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Executive Summary 
 

 
This report documents the transport assessment on behalf of Auckland Council (Council) and Auckland 

Transport (AT) in regard to preparing transport inputs to Auckland Council’s proposed Development 
Contributions policy for the Auckland Housing Programme (AHP) areas (DC Policy). This assessment has been 

undertaken by Commute Transportation and Beca (the project team). This assessment draws heavily on the 

work undertaken as part of the Brownfields Programme Business Case (BPBC) prepared by AT in 2021. The 

project team’s role was to prepare a transportation assessment as specified by Council and providing technical 
inputs to inform the policy decisions which were made by Council. Beyond these inputs, the project team has 

not provided advice to Council directly regarding development of their DC policy itself. 

The transport planning and engineering information used to prepare this assessment is therefore developed 

at a ‘strategic’ level, and not from detailed site investigations, design, or modelling analysis. More detailed 

analysis would be undertaken for implementation of a project. Given the significant scale and long-term 

development of this programme, it is not considered feasible to develop detailed designs and capital cost 
estimates for this extensive programme. This approach is considered suitable for this assessment, when 

coupled with Council’s proposal to include regular updates to the DC policy inputs as new information becomes 

available. 

There are uncertainties around how the AHP area will grow and how infrastructure will be provided over the 

next 30 years, which the methodology has recognised. This uncertainty is addressed through the methods 

used in this assessment and Council’s policy framework that includes regular review of the inputs. The key 

steps of the assessment are shown below. 
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1 Purpose, Context and Scope 
 

1.1 Purpose and Background 
This report documents the transport assessment on behalf of Auckland Council (Council) and Auckland 

Transport (AT) in regard to preparing transport inputs to Auckland Council’s proposed Development 
Contributions policy for the Auckland Housing Programme (AHP) areas (DC Policy). This assessment has been 

undertaken by Commute Transportation and Beca (the project team). This assessment draws heavily on the 

work undertaken as part of the Brownfields Programme Business Case (BPBC) prepared by AT in 2021. The 

project teams role was to prepare a transportation assessment as specified by Council and providing technical 
inputs to inform the policy decisions which were made by Council. Beyond these inputs, the project team has 

not provided advice to Council directly regarding development of their DC policy itself. AT was involved in the 

transportation assessment work with the overarching policy development guided by Council based on the 2022 

policy. 

This analysis includes reference to infrastructure capital cost estimates prepared by AT or sourced from 

various external sources. Although aggregate network results are presented in this report, the detail of the 

individual project elements are not included here. 

1.2 Previous Assessments 

1.2.1 Auckland Brownfields Programme Business Case 

The BPBC was undertaken by AT in 2020/2021. The purpose of the BPBC was to identify a package of transport 
investment to support brownfields growth in the five areas identified within the AHP comprising: Tamaki, Mt 
Roskill, Oranga, Northcote and Māngere. The areas considered are subject to significant and imminent 
development with Kāinga Ora having a significant interest in each area. In each of the areas, a level of non 

Kāinga Ora growth was also considered likely for each precinct. Kāinga Ora is actively planning for initial stages 

of development and has undertaken integrated transport assessments (ITAs) in several of the growth areas to 

identify and mitigate the effects of development. 

To adopt an integrated approach to transport and land planning, and consider the wider network effects of 
Brownfields growth, the BPBC considered the condition of the existing transport network in each area and 

considers future travel forecasts. 

Within each of the AHP areas, the BPBC put forward a package of investment in transport infrastructure to 

accommodate the changing demand and influence the travel behaviour of people in this area. At the time of 
development, the business case drew heavily on a series of ITAs completed by Kāinga Ora for the various 

development areas but considered wider growth and network outcomes in addition to the ITA assessments. 
The BPBC was endorsed by the AT and Waka Kotahi New Zealand Transport Agency (NZTA) Boards in 2021. 

While the BPBC considered the Oranga and Northcote areas, these have not been included in this DC policy 

assessment as these areas are more discrete projects with the infrastructure required having been largely 

progressed and completed. 

Further details on the BPBC recommended network is included in Section 3. 
 

1.2.2 Development Contributions underlying policy 

The methodology adopted for this transport assessment has made use of Council’s existing DC Policy 2022. 
The transport assessment aspect has built on the underlying policy and more detailed transport assessments 

undertaken for the Drury DC study which was completed in September 2022 by Te Tupu Ngātahi Supporting 
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1.6 Scope of Transport Elements Considered 
This DC assessment was based on the scope of projects within the BPBC and augmented to account for recent 
changes in growth forecasts and updates to the transport network. 

The scope of projects identified through the BPBC and updated through this assessment are outlined in Figure 

1-1, 
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Figure 1-2, and 

 

Figure 1-3 for Tamaki, Mt Roskill and Māngere respectively. More details on each project can be found in 

Appendix A. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
AHP DC Policy – Transport Assessment | 3815367-1317544660-260 | 15/08/2024 | 11 



| Purpose, Context and Scope | 
 

 

1.6.1 Tamaki 
 

Figure 1-1: Recommended programme for Tamaki 
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1.6.2 Mt Roskill 
 

Figure 1-2: BPBC recommended programme for Mt Roskill 
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1.6.3 Māngere 
 

Figure 1-3: BPBC recommended programme for Māngere 
 

 
Since the recommended network was identified as part of the BPBC, the network has been reviewed in light 
of changes which has included: 

1. Some projects have been removed from the list as these have been completed or are no longer 
considered required 

 
2. Recent ITA assessments from Kāinga Ora have been considered and resulted in changes to the 

network 
 

3. A review of local area upgrades has been carried out for the whole study area 
 

4. A review of Road safety has been carried out for the whole study area 
 

5. Consideration has been given to updated growth scenarios compared to the growth assumptions in 

the BPBC. This has resulted in some additional projects being identified. 
 

This assessment represents a technical assessment by the project team for a specific purpose and is based 

on key assumptions. This technical assessment is the most suitable data available on which to develop a DC 

policy for an extended programme of development. 

1.7 Report Structure 
The remainder of his report is structured as follows: 

Chapter 2:  Provides the growth context for Tamaki, Mt Roskill and Māngere 

Chapter 3: Describes the process to develop a project list 

Chapter 4: Describes the DC assessment methodology 
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Chapter 5: Details the assessment of individual projects and aggregate results 

Chapter 6: Discusses key uncertainties and sensitivity testing 
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2 Growth Context 
 

2.1 Policy and Growth Strategies 
Auckland is anticipated to grow significantly over the next 30 years. In order to build Auckland’s strengths and 

the cities unique characteristics, planning for future growth is an imperative. 

Around 1.72 million people currently live in Auckland. Tāmaki Makaurau Auckland is anticipated to grow and 

change significantly over the next 30 years. Over that time, our population is expected to grow by around 

520,800 people to a total of 2,230,800. 

Auckland will take a quality compact approach to growth and development. A compact Auckland means future 

development will be focused in existing and new urban areas within Auckland's urban footprint, limiting 

expansion into the rural hinterland. 

The quality aspect of this approach means that: 

• most development occurs in areas that are easily accessible by public transport, walking and cycling 

• most development is within reasonable walking distance of services and facilities including centres, 
community facilities, employment opportunities and open space 

• future development maximises efficient use of land 

• delivery of necessary infrastructure is coordinated to support growth in the right place at the right time. 

Growth is enabled throughout most of Auckland's urban footprint, and all neighbourhoods are capable of 
accommodating growth to some extent. However, some existing urban areas are likely to undergo significant 
growth. Redevelopment in these areas will be of a scale that will require substantial infrastructure and service 

investment. 

The Tamaki, Mt Roskill and Māngere areas are identified as priority areas for investment to enable 

intensification and a short to medium term priority for investment as outlined in the Auckland council Future 

Development Strategy. 

2.2 Auckland Unitary Plan 
The Auckland Unitary Plan (AUP) sets out the planning parameters which influence the extent to which 

brownfields intensification can occur. 

Further intensification is expected in existing urban areas as these areas continue to develop under existing 

AUP rules and consents. In addition, Council’s proposed Plan Change 78 seeks to enable greater densities 

within the existing urban areas in line with the Medium Density Residential Standards (MDRS) and the National 
Policy Statement on Urban Development (NPS:UD), with the predominant change being residential single 

house zones and mixed housing suburban zones intensifying to mixed housing urban zones. While the final 
outcomes of the PC78 process are yet to be confirmed, this assessment assumes that similar planning 

provisions are available to enable the forecast level of growth. 

The existing AUP zoning is identified in Figure 2-1, Figure 2-2 and Figure 2-3 for Tamaki, Mt Roskill and 

Māngere respectively. 
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• Māngere West B 

In addition to active Kāinga Ora neighbourhoods, the following larger scale standalone developments have 

been considered: 

Tamaki - Shundi Development 

Shundi have received resource consent for the first stage of development on land at 261 and 263 Morrin Road, 
Saint Johns, Auckland and construct a residential development consisting of: 

• Two residential buildings, being 14 and 18 storeys high and containing 191 residential units; 

• A podium beneath and surrounding the buildings that overlies a single-level basement parking area, 
and provides a platform for communal outdoor courtyards for residents; 

• Vehicle and pedestrian accessways and public open spaces; and 

• Infrastructure associated with the two buildings and surrounding podium. 

The development area is within the Tamaki study area and will increase the number of dwellings to an expected 

1,500 in the area and reduce available business land. These dwellings are anticipated to house an additional 
5,000 people. 
Figure 2-4: Shundi Tamaki Village LTD development stages 

 

Tamaki - Simplicity living 

The Simplicity living development at Kupenga apartments has provided a significant volume of medium/high 

density living with some 69 units providing built to rent products to investors. 

Māngere - Market Cove development 

The market cove area north of Walmsley Road in zoned at THAB. The site is intended to be developed with a 

combination of apartments, terraced housing and some commercial activity to support the residential 
components. 
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Figure 2-5: Market cove masterplan 

Māngere - Hospital Road 

Two major property blocks purchased by west Auckland’s Whānau Waipareira and local iwi Ngai Tai Ki Tāmaki 
Whenua of around 36,500sq m of land adjacent to Middlemore Hospital will provide homes for kaumātua, kuia 

and whānau with disabilities, as well as a Whānau Ora/Health and Wellness Centre. 

The land will be split into 25,000sq m for the Whanau Ora Centre and 10,500sq m for 124 dwelling units 

targeted primarily for elder social housing. 
 

2.4 Growth Forecasts 
Growth forecasts for the wider AHP areas have changed over time in response to changes in strategic thinking 

and policy. The BPBC used the growth forecasts available at the time (I11.6 scenario) as a basis for the 

assessment of the network. At the time, the regional growth forecasts were compared with levels of growth 

proposed by Kāinga Ora. 

Since the BPBC work was completed, upgraded regional population forecasts have become available. The 

Auckland Growth Strategy (AGS) 2023 forecast1 represents Councils view on regional growth going forward. 
The AGS forecast increases the level of household, population, and employment growth in the AHP areas over 
the 2022-2052 forecast period compared to I11.6. Additionally, the AGS forecast does not extend to full 
buildout values. 

A full buildout scenario for the AHP areas was provided by Council developed from the AGS forecast for the 

purposes of this assessment (AGS FBO). This scenario follows the original AGS forecast to 2052, with post- 
2052 growth to achieve full buildout by 2060.2 

 

 
 

1 Formally, this is known as the AGS_2023_v1 forecast. 

2 Based on a RIMU assessment undertaken in 2022 of AUP plan enabled capacity that identified typical full build out of 
dwellings could be estimated by a 55% ratio of theoretical capacity. 
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2.4.1 Tamaki 

Within the Tamaki area, the AGS FBO scenario shows an increased rate of household growth across the 30- 
year period before flattening off post-2052 (see Figure 2-6). Population forecasts follow a similar trend to the 

household growth forecasts (see Figure 2-7). Regarding employment forecasts, the AGS FBO scenario shows 

an increase in employment (see Figure 2-8) over the I11.6 scenario in Tamaki area (as per Section 2.5). 

 

Figure 2-6: Household forecasts for the Tamaki area 
 
 

Figure 2-7: Population forecasts for the Tamaki area 
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Figure 2-8: Employment forecasts for the Tamaki area 
 
 
 

2.4.2 Mt Roskill 

The AGS FBO scenario shows a modest increase in household growth (see 

) over the I11.6 

scenario by 2051 (7% increase), with population showing a similar trend (see Figure 2-10). Regarding 
employment forecasts, the AGS FBO scenario shows an increase (30-40%) in employment in the area when 

compared with I11.6 scenario (see 

Figure 2-10: Population forecasts for the Mt Roskill area 
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). 
 
 

Figure 2-9: Household forecasts for the Mt Roskill area 
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Figure 2-10: Population forecasts for the Mt Roskill area 

 

 
Figure 2-11: Employment forecasts for the Mt Roskill area 
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2.4.3 Māngere 

The AGS FBO scenario shows a minor increase in household growth (see Figure 2-12) over the I11.6 scenario 

(16% by 2051), with population showing a similar trend (see Figure 2-13). Regarding employment forecasts, 
the AGS FBO scenario shows a significant increase in employment (61% by 2051) when compared to the I11.6 

scenario (see Figure 2-14). 

 

Figure 2-12: Household forecasts for the Māngere area 
 
 

Figure 2-13: Population forecasts for the Māngere area 
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Figure 2-14: Employment forecasts for the Māngere area 
 
 
 

2.5 Growth Areas 
This assessment has been developed based on the three AHP areas. However, the Macro Strategic Model 
(MSM) regional model zones (based on Census area units) do not directly match the AHP Precinct boundaries. 
The MSM model zones have been used for most of the analysis. As such, some adjustment to the assessment 
areas have been necessary to ensure alignment with MSM zones. 

The AGS FBO scenario (as per Section 2.4) includes assumed timing of development within each of the MSM 

zones applicable to the AHP areas. This assessment has considered the timing outlined in the regional model 
scenarios and has supplemented this forecast with development staging plans from Kāinga Ora in several of 
the neighbourhoods within each assessment area. Both sources of information have been used to develop 

indicative project timing. 
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• 200-ton reduction in CO2 emissions per year 
 

Within the Mt Roskill area, the BPBC reported the following outcomes of the recommended investment 
package: 

• Reduction of 316 DSI crashes over 40 years 
• Mode share of 22% for active modes 
• 10% more jobs and social opportunities accessible by cycling and public transport 
• 22,600-ton reduction in CO2 emissions per year 

 
Within the Māngere area, the BPBC reported the following outcomes of the recommended investment package: 

• Reduction of 216 DSI crashes over 40 years 
• Mode share of 18% for active modes 
• 10% more jobs and social opportunities assessable by cycling and public transport 
• 17,000-ton reduction in CO2 emissions per year 
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Step 4: A professional assessment is made on the network given the current performance and anticipated 

changes in demand. A framework of changes in transport demand to types of interventions is outlined in Table 

3-1. This forms a basis on which interventions are identified in each area. 

Table 3-1: Framework of growth change thresholds vs intervention matrix 
 

 
Step 5: The final step is a stocktake of the existing network and identification of necessary interventions and 

investment to respond to the future safety risk based on estimated changes in the levels of future travel 
demand. 

 
Full details on the local and safety assessment for the Tamaki, Māngere and Mt Roskill areas is included in 

Appendix C. 

3.4 Review of network against growth assumptions 
As outlined in Section 2.42.4, changes in growth assumptions have occurred since the original BPBC work 

developed a network. Considering changes to the growth assumption because of the change from the I11.6 

scenario to the AGS FBO scenario, the transport network has been reviewed in each area. 

Transport modelling was undertaken (using the strategic transport model) which compared the AGS FBO 

scenario against I11.6 to determine the scale and position of changes in transport demand arising from the 

anticipated changes in growth. Where significant changes are anticipated because of applying the different 
scenarios, the transport network was reviewed in these locations and changes to the network were considered 

over and above the BPBC recommended network. 

Within the AHP areas, further projects were identified as being required to cater for changes in growth 

anticipated. 

Further details on these projects are included in Appendix A. 
 

3.5 Project Staging 
A review of project staging was undertaken given the variety of changes since the BPBC. The review 

considered changes in growth quantum and timing as outlined in Section 2.4, drawing on additional 
information from Kāinga Ora (such as ITAs). Project timings were developed for each of the three growth 

scenarios (Growth scenarios as set out in Section 2.4). 

In identifying indicative project timing, a set of principals were considered to guide the assessment which are 

outlined below: 

1. On sites where urban development is occurring: 
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a) Urbanise existing corridors within and adjacent to development concurrently with that 
development 

b) Provide interim facilities as part of the development and where transport improvements are 

provided in an interim form, ensure alignment with the full build-out network 

2. Beyond sites where development is occurring, stage the form and capacity of the transport network 

progressively to match both development stages and system needs, including cumulative effects of 
urban development on transport demands on the network. 

3. Provide safe and efficient public transport and active mode facilities from the outset of urban 

development to support a shift to more sustainable travel. 

4. Sequence the provision of public transport (PT) systems/stations to coincide with and support: 

a) A commitment to adjacent land use of significant scale within walking distance 

b) The need to serve as a strategic PT hub to service a wider catchment with poor PT options 

c) Support significant mode shift to PT from early in the development cycle 

d) Noting a need to find a balance between criteria (4a and 4c). 

In the Brownfield context, the timing of growth is particularly uncertain over much of the assessment area, as 

planning rules effectively allow development to occur in most of the assessment area at any time. The areas 

which are predominantly owned and will be developed by Kāinga Ora are more certain, however funding 

constraints and priority has potential for timing of these areas to change. 

Notwithstanding the inherent uncertainty, the indicative timing for infrastructure projects is unlikely to be 

accurate at a project level however it provides a reasonable estimate of the spend across the assessment area 

over time. 

3.6 Summary of project lists 
As a result of the process outlined above, the project list for the AHP areas has been updated and reviewed 

considering changes to growth assumptions. The list of projects is summarised in Appendix A. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
AHP DC Policy – Transport Assessment | 3815367-1317544660-260 | 15/08/2024 | 35 















| Development of Project Cost Allowances | 
 

 

4.4 Footpath Upgrades 
In addition to the individual projects, the cost to upgrade existing sub-standard footpaths has been considered 

and included in the cost. AT footpath data was analysed to determine the lengths of footpaths required to be 

upgraded to meet Transport Design Manual (TDM) standard of 1.8m wide within the project area. The following 

assumptions were made: 

• Footpaths which were 1.5m or wider were excluded on the assumption they were not a priority to be 

upgraded. Footpaths less than 1.5m were assumed to be upgraded using the generic footpath rate 

noted below. 

