opportunity cost is present due to the 

fact that lost activity, or potential activity, is unlikely to be 

generated elsewhere.” And 

66.2 At paragraph 5.25: “Due to the significant level of investment 

required in the operation and development of strategic 

infrastructure, it is vital that the pRDP (proposed Recovery 

District Plan) provides some certainty as to the safeguarding 

of these assets and their current and future operations.” 

67 These passages from Mr Osborne’s evidence in my opinion underline 

the economic significance of key infrastructure, such as Lyttelton 

Port and the road and rail networks that service it.  

                                            
22 Source: Lyttelton Port Company Limited and Subsidiaries Draft Reinstatement and 

Development Overview; Lyttelton Port Company Limited; August 2012. 
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THE IMPLICATIONS OF THE INTRODUCTION OF BIGGER 

CONTAINER SHIPS ON NEW ZEALAND’S TRADE ROUTES 

68 At present the average sized container ship calling at New Zealand 

ports has a capacity of approximately 2,700 TEU. The largest sized 

ship calling at New Zealand ports regularly has a capacity of 

approximately 4,100 TEU. It is expected in future more ships with 

capacities in the range of 5,000 to 7,000 TEU will be used on New 

Zealand trade routes as even larger vessels are used on the more 

significant international trade routes to reduce international shipping 

costs.Also bigger ships are more fuel efficient and therefore have a 

reduced carbon footprint. On a per TEU basis, a 6,500 TEU vessel 

gives a 31% reduction in CO2 emissions compared to a 2,600 TEU 

vessel.23 

69 The New Zealand Shippers’ Council24 has undertaken a study25 on 

the economic benefits of introducing bigger container ships (5,000 – 

7,000 TEU) on New Zealand trade routes and the economic costs of 

not introducing them. Among the conclusions of this study were: 

69.1 If New Zealand ports are not bigger ships capable within five 

years (of 2010), there is a risk only relatively small and old 

vessels with a higher operating cost per container will visit 

New Zealand ports; 

69.2 New Zealand could realise up to $144 million per annum net 

supply chain benefits from 2015/16, with bigger ships 

operating on the South East Asia route only and with 

infrastructure developments at two ports to become 7,000 

TEU capable; 

69.3 In addition two New Zealand ports being bigger ship capable 

would protect New Zealand against the risk of shipping 

companies’ hubbing through Australian ports such as 

Melbourne, Sydney and Brisbane, all of which are undertaking 

development to become bigger ship capable. This is estimated 

to cost New Zealand importers and exporters additional net 

supply chain costs of up to $194 million per annum by 

                                            
23 See ‘The Question of Bigger Ships; Securing New Zealand’s International Supply 

Chain’; Update – April, 2012; New Zealand Shippers’ Council. 

24 The New Zealand Shippers’ Council is an association of major New Zealand-based 
cargo owners – both importers and exporters. It includes companies and 
organisations with major interests in industries such as forest products, fruit, steel, 
dairy, meat, coal and cement. Collectively the Council accounts for more than 50% of 
New Zealand’s total annual volume of exports. 

25 The Question of Bigger Ships.Securing New Zealand’s International Supply Chain. 
New Zealand Shippers’ Council; August 2010. 
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2015/16 if only South East Asia services were affected and 

increasing transit times to market; 

69.4 The total benefit to New Zealand of having two ports bigger 

ship capable are therefore estimated at $338 million per 

annum from 2015/16 increasing up to $381 million per 

annum by 2020. These estimates exclude multiplier effects 

for the broader economy; 

69.5 Although all four major container ports in New Zealand 

(Auckland, Tauranga, Lyttelton and Otago) will be required 

over time to increase their capability to support cargo growth, 

not all four will need to make the investment initially, to 

become bigger ships capable; 

69.6 A bigger ship service would be required to call at a North 

Island port, due to the large export and import volumes, and 

a South island port, for growing export volumes, including 

refrigerated export cargo. Based on the Council’s research 

and analysis Tauranga and Lyttelton are the two New Zealand 

ports recommended to become bigger ships capable first; 

69.7 Lyttelton Port is the logical first South Island port to become 

bigger ship capable because (a) it is the largest container port 

in the South Island in terms of both import and export 

volumes; and (b) development cost estimates to 

accommodate 7,000 TEU ships at Lyttelton Port are lower 

than at Port Otago; 

69.8 Tauranga and Lyttelton are also the largest bulk ports in New 

Zealand and there is an opportunity for bulk cargo owners to 

leverage off investment in bigger ship capable facilities at 

these ports. 

