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�(�[�H�F�X�W�L�Y�H���6�X�P�P�D�U�\ 

The Te Tumu / �:�D�L�U�—�N�H�L area has a long and important �K�L�V�W�R�U�\�����,�W���L�V���S�D�U�W���R�I���D���0�—�R�U�L���W�U�D�G�L�W�L�R�Q���R�I��
coastal and river settlement of the Bay of Plenty. It was settled during the time of Ngamarama, then 

T�—kitimu and supplanted by the arrival of Te Arawa descent groups Waitaha and Tapuika. For a 
time Ng �—i Te Rangi and Ng �—ti P�Ìkenga occupied these areas before Te Arawa hap �Ì re-occupied 

this part of the coastline including Maketu. The Kaituna River was an important conduit for 
communication and travel by canoe  1. 

This business case presents the case for investment in two strategic, multimodal, transport and infrastructure 
corridors within the Te Tumu Urban Growth Area (Te Tumu) and associated transport infrastructure including 
a bus hub, bus lanes and cycle facilities within �W�K�H���:�D�L�U�—�N�H�L��town centre area. The proposed infrastructure 
will support safe movement and sustainable urban growth in the Tauranga Eastern Corridor. 

Te Tumu  

Te Tumu is a greenfield area 
presently zoned Future Urban 
under the Operative Tauranga 
City Plan. The Te Tumu Urban 
Growth Area (UGA) was 
identified as a future urban 
growth area through the 2004 
SmartGrowth Strategy. 
Subsequent planning studies 
including the Urban Form and 
Transport Initiative (UFTI) 
identify Te Tumu as a part of the 
solution to addressing a 
significant housing shortage in 
Tauranga2. The future population 
in Te Tumu is expected to be 
15,500 by 2063. Tauranga City 
Council (TCC) �L�V���Z�R�U�N�L�Q�J���Z�L�W�K���O�D�Q�G�R�Z�Q�H�U�V�����L�Z�L���D�Q�G���K�D�S�Ì���W�R���F�R�O�O�D�E�R�U�D�W�L�Y�H�O�\���G�H�F�L�G�H���Z�K�D�W���W�K�H���I�X�W�X�U�H���R�I���7�H���7�X�P�X��
might look like. The completion of structure planning for Te Tumu and the preparation of a plan change to 
enable urban development within Te Tumu is underway.  

This business case complements the work being completed as part of the structure planning and plan 
change to progress sustainable urban development in Te Tumu. The business case presents a preferred 
option design for two strategic, multimodal, transport and infrastructure corridors (The Boulevard and Te 
Okuroa Drive). The design has not considered the road alignments which have already been subject to work 
as part of the structure planning process.  

These corridors will be delivered by landowners / developers as urban development progresses within Te 
Tumu. The sequencing of infrastructure delivery within Te Tumu will occur over time given its size and 
mixture of ownership types. It will also be subject to master planning, feasibility and development aspirations 
for each landowner block at the appropriate time. TCC is seeking endorsement from the New Zealand 
Transport Agency Waka Kotahi (NZTA) for the preferred option within Te Tumu. 

 
1 https://www.tauranga.govt.nz/our-future/enabling-growth/new-community-te-tumu/history 
2 The housing shortage in Tauranga at 2021 was estimated to be between 4,267 to 5,295 houses (TCC) this is 
anticipated to increase. 

Centres Map Showing �:�D�L�U�—�N�H�L��and Te Tumu (SmartGrowth) 
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�:�D�L�U�—�N�H�L   

�:�D�L�U�—�N�H�L lies adjacent to Te Tumu and includes zoned land for housing, a town centre and employment. 
Once fully developed, �:�D�L�U�—�N�H�L will provide ~150,000m2 of commercial and civic floorspace and ~80,000m2 
of mixed industry and business floorspace, providing for �D�S�S�U�R�[�L�P�D�W�H�O�\���������������)�7�(�¶�V3. �:�D�L�U�—�N�H�L will be 
connected to the �3�—�S�—�P�R�D East Interchange (PEI) via Sands Avenue and The Boulevard. In future �:�D�L�U�—�N�H�L 
will connect with the Te Tumu UGA via The Boulevard and Te Okuroa Drive. TCC is working closely with the 
�P�D�L�Q���O�D�Q�G�R�Z�Q�H�U�������G�H�Y�H�O�R�S�H�U���L�Q���:�D�L�U�—�N�H�L�����%�O�X�H�K�D�Y�H�Q�����W�R���S�U�R�J�U�H�V�V���G�H�Y�H�O�R�S�P�H�Q�W���R�I���W�K�H��town centre. This is 
proceeding with urgency to support ongoing development of the surrounding area and completion of the 
�3�—�S�—�P�R�D East Interchange (PEI). TCC is seeking a funding contribution of $5.1M from NZTA toward the 
cost of �:�D�L�U�—�N�H�L transport infrastructure.   

Strategic Case  

There is a clear case for change; historically, the Tauranga transport system has prioritised movements by 
private transport and developed street designs that did not integrate facilities for other modes. This is 
evidenced by existing streets with wide carriageways with no facilities for cycling and a walking and cycling 
network that is incomplete. Poor transport and infrastructure design has detrimental outcomes on the 
community and environment including high emissions from private cars and poor air quality, low levels of 
physical activity and high physical and personal safety risks. The benefits of investing in a multimodal 
transport system with quality urban design features include improved efficiency by moving more people in 
less space, less harm and crime, effective land utilisation and development outcomes that meet the needs of 
a growing population and economy. Investment in �:�D�L�U�—�N�H�L and Te Tumu is planned to align with urban 
growth and will enable much needed housing and employment in Tauranga. Delivery will complement 
investment by TCC and NZTA in the PEI, which is in construction. 

Option Development and the Preferred Option  

The business case examined a long list of options considering the form of the two transport corridors, bus 
services and the arrangement of access within �:�D�L�U�—�N�H�L including the bus hub. As the transport corridors will 
be necessitated regardless of the business case, the do minimum comparator is a basic road layout without 
quality multimodal facilities or amenity. Optioneering has also considered bus routing. Engagement with 
stakeholders (predominantly TCC, NZTA, BOPRC and landowners within �:�D�L�U�—�N�H�L and Te Tumu) has 
influenced the long list and short list optioneering and evaluation. The process has considered the proposed 
future hybrid network developed by BOPRC for the WBOP Public Transport (PT) Reference Case4.  

A preferred option was selected following a multi criteria assessment informed by transport modelling, 
costing and economics. Engagement with stakeholders and landowners within both �:�D�L�U�—�N�H�L and Te Tumu 
on the preferred option has been completed as part of the business case.  

Engagement with relevant iwi and hap�Ì groups and other �0�—�R�U�L landowners in respect to the structure 
planning and rezoning for Te Tumu has been ongoing for several years but has been on pause recently. 
TCC is currently working alongside the trustees of the Tumu Kaituna 14 Trust to recommence engagement 
�Z�L�W�K���L�Z�L���D�Q�G���K�D�S�Ì���D�Q�G���R�W�K�H�U���0�—�R�U�L���O�D�Q�G���W�U�X�V�W�V���D�F�U�R�V�V���7�H���7�X�P�X���L�Q���������������7�K�L�V���Z�L�O�O���S�U�R�Y�L�G�H���W�K�H���R�S�S�R�U�W�X�Q�L�W�\���W�R��
finalise the various key elements of the draft Structure Plan and this business case and ready a proposed 
Plan Change for notification.   

The preferred option design is based on the NZTA street design guide and includes the following key 
components: 

 
3 PEI HIF application, TCC 
4 The PT Services business case has since developed a new preferred option and thus may have slight changes in PT 
ridership and general traffic demands, however the effect in Wairakei / Te Tumu is expected to be negligible. 
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�” The Boulevard: approx. 800m of transport corridor within �:�D�L�U�—�N�H�L��and 6km within Te Tumu. Dedicated 
bus lanes and separated cycle facilities typically with a single traffic lane in each direction, this is 
consistent within �:�D�L�U�—�N�H�L���D�Q�G���7�H���7�X�P�X. The option includes stormwater management and landscaping / 
trees to provide a quality urban environment.  

�” Te Okuroa Drive: approx. 350m of transport corridor within �:�D�L�U�—�N�H�L��and 4.5km within Te Tumu. A single 
traffic lane in each direction but two lanes in each direction between Sands Avenue and the Bell Road 
extension on the basis of forecast traffic volumes and intersection operation. Separated cycleways and a 
shared path on the southern side adjacent to open space. The option includes stormwater management 
and landscaping / trees to provide a quality urban environment. 

�” Sands Avenue: approx. 350�P���R�I���W�U�D�Q�V�S�R�U�W���F�R�U�U�L�G�R�U���Z�L�W�K�L�Q���:�D�L�U�—�N�H�L�����6�D�Q�G�V���$�Y�H�Q�X�H���F�R�Q�Q�H�F�W�V��State 
Highway 2 via �3�(�,���Z�L�W�K���:�D�L�U�—�N�H�L���7�R�Z�Q���&�H�Q�W�U�H. Includes separated cycleway, shared path and provision 
for bus access.  

�” �:�D�L�U�—�N�H�L��Bus Hub: bus access facility located on The Boulevard adjacent to the �:�D�L�U�—�N�H�L��town centre and 
close to key Civic attractions. Will provide high quality amenity and passenger facilities. A separate bus 
layover space is also provided to support bus operations.  

Buses will route along The Boulevard providing a direct connection through �:�D�L�U�—�N�H�L���D�Q�G Te Tumu. 
Driveways directly onto Te Okuroa Drive and The Boulevard are not permitted in Te Tumu to support safe 
movement along these corridors. Local roads and intersections will be located and designed as part of 
structure planning subsequent to the business case. The following diagram depicts the transport corridors 
and integration with the �3�—�S�—�P�R�D East Interchange, �:�D�L�U�—�N�H�L Town Centre and bus hub.   
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Benefits  

Delivery of the option will provide monetised and non monetised benefits. 

Significant monetised benefits  Significant non monetised benefits  

$53M of cycle health benefit Enables housing development amid a major supply shortfall  

$11M of bus user benefit  Enables access to jobs and opportunities  

$1M of crash reduction benefit  Complements investment in PEI (in construction)   

Positive emission reduction benefit  Quality amenity and landscaping supports positive social 
outcomes 

Transport modelling with an expected population of 15,500 residents in Te Tumu demonstrates that the 
preferred option has good outcomes against the objectives of the business case by increasing public 
transport (PT) use and cycling and reducing private car use and associated emissions against the do 
minimum. The transport network operates with an acceptable level of service for all modes in this scenario. 
The design provides adequate stormwater management and quality landscaping including space for trees 
which will support active travel by creating quality of place.  

Scenario  PT Trips  Cycling Trips  

AM Peak Average Daily AM Peak Average Daily 

2048+ Do Minimum 416 1,928 363 2,718 

2048+ Preferred Option 446 2,099 523 3,885 

2048+ PT Reference Case 673 3,786 Not modelled (minor impact) 

The benefits of the infrastructure identified in the preferred option could be enhanced through provision of 
more frequent bus services within Te Tumu and the wider area (as demonstrated �E�\���W�K�H���µ���3�7���U�H�I�H�U�H�Q�F�H��
case�¶���U�R�Z���L�Q���W�K�H���D�E�R�Y�H���W�D�E�O�H). Responsibility for this sits outside the business case with BOPRC. Additionally, 
structure planning that provides appropriate densities and a range of land uses close to public transport 
stops will enhance the benefits of proposed infrastructure. Implementation of softer measures, such as; 
travel behaviour change campaigns and travel planning with new communities and parking management 
(e.g., pricing at major destinations, appropriate supply, parking time restrictions, etc.) is also recommended.  

The option has an economic benefit cost ratio when compared with the do minimum of around 1.6, meaning 
the investment returns monetised benefit above the additional costs. However, when considering private 
funding that will reduce the cost to Government (NZTA and TCC) the benefit cost ratio of investment is 
significantly higher (4.5), i.e. taking account of developer / landowner contributions toward the cost5 the 
return on Government investment is significant.  

Notable Economic Component s Project Cost / Benefit ($M) Government Cost / Benefit  ($M) 

Travel Time  -$6 -$6 

Vehicle Operating Cost -$1.8 -$1.8 

Congestion  $1.9 $1.9 

Public Transport User Benefit $11.3 $11.3 

Crash Savings $1.2 $1.2 

Cycle  $53.3 $53.3 

Cost (option minus do min, NPV) $38 $13.2 

Benefit Cost Ratio  1.6 4.5 

 
5 Indicative only at this stage as the actual private / Government cost share is not agreed. 
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When compared with the do minimum, the preferred option has a strong alignment with the strategic 
priorities of the Draft 2024 GPS, in particular by enabling sustainable urban development, providing a safe 
system, reducing emissions and creating a resilient transport system. Based on the Draft Investment 
Prioritisation Method (2024-27) the activity achieves a High rating for GPS alignment  (addresses high 
priority access issues required to achieve agreed integrated land use and multimodal plans and increases 
access to jobs), a High rating for scheduling  (a significant activity, PEI and the town centre, is dependent 
on this phase) and a Low efficiency rating  (BCR between 1-3).  

Financial, Commercial and Management Case  

The indicative total cost of the two transport corridors in Te Tumu is approximately $369M. Funding for 
infrastructure in Te Tumu is not sought at this stage and will be subject to an updated business case in 
future.   

The indicative cost estimate for the �:�D�L�U�—�N�H�L infrastructure investment is shown below6.  

Location  
Do 

Minimum*  
Option  

Option Costs over Time  

2024 2025 2026 2027 

The Boulevard �:�D�L�U�—�N�H�L  $20,880,040 $24,857,191 $7,669,387 $6,058,670 $7,899,897 $3,229,237 

Te Okuroa Drive �:�D�L�U�—�N�H�L  $5,197,431 $6,187,418 $6,187,418       

Sands Ave �:�D�L�U�—�N�H�L  $10,893,211 $12,968,108 $2,601,766 $6,451,031 $3,915,311   

Bus Hub $0 $3,685,073 $937,816 $2,747,257     

Total Option    $47,697,790                     

Total Do Minimum  $36,971,343                          

* Note: Do minimum for �:�D�L�U�—�N�H�L infrastructure has been estimated. Do minimum costs for infrastructure in 
Te Tumu have associated cross sections and cost calculations. All costs include pre-implementation. 

The amount of NZTA contribution is different between Infrastructure and Land costs. For Infrastructure it has 
been agreed that NZTA would contribute to the difference between the Do Minimum and the Option, this 
investment is providing benefit beyond what could be provided in a do minimum scenario if the business 
case was not developed. For land cost, NZTA contribute to the total TCC cost. The following table shows the 
proposed NZTA cost contribution. 

NZTA Funding Contribution Sought for Wairakei Infrastructure  and Land Cost 

Component Estimated Cost 

Total Infrastructure Option Cost   $35,968,690  

Total Infrastructure Do Minimum   $27,304,286  

Difference between Option and DM  $8,664,405  

NZTA Contribution for Infrastructure (51% of difference between Option and DM)  $4,418,846  

Total Land Cost   $11,729,100  

NZTA Contribution for Land (51% of Total Land Cost)   $5,981,841  

Total NZTA Funding Contribution Sought    $10,400,687  

The remainder of the cost (approx. $37M) is split between Bluehaven and TCC for which there is an existing 
cost share agreement.   

 

6 Updated in final revision to match costs agreed through cost estimate peer review.  
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By investing in the option, NZTA has had the ability to influence the design through the business case 
process to ensure that a multimodal solution is progressed. This reduces the potential for private car impact 
on the strategic network including PEI and SH2. 

Financial, commercial and management cases have been developed with TCC taking learnings from 
ongoing infrastructure delivery within �:�D�L�U�—�N�H�L where TCC is actively working with landowners. All 
infrastructure associated within these corridors will be delivered by landowners / developers working closely 
with TCC through typical design and consenting / approvals processes. TCC and Bluehaven have agreed to 
a procurement approach for subsequent implementation that accords with NZTA procurement policy.  

Monitoring of outcomes will occur over time to best ensure delivery aligns with the business case 
recommendations and so that anticipated outcomes can be achieved.  

The business case sets out a sound evidence base and appropriate optioneering and evaluation leading to a 
preferred option that has been informed by consultation with partners and stakeholders. Funding certainty 
through the business case process will help to enable a sustainable, lower emission outcome that 
contributes toward addressing a critical housing shortage in Tauranga.   

Preferred Option Concept Design of The Boulevard within Te Tumu (see Appendix J for larger versions) 
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Preferred Option Concept Design of Te Okuroa Drive within Te Tumu 

 

 

 

Transport Corridor Arrangement in �:�D�L�U�—�N�H�L (Source: Bluehaven) 
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Concept Design of The Boulevard within �:�D�L�U�—�N�H�L Town Centre showing bus hub stop (Source: Bluehaven) 

  



| Introduction |   

 

 

   Te Tumu �D�Q�G���:�D�L�U�—�N�H�L���,�Q�W�H�U�Q�D�O���7�U�D�Q�V�S�R�U�W���,�Q�I�U�D�V�W�U�X�F�W�X�U�H��SSBC |  3814352-863286423-183 | 16/04/202416/04/2024 | 9 

Sensitivity: General Sensitivity: General 

1 �,�Q�W�U�R�G�X�F�W�L�R�Q 

1.1 Single Stage Business Case Context  

This business case presents the case for investment in two strategic, multimodal, transport and infrastructure 
corridors within the Te Tumu Urban Growth Area (Te Tumu) and associated transport infrastructure including 
a bus hub in �:�D�L�U�—�N�H�L, as part of enabling sustainable urban growth in the Tauranga Eastern Corridor.  

The Business case is not a standalone document and sits underneath the Urban Form and Transport 
Initiative (UFTI) Programme Business Case and within the Te Tumu draft Structure Plan context. 

1.2 Programme Business Case Context:  Urban Form + Transport Initiative  

The SmartGrowth7 endorsed UFTI8 Connected Centres Programme is a high level and future focussed land 
use and transport programme business case (PBC) for the Western Bay of Plenty (WBOP) that will be 
implemented over three decades. The UFTI Connected Centres Programme supports intensifying existing 
and enabling new growth areas and providing a transport system that supports safe, frequent, and reliable 
multimodal access for people and goods.  

Table 1-1 UFTI Challenges and Benefits 

UFTI Challenges  UFTI Benefits  

1 The lack of housing supply, transport choice, and a high dependency 
on private vehicles in WBOP restricts access to social and economic 
opportunities and is leading to poor social and environmental 
outcomes 

UFTI focuses on 
supporting liveable 
community outcomes. It 
provides all people with 
the housing to enjoy our 
live, learn, work, and play 
lifestyle to improve social 
and environmental quality.  

This will help produce the 
economic prosperity within 
our urban life. 