• To avoid double counting with project upgrades, only ‘local roads’ were considered. Arterials and 

access road were excluded. 

• The footpath upgrade rate of $470/m was used (provided by AT in May 2024), which covers the 

physical works component to remove an existing 1.5m footpath and build a new 1.8m concrete 

footpath within the berm, without changing kerb lines. The cost excluding allowances or contingency 

which are outlined in the brownfields generic rates and allowances report. A renewal component of 
4% has been assumed. 
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5 Development Contributions Assessment Methodology 
 

 
This section outlines the key considerations and high-level methodology for the DC assessment methodology. 
It should be noted that Appendix B contains a full explanation of the DC assessment methodology and specific 

examples for use. 

5.1 Key Assessment Steps 
The overall methodology applied, as guided by AT and Council, is comprised of the key steps described in 

Error! Reference source not found.. 
 

Figure 5-1. Development Contributions methodology – key steps 
 

 
Appendix A contains the programme of transport projects, along with project details and cost allocations for 
the steps indicated in Error! Reference source not found.. 

Appendix B outlines the generic Beneficiary Assessment methodology used in the assessment. 
 

5.2 Beneficiary Assessment Spatial Allocations 
The spatial allocation of causation and beneficiaries are a key part of the Beneficiary Assessment and are 

specific for each AHP area. Costs are allocated spatially on an assessment of the areas, communities, and 

movements that would either cause the need for the project or benefit from the consequential improvements 

to accessibility, safety, travel choice, or network resilience. For this assessment, costs are split between internal 
(population within AHP) and external (population outside AHP). 
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6 Development Contributions Assessment Results 
 

 
This assessment details the allocation of base physical works (PW) costs for the AHP between internal and 

external populations only (see Error! Reference source not found.). Further DC analysis, including escalation, 
mitigation adjustments, and further splitting of external causation and beneficiary shares, is conducted by 

Council. 

PW cost estimates for each project are documented in Appendix A, with this section only providing the 

aggregate totals. The PW cost estimates used in this DC assessment exclude property costs, escalations and 

proportions of project costs estimated for renewals. Results for each AHP area are presented separately in the 

remainder of this section. 

The following sensitivity tests were undertaken: 

− 100% Causation: Use 100% causation allocation, rather than 50% causation:50% beneficiary 
− 100% Beneficiary: Use 100% beneficiary allocation, rather than 50% causation:50% beneficiary 
− Internal Allocation +: Shift a maximum of 10% from external allocations to internal allocations5 

− Internal Allocation-: Shift a maximum of 10% from internal allocations to external allocations 
− Modified AGS 
− Extended AGS 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 

5 The amount shifted between allocations is not necessarily 10% and is dependent on the floor and ceiling of 
the baseline allocations (e.g., A baseline allocation of 95% internal, 5% external will become 100% internal, 
0% external under the Internal Allocation + sensitivity test, which is a shift of only 5%). 
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6.1 Tamaki 
The overall allocation of PW cost for the projects in Appendix A for the Tamaki AHP area under the AGS FBO 

scenario is shown in Figure 6-1. 

 

Figure 6-1: Total physical works cost estimates for the Tamaki AHP area under the AGS FBO scenario 
 

 
An indication of the profile of PW cost over the programme life for the Tamaki AHP area under each scenario 

is shown in Figure 6-2 . These costs are allocated to the estimated first operational year of the project, and as 

such does not reflect the likely cash-flow of projects that take longer than one year to implement. 

 

Figure 6-2: Indicative physical works cost estimates for the Tamaki AHP area under the AGS FBO scenario 
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The total PW cost by internal and external area for each sensitivity test for the Tamaki AHP area is shown in 

Figure 6-3Figure 6-3, with variances from the baseline assessment in terms of absolute cost shown in Figure 

6-4Figure 6-4. 

 

Figure 6-3: Sensitivity test results for the Tamaki AHP area 
 
 

Figure 6-4: Sensitivity test cost variance from baseline for the Tamaki AHP area 
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6.2 Mt Roskill 
The overall allocation of PW cost for the projects in Appendix A for the Mt Roskill AHP area under the AGS 

FBO scenario is shown in Figure 6-5Figure 6-5. 

 

Figure 6-5: Total physical works cost estimates for the Mt Roskill AHP area under the AGS FBO scenario 

An indication of the profile of PW cost over the programme life for the Mt Roskill AHP area under the AGS FBO 

scenario is shown in Figure 6-6. These costs are allocated to the estimated first operational year of the project, 
and as such does not reflect the likely cash-flow of projects that take longer than one year to implement. 

 

Figure 6-6: Indicative physical works cost estimates for the Mt Roskill AHP area under the AGS FBO scenario 
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The total PW cost by internal and external area for each test for the Mt Roskill AHP area is shown in Figure 

6-7Figure 6-7, with variances from the baseline assessment in terms of absolute cost shown in Figure 

6-8Figure 6-8. 

 

Figure 6-7: Sensitivity test results for the Mt Roskill AHP area 
 
 

Figure 6-8: Sensitivity test cost variance from baseline for the Mt Roskill AHP area 
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6.3 Māngere 
The overall allocation of PW cost for the projects in Appendix A for the Māngere AHP area under the AGS 

FBO scenario is shown in Figure 6-9Figure 6-9. 

 

Figure 6-9: Total physical works cost estimates for the Māngere AHP area under the AGS FBO scenario 

An indication of the profile of PW cost over the programme life for the Māngere AHP area under the AGS FBO 

scenario is shown in Figure 6-10Figure 6-10. These costs are allocated to the estimated first operational year 
of the project, and as such does not reflect the likely cash-flow of projects that take longer than one year to 

implement. 

 

Figure 6-10: Indicative physical works cost estimates for the Māngere AHP area under the AGS FBO scenario 
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The total PW cost by internal and external area for each test for the Māngere AHP area is shown in Figure 

6-11Figure 6-11, with variances from the baseline assessment in terms of absolute cost shown in Figure 

6-12Figure 6-12. 

 

Figure 6-11: Sensitivity test results for the Māngere AHP area 
 
 

Figure 6-12: Sensitivity test cost variance from baseline for the Māngere AHP area 
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| Introduction | 

 
 

1 Introduction 
 

 
The purpose of this report is to describe the Causation/Beneficiary Assessment (the Assessment) of 
transportation infrastructure for ongoing and future Development Contributions (DC) assessments, and how 
this assessment fits into the overall DC approach. The Assessment defines how the cost for transport 
infrastructure should be allocated to those who cause the need, and those who benefit. 

This report is intended to provide guidance for ongoing and future DC workstreams. The methodology in this 
report has been represented generically to allow application to greenfield and brownfield environments. 

This report has been developed in collaboration with Auckland Council (Council) and Auckland Transport (AT). 
 

2 Development Contributions Methodology Development 
 

 
The Assessment is a series of steps within the overall DC methodology. The DC methodology was previously 
developed for the Drury DC Policy within Te Tupu Ngātahi Supporting Growth Alliance (SGA), with Drury being 
a primarily greenfield/rural environment. However, the DC methodology has been adapted for applicability to 
greenfield and brownfield environments to support ongoing and future DC workstreams. This was adapted 
through a series of technical workshops held with staff from AT and Council. The purpose of those workshops 
was to: 

● Agree the specific outputs of the assessment; and 
● Provide guidance on the general approach to assessing DC inputs, particularly regarding assessment of 

renewal elements, growth components and Causation/Beneficiary Assessment 

 

3 Key Assessment Steps 
 

 
The overall DC methodology applied (as guided by AT and Council) includes the key steps shown in Figure 
3-1. The DC methodology is for the cost allocation of transport infrastructure. As such, inputs, such as growth 
forecasts, and further steps, such as developer mitigation and third-party funding, are provided and determined 
by Council. 

Key modifications from the previous Drury DC methodology to suit application to all area types are 
demonstrated in Figure 3-1. 
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Figure 3-1: Development Contributions assessment methodology 
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Figure 3-2: Illustration of key modifications from previous Drury development contributions assessment methodology 
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3.1 Areas of Assessment 
A full transport system has been planned for each funding area and adjacent areas that integrate into the 
existing system. This full network is considered necessary for those local communities to be connected and 
integrated. As such, the proposed network helps enable the function of the wider community rather than solely 
individual developments. This connected-network approach implies that smaller sub-areas would not be 
appropriate. For the ongoing DC workstreams, the funding area is defined by Council, as is assumed in this 
report. 

Live-zoned areas will often have precinct plan provisions staging development until specific transport 
infrastructure is provided. This means that developers will often agree with the road controlling authority to 
directly fund or physically deliver infrastructure as part of mitigation and/or development of their site. This is 
addressed this by discounting the costs included in the DC policy by excluding components that are likely to 
be provided by developers (see Section 3.2 below). 

3.2 Cost to be Included 
The Council DC Policy 2022 notes specific asset costs that should not be included in the DC assessment: 

 

Only infrastructure base physical works (PW) costs are included in the DC assessments, without 
consideration of operating and maintenance costs. The level of discounting of costs for typical components 
likely to be provided by developers vary for each DC workstream as they are dependent on each project 
type. The DC Policy requires exclusion of asset renewal, which is outlined in Section 3.3. 

3.3 Renewal Costs 
As noted in the Council DC Policy 2022, costs associated with renewal of existing infrastructure should not be 
included in the DC assessments. The existing local transport network in the funding areas comprises of urban 
and/or rural roads, of which many of the roads will be upgraded or converted to a different form. Unlike the 
Drury DC, which was primarily a greenfield environment, brownfield environments typically do not involve rural 
or new roads. Therefore, renewal elements are especially relevant to brownfield environments. 

The PW cost estimates for the projects often assume re-construction of the existing road to provide the 
appropriate urban streets. As such, it is likely that those re-construction costs would replace or remove the 
need for renewal of those roads if they are not reconstructed. An estimate of renewal costs is therefore made 
and removed from the PW cost estimates. This implies that a proportion of the reconstruction PW cost 
estimates should apply to existing rate payers rather than to new urban development. 

Renewal rates are determined under advisement from AT and vary for each DC workstream depending on the 
project type and are applied by Council after the beneficiary assessment stage. 
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4 Causation/Beneficiary Assessment 
 

4.1 Causation/Beneficiary Assessment between areas 
The use of a Causation/Beneficiary Assessment is based on the principle that the project should be funded by 
those who cause the need for the project and those who benefit from the project. As noted in the Council DC 
Policy 2022, the DCs are levied in accordance with the Local Government Act (2002). Clause 197AB (1)(c) of 
the Act specifically notes the following in this regard: 

 

This notes that DCs should be allocated both to those who cause the need for the project as well as those who 
benefit from it. Based on this directive and the guidance from AT based on other DC policy applications, the 
following approach was adopted: 

1. Allocate PW costs based on those who cause the need for the project (causation analysis) 
2. Allocate PW costs based on those who benefit from the operation of the project (beneficiary analysis) 
3. The adopted allocations for the funding area are based on a 50:50 weighting of these two assessments. 

 
The beneficiary analysis allocates spatially between the internal funding area and the external area (see 

Figure 4-1). Shares are proportionally allocated based on an assessment of the areas, communities or 
movements that would gain improved transport outcomes.1 This assessment may also be informed by regional 
transport model trip proportions relative to the internal area, assuming that benefits gained are proportional to 
usage. The spatial allocation shares are determined individually for each funding area. 

 

 
 

Figure 4-1: Breakdown of causation/beneficiary share allocation 

The causation analysis follows a similar process, but instead considers whether the projects are likely to provide 
capacity or outcomes directly needed to support the planned urban development. As such, the causation 
spatial allocation is typically weighted further towards the funding area than the beneficiary allocation. The 
weighting of the causation can differ based on the project type, purpose, and role for internal or external growth 
purposes. 

 
 
 

1 This includes improved accessibility, safety, travel choice, and network resilience. 
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The type and scale of benefit will vary significantly between areas and between projects. For example, transport 
benefits could include: 

• Local or wider-area travellers who benefit from direct usage of the new facility or service (e.g., via 
greater accessibility or safety). 

• Local or wider-area travellers who benefit from having additional transport choices available. 
• Local or wider-area travellers who derive a benefit through an improved overall transport system, even 

if they don’t directly use the facility (e.g., indirect benefits through reduced congestion or improved 
network resilience). 

• Local or wider-area communities that benefit from reduced vehicle movement through their 
neighbourhoods (e.g., through improved safety and amenity). 

• Local or regional communities who benefit from the projects helping imbed changes in general travel 
behaviours (e.g., a shift to more sustainable travel modes). 

 
Beneficiaries could be either people who gain direct and regular benefits (e.g., improved accessibility between 
communities), or less direct and less frequent benefits (e.g., improved travel choices or a more resilient 
network). Additionally, the scale and timing of benefits for some project elements will be dependent on the 
timing of other elements in the network. For example, the improved accessibility benefits of a new link could 
be different depending on if another proposed new link is assumed to be in place at that time horizon. 

Some benefits are estimated analytically (via traffic model predictions). However, this is less feasible for 
benefits such as improved travel choices and network resilience. It can also become complex and require 
judgement to explicitly weight the different types of benefits to a single result. As such, analytical estimation of 
benefits is treated as supplementary information to inform judgement on the distribution of benefits. 
Additionally, analytical results from transport models are also much more sensitive to the assumptions used in 
the model, such as the level of growth and inter-dependency with the presence of other projects. 

4.2 Further Causation/Beneficiary Assessment 
The process described in Section 4.1 allocates project PW costs between internal and external areas only. 
Further DC analysis, including escalation, mitigation adjustments, and further splitting of external causation and 
beneficiary shares between existing and growth populations, is conducted by Council. See Council’s 
supporting information for the Development Contributions policy for more information. 
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Table 1-1: Framework of growth change thresholds vs intervention matrix 

 

 
The final step is a stocktake of the existing network and identification of necessary interventions and 
investment to respond to the future safety risk based on estimated changes in the levels of future 
travel demand. 

 
The network response for each area is included in Attachment A. 
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2 TAMAKI PRECINCT 
Figure 2-1 sets out the Tamaki AHP area broken down into neighbourhoods which Kainga Ora (KO) 
have identified. The Tamaki precinct includes Tamaki Regeneration Company (TRC) land holdings 
and developments. Reference to KO land includes both KO and TRC land. 

Figure 2-1: Auckland Housing Programme Boundary and Kainga Ora Land Holdings 
 

 
The funding area for developer contributions varies slightly from the AHP area due to the fact MSM 
zones / Census area units do not line up with the AHP boundary. In the Tamaki area, some additional 
area is included in the study area to reflect the balance of several MSM zones and some small 
portions of land within the AHP are excluded. Figure 2-2 shows the MSM zones in the AHP area 
(pink), MSM area included in the study area but outside the AHP (purple colour) and land within the 
AHP but excluded (peach colour). 
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Figure 2-2: AHP Neighbourhoods vs MSM Zones 

 

 
The Tamaki AHP area has a mix of land use including a concentration of higher density residential 
zoning around the Glen Innes Centre, industrial land to the west of the rail corridor and higher density 
residential development around Panmure as outlined in Figure 2-3. 
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ATTACHMENT A: NETWORK RESPONSE IN EACH AREA 
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Table 1-1: Framework of growth change thresholds vs intervention matrix 

 

 
The final step is a stocktake of the existing network and identification of necessary interventions and 
investment to respond to the future safety risk based on estimated changes in the levels of future 
travel demand. 

 
The network response for each area is included in Attachment A. 
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2 MT ROSKILL PRECINCT 
The Auckland Housing Programme boundary is outlined below for the Mt Roskill Precinct including 
grey shapes where land is currently held by Kainga Ora. 

Figure 2-1: Auckland Housing Programme Boundary and Kainga Ora Land Holdings 
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2.1 MT ALBERT EAST 

 
2.1.1 CONTEXT 
Kainga Ora has limited land holdings within the Mt Albert East area. Land zoning predominantly 
consists of residential with a large portion of the land around the Mt Albert rail station zoned as 
terraced housing and apartments, some areas in ‘Mixed Housing Urban Zone’ and large areas of 
‘Single House Zone’. A small portion of the land is zoned ‘Special Purpose Zone’ for Mount Albert 
Grammar School. 

Figure 2-4: Neighbourhood Boundary and Study Area 
 

 
Figure 2-5 provides an overview of the existing road hierarchy in the area. 
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2.4.1 CONTEXT 
Kainga Ora has a large number of land holdings within the Wesley area and a limited number of land 
holdings in the Malcom and Roma area, with these land holdings being primarily in the northwestern 
side of the Malcom and Roma boundary. Land zoning in the Wesley area is predominantly 
‘Residential - Terrace Housing and Apartment Building’ and ‘Residential – Mixed Housing Urban’, 
zone with ‘Business - Town Centre’ zone along Stoddard Road. In the Malcom and Roma area, 
majority of the land lies within the ‘Business – Light Industry’ zone with the balance ‘Residential – 
Mixed Housing Urban’ and ‘Residential – Terrace Housing and Apartment Building’ zones. 

Figure 2-25: Neighbourhood Boundary and Study Area 
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2.5 SANDRINGHAM 
 
2.5.1 CONTEXT 
Kainga Ora has a limited number of land holdings within the Sandringham area. Most of the land 
holdings Kainga Ora do have are located around the south-eastern boundary of Sandringham. Land 
zoning consists of a number of zones including ‘Residential – Terraced Housing and Apartment 
Buildings’, ‘Business – Mixed Use’, ‘Business – Light Industry’, ‘Residential – Single House’, 
‘Residential Mixed Housing Suburban’, ‘Residential – Mixed Housing Urban’, and ‘Business – Town 
Centre’. 

Figure 2-32 : Neighbourhood Boundary and Study Area 
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2.6 THREE KINGS 
 
2.6.1 CONTEXT 
Kainga Ora has a large number of land holdings within the Three Kings area. Land zoning consists of 
a number of zones of almost equal proportions. The zones consist of ‘Residential – Mixed Housing 
Suburban’, ‘Residential – Mixed Housing Urban Zone’, ‘Residential – Terrace Housing and Apartment 
Buildings Zone’, ‘Residential – Single House Zone’, and ‘Open Space – Conservation Zone’. There is 
also a small area on the eastern side of the area, off Mount Eden Road zoned ‘Business – General 
Business Zone’. 