70 LPC are currently investigating the feasibility of a capital dredging 

programme to deepen Lyttelton Port’s navigation channel so that 

international ships of a 14.5 metre draught can access the port 

during all tides. This would involve both deepening and extending 

the existing channel.  

71 The trend towards larger vessels servicing New Zealand trade 

means that economic activity throughout the South Island will 

become increasingly dependent upon Lyttelton Port and its 

supporting rail and road networks. Tasman, Nelson, Marlborough, 

Otago and Southland regions will join the Canterbury and West 

Coast regions in having significant reliance on Lyttelton Port for their 

export and import trades. 
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ECONOMIC EFFECTS OF THE PORT RECOVERY WORKS 

72 Lyttelton Port sustained significant damage from the 2010 and 2011 

Canterbury earthquakes. Although temporary repair work has been 

undertaken, many of the Port’s facilities are in a fragile state. In 

addition cargo through the Port has grown rapidly in recent years 

and is predicted to continue to do. To restore the Port’s previous 

capabilities, to increase the Port’s resilience to future seismic 

activity and to meet its customers’ existing and growing future 

requirements, a number of investments are needed to be 

implemented. LPC, in conjunction with the Canterbury Regional 

Council (CRC), approached the Minister for Earthquake Recovery for 

a specific Port Recovery Plan under the Canterbury Earthquake 

Recovery Act (CER Act). On the 19 June 2014, the Minister directed 

LPC and the CRC to develop a Lyttelton Port Recovery Plan (Port 

Recovery Plan).26 LPC and the CRC are in the process preparing the 

Port Recovery Plan which will enable a package of projects to: 

72.1 Repair and reinstate the damaged and destroyed assets with 

reasonable despatch; 

72.2 Restore the capability of the Port’s infrastructure to meet its 

customers’ current requirements; 

72.3 Expedite the Christchurch rebuild process and the recovery of 

the Greater Christchurch economy; and 

72.4 Meet the growing demands that will be placed on the Port as 

a consequence of projected growth in cargo volumes through 

the Port. 

73 However, even in the absence of the Port Recovery Plan, a number 

of recovery works will be necessary to support the Port’s economic 

contribution to the Christchurch, Canterbury and South Island 

economies. 

74 LPC’s vision is to rebuild the Port with the most efficient layout and 

design to cater for the projected future growth.  Simply repairing 

the damaged infrastructure and retaining the current layout would 

not achieve this vision.  Therefore the restoration and enhancement 

works need to provide for this more efficient layout.   

75 In implementing the recovery, the scheduling of the projects under 

the Port Recovery Pan (or otherwise) will need to take into account 

available funding; destroyed assets being replaced at optimal 

                                            
26 See New Zealand Gazette, No 65 19 June 2014, pages 1,861-1864. 
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locations and not necessarily their original location; the need for 

continued Port operation to meet customer requirements during the 

construction of the reinstatement projects; and future seismic 

activity not hindering or detracting from reinstatement efforts. In 

sequencing projects to prevent disruption to essential port 

operations, the reinstatement and enhancement of the Port’s assets 

will need to not hinder or disrupt the supply of rebuild materials for 

greater Christchurch. 

76 By way of example, a key component of the Port’s recovery is the 

construction of a new modern container terminal on reclaimed land 

at Te Awaparahi Bay. Should this not occur, or be significantly 

delayed, LPC will be seriously constrained in its ability to provide 

capacity for expected future growth in container volumes through 

Lyttelton Port and to become big ship capable. As a consequence 

containers that would otherwise have been exported or imported on 

vessels berthing at the Port will instead need to be diverted to an 

alternative port. This will result in cost penalties for exporters and 

importers. 