2 The ability to access community facilities and infrastructure levels of 
service are not aligned with community needs and expectations and 
are impeding the ability of people to fully enjoy the Bay of Plenty 
lifestyle 

3 �:�%�2�3�¶�V���K�D�U�E�R�X�U���J�H�R�J�U�D�S�K�\���D�Q�G���G�L�V�S�H�U�V�H�G���O�D�Q�G���X�V�H���S�D�W�W�H�U�Q���D�Q�G��
increasing traffic volumes negatively impact on the safe and efficient 
movement of people and goods 

This Single Stage Business Case (SSBC) for transport infrastructure within the �:�D�L�U�—�N�H�L / Te Tumu urban 
�J�U�R�Z�W�K���D�U�H�D���L�V���D�Q���R�X�W�F�R�P�H���D�Q�G���µ�N�H�\���P�R�Y�H�¶���D�V���G�H�I�L�Q�H�G���L�Q���W�K�H���8�)�7�,���3�%�&�����,�W will contribute to delivering the 

UFTI Connected Centres Programme and addressing the UFTI challenges and benefits. 

1.3 Need and Scope  of th is  SSBC 

�:�D�L�U�—�N�H�L��and Te Tumu are situated within the eastern corridor of Tauranga City, see Figure 1-1. �:�D�L�U�—�N�H�L is 
currently zoned for urban development (commercial, employment and residential land uses), Te Tumu is 
zoned Future Urban. The structure planning work completed to date has identified potential future uses 
across Te Tumu including residential, employment, mixed use and recreation. These uses are set out in a 
draft structure plan which is being used to inform the preparation of a proposed plan change that is currently 
being finalised with notification anticipated in 2025/26. 

 
7 See https://www.smartgrowthbop.org.nz for information about SmartGrowth and its partners. 
8 SmartGrowth and Waka Kotahi endorsed the UFTI Connected Centres Programme in June and August 2020. See 
https://ufti.org.nz for more information about the UFTI Connected Centres Programme and analysis supporting the 
programme. 
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With a shortfall of housing within Tauranga9 and planned capacity for 15,500 residents10 in Te Tumu, enabling 
quality urban development in the eastern corridor that supports a sustainable future, is a high priority for 
Tauranga.  

Tauranga City Council (TCC) has commissioned this SSBC specifically to present the case for transport 
infrastructure investment that will enable a sustainable multimodal transport outcome for �:�D�L�U�—�N�H�L and Te 
Tumu. 

 
Figure 1-1 Location of �:�D�L�U�—�N�H�L and Te Tumu Urban Growth Area (Source TCC) 

Structure planning is currently being undertaken by TCC to support a future plan change in Te Tumu. This 
business case assumes that land in Te Tumu will be developed in line with the draft structure plan. Road 
alignments and land use within Te Tumu have been refined through the structure planning process in 
consultation with landowners. Significant changes to land use and transport corridor alignments are outside 
the scope of this business case.  

Te Tumu  

The scope of the business case is to define the form, i.e., the make up in terms of facilities for movement 
(traffic lanes, bus lanes, cycle facilities, amenity, services, etc.), along the two main arterial roads that will 
route through Te Tumu: 

�” Te Okuroa Drive (TOD) 

 
9 Tauranga Housing Shortage. See https://www.nzherald.co.nz/bay-of-plenty-times/news/tauranga-housing-shortage-
16bn-gdp-loss-likely-if-urgent-action-not-taken/ZYOUQF7QCPNMSBFHCPE3QQGGPA/ 
10 This does not include housing (existing and proposed) within the �:�D�L�U�—�N�H�L area. 
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�” The Boulevard (TB).  

The above road corridors are extensions of existing roads currently being delivered through the consented 
town centre in �:�D�L�U�—�N�H�L and adjoining residentially zoned land. These roads will be delivered by developers 
within Te Tumu, staged as development progresses.  

The SSBC seeks endorsement from NZTA of the preferred option in Te Tumu. Endorsement of the preferred 
option is sought as notification of a plan change has yet to take place and as such the timeframe for 
commencing urban development within the growth area is currently undetermined. It is further noted that 
although funding of all Council delivered infrastructure to support Te Tumu is not within the 2024-34 Long 
Term Plan, TCC has confirmed its commitment to accelerating the work necessary to support the rezoning of 
Te Tumu, and to work with landowners in seeking to identify and secure external funding to enable network 
infrastructure. Endorsement of this preferred option is an important step in supporting the overall funding of 
infrastructure for Te Tumu. Funding approval for the delivery of internal transport infrastructure within Te 
Tumu will be subject to an updated business case in future.  

�:�D�L�U�—�N�H�L  

The SSBC considers integration with the �:�D�L�U�—�N�H�L Town Centre and �3�—�S�—�P�R�D East Interchange. The SSBC 
defines a preferred option for the �:�D�L�U�—�N�H�L bus hub on The Boulevard and local transport infrastructure that 
connects �:�D�L�U�—�N�H�L Town Centre with Te Tumu and the �3�—�S�—�P�R�D East Interchange (Sands Avenue and Te 
Okuroa Drive). 

These components are to be delivered by Bluehaven and co-funded with TCC.  

TCC is seeking NZTA funding contribution for the �:�D�L�U�—�N�H�L components (Bus hub and sections of The 
Boulevard, Sands Avenue and Te Okuroa Drive) through this business case (approx. $5.1M). This will be 
implemented in the short term.    

1.4 Key Stakeholders  

The following key stakeholders have been engaged as part of the business case development.  Through this 
they have contributed via project steering group discussions, workshops, and meetings. 

Table 1-2 Key Stakeholders 

Stakeholder  Role  

TCC Responsible for the collaborative delivery of the SSBC. 

Land owner in Te Tumu.  

Responsible for leading Mana Whenua engagement. 

Responsible for establishing funding options (through the business 
case process). 

NZTA Responsible for the assessment and approval of the proposed 
investments for the Te Tumu SSBC. 

Road controlling authority for the state highway network and a funder 
or co-funder of land transport activities. 

Bay of Plenty Regional Council 
(BOPRC) 

Responsible for developing and delivering bus service patterns (bus 
routes and frequencies) to meet PT service requirements and enable 
bus use. 

Provides insight and feedback around infrastructure requirements. 

Bluehaven Landowner and developer in �:�D�L�U�—�N�H�L town centre. 

Tumu Kaituna 14 Trust Major landowner group in Te Tumu. 

Totara Farm Park JV  Joint venture with TCC for development in Te Tumu  



| Introduction |   

 

 

   Te Tumu �D�Q�G���:�D�L�U�—�N�H�L���,�Q�W�H�U�Q�D�O���7�U�D�Q�V�S�R�U�W���,�Q�I�U�D�V�W�U�X�F�W�X�U�H��SSBC |  3814352-863286423-183 | 16/04/202416/04/2024 | 12 

Sensitivity: General Sensitivity: General 

Stakeholder  Role  

Ford Land Holdings PTY Limited Major landowner in Te Tumu. 

1.5 Iwi & Land Trust Engagement  

Typically, a business case is developed in partnership with relevant mana whenua, to inform and support the 
process and outcomes in a collaborative approach. Engagement with relevant iwi and �K�D�S�Ì groups with 
interests in Te Tumu has been ongoing for several years. Working with these groups has been an important 
part of the structure planning process for this land. This engagement has included discussions on key road 
corridor alignments and the process for identifying significant cultural landscapes and natural features across 
the whenua. 

�2�Q�J�R�L�Q�J���G�L�V�F�X�V�V�L�R�Q�V���Z�L�W�K���L�Z�L�����K�D�S�X���D�Q�G���0�—�R�U�L���O�D�Q�G���W�U�X�V�W�V���D�V�V�R�F�L�D�W�H�G���Z�L�W�K���7�H���7�X�P�X���L�V���D���F�U�L�W�L�F�D�O���S�D�U�W���R�I���W�K�H��
preparation of the proposed Plan Change and the future implementation of urban development within Te 
Tumu. Iwi have previously directed TCC to step back from engagement on the structure planning process to 
�S�U�R�Y�L�G�H���W�U�X�V�W�H�H�V���R�I���U�H�O�H�Y�D�Q�W���0�—�R�U�L���O�D�Q�G���W�U�X�V�W�V���W�K�H���R�S�S�R�U�W�X�Q�L�W�\���W�R���F�R�Qfirm development aspirations with their 
owners and to obtain the necessary mandate to continue to be part of the structure planning and rezoning 
work for this land. TCC is now working alongside the trustees of the Tumu Kaituna 14 Trust to restart 
engagemen�W���Z�L�W�K���L�Z�L���D�Q�G���K�D�S�Ì���D�Q�G���R�W�K�H�U���0�—�R�U�L���O�D�Q�G���W�U�X�V�W�V���D�F�U�R�V�V���7�H���7�X�P�X���W�R���I�L�Q�D�O�L�V�H���W�K�H���Y�D�U�L�R�X�V���N�H�\��
elements of the draft Structure Plan and ready the proposed Plan Change for notification. 

Engagement with iwi (as �µinvestment partners�¶) and �0�—�R�U�L landowners (as �µstakeholders) has been and 
continues to be pursued separately in this case.  Where possible, engagement with �0�—�R�U�L landowners has 
been undertaken via the respective �0�—�R�U�L land trusts, as part of landowner engagement on the business 
case. �)�X�W�X�U�H���H�Q�J�D�J�H�P�H�Q�W���Z�L�W�K���L�Z�L���D�Q�G���0�—�R�U�L���O�D�Q�G���W�U�X�V�W�V���Z�L�O�O���L�Q�F�O�X�G�H���W�K�H���R�X�W�F�R�P�H�V���R�I���W�K�L�V���E�X�V�L�Q�H�V�V���F�D�V�H���D�Q�G��
incorporating feedback from this to its final design.  

 

Figure 1-2 Te Tumu Aerial Photography 
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1.6 Purpose  

This SSBC provides a clear and robust case for investment in transport infrastructure to support existing and 
future residents of �:�D�L�U�—�N�H�L, planned investment through the �3�—�S�—�P�R�D East Interchange (PEI) and future 
urban development of Te Tumu. 

To achieve this, the SSBC identifies and evidences the problems specific to the area, provides a clear and 
concise understanding of the strategic fit and measures overarching goals and objectives. Following this a 
thorough and robust option process is undertaken and documented to arrive at a preferred option �± upon 
which an economic and financial assessment is undertaken. The SSBC provides a preferred option and 
proposes how this can be delivered and funded. 

The SSBC considers the integration of the preferred option with the adjacent land use from the draft 
Structure Plan to determine the associated costs, staging and sequencing of the development of the 
transport corridors and urban environment to best align with the indicative land use plans and services. This 
involves collaboration with project partners to agree on cost sharing to develop Te Tumu into a thriving 
community.  

1.7 Methodology  

Figure 1-3 sets out the approach used to develop the preferred option for the two corridors: The Boulevard 
and Te Okuroa Drive. The methodology undertaken is best described as an �µ�$�P�H�U�L�F�D�¶�V���&�X�S �R�I���%�X�V�L�Q�H�V�V���&�D�V�H�V�¶ 
approach.  

The approach recognises the work and progress that has been completed prior to the business case stage to 
identify the �µEstablished�¶ �D�Q�G���µDo M�L�Q�L�P�X�P�¶���R�S�W�L�R�Q�V���Z�K�L�F�K���D�G�Y�D�Q�F�H���V�W�U�D�L�J�K�W���W�R���W�K�H���µ�)inal Stage�¶, with the other 
long list options required to compete in the �µChallenger Series�¶. T�K�H���µ�(�V�W�D�E�O�L�V�K�H�G�¶���R�S�W�L�R�Q��was developed prior 
to the business case process by TCC. The winner of the �µ�)inal Stage�¶ is determined through a Multi Criteria 
Analysis (MCA) with input from various stakeholder engagements and workshops with key project partners. 
The preferred option is then considered and assessed in the financial, management, and commercial case.  
This assessment will consider staging and next steps. 

A benefit of this approach is that it has allowed work on refining and evaluation of all the options through the 
various stages of development, meaning that the preferred option has been consistently refined throughout 
the long and shortlist processes. This contributes to the robustness of the optioneering process and ensures 
early options developed are utilised and not lost in the process. 

 



| Introduction |   

 

 

   Te Tumu �D�Q�G���:�D�L�U�—�N�H�L���,�Q�W�H�U�Q�D�O���7�U�D�Q�V�S�R�U�W���,�Q�I�U�D�V�W�U�X�F�W�X�U�H��SSBC |  3814352-863286423-183 | 16/04/202416/04/2024 | 14 

Sensitivity: General Sensitivity: General 

 
Figure 1-3 Methodology for the Te Tumu SSBC 
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1.8 Business Case Structure  

Section  Title  Content  

2 Background Provides information about the project and its strategic context 

3 Case for Change Defines the problems and opportunities, benefits of investment 
and summary of issues and constraints 

4 Community and Stakeholder 
Engagement 

Provides a summary of stakeholder and community consultation 
along with the community consultation strategy. 

5 Economic Case Outlines the process undertaken from the identification of 
options to determine a preferred option and provides information 
on the costs and benefits of each considered option. 

6 Preferred Option 
Assessment 

Summarises key design and staging considerations in 
developing the Preferred Options. The transport modelling and 
value assessments are also summarised. 

7 Financial Case Provides information surrounding delivery and maintenance 
costs and funding options with associated risks. 

8 Commercial Case Provides evidence of the commercial viability of the proposal 
and the consenting and procurement strategy that will be used 
to engage the market. 

9 Management Case Provides information surrounding the viability of delivering the 
project. 

10 Conclusion Summarises the SSBC and presents recommendations moving 
forward. 

  



| Background |   

 

 

   Te Tumu �D�Q�G���:�D�L�U�—�N�H�L���,�Q�W�H�U�Q�D�O���7�U�D�Q�V�S�R�U�W���,�Q�I�U�D�V�W�U�X�F�W�X�U�H��SSBC |  3814352-863286423-183 | 16/04/202416/04/2024 | 16 

Sensitivity: General Sensitivity: General 

2 �%�D�F�N�J�U�R�X�Q�G�� 

2.1 General Context  

Over the last 30 years Tauranga City has doubled in size reaching a population of over 135,000 people and 
�L�V���$�R�W�H�D�U�R�D�������1�H�Z���=�H�D�O�D�Q�G�¶�V��fifth largest city. Within the next 30-50 years, the WBOP population is forecast 
to increase by an extra 200,000 people and an additional 95,000 dwellings. This forecasted growth could 
result in approximately two million transport movements per day which will add substantial pressure onto an 
already stressed transport system11. 

Tauranga has a high proportion of trips taken by private vehicle, moderate walking and cycling use, and low 
public transport use (refer to Figure 2-1�������*�L�Y�H�Q���7�D�X�U�D�Q�J�D�¶�V���P�R�G�H�V�W���X�V�H���R�I���V�K�D�U�H�G���D�Q�G���D�F�W�L�Y�H���W�U�D�Y�H�O���P�R�G�H�V����
there are significant opportunities to be gained by improving multimodal accessibility. 

 
Figure 2-1 Mode Share by City (Source: NZTA12) 

Like many other cities in Aotearoa, there is neither the space nor investment readily available to increase 
roading capacity to improve congestion and level of services for private vehicle users. In addition, numerous 
transport studies show that additional urban roading capacity induces demand and does not resolve 
congestion issues13.  

The rapid growth in Tauranga City has led the city to develop a growing housing shortage problem with 
major economic repercussions of up to $1.6 billion in gross domestic product (GDP) in 10 years if the issue 
�L�V�Q�¶�W���D�G�G�U�H�V�V�H�G���X�U�J�H�Q�W�O�\�����7�K�H���1�=���,�Q�V�W�L�W�X�W�H���R�I��Economic Research14 has identified a housing shortage to reach 
7,000-9,000 in 10 years. The flow-on effects lead to substantial rent and house price increases. This 
ultimately reduces the desirability of Tauranga as a place to live and work with the institute predicting the 

 
11 UFTI Final Report available at https://ufti.org.nz/reports, accessed in June 2022 
12 See the Benchmarking Sustainable Urban Mobility 2022 report prepared for Waka Kotahi, available at 
https://nzta.govt.nz/assets/resources/sustainable-urban-mobility-benchmarking/sustainable-urban-mobility-
benchmarking-report.pdf, accessed in June 2022 
13 �7�U�D�Q�V�S�R�U�W���U�H�V�H�D�U�F�K�H�U�V���K�D�Y�H���E�H�H�Q���R�E�V�H�U�Y�L�Q�J���L�Q�G�X�F�H�G���G�H�P�D�Q�G���V�L�Q�F�H���D�W���O�H�D�V�W���W�K�H�����������¶�V���Z�K�H�Q���W�K�H���H�F�R�Q�R�P�L�V�W���$�Q�W�K�R�Q�\��
Downs coined his Law of Peak Hour Traffic Congestion�����Z�K�L�F�K���V�W�D�W�H�V���W�K�D�W���³�R�Q���X�U�E�D�Q���F�R�P�P�X�W�H�U���H�[�S�U�H�V�V�Z�D�\�V�����S�H�D�N-hour 
traffic congestion rises to meet maximum capacity. 
14 https://www.nzherald.co.nz/bay-of-plenty-times/news/tauranga-housing-shortage-16bn-gdp-loss-likely-if-urgent-action-
not-
taken/ZYOUQF7QCPNMSBFHCPE3QQGGPA/#:~:text=The%20institute%20estimated%20the%20existing,from%20426
7%20to%205295%20homes.&text=The%20shortage%20was%20expected%20to,and%208993%20in%2010%20years. 
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shortage would result in 14,951 people being unable to live in Tauranga within 10 years. Te Tumu is a key 
planned UGA necessary to address this growth challenge.   

2.2 Previous Studies and Draft  Structure Plan  

Several previous studies and technical assessments which have informed the business case development 
are summarised in Table 2-1. For a full list of previous studies see the TCC website: 
https://www.tauranga.govt.nz/our-future/enabling-growth/new-community-te-tumu. 

Table 2-1 Previous Studies / Technical Assessments 

Component  Outputs  

Environmental Assessments �± 
archaeological, liquefaction, 
tsunami modelling, water, and 
wastewater 

These assessments provide environmental context and identify two 
locations as natural charact areas �± open coastal dune system and 
the Kaituna wetlands. 

Site identification �± ownership, 
titles, and encumbrances  

This information provides full ownership details and related potential 
issues and opportunities. 

Te Tumu and �:�D�L�U�—�N�H�L Density 
Study 

This study provides details on potential residential densities within 
the Te Tumu and �:�D�L�U�—�N�H�L areas. 

Roading Infrastructure Assessment This assessment provides details on the need for infrastructure 
such as road, and potential costs and financial viability. 

Te Tumu Development Feasibility 
Report 

This report focuses on the feasibility of development �± primarily 
residential �± within the Te Tumu area. 

Integrated Transport Assessment 
(ITA) 

Stantec (2021) �± �,�G�H�Q�W�L�I�L�H�V���W�K�H���µ�H�V�W�D�E�O�L�V�K�H�G���R�S�W�L�R�Q�¶���D�U�U�D�Q�J�H�P�H�Q�W���I�R�U��
The Boulevard and Te Okuroa Drive with indicative costs and 
modelling analysis.  