Figure 2-39: Neighbourhood Boundary and Study Area 
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2.8 ROSKILL SCHOOLS AND WAREN AND CARR 
 
2.8.1 CONTEXT 
Kainga Ora has a relatively low number of land holdings within the Mt Roskill Schools area and the 
Warren and Carr area. Most of the land in the two areas lies in the ‘Residential – Mixed Housing 
Urban’ zone with some areas in the ‘Business – Light Industry’ zone and the ‘Residential – Terraced 
Housing and Apartment Buildings’ zone. This area also includes the school cluster of Mount Roskill 
Grammar School, Mt Roskill Intermediate School and Mt Roskill Primary School. 

Figure 2-53: Neighbourhood Boundary and Study Area 
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2.9.2 POTENTIAL FOR GROWTH 
The MSM model forecasts the expected change in dwellings is outlined in Table 2-1 and Within 
selected zones (i.e. 323 and 324) the Modified AGS scenario shows a reduction in household 
numbers compared to the 2024 household numbers. This comes as a result of the methodology used 
for the Modified AGS scenario. In these zones, the AGS scenarios appear to provide a reasonable 
level of growth. This context was considered in assessing the local and safety improvements in this 
area. 

 

 
Table 2-2 above. Within this neighbourhood, the applicable zones are 324. 

 
2.9.3 SAFETY PERFORMANCE OF THE AREA 
The safety performance of the existing network has been assessed using the NZTA Megamaps data 
base which obtains crash information from the CAS database and provides collective risk maps18, 
maps of fatal and serious injuries and an assessment of high-risk intersections19. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
18 Collective risk as defined by Kiwirap: Crash density on a road 
19 High risk intersections as defined by the NZTA High risk intersections guide 2013. 
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2.10 WAIKOWHAI 
 
2.10.1 CONTEXT 
Kainga Ora has a significant portion of the land to the northwest of the area. The Waikowhai area with 
almost all of the land lying within the ‘Residential - Mixed Housing Suburban’ zone. The Dominion 
Road corridor has a local centre and associated business land around it. There is a small portion of 
land between Hillsborough Road and Whitmore Road used for a school and it is zoned ‘Special 
Purpose Zone’. 

Figure 2-67: Neighbourhood Boundary and Study Area 
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Table 1-1: Framework of growth change thresholds vs intervention matrix 

 

 
The final step is a stocktake of the existing network and identification of necessary interventions and 
investment to respond to the future safety risk based on estimated changes in the levels of future 
travel demand. 

 
The network response for each area is included in Attachment A. 



 

2 MANGERE PRECINCT 
Figure 2-1 sets out the extends of the AHP area and indicates where Kainga Ora hold land. 

 
Figure 2-1: Auckland Housing Programme Boundary and Kainga Ora Land Holdings 

 

 
Figure 2-2 sets out the Auckland Unitary Plan zoning for the Mangere area. Much of the AHP is zoned 
with typical residential zoning (i.e. Mixed housing urban). Around the Mangere centre, there is a 
significant portion of terraced housing and apartment zone. Industrial zoning can be found north of 
Favona Road and west of Kirkbride. 





 

 
Figure 2-3: AHP Neighbourhoods vs MSM Zones 

 

 
The potential for change has been considered for each zone through consideration of the existing 
household numbers, and anticipated growth in each zone. In terms of future forecasts, both the AGS 
scenario and the green line test (As described in the Transport report) have been considered. 

For context in each of the areas, rough order changes in trips have been assessed based on the 
anticipated additional dwellings in each zone and application of an assumed mode spilt1. This 
provides a high-level quantum of additional peak hour car trips, PT passengers and active mode 
users. This information has been used as context for the identification of local and safety upgrades in 
each area. 

Table 2-1 highlights the changes in households by zone according to the AGS and Greenline growth 
scenarios. Table 2-2 shows rough changes in peak hour trips by mode for each zone. 

 
 
 
 
 
 
 
 

 

 
1 A Future mode split of 60% private vehicle, 20% public transport and 20% active mode has been assumed for this 
assessment. Private vehicle travel assumes a vehicle occupancy of 1.4. 

































































































 

2.8 MANGERE EAST 
 
2.8.1 CONTEXT 
Kainga Ora has sporadic land holdings within the Mangere east area with higher concentrations 
adjacent to Buckland Road. The area is mostly zoned as ‘Residential - Mixed Housing Suburban’ or 
‘Residential - Mixed Housing urban’ zone. 

Figure 2-53: Neighbourhood Boundary and Study Area 
 













 

 
Figure 2-60: Neighbourhood Boundary and Study Area 

 















 

 

2.10 AORERE 
 
2.10.1 CONTEXT 
Kainga Ora has a significant portion of the land within the Aorere area. Land is mainly zoned as 
residential Mixed housing urban zone. Aorere Park is situated towards the south of the area. 

Figure 2-67: Neighbourhood Boundary and Study Area 
 













 

 

 
Figure 2-74: Neighbourhood Boundary and Study Area 
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• Its cheaper - Brownfields growth uses existing infrastructure capacity, providing better value 
for money. 

• It delivers better urban and transport outcomes with immediate land use and transport 
integration. 

• It has less cumulative effects reducing long distance trips and VKT 
• It is better for the environment – Brownfields growth is more likely to lead to sustainable 

transport choices and reduce overall travel distance, helping to decarbonise the transport 
system. 

• It supports the public transport and active mode networks - Brownfields growth increases 
the people within catchments for public transport and active modes making existing 
infrastructure more effective. 

Problems faced 
 

Notwithstanding the alignment with transport and urban policy and strategy, Brownfield’s growth will 
place pressure on a transport system with existing issues and deficiencies. The Business Case 
identifies four key problems on which investment will be focused. These include: 

• Travel Choice - Single occupancy vehicle mode share dominates in each of these areas, 
with relatively poor mode share for PT and active modes prevalent. A key focus of investment 
will be improvements to the Public Transport and active mode networks. 

• Road safety – Existing road safety issues have been identified in all the Brownfield Growth 
areas to some extent. With intensification, existing safety problems are expected to be 
exacerbated. Significantly, the intensification of the brownfields area is anticipated to increase 
the volume of people walking and cycling in the areas. This is an area which experiences 
current deficiencies from a safety perspective with many of the areas having specific issues 
around active mode. 

• Accessibility – Accessibility to jobs and economic opportunities is a key factor influencing 
the quality urban form. While the Brownfields areas generally provide a good level of access 
to opportunities, there is some deficiency in public transport and active mode access. In 
particular, there are a number of local barriers to accessibility arising from impermeable 
infrastructure corridors or geographic challenges which investment in the area seeks to 
improve. 

• Integration – There is a significant level of growth forecast in the Brownfields areas. With this 
level of growth there is a risk that the transport infrastructure does not meet the needs of this 
growth, or that the required enhancements to the transport system are not realised at the right 
time to meet the growth aspirations. Investment in the transport network and urban 
development in an integrated manner will result in the best system outcomes. 

Lastly, consideration of not investing in the transport network suggests significant negative impacts on 
people, communities and public funds and a lost opportunity to positively influence travel behaviour. 

Investment response 
 

Land use, non-infrastructure interventions and infrastructure interventions have been considered in 
each area. A number of programme options have been developed in each of the Brownfield Growth 
areas in response to the growth and challenges faced. A multiple criteria analysis has been used to 
assess options and a recommended programme option has been selected for each area. 

A summary of the programme as a whole is provided on the following page. The subsequent pages 
summarise the recommended programme, outcomes, costs, risks and proposed next steps for each 
growth area. 
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Affordability 
 

The recommended programme for each of the recommended programmes involves significant capital 
and operational investment over the next 20 years. Kāinga Ora is likely to contribute to some of the 
capital cost of the programme, however agreement as to the proportion of contribution is not yet 
agreed between the various parties. 

Currently, funding is constrained with the RLTP identifying $450M over the next 10 years for the AHP 
and Tamaki areas. With unconstrained funding the total capital cost for the programme within the 10- 
year timeframe is $931M. Operational cost increases could account for around $50m per annum 
which are not currently provided for in existing funding buckets. 

If no alternative funding sources are available, projects within the first 10 years will be prioritised to 
best use the available funding envelop. The projects which are funded would depend on the level of 
contribution from Kāinga Ora. 

Next steps 
 

The recommended programme across all areas includes 150 projects of varying scale and 
complexity, some of which are required urgently to respond to development of housing already 
underway. 

In response to the scale, work done to date and relatively low level of complexity, a streamlined 
approach to progression projects has been proposed. This involves progression of less complex 
projects under $5m cost straight to design and implementation. Higher cost projects with higher risk 
profiles will progress to a single staged business case as per a typical process. 

Figure 2: Project pathways 
 

 
Checks and balances are proposed for implementation bundles to ensure the 
strategic objectives of the programme and overall bounds of benefits and costs 
are maintained. 

A Joint governance group is considered critical to overseeing the programme as 
projects progress to implementation and manage prioritisation and co-ordination 
of projects. 

This is a substantial programme of works and therefore, a dedicated team is 
required to deliver the programme and ensure co-ordination with development 
and other infrastructure providers. 
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1 Introduction 
1.1 Purpose of this document 

 
This document adopts a hybrid approach combining a Programme Business Case (PBC) with 
selected interventions developed in more detail in line with an Indicative Business Case (IBC) 
approach to provide increased cost certainty of the programme. 

The five brownfields growth areas considered in this report are subject to significant and imminent 
development with Kāinga Ora having a significant interest in each area. Development of these areas 
will occur in a staged manner, but significant development is anticipated in the next few years. 
Kāinga Ora is actively planning for initial stages of development and from a transport perspective, has 
undertaken integrated transport assessments in a number of the growth areas to identify and mitigate 
the effects of development. 

In order to adopt an integrated approach to transport and land planning, and consider the wider 
network effects of Brownfields growth, this PBC considers the condition of the existing transport 
network in each area and considers the future travel forecasts. The PBC takes a step backwards, 
looking at the transport system in each study area from a more holistic viewpoint considering wider 
transport demand rather than focusing on the effects of the localised development. The primary 
purpose of a PBC is to support the decision to invest in a programme of change that optimises 
potential value for money. Specifically, for the Brownfields programme this includes: 

• confirms the strategic context and how the proposed investment fits within that strategic 
context. 

• confirms the need to invest and the case for change. 

• tests and builds on the suite of interventions recommended by the ITAs and recommends a 
preferred programme. 

• identifies the key asset and non-asset based projects and activities that will support the 
programme outcomes. 

• allows prioritisation of programme areas and interventions. 

• Identifies the source of funding for each intervention. 

• provides investment decision-makers with indicative costs by organisation to deliver the 
programme. 

• recommends next steps to progress the programme. 
 

The Brownfields Business case geographical scope is large and the programme includes many 
interventions. Given the amount of work already undertaken in each area and the relative level of 
complexity for each project, a programme business case approach has been adopted. 

 
In order to provide decision makers with assurance, a select of projects within the programme have 
been developed further with additional design detail and costings. This serves to validate assumptions 
made as part of the programme assessment. 

 
The Business Case seeks the following endorsements and funding: 

 
• Endorsement of the Preferred Programme 
• Endorsement of the proposed prioritisation of interventions 
• Approval of $25M funding to progress 48 significant interventions to a SSBC. 
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• Approval of $385M of implementation funding for lower cost and risk projects within the RLTP 
period (10 years). 

• Endorsement of establishment of a Brownfields Governance Group as set out in this Business 
Case. 

 
1.2 Point of entry 

 
A point of entry (POE) was completed and signed off by AT and Waka Kotahi in August 2020, setting 
out the strategic importance of the project and a recommended scope for the assessment. The POE 
defined the scope of the next phase as follows: 

The scope of the IBC’s will be to: 

• Confirm the problems and opportunities based on available evidence for each of the 
geographic areas; 

• Rank and score the problems and opportunities based on available evidence for each of 
the geographic areas to provide the local flavour. 

• Develop objectives, investment outcomes, KPIs and measures through the ILM and 
provide a local flavour based on that location; 

• Demonstrate alignment with current strategic drivers and urgency/relevance of the 
indicative programme timeline; 

• Use the IDMF tools to match the infrastructure to our outcomes and objectives as well as 
to the level of housing released. 

• Land use futures have already been examined and assessed by KO through their 
business cases and their yield matches the optimal level of development in their view. 
We will test this at a high level and conduct a sensitivity based on the implications of the 
recently released NPS Urban Development. 

• Develop a network of responses across a variety of modes with a temporal element and 
assess them against our investment objectives and the problem statements 

• Further develop the network of responses that be identified as being either an AT or 
developer responsibility. This will include an assumed level of contribution by each party. 
These responses are expected to range from TDM measures to reduce trips, upgrading 
existing infrastructure to be more appropriate, and new infrastructure. 

• Determine a preferred programme which identifies the scale and prioritisation / 
sequencing of transport investment required and the next steps / timings to progress 
project elements through the business case process. 

While the POE refers to provision of a number of Indicative business cases, a programme approach 
was identified as being required early in the business case approach. Using the programme approach 
allows prioritisation with the wider programme and between the various growth areas identified. The 
detail outlined above, has informed the scope of the assessment. 

 
1.3 Geographic scope 

 
This report focuses on development in five areas identified in Figure 1-1, namely: 

 
• Oranga 
• Northcote 
• Tamaki 
• Mt Roskill 
• Mangere 

Whilst there are many areas of Brownfields growth in the city, these areas have been chosen as they 
represent areas of significant growth with Kāinga Ora as the primary developer in the region which are 
being developed with urgency as part of Kāinga Ora’s Auckland Housing Programme. Kāinga Ora are 
proposing in the order of 29,000 additional houses over the next 30 years in these areas, which 
represents approximately 68% of the total growth forecast in these areas. 
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Figure 1-1 : Study Area 
 

 
The specific details for each area as summarised in the following sections of this report. 

 
1.3.1 Oranga 
The Oranga area has a regeneration over the area shown in Figure 1-2. The total growth proposed by 
Kāinga Ora is in the order of 650 additional homes in this area over the next 30 years. This Kāinga 
Ora growth represents approximately 95% of all the growth forecast in this area. 
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Figure 1-2 : Oranga Area 
 

 
1.3.2 Northcote 
The Northcote area has considerable regeneration proposed as shown in Figure 1-3. The total growth 
proposed by Kāinga Ora in is the order of 1150 additional homes in this area over the next 30 years. 
This Kāinga Ora growth represents approximately 50% of all the growth forecast in this area. 
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Figure 1-3 : Northcote Area 
 

 
1.3.3 Tamaki 
The Tamaki area has a substantial regeneration over a large area as shown in Figure 1-4 across 
seven neighbourhoods. The total growth proposed by Kāinga Ora in is the order of 11,500 additional 
homes in this area over the next 30 years. This Kāinga Ora growth represents approximately 66% of 
all the growth forecast in this area. 

Figure 1-4 : Tamaki Area 
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1.3.4 Mt Roskill 
The Mt Roskill area has a substantial regeneration over a large area as shown in Figure 1-5 across 16 
neighbourhoods. The total growth proposed by Kāinga Ora in is the order of 9,500 additional homes 
in this area (approximately 3,200 state houses currently in the area) over the next 30 years. This 
Kāinga Ora growth represents approximately 70% of all the growth forecast in this area. 

Figure 1-5 : Mt Roskill Area 
 

 
1.3.5 Mangere 
The Mangere area has a substantial regeneration over a large area as shown in Figure 1-6 across 
seven neighbourhoods. The total growth proposed by Kāinga Ora in is the order of 7,000 additional 
homes in this area over the next 30 years. This Kāinga Ora growth represents approximately 75% of 
all the growth forecast in this area. 

Figure 1-6 : Mangere Area 
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1.4 Work done to date 
 

There is a significant amount of investigation already undertaken in a number of these areas by both 
the main developer (Kāinga Ora) in these areas and Auckland Transport. These include: 

• Integrated Transport Assessments 
• Sustainable Transport Strategies (Prepared on behalf of KO at area level) 
• Future Connect Assessment 
• Broader Auckland Housing Programme Transport Studies. 

The Integrated Transport assessments consider the Transport effects of the proposal and suggest 
infrastructure changes required to mitigate the effects. This Business Case takes a broader look at the 
transport network and identifies what investment is required to address the problems faced in each of 
the areas. The ITAs and interventions identified within these assessments forms a starting point on 
which this Business Case will build upon. Figure 1-7 shows this relationship graphically. 

Figure 1-7: Relationship between ITAs and Business Case 
 

 
1.4.1 Future Connect 
An Auckland wide piece of work was completed by AT and Waka Kotahi as a means of creating a 
consistent evidence based, investment direction on which to prioritise projects within the region for 
inclusion in the RLTP. As part of the Future connect work, Problem statements and investment 
objectives were developed and indicators for both were identified. 

This set of Auckland Wide problems and investment objectives has been used as a starting point for 
the Brownfields development area investment. The problem statements and investment objectives 
identified as part of the Future connect work are outlined below. 

The Future Connect project developed a framework (based on all available data) on which projects 
within the Auckland region could be rated and prioritised on a consistent basis. Future Connect brings 
together the elements of the Transport System for Auckland to ensure areas of highest need are 
identified and appropriate responses are provided. Future Connect is THE WHY, with the RLTP 
being THE HOW. 
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Figure 1-8: Future Connect 
 

 
The Future Connect programme and data has been used to identify areas for prioritised investment 
(based on the current state of transport system and proposed growth) and the five areas in this 
Business Case have been identified based on this data for prioritised investment due. 

 
1.4.2 Integrated Transport Assessments 
An Integrated Transport Assessment (ITA) assesses the transport effects of a development proposal 
and is usually required by the consenting authority. The main objective of an ITA is to ensure that the 
transportation effects of a new development proposal are well considered, and that there is an 
emphasis on efficiency, safety and accessibility to and from the development by all transport modes 
where practical; and that the adverse transport effects of the development have been effectively 
avoided, remedied or mitigated. The preparation of an ITA seeks to ensure that appropriate thought is 
given to the zoning or land use proposed so that integrated transport and land use outcomes occur. 

An ITA has been prepared for the following growth areas considered in this report. 
 