77 The significance of these cost penalties can be gauged from a recent 

report27 which estimated the net additional costs of Lyttelton Port 

not becoming big ship capable and as a consequence expected 

growth in container numbers handled by the Port from 2013 being 

diverted to an alternative New Zealand port. The key assumptions 

were: 

77.1 The number of containers that will need to be diverted to an 

alternative big ship capable port is equal to the growth in 

container numbers from containers handled at the Port in 

2013; 

77.2 The rate of growth in container numbers handled at the Port 

is 5.32% per annum based on LPC forecasts. Sensitivity 

testing using a growth rate of 2.98% per annum based on a 

more conservative rate of growth in container numbers 

handled from the Greater Christchurch Freight Study28 is also 

undertaken; 

77.3 Container diversion costs are assumed to be $600 per 

container for an alternative South Island port and $1,200 per 

container if the containers need to be diverted to an 

alternative North Island port; 

                                            
27 Assessment of economic benefits of the Lyttelton Port Company’s Proposed Capital 

Dredging Project; Brown, Copeland & Co Ltd; Draft Report; 24 March, 2014. 

28 Greater Christchurch Freight Study – Freight Demand Statement; Aurecon; 
November, 2013. 
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77.4 The savings in shipping costs if Lyttelton Port became big ship 

capable are taken to be 10% of container diversion costs; 

77.5 The capital dredging project capital costs are estimated to be 

$120 million and additional ongoing O&M costs are estimated 

to be 2% of capital costs.29 

78 On the basis of these assumptions the net economic benefits were 

estimated to be $68 million in 2019 (the first year after the capital 

dredging project, which is necessary for the Port to become big ship 

capable, is completed) growing to $618 million in 2041 (the end of 

LPC’s forecasting period), assuming there exists an alternative big 

ship capable port in the South Island and LPC’s container growth 

forecasts. The present value of net economic benefits over the 

period 2014 to 2041, assuming a discount rate of 8%, was $1,642 

million.  

79 If containers need to be diverted to an alternative North Island port, 

the additional costs are $136 million in 2019 rising to $1,237 million 

in 2041 and the present value of net economic benefits increased to 

$3,175 million.  

80 Sensitivity testing was undertaken assuming the lower growth 

forecast for container numbers from the Greater Christchurch 

Freight Study (averaging 2.98% per annum instead of LPC’s 5.32% 

per annum). Under this growth scenario, the additional cost in 2019 

was $34 million, growing to $240 million in 2041. The present value 

of net economic benefits was $644 million assuming an alternative 

South Island port and $1,397 million assuming an alternative North 

Island port.   

81 These net economic benefits represent the saving in additional costs 

for exporters and importers that would otherwise be incurred if 

containers needed to be diverted to alternative big ship capable 

ports, less the costs of the capital dredging project and additional 

ship diversion costs. The significance of the net economic benefits is 

an indication of the sizable cost penalty that would be imposed on 

Christchurch and Canterbury businesses if the provision of capacity 

for expected future growth in container volumes through Lyttelton 

Port and the port’s big ship capability does not occur or is delayed. 

This will impact on Christchurch and Canterbury businesses’ 

profitability and competitiveness. 

                                            
29 These costs relate to the capital dredging project only. They did not include the 
on-land costs associated with relocating the container terminal. 
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CONCLUSIONS 

82 Lyttelton Port is by far and away the most significant port in the 

South Island in terms of total tonnages of cargo and containers 

handled, the value of exports and the value of imports. 

83 The Port (together with the rail and road networks which service it) 

is a significant piece of infrastructure underpinning two of the three 

economic drivers of the Canterbury regional economy – i.e. 

agriculture and manufacturing (including agricultural product 

processing). Insufficient recognition of the strategic importance of 

the Port, leading to inappropriate development or constraints placed 

upon the future development and operation of Lyttelton Port and the 

rail and road networks which service it, will therefore have 

significant negative impacts upon these two key economic drivers. 

The Port also plays a less significant role in relation to the third 

economic driver, tourism. The economic (and social) well-being of 

greater Christchurch is linked to the economic activity generated by 

the wider Canterbury region. 

84 The trend towards larger vessels servicing New Zealand trade 

means that economic activity throughout the South Island will 

become increasingly dependent upon Lyttelton Port and its 

supporting rail and road networks. 

85 Appropriate recognition of the economic significance and strategic 

importance of the Port and the rail and road networks which service 

it within the Proposed Christchurch City Replacement District Plan is 

important since: 

85.1 It will contribute to enabling "people and communities to 

provide for their … economic ... well being"(section 5(2) of 

the RMA); and 

85.2 It will have regard to “the efficient use and development of 

natural and physical resources" (section 7(b) of the RMA). 