Te Tumu Multi Modal 
Transportation Recommendations 

MRCagney (2018) �± provides additional background information 
�E�H�K�L�Q�G���W�K�H���µ�H�V�W�D�E�O�L�V�K�H�G���R�S�W�L�R�Q�¶���D�U�U�D�Q�J�H�P�Hnt. 

2.2.1 Te Tumu Draft  Structure Plan  

In addition to the above, a draft Structure Plan has been prepared for Te Tumu which sets out a designated 
a mix of land uses (business, residential, cultural, and open space) with an internal road layout supporting 
multimodal travel. This is shown in Figure 2-2.  

The preparation of the draft structure plan has been informed by technical assessments that have indicated 
that large areas of Te Tumu are impacted by natural hazards, and other significant site features. These 
areas have been determined as being unsuitable for urban development and would be set aside (340ha) as 
open space with various levels of protection afforded to these areas depending on the nature and 
importance of those features. The plans designate 400ha of the 740ha of available land for residential and 
commercial development. 

Te Tumu is a place of historic and cultural significance. It contains �0�—�R�U�L��Pa sites that are the traditional 
settlements along the coast and river. It was settled during the time of Ngamarama, then �7�—�N�L�W�L�P�X and 
supplanted by the arrival of Te Arawa descent groups Waitaha and Tapuika. The project area includes 
features / aspects / landmarks in Te Tumu that are culturally significant to tangata whenua. There are also a 
number of archaeological sites identified that reflect pre-European and post-European occupation of Te 
Tumu.  
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Figure 2-2 Te Tumu Draft Structure Plan, June 2023, (Source: TCC)  

2.2.2 Other Relevant Strategies   

In addition to the draft Structure Plan, the SSBC is also anchored to the following local strategies and 
documents: 

Table 2-2 Key Supporting Strategies 

Key Supporting Strategies, and Other Documents  

Strategies Details 

UFTI Focused on developing a refreshed, coordinated and aligned 
approach to key issues across the sub- region of the Bay of Plenty 
including housing, transport, and urban development. 
�5�H�F�R�P�P�H�Q�G�V���D���µ�&�R�Q�Q�H�F�W�H�G���&�H�Q�W�U�H�V�¶���S�U�R�J�U�D�P�P�H���R�I���K�L�J�K�H�U���G�H�Q�V�L�W�\��
nodes (including �:�D�L�U�—�N�H�L / Te Tumu) with quality compact urban 
form connected by frequent public transport services (and bus and 
cycle priority through Te Tumu as shown in Figure 2-5 below).  

WBOP Joint Spatial Plan (JSP) To help confirm and provide regulatory certainty for the land use 
and settlement patterns set out in the Connected Centres 
Programme, the SmartGrowth Partners are preparing a JSP. The 
JSP uses the Connected Centres Programme as a basis for the 
plan and will identify where refinements are necessary based on 
updated information and Iwi Spatial Plan that tangata whenua 
partners are preparing. The JSP is expected to be finalised in 
2023. 
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Key Supporting Strategies, and Other Documents  

Structure Plan Details 

TCC City Plan (�:�D�L�U�—�N�H�L Zoning) Establishes the internal road layout and land use allocation with a 
focus on the �:�D�L�U�—�N�H�L Town Centre. The bus hub in �:�D�L�U�—�N�H�L will 
be a vital component, providing public transport connections to 
and from Te Tumu. 

PT Reference Case Details 

WBOP Public Transport Reference 
Case 

Presents a bus-based PT system for WBOP for 2048 (Figure 
2-3). A hybrid network has been developed on the principles of 
direct routes and wider feeder routes to create a connected 
region. The bus routes are divided into three types, primary, 
connector, and feeder routes. The reference case is built from the 
ideas of the UFTI and the WBOP Transport System Plan (TSP). A 
separate single stage business case is in progress to develop 
details and funding arrangements for the reference case system. 

Figure 2-3 below illustrates the indicative eastern Suburbs Map 
showing number of buses per hour by 2048. The PT Reference 
Case had not fully considered the structure planning in Te Tumu 
at the time of development and these routes have been changed 
in agreement with BOPRC through this business case process. 

It is noted that the future hybrid network is flexible and scalable, 
which means that services to and from Te Tumu can be added as 
needed. 

 

Figure 2-3 Proposed bus routes within the BOPRC PT Reference Case document (bus routes shown have been 
modified through this business case process in agreement with BOPRC) 
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2.3 National Policy and Government Policy Statement s 

There are several key national policies and strategies which provide direction for this business case. A 
summary of the key policies and strategies is outlined. 

Table 2-3 Summary of Key National Policy / Strategy Documents 

National Policy  Details  

Ministry of Transport 
(MoT) �± Transport 
Outcomes Framework 

The Transport Outcomes Framework sets out the five core outcomes that 
�$�R�W�H�D�U�R�D�¶�V���W�U�D�Q�V�S�R�U�W���V�\�V�W�H�P���F�R�Q�W�U�L�E�X�W�H�V���W�R���L�P�S�U�R�Y�L�Q�J���S�H�R�S�O�H�¶�V���Z�H�O�O�E�H�L�Q�J���D�Q�G��
liveability of places. These outcomes are:  

�” Inclusive access: Enabling all people to participate in society through 
access to social and economic opportunities, such as work, education, and 
healthcare. 

�” Economic prosperity: Supporting economic activity via local, regional, and 
international connections, with efficient movements of people and products. 

�” Healthy and safe people: Protecting people from transport-related injuries 
and harmful pollution and making active travel an attractive option. 

�” Environmental sustainability: Transitioning to net zero carbon emissions, 
and maintaining or improving biodiversity, water quality, and air quality. 

�” Resilience and security: Minimising and managing the risks from natural 
and human-made hazards, anticipating, and adapting to emerging threats, 
and recovering effectively from disruptive events. 

Government Policy 
Statement on Land 
Transport 2021 (GPS 
2021)15 

The GPS 202116 guides transport priorities and investment. The GPS 2021 
prioritise transport investment in safety, better travel options in our towns and 
cities, greenhouse gas emission reductions, and improved freight connectivity. 

Note there is currently a 2024 draft GPS out for consultation, maintaining an 
alignment in investment with slight shift in some areas to resilience and 
recovery and maintenance. 

National Policy 
Statement on Urban 
Development (NPS-UD) 

The NPS-UD17 �D�L�P�V���W�R���H�Q�V�X�U�H���W�K�D�W���1�H�Z���=�H�D�O�D�Q�G�¶�V���W�R�Z�Q�V���D�Q�G���F�L�W�L�H�V���D�U�H���Z�H�O�O-
functioning urban environments that meet the changing needs of our diverse 
communities. It directs councils to plan for more housing and businesses to be 
built in places that give people good access to jobs, community services and 
public transport and in response to market demand. Tier 1, 2 and 3 councils 
must monitor housing indicators. Tier 1 councils must also monitor 
development uptake in medium- and high-density zones.   

National Policy 
Statement on 
Freshwater 
Management (NPS-FM) 

Influences structure planning with particular regard to stormwater management 
and construction of roading corridors and other infrastructure.  

National Policy 
Statement on 
Indigenous Biodiversity 
(NPS-IB) 

Influences structure planning with particular regard to stormwater 
management. 

Supporting the above National Policy  

Road to Zero Road to Zero18 �L�V���1�H�Z���=�H�D�O�D�Q�G�¶�V���U�R�D�G���V�D�I�H�W�\���V�W�U�D�W�H�J�\���D�Q�G���V�H�W�V���R�X�W���D���Y�L�V�L�R�Q��
where no one is killed or seriously injured in road crashes. The strategy sets a 
target of a 40% reduction in deaths and serious injuries by 2030 and identifies 

 
15 https://www.transport.govt.nz/multi-modal/keystrategiesandplans/gpsonlandtransportfunding/gps-2021/ 
16 https://www.transport.govt.nz/multi-modal/keystrategiesandplans/gpsonlandtransportfunding/gps-2021/ 
17 https://www.hud.govt.nz/urban-development/national-policy-statement-on-urban-development/  
18 https://www.transport.govt.nz/assets/Uploads/Report/Road-to-Zero-strategy_final.pdf  
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National Policy  Details  

the key focus areas which are infrastructure improvements and speed 
management, vehicle safety, work-related road safety, road user choices, and 
system management 

Arataki Arataki19 outlines the NZTA ten-year view of what is needed to deliver on the 
�*�R�Y�H�U�Q�P�H�Q�W�¶�V���F�X�U�U�H�Q�W���S�U�L�R�U�L�W�L�H�V���I�R�U���W�U�D�Q�V�S�R�U�W���Z�L�W�K���D���I�R�F�X�V���R�Q���L�P�S�U�R�Y�L�Q�J���X�U�E�D�Q��
form, transforming urban mobility, and significantly reducing harms as well as 
tackling climate change and supporting regional development. 

The Emissions 
Reduction Plan 

The Emissions Reduction Plan20 �± sets out how the Government will meet the 
first emissions budget (2022-2025) and set the path towards meeting 
�$�R�W�H�D�U�R�D�¶�V long-term climate targets. It is a key step in transitioning to a low 
emissions future. The plan has a considerable focus on reducing transport 
emissions through transport related interventions that will reduce the quantum 
of vehicle kilometres travelled (VKT) and encouraging short trips (those 5km or 
less) to be undertaken by PT or active travel. 

Keeping Cities Moving Keeping Cities Moving: A plan for mode shift21 �± is the NZTA plan to deliver on 
social, environmental, and economic outcomes by growing the share of travel 
by public transport, walking, and cycling. The plan has identified Tauranga City 
as one of the six critical locations in New Zealand to grow the share of public 
transport, walking and cycling, and help create more vibrant and liveable cities. 
�7�K�H���0�R�G�H���6�K�L�I�W���6�W�U�D�W�H�J�\���U�H�F�R�J�Q�L�V�H�V���W�K�D�W���7�D�X�U�D�Q�J�D�¶�V���F�X�U�U�H�Q�W���S�R�S�X�O�D�W�L�R�Q���V�L�]�H����
together with the pace and scale of forecast growth, creates both an urgency 
and an opportunity for change. 

2.4 Region al Policy and Strategic Context  

There are several key regional policies and strategies relevant to this business case. These are summarised 
in this section. 

2.4.1 UFTI Connected Centres Programme  

To help improve community and transport outcomes, the UFTI Connected Centres Programme was 
developed and endorsed.22 This programme sets out a suite of land use and transport initiatives that will 
support growth in the WBOP sub-region whilst transitioning to a multimodal transport system that supports 
�S�H�R�S�O�H�¶�V���D�E�L�O�L�W�\���W�R���O�L�Y�H�����O�H�D�U�Q�����Z�R�U�N�����D�Q�G���S�O�D�\�� 

The Connected Centres �3�U�R�J�U�D�P�P�H���L�V���S�U�H�P�L�V�H�G���R�Q���S�O�D�Q�Q�L�Q�J���I�R�U���J�U�R�Z�W�K���W�R���R�F�F�X�U���L�Q���D�Q���µ�X�S���D�Q�G���R�X�W�¶���S�D�W�W�H�U�Q��
with higher housing densities occurring within both existing areas and new greenfield developments. 
Supporting the increased density is the transport system that will over time increase multimodal accessibility, 
mode choice, and the ability to get to most destinations within 30 minutes. Figure 2-4  provides an overview 
of the UFTI Connected Centres Programme, and the multimodal transport connections between centres. Te 
Tumu is shown as a providing a mixture of land uses connected to other eastern centres.  

 
19 https://www.nzta.govt.nz/planning-and-investment/planning/arataki 
20 https://environment.govt.nz/assets/publications/Aotearoa-New-Zealands-first-emissions-reduction-plan.pdf  
21 https://www.nzta.govt.nz/walking-cycling-and-public-transport/keeping-cities-moving/ 
22 There is an extensive library of reports outlining the UFTI Connected Centres Programme and analysis the 
programme. These are available at https://ufti.org.nz/reports/, accessed in May, 2022. 
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Figure 2-4 Schematic of the UFTI Connected Centres Programme 

The UFTI Connected Centres Programme outlines the need for multimodal connections to support land use 
and growth. The function and mode priorities for key journeys within transport system are identified (see 
Figure 2-5). These functions for the key journeys within Tauranga and WBOP align with the UFTI principles 
and help outline the mode and customer prioritisation likely to be required to develop the multimodal 
transport system necessary to support greater intensification and growth within WBOP. A single public 
transport and cycle priority route is identified within Te Tumu.  

 

Figure 2-5 Function of Key Journeys to Support the UFTI Connected Centres Programme (Source: UFTI �± TCC) 
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To prioritise transport investment and optimise the sequencing of delivery of the transport interventions 
included in the Connected Centres Programme, the WBOP TSP has been developed23. The TSP uses 
current and estimated future levels of service to help identify the priority order for the transport projects to 
deliver the multimodal transport system set out in the Connected Centres Programme. Local Councils use 
the TSP, among other decision-making tools, to develop their Long-Term Plans and the Regional Land 
Transport Plan. 

In addition, SmartGrowth, UFTI and the TSP include common key performance indicators (KPIs) to keep 
track of progress in achieving the desired UFTI outcomes. The transport KPIs reflect the NZTA Land 
Transport Benefits Framework. Where applicable these KPIs are used within this business case to provide 
consistency. 

2.4.2 Bay of Plenty Regional Policy Statement  

The Bay of Plenty Regional Policy Statement (RPS) 24 provides a framework to promote the sustainable 
stewardship of the natural and physical resources in the Bay of Plenty region. It highlights key regional 
concerns regarding land, air, freshwater, coastal water, infrastructure, and biodiversity, including matters of 
importance to iwi. It establishes both the desired outcomes (objectives) and how to achieve them (policies 
and methods). Policies on the efficient, sustainable, safe and affordable transport network, integrated with 
�W�K�H���U�H�J�L�R�Q�¶�V���O�D�Q�G���X�V�H���S�D�W�W�H�U�Q�V���D�U�H���G�L�V�F�X�V�V�H�G, amongst others. 

2.4.3 Regional Land Transport Plan Outcomes  

The Regional Land Transport Plan 2021-3125 ���5�/�7�3�����V�H�W�V���W�K�H���G�L�U�H�F�W�L�R�Q���I�R�U���W�K�H���U�H�J�L�R�Q�¶�V���O�D�Q�G���W�U�D�Q�V�S�R�U�W���V�\�V�W�H�P��
for the next 30 years within an overall vision that the transport system is sustainable, resilient, efficient, and 
enables safe and multimodal access that meets the needs of our diverse and growth communities, and the 
regional economy. The analysis and project prioritisation undertaken via the TSP has been used to help 
prioritise projects for investment based on sub-regional level of service and importance. 

2.4.4 Regional Public Transport Plan  2022-2032 

The Bay of Plenty Regional Public Transport Plan (RPTP)26 is the key statutory document for public transport 
planning and investment in the region. It guides the design and delivery of public transport services, 
information, and infrastructure in the Bay of Plenty region. One of the outcomes of the RPTP is the need to 
develop and implement the WBOP PT Services and Infrastructure Business Case27 which is being developed 
at present. Three of the objectives outlined in the RPTP directly pertain to the Te Tumu Urban Growth Area 
and its investment objectives. This alignment of objectives demonstrates an understanding of the importance 
of the regional goals.  

�” Objective 1: Mode Shift and Carbon Reduction 
�” Objective 3: Service and Infrastructure delivery 
�” Objective 4: Public Transport and Land Use. 

 
23 The TSP documents are available at https://www.tauranga.govt.nz/council/council-documents/strategies-plans-and-
reports/strategies/transport-plan, accessed June 2022 
24 The RPS is available at https://www.boprc.govt.nz/your-council/plans-and-policies/policies/regional-policy-statement 
25 The 2021-31 RLTP is available at https://atlas.boprc.govt.nz/api/v1/edms/document/A3884906/content, accessed June 
2022 
26 The RPTP is available at https://www.boprc.govt.nz/your-council/plans-and-policies/plans/regional-plans/regional-
public-transport-plan 
27 Informs in this SSBC the timings and staging for the transition to the new PT network through the management case 
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2.4.5 Bay of Plenty Regional Mode Shift Plan 

The Bay of Plenty Regional Mode Shift Plan28 outlines the actions that Local Authorities are collectively 
undertaking to improve public transport and active mode use within the region. The Plan focusses on three 
intervention areas including shaping the urban form, making shared and active mode more attractive, and 
influencing travel demand and transport choices. 

2.4.6 Emissions Reduction Plan (ERP)  

On 16 May 2022, the government published �7�H���K�D�X���P�—�U�R�K�L���N�L���D�Q�D�P�D�W�D���± 
Towards a productive, sustainable, and inclusive economy: Aotearoa 
New Zealand�¶s first emissions reduction plan29 (ERP).  

The ERP sets out the actions the government believes need to occur to 
meet the emissions budgets published in accordance with the Climate 
Change Response Act, and to contribute to global efforts to limit 
temperature rise to 1.5 degrees.  

Transport is a key focus area of the ERP, and the government has 
identified three focus areas in their approach to reducing transport 
emissions: 

�” Reduce reliance on cars and support people to walk, cycle and use 
public transport. 

�” Rapidly adopt low-emissions vehicles. 
�” Begin work now to decarbonise heavy transport and freight.  

In addition to the transport focus described above, the ERP is holistic and 
considers other emission generators some of which are pertinent to this business case. Action 10.1.1 for 
example states to �³Integrate land-use planning, urban development and transport planning and investments 
to reduce transport emissions�´���D�Q�G���D�V���D���V�X�E���D�F�W�L�R�Q���³�,dentify ways to incentivise developments that 
avoid/reduce the need to travel and encourage travel by public transport, walking and cycling� .́ 

2.4.7 Air Quality  

Related to the above, a report on the health effects of air pollution demonstrates that air pollution contributes 
to the premature deaths of more than 3,300 New Zealanders annually and over 13,000 cases of childhood 
asthma. 

�³Motor vehicles and domestic fires cause 96 per cent of the social costs from air pollution, about $15.6 billion 
a year� 3́0 

This report is likely to further support policies and approaches that reduce travel by fossil fuelled vehicles 
particularly in urban areas.  

2.4.8 Other Relevant Projects and Initiatives  

A list of other relevant projects and initiatives for this business case from project partners are summarised in 
Table 2-4 below.  

 
28 The BOP regional mode shift plan is available at https://www.nzta.govt.nz/assets/resources/keeping-cities-
moving/BoP-regional-mode-shift-plans.pdf, accessed June 2022 
29 The ERP is available at https://environment.govt.nz/assets/publications/Emissions-reduction-plan-discussion-
document.pdf 
30 https://environment.govt.nz/publications/health-and-air-pollution-in-new-zealand-2016-findings-and-implications 

Figure 2-6 Emissions Reduction 
Plan 
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Table 2-4 Strategic Direction 

Strategic Context  Details and Relevance  

SmartGrowth Settlement Pattern 
�± SmartGrowth 

Establishes how, where, and when development will occur in the 
Western Bay. 

Future residential and business land development at Te Tumu is 
planned, including a connection to the �3�—�S�—�P�R�D East interchange 
and the Kaituna Link from the eastern boundary. 