• Oranga – BECA, 2019. Oranga Precinct Integrated Transport Assessment 
• Northcote – FLOW, 2017. Northcote HNZ Masterplan Integrated Transport Assessment 
• Mt Roskill – BECA, 2018. HLC Infrastructure Masterplan - Mt Roskill - Integrated Transport 

Assessment. 
• Mangere – FLOW, 2018. HLC Infrastructure Masterplan: Mangere Transport Assessment 

For the Tamaki area, a transport infrastructure masterplanning exercise has been undertaken: 

• Tamaki – BECA, 2017. Tamaki Infrastructure Masterplanning Overview Report 
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 precinct developments). The 
package includes the following 
routes: Mangere Bridge/Kirkbride 
connection, Mangere Centre Park, 
Bader Drive and Jordan Road. 

As this is a separate project no 
assessment of cost, outcomes or 
funding is required. 

Connected 
Communities 
programme 

The Connected Communities 
programme aims to improve the 
safety, productivity and people 
carrying capacity of the road network 
by investigating, designing, and 
delivering bus priority, safety, and 
cycling and walking improvements 
along a number of the region’s key 
arterials. Business cases and 
designs are currently underway, and 
AT will work with Local Boards and 
communities on improvements 
proposed for their areas. 

The Connected communities 
programme considers a number of 
corridors in the Mt Roskill Area and one 
corridor in the Mangere Area. 
Corridors within this programme are 
highlighted as an important part of 
delivering the AHP growth however are 
not formally included in the programmes 
developed as part of this Business 
Case. 

Neighbourhood 
interchanges 
PBC 

The Neighbourhood interchanges 
PBC outlines a programme of 
investment to upgrade interchanges 
between FTN routes. The PBC 
focused primarily on the central 
isthmus area with the delivery of 
well-designed and user-friendly 
neighbourhood Interchanges to 
provide accessible customer focused 
facilities appropriate to the public 
transport routes that connect, and to 
the environment they are located. 

Interventions identified in this Business 
Case are primarily located in the Mt 
Roskill area. Given that funding is not 
yet allocated to this programme, 
projects within this programme have 
been incorporated into the Brownfield 
BC programme. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

18 | P a g e 





Brownfields KO Business Case 
Page 20 

 

 

• employment has risen 2.2 per cent per annum from 2009, with 25 per cent located in the 
city centre3 

 
Figure 2-1: New dwelling typology trends 

 

 
While these trends are encouraging, there is still room for improvement, for instance: 

• the proportion of jobs accessible by public transport is less than 50 per cent of car 
accessibility 

• public transport accessibility and mode-share is the lowest for Auckland’s most vulnerable 
communities located in South and West Auckland and this polarisation of access to 
employment is projected to grow 

• on average, 62.1 per cent of children under 13 years travel via private vehicle to education, 
however this is exceeded in Auckland’s most vulnerable communities in South and West 
Auckland. 

Auckland requires ongoing and focused investment in infrastructure that continues to support these 
trends towards a quality compact Auckland. 

 
2.2 Importance of brownfields growth 

 
2.2.1 Auckland is growing 
Auckland is anticipated to grow significantly over the next 30 years. In order to build Auckland’s 
strengths and the cities unique characteristics, planning for future growth is an imperative. 

Around 1.72 million people currently live in Auckland. 

Over the next 30 years this number could grow by another 720,000 people to reach 2.4 million. This 
means Auckland will need many more dwellings – possibly another 313,000, and room for extra jobs 
– possibly another 263,000. 

Auckland will take a quality compact approach to growth and development. A compact Auckland 
means future development will be focused in existing and new urban areas within Auckland's urban 
footprint, limiting expansion into the rural hinterland. 

 
3 Infometrics Auckland Economic Profile, available here: https://ecoprofile.infometrics.co.nz/Auckland 
(accessed June 2020). 
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The quality aspect of this approach means that: 

• most development occurs in areas that are easily accessible by public transport, walking and 
cycling 

• most development is within reasonable walking distance of services and facilities including 
centres, community facilities, employment opportunities and open space 

• future development maximises efficient use of land 
• delivery of necessary infrastructure is coordinated to support growth in the right place at the 

right time. 

Growth is enabled throughout most of Auckland's urban footprint, and all neighbourhoods are capable 
of accommodating growth to some extent. However, some existing urban areas are likely to undergo 
significant growth - these are known in the Auckland Plan 2050 as nodes and development areas. 
Redevelopment in these areas will be of a scale that will require substantial infrastructure and service 
investment. 

Addressing the requirement for transport infrastructure to support these areas is the subject of the 
Business Case. 

 
2.2.2 COVID effects on growth 
The recent COVID pandemic has resulted in significant short-term changes to the transport demand 
on the transport system. The key question for this Business Case is what future growth and transport 
demands might look like and what the impacts occur on development in the identified brownfield 
areas. 

Auckland’s population was estimated to have grown by 37,000 people in the previous year from 30 
June 2019 to 30 June 2020 to reach a total of 1,717,500 people4. Auckland had nearly half of New 
Zealand’s total net gain from international migration (36,700), in the year ended 30 June 2020. 

There is still a high degree of uncertainty around the ongoing impacts of Covid-19 on Auckland’s rate 
of population growth. However, it is expected that population growth will slow slightly compared with 
growth experienced in recent years5. The Covid-19 shock may impact this rate of growth further. 
Recent work suggests that anticipated population growth across Auckland may be affected in the 
short term (10 years) and could be absorbed across the medium and long term (11-30 years). 

In terms of transport demand Figure 2-2 outlines the agreed Auckland region scenarios, which range 
from a 96-62% rate of demand by mid-2022 based on a high, medium and low scenario. Recent 
evidence suggests the high (96% of pre COVID forecasts) is looking more likely, however this is very 
susceptible to future lockdowns. 

In terms of development activity, Figure 2-3 shows during the first lockdown there was a significant 
reduction in building activity, reducing supply and indicating that future growth may be reduced. 
However the most recent evidence indicates that the housing market in particular is experiencing 
strong buyer demand and this has been sustained for a number of months. There are many factors 
that could be effecting this (such as low interest rates and an influx of returning citizens). The long- 
term outlook is generally for reduced demand due to border restrictions and slower growth. 

Specifically related to this Business Case, the five areas have been prioritised for investment 
consideration due in part to the fact that there is a single developer (Kāinga Ora) and as a crown 
entity it is likely that these developments will be less impacted by the market given in part the 
governments focus on affordable housing. 

 
 

 
4 Source: Statistics New Zealand (2020) Subnational population estimates: at 30 June 2020. Available 
online at https://www.stats.govt.nz/information-releases/subnational-population-estimates-at-30-june- 
2020 (accessed 27 October 2020) 
5 Auckland Plan 2050 https://www.aucklandcouncil.govt.nz/plans-projects-policies-reports-bylaws/our- 
plans-strategies/auckland-plan/about-the-auckland-plan/Pages/aucklands-population.aspx 
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Figure 2-2 : COVID Transport scenarios 
 

 
 

 
Figure 2-3 : COVID Building Activity 

 

 
(Source: Statistic NZ - https://www.stats.govt.nz/news/covid-19-slows-building-activity) 

 
Anecdotal evidence recently has indicated that both building activity and transport demand has return 
quicker than anticipated. 

 
2.2.3 Why the Brownfields 
Auckland’s growth is predominantly focussed in the Brownfields areas (approximately 70% of growth 
in next 30 years). Development of the brownfield area contains the majority of future growth as it is 
both efficient from an infrastructure and economic perspective and delivers strong urban outcomes. 

Brownfields growth provides the opportunity to maximise the considerable investment made in the 
cities infrastructure to date. This also allows the vision of the city as outlined in the Auckland Plan to 
be realised, being that of a Compact city with enhanced urban form. 

Development anywhere requires investment in infrastructure that could include waste, stormwater, 
potable water pipes, and road upgrades. But there are advantages to brownfield development. While 
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brownfield land typically costs developers more than greenfield land, brownfield development benefits 
the city in several critical ways including: 

• Brownfields growth uses existing infrastructure capacity, providing value for money 
• Brownfields growth creates the intensification that makes public transport and other amenities 

cheaper to use on a per user basis 
• It delivers better urban and transport outcomes with immediate land use and transport 

integration 
• It imposes fewer external costs (like long-distance congestion) on other users of the transport 

system 
• It supports a low carbon transport system that supports emissions reductions while improving 

safety and inclusive access. 

2.2.3.1 Value for money 
While some greenfield development will likely be needed to accommodate Auckland’s growth, 
Auckland Council’s Future Urban Land Supply Strategy (FULSS) has estimated that greenfield 
infrastructure will cost around $140,000 per dwelling on average, far more than in brownfields areas 
where infrastructure to enable this development already exists, removing or reducing the costs of 
supporting infrastructure. 

2.2.3.2 Supports existing and planned PT services 
As the city grows there is a need for transport corridors to carry more people and goods with greater 
efficiency. The more people that can be moved in fewer vehicles the greater the efficiency (and 
therefore capacity) of the system. In addition to using existing infrastructure better, brownfields 
development allowing for more cost-effective public transport due to increased patronage as a result 
of increased density within the catchments of PT services. 

The increased density of brownfields development allows for increased PT service frequency which in 
turn improves the service for all users, providing a region wide benefit to the transport system. 

Trips are also generally shorter from brownfields areas as amenities (both employment and social) 
are closer. Shorter trips provide increased travel choice for users of the transport system as PT (and 
active modes) become more attractive to a wider range of trips the shorter the journey. 

2.2.3.3 Growth in brownfields has better urban and transport outcomes 
The Auckland Plan outlines that “Auckland will follow a quality compact urban form approach to 
growth to realise the environmental, social and economic benefits and opportunities this approach 
brings” 

Some of the benefits of this approach are that it: 
 

• allows opportunities for more intensive living and working environments, and for more housing 
to be built around areas of activity and close to good transport options 

• improves the efficiency of the substantial investment required in infrastructure – such as 
transport and wastewater – and other services. This also results in the best asset 
management and infrastructure provision 

• means lower travel costs for people and businesses and increased economic agglomeration 
benefits 

• helps to protect our natural environment and maintain Auckland's rural productivity by limiting 
urban sprawl. 
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Figure 2-4: Artist impression of future development in Tamaki (Source: Tamaki Regeneration) 
 

Auckland represents 37 per cent of New Zealand’s GDP. Therefore, its productivity and economic, 
environmental and social performance is critical to the performance of New Zealand as a whole. To 
achieve this performance Auckland requires a transport system that meets all of its movement needs, 
personal and business. It also requires a transport system that functions as a fully integrated 
component of the wider urban system. 

Having a successful transport system is critical to facilitate the interaction and exchange of ideas, 
goods and services. This is a key factor to achieve a well-functioning city that enables communities to 
access and satisfy their needs easily, safely, affordably and sustainably. The degree to which urban 
and transport systems can integrate and support each other has a direct effect on the city’s efficiency, 
effectiveness and economic productivity. 

The diagram below shows the breadth of urban factors that can positively or negatively influence, or 
be influenced by transport behaviours, outcomes and system performance. This can be considered 
as a continuous reinforcing/virtuous or vicious cycle depending on the level of integration. Good 
transport system design requires careful consideration of all urban factors, including how they are 
mutually supportive and how they influence transport outcomes. 

Figure 2-5: There are relationships between urban factors and transport outcomes and behaviours 
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2.2.4 Fewer External Transport Costs / Wider transport network effects 
Brownfield’s development will generally result in shorter trips on the transport network due to the 
closer proximity of services, employment and social facilities as illustrated by the average trip length 
to employment for the Auckland region as outlined in Figure 2-6. The general trend seen in this 
assessment shows that development located further away from the city centre, trip length generally 
increases. Generally, the five Brownfield areas are located within 10km of the city centre with the 
exception of Mangere which has proximity to other areas of employment such as the Airport precinct, 
Penrose and Manukau. 

Figure 2-6: Trip length by residential area (Source: R Paling based on Census data from 2013) 
 

 
Development of brownfields areas which have lower average trip length associated with travel to work 
has the following benefits: 

• Reducing vehicle emissions 

• Reducing private vehicle mode share (due to increased travel choice) 

• Reducing the cost of travel for PT users (and likely all road users due to less vehicle 
kilometres on the road network also) 

• Increased walking and cycling trips whose cost of travel is negligible compared to PT and the 
private vehicle. 

Development in these areas is also more likely to make use of existing infrastructure, providing more 
efficient use of existing roads and PT services, reducing the overall cost burden on the transport 
system. 

 
2.3 Why these areas / Why now 

 
The Auckland Plan development scenario identifies key development areas within the existing urban 
area as a priority for future growth of Auckland. Figure 2-7 outlines these development areas with the 
five Brownfield areas identified. The five areas considered in this report have been prioritised for the 
following reasons: 

• Kāinga Ora is well progressed on development planning in each of these areas. 
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The GPS identified five key outcomes for transport as shown in Figure 2-9. 

Figure 2-9: Transport outcomes 
 

 
Further to the transport outcomes, four strategic priorities are identified within the 2021-2031 period 
as outlined in Figure 2-10. 

Figure 2-10: GPS 2021 Strategic Priorities 
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Of particular note with the 2021 GPS is an increased emphasis on Climate Change outcomes. The 
Brownfields Business Case is well aligned to the climate change strategic priority due to the following 
attributes: 

• Increasing mode share – A focus of the integrated transport assessments and this business 
case is around a significant change to the mode share currently observed in each of the 
Brownfields growth areas. 

• Inclusive access – Development of the Brownfield growth areas focuses on areas within the 
existing urban area with a high level of access to employment and social opportunities. 

• Low carbon transport system - Increases in the proportion of people using public transport 
and active modes combined with development in areas with high levels of accessibility to jobs 
and social opportunities results in a low carbon transport system. 

Impacts of the 2021 GPS 

The 2021 GPS supports a more mode neutral and results focused approach, enabling GPS 
investments to be funded from more than one activity class to provide the best transport solution. The 
Brownfield programme fit for incoming urbanisation will deliver well on three of the strategic priorities. 
There is also an expectation of investments to support Government commitments to ATAP and the 
Road to Zero. 

 
2.4.3 Road safety and Vision Zero for Tāmaki Makaurau – A Transport safety strategy and 

action plan to 2030 
Developed in 2019, the Vision Zero initiative extends the existing safe system approach to stop the 
human sacrifice of mobility, placing safety at the forefront of the future transport system for all modes 
by designing safe places for people. Vision Zero for Tāmaki Makaurau – A Transport safety strategy 
and action plan to 2030 sets out a road map for the Auckland region. 

The vision zero strategy is embedded across a range of policy and strategy documents. 

Figure 2-11: Vision Zero strategy 
 

 
The Road to Zero: New Zealand’s Road Safety Strategy 2020-2030 document sets a nationwide 
target of a 40% reduction in deaths and serious injuries (DSI) by 2030 with ultimate goals to eliminate 
all transport Deaths and Serious Injuries (DSIs) by 2050 (in line with the Auckland Plan 2050) based 
on 13 strategic priorities. 

The Brownfield Growth areas show varying levels of road safety performance across each of the 
areas. In particular, high proportions of active mode DSI’s have emerged as a trend in a number of 
areas (more detail is provided in Appendix A) which is likely to be exacerbated with increasing 
numbers of people walking and cycling in the development areas. 

The Brownfields programme plays a key role in providing opportunity to plan and design system 
improvements that embed Vision Zero principles, and specifically contribute to the Vision Zero 
priorities highlighted below in Table 2-1. 
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Walkable catchments are not defined in the NPS:UD, however an early MfE discussion document 
referenced “zoning for high-density residential activities within an 800 m walkable catchment of 
centres and frequent public stops”[1]. 

Policy 3 must be implemented by 20 August 2022. We note that this will be done through the process 
set out in Schedule 1 of the RMA. Under the Auckland Unitary Plan the Terrace Housing and 
Apartment Buildings Zone is usually applied around Metropolitan Centres and Rapid Transit Stops. 
This zone has a height limit of 16 metres. Some amendments or rezoning will be required in response 
to the NPS:UD. 

There are a number of “exclusions” which councils can utilise to reduce/not implement the building 
height (referred to as Qualifying Matters in the NPS:UD). Exclusions include: providing for matters of 
national significance under section 6 of the Act and providing sufficient business land suitable for low 
density uses to meet expected demand under this NPS:UD. Council may consider other matters, not 
listed in the NPS:UD to reduce/not implement the six storey building height, however a site specific 
section 32 evaluation must be undertaken to consider the implications of not implementing a building 
height of at least 6 storeys. 

• Other changes in NPS:UD relevant to this Business Case include: 

• the setting of housing bottom lines for the short-medium term by councils; 

• the development of a Future Development Strategy by councils, which sets out sufficient 
development capacity over the next 30 years; and 

• the removal of minimum car parking requirements, which must be removed by councils within 
18 months, without using the process set out in Schedule 1 of the RMA. 

Figure 2-12: Overview of NPS:UD (Source: Ministry for the Environment) 
 

 

 
[1] Page 37 , Planning for successful cities: A discussion document on a proposed National Policy 
Statement on Urban Development, Ministry for the Environment, 2019. 

 
 

Sensitivity: General 
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The result is a recommended transport system which actively reduces the reliance on private vehicles 
and shifts trips to low carbon alternatives. 

It is noted that the climate change response of this Business Case is part of a wider Aotearoa 
transport response which includes complementary initiatives such as increasing the adoption of 
electric vehicles and use of low carbon fuels. Integrated land use planning retains an ongoing role, 
particularly as future Brownfields area develop and intensify. 

The climate change strategies can be split into two types: 
 

• Mitigation - aimed at addressing the causes and minimising the possible impacts of climate 
change. 

• Adaptation – focused on reducing the negative effects and identifying opportunities that 
arise. 

The Brownfields Business Case primarily focuses on the mitigation strategies with projects focused on 
shifting trips to lower-emission travel options, including public transport and active transport replacing 
passenger trips by private vehicle. It is expected that adaptation measures would be considered in 
more detail as the projects progress through future design processes. 

The Brownfields Business Case addresses enabled carbon emissions (greenhouse gas emissions 
associated with infrastructure end use e.g., vehicles) through its influence on how the infrastructure is 
used. Examples of climate mitigation strategies include: 

• Reallocation of road space on a number of corridors from use by private vehicles to public 
transport. This will both increase reliability and attractiveness of public transport services and 
decrease the throughput of private vehicles. 

• Provision of active mode facilities creating a connected network for walking and cycling. This is 
expected to increase the active mode share with growth areas. 

• Land use development is focused on areas with high levels of access to high quality public 
transport (i.e. RTN stations). 