Dated:  25 November 2014 

 

___________________________ 

Michael Campbell Copeland  
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ANNEXURE A - CURRICULUM VITAE OF MICHAEL CAMPBELL COPELAND 

DATE OF BIRTH  3 October 1950 

NATIONALITY  New Zealand 

EDUCATIONAL  Bachelor of Science (Mathematics) 1971 

QUALIFICATIONS  Master of Commerce (Economics) 1972 

 

PRESENT POSITIONS 

(Since 1982)    Economic Consultant, Brown, Copeland & Co Ltd 

(Since 2010)   Director, Healthcare New Zealand Holdings Limited 

(Since 2012)  Director, Healthcare Rehabilitation Limited 

 

PREVIOUS EXPERIENCE 

1978-82  NZ Institute of Economic Research Contracts 

Manager/Senior Economist 

 1975-78 Confederation of British Industry 

   Industrial Economist 

 1972-75 NZ Institute of Economic Research 

   Research Economist 

 1990-94  Member, Commerce Commission 

 2001-06 West Coast Regional Council Trustee, West Coast 

Development Trust 

2002-08 Lay Member of the High Court under the Commerce Act 

1986 

 2003-11 Director, Wellington Rugby Union 

 2010-13 Director, Southern Pastures 
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GEOGRAPHICAL EXPERIENCE 

 New Zealand 

 Australia 

 Asia (Cambodia, India, Indonesia, Kazakhstan, Malaysia, Nepal, 

Pakistan, People's Republic of China, Philippines, Tajikistan, Sri Lanka, 

Uzbekistan, Viet Nam) 

 South Pacific (Cook Islands, Fiji, Tokelau, Tonga, Vanuatu, Western 

Samoa) 

 United Kingdom 

 

AREAS OF PRIMARY EXPERTISE 

 Agriculture and Resource Use Economics (including Resource 

Management Act) 

 Commercial Law and Economics (including Commerce Act) 

 Development Programme Management 

 Energy Economics 

 Industry Economics 

 Transport Economics 

 

RESOURCE MANAGEMENT ACT SPECIFIC PROJECTS 

 Port storage facilities at Westport; 

 The proposed Clifford Bay ferry terminal; 

 The proposed pipeline and related facilities to utilise water from the 

Waikato River for metropolitan Auckland; 

 A container terminal expansion by the Ports of Auckland; 
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 The proposed Variation No. 8 to the Wellington City District Plan 

covering height and other controls on development of the airspace 

above the Wellington railway yards; 

 Proposed expansion of Paraparaumu town centre within the Kapiti 

Coast District; 

 Wellington City Council's heritage preservation policy; 

 Solid Energy's proposed West Coast Coal Terminal at Granity; 

 Solid Energy's Mt William North coal mine at Stockton in the Buller 

District; 

 The proposed Waimakariri Employment Park; 

 The designation of land for a proposed motorway extension in the 

Hawke's Bay;  

 The Hastings District Council's Ocean Outfall – two consent renewal 

applications;  

 A proposed new shopping and entertainment centre in Upper Hutt; 

 Rezoning of land in Upper Hutt from Business Industrial to 

Residential;  

 New regional correctional facilities in Northland, South Auckland, 

Waikato and Otago; 

 Proposed controls on wake generation by vessels travelling within 

the waterways of the Marlborough Sounds; 

 The expansion of marina facilities within the Marlborough Sounds; 

 Southern Capital's proposed new township at Pegasus Bay, north of 

Christchurch;  

 Renewal of water resource consents for the Tongariro Power 

Development Scheme;  

 Economic analysis inputs to a Section 32 report for the Waitaki 

Water Allocation Board; 

 The imposition of land use restrictions within noise contours 

surrounding Christchurch International Airport;  

 The expansion of the Whangaripo Quarry in Rodney District; 
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 The economic significance of Winstone's proposed quarry at Wainui, 

in the north of Auckland City; 

 A proposed five star hotel development for Wanaka; 

 Holcim's proposed new cement plant near Weston in the Waitaki 

District; 

 TrustPower's proposed new wind farm at Mahinerangi in Central 

Otago;  