Smart Growth Strategy (updated 
version to be prepared late 2023) 
�± SmartGrowth 

The SmartGrowth Strategy is the growth management strategy for 
the western Bay of Plenty sub-region. SmartGrowth is a 
comprehensive, 30-year plus strategy which sets the strategic vision 
and direction for the growth and development of the sub-region. The 
strategy provides a framework to manage growth in an integrated and 
collaborative way to address complex planning issues, especially 
matters that cross over council boundaries. The Smart Growth 
Strategy partners have developed a number of policies that are 
included in the wider picture of the Bay of Plenty, including UFTI and 
the Future Development strategy. 

2018 Future Development 
Strategy �± SmartGrowth 

Outlines the work required to ensure there is sufficient development 
capacity for new homes and businesses to meet the needs of our 
communities over the next 30 years, while meeting the National 
Policy Statement on Urban Development Capacity (NPS-UDC).  

The Tauranga Eastern Link 
Network Plan �± NZTA  

The Network Plan outlines the strategic context that supports the 
planning of the Tauranga Eastern Link.  

Relevant due to the integration with the local transport network, land 
use and associated infrastructure proposed for Te Tumu. 

Previous Work  

�:�D�L�U�—�N�H�L Structure Plan �± TCC Sets out the internal road layout, and allocation of land uses including 
the �:�D�L�U�—�N�H�L Town Centre, guided the operative zonings for �:�D�L�U�—�N�H�L. 

�:�D�L�U�—�N�H�L / Te Tumu Town Centre 
Framework Plan �± TCC 

A non statutory framework plan to provide a clear strategic vision to 
facilitate future growth in the �:�D�L�U�—�N�H�L and Te Tumu areas.  

The plan underpins the development of the Golden Sands Town 
Centre and the �:�D�L�U�—�N�H�L/Te Tumu Employment Precincts. 

Te Tumu Strategic Planning 
Study �± TCC 

This high level study focused on the development of the Te Tumu 
Urban Growth Area. Key focus areas included:  

�” Identifying resource management constraints and responses 
�” Documenting key opportunities and constraints 
�” Assess and identify potential fatal flaws in the wider environment. 
�” Alignment with SmartGrowth Strategy and the operative Regional 

Policy Statement 
�” Determine the ideal locations for housing, commercial, industrial, 

and social infrastructure. 
The study determined there are no fatal flaws to opening up the 
growth area for development post-2021.  

Te Tumu Multi Modal Assessment 

TCC 

Assesses potential transport options for the corridor. The report 
focused on public transport infrastructure (including the �:�D�L�U�—�N�H�L 
development PT interchange) and a cycle network.  

Approved Point of Entry 

TCC / NZTA  

Provides a high-level description of the problem/opportunity, likely 
outcomes, and alignment to strategic policies. An indicative pathway 
for the business case is also proposed.  
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The project partners will work across these projects to ensure they are integrated with this Te Tumu 
Transport Infrastructure Business Case. 

2.5 �:�D�L�U�—�N�H�L / Te Tumu Context  

Te Tumu has been identified and confirmed, by UFTI and the Draft SmartGrowth JSP, as a planned urban 
growth area following analysis completed on future demand and supply of housing and business land in the 
WBOP by SmartGrowth, which recognised a shortfall of housing within the next three to ten years with an 
urgent need for residential developments to begin. �:�D�L�U�—�N�H�L is a major centre in the UFTI connected centres 
vision. Figure 2-7 is adapted from UFTI and shows the envisioned long term land use and transport 
outcomes in the east. Notably The Boulevard is defined as a Public Transport and Cycle priority route within 
Te Tumu and through the �:�D�L�U�—�N�H�L Town Centre.  

 
Figure 2-7 UFTI Growth Areas & Transport Connections (Source: UFTI) 

 

Figure 2-8 UFTI Connected Centres Major Connections (Source: TSP) 
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Figure 2-9 Western Bay of Plenty Growth Areas (Source: SmartGrowth JSP) 

A draft Structure Plan for Te Tumu was developed in 2017 and has since been further progressed with the 
aid of other associated work as discussed previously in Section 2.2.1. 

This SSBC assumes that land use will be delivered in general accordance with the draft Structure Plan in 
terms of mix of land uses, densities, and general road corridor alignment. The business case is specific to 
transport planning, design and investment and aims to define multimodal, integrated and enabling transport 
infrastructure.  

2.6 Kaituna Link  

The Kaituna Roading Link is a potential transport connection linking the eastern end of Te Tumu to the 
Tauranga Eastern Link Toll Road at the Rangiuru Business Park Interchange. The link road would involve a 
new bridge across the Kaituna River and the construction and upgrading of new and existing roads located 
on the Western Bay of Plenty District.  

Prior investigations undertaken by SmartGrowth (from 2018) concluded that there was not a clear investment 
case for the Kaituna Link. However, this work did recommend that despite potential consenting and cost 
challenges, that provision for the Kaituna Link at some time in the future should not be precluded. The 
WBOPDC district �S�O�D�Q���S�U�R�Y�L�V�L�R�Q�V���Z�H�U�H���F�R�Q�V�L�G�H�U�H�G���W�R���S�U�R�Y�L�G�H���V�X�I�I�L�F�L�H�Q�W���F�R�P�I�R�U�W���R�I���µ�Q�R���E�X�L�O�G-�R�X�W�¶��at that time 
and with TCC continuing to identify the potential link on the draft Structure Plan this was considered 
sufficient.  

The SSBC therefore tests the internal network to demonstrate that the developing preferred option can 
function acceptably with the two main proposed corridors (The Boulevard and Te Okorua Drive) providing 
access, including through the growth / density scenario sensitivity testing. The SSBC also acknowledges that 
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it remains consistent with the earlier SmartGrowth position, i.e., it does not preclude the Kaituna Link, and 
(based on business case testing) that the network performs acceptably so it is not reliant on the Link.  

2.7 �:�D�L�U�—�N�H�L Town Centre  

Within �:�D�L�U�—�N�H�L the SSBC considers local transport corridors and a bus hub to deliver integrated multimodal 
access. The �:�D�L�U�—�N�H�L Town Centre will be a prime destination attracting visitors from Te Tumu and across 
Tauranga / WBOP. The town centre is proposed to accommodate an aquatic centre, retail outlets, a 
supermarket & health hub, and a retirement village.  

The following image shows an indicative view of �:�D�L�U�—�N�H�L Town Centre. Key town centre facilities of note are 
located adjacent to The Boulevard. This influences the SSBC optioneering in that buses will need to access 
The Boulevard, which provides adjacent access to the town centre, to provide the best access to bus users 
for these attractions. 

 

Figure 2-10 Visualisation of The Boulevard and Te Okuroa Drive by The Sands/�:�D�L�U�—�N�H�L Town Centre31 32  
(Source: Bluehaven) 

 
31https://bluehavengroup.co.nz/commercial/ 
32 https://www.youtube.com/watch?v=uTnFT2vRdNw 
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Figure 2-11 �:�D�L�U�—�N�H�L Town Centre Design (Source: Bluehaven33) 

2.8 Land Ownership  

The Te Tumu urban growth area comprises �E�R�W�K���0�—�R�U�L���I�U�H�H�K�R�O�G���O�D�Q�G���D�Q�G���J�H�Q�H�U�D�O���O�D�Q�G�����7�K�H��four largest 
properties within Te Tumu are: 

�” Tumu Kaituna 14 (�0�—�R�U�L Freehold Land) �± 241ha 
�” TCC Block (General Land) �± 171ha 
�” Tumu Kaituna 8B1 ���0�—�R�U�L��Freehold Land) �± 38ha 
�” Ford Land Block (General Land) �± 243ha. 

The remaining land (approx. 67ha) comprises both �0�—�R�U�L freehold and general land. 

Bluehaven is the major landowner in the �:�D�L�U�—�N�H�L town centre area.   

The landowners in Te Tumu and �:�D�L�U�—�N�H�L are key stakeholders for the SSBC and will be directly affected by 
the proposed road corridors. The proposed roads will pass through the landowners�¶���E�O�R�F�N�V���D�Q�G��as 
developers they will be responsible for construction of these roads.  

 
33https://bluehavengroup.co.nz 
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Figure 2-12 Land Ownership Blocks in Te Tumu (Source: TCC) 
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3 �&�D�V�H���I�R�U���&�K�D�Q�J�H 

This section of the business case sets out the case for change in Te Tumu. An Investment Logic Mapping 
(ILM) workshop was held with the project partners to define and develop problem statements, benefits and 
investment objectives. The output of the ILM activity is shown in Appendix A  and copied below. These 
problems are evidenced for cause and effects within this section. Benefits and investment objectives are also 
defined. 

 

Figure 3-1 ILM from SSBC Stakeholder Workshop 

3.1 Problem and Benefit Statement s  

An ILM workshop was held in October 2022 with key partners from TCC, NZTA, Stantec, and BOPRC in 
attendance.  
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The agreed Problem Statements and Benefits are summarised below.  Unique to this business case is that 
the Problem Statements, Benefits, and Investment Objectives are all equal weightings of 33% each. In this 
instance, it was agreed with stakeholders that all problem statements are indeed equal.   

3.1.1 Problem Statements  
PROBLEM ONE Initial Weighting  

 

Inadequate provision of safe and reliable mode choice options 
(PT, cycling and walking) could restrict the ability to achieve 
mode share targets.  

 

PROBLEM TWO 

 

Street/urban design in Te Tumu and �:�D�L�U�—�N�H�L that fails to 
provide for place and movement needs will result in poor 
amenity, safety, and environmental outcomes. 

 

PROBLEM THREE 

 

A failure to integrate or stage delivery of infrastructure in 
alignment with land use plans and services will result in 
increased costs, redundant infrastructure, and poor social 
outcomes. 

 

 

3.1.2 Benefit s of Investmen t 
BENEFIT ONE Initial Weighting  

Lower emissions and higher mode share for PT and active 
modes (when compared with traditional planned suburbs) which 
achieves a more efficient transport system (moving more people 
in less space), contributes to personal and community health 
and wellbeing and global climate change reduction objectives.  

BENEFIT TWO 

Healthy, safe, and more accessible communities, results in a 
more cohesive and connected society in Te Tumu with less 
harm and crime when compared to other more traditional 
Tauranga suburbs.  

 
 

33%

33%

33% 

33% 

33% 
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BENEFIT THREE 

High quality investment outcomes and certainty with effective 
land utilisation and development outcomes that meets the needs 
of a growing population and economy. 

 

 

3.2 Investment Objectives, Key Performance Indicators and Targets  

Following the development and identification of problem statements and benefits, investment objectives for 
this SSBC were considered and refined. These are summarised below.  

INVESTMENT OBJECTIVE ONE Initial Weighting  

Design and deliver an integrated and attractive transport 
system that enables a mode share outcome in Te Tumu of at 
least 30% PT and active modes from commencement (target 
to be confirmed considering timeframes for development) 

 

INVESTMENT OBJECTIVE TWO  

Innovative corridors for future communities that achieve the 
principles of Healthy Streets and Tauranga Moana design 
principles from commencement 

 

INVESTMENT OBJECTIVE THREE 

Enable the staged delivery of the draft Structure Plan & 
�:�D�L�U�—�N�H�L land use & supporting infrastructure over time 

 

The following KPIs were developed for each identified benefit as a way of measuring the progress made 
towards the investment objective. These are outlined in Table 3-1 along with baselines where available.  

Given the uncertainty around timeframes of delivery, baselines and targets will need to be developed / 
agreed as the planning and design process progresses (when there is more certainty around delivery 
timeframes and baselines can be established). When developing targets these should consider overarching 
goals such as emission reduction and the established SmartGrowth Monitoring Framework.   

33%

33% 

33% 

33% 



| Case for Change |   

 

 

   Te Tumu �D�Q�G���:�D�L�U�—�N�H�L���,�Q�W�H�U�Q�D�O���7�U�D�Q�V�S�R�U�W���,�Q�I�U�D�V�W�U�X�F�W�X�U�H��SSBC |  3814352-863286423-183 | 16/04/202416/04/2024 | 34 

Sensitivity: General Sensitivity: General 

Table 3-1 KPI Table 

Benefits  Investment Objectives  Investment KPI  Baseline measure  Target  

Lower emissions and 
higher mode share for 
PT and active modes 
(when compared with 
traditional planned 
suburbs). 

Design and deliver an 
integrated system that 
achieves a mode share 
outcome in Te Tumu of at least 
30% PT and active modes 
from commencement. 

�” KPI 1: Environmental 
emissions from transport 

�” KPI 2: Mode share for public 
transport and active modes 

�” KPI 3: Percentage of trips 
contained within Wairakei / Te 
Tumu 

 

�” KPI 1: no baseline 
�” KPI 2: 3%% walk, 2% 

cycle, 1% bus (general 
Tauranga city mode 
share, census) 

�” KPI 3:  no baseline. 

�” KPI 1:  A lower emission 
outcome when compared 
to other Tauranga 
suburbs (CO2 per person) 

�” KPI 2:  30% AM peak 
mode share for public 
transport and active 
modes for work and 
education trips 

�” KPI 3:  40% of trips are 
contained within �:�D�L�U�—�N�H�L 
and Te Tumu. 

Healthier, safer, and 
more accessible 
communities with higher 
social and environmental 
outcomes. 

Innovative corridors for future 
communities that achieve the 
principles of Healthy Streets or 
Tauranga Moana design 
principles from 
commencement  

�” KPI 4: Spatial coverage �± 
cycle lanes & paths  

�” KPI 5: Spatial and Temporal 
coverage of PT services in 
relation to residential 
dwellings.  

�” KPI 6: Healthy streets score, 
and number of Tauranga 
Moana design principles 
achieved 

�” KPI 4:  no baseline 
�” KPI 5:  no baseline 
�” KPI 6:  no baseline. 

�” KPI 4: 100% of Te Tumu 
within 400m of a high 
quality cycle facility  

�” KPI 5: 100% of Te Tumu 
within 800m of a high 
quality public transport 
route. 

�” KPI 6:  Healthy Streets 
score 70 or above. Clear 
application of Tauranga 
Moana design principles.  

High quality investment 
outcomes and certainty 
with effective land 
utilisation and a 
connected community. 

Enable the staged delivery of 
the draft Structure Plan & 
�:�D�L�U�—�N�H�L land use & 
supporting infrastructure over 
time.  

�” KPI 7: Affordability �” KPI 7: Cost of 
infrastructure and ability 
for funding parties to 
deliver. 

�” KPI 8: Infrastructure 
delivered within planned 
timeframes 
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3.3 Evidence Base:  Problem Statement One  

Inadequate provision of safe and reliable mode choice options (PT, cycling and walking) could 
restrict the ability to achieve mode share targets.  

3.3.1 Unpacking the Problem Statement  

Evidence shows that peoples�¶ ability to choose sustainable transport modes is significantly influenced by 
inadequate provisions of infrastructure and facilities to support safe use of such modes over private vehicle 
use. The lack of provisions restricts the ability for a city / community to diversify transport choices and 
decreases the likelihood for Tauranga to reduce emissions. 

3.3.2 Evidence Base 

Historic transport system design and delivery in Tauranga has 
focussed on movement by car and provision for car parking. This 
is evidenced in street design in places such as the Te Papa 
Peninsula and other similar suburbs. Many existing streets have 
wide carriageways with no facilities for cycling or only painted 
cycle lanes. Some streets have footpaths on one side of the road 
only and these can be narrow in places with infrastructure such 
as power poles littered along the path. It is noted that the walking 
and cycling network is incomplete and still has many gaps.  

Facilities for bus passengers are inconsistent and in poor 
condition across Tauranga City as evidenced by a report 
prepared for the Council in 202134. Many places have low quality 
bus infrastructure including poorly outlined stopping areas, little 
or no footpath access, lack of signage and shelters, and a lack of 
pedestrian crossings for safe access to the bus stop. The 
provision for disabled users is especially poor in places with 
limited hard stand and crossing facilities etc. Tauranga City 
Council is working on a number of projects to address these 
issues, such as the Te Papa, �¿�W�Ì�P�R�H�W�D�L and Mount Maunganui 
spatial plans and the Transport System Plan, but retrospective 
improvements can be more complex, costly and take longer to 
deliver when compared with greenfield infrastructure delivery. 
The outcome of this car-centric design is the level of private car 
use as described in Section 2.1, i.e., a highly car dominated 
mode share and associated emissions and poor health and 
environmental outcomes.  

  

 
34 GHD Report: Bus Stop Audit and Condition Assessment Report 

Figure 3-2 and Figure 3-3 (right) Examples of poor transport facility 
design / delivery in Tauranga that discourage travel by sustainable 
modes (Te Papa Low Cost Low Risk Framework - TCC) 
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Continued reliance and development of transport infrastructure focussed on private vehicle use in Te Tumu 
will result in: 

�” High numbers of death and serious injury crashes (DSIs) due to exposure and risk. 
�” An inability to achieve active mode share targets.  
�” Increased congestion and poor journey time reliability.  
�” High vehicle emissions and associated health and environmental impacts. 
�” Continued high reliance of private vehicle use for short journeys under 5km. 

In places that have concentrated on multimodal transport system delivery, the resulting transport outcomes 
are shown to be positive in terms of mode share, personal safety, and emissions / environmental impacts. 
Examples include cities such as Eugene (Oregon, USA) which has transformed key corridors from multi-lane 
private vehicle focused to providing an extensive central running bus rapid transit (BRT) system, and 
Copenhagen (Denmark) which has �G�H�Y�H�O�R�S�H�G���L�Q�W�R���W�K�H���Z�R�U�O�G�¶�V���E�H�V�W���F�D�S�L�W�D�O���F�L�W�\���I�R�U���F�\�F�O�L�Q�J��due to investment 
in simple, safe, and connected cycling infrastructure. A local example of investment into safe cycling 
infrastructure is Christchurch which has delivered strong growth in cycling volumes.  

Christchurch  

In 2017 the Christchurch City Council began monitoring cycling traffic along several key routes to assess the 
benefits of delivering quality, safe cycle routes through the city (the major cycle routes programme). This 
data collection was expanded in 2018 and 2019 and now monitors the usage of a number of key urban 
routes and a number of suburban routes as shown in Figure 3-4.  

The graph below demonstrates the increase in cycling that can be achieved by delivering safe, separated 
facilities for cycling that connect users to destinations.  

 

Figure 3-4 Cycling growth in Christchurch following Delivery of Major Cycle Route (MCR) projects35 

 

 
35 http://cyclingchristchurch.co.nz/topic/cycle-numbers/ 
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Eugene , Oregon  

Eugene has a population of roughly 177,000 and has had a BRT system since 2007 - �G�X�E�E�H�G���W�K�H���³�(�P�H�U�D�O�G��
�(�[�S�U�H�V�V�´. A study undertaken in 2021 showed that in a period of 10 years, the city had an increased level of 
ridership on the BRT routes by 35%. This was achieved through a series of investments that focused on 
expanding the BRT system36 37. Whilst other routes ridership has dropped within this same period, the 
reliability and further expansion of the BRT with additional routes and increased services, has allowed for 
those riders to shift to using the BRT. According to a 201838 study on transport choices, Eugene has a 
greater proportion of the population using modes of transport other than cars, than Tauranga. This is 
resultant from a significant investment into the use of buses, changing land uses, and creating safer and 
more effective streets for multimodal travel. In short, the separated BRT lanes allow for quick movement of 
all buses, as well as separating the BRT from the main road outside of the central city area and providing 
visual amenity along the route, providing users with an enjoyable ride outside of the city traffic. 