• The majority of the programme makes use of the existing network to cater for growth, reducing the 
need for construction of new infrastructure corridors and associated impacts on the environment. 

• Development of a connected cycle network that provides both regional and local cycle links and 
maximises the ability of people to access public transport or key destinations. 

 
2.6 Mode shift strategic documents 

 
Waka Kotahi have published a document aimed at improving travel choice and reducing car 
dependency entitled ‘Keeping cities moving’. The plan focuses on increasing the share of travel by 
public transport, walking and cycling in New Zealand’s cities (what is known as ‘mode shift’) has a 
critical role to play in improving the wellbeing of New Zealanders by shaping a more accessible, safe 
and sustainable transport system. 

The plan highlights three key ways in which Waka Kotahi can influence mode share namely: 

• Shaping urban form – Encouraging good quality, compact, mixed-use urban development 
will result in densities that can support rapid/frequent transit (and vice versa), shorter trips 
between home and work/education/leisure, and safe, healthy and attractive urban 
environments to encourage more walking and cycling 

• Making shared and active modes more attractive – Improving the quality and performance 
of public transport, and facilities for walking and cycling will enable more people to use them. 
This can involve both optimising the existing system (eg through reallocating road space), 
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investment in new infrastructure and services, and providing better connections between 
modes. 

• Influencing travel demand and transport choices – Changing behaviour may also require 
a mix of incentives and disincentives (or ‘push’ and ‘pull’ factors) to either discourage use of 
private vehicles (by making them less attractive than other options) or making people better 
aware of their options and incentivising them to try something new. This may include parking 
policies, road pricing, travel planning and education. 

Within the Brownfields programme, there is opportunity for each of the three spheres of influence to 
contribute to the overall outcomes of the transport network. 

At a more regional level, the ATAP programme released an Auckland specific plan in relation to mode 
share entitled ‘Better Travel Choices’. 

Within this document, priority activities for the region are identified and responsibility is assigned to 
each. Of particular relevance to the Brownfield areas is the following: 

Figure 2-13: Extract from Better Travel Choices: Status and responsibility for priorities 
 

 
2.7 Investment themes 

 
An ILM workshop was held with key stakeholders of the project. This workshop identified problems, 
benefits and outcomes sought for each of the five areas. These were later developed into Investment 
objectives for each area based on assessment of the available evidence to identify timeframes and 
targets appropriate to each area. Unsurprisingly there was a significant amount of similarity between 
the areas. This process also showed a number of key themes (for problems and investment 
objectives) that were common across the five areas. 

These were: 

• Travel Choice 

• Road safety 

• Accessibility 

• Integration 

Figure 2-14 sets out the problem, benefits and investment objectives for each area as agreed during 
the ILM development process. Weightings have been identified for each area based on the evidence 
considered. Each of these areas is summarised with Appendix A providing area specific evidence. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
34 | P a g e 



Brownfields KO Business Case 
Page 1 

 

 
 
 
 

Figure 2-14 : ILM Summary by individual area 
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2.7.1 Other work infoming problems identified 
 

The Brownfields Business Case is a collation of work from a range of sources and projects 
undertaken in each of the study areas. A wealth of information and analysis is available in the growth 
areas and project team have sought to make use of existing work wherever possible. 

In this regard, several pieces of work have formed an important source of information and 
assessment. The major sources of this information are discussed in more detail below. 

Future Connect 

The Future connect work, undertaken by AT, looks to consistently assess the performance of the 
regions transport network both now and in the future in order to allow prioritisation of interventions 
and transport projects. 

The work looks at each mode and assesses the network against a number of indicators. The modes 
and indicators are outlined in Table 2-3. 

Table 2-3: Modes and indicators considered as part of FutureConnect8 
 

 
Of particular relevance to the Brownfields Business Case is the assessment of the walking, cycling 
and public transport networks with current and future deficiencies identified and priorities assigned to 
the various corridors within the network. 

For the cycling network, two indicators are considered including: 

1. Safe and appropriate facility type - Lack of safe and appropriate cycle facilities (as defined by 
the Transport Design Manual) based on vehicular travel speed and volume. 

2. Network Gaps - locations where safe and appropriate cycling facilities are not confirmed or 
funded by 2031. 

 
8 Futureconnect work was draft at the time of preparation of the business case and has been used as 
one of many inputs to identifying problems and projects. 
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The future connect then ranks corridors as High medium and low priority based on performance 
against the indicators and importance in the current and future networks. A number of the corridors 
within Brownfield Business Case areas rank as high or medium priority from a cycling perspective. 

With regard to the public transport network, the following indicators are considered: 

1. Morning peak bus travel speed level of service deficiency - The AM peak median travel speed 
relative to the posted speed limit. 

2. Morning peak bus travel time reliability level of service - The AM peak travel time relative to 
typical travel time. 

3. Morning peak PT volume/capacity (V/C) ratio change (2018 vs 2031) - Patronage relative to 
capacity, with 85% considered a max acceptable V/C ratio. 

4. PT Volume Increases (2018 vs 2031) - Significant increases in patronage as anticipated by 
transport modelling. 

5. Rail level crossings - Rail capacity constraint & delay and safety concern on intersecting 
networks. 

Each corridor is then ranked as either a high, medium or low priority based on the level of PT service 
being accommodated now and in the first decade. A number of PT corridors within the Brownfield 
growth areas are identified as high and medium priority reflecting areas which are a high importance 
for PT services subject to delay or unreliability. 

Given Future connect only looks at the 10-year timeframe and while the work accounts for growth, 
does not take into account the full development of Brownfield areas, some additional public transport 
routes where considered over and above the future connect network. 

With regard to the walking network, the following indicators were considered as part of the future 
connect work: 

1. Footpath Width - The width of the footpath on any side of the road. 

2. Pedestrian Severance - Multi- Lane roads with high-speed and traffic environments, limiting 
crossing opportunities for people on foot. 

The future connect assessment highlights a large portion of the network as medium or high priority. 
The Brownfields Business case have considered this as an input to identification of pedestrian 
deficiencies on the network in each area. 

Integrated Transport assessments 

As discussed in section 1.4.2, an ITA has been prepared in each area which highlights the current 
network conditions in each area, anticipated growth and the expected resultant travel demand and 
mode shift. 

The project team used this information (amongst a suite of other information sources) in the 
identification of problems on the transport network in each area. 

Other 

A variety of other information sources were used to establish the nature of problems in each of the 
Brownfield Growth areas. These include: 

• AT customer survey information – provides insights into customer satisfaction with regard to a 
range of network conditions including walking and cycling, Public transport, travel choice, 
congestion and place. This data is generally aggregated for larger areas but gives some 
indication as to current network conditions and sentiment. 

• Assessment of the CAS database – Provides historic crash data for each area and allows the 
identification of crash hotspots and trends in each area. 
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• Consideration of current Census population statistics and travel to work patterns – Provides a 
snapshot on how different areas travel to work and details on the current population in each 
area. Many of the Brownfield growth area will experience a change in demographics but it is 
useful to understand current populations. 

• Accessibility mapping by mode – Consideration of accessibility based on the current transport 
network and level of amenity and employment within walking and cycling catchment helps to 
frame opportunity for future mode share. 

• Professional assessment of severance effects – Severance of transport movement is caused 
by a variety of things including Motorways, busy arterials, rail corridors, natural features and 
local road networks. The unique characteristics of each area was considered by the team to 
identify element creating barriers to the movement of people. 

Details on the specific evidence in each growth area is provided in Appendix A. A summary of the 
problems identified is provided at the end of area section. 

 
2.7.2 Travel Choice 
Single occupancy vehicle mode share dominates in each of these areas, with relatively poor mode 
share for PT and active modes prevalent. This is due to a number of factors including level of current 
infrastructure (and services) and also the level of density in these areas. 

With the surrounding road networks under considerable strain, this current mode share is untenable 
and also not consistent with the assumed aspirations of the development proposed in these areas. 
As an example, the Oranga development which is aiming for a car mode share from the current 80% 
to in the order of 65%). 

Figure 2-15 shows the current mode share in each of the five areas based on the 2018 census 
dataset (aggregated for driver and passenger travel). 

Figure 2-15 : Indicative mode share by area 
 

 
The opportunity to increase the PT and active mode share will result in greater travel choice, 
increasing PT and active mode shares which will result in lower overall travel costs and the more 
efficient use of the local and wider transport system. This is confirmed in the ATAP Better Choices 
document as outlined in Figure 2-16 and Figure 2-17 which shows the reduced car mode share 
closers to the CBD and the focus (generally) of future investment on RTN which predominantly runs 
through these brownfields’ areas. 

The ATAP programme proposes to invest heavily in the Rapid Transit, public transport and active 
mode networks (as outlined in Figure 2-17). The Brownfields areas are well aligned with the focus of 
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Figure 2-19: Crash risk vs exposure9 
 

 
The Vision Zero philosophy and investment which this Business Case will incorporate. seeks to target 
interventions using a systems approach to reduce the road safety burden in the Auckland region. The 
Safety PBC recommended investment package (Figure 2-20) includes a wide range of interventions 

Figure 2-20 : Road Safety Investment 
 

 
 

2.7.4 Perception of safety 
Auckland Transport regularly collect customer insights through surveys within the Auckland Region. 
The Auckland Road user satisfactory survey looks to assess customer satisfaction across the region 
on a variety of questions / topics. The survey includes a representative sample from each ward within 
the region. 

The customer perception across a number of criteria is provided in Table 2-4 and Table 2-5 split 
between each of the Auckland Wards in which the Brownfield Growth areas are situated. While 
customer perception for overall road safety sits between 63-74%, perceived safety for cycling is much 
lower at 42-54%. 

 
9 Angus Eugene Retallack and Bertram Ostendorf, 2020. Relationship Between Traffic Volume and Accident Frequency at 
Intersections 
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The perception of safety related to cycling has long been idenfired as a key barrier to increasing 
cycling mode share. The AT cycling programme business case summarises the evidence in relation 
to both perceived and actual safety for cycling as shown in Figure 2-21. 

Figure 2-21: Perceived cycle safety 
 

 
Data collected by Auckland Transport suggests a large portion of the population are willing to try 
cycling but a number of barriers exist to this. Provision of safe cycling infrastructure will aim to target 
the Considerers and occasional categories of users, a group representing a significant share of the 
Auckland population. 

Table 2-6: Aucklanders willingness to adopt cycling (TRA, 2016) 
 

Category Definition Share of 
Aucklanders 

Rejectors Would not cycle regardless of conditions 46% 
Considerers Not currently active, but would consider cycling 22% 
Occasional Cycle less than once per week 12% 
Medium Cycle once per week 13% 
Frequent Cycle two or more times a week 6% 

 
 
 

2.7.5 Accessibility 
These brownfields areas could benefit from increased accessibility to employment in particular. The 
areas a relatively well positioned to some significant employment area, however there are a number 
of local challenges (predominantly severance) that is limiting this accessibility as outlined below: 

• Tamaki: The rail line running through the area creates a substantial severance barrier 
between the propose growth and the industrial employment area to the west (St Johns / Mt 
Wellington). The presence of the Eastern Rail line provides good accessibility to significant 
employment centres such as the City Centre and Manukau, however access to this rail station 
is substandard and is expected to come under increasing pressure as the area intensifies. 
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• Mangere: Severance challenges associated with the State Highway 20A and State Highway 
SH20 dissecting the study area. The Southern Rail line borders the area and creates 
severance to areas to the east such as Middlemore, Otahuhu and Papatoetoe. There is also 
poor PT accessibility to employment areas such as the Airport precinct and areas to the east 
such as Manukau and East Tamaki. The proposed LRT through this area will likely improve 
PT accessibility. 

• Mt Roskill: Currently there is limited access to the RTN network for the Mt Roskill study area. 
Access to key employment centres relies on busy arterial road corridors which cater for all 
modes. The study area is severed by the SH20 corridor which bisects the area and limited 
crossing points are provided. 

• Northcote: Due to local arterial roads in the area there is a high level of severance for some 
customers getting to the nearby RTN and planned shared user path. 

• Oranga: Severance to the employment areas to the south (Onehunga and Manukau) and 
east (Penrose) and the rail stations from a major arterial road is a challenge in this area. 

 
2.7.6 Land use integration 
There is a significant level of growth forecast in these areas. The transport infrastructure in these 
areas is under pressure currently and many of the corridors are not fit for purpose. With this level of 
growth there is a risk that the transport infrastructure does not meet the needs of this growth, or that 
the required enhancements to the transport system are not realised at the right time to meet the 
growth aspirations. 

This could result in a number of adverse outcomes, including: 

• Mode share aspirations are not met as the services and level of service is not sufficiently 
attractive enough for users 

• Increased car trips will not only increase demand for these trips but also potentially result in 
increased car ownership and parking pressure, resulting in poor urban amenity. 

• The increase in demand exceeds the transport system capacity, reducing network 
performance for all users and reducing mobility of users in these growth areas. 

• Users of the transport system not being open to changing modes of travel due to poor 
integration and performance of the alternative modes being encouraged. 

It is therefore critical that there is an integrated approach to ensuring that the level of development 
and transport system enhancement are matched. This will ensure the outcomes sought are achieved, 
and without this integration there risks poor urban and transport outcomes. 

 
2.8 What happens if AT does not invest in the Brownfields now? 

 
Brownfield’s growth can occur without a co-ordinated programme of transport interventions proposed 
by this Business Case. Kāinga Ora, the primary developer in each area has / is in the progress of 
developing neighbourhood ITAs which identify transport upgrades required to mitigate the effects of 
the development. Likewise, some private development may be subject to a similar requirement to 
undertake an ITA and identify mitigation measures. However, the majority of private development will 
not be required to undertake an ITA given the number of units or zoning concerned as such will not be 
required to mitigate effects on the transport network outside design issues. 

Development contributions collected by Auckland Council will contribute to wider transport costs but 
are not necessarily spent in the surrounding area. 

This ad hoc development scenario is considered to have the following impacts on transport outcomes: 
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• Transport mitigation will have a local focus - i.e. access to sites and direct connections to 
the network. Little consideration will be given to the wider function of the transport network 
and cumulative effects of development will not be addressed. 

• Lost opportunity to for better integration – Without a clear transport plan, the opportunity 
for land use integration is limited reflecting a responsive approach to demand rather than 
influencing demand from the outset. 

• Mode share will be limited – History suggests development in this manner is likely to lead to 
more dependence on private vehicle and less public transport and active mode use. 

• Retrofit and rework – Kāinga Ora are beginning construction on several areas and will begin 
other in the short term. As part of this work, KO will upgrade bulk infrastructure such as water, 
wastewater and stormwater networks and upgrade sections of road. If investment was not 
provided by AT, there is a high likelihood AT would need to come back at a later date to 
upgrade sections of road or intersections. This would create additional cost to New Zealand 
Inc. and more disruption for the communities in each area. 

• Reputation risk – With increasing congestion and no significant improvements to travel 
choices, there is a reputational risk to AT around failure to appropriately cater and plan for 
Brownfields Growth. 

The AHP programme is already in construction with developments under construction in Tamaki, Mt 
Roskill, Northcote and Oranga. As such, there are a number of areas where urgent investment is 
required by AT to avoid undesirable outcomes as per the points above. The Northcote Road / Lake 
Road / Ocean View Road roundabout is a good example of how a co-ordinated approach to 
development could save money, minimise disruption and reduce reputational issues for all parties 
involved. An article from Stuff.co.nz outlines the public reaction to construction at this intersection. 
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The Early Assessment Sifting Tool (EAST) has been used in order to assess the various options for 
demand management in the brownfield areas. Demand management options have been considered 
simultaneously for all brownfield areas as no significant differences are anticipated with regard to the 
effectiveness and viability to the various interventions. 

The EAST tool considers each intervention against the following criteria: 
 

• Investment objectives 
• Practical Feasibility 
• Cost 
• Key risks and uncertainties 
• Climate change 
• Impacts on 
• Te Ao Māori 
• Environmental and Social 

Responsibility 
• Fatal flaws 
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• Parking supply – The communities within the growth areas have expressed concern over a 
reduction in parking availability as a result from increased density in the area and transport 
upgrades removing parking on street. This feedback is consistent with recent projects which 
include removal of parking or intensive development applications which are notified to the 
surrounding community. This highlights a consenting and reputational risk around provision of 
on street parking. 

• Walking and cycling connectivity – There is strong feedback from Brownfields communities 
around desires for a cohesive and connected active mode network. This is a key theme the 
Business Case is addressing through development of walking and cycling networks. 

• Separation of active modes from busy roads – A common theme from the community 
highlighted the need for physical separation between cycling facilities and general traffic in 
order for less confident users to feel safe and secure while cycling. 

• Public transport services going to the right places – Feedback in a number of areas 
suggested public transport services currently operating did not serve individuals trips. Of 
particular relevance were comments relating to PT trips in Mangere providing a poor 
connection to the surrounding employment in the airport precinct, and poor connections 
between Oranga and the Penrose / East Tamaki industrial areas. 

• Severance from other infrastructure corridors – Many of the Brownfield Growth areas 
have close proximity to strategic transport corridors. Community feedback highlights 
severance issues associated with some of these corridors. Specially, the Mangere feedback 
highlights severance from both rail and motorway corridors, Mt Roskill highlights severance 
from SH20 and Tamaki highlights severance from the rail corridor. 

The key issues identified resonate well with the problem statements identified in each of the areas. 
Parking supply will continue to be a key engagement and reputational risk as the programme evolved 
to subsequent stages. 
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O9c Mt Smart Road / Mays 
/Station 

Signals and bus priority No 

O10 Active mode connection to 
Penrose 

Shared path facility No 

O10 Active mode connection to 
Penrose 

Maurice Road signals No 

O11 Speed management on 
Captain Springs 

Manage / Lower speed and widen 
footpaths 

No 

O12b Victoria Street Speed calming and no facilities No 

O13 Felix Street bus stops Bus stop upgrade and crossing 
facility 

No 

O14 Penrose station upgrade Bus interchange improvements and 
cycle parking 

No 

 
The recommended package of investment is largely consistent with the ITA assessment undertaken 
for Oranga and projects identified through this process. Some additional projects have been added to 
better deliver on the investment objectives. 

The following projects have not been included or have changed in scope from the ITA 
recommendations: 

• Rockfield Road (South of Oranga) was identified for active mode upgrade, but the business 
case has not recommended this upgrade in favour of using Oranga Road to provide this 
connection. 