 TrustPower's proposed new Arnold hydroelectric power scheme on 

the West Coast; 

 McCallum Bros and Sea Tow Limited's appeal before the Environment 

Court regarding extraction of sand from the Mangawhai-Pakiri 

embayment north of Auckland; 

 The development of the Symonds Hill pit at Winstones' Hunua 

Quarry;  

 The rezoning of land for residential development at Peninsula Bay, 

Wanaka; 

 The rezoning of land for more intensive residential development at 

PekaPeka on the Kapiti Coast; 

 A gondola development for the Treble Cone skifield; 

 A gondola development for the Snow Farm and Snow Park skiing and 

snowboarding facilities; 

 The extraction of gravel from the bed of the Shotover River; 

 The proposed Hilton hotel development on Wellington's Queen's 

Wharf; 

 Land use restrictions in relation to the Runway Extension Protection 

Areas for Christchurch International Airport; 

 A new residential and commercial development by Apple Fields at 

Belfast on the outskirts of Christchurch;  

 A proposed business park development on land at Paraparaumu 

Airport; 

 The proposed redevelopment of Wellington's Overseas Passenger 

Terminal; 
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 The proposed Central Plains irrigation scheme in Canterbury;  

 The staging of residential and business development at Silverdale 

North in the Rodney District; 

 The redevelopment of the Johnsonville Shopping Centre; 

 A Plan Change enabling the relocation of existing development rights 

for a residential and commercial development on Mount Cardrona 

Station in the Queenstown Lakes District; 

 A new Pak'n Save supermarket at Rangiora; 

 New supermarkets at Kaiapoi, Whitby, Silverstream and Havelock 

North; 

 The extension of the Te RereHau wind farm in the Tararua District; 

 MainPower's proposed new wind farm at Mount Cass; 

 Fonterra's proposed new milk processing plant at Darfield and its 

subsequent expansion; 

 Fonterra Pahiatua milk powder plant expansion; 

 Fonterra's proposed new coal mine in the Waikato District; 

 Assessment of the economic significance of ANZCO's Canterbury 

operations to the Canterbury regional economy; 

 Resource consent extensions for Oceana Gold (New Zealand) 

Limited's gold mining operations at Macraes Flat in north-east Otago, 

the Globe Mine at Reefton and a proposed underground gold mine at 

Blackwater on the West Coast;  

 Designation of land for NZTA's Waterview motorway project in 

Auckland; 

 Designation of land and resource consents for NZTA's Transmission 

Gully motorway project in Wellington;  

 Designation of land and resource consents for NZTA's MacKays to 

PekaPeka Expressway; 

 Designation of land and resource consents for NZTA's PekaPeka to 

Otaki Expressway; 

 Resource consents for NZTA's Basin Reserve Bridge Project; 



  29 

 

 

100101323/607538.6 

 Resource consents for NZTA's Puhoi to Warkworth motorway 

extension; 

 Resource consents for the Ruataniwha Water Storage Scheme; 

 Assessment of the economic effects of a Queenstown Airport 

Corporation's proposed Notice of Requirement for the designation of 

additional land for aerodrome purposes; 

 Assessment of the retail effects of proposed Plan Change 19 to the 

Queenstown Lakes District's District Plan; 

 Assessment of the regional and national economic significance of 

Lyttelton Port; 

 The economic benefits of utilising a Recovery Plan under the 

Canterbury Earthquake Recovery Act for the rehabilitation and 

enhancement of facilities at Lyttelton Port; 

 The economic effects of the Lyttelton Port Company's Capital 

Dredging Project; 

 Meridian's proposed new Mokihinui hydro scheme; 

 Assessment of the economic effects of alternative wreck recovery 

options for the MV Rena; 

 Assessment of the economic benefits and costs of Transpower's 

corridor management approach to giving effect to the National Policy 

Statement on Electricity Transmission in District and City Plans; 

 Assessment of economic effects of a proposed extension to 

Arrowtown's urban boundary; 

 Assessment of the economic benefits of overhead deployment of 

ultrafast broadband infrastructure; 

 Assessment of the economic benefits of the proposed Ruataniwha 

Water Storage Scheme; 

 Preparation of evidence for Transpower in relation to the proposed 

Ruakura development on the outskirts of Hamilton City. 

 