 

Figure 3-5 Eugene Transport Choices (Source: Eugene City) 

 

Figure 3-6 BRT Bus Lanes in Eugene (Source: US Department of Transportation) 

 
36 https://nitc.trec.pdx.edu/news/bus-rapid-transit-brt-boosts-property-values-eugene-oregon 
37 https://pivotarchitecture.com/wp-content/uploads/2016/08/project_emx09.jpg 
38 https://www.eugene-or.gov/4608/Transportation-Options-Strategies-Review 
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Copenhag en 

The city of Copenhagen is praised as one of the �Z�R�U�O�G�¶�V best cities for cycling. The is largely credited to the 
network of simple, safe, and connected cycling infrastructure which has enabled cycling to become a 
competitive mode for All Ages and Abilities (AAA).  

Four basic typologies of cycling infrastructure are provided in the form of: traffic calmed streets, painted cycle 
lanes, separated cycle lanes, and green routes. These form the foundation of �&�R�S�H�Q�K�D�J�H�Q�¶�V���F�\�F�O�H���Q�H�W�Z�R�U�N��
which accommodates for users of AAA no matter the context. below indicates the typical typology used for 
the relevant functions. 

 

Figure 3-7 Copenhagen Transport Mode Share (Source: C40 Knowledge Hub) 

The different infrastructure typologies are shown below. 

Table 3-2 Cycling Infrastructure Typologies in Copenhagen (Source: Visit Copenhagen39 40) 

Traffic Calmed Streets  �± Low Traffic  Painted Cycle Lane  �± Moderate to High Traffic  

 
�” Shared with vehicles 
�” Narrow lanes 
�” Traffic calming features 
�” Low speed environment 

 
�” Dedicated to cyclists 
�” Typically, provided on both sides of the street 

with one-way travel 
�” Adjacent to traffic and/or car parks 

 
39 https://www.visitcopenhagen.com/copenhagen/activities/what-makes-copenhagen-worlds-most-bicycle-friendly-capital 
40 https://exploring-and-observing-cities.org/2015/10/28/copenhagen-urban-innovations-smart-sustainable-spatially-
saavy/ 
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Separated Cycle Lane �± Moderate to High Traffic 
Outside of the City Centre  

Green Routes �± Off -street Paths through  Parks, 
Waterfronts, Railway Lines and Highways  

 
�” Dedicated to cyclists 
�” Physically separated (kerbs or islands) 
�” Adjacent to pedestrian footpaths 

 
�” Often shared with pedestrians 
�” Recreational routes through parks, over water or 

near public art installations 

 

It is important to note that alongside infrastructure provision, additional non-infrastructure measures are 
essential to achieve a good mode share outcome. Measures such as appropriate parking supply and pricing, 
travel information programmes and frequent and reliable bus services for example. Whilst this business case 
focusses on infrastructure, TCC (and BOPRC in regard to bus services) will need to continue to advance 
planning and delivery of non infrastructure measures, aligning with development in Wairakei and Te Tumu.     

3.4 Evidence Base:  Problem Statement Two  

Street  / urban design in Te Tumu and �:�D�L�U�—�N�H�L that fails to provide for place and movement needs 
will result in poor amenity, safety, and environmental outcomes.  

3.4.1 Evidence Component  One 

Street design  and placemaking  

�7�&�&�¶�V���6�W�U�H�H�W���'�H�V�L�J�Q���*�X�L�G�H41 acknowledges that over the past decades, streets have been designed with a 
movement function in mind. Consequently, this has minimised placemaking opportunities. This can be 
observed in residential roads or commercial centres having wide carriageways but narrow footpaths and 
limited crossing points. These characteristics create unwelcoming environments in neighbourhoods. In 
commercial areas, this dissuades people from spending time, relaxing at cafes, and undertaking business 
activities.  

�)�X�U�W�K�H�U�P�R�U�H���G�H�V�L�J�Q���R�I���V�W�U�H�H�W�V���F�R�Q�W�U�L�E�X�W�H���W�R���F�R�P�P�X�Q�L�W�L�H�V�¶���Z�H�O�O-being. On average, adults in Tauranga get less 
than half of the recommended exercise and it is acknowledged that high usage of cars is a contributing factor 
in this42. Encouraging the incorporation of walking or cycling into people's daily routines through well-
designed streets that lead to bus stops, workplaces, and shops can significantly enhance their physical and 
mental wellbeing. As such, street design plays a crucial role in shaping and defining cities and communities.  

The Aotearoa urban street planning and design guide (NZTA) defines a street as a �³multi-dimensional space 
for people �« [that] offer space for movement and access and facilitate a variety of uses and activities (day 
and night)� .́ �6�W�U�H�H�W�V���F�R�Q�W�U�L�E�X�W�H���W�R���µwell-functioning urban environments.�¶ The following graphic from NZTA 
shows the urban challenges that good street design can contribute toward.  

 
41 https://www.tauranga.govt.nz/Portals/0/data/future/strategic_planning/idc/files/street-design-guide.pdf 
42 https://www.tauranga.govt.nz/Portals/0/data/future/strategic_planning/idc/files/street-design-guide.pdf 
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 \ 

Figure 3-8 Urban Streets in the Context of 21st Century Challenges (Source: NZTA) 

3.4.2 Evidence Component Two 

Poor amenity, safety, and environmental outcomes 

Safety perceptions on active transport  

Feedback documented in the BOP Regional Mode Shift Plan indicates that there is a perceived risk of many 
roads in Tauranga being unsafe for walking and cycling, especially for younger children, as road space is 
shared with bigger and faster vehicles. Where activity hubs and employment centres co-locate with busy 
arterial roads this can create perceived safety risks and discourage people from using multimodal transport. 
Roads that encourage people to drive vehicles in turn increases traffic volumes and contributes to 
severance. As such it is important that areas are designated for multi-modal transport promoted through safe 
design, thus creating an increased safety perception, and enabling multi-modal transport choices. 

Urban design and quality of life  

A report on the value of urban design43 reiterates that poor urban design can have significant adverse effects 
on the urban environment and generally lowers the quality of life. On the other hand, good urban design 
improves wellbeing and provides benefits to the community. Walkable and better-connected streets create 
livelier centres which will attract more customers for businesses and retail.  

Walkability encourages walking and cycling, which leads to a healthier community and better environmental 
outcomes (i.e., less emissions for short to medium trips). Livelier centres and mixed-use areas help increase 
natural surveillance and lower the risk of crimes. 

 
43 https://environment.govt.nz/assets/Publications/Files/value-of-urban-design-summary-jun05.pdf 
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The Healthy Streets44 concept (see Figure 3-9) is a 
human-centred framework for �³embedding public 
health in transport, public realm, and planning. The 10 
Healthy Streets Indicators focus on the human 
experience needed on all streets, everywhere, for 
everyone� .́ If these are not achieved or poorly 
achieved then negative outcomes will result in terms 
of personal safety and security, wellness, and 
environmental impacts.  

With regard to environmental factors, poor street 
design encourages private car use and this has 
associated environmental effects such as emissions 
and run off. Quality street design can lower traffic 
volumes and speeds and lessen the impact of cars on 
the environment.  

 

 

 

3.5 Evidence Base:  Problem Statement Three  

A failure to integrate or stage delivery of infrastructure in alignment with land use plans and services 
will result in increased costs, redundant infrastructure , and poor social outcomes.  

3.5.1 Unpacking the problem statement  

�7�K�H�U�H�¶�V���V�W�U�R�Q�J��evidence to support the integration of infrastructure with proposed structure plans and 
targeted delivery stages, to achieve positive social outcomes while reducing costs. The failure of not 
considering this can result in �U�H�G�X�Q�G�D�Q�W���L�Q�I�U�D�V�W�U�X�F�W�X�U�H���W�K�D�W���G�R�H�V�Q�¶�W��fully serve its purpose. 

3.5.2 Evidence Component One 

Staged delivery of infrastructure  

Structure Plans are an efficient way of laying out the vision for an area in terms of land uses and appropriate 
densities. Staged delivery allows for these plans to be done sequentially to provide the appropriate services 
and adjust as needed to keep the vision for the development intact. It is important to consider that each 
�µ�V�W�D�J�H�¶��has all the necessary delivered infrastructure before advancing through to the next stage. A problem 
with this method is that it can lead to delays in the overall project as a delay in infrastructure delivery for one 
stage has flow on effects for other stages. 

Integrating infrastructure  delivery  with land use 

A key component in delivering infrastructure is ensuring that what is delivered matches up with the proposed 
land uses. An example of integrated delivery within the Te Tumu structure plans can be linked to the 
proposed high-density buildings which corresponds with the NPS-UD requirements. The infrastructure for 
this high-density residential area needs to be provided for in such a way that it will also allow for future 
growth and changes to the land use. Failure to do this leads to infrastructure deficits that will be a burden of 
cost in the future. A positive effect from the structure plans is the level of detail developed for Public 

 
44 https://www.healthystreets.com/ 

Figure 3-9 Healthy Streets Diagram (Source: Healthy 
Streets) 
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Transport, active modes, and densities. This method of planning enables a holistic view of the project in 
terms of integrating what the land is going to be used for and providing the infrastructure accordingly. 

3.5.3 Evidence Component Two 

Costs  

The cost of infrastructure is growing faster than inflation. Infrastructure New Zealand data45 shows that cost 
of infrastructure increased by 10% in 2021, with an anticipated increase of 10% or over by end of 2022.  This 
trend is continuing through 2023 and into 2024 based on available data and represents the most rapid 
growth in costs since the Global Financial Crisis. As the cost of infrastructure increases it is important to 
recognise the need for future planning of these new developments.  

Any delays in integrating or not providing the appropriate infrastructure early will result in cost increases that 
will inflate the budget of the programme. A report by Principal Economics46 has quantified the cost for 
infrastructure delays, in this case the report considered the Waikato Expressway as an example. It was 
found that delays in the start of operations in the said expressway would have cost $334 million of economic 
benefit loss each year. Not delivering infrastructure to enable Wairakei town centre could constrain job 
growth and housing development. 

Redundant Infrastructure  

One of the problems with the increasing costs of infrastructure is a focus for Councils and developers to 
reduce the amount that is being spent to minimise project costs. This may lead to redundant infrastructure 
investments that only provide for present demand, ultimately leading to deficits in the infrastructure delivery 
of the project. TCC has been working closely with landowners through the plan change process to carefully 
stage infrastructure with land development to avoid the possibility that the infrastructure is oversized and/or 
will have redundant capacity.  

Poor Social Outcomes  

A failure to invest in quality active mode networks when growth areas are developed will lead to poor social 
outcomes (crashes, less active population, etc). The integration of the road and cycle networks are thought 
out with the best of intentions to provide an active mode of transport and to reduce the number of cars on our 
roads. One of the most common mistakes in planning for cycle networks is building conflicts (against other 
vehicles) into its use. Road conflicts create a lack of trust and safety in the use of the road for cycling 
purposes. NZTA state47 that degrees of separation or using invisible infrastructure to make every street a 
cycle street are viable methods in reducing conflicts and making spaces safer. An integrated cycle network 
also benefits the health of the population creating positive social outcomes. 

When there is a lack of appropriate cohesive infrastructure to support active modes of transport, the 
convenience of these modes is decreased and can lead to bad transport habits that make cycling 
dangerous. An active cycle network that is visible and is used reduces the risk of conflicts occurring and 
deadly habits being formed, creating mindful road users. 

 
45 https://www.tewaihanga.govt.nz/projects/infrastructure-quarterly/quarter-one-2022/ 
46 https://infrastructure.org.nz/wp-content/uploads/2022/10/Cost-of-delay-in-infrastructure-decisions-Principal-Economics-
report-Oct-2022.pdf 
47 https://www.nzta.govt.nz/walking-cycling-and-public-transport/cycling/cycling-standards-and-guidance/cycling-network-
guidance/designing-a-cycle-facility/between-intersections/separated-cycleways/ 
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3.6 Summary of Problem Statements  

The three problem statements summarised and evidenced above are both independent and interrelated at 
the same time �± which is consistent with many business cases. 

�” Problem Statement One relates to an inadequate provision of mode choice. This, in itself, is a greater 
issue than what this project covers but it does touch on the availability of infrastructure for alternative 
modes (i.e., public transport, walking and cycling) which impacts the mode share as well as the ability to 
reduce emissions. 

�” Related to the above is Problem Statement Two which considers the failure to provide for place and 
movement needs for the future community. This in turn has impacts on amenity and safety and poor 
environmental outcomes.  

�” Finally, Problem Statement Three again details poor social outcomes that can occur; however, the 
specific problem is more in line with integrating the construction of the network with the desired outcomes 
or failing to stage delivery and link it to land use.  

3.7 Challenges and Opportunities  

This section details some challenges and opportunities that arise from an investment into a greenfield growth 
area and an aspiring desire to change peoples�¶ behaviours and patterns of living. These are not all overtly 
unique to the Te Tumu development but must be considered due to their effect on the desired outcomes of 
the project. 

3.7.1 Mixed land use and appropriate density through structure plan - Opportunity  

TCC and various stakeholders have invested significant time and resource into the structure plan process 
and outcomes. This has resulted in a draft Structure Plan for Te Tumu that includes a mixture of land uses 
within close proximity to residential areas that can be easily accessed by walking, cycling and bus use, 
including schools, recreation areas, retail, and employment. Achieving higher density along the multimodal 
transport corridor will increase benefits by increasing the potential user base of these facilities. The draft 
Structure Plan supports the investment objectives of the business case and in turn the business case 
outcome can support the proposed land use defined in the draft Structure Plan.  

3.7.2 �:�D�L�U�—�N�H�L and Rangiuru �± Opportunity   

Te Tumu is located close to two developing urban growth areas; the �:�D�L�U�—�N�H�L town centre and the Rangiuru 
business park. These provide a variety of opportunities for residents in Te Tumu to access daily needs 
without having to travel long distances. Prior transport modelling for Te Tumu has demonstrated a high trip 
internalisation within the eastern suburbs for residents of Te Tumu, with shorter trip lengths than other 
traditional parts of Tauranga. It should be noted that there is a risk that some residents will need to travel 
further if they do not work locally. 

3.7.3 Developers are engaged �± Opportunity  

TCC has a good working relationship with landowners in Te Tumu and the business case process has 
involved engagement with these landowners who will ultimately deliver the outcomes of the business case in 
terms of infrastructure and housing in Te Tumu. This buy-in and engagement will support realisation of the 
business case preferred option and mutual benefits for Council, landowners, and future residents. It should 
be noted that because the infrastructure will be funded by landowners and will not rely on public funding, 
there is also a risk that some or several landowners will not progress with delivering the infrastructure. 
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3.7.4 Mode Shift  �± Opportunity   

Achieving balanced mode share outcomes is an opportunity for the City to solve one of its biggest problems. 
Dubbed the �µ�0�R�V�W���&�R�Q�J�H�V�W�H�G���&�L�W�\���L�Q���1�H�Z���=�H�D�O�D�Q�G�¶48 a shift from private vehicles to other modes of transport 
will see a decrease in private vehicle use and lead to a healthier system. On top of that it has proven 
benefits49 for residents�¶ personal health, urban accessibility, and affordable housing, as well as the economy. 

3.7.5 Rationalising current behaviours  �± Challenge   

A clear challenge for the project is the rationalisation of current travel behaviours by individuals. Although 
there are many opportunities to promote mode shift through creating safe infrastructure and separated road 
use within the road corridor, people make personal choices and can simply rationalise why they should 
continue to utilise their vehicle for all their personal trips. Softer measures like behaviour change campaigns, 
marketing, and potentially price interventions like parking or road pricing can influence behaviours but are 
not the focus of this business case. It is recommended that these soft measures be developed subsequent to 
the business case phase or in future studies and implemented accordingly.  

3.7.6 Funding �± Challenge  

There is a very clear understanding that the funds for this project are not unlimited. The lack of approved 
funding or over-expenditure is always a challenge in infrastructure projects. High infrastructure costs can 
mean projects are un-fundable or that excessive costs be passed on to property purchasers and contribute 
to housing unaffordability. In this instance it will be important to demonstrate benefits of investment in quality 
transport and urban form outcomes so that funding can be justified and to explore options that reduce costs 
without compromising the quality of outcomes.  

 

  

 
48 https://www.stuff.co.nz/bay-of-plenty/300909599/worst-city-in-new-zealand-for-traffic-and-its-not-auckland 
49 https://www.nzta.govt.nz/assets/Walking-Cycling-and-Public-Transport/docs/mode-shift-leaflet.pdf 
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4 �&�R�P�P�X�Q�L�W�\���D�Q�G���6�W�D�N�H�K�R�O�G�H�U���( �Q�J�D�J�H�P�H�Q�W 

Given the specific nature of the business case in regard to it being for a greenfield area that is not currently 
accessed by the public, engagement for the business case is focussed on landowners within Wairakei and 
Te Tumu. TCC has and is undertaking wider engagement as part of the structure plan and plan change 
processes.   

4.1 Communications & Engagement Plan  

A Communications & Engagement Plan was developed to take key stakeholders along the SSBC journey, 
mapping out the stakeholders to be engaged with, the level of engagement, and how this would be achieved.  

Table 4-1 summarises the key stakeholder groups for the project and the level and type of engagement with 
each.  

Table 4-1 Stakeholder Engagement Summary 

Group  Who Levels of Engagement / How We Will Engage  

Partners / 
Team 

 

�” Tauranga City Council 
�” NZTA  
�” Mana Whenua* 
�” Bay of Plenty Regional 

Council 
�” Project team 

Inform, consult, 
involve, 
collaborate, and 
empower  

 

Workshops, Project Control Group 
(PCG) 

Regular meetings between TCC 
project team, BOPRC and NZTA 

Direct communications to share 
information between teams 

Primary 
stakeholder 

�” Bluehaven developers 
(Sands Town Centre) 

�” Te Tumu Landowners 
Group (Totara Farm 
Park JV, Ford Land 
Projects, Tumu Kaituna 
14 Trust) 

Inform, consult, 
involve, 
collaborate  

Workshops 

Meetings  

PCG 

Email / phone calls 

Notices 

Key external 
stakeholders 
/ landowners  

�” Other Impacted 
landowners �±  

�” Tumu Kaituna 8B1 
Trust (TK8B1) 

Inform, consult, 
involve  

 

Via the TCC structure planning 
team: 

�” Workshops 
�” Meetings 
�” Email / phone calls 
�” Notices 

External �” Smaller land blocks 
comprising multiple 
�0�—�R�U�L���R�Z�Q�H�G���O�D�Q�G���D�Q�G��
other general land 
holdings 

�” Neighbouring 
communities 

Inform  Project webpage updates 

Meetings as required 

Workshop 
attendees* 

�” Partners 
�” Primary stakeholders 

(select)** 
�” Key external 

stakeholders (select)** 

Consult, involve, 
collaborate  

 

Information pack 

Feedback forms 

Emails 

Minutes 
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* Engagement with mana whenua was undertaken via the Structure Plan project and that will be used as the 
basis for engagement moving forward. Engagement with M�—orr landowners was undertaken as part of the 
business case.  