• The ITA recommends upgrades to the Rockfield Road / Station Road intersection – This was 
considered however the intersection is considered fit for purpose given the expected users 
and demands. 

A summary of do minimum assumptions, developer requirements (from the ITA), additional projects 
recommended, and the recommended programme is included in Appendix E. 

Figure 3-5: Oranga Recommended programme 
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5b 

Active mode crossing 
over Akoranga Drive 

 
Midblock ped crossing 

No 

 
6b 

Exmouth Road cycle 
route extension 

 
Speed management only 

No 

 
 
7b 

Ocean View Rd / Lake 
Rd / Northcote Rd 
intersection upgrade 

 
 
Walking and cycling upgrade only 

No 

 
8b 

Lake Road upgrade to 
collector roads 

Low cost retrofit of separators to 
existing on street cycle lanes 

No 

 
9b 

College Road active 
mode upgrade 

Separated north of Tonar. Speed 
Calming south of Tonar 

No 

 
10 

Akoranga Drive to 
Busway overpass 

 
Shared path through the AUT campus 

No 

 
12 

Akoranga Drive Transit 
lane changes 

 
Change from T2 to T3 or bus 

No 

 
14 

Akoranga Station 
enhancements 

Cycle parking at Akoranga Station Yes 

 
The recommended package of investment is largely consistent with the ITA assessment undertaken 
for Northcote and projects identified through this process. Some additional projects have been added 
to better deliver on the investment objectives. 

The following projects have not been included or have changed in scope from the ITA 
recommendations: 

• Upgrade of Lake Road – The ITA identifies the need for a collector road upgrade with 
separated walking and cycling facilities likely to require property acquisition. Given the 
corridor has recently been upgraded and has a reasonable walking and cycling provision, the 
business case recommends the corridor is retrofitted with cycle separators rather than 
implementing a full road upgrade. 

A summary of do minimum assumptions, developer requirements (from the ITA), additional projects 
recommended, and the recommended programme is included in Appendix E. 
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• Links to Glen Innes active mode upgrades – Taniwha Street (between Apirana Avenue and 
West Tamaki Road), Line Road (between Line Road and West Tamaki Road), Apirana Avenue 
(between Taniwha Street and Pilkington Road), Point England Road (between Line Road and 
Pilkington Road), Merton Road (between College Road and Apirana Avenue), Morrin Road 
(between Merton Road and Stonefields Avenue), Stonefields Avenue (between Morrin Road 
and College Road). 

 
The do minimum scenario is shown in Figure 3-6. 

Figure 3-9: Tamaki Do-Minimum scenario 
 

 
There are a number of projects within other programmes or packages in addition to those listed 
above. These have not been included in the do-minimum scenario due to no commitment to funding 
and implementation at this point in time. 

These include: 

• Te Horeta project 

• Connected community corridor on St Heliers Bay Road 

 
3.12.3 Urban integration opportunities 
Within the Tamaki Area, opportunity for integration between land use and transport is focused on 
access to the existing RTN network and opportunity around the Glen Innes and Panmure centres. 
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5 

Taniwha Road (west) 
collector road upgrade 

Some widening for bus priority over 
and above Links to GI project 

 
No 

 
 
6 

Elstree Ave / Pt 
England Rd 
intersection upgrade 

 
 

Intersection upgrade 

 
 

No 
 
 
7 

Pilkington Rd / Tripoli 
Rd intersection 
upgrade 

 
 

Intersection upgrade 

 
 

No 

 
8 

Hobson Dr / Tripoli Rd 
intersection upgrade 

 
Intersection upgrade 

 
No 

 
 
9 

Merton Road / Morrin 
Road intersection 
upgrade 

 
 
Assume signalisation 

 
 

No 

 
10 

Merton Rail Bridge 
upgrade 

Bridge replacement to widen 
Merton Road approach 

 
No 

 
 
11 

Tripoli Road / Erima 
Avenue intersection 
upgrade 

 
 
Intersection upgrade 

 
 

No 
 
 
12 

Line Road / Apirana 
Ave intersection 
upgrade 

 
Assume signalisation in conjunction 
with item 10. No property 

 
 

No 
 
 
13 

West Tamaki Road / 
Line Road intersection 
upgrade 

 
 

Intersection upgrade 

 
 

No 
 
 
14 

West Tamaki Road / 
Elstree Avenue 
intersection upgrade 

 
 

Intersection upgrade 

 
 

No 

 
15b 

Line Road collector 
road upgrade 

More substantial upgrade to cater 
for increased traffic 

 
No 

 
16 

Eastview Rd / Line Rd 
intersection upgrade 

 
Intersection upgrade 

 
No 

 
 
17 

Eastview Rd / Apirana 
Ave intersection 
upgrade 

 
 

Intersection upgrade 

 
 

No 
 
 
18 

St Heliers Bay Road / 
Apirana Ave 
intersection upgrade 

 
 

Intersection upgrade 

 
 

No 
 
 
19 

St Heliers Bay Road / 
Kohimarama Road 
intersection upgrade 

 
 

Intersection upgrade 

 
 

No 
 
 
20 

Line Road / Taniwha 
St intersection 
upgrade 

 
Assume signals with some land 
taken 

 
 
No 

 
 
21 

Queens Rd / Church 
Cres intersection 
upgrade 

 
 

Intersection upgrade 

 
 

No 
 
 
22 

Apirana Ave / 
Taniwha St 
intersection upgrade 

 
Assume signals with some land 
taken 

 
 

No 
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23 

 
Te Horeta Road 
upgrade 

 
Separate project to provide a new 
road link parallel to Rail corridor 

Te Horeta 
business case 
(22100021) 

 
24 

Pilkington Road street 
frontage upgrade 

Arterial road upgrade. Maintaining 
kerb to kerb for the most part. 

 
No 

 
 
25 

Pt England Road 
street frontage 
upgrade 

Collector Road upgrade 
 
 

No 
 
 
26 

Elstree Avenue street 
frontage upgrades - 
north of Taniwha 

 
 
Collector Road upgrade 

 
 
No 

27b Apirana Avenue Active mode upgrade No 
 
 
28 

Glen Innes rail station 
- access cycleway 
and Felton Matthew 

 
Connection between station 
platform 

 
 

No 

 
29 

Queen Road Active 
mode 

 
Active mode upgrade 

 
No 

 
30 

Stewart / Green Road 
active mode 

 
Active mode upgrade 

 
No 

 
31 

Elmstree Avenue (Pt. 
England to Taniwha) 

 
Active mode upgrade 

 
No 

32 Hobson Drive Active mode upgrade No 
 
 
33 

 
Cycleway extension 
GI to Panmure 

 
 
Active mode facility 

Te Horeta 
business case 
(22100021) 

 
34 

Felton Matthew 
Avenue upgrade 

 
General upgrade to collector status 

 
No 

 
35 

West Tamaki Road 
upgrade 

 
General upgrade to collector status 

 
No 

36 Apirana Avenue Pedestrian mall within GI centre No 
 
 
 
 
37 

Taniwha Street 
(between Apirana 
Avenue and West 
Tamaki Road) – 2,570 
metres; 

 
 
 
 
Active mode upgrade 

 
 
Link to GI W+C 
(10100034a and 
b) 

 
 
 
38 

Line Road (between 
Line Road and West 
Tamaki Road) – 950 
metres; 

 
 
 
Active mode upgrade 

 
Link to GI W+C 
(10100034a and 
b) 

 
 
 
39 

Apirana Avenue 
(between Taniwha 
Street and Pilkington 
Road) – 950 metres; 

 
 
 
Active mode upgrade 

 
Link to GI W+C 
(10100034a and 
b) 

 
 
 
40 

Point England Road 
(between Line Road 
and Pilkington Road) 
– 250 metres; 

 
 
 
Active mode upgrade 

 
Link to GI W+C 
(10100034a and 
b) 

 
 
41 

Merton Road 
(between College 
Road and Apirana 

 
 
Active mode upgrade 

Link to GI W+C 
(10100034a and 
b) 
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 Avenue) – 1,380 
metres; 

  

 
 
 
42 

Morrin Road (between 
Merton Road and 
Stonefields Avenue) - 
640 metres; and 

 
 
 
Active mode upgrade 

 
Link to GI W+C 
(10100034a and 
b) 

 
 
 
43 

Stonefields Avenue 
(between Morrin Road 
and College Road) – 
260 metres. 

 
 
 
Active mode upgrade 

 
Link to GI W+C 
(10100034a and 
b) 

 
 
44 

 
Taniwha Street/Line 
Road 

 
Active mode upgrade to 
intersection 

Link to GI W+C 
(10100034a and 
b) 

 
 
45 

 
Taniwha 
Street/Elstree Avenue 

 
Active mode upgrade to 
intersection 

Link to GI W+C 
(10100034a and 
b) 

 
 
46 

Apirana 
Avenue/Pilkington 
Road 

 
Active mode upgrade to 
intersection 

Link to GI W+C 
(10100034a and 
b) 

 
 
47 

 
Merton Road/Morrin 
Road 

 
Active mode upgrade to 
intersection 

Link to GI W+C 
(10100034a and 
b) 

 
 
48 

 
Stonefields 
Avenue/Morrin Road 

 
Active mode upgrade to 
intersection 

Link to GI W+C 
(10100034a and 
b) 

 
 
49 

Stonefields 
Avenue/College Road 
signalised intersection 

 
Active mode upgrade to 
intersection 

Link to GI W+C 
(10100034a and 
b) 

 
 
50 

Church Cres - 
Collector Road 
Upgrade 

 
 
Road upgrade with cycle facilities 

 
 

No 
 
 
 
 
51 

Panmure North - 
Local neighbourhood 
roading asset renewal 
and upgrades 

 
 

 
Local road package 

 
 
 
 
No 

 
 
 
 
52 

Point England - Local 
neighbourhood 
roading asset renewal 
and upgrades 

 
 

 
Local road package 

 
 
 
 
No 

 
 
 
 
 
53 

Northwest Glen Innes 
- Local 
neighbourhood 
roading asset renewal 
and upgrades 

 
 
 

 
Local road package 

 
 
 
 
 
No 

 
The recommended package of investment is largely consistent with the transport assessment 
undertaken for Tamaki and projects identified through this process. Some additional projects have 
been added to better deliver on the investment objectives. 

The following projects have not been included or have changed in scope from the ITA 
recommendations: 
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• Apirana Avenue – identified by the ITA for bus priority however the investigations as part of 
the business case suggest priority is not required and rather can be focused on key 
intersections such as Taniwha Street and Merton Road intersections. 

A summary of do minimum assumptions, developer requirements (from the ITA), additional projects 
recommended, and the recommended programme is included in Appendix E. 

 

 
Figure 3-11: Tamaki Recommended programme 

 

 
3.12.7 Summary for Tamaki 
The recommended programme for Tamaki is summarised in Table 3-23. 
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Figure 3-12: Mt Roskill Do Minimum scenario 
 

 

 

There are a number of other projects and programmes with projects identified within the Mt Roskill 
area which are highlighted as part of this Business Case but do not form part of the Do-minimum 
scenario including: 

• Connected communities – A number of the North-south corridors are part of the connected 
community programme. Given the lack of funding and implementation certainty, these 
projects have been excluded from the do-minimum. 

 
3.13.3 Urban integration opportunities 
Within the Mt Roskill Area, opportunity for integration between land use and transport is focused on 
access to both the existing RTN network (Mt Albert Station) and opportunity for integration with a new 
RTN line through the centre of the area. The alignment of the future LRT project is not yet confirmed 
and is believed to follow either the Dominion Road or Sandringham Road corridor. Around the future 
RTN alignment, significant opportunity exists to increase development density with catchment of the 
RTN alignment. 

Figure 3-7 shows the urban integration opportunities identified in the Tamaki area. In order to achieve 
a well-integrated urban system, Figure 3-13 sets out opportunities and recommendations. 
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3 Maioro St / 
Richardson Rd 
intersection upgrade 

Minor intersection Upgrade No 

4 Mount Albert Rd / 
Dominion Rd 
intersection upgrade 

Neighbourhood interchange + 
medium intersection upgrade 

Neighbourhood 
Interchanges 
(14100093a) 
construction in Sep 
2021 

5 Hayr Road / Carr 
Road intersection 
upgrade 

Intersection upgrade No 

6 Mount Albert Road / 
Hillsborough Road 
intersection upgrade 

Intersection upgrade No 

7 Mount Albert Road / 
Pah Road intersection 
upgrade 

Neighbourhood interchange + 
medium intersection upgrade 

Neighbourhood 
Interchanges 
(14100093a) 
construction in Sep 
2021 

8b Mount Albert Road 
upgrades to arterials 

Separated cycle facilities No 

9b Dominion Rd / 
Balmoral Rd 
intersection upgrade 

Neighbourhood interchange + 
medium intersection upgrade 

Neighbourhood 
Interchanges 
(14100093a) 
construction in Sep 
2021 

10 Richardson Rd / 
Owairaka Ave 
intersection upgrade 

Intersection upgrade No 

11 Mt Albert Rd / Mt 
Eden Rd intersection 
upgrade 

Neighbourhood interchange + 
medium intersection upgrade 

Neighbourhood 
Interchanges 
(14100093a) 
construction in Sep 
2021 

12 Hillsborough Rd / 
Herd Rd / Carr Rd 
intersection upgrade 

Intersection upgrade No 

13a Richardson Rd / 
O'Donnell Ave 
intersection upgrade 

Intersection upgrade No 

13b Stoddard Rd / 
Richardson Rd 
intersection upgrade 

Intersection upgrade No 

14 Stoddard Rd / Denize 
Rd intersection 
upgrade 

Intersection upgrade No 

15a Stoddard Rd / 
Sandringham Rd Extn 
intersection upgrade 

Minor upgrade with bus priority No 
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15b Stoddard Rd / 
Sandringham Rd Extn 
intersection upgrade 

Neighbourhood interchange + 
medium intersection upgrade 

 
 

No 

16a Sandringham Rd Extn 
/ O'Donnell Ave 
intersection upgrade 

Intersection upgrade No 

16b Sandringham Rd Extn 
/ Gifford Ave 
intersection upgrade 

Intersection upgrade No 

17 Mount Albert Rd / 
Sandringham Rd 
intersection upgrade 

Neighbourhood interchange + 
medium intersection upgrade 

Neighbourhood 
Interchanges 
(14100093a) 
construction in Sep 
2021 

18 May Road / Stoddard 
Road / Denbigh 
Avenue intersection 
upgrade 

Intersection upgrade No 

19b Dominion Road / 
Denbigh Avenue 
intersection upgrade + 
neighbourhood 
interchange 

Neighbourhood interchange + 
medium intersection upgrade 

 
 

 
No 

20 New North Road 
upgrades to arterials 

Bus priority upgrade (K2K) Connected Communities 

21 Mt Eden Road 
upgrades to arterials 

PT and walking and cycling 
(B2B) 

Connected Communities 

22 Hillsborough Road 
upgrades to arterials 

Bus priority upgrade (K2K) Connected Communities 

23B New North Rd / Mt 
Albert Rd intersection 
upgrade 

Neighbourhood interchange + 
medium intersection upgrade 

Neighbourhood 
Interchanges 
(14100093a) 
construction in Sep 
2021 

24B New North Rd / 
Richardson Rd 
intersection upgrade 

Neighbourhood interchange + 
medium intersection upgrade 

Network optimisation 
project to improve lane 
configuration (20100097) 
2020 

25 New North Rd / 
Hendon Ave 
intersection upgrade 

Intersection upgrade Connected Communities 

26 Mount Albert Rd / 
Owairaka Ave 
intersection upgrade 

Intersection upgrade No 

27 Maioro Street / New 
Windsor Road 
intersection upgrade 

Intersection upgrade No 

28 Mt Roskill light rail Rapid transit corridor ALR project 

29 Owairaka Avenue 
collector road upgrade 

Connected communities: PT 
(K2K) 

KO development 
requirements / Connected 
communities 
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30 May Road collector 
road upgrade 

Collector Road upgrade Existing project (10100462b) 
construction in August 2021 

31 Matipo Street collector 
road upgrade 

Collector Road upgrade No 

32 Parau Street collector 
road upgrade 

Collector Road upgrade No 

33 Fowlds Avenue 
collector road upgrade 

Collector Road upgrade No 

34 Hendon Avenue 
collector road upgrade 

Collector Road upgrade No 

34 Frost Road collector 
road upgrade 

Collector Road upgrade No 

36 Alberton Avenue 
collector upgrade 

Active modes No 

37a Balmoral Road 
between 
Sandringham and 
New North 

Active mode and bus priority No 

39 Royal Oak 
Roundabout 

Signals - PT upgrade / walking 
and cycling 

No 

40 Sandringham Road 
upgrade 

PT upgrade for double decker 
services 

Connected Communities 

41 Oakley Creek 
Greenway / Owairaka 
Greenway 

Greenway active mode facility Local Board Initiatives 
Programme: Puketapapa 
Greenways - Mt Roskill Safer 
Communities Package 1 
(10100483a-d) 

42a Stoddard Richardson 
upgrade 

PT upgrade between New North 
to Owairaka 

No 

42c Stoddard Richardson 
upgrade 

PT upgrade Owairaka to 
Sandringham (K2K) 

Connected Communities 

43 Denbigh / Sommerset 
/ Carr 

Bus priority Overlap with SD.Safer 
Communities Programme- 

44b Richardson Road - 
Stoddard to Maioro 

Bus priority upgrade (K2K) Connected Communities 

45 Hayr and Warren 
Road 

Bus priority upgrade (K2K) Connected Communities 

46 Maioro / Tiverton 
upgrade 

Bus priority upgrade (K2K) Connected Communities 

50 New Windsor / 
Boundary Road 

Bus priority upgrade (K2K) Connected Communities 

51 Maioro Street PT and walking and cycling 
(K2K) 

Connected Communities 
Also a network 
optimisation programme 
to provide a Dynamic Bus 
Lane (20100122) 

52 Melrose / Oakdale 
Road 

Bus priority upgrade (K2K) Connected Communities 

53 Richardson / Glass Bus priority upgrade (K2K) Connected Communities 
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54 Manukau Road PT and walking and cycling 
(B2B and K2K) 

Connected Communities 

55 Greenlane PT and walking and cycling 
(B2B) 

Connected Communities 

57 Mt Roskill walking and 
cycling bridges over 
SH20 new 

Active mode facility No 

61 Roskill South 
Transport - 
Intersection upgrades 

Package of local road 
improvements 

No 

62 Waikowhai local 
transport upgrades 

Package of local road 
improvements 

No 

63 Owairaka - Local 
neighbourhood 
roading asset renewal 
and upgrades 

Package of local road 
improvements 

No 

64 Roskill South - Local 
neighbourhood 
roading asset renewal 
and upgrades 

Package of local road 
improvements 

No 

65 Wesley - Local 
neighbourhood 
roading asset renewal 
and upgrades 

Package of local road 
improvements 

No 

66 Waikowhai - Local 
neighbourhood 
roading asset renewal 
and upgrades 

Package of local road 
improvements 

No 

67 Richardson / 
Hillsborough Road 

Intersection upgrade No 

68 Dominion Road Ext / 
Hillsborough Road 

Intersection upgrade No 

 
 

The recommended package of investment is largely consistent with the ITA assessment undertaken 
for Mt Roskill and projects identified through this process. Some additional projects have been added 
to better deliver on the investment objectives. 

The following projects have not been included or have changed in scope from the ITA 
recommendations: 

• Mt Eden / Balmoral intersection – Intersection was identified for upgrade. The business case 
does not recommend this upgrade due to the limited land holding and development around 
the intersection and notes the neighbourhood interchange programme will improve PT 
transfers here. 

• Mt Albert Road – The previous work identifies the need to upgrade to an arterial road 
standard, likely requiring property. The Business case identifies the need to upgrade this 
corridor however opts for a solution which fits within the road reserve. 

A summary of do minimum assumptions, developer requirements (from the ITA), additional projects 
recommended, and the recommended programme is included in Appendix E. 
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• Mangere cycle improvements – Package of cycle improvements on Coronation Road, Bader 
Drive, Mackenzie Road, part of Kirkbride Road and upgrade of the Mangere centre park link. 

• Auckland Light Rail project – The Auckland Light rail project is expected to run through the 
Mangere area with stations in Mangere Town Centre. The exact route is not known at this 
point, but the project is assumed to be in place. 

The do minimum scenario is shown in Figure 3-6. 

Figure 3-15: Mangere Do Minimum scenario 
 

There are a number of other projects and programmes with projects identified within the Mangere 
area which are highlighted as part of this Business Case but do not form part of the Do-minimum 
scenario including: 

• Connected Communities – bus priority upgrade on Massey Road / Buckland Road 

• 20 Connect – Provision of strategic cycle facilities on SH20 and SH20A 

 
3.14.2 Urban integration opportunities 
Within the Mangere Area, opportunity for integration between land use and transport is focused on 
access to the existing RTN network and opportunity around the Mangere centre. RTN access is 
provided in the existing situation via a rail station at Middlemore and Otahuhu. With the proposed light 
rail project, potential access will be provided to Mangere centre / Mangere west. In the Favona area, 
the street network is limiting accessibility. 

Figure 3-16 shows the urban integration opportunities identified in the Mangere area. In order to 
achieve a well-integrated urban system, Table 3-32 sets out opportunities and recommendations. 
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19 Bader Drive / McKenzie Road 
intersection upgrade 

 
 
Intersection upgrade 

Mangere cycling 
improvements 
project 

20 Massey Road / Robertson Road / 
Henwood Road intersection 
upgrade 

 
 
Intersection upgrade 

ITA - could also be 
part of connected 
community work 

21 State Highway 20 and SH20A 
cycle lanes 

Strategic cycling facility 
on SH20/SH20A 

20 Connect 

22 Mangere light rail Separate LRT project Separate project 

23 Middlemore Rail Station Upgrade  
 
 
 
Rail station upgrades to 
facilities and platforms 

Existing project 
(22100061) 
Existing projects to 
improve security 
and provide staff 
facilities (10100051) 

24 Middlemore rail crossing new New pedestrian / cycle 
crossing between Grey 
and Swaffield 

No 

25 Jordan Road  
 
LATM 

Mangere cycling 
improvements 
project 

26 Idlewild Avenue Active mode upgrade No 
27 Mangere Centre park link  

 
Active mode facility 

Mangere cycling 
improvements 
project 

28 Kirkbride / Mackenzie active 
mode upgrade 

 
 
Active mode upgrade 

Mangere cycling 
improvements 
project 

29 Wakefield and Gadsby LATM No 
30 Harania Marys Foreshore path Active mode facility No 
31 Lenore Foreshore path Active mode facility No 
32 Wickman Way LATM No 
33 Tennessee Avenue LATM No 
34 Vine Street LATM No 
35 Grey Avenue LATM No 
36 Buckland Road (south of 

Massey) 
 
Active mode upgrade 

No 

   
PT upgrade - bus lanes 

Connected 
Communities 

37 Hospital Road Active mode upgrade - 
no kerbs moved 

No 

38 Walmsley Road PT priority Bus priority measures 
and interchange with rail 
station 

No 

39 Middlemore western bus 
interchange 

Bus stops / station 
access from western 
side 

No 

41 Garus to Bukem Active mode link Active mode link No 
42 Garus Avenue LATM No 
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49 Bader Drive active modes  
Active mode upgrade 

STAAI - Mangere Cycling 
Project (12100062a,b,c) 

N/A Friesian Drive kerb realignment Collector road upgrade No 
N/A Ashgrove Road kerb realignment Collector road upgrade No 
N/A Mountain Road collector road 

upgrade 
 

Collector road upgrade 
No 

N/A McKinstry Avenue kerb 
realignment 

 
Collector road upgrade 

No 

N/A Aorere - Local neighbourhood 
roading asset renewal and 
upgrades 

 
Package of local road 

upgrades 

No 

N/A Middlemore Crescent - Local 
neighbourhood roading asset 
renewal and upgrades 

 
Package of local road 

upgrades 

No 

N/A Mangere East - Local 
neighbourhood roading asset 
renewal and upgrades 

 
Package of local road 

upgrades 

No 

N/A Mangere West - Local 
neighbourhood roading asset 
renewal and upgrades 

 
Package of local road 

upgrades 

No 

 
The recommended package of investment is largely consistent with the ITA assessment undertaken 
for Mangere and projects identified through this process. Some additional projects have been added 
to better deliver on the investment objectives. 

The following projects have not been included or have changed in scope from the ITA 
recommendations: 

• Savill Drive was identified for upgrade as a collector road. Through the business case this 
was identified for a lower cost LATM treatment as the route is unlikely to attract high volumes 
of pedestrians and cyclists and requires road space to serve industrial activity. 

• Jordan Road was identified for upgrade as part of the ITA. The business case recommends 
LATM on this link due to constraints and limited road space available. 

• Massey Road and Buckland Road – The ITA identified the whole corridor for upgrade 
including bus priority. The BC has identified sections of the corridor requiring bus priority while 
upgrades on other sections to focus on walking and cycling. 

A summary of do minimum assumptions, developer requirements (from the ITA), additional projects 
recommended, and the recommended programme is included in Appendix E. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
69 | P a g e 





 

 mode and PT provision to enable a step change in Mode share for the 
area. 
Opportunities to travel by public transport are limited to some 
destinations, and from some areas of Mangere – Improved PT 
provision including FTN, connection to the Southern Rail line and 
connection into the future ALR project. 
Active mode connections to key destinations are poor – Improved 
active mode connection to Mangere Town centre, The 
Middlemore Hospital, RTN network and to the airport. 
The local street network in Mangere lacks permeability, especially in 
Mangere East/Favona – Improved local road permeability including 
additional connectivity in Favona, crossings of the rail corridor. 

Programme 
Outcomes 

• Reduction of 216 DSI’s over 40 years 
• Mode share of 18% for active modes 
• 10% more jobs and social opportunities assessable by cycling 

and PT 
• 17,000 ton reduction in CO2 emissions per year 

Key risks and 
dependencies 

Light Rail – The light rail project has a significant impact to both the 
transport network and land use in the Mangere. The programme has been 
developed with the LRT project assumed to be in place. Any changes to 
this, will require review of the transport response and land use. 

 
Other projects – The connected communities programme includes a 
number of key corridors through the Mt Roskill development area. The 
primary risk around these corridors is co-ordination around 
implementation timeframes. Development in the various Mt Roskill 
neighbourhood will act as a key catalyst to upgrades identified for these 
corridor upgrades. 

 

 
3.15 Option development 

 
Following the identification of recommended programmes in each of the study areas, further option 
development has been undertaken: 

• To provide greater cost certainty on the selected options 

• Sense check the banded rates used to cost all other options 

Of the 236 options included in the recommended programmes for each area, 12 options were 
selected for further investigation intended to provide a representative sample of the various banded 
rates used to cost other options. These include: 

• Mount Albert Road upgrade 

• Apirana Avenue collector road upgrade 

• Apirana Avenue PT mall 

• Lake Road / Raleigh Road intersection upgrade 

• Mt Smart Road / Station Road upgrade 
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Total $21,558,403 

 

Apirana Avenue  
7,565,000 

Apirana Avenue 
upgrade 

 
$6,168,503 

82% 

Apirana Avenue 
PT mall 

 
6,600,000 

Apirana Avenue PT 
mall 

 
$2,867,662 

43% 

Lake Road / 
Raleigh Road 
intersection 

 

 
1,000,000 

Lake Road / Raleigh 
Road intersection 

 

 
$723,820 

 
72% 

Mt Smart Road 
/ Station Road 

 
1,000,000 

Mt Smart / Station 
Road 

 
$727,707 

73% 

Station Road 
shared path 

 
4,340,000 

Station Road  
$2,311,150 

53% 

Line Road 
collector road 
upgrade 

 

 
4,895,000 

Line Road upgrade  

 
$3,250,061 

 
66% 

Walmsley 
Street upgrade 

 
 
 

15,575,000 

Favona Road section $3,220,231  
107% Walmsley section $13,444,100 

Total $16,664,332 
 
 

The IBE estimates are generally lower than the banded rates used to estimate projects at an average 
of 24% lower. This demonstrates a level of conservatism built into the banded rates used to estimate 
project cost. 

Given the level of detail available at this time, the banded rates used in the assessment of programme 
cost has been maintained despite the IBE estimates coming in roughly 76% of the unit rate method 
used to cost the programme. This is considered appropriate for the following reasons: 

• Scope of options is yet to be determined in detail. This will be developed in the next phase 
and could lead to changes in cost. 

• The programme covers a significant time frame with options spread over the next 25 years. 
Standards for transport infrastructure are expected to change over this period. History 
suggests changes in standards increase project cost over time. 
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Operating Costs 

 
 
 
 
 
 

 
Not Assessed 

 

 
Total 
monetised 
costs 

Total discounted Costs - 40 year evaluation period 
1. Tamaki = $211.9 Million 
2. Roskill = $176.7 Million 
3. Oranga = $36.1 Million 
4. Mangere = $207.0 Million 
5. Northcote = $31.9 Million 
Programme = $663.7 Million 

 

 
BCR (excluding 
WEBs) 

Benefit Cost Ratio 
1. Tamaki = 1.0 
2. Roskill = 1.3 
3. Oranga = 1.7 
4. Mangere = 1.0 
5. Northcote = 1.2 
Programme = 1.1 

 
 
 

Total Financial 
Costs 

Total discounted Costs - 40 year 
evaluation period 

1. Tamaki = $211.9 Million 
2. Roskill = $176.7 Million 
3. Oranga = $36.1 Million 
4. Mangere = $207.0 Million 
5. Northcote = $31.9 Million 
Programme = $663.7 Million 

 
 
 

BCR (including 
WEBs) 

 
 

 
Not Assessed 

 
Rationale for selecting preferred option 
The preferred option has been chosen by following the Business Case process. Long List and short listed options were developed and assessed, including workshops with key stakeholders. Through a multi 
criteria analysis (MCA), the preferred option was identified, with this option then being assessed in greater detail. 
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4.3 Benefits 
 

The key outcomes from the programme can be summarised as follows: 

• A reduction in deaths and serious injuries – Annual reduction of 56 DSI per year across the 
programme 

• A step change in mode share for active modes and public transport with a 10-20% reduction 
in car mode share. 

• Increases in accessibility for Public Transport, Walking and cycling within development areas 
particularly at the local level, i.e., accessibility to jobs and social facilities within 15min walk 
and cycle. 

• More people living within 500m of a high-quality cycle facility (extra 90,000 people) or Rapid 
Transit station (extra 140,000 people across the region15). 

Figure 4-1 and Figure 4-2 outline the accessibility to social facilities and employment centres within a 
15-minute cycle journey. The recommended network provides noticeable improvements in a number 
of the growth areas, expanding catchments which will provide travel options to more people. 

Cycle access to employment is generally dependant on proximity to an employment centre. 
Northcote, Mangere and Oranga have local employment centre accessible by bike and benefits 
associated with the recommended programme. While Tamaki and Mt Roskill do not show accessibility 
by bike, there are a number of smaller employment nodes throughout the surrounding area which are 
not picked up in this assessment. 

Figure 4-1: Access to Hospitals and Schools by cycling 
 

 
 
 

15 Excludes influence of LRT project. 
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Figure 4-2: Accessibility to employment centres by cycling 
 

 

 
 
 

Public transport accessibility is assessed in Figure 4-3 and Figure 4-4. Access to hospital by PT sees 
some improvements with more of the Mangere and Mt Roskill areas within a 15min public transport 
catchment as a result of the programme. With respect to schools, all five study areas show a strong 
level of connectivity via PT. 

Access to employment centres via a 15minute PT journey sees some minor change as a result of the 
preferred programme but enhancements are generally focused on providing additional capacity to 
existing services rather than provision of new routes. 
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Figure 4-3: Accessibility to hospitals and schools by PT 
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Figure 4-4: Accessibility to employment centres by PT 
 

 

 

A key change which can be observed from the recommended programme is the level of access to 
high quality cycle facilities. Figure 4-5 shows the relative change in access to facilities. All five 
Brownfields areas receive significant benefits in this regard. 

Figure 4-6 shows the area within the direct catchment of a RTN station. As the programme does not 
include RTN investment purse, there is no change associated with the programme. The Northcote, a 
portion of Mangere, Oranga and Tamaki areas all have a level of access to the RTN network. At a 
local level, the programme improves accessibility to the RTN through improvements to active mode 
and PT infrastructure. 

The majority of Mangere and Mt Roskill areas are outside the RTN catchment as it stands. The LRT 
project is anticipated to run through the centre of the Mangere and Mt Roskill areas and as such will 
mean a large portion of these areas is within a catchment once implemented. 
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Figure 4-5: Access to a high-quality cycle route 
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Figure 4-6: Access to RTN station 
 

 

 
 

4.4 Monetised outcomes 
 

Overall programme economics are summarised in Table 4-3. Refer to Appendix F for further details 
on the economics assessment of options and programmes. A peer review has been undertaken on 
the economic assessment. Details on the economic assessment are included in Appendix F. 

 
 

87 | P a g e 





















Figure 4-14: Possible next steps for projects within the recommended programme 
 

 

 
 

4.10 Thresholds and assessments 
 

The next step for each project within the programme has been determined through an assessment 
against the following criteria: 

• Cost – The cost of the option. A high score relates to projects over $5m in value, A medium 
relates to projects between $2-5m and low relates to projects under $2m. 

• Risk – A project which is likely to require property and consents with effects on the 
surrounding community is considered to have high complexity. A project which needs consent 
but has no property requirement scores a medium and a project which does not require 
consents or property is low. 

Projects with a high score in cost or risk are considered to require a SSBC in order for the project to 
progress. Projects with low/medium score in cost and risk are proposed to be included in the various 
funding package depending on implementation timeframes. 

The Threshold applied to cost ($5m) between requirements for further investigation vs inclusion in the 
Design and implementation bucket is greater than the current LCLR threshold identified by Waka 
Kotahi (sits at $2m for the current RLTP period). This is considered appropriate for the following 
reasons: 

• Brownfield growth is recognised as strategically important in the Auckland Plan. 

• The Brownfields areas are a strategically important lever to achieving mode shift in the 
Auckland Region as recognised in the ATAP better Travel Choices 2020 report 

• A lot of work has been done on the Brownfield areas including area ITAs, sustainable 
transport plans and neighbourhood ITAs prepared by Kāinga Ora. Many of the interventions 
identified have more detailed work siting behind this work. 

• The programme is urgent with a number of neighbourhood developments beginning 
construction imminently. If investment is not made in these areas, upgrades will be piecemeal 
with rework and inefficiencies. 
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Mangere SSBC 14 $190,205,000 

Implementation 26 $143,421,989 

Other 11 $0 

Subtotal 51 $333,626,989 

All areas SSBC (total cost) 48 $615,851,887 

SSBC (investigation) 48 $24,634,075 

Implementation 101 $417,902,340 

Other 47 
 

Subtotal 196 $1,033,754,227 

 
More detail on each project is included in Appendix H. 
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A procurement strategy will be developed prior to the next stage of works commencing and will be 
endorsed by all programme partners including Waka Kotahi and Auckland Transport. 

Given the timing and funding availability (there is funding for some of these works) it is likely that a 
combination of the above options will be used. Aggregation (possibly by area) is also likely to drive 
efficiency of outcomes and process. The procurement strategy will respond to this and outline the 
options and recommended an approach. 

 
5.3 Comms and Engagement 

 
As part of this Business Case there has been engagement with key stakeholders. This has helped 
shape the recommended programme and approach. This is a transformational project is built up 
areas and therefore comms and engagement moving forward will be a critical part of the success of 
the next steps. 

It is considered that there are three key aspects of the next stages from a comms and engagement 
perspective, being: 

• An overarching programme Comms and Engagement strategy that sets out the overall 
outcomes and approach for the different elements of the programme 

• The larger projects that are to go through a SSBC process will have project (or area if 
aggregated) focussed messaging and approach to comms and engagement 

• The smaller ‘Implementation bundle’ package in the programme will require an overall 
‘bundle’ comms and engagement approach which sets out the key messaging and provides 
for the required interface between the project and AT 

It will be important that this comms and engagement strategy is developed, endorsed and 
implemented as a single strategy for all partners to the programme. 

This comms and engagement strategy should be developed collaboratively prior to the 
commencement of the next phase of the project once this business case is endorsed. 
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6 Financial Case 
6.1 Funding allocation 

 
The recommended programme in each area includes projects requiring funding from a variety of 
funding sources. Projects within the programme have been assessed to assign a funding share by 
organisation so funding requirements can be quantified by organisation. A principles-based approach 
has been used to assign funding share by organisation. 