** The frequency and manner in which we engage with the primary and key external stakeholders will be 
determined once the Structure Plan has been approved.  Until then, they will be informed of progress and 
advise they will have the option to provide feedback. 

4.2 Primary Stakeholder Interactions  

Engagement with iwi has been undertaken by TCC as part of the Structure Plan process as described 
previously.  

Other key interactions with the main stakeholders included: 

�” Regular Project Control Group meetings with the project team, TCC, NZTA and BOPRC, 
�” An ILM workshop was held in October 2022 with key partners from TCC, NZTA, Stantec, and BOPRC in 

attendance (refer to Section 3.1 above) 
�” A longlist to shortlist workshop was held in December 2022 where feedback from partner organisations 

and project team was captured (refer to Section 5.1.6 below) 
�” A shortlist to Preferred Option workshop was held in February 2023 where feedback from the partner 

organisations and project team was captured (refer to Section 5.1.9) 
�” Several meetings with Bluehaven: 

�² Project kick-off meeting, September 2022 
�² The Boulevard design and bus hub meeting, January 2023 
�² Bus hub options meeting, March 2023 
�² Long list and short list assessment options and methodology, March 2023 

�” A coordination meeting with the Public Transport Services & Infrastructure Business Case team, February 
2023 

�” Landowner briefing sessions: 
�² 28 November 2023 �± SSBC Overview 
�² 3 April 2023 �± Long List to Short List Options 
�² 16 May 2023 �± Long List to Short List Options �± Ford Land Company only 
�² 22 August 2023 �± Preferred Option. 

4.3 Wider Engagement  

Wider engagement outside of the primary stakeholders above was planned and led by TCC staff as part of 
the Structure Plan project. 

External stakeholders / community and public have not been engaged with as part of the SSBC process, due 
to previous engagement conducted with the community and at this stage further engagement was not 
considered necessary. Community engagement can occur subsequent to completion of the SSBC process 
(inform of outcomes) and at the next (pre-implementation) phase of the project when implementation 
planning is undertaken. Information about the business case will be included on the project page (TCC 
website) but not actively pushed to the community or media before public reporting / decision-making on the 
business case. 
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5 �(�F�R�Q�R�P�L�F���&�D�V�H 

5.1 Te Tumu  Option Assessment  

The economic case, in combination with the other cases, serves to identify a preferred option for The 
Boulevard and Te Okuroa Drive that best supports population growth in Te Tumu, considers all modes, 
stormwater and public realm. A separate but related assessment of options for the �:�D�L�U�—�N�H�L bus hub is also 
included in this chapter of the business case.  

To achieve the above, the economic case: 

�” Identifies a broad range of alternatives and options using the intervention hierarchy. This includes 
demand, public realm, storm water, all modes and landowner contributions as well as non-infrastructure 
considerations. 

�” �,�G�H�Q�W�L�I�L�H�V���D���µ�G�R���P�L�Q�L�P�X�P�¶, summarises an �µ�H�V�W�D�E�O�L�V�K�H�G���R�S�W�L�R�Q�¶ and details option development and the 
assessment process that leads from a longlist to a shortlist of options that have the potential to address 
the problems and deliver against the investment objectives. 

�” Details the Longlist option assessment and Multi Criteria Analysis and workshop approach to short list. 
�” Details the Shortlist option assessment and the shortlist of options and present the results using the 

appraisal summary table (AST) 
�” Recommends a preferred option demonstrating that it is the most efficient and effective response to the 

problems. 

Long list options are summarised in this section. See the Long List Information Pack in Appendix B for more 
details.  

5.1.1 Do Minimum  (for comparison purposes)  

The do minimum is intended to reflect the bare minimum and most basic level of provision to provide access, 
for comparison with other options. For clarity, it is not the minimum level of investment required to achieve 
the investment objectives detailed within this SSBC and it is not a viable option in terms of TCC and NZTA 
approval. 

The do minimum effectively provides the base level road, with unprotected on-road cycle lanes, minimalistic 
landscaping elements and standard footpath facilities which can support future demands. It is further noted 
that a do-nothing scenario is not an option in the optioneering process as the project involves enabling 
proposed land use and some form of access and infrastructure provision is a necessity. 

 
Figure 5-1 Typical Do Minimum Cross Section for both Te Okuroa Drive and The Boulevard 
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5.1.2 Established Optio n 

The established option for this project is an option developed prior to this business case process that is 
�E�H�L�Q�J���F�D�U�U�L�H�G���W�K�U�R�X�J�K���E�D�V�H�G���R�Q���W�K�H���$�P�H�U�L�F�D�¶�V���&�X�S���D�S�S�U�R�D�F�K. The option includes: 

�” The Boulevard :  Cross-section that prioritises active modes and public transport by featuring a two-way 
central running bus lanes and dedicated off-road cycle paths with wider footpaths on both sides of the 
road. 

�” Te Okuroa Drive :  cross-section that features two-way dual traffic lanes with a dedicated cycle path on 
one side and a shared path on the other. 

Both corridors including public realm considerations with trees on the inside berm providing an additional 
buffer between live traffic and off-road users. The Boulevard is divided by a solid central median whilst a 
wide planted central median for Te Okuroa Drive. 

�$�V���Q�R�W�H�G���L�Q���W�K�H���$�P�H�U�L�F�D�¶�V���&�X�S���D�S�S�U�R�D�F�K�����Whe established option advances straight to the shortlist stage. The 
rationale for doing such is to progress with a variety of options and to consider previous work undertaken 
based on land use considerations.  

 

Figure 5-2 Typical Established Option Cross Section for The Boulevard 

5.1.3 Long list Option Identification  

A wide range of options were identified and assessed to ascertain if they achieve key objectives, relevant 
MCA criteria and key trade-offs.  

5.1.3.1 NZTA Intervention Hierarchy  

To enable value for money and prioritise more space efficient modes of moving people and goods, the NZTA 
Intervention Hierarchy recommends an approach that considers land use first and investment in new 
infrastructure last.  

In this process, land use has been considered in detail through the structure planning process outside the 
business case and presents a mixture of land use and higher densities near the proposed transport 
corridors. The optioneering seeks to enable this land use and achieve the best outcome against the 
objectives. Measures to manage demand will be developed subsequent to the business case phase with 
developers and communities. Demand management measures will include additional plans or actions TCC 
can take to achieve the desired outcomes. It is not possible in this instance to make use of the existing 
system so the focus is on providing new infrastructure that matches level of service with affordability and 
need.  
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Figure 5-3 NZTA Intervention Hierarchy 

5.1.3.2 Summary Options Table 

In addition to the do minimum and established option a range of alternatives were developed taking account 
of relevant guidance such as the TCC Street Design Toolkit, One Network Framework (ONF) guidance and 
NZTA Aotearoa Street Design Guide. More details for each option are provided in Appendix B. 

Table 5-1 Summary Table of Options 

Options  
Prioritises Public 

Transport  
Investment 
Objectives  

Stormwater Considerations  

Option 1 �± 
Established Option 
(Stantec Report) 

Dedicated Bus lanes on 
The Boulevard. (All bus 
movements along this 
road.) 

Achieves all three 
along both roads.  

Piped System with rain 
gardens/swales in grass berm. 

Option 2 �± Do 
Minimum 

Indented bus stops along 
the Boulevard 

Is base 
measurement 

Piped on Te Okuroa Drive. 
Combination of piped, rain 
gardens/swales on The 
Boulevard. 

Option 3 �± TCC 
Street Design 
Guide (Best 
Stormwater 
Outcome) 

Bus Lanes on both roads 
with in-lane bus stops on 
the Boulevard 

Achieves IO1 and 
IO3 

Central Median Swale piped at 
intersections with 9m of clearance 
at the top 

Option 4 �± NZTA 
Aotearoa Street 
Design Guide 
(Urban Connector) 

Bus Lanes on both roads 
with in-lane bus stops on 
The Boulevard 

Achieves all three 
along both roads, 
but has minor 
positive results for 
IO3 

Swales on both sides then piped 
at intersection 
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Options  
Prioritises Public 

Transport  
Investment 
Objectives  

Stormwater Considerations  

Option 5 �± 
MRCagney 

Dedicated Bus lanes on 
The Boulevard. (All bus 
movements along this 
road.) 

Achieves all three 
along both roads. 

Mainly a piped system with 
raingardens/ filter strip/ swale - 
within grass verge and amenity 
area to be used 

Option 6 �± Private 
Vehicle Focus 

Focuses on Private 
Vehicles, Bus Clearway 
with in line stops 

Supports IO1 but 
fails to support the 
others 

Central (planted) median swale, 
then piped at intersections. 
Allowing for clearances = top 
width of 9m. Trees planted within 
swale 

Option 7 �± Highest 
Place function 

Bus priority at intersections 

no bus lanes. In lane bus 
stops on The Boulevard. 
(All bus movements along 
this road.) 

Strongly achieves 
IO2, with little 
support for IO3. 

Piped to offline treatment 
wetlands, Additional land required 
for forming wetland. Limited road 
corridor treatment incorporated 
into berms 

Option 8 �± Existing 
Cross sections of 
Te Okuroa Drive 
and The Boulevard 

The Boulevard: No bus 
lanes, indented bus stops 

Te Okuroa Drive: Bus 
lanes either side 

Mildly supports all 
three along both 
roads 

The Boulevard: Piped. 

Te Okuroa Drive: Combination of 
pipe, rain gardens and filter strips/ 
swales. Grass verge and amenity 
area to be used 

Option 9 �± 
Balanced Option 

PT priority with in lane bus 
stops on The Boulevard. 
(All bus movements along 
this road.) 

Achieves all three 
along both roads. 

The Boulevard: Underground 
under both footpaths / cycle lanes. 

Te Okuroa Drive: Swale on both 
sides then piped at intersections. 
Allowing for clearances = top 
width of 3.5m x2. 

5.1.4  Long  List Option Evaluation  

The assessment of the longlist served to identify and compare the economic, environmental, social, and 
cultural impacts of each option, as well as assess against the Investment Objectives. The assessment and 
approach have been applied in line with the requirements of NZTA. Specifically, value for money and options 
where benefits outweighing costs is ascertained.  

The following has been undertaken: 

�” Longlist MCA 
�” Reconfirming the investment profile. 

The longlisting process would normally include an Early Assessment Sifting Tool (EAST) assessment. This 
tool is used to identify options with fatal flaws to enable specific options to be stopped before progressing to 
�I�D�U���L�I���W�K�H�\���Z�R�Q�¶�W���D�F�K�L�H�Y�H���E�H�Q�H�I�L�W�V���R�U���K�D�Y�H���I�D�W�D�O���I�O�D�Z�V. In this instance as there is both a Do Minimum and 
Established Option, the use of EAST was deemed to be not necessary and agreed with NZTA and TCC.  
This is as many of these options have been purpose built for this particular greenfield site and thus do not 
have any fatal flaws. 

It should be noted that the options are developed at a concept design level; further details (e.g., intersection 
designs) are to be developed in subsequent planning and design stages. 
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The options have undergone a variety of stress testing through the MCA tool to provide decision makers with 
reliable information to assist in deciding which options to progress to further development stages. Further 
details are provided below. 

5.1.5 Multi Criteria  Analysis  

To evaluate the longlist of options an MCA was utilised. The MCA criteria, shown in Table 5-2, were agreed 
upon by the project team and partner organisations. The Criteria, grouped into three categories (1. 
Investment Objectives, 2. Implementability, and 3. Delivery, Maintenance, and Operations), were assessed 
using a scoring range of plus 5 to minus 5 in the MCA. This scoring range was agreed with TCC and partner 
organisations. 

Table 5-2 MCA Criteria50 

Key Areas of the MCA Framework and Asse ssment  

Investment Objectives 

�” IO1: Design and deliver and integrated and attractive transport system that enables a mode share 
outcome in Te Tumu of at least 30% PT and active modes from commencement. 

�” IO2: Innovative corridors for future communities that achieve the principles of Healthy Streets and 
Tauranga Moana design principles from commencement.3 

�” IO3: Enable the staged delivery of the structure plan & �:�D�L�U�—�N�H�L land use & supporting infrastructure. 

Assessment of Effects  

�” Te Ao �0�—�R�U�L 

�” Climate Change Mitigation 

�” Climate Change Adaptation  

�” Cumulative Impacts (To be completed at the shortlisting stage) 

�” Environmental Effects 

�” Consentability 

�” Social  

�” Economic 

�” Infrastructure 

Delivery, Maintenance and Operations 

�” Safety in Design 

�” Technical 

�” Operations and Maintenance 

�” Timeframe for Delivery 

Assessment Scores: 

Each of the individual criteria were assessed using the information available, to score on a scale of -5 
(significant adverse impact) to +5 (significant positive impact). 

Refer to Appendix C for more details on the MCA, including the spreadsheet used for evaluation with 
comments and scoring from specialists provided. 

5.1.6 Weighting and Sensitivity Testing  

Sensitivity testing was then undertaken, with different weightings applied across the three criteria groups for 
scenarios shown in Table 5-3 below, the raw, unweighted rankings were also included. A workshop was held 

 
50 Descriptions of criteria can be found in the NZTA MCA Guide https://www.nzta.govt.nz/assets/resources/planning-
policy-manual/docs/multi-criteria-assessment-user-guidance.pdf   
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on Monday 12 December 2022, where feedback from partner organisations and project team was captured, 
and the workshop rankings was also included for comparison. The weightings and sensitivity testing have 
been discussed at the start of the MCA and finalised during the workshop. 

Table 5-3 Scenarios for Sensitivity Testing 

 Investment Objectives  Implementability  
Delivery,  Maintenance 

and Operations  

Scenario 1 33% 33% 33% 

Scenario 2 50%  25% 25% 

Scenario 3 25% 50% 25% 

Scenario 4 25% 25% 50% 

5.1.7 Summary of Assessment  

The considerations for advancing the �³�&�K�D�O�O�H�Q�J�H�U���6�H�U�L�H�V�´��options (Long List Options 3-9) were based off the 
joint scoring of each corridor. As can be seen in the tables below there were 3 clear choices for advancing 
through to the short list, however because of the progression staging of the S�6�%�&���L�Q���W�K�H���µchallengers �F�X�S�¶��
model, only the two highest scoring options (Long List Option 4 and 9) would advance to the shortlist stage 
with the Established and Do minimum options. 

�x The Boulevard 

 

Figure 5-4 Long List MCA Scoring �± The Boulevard 

�x Te Okuroa Drive 

 

Figure 5-5 Long List MCA Scoring �± Te Okuroa Drive 

The scoring shown above is a summary of the evaluation exercise that included discussions with TCC and 
partner organisations. More details are presented in Appendix C. 

5.1.8 Outcome  

The outcome from the MCA is to progress with Longlist Option 4 and 9 into the shortlist as they are the 
highest-ranking options. 
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Table 5-4 MCA Outcome  

Option 
Number  

Option Description  Assessment  Reason  

1 Established Option 
 

This option meets the investment 
objectives and provides a suitable 
outcome 

2 Do Minimum Option 
 

This option meets the investment 
objectives and provides a suitable 
outcome 

3 TCC Design Guide Option 
 

This option meets the investment 
objectives and provides a suitable 
outcome 

4 
NZTA Aotearoa Street Design 
Guide Option 

 

This option meets the investment 
objectives and provides a suitable 
outcome 

5 MRCagney Option 
 

This option does not meet the investment 
objectives and does not provide a 
suitable outcome 

6 
Private Vehicle Focus Option 

  

This option does not meet the investment 
objectives and does not provide a 
suitable outcome 

7 

Highest Place Function & 
Highest Amenity and 
Placemaking Outcomes 
Focus Option 

 

This option does not meet the investment 
objectives and does not provide a 
suitable outcome 

8 
Continuation of Existing 
Cross-section Option 

 

This option does not meet the investment 
objectives and does not provide a 
suitable outcome 

9 Balanced Option 
 

This option meets the investment 
objectives and provides a suitable 
outcome 

Refer to Appendix D for a summary memo of the Longlist to Shortlist Option Evaluation exercise. 

5.1.9 Short list Option Evaluation  

As noted above the longlist to short list is based off the Challenger Series Model.  For the short list the 
corridors were combined as one option. As part of this approach the �³�'�R��M�L�Q�L�P�X�P�´���D�Q�G���W�K�H���³�(�V�W�D�E�O�L�V�K�H�G��
�2�S�W�L�R�Q�´ were carried through �± along with two additional options as selected above which reduced the long 
list from seven options to two.  For further details on the Do Minimum and Established Options and the 
approach please refer to Section s 5.1.1, 5.1.2 and 5.1.3. 

The Shortlisted Options were refined and developed further, allowing a more detailed and granular MCA to 
be undertaken. Refer to Appendix E for the shortlist MCA details. 

The refined options are summarised in Table 5-5 and Table 5-6. 
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Table 5-5 Shortlist Option Details �± The Boulevard 

The Boulevard  Option Details  

Option 1:  

Established 
Option. 

Defined by a central running bus lane configuration divided by a solid median, with bi-
directional cycle and footpaths on either side. Landscaping elements include low level 
native planting with trees along the front berm. Stormwater conveyance provided by a 
piped system with raingardens/ filter strip/ swales within the grass verge. Major 
intersections along the corridor are signalised and minor intersections are limited to left-in 
left-out. 

 

Option 2:  

Do Minimum. 

Defined by a single lane carriageway with on-street parking on both sides of the road. 
Cycle provision is provided by way of one-way on-road cycle lanes, pedestrian provisions 
include standard 1.5m wide footpaths on both sides. Stormwater conveyance is provided 
by a piped system. Intersection layouts along the corridor will typically be uncontrolled or 
a roundabout. 

 

Option 3  (Long 
list Option 4): 

NZTA Street 
Design. 

This option includes a carriageway with a dedicated bus lane and a single traffic lane on 
both sides. Pedestrian and cycle provisions consist of a separated one-way cycle path 
and footpath on both sides of the road. Stormwater conveyance is facilitated through 
swales, which separate the bus lane and cycle ways on both sides.  Major intersections 
along the corridor are comprised of a combination of signalised and uncontrolled 
intersections. 

 
Option 4 (Long 
list Option 9): 

Balanced 
Option. 

This option includes a two-way single lane road with public transport priority at 
intersections with bus shelters, swales, and in-lane parking buffered on either side by 
single way cycle ways and footpaths. Major intersections along the corridor are 
comprised of a combination of signalised and uncontrolled intersections. 
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The Boulevard  Option Details  

 

 

Table 5-6 Shortlist Option Details �± Te Okuroa Drive 

Te Okuroa 
Drive  

Option Details  

Option 1:  

Established 
Option. 