It should be noted that mechanisms may not exist to realise this responsibility. The Auckland Unitary 
Plan(operative in Part) provisions limit the degree to which developers can be conditioned to mitigate 
the transport effects from their development. For example: 

• Not all development requires consent or has rules that enable transport impacts to be 
assessed. 

• Even trip generation thresholds, which don’t apply in all zones, limit consideration to 
improvements to the local transport network. 

• The rules apply on a site by site basis and don’t allow consideration of the accumulative effect 
of individual developments - even when undertaken by the same developer. 

Notwithstanding the above developers may still contribute through: 
 

I. Off line voluntary agreements. Kāinga Ora has voluntarily prepared Integrated Transport 
Assessments for its larger development areas which have identified some transport 
improvements required to support growth in these areas. They can also elect to deliver or part 
fund some of these on an area-by-area basis through their rebuild programme. However, 
except where AUP(OiP) provisions come into play this is on a voluntary basis and the ITA 
recommendations or conclusions are not binding. There is also the ability for the Crown to 
fund the required transport programme by means other than via Waka Kotahi funding 
processes to represent its interest as developer and landlord to the state housing that will 
eventuate. 

II. The Council has some ability via the LGA to impose development contributions or annual 
charges on an area-by-area basis to recover the costs of growth. 

The proposed funding split therefore represents Auckland Transport’s theoretical position on the 
responsibility for funding the services and projects required to serve the anticipated brownfields 
growth. In the event that growth occurs, and this responsibility is not agreed or secured then there will 
be a funding gap which, if not filled by Auckland Transport and its funders, will adversely affect the 
transport outcomes sought for the region. 

 
6.2 Funding allocation principles 

 
While funding splits need to be agreed with a developer (i.e. Kāinga Ora), at the programme level, 
assumptions on funding responsibility have been made at an area level to understand likely area 
costs by organisation and levels of funding required for Auckland Transport, Waka Kotahi and 
Auckland Council. 

Individual funding splits will also need to be periodically reviewed in the event of changes in yields or 
staging. 
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7 Management case 
The management case assesses whether a proposal is deliverable and demonstrates that an 
appropriate project management regime is in place for the next phases of the project. It tests the 
project planning, governance structure, risk management, communications and stakeholder 
management, benefits realisation and assurance. 

 
7.1 Next Phases 

 
This is a programme of considerable scale in a complex urban environment and will need careful and 
appropriate management to ensure it is successfully implemented. Section 4.9 sets out the 
recommended next steps for each project. This includes two broad categories: 

• Single staged Business Case – Intended for larger and more complex projects 
• Implementation bundles – Smaller and less complex projects progress straight to 

implementation with a streamlined assurance process. 

Improvement activities will need to be supported by audits, such as Non-Monetised User Audits and 
Safety Audits. These works are typical of what AT and partners do on a regular basis and there are 
the appropriate organisational systems and approaches to give confidence in delivery. It is however 
important that a programme of this scale has sufficiently focussed resourcing to appropriately 
implement the systems and processes required. 

 
7.2 Governance 

 
Growth within the Brownfields areas is important to both the developers as well as transport 
authorities given the proposed level of investment in each area. 

To assist in ongoing management of the Brownfield Growth programme, a steering group focussed on 
this programme is recommended with representation from each of the following organisations: 

• Auckland Council – DPO office 

• Auckland Transport – Strategic Projects, Isthmus, and Greenfields 

• Auckland Transport - Strategic Land Use & Spatial Management 

• Kāinga Ora 

• Ministry of Housing and Urban Development 

This governance group will not replace the approval processes of each member organisation, 
however it will/should have an appropriate level of delegated authority to ensure the programme is 
delivered efficiently and appropriately. The role of this governance group is proposed to: 

• Endorse programme strategies, including but not limited to procurement, consenting and 
comms and engagement 

• Review implementation of the projects and ensure assurance processes being followed 

• Confirm and allocate funding within the programme based on agreed prioritisation framework 

• Approve projects in the programme moving to implementation 

The Governance Group should meet as required, but at least monthly for the duration of the 
programme. 
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7.3 Programme structure and resourcing 
 

As outlined above this is a large programme in its own right and whilst AT and the project partners 
deliver this type of project on a regular basis, to ensure that there is the required level of coordination 
and focus to deliver this project a core dedicated team is proposed that will call on partner resources 
and teams. 

 

Figure 7-1 shows the proposed team structure. Key elements include: 

• Programme specific governance as outlined above 

• A dedicated programme manager providing a single point of 
coordination and accountability for delivery of the programme and its 
outcomes (1 FTE) 

• Programme manager supported by 

o Area leads – managing day to day coordination within 
individual areas. This role will be tailored to the amount of 
funding / projects expected in each area during any given 
period. Initially, given a lack of funding in the next few years 
this could be covered by a single person. Subject to more 
funding becoming available, this may need to increase in the 
future. (1FTE initially, growing as the programme develops) 

o comms and engagement lead to ensure coordinated 
messaging across the programme (1 FTE) 

Figure 7-1 : Proposed 
programme structure 

o financial controls support to ensure programme funding is tracked and monitored in a 
central location to allow funding allocation to be undertaken effectively (0.5 FTE) 

It is anticipated that individual contracts for work will be managed by each respective partner 
organisation (AT or KO), with reporting also provided to the Programme Manager to coordinate the 
overall programme 

As part of this business case a database has been developed that outlines each project, its costs, 
proposed schedule etc and this should be a key central point of truth for the programme manager to 
monitor and base decisions on. 

 
7.4 Risk and opportunity management 

 
The Auckland Brownfields Programme is a large programme comprised of multiple projects, inherent 
with areas of uncertainty that transpire into risks and opportunities. These are being managed to 
enable successful delivery of outcomes in each of the areas. 

Risk and opportunity are being managed at three levels: 
 

• Organisational business risk and opportunity 
• Programme wide risk and opportunity 
• Project and area-specific risk and opportunity. 

The risk management process is consistent with AS/NZS ISO 31000:2009 and is consistent with 
typical risk management processes undertaken by AT and the Transport Agency. 

Table 7-1 sets out the key risks and opportunities in the Brownfield growth areas across specific 
areas and the wider programme. 
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7.5 Monitoring and benefits tracking 
 

Ongoing tracking and measurement are another important aspect of the programme to make sure the 
outcomes sought are delivered. This is particularly important for a programme of this scale and 
duration where there is likely to be considerable change in what actually occurs (such as pace and 
scale of development) over next 20 years. 

The Brownfields Programme Business Case has therefore been developed with reference to Waka 
Kotahi’s benefit management framework. Adopting a consistent approach ensures the benefits of 
each project align with strategic objectives and help deliver the programme-level benefits. Benefits, 
Measures and KPIs have been mapped to each investment objective allowing proposed outputs to be 
logically mapped to benefits, so that different scenarios can be compared on the basis of their 
benefits impact. 

Benefit realisation is intended to fulfil two key functions: 
 

1. Assessment against anticipated benefits of a project which helps validate how well the 
purpose for investment has been achieved 

2. At a programme wide level, providing confirmation of the proposed staging approach. 

Given the 20-year time period for the implementation of the recommended programme, staging of 
infrastructure is critical to the success of the network in delivering against the investment objectives. 
Given the implementation of projects is likely to occur over time (in part due to funding constraints) 
this provide opportunity to monitor performance of projects which have been implemented. 

Tracking of network performance in the following areas should be prioritised and Table 7-2 provides 
an example of what will need to be further developed as the programme progress 

Table 7-2: Priority measures for North benefit realisation 
 

Benefit Measurement focus Monitoring plan options 
Mode shift of 
the existing 
areas 

• Public transport 
patronage 

• Active mode counts 
• Mode share data from 

Stats NZ 

• Monthly and annual public transport 
patronage trends 

• AT cycle count data 
• AT traffic counts 
• Census journey to work data 

Reliability of 
public 
transport 
services 

• Public transport 
journey times on keys 
routes in each area 

• AT HOP data 

Reliability of 
the strategic 
road network 

• General vehicle 
journey time 
information 

• Travel time information 

• AT congestion monitoring 
• Mobile phone data 

Walking and 
cycling mode 
share and 
experience 

• Perception of walking 
and cycle facilities 

• Walking and cycling 
numbers on at key 
locations 

• AT customer insight biannual 
survey results 

• AT cycle count data 
• Monitoring of new facilities 

Road safety • Crash statistics • NZ Transport Agency CAS 
database 
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The Programme Manager should establish a benefits realisation tracking approach that sets, monitors 
and report on the key outcomes sought as outlined in this business case and pace and scale of 
development in each of the study area. 

Waka Kotahi and Auckland Transport have experience at setting these frameworks up and this 
expertise should be drawn upon to implement this early to provide the strongest chance of success. 

 
7.6 Lessons Learnt 

 
Given the long timeframe for implementation, lessons learnt from this programme will be fed back into 
the programme management team and will help to streamline implementation and design of future 
interventions. 

Further to this, Auckland Transport will use resources from other programmes such as the Cycling 
Programme to provide valuable insights. 

The Programme management team will manage the recording and implementation of lessons learnt 
through a Lessons Learnt Review (LLR) and Contract Management Review process.on a annual 
basis. 

 
7.7 Change Management 

 
This programme is predicated on a number of key assumptions, with the most significant being the 
forecast delivery of housing from KO. This staging is also highly susceptible to changes, mainly 
minor, but also significant delay of acceleration of different areas depending on a number of factors 
(such as other infrastructure). 

The programme prioritisation therefore needs to be able to respond to this uncertainty. It is 
recommended that the prioritisation of the programme be reviewed as significant changes are made 
or at least every six months. This will give all partners confidence in the programme. Any update 
should go to the Governance Group for endorsement. 

 
7.8 Database / document control 

 
The programme should interface with each partners document control systems. The AC DPO 
currently acts as the custodian of the infrastructure project lists. AT have provided project information 
to the DPO which has in turn updated the database with this information. 

Any changes to project lists will be subject to a change management process set out by the DPO. 
This process will ensure all partners (i.e. Kāinga Ora) are informed of any changes. 

 
7.9 Recommended Next Steps 

 
It is the recommendation of this business case that: 

 
• The preferred programme for each of the areas be endorsed 
• The establishment of a programme specific Governance Group and team be endorsed 
• Endorsement is given to the low-risk project identified in the ‘Implementation Bundle’ moving 

directly to implementation (subject to a cost review just prior to implementation) 
• Funding being approved for the next three years as per the RLTP. 
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Appendix C - Options Assessment process 
The following section sets out the MCA assessment framework and scoring process. 

 
7.9.1 MCA Criteria 
The criteria upon which the MCA will be undertaken are outlined. 

 
Category Criteria Measure 

Investment 
objectives / 

Benefits 

Impact on Mode choice • Mode shift from single 
occupancy private vehicle 

• Number of people living 
within 500m of a high-quality 
cycling facility 

• Number of people within 
500m of a bus stop or 1km 
from a rail or bus rapid transit 
station 

Impact on Greenhouse gas 
emissions 

• Impact on greenhouse gas 
emissions 

Impact on social cost of deaths and 
serious injuries 

• Number of deaths and 
serious injuries 

Impact on perceptions of safety and 
security 

• Perception of safety and 
ease of walking and cycling 

Impact on access to opportunities • Proportion of population 
living within travel threshold 
(15 minutes, 30 minutes or 
45 minutes) of key social 
opportunities by different 
modes in the morning peak 

• Proportion of population 
living within travel threshold 
(15 minutes, 30 minutes or 
45 minutes) of key economic 
opportunities (including work) 
by different modes in the 
morning peak 

Changes in livability of places • Amenity value – natural and 
built environment 

Changes in te ao Maori values • Te ao Māori 
Impact on community cohesion • Social connectedness 

between XX and XX 
Achiev 
ability 

Technic 
al • What are risks of delivery of the 

project? 
• What are the construction 

challenges in terms of staging or 
constraints (topography, 
geotechnical) 

• What impact would each option 
have on utilities; consider 
location/relocation and tie in with 
existing services. 

Safety • Will safe transport outcomes be 
delivered? 

• What is the predicted level of 
DSI? 
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  • How aligned is option to safe 
systems outcomes? 

• What are CPTED outcomes? 

• What are the CPTED risks 
associated with the shared path? 

• What is the level of compliance to 
the safe systems requirements? 

Consent 
ability • What is the level of consenting 

complexity and risk? 
• Will new consents or changes to 

the existing designation be 
required that could impact on 
project timeframes? Consider the 
level of complexity or the 
consents (discretionary/non- 
complying/prohibited) 

Afford 
ability 

Funding 
availabili 
ty and 
ability to 
get 
addition 
al 
funding 
(if 
needed) 

• Does cost fit within current 
available funding? 

• What are risks for owners of 
funding the project? 

• Operational cost assessment – 
tolling will cover all operational 
costs, no tolling will impact 
existing maintenance budgets 
and resources. 

• Can the project be delivered 
within the $411M budget? 

• What is confidence level in any 
additional funding being 
achieved? 

Value 
for 
money 

• What is the forecast balance 
between benefits and costs for 
the project? 

• What is the BCR of the project? 
• What is the incremental BCR 

Opportunities and Impacts  

Enviro 
nment 
al 
Effects 

Landsca 
pe / 
visual 

• The extent of effects on: 
o The natural landscape and 

features such as streams, 
coastal edges, natural 
vegetation and underlying 
topography – acknowledging 
planned changes to area in 
light of urban land use / 
zoning 

o Natural character and 
outstanding natural 
features/landscapes/SEA’s 
including geological features 
(mapped and protected 
features) 

o Opportunities for improved 
Landscape and Visual 
outcomes 

• Level of impact on areas 
identified 

Water 
Quality/ 
Stormw 
ater 

• Impact of operational 
stormwater (both quantity and 
quality) on the receiving 
environment, including: 
o Potential flooding effects of 

the option within the 
catchments (land, 
freshwater, coastal) 

o Extent and consequences of 
likely mitigation measures 

o Opportunities for improved 
Water quality outcomes 

• Level of impact across the area 

Ecology • Extent of effects on: 
o Significant indigenous flora; 

• Level of impact across the project 
area 

 
124 | P a g e 



 

  o Significant habitats of 
indigenous fauna; 

o Indigenous biodiversity; 
o Stream / waterway ecology 
o Marine ecology 
o Opportunities for improved 

ecological outcomes 

 

Natural 
Hazards • Extent of effect infrastructure 

(precipitation, inundation, 
flooding, adverse effects on 
geology; steep slopes; seismic 
impacts; other resilience risks 
(low level infrastructure near 
coastlines, inundation areas) 

• Opportunities for reducing 
exposure or minimising impacts 
to natural hazards 

• What is the likely increase in risk 
across project areas, on 
infrastructure in topographically 
low level areas and steep 
topography 

 Cultural 
& 
historic 
heritage 

• Extent of effects on: 
o Cultural and Historic heritage 

(as defined in the RMA 
1991, HNZPTA 2014 and 
ICOMOS NZ Charter 2010) 

• Opportunities to enhance 
awareness and understanding 
of cultural and historic heritage 
through project design and 
deliverables 

• Level of impact on areas 
identified 

• Ability to deliver enhancement 
outcomes as identified to the left 

Social 
and 
comm 
unity 

Urban 
design • To what extent does the option 

support a quality environment 
particularly relating to: 
o Context and planned place 

making considerations 
o An inviting, pleasant and 

high amenity public realm 
o Open space integration 
o Active interface between 

public and private realm 
o Scale of long-term impact on 

the amenity and character of 
the surrounding 
environment. 

• Level of impact on areas 
identified 

Social 
cohesio 
n 

• Impact on, use, connectivity / 
accessibility for and to the 
existing and future communities 
including use and access to: 
o Employment 
o Education 
o Retail 
o Recreation 
o Other communities or within 

the same community 
o Shops / services / other 

community recreational, 
cultural facilities / ‘attractors’ 

o Severance of the existing 
community (including 
consented) 

• Level of impact on social 
outcomes across project area and 
specific communities 
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  o Scale of effect on existing 
community facilities 
community and open space 

o Public access to the coast, 
rivers and lakes 

 

Human 
Health 
and 
Wellbein 
g 

• Will the option potentially affect 
any sensitive receivers nearby 
or consented (adjacent 
residential, childcare centres, 
hospitals, rest homes, places of 
worship, marae and schools)? 
particularly relating to: 
o Air Quality 
o Contaminated land 
o Noise and vibration 
o Safety 

• Forecast impacts on air quality? 
• Levels of contaminated land 

impacted? 
• Forecast impacts on noise? 
• Any areas of risk for vibrational 

impacts? 

Reputati 
on • Expectation that this will provide 

for long term growth, given the 
time involved from initial 
planning through to delivery. 

• Reputational risks to Waka 
Kotahi related to negative 
feedback from public and key 
stakeholders, including Mana 
Whenua. 

• Likely public response to the 
option? 

• Consistency with previous 
communications? 

• Likely stakeholder response to 
the option? 

Impacts on Te Ao 
Maori • What if any impacts on Te Ao 

Maori, including areas of 
significance for Maori, Maori 
Land and Kaitiakitanga 

• Cultural Values 
• Kaitikitanga 
• Ki uta ki Tai 
• Opportunities to improve 

Cultural outcomes 

• Is there any Maori land impacts? 
• Are there areas of significance to 

Maori identified to be impacted? 
• What are wider Kaitiakitanga 

considerations? 

Climate change 
adaption and 
mitigation ( based 
on MfE guides 
2017/18) 

• Extent of effect on earth works 
controls / stormwater system 
designs, infrastructure, geology, 
ecology and coastal 
environment (steep slopes and 
failure), emissions and 
vegetation systems. 

• What is the likely increase in at 
risk areas to climate change 
across area and issues 

Property Impacts • Scale of public / private land 
(m2 / number of properties / 
special status of impacted 
property) required to deliver the 
option. 

• Likelihood, extent and complexity 
of additional property acquisition. 
Risk to overall project delivery 
timeframes. 

Cumulative 
Impacts • Are there any cumulative 

impacts over time? 
• Will any of the impacts identified 

increase overtime and 
interrelated nature result in 
cumulative impacts? 

 
7.9.2 MCA Scoring system 
Scoring allows for differentiation between options. The scoring system used needs to have sufficient 
range to sufficiently discern the benefits, disbenefits and/or effects of the various options. 
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