This option includes two lanes each way (four lanes total) proposed up to Bell Road 
where the configuration will change to single lane (two lanes total). This shall be divided 
by a central planted median island. Pedestrian and cycle provisions include a dual cycle 
path and footpath on the northern side and a 4m wide shared path on the southern side. 
Stormwater conveyance follows the design defined for The Boulevard. Major 
intersections along the corridor are defined are a mix of signalised and roundabout 
intersections and minor intersections are limited to left-in left-out movements.  

 

Option 2:  

Do Minimum. 

Defined by a single lane carriageway with on-street parking on both sides of the road. 
Cycle provisions are provided by way of one-way on-road cycleways, pedestrian 
provisions include standard footpaths on both sides. Stormwater conveyance is provided 
by a piped system. Intersection layouts along the corridor will typically be signalised or a 
roundabout. 

 

Option 3  (Long 
list Option 4): 

NZTA Street 
Design. 

The Te Okuroa Drive corridor shares several similarities with The Boulevard but with 
additional traffic lanes where demand necessitates. A two-way cycle lane on the northern 
side while the southern side is equipped with a footpath. 
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Te Okuroa 
Drive  

Option Details  

Option 4  (Long 
list Option 9): 

Balanced 
Option. 

This option presents a single lane carriageway that is buffered with parking between 
swales. Occupying either side are single way cycle lanes, berms, and a 1.8m footpath. 
Major intersections along the corridor are a mix of signalised and roundabout 
intersections and minor intersections are limited to left-in left-out movements. 

 

5.1.10 Short list Option Assessment  

The criteria, weighting, and sensitivity testing for the shortlist MCA was the same as the longlist, with 
additional Transport and Economic Modelling detail available (evaluating PT Mode Share, Cycle Mode 
Share, Emissions and indicative benefit-cost ratio), and embedded carbon assessments and qualitative / 
relative costs assessments having also been undertaken. 

At the Short List stage, each of the four options were developed further. Both corridors (The Boulevard and 
Te Okuroa Drive) were assessed together, on a corridor-wide basis, and scoring considered how each 
option would respond to land use in each area along the corridor.  

A workshop was held in February 2023 where feedback from partner organisations and the project team was 
captured. The options were presented, together with the details of each of these criteria listed in Table 5-7. 
The table below shows the additional details considered in the shortlist assessment, indicated by an asterisk 
(*), on top of the initial criteria used in the longlist MCA assessment presented in Table 5-2. 

Table 5-7 Additional Shortlist MCA Criteria 

Key Criteria  Description  

Corridor Width Describes the width of the road corridor 

PT Mode Share (From Model)* The Modelled PT Mode share 

Cost* The Financial cost for implementing the corridors 

Indicative Economic Benefit* The Economic Benefits that are likely to occur 

Embedded Carbon* The amount of carbon embedded in the construction 

VKT (From Model)* Vehicle Kilometres Travelled daily 

Emissions (From Model)* Level of Emissions 

Quality of Urban Environment How it supports healthy streets and community cohesion 

Risks The risks associated with the implementation 

5.1.11 Summary of Assessment  

Option 1 �± Established Option (Revised)  

�:�K�L�O�V�W���W�K�H���³�(�V�W�D�E�O�L�V�K�H�G���2�S�W�L�R�Q�´���Z�R�X�O�G���V�H�H���D���V�L�J�Q�L�I�L�F�D�Q�W���U�L�V�H���L�Q���3�7���V�H�U�Y�L�F�H�V���D�O�R�Q�J���7�K�H���%�R�X�O�H�Y�D�U�G���D�O�O�R�Z�L�Q�J���I�R�U���D��
significant level of mode shift, this corridor is comparatively wide and comes at the highest cost. It also lacks 
a sufficient ability to deal with stormwater, as noted regarding the concerns around forecasted increase in 
rainfall and the need for resilience against future weather events. 
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Option 2 �± �³�'�R���0�L�Q�L�P�X�P�´���2�S�W�L�R�Q 

�7�K�H���³�'�R���P�L�Q�L�P�X�P�´���R�S�W�L�R�Q���Z�D�V���G�H�H�P�H�G���W�R���Q�R�W���E�H���V�X�I�I�L�F�L�H�Q�W���W�R���P�H�H�W���W�K�H���I�X�W�X�U�H���Q�H�H�G�V���R�I���W�K�H���D�U�H�D�����H�V�S�H�F�L�D�O�O�\��
when weather events highlight the strong need for an effective stormwater management solution for the 
area, and misalignment with Investment Objectives around providing for future growth and the desire to 
increase uptake in public transport, walking and cycling. 

Option 3 �± Urban Connector  

The NZTA Street Design Guideline Option (Option 3) has the 2nd highest costs; however, it also yields the 
highest economic benefit (indicatively). Although this option is the second widest, it delivers the key 
�L�Q�I�U�D�V�W�U�X�F�W�X�U�H���W�K�D�W���W�K�H���³�(�V�W�D�E�O�L�V�K�H�G���2�S�W�L�R�Q�´���D�O�O�R�Z�V���Z�L�W�K���D���U�H�G�X�F�H�G���H�P�E�H�G�G�H�G���F�D�U�E�R�Q���L�P�S�D�F�W�����7�K�H���V�W�R�U�P�Z�D�W�H�U��
considerations for this option are also slightly better than the established option. 

Option 4 �± Balanced Option  

�7�K�H���³�%�D�O�D�Q�F�H�G�´���R�S�W�L�R�Q���D�L�P�V���W�R���D�F�K�L�H�Y�H��a balanced result that maximises the benefits for stormwater 
management, movement of people and vehicles, and creating an appealing urban environment. This option 
lacks in its ability to provide public transport mode share which has been identified as one of the key criteria. 
However, it also has the overall best stormwater outcomes and the best quality of urban environment, which 
has been considered as an important detail due to the ongoing effects of climate change and the increase in 
significant weather events. 

5.1.12 Outcome  

The following table shows the ranking of all options for each sensitivity test and the partner workshop in the 
detailed MCA scoring. Options 3 ranks 1st for all scenarios but it was noted that there are some high scoring 
aspects of Option 4. 

 

Figure 5-6 MCA Ranking of Options 

The options were reviewed and discussed in workshops with landowners and stakeholders, with pros and 
cons of the options summarised in Table 5-8. 

Table 5-8 Landowner Feedback 

Key Criteria  Option 1  Option 2  Option 3  Option 4  

Width Widest Narrowest 2nd Widest 2nd Narrowest 

Cost Highest Lowest 2nd Highest 2nd Lowest 

Public Transport Mode Share Highest Equal 2nd Lowest Highest Equal Lowest 

Cycle Mode Share Highest Equal Lowest Highest Equal Highest Equal 

Economic Benefit 2nd Highest 
Base option for 
comparison 

Highest Slight positive 

Embedded Carbon Highest Lowest 2nd Highest 2nd Lowest 
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Key Criteria  Option 1  Option 2  Option 3  Option 4  

Emissions and VKT 
Negligible 
difference 

Negligible 
difference 

Negligible 
difference 

Negligible 
difference 

Quality of Urban Environment Mid range Lowest Mid range Highest 

As shown in Figure 5-6 and Table 5-8, Option 3 shows the best overall outcomes and was also voted for by 
the partners as the Preferred Option. Key highlights of Option 3 include: 

�” PT Mode share equal to Option 1 
�” PT lane configuration �± can achieve PT uptake with more traditional outer-running buses (vs centre-

running Option 1) 
�” Highest relative economic benefit (indicative) 
�” Corridor width narrower than Option 1 but wider than Option 2 and Option 4 
�” Cost expected to be less than Option 1 but greater than Option 2 and Option 4 
�” With elements of Option 4 incorporated quality of urban environment could be improved.  

It was agreed that the Preferred Option for the SSBC should be based on Option 3 and incorporating the 
highest scoring elements of Option 4. This will provide the best outcomes, with highlights of each as follows:  

�” Option 3 provides the highest equal PT and cycle mode share and the greatest economic benefit �± such 
that the on-road aspects of Option 3 should be carried through to the hybrid preferred option.  

�” Option 4 provides the highest quality urban environment �± such that the off-road aspects of Option 4 
should be carried through to the hybrid preferred option 

Refer to Appendix F for a summary memo of the Shortlist to Preferred Option Evaluation exercise. 

5.1.13 Appraisal Summary Tables  

Appraisal Summary Tables (ASTs) provide decision-makers with an overview of the various impacts 
associated with each option compared to the do minimum, including monetised, quantitative, and qualitative 
impacts. The subcategories were chosen based on their relevance and fit with the investment objectives of 
the development of the Te Tumu area. This section offers a summarised version of the results from these 
tables. Like the Shortlist MCA, the table comprises the comments regarding both corridors together as to 
remain consistent with the optioneering process at this stage. 

The baseline for many of the benefits outlined in the Appraisal Summary Table are unable to be calculated, 
due to the current land use of the area, or due to the lack of information about the area. However, in the 
process of identifying these measures it is important to note, that there is a significant benefit relating to 
these that should nonetheless be considered. 

Table 5-9 Summary of AST 

Transport 
Outcomes and 
Benefit  

Option 1  

Established Option 

Option 3  

WK Street Design 

Option 4  

Balanced Option 

Healthy and 
safe people 

�” Separates various 
corridors from each 
other to reduce 
collision opportunity 
(cars, bikes, people). 

�” Decrease in emissions. 

�” All transport modes 
provided for.  

�” Separates cars and 
bikes / pedestrians 
decreases car-bike 
collisions. 

�” Highest uptake of 
active modes. 

�” Lowest emissions. 

�” Separates modes to 
reduce risk (cars, 
bikes, people). 

�” Decrease in emissions. 

�” All transport modes 
available. 
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Transport 
Outcomes and 
Benefit  

Option 1  

Established Option 

Option 3  

WK Street Design 

Option 4  

Balanced Option 

Resilience and 
security 

�” Road network unlikely 
to reach capacity by 
2048, supported by 
active mode uptake. 

�” Space for PT provides 
increased resilience. 

�” Road network unlikely 
to reach capacity by 
2048, supported by 
active mode uptake. 

�” Space for PT provides 
increased resilience. 

�” Road network unlikely 
to reach capacity by 
2048. 

�” Space for PT provides 
increased resilience. 

Economic 
prosperity 

�” Enables high level of 
PT Services with Local 
route and bus priority. 

�” Dedicated bus lanes on 
The Boulevard. 

�” Enables high level of 
PT Services and Active 
modes with local route 
and bus priority. 

�” Dedicated bus lanes 
along The Boulevard 

�” Enables higher level of 
PT Services with local 
route and bus priority. 

�” Bus priority on The 
Boulevard 

Environmental 
sustainability 

�” Low CO2 emitted. 

�” Lowest VKT. 

�” Lowest CO2 emitted. 

�” Lowest VKT. 

�” Low CO2 emitted. 

�” Low VKT. 

Inclusive access �” Encourages mode shift. 

�” Has cycle ways along 
the whole corridor. 

�” Separated footpaths 
from cycle lanes. 

�” PT Uptake = 4,800 per 
day 

�” Some community 
cohesion. 

�” Te Okuroa Drive with 
the wide corridors but 
narrow footpaths lack 
connection to town 
centre. 

�” PT Uptake = 4,800 per 
day 

�” Encourages mode shift. 

�” Has cycle ways along 
the whole corridor. 

�” Separated footpaths 
from cycle lanes. 

�” PT Uptake = 4,500 per 
day 

Refer to Appendix G for the detailed ASTs for the preferred option.  

5.2 �:�D�L�U�—�N�H�L Option Assessment  

A separate option development and evaluation assessment was carried out for the Wairakei components of 
the business case, this included the bus hub and layover location and layout and the design of The 
Boulevard, Sands Avenue and Te Okuroa Drive within Wairakei. This was separated due to the specific town 
centre considerations required and need to engage directly with Bluehaven on town centre options 
specifically.  

5.2.1 Town Centre Bus Hub Shortlist Evaluation  

The �:�D�L�U�—�N�H�L / Te Tumu Town Centre (Town Centre) is the planned main retail community for people who 
will live, work, learn and play in the Te Tumu and �:�D�L�U�—�N�H�L community. Because of this, high quality public 
transport, walking and cycling facilities and services are required to serve the area.  

The City Plan zoning for �:�D�L�U�—�N�H�L is shown in Figure 5 -7.  
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Figure 5-7 �:�D�L�U�—�N�H�L town centre zoning51 

A bus hub has been assessed as part of the planning process for the Town Centre. The concept design for 
the bus stops is based on NZTA�¶�V���3�X�E�O�L�F���7�U�D�Q�V�S�R�U�W���'�H�V�L�J�Q���*�X�L�G�H�����3�7�'�)�������&�R�Q�V�L�G�H�U�D�W�L�R�Q�V���Z�H�U�H���J�L�Y�H�Q���R�Q���W�K�H��
frequency (20 buses per hour per direction) and that the stops on The Boulevard will be a timing point for 
buses to realign with a timetable. Double bus stops were conceptualised and a split 63m long kerbside bus 
stop layout is proposed as shown in Figure 5 -8. 

 

Figure 5-8 Split Kerbside Bus Stops52 

 
51 TCC City Plan  
52 Te Tumu Infrastructure SSBC �:�D�L�U�—�N�H�L Town Centre Bus Hub (Stantec, 2023) 
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The bus stop assessment included the optioneering and an MCA analysis53 for selecting the recommended 
bus stop locations. Three options were assessed and scored against a base option with considerations to 
the following criteria: 

�” Impact on pedestrians �± pedestrian safety and accessibility 
�” Impact on public transport (PT) �± convenient PT access; enabling reliable bus travel time 
�” Impact on cyclists �± cyclist safety and comfort  
�” Impact on traffic �± general traffic delay 
�” Network safety �± road safety 
�” Land use and PT integration �± directness of pedestrian links to bus stops and key Town Centre land 

uses. 

The options are illustrated in Figure 5 -9 and a summary of the MCA considerations shown in Table 5-10. It 
is noted that Option 2 emerged as the preferred option . Consultation on the preferred option with 
Bluehaven as landowners has been completed and Bluehaven is leading the ongoing design development in 
consultation with TCC as part of the �:�D�L�U�—�N�H�L Town Centre Developer Agreement.  

 

Figure 5-9 Bus Stop Spacing in �:�D�L�U�—�N�H�L and Te Tumu54. Refer to Appendix H. 

Table 5-10 Town Centre Bus Stop Location Options 

Option  Description  Criteria Considerations  

Option 1 Bus stops closer to 
supermarket 

Improved staggered pedestrian crossing; improved bus 
accessibility; minimised conflict of bus and cyclists; 
kerbside buses may cause traffic delay; improves safety 

Option 2 Bus stops closer to Sands Ave Same as Option 1 but has improved signalised pedestrian 
crossing location and is closer to the main mall entrance. 

Option 3 Bus stops closer to Stevenson 
Drive Roundabout 

Same as Option 2 but has slightly worse access to the mall. 

A more detailed discussion of the �:�D�L�U�—�N�H�L bus hub option assessment and preferred option is presented in 
Appendix H. 

Optioneering for roads within �:�D�L�U�—�N�H�L has been undertaken and TCC is working with Bluehaven around 
elements of the design. The business case has considered the design of The Boulevard, Sands Avenue and 
Te Okuroa Drive. The main change to arise from this analysis is provision of the cycleway on the northern 
side of Te Okuroa Drive to allow better connectivity for the residential catchments and local schools that 
mostly are all north side. Such design would provide better continuity for the cycleway from the Eastern 
Boundary Road towards Te Tumu. The changes have been adopted as the preferred option for these road 
sections within Te Tumu. 

 
53 Te Tumu Infrastructure SSBC �:�D�L�U�—�N�H�L Town Centre Bus Hub (Stantec, 2023) 
54 Te Tumu Infrastructure SSBC �:�D�L�U�—�N�H�L Town Centre Bus Hub (Stantec, 2023) 
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Figure 5-10 Te Okorua Drive design at the Eastern Boundary Road55 

The road network in �:�D�L�U�—�N�H�L is illustrated below.  

 

Figure 5-11 Road network layout in �:�D�L�U�—�N�H�L (Source: Bluehaven)  

 
55 Te Tumu Infrastructure SSBC �:�D�L�U�—�N�H�L Town Centre Bus Hub (Stantec, 2023) 
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6 �3�U�H�I�H�U�U�H�G���2�S�W�L�R�Q���$�V�V�H�V�V�P�H�Q�W 

6.1 Te Tumu  

�7�K�H���3�U�H�I�H�U�U�H�G���2�S�W�L�R�Q���H�P�H�U�J�L�Q�J���I�U�R�P���W�K�H���V�K�R�U�W�O�L�V�W���V�W�D�J�H���Z�D�V���D���µ�K�\�E�U�L�G�¶���R�S�W�L�R�Q�����W�D�N�L�Q�J���D�V�S�H�F�W�V���R�I���2�S�W�L�R�Q�������D�V���D��
base and incorporating the off-road aspects of Option 4.  

The Preferred Option was developed further, with key design considerations summarised below: 

�” Road alignment and signalised intersections have been provided in accordance with the draft Structure 
Plan. 

�” Pedestrian and cyclist crossings of side roads at signalised intersections is provided in the form of a 
�³�7�R�X�F�D�Q�´���F�U�R�V�V�L�Q�J, which allows for both user types to cross at the same time. 

�” All intersections are shown as raised platforms to reduce speed. 
�” Dedicated bus lanes are proposed along The Boulevard, from the Eastern Boundary Road to the 

intersection with Te Okuroa Drive, and are designed in accordance with TCC�¶�V���,�Q�I�U�D�V�W�U�X�F�W�X�U�H��
Development Code (IDC). 

�” The concepts are informed by transport modelling of 15,500 population with sensitivity tests of 20,000 
and 25,000. 

�” The assumed speed limits are 30-40km/h on The Boulevard and 50 km/h on Te Okuroa Drive to support 
a more multimodal outcome for The Boulevard and a higher movement priority along Te Okuroa Drive. 

�” Stormwater management has considered critical criteria such as the 100-year flood level, groundwater 
and freeboard allowance to building platforms and the arterial roads. 

�” Arterial roads will need to be operational in a 100-year rainfall event to maintain emergency access during 
flood events. 

�” The stormwater management has considered the arterial road catchment to allow for at-source treatment 
and conveyance along the corridor. Swales have been selected as placeholders to provide at-source 
treatment, conveyance, and attenuation during significant events. 

A more detailed discussion on the concept design development is presented in Appendix I. 

The following images show the cross sections and renderings of the Preferred Option.  
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Figure 6-1 Indicative Cross Sections for The Boulevard and Te Okuroa Drive 

 

Figure 6-2 Intersection Locations 
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Figure 6-3 Te Tumu Signalised Midblock Crossing near the School 

 

 

Figure 6-4 Te Tumu Three-leg Roundabout �± Te Okuroa Drive 
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Figure 6-5 Te Tumu Signalised Intersection �± Te Okuroa Drive / Link 2 Road 

 

 

Figure 6-6 Te Tumu Typical Priority Controlled Intersection 

The designs are in conceptual stage only and the cross sections are shown in Appendix J . Details around 
midblock crossings, bus stop locations, detailed intersection arrangements and other matters such as tree 
locations (may require variation subject to final utility services corridor), will be part of subsequent design 
stages. 
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6.2 �:�D�L�U�—�N�H�L  

The preferred bus stop location option is illustrated in Figure 6 -6.  

The preferred option provides bus lanes, quality bus stop facilities, appropriate facilities for active modes and 
quality amenity along the corridor. �,�Q���W�K�H���V�K�R�U�W���W�H�U�P�����W�K�H���E�X�V���K�X�E���Z�L�O�O���I�X�Q�F�W�L�R�Q���D�V���D���µ�W�H�U�P�L�Q�D�W�L�Q�J���I�D�F�L�O�L�W�\�¶���W�R���E�H��
located at The Boulevard (between Stevenson Drive and The Sands Avenue) and will require bus stops and 
layover facilities. In the long term, this will be transitioned to a 'thro�X�J�K���U�R�X�W�H�G���I�D�F�L�O�L�W�\�¶���Z�L�W�K���D���O�D�\�R�Y�H�U���O�R�F�D�W�L�R�Q��
on Stevenson Drive and a terminating facility toward the eastern end of Te Tumu. 

 

Figure 6-7 Town Centre Bus Stop Locations �± Option 2 

In comparison to other options considered, the preferred option has optimal positioning in terms of providing 
direct access to the main mall entrance and Sands Avenue shops. The kerbside and midblock bus 
configuration will improve network safety, will have lesser delays for buses and is better for pedestrians and 
cyclists. 

The design of this component is being progressed by Bluehaven as landowners in the �:�D�L�U�—�N�H�L Town 
Centre. A concept cross section from Bluehaven is provided below (note this is indicative concept only to 
show the general arrangement and details such as service corridors etc still need to be agreed with TCC). 
This includes bus lanes and separated cycle facilities along The Boulevard. Details of the design in this area 
will be progressed with Bluehaven.  

 

Figure 6-8 Cross Section of The Boulevard in �:�D�L�U�—�N�H�L Town Centre (Source: Bluehaven)  
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6.2.1 The Sands Avenue and Te Okuroa Drive within �:�D�L�U�—�N�H�L 

As part of the business case process the Preferred Option has been considered against the existing design 
of The Sands Avenue and Te Okuroa Drive in �:�D�L�U�—�N�H�L. Optioneering for The Sands Avenue and Te Okuroa 
Drive has been undertaken previously and the focus of the business case was to check that the proposed 
designs support integration between the �:�D�L�U�—�N�H�L town centre and Te Tumu.  

The Sands Avenue design is approximately 37.5m wide (to the back edge of the shared path / footpath). The 
Preferred Option (for both The Boulevard and Te Okuroa Dr) fits within this width, so there is sufficient land 
for implementation. The on- and off-road facilities depicted in the Preferred Option for The Boulevard / Te 
Okuroa Drive generally match those shown in the existing design for The Sands Avenue. Of note, there is a 
large crossing at Bill Miller drive which has been designed with pedestrian and cycle crossing facilities which 
will support the Preferred Option philosophies. Sands Avenue is not expected to accommodate a bus route; 
however, the design includes bus stops and will support public transport if this was required to be routed 
through this section. Note that designs can be updated in case buses will not serve this corridor. 

An earlier iteration of the Preferred Option included a cycleway on the southern side of Te Okuroa Drive 
which was not in alignment with the proposed design. The Preferred Option has been amended to show the 
cycleway on the northern side which ties in well with the existing design for this area.  

The design for The Sands Avenue and Te Okuroa Drive in the �:�D�L�U�—�N�H�L area should be developed in 
accordance with the Preferred Option principles; in particular, limiting vehicle access on to Te Okuroa Drive / 
crossings of the cycleway. 

6.3 Transport Modelling  

This section presents a summary of transport modelling undertaken for the preferred option. The Tauranga 
Transport Strategic Model (TTSM) and Tauranga Transport Hybrid Model (TTHM) were utilised to analyse 
the transport network performance considering the options put forward in this business case. The modelling 
output discussion focusses on the operation of The Boulevard and Te Okuroa Drive within Te Tumu. 
Detailed modelling of transport networks within �:�D�L�U�—�N�H�L has been completed for other projects including the 
�3�—�S�—�P�R�D East Interchange and Town Centre consent (this area is included in the modelling analysis but just 
not a focus of this section).  

The transport modelling has been peer reviewed and minor changes were made as a result.  

Delays and levels of service (LOS) were determined for relevant intersections, as shown in Table 6-1. The 
main constraint in terms of intersection performance is Boundary Road / The Boulevard but the level of 
service is acceptable considering this is for one peak hour in weekdays only and that buses are not delayed 
by traffic congestion due to the provision of bus lanes. 
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Figure 6-9 Intersection Locations 

 

Table 6-1 Delays and LOS at Intersections �± TTHM (15,500 population scenario) 

Intersection  Scenario  
AM Peak (2048+) PM Peak (2048+) 

Ave. Delay LOS Ave. Delay LOS 

Boundary Road / 
The Boulevard 

Do Minimum 60 E 86 E 

Preferred Option 51 D 88 E 

Boundary Road / 
Te Okuroa Dr 

Do Minimum 52 D 37 D 

Preferred Option 51 D 46 D 

The Boulevard / 
Link Road 2 

Do Minimum 32 C 27 C 

Preferred Option 24 C 25 C 

Te Okuroa Dr / 
Link Road 2 

Do Minimum 42 D 44 D 

Preferred Option 45 D 44 D 

The Boulevard / 
Te Okuroa Drive 

Do Minimum 12 B 12 B 

Preferred Option 12 B 13 B 

Peak hour travel time results for buses and cars along The Boulevard in year 2048 are presented in Figure 
6-10 and Figure 6-11. The figures compare the Do Minimum and Preferred Option scenarios. 

 

�%�R�X�Q�G�D�U�\���5�G������
�7�K�H���%�R�X�O�H�Y�D�U�G

�%�R�X�Q�G�D�U�\���5�G�������7�H
�2�N�X�U�R�D�'�U

�7�K�H���%�R�X�O�H�Y�D�U�G������
�/�L�Q�N���5�R�D�G����

�7�H�2�N�X�U�R�D�'�U������
�/�L�Q�N���5�R�D�G����

�7�K�H���%�R�X�O�H�Y�D�U�G�������7�H
�2�N�R�U�X�D�'�U
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Figure 6-10 AM Peak Travel Times �± TTHM 

 

 

Figure 6-11 PM Peak Travel Times �± TTHM 

Public transport and cycle trips are presented in Table 6-2, with comparisons between the do minimum and 
preferred option for future years. The trips considered are those originating from Te Tumu and �:�D�L�U�—�N�H�L. The 
2048+ scenarios show full build out of Te Tumu (15,500 population) which occurs after 2048. 

Table 6-2 PT and Cycle Trips �± TTSM 

Scenario  
PT Trips  Cycling Trips  

AM Peak Average Daily AM Peak Average Daily 

2031 Do Minimum 251 1,188 168 1,357 

2031 Preferred Option 260 1,255 202 1,567 

2048 Do Minimum 361 1,711 305 2,333 

2048 Preferred Option 384 1,841 422 3,127 

EB car WB car EB bus WB bus

Do Minimum 10.6 11.1 15.7 15.6

Preferred Option 10.3 10.6 15.1 14.9
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Scenario  
PT Trips  Cycling Trips  

AM Peak Average Daily AM Peak Average Daily 

2048+ Do Minimum 416 1,928 363 2,718 

2048+ Preferred Option 446 2,099 523 3,885 

2048+ PT Reference Case 673 3,786 Not modelled (minor impact) 

As above the proposed infrastructure is expected to increase public transport ridership. However the most 
significant increase is apparent when addition PT services are included in the option (+ PT reference case). 
This highlights the importance of delivering frequent buses that use the infrastructure proposed in this 
business case to maximise benefits. The cycle infrastructure leads to higher cycle volumes. The higher PT 
and cycle volumes mean there will be less private car use in the option scenarios. It is also noted that there 
will be some shift from cycling to PT in the Reference Case scenario but the impact of this is expected to be 
minor. 

Relevant transport statistics are presented in Table 6-3. 

Table 6-3 Transport Network Statistics and Vehicle Emissions �± TTSM 

Scenarios / Parameters  
Average  Daily 

VKT 
Average Daily 
Vehicle Trips  

Carbon 
monoxide (CO) 

kg/day  
CO2-eq/ Person  

2031 Do Minimum 6,267,000 799,900 3,029 5.6 

2031 Preferred Option 6,264,300 799,800 3,028 5.6 

2048 Do Minimum 7,559,500 956,600 830 2.9 

2048 Preferred Option 7,559,400 956,500 830 2.9 

2048+ Do Minimum 7,643,700 969,200 838 2.8 

2048+ Preferred Option 7,639,000 969,000 838 2.8 

2048+ PT Reference Case 7,589,200 960,200 833 2.8 

As above, the preferred option results in lower VKT, trips and emissions.  

There are a number of external initiatives that can be implemented to improve outcomes in regard to mode 
share and emissions and it is recommended that TCC consider these further subsequent to the business 
case such as; higher frequency bus services (BOPRC), controls on parking city-wide, travel behaviour 
chance programmes such as promotion and marketing of sustainable modes with communities, businesses 
and schools.  

More detailed outputs are presented in the following appendices: 

�” LOS Plots �± Appendix K 
�” Network Statistics �± Appendix L 
�” Vehicle Emissions �± Appendix M 
�” Flow Difference Plots �± Appendix N 

Documentation for the modelling peer review is presented in Appendix O .  

6.4 Sensitivity Test Modelling  

Sensitivity testing of different land use scenarios was undertaken to determine if the preferred option has 
good outcomes against the objectives of the business case even with higher populations beyond 2048.The 
base scenario (Sc1) considers the base population of 15,500 in Te Tumu. The two additional land use 
scenarios that were tested are: 
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�” Land Use Scenario 2 (Sc2) �± 20,000 population in Te Tumu beyond 2048 
�” Land Use Scenario 3 (Sc3) �± 25,000 population in Te Tumu beyond 2048. 

The additional population necessitates the following network changes to enable an appropriate level of 
service. These changes have also been considered in past studies.  

�” Additional eastbound off ramp at �3�—�S�—�P�R�D East Interchange connecting to Bell Road 
�” Extension of the four lane section on Te Okuroa Drive to Link Road 3.  

These changes are not proposed as part of the business case as this was a sensitivity test only. The results 
are summarised below. 

Table 6-4 PT and Cycle Trips �± TTSM 

Scenario  
PT Trips  Cycling Trips  

AM Peak Average Daily AM Peak Average Daily 

2048+ Do Minimum 416 1,928 363 2,718 

2048+ Preferred Option �± Sc1 446 2,099 523 3,885 

2048+ Preferred Option �± Sc2 497 2,311 Not modelled for sensitivity tests but 
will increase with higher populations 2048+ Preferred Option �± Sc3 577 2,596 

2048+ PT Reference Case 673 3,786 

The above tables demonstrate that with higher populations, the preferred option has good outcomes against 
the objectives of the business case by increasing public transport use and cycling against the do minimum. 
Furthermore the transport network still operates well, i.e., buses are able to avoid queues, delays are 
acceptable, LOS is acceptable. This highlights the benefit of increased densities along the public transport 
walking and cycling corridors to maximise the benefit of the infrastructure. 

6.4.1 GHG Emissions Estimate  

Embodied emissions were determined by a whole of life GHG emissions (tonnes of carbon equivalent, 
tCO2e) assessment has been undertaken using the NZTA Project Emissions Estimation Tool (PEET, Beta 
Version 3.07) and material quantities provided by the Beca cost estimation team. 

Carbon reduction measures that have been implemented during the preferred option design development 
are summarised below:  

�” Eliminate central median to reduce materials use overall 
�” Minimal provision of additional lanes at intersections, use of bus lane for left turn, min right turn 
�” Off road cycle paths asphalt (rather than concrete) 
�” Design and consenting of transport provision to allow future flexibility of use (reduce future embodied 

materials use) 

The total construction and operational emissions estimate for the preferred design option is 81,300 tCO2e, 
broken down as follows: 

�” Construction emissions estimate: 41,000 tCO2e 
�” Operation and maintenance emissions estimate (100years project lifespan): 40,300 tCO2e 

Further detail on emission estimates and carbon reduction opportunities is provided in the Design Report 
(Appendix I).  
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6.5 Value for Money  

Value for money in the business case process is defined as56 

�” Strategic alignment, which considers how well the investment aligns to strategic goals and priorities 
�” Effectiveness of the investment, which considers the extent to which it will achieve the desired outcomes 
�” Efficiency of the investment in terms cost�±benefit appraisal.  

In regard to strategic alignment the outcomes of this business case have a strong alignment to the following 
strategic priorities in particular within the draft 2024 Government Policy Statement for Transport57: 

�” Sustainable urban and regional development : People can readily and reliably access social, cultural, 
and economic opportunities through a variety of transport options. Sustainable urban and regional 
development is focused on developing resilient and productive towns and cities that have a range of low-
emission transport options and low congestion. 

�” Safety : The primary focus of this priority is to make transport substantially safer for all. 

The business case outcome can also have a strong alignment to the following GPS priority, however there is 
reliance on external factors (bus service provision, parking controls, land use planning etc) which will need to 
contribute.  

�” Reducing emissions : Transitioning to a lower carbon transport system. 

With regard to effectiveness of the anticipated outcome against the investment objectives this is summarised 
in Table 6-5.  

Table 6-5 Preferred Option Outcomes against Investment Objectives 

Investment Objective  Anticipated Outcome  

Design and deliver an 
integrated and attractive 
transport system that enables 
a mode share outcome in Te 
Tumu of at least 30% PT and 
active modes from 
commencement 

The preferred option considers a range of factors (amenity, movement, 
services etc) and presents a viable solution that integrates all modes.  

Modelling indicates a bus, walk and cycle mode share outcome of 13-15% 
in Wairakei / Te Tumu depending on the level of walking. This is higher 
than achieved in existing Tauranga suburbs (around 7%) but short of the 
target 30%. Additional non infrastructure measures like pricing, education 
and communication will be necessary to meet the target. 

Modelling indicates trip containment within Wairakei / Te Tumu of above 
40% which meets the target. This is dependent on land use delivery being 
in-line with the structure plan.   

Innovative corridors for future 
communities that achieve the 
principles of Healthy Streets 
and Tauranga Moana design 
principles from 
commencement 

Assuming the bus and cycle facilities are delivered as proposed, 100% of 
Te Tumu and Wairakei will be within 400m of a high-quality cycle facility 
and 800m of a high quality public transport route. This achieves the KPI.  

The design applies many of the ten principles of healthy streets58. An 
evaluation of the preferred option for The Boulevard and Te Okorua Drive 
resulted in a Healthy Streets score of 66. Noting that several details 
needed in the assessment are still unavailable and actual outcomes will 
depend on the detailed design, but generally all principles can be 
achieved. Achieving the target value of 70 will need to be confirmed as the 
design is further developed.  

 
56 Waka Kotahi business case guidance 
57 Draft GPS 2024 
58 https://www.healthystreets.com/what-is-healthy-streets 
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Investment Objective  Anticipated Outcome  

A financial contribution for design is included in the cost estimate and the 
actual application of the Tauranga Moana design principles would be part 
of subsequent design stages.  

Enable the staged delivery of 
the structure plan & �:�D�L�U�—�N�H�L 
land use & supporting 
infrastructure over time 

The option enables staged delivery by providing a multimodal corridor 
along The Boulevard that can support travel by a range of modes from the 
outset of development. The �:�D�L�U�—�N�H�L Bus Hub can be delivered in the 
short term to set a quality benchmark for multimodal transport choice in 
this area. Note that achieving the Wairakei staging timeframes will be 
dependent on the approval of this business case and there is a risk this is 
not achieved if delays occur. Approval of the business case will support 
staged delivery of infrastructure that aligns with land development.  

A summary of an indicative economic benefit cost ratio outcome is provided below. The economic analysis 
utilises the Tauranga Transport Strategic Model and a calculation spreadsheet that has been peer reviewed. 
The BCR is indicative only at this stage and will be highly influenced by the delivery timeframes. A staged 
delivery and population growth over 40 years is assumed in the BCR calculations.  

A Government BCR is also provided, this assumes only cost to Council / Government, i.e. it removes costs 
paid by developers / landowners. This is indicative as cost shares have not been agreed at this stage but it 
shows the actual value of investment to Government when considering the private sector contribution is 
much greater than the project BCR.   

Table 6-6 BCR Components / Indicative Benefit Cost Ratio (Preferred Option compared with Do Minimum) 

Component  Project Cost s / 
benefits ($M)  

Government Cost / 
benefits ($M)  

Travel Time  -6.0 -6.0 

Congestion  1.9 1.9 

Trip Reliability  0.8 0.8 

Vehicle Operating Cost  -1.8 -1.8 

Public Transport  11.3 11.3 

Crash Saving  1.2 1.2 

Cycle  53.3 53.3 

Emissions  0.2 0.2 

Sum of benefits  60.8 60.8 

Cost of the option beyond the Do Minimum 
(discounted over time) 

38 13.2 

Benefit cost ratio  1.6 4.5 

We note it is not possible to compare the option with a Do Nothing scenario in this case as providing access 
into the growth area is a necessity. Therefore, there are significant benefits in both the do minimum and the 
option that are not defined here (enabling housing and economic growth for example).  

Findings of sensitivity testing on the economic analysis is summarised below. 

Table 6-7: BCR Sensitivity Test 

Sensitivity Test Project Costs / benefits 
($M) 

Government Cost / 
benefits ($M)  

Base (4% discount rate, 60 years analysis period) 1.6 4.6 

Discount Rate reduced from 4% to 3% 1.9 4.7 
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Sensitivity Test Project Costs / benefits 
($M) 

Government Cost / 
benefits ($M)  

Discount Rate increased from 4% to 6% 1.2 4.3 

NPV P50 Cost +25% 1.3 3.7 

NPV P50 Cost - 25% 2.1 6.1 

PT Benefit +25% 1.7 4.8 

PT Benefit -25% 1.5 4.4 

Cycle Benefit +25% 2 5.6 

Cycle Benefit -25% 1.3 3.6 

Traffic Benefit +25% 1.2 4.5  

Traffic Benefit -25% 1.3 4.7 

BCR Range Summary  1.2 �± 2.1 3.6 �± 6.1 

Based on the Draft Investment Prioritisation Method (2024-27) the activity achieves a High rating for GPS 
alignment as it addresses high priority access issues required to achieve agreed integrated land use and 
multimodal plans, and increases access to jobs. A High rating for scheduling as a significant activity, PEI and 
the �:�D�L�U�—�N�H�L town centre, is dependent on this phase), and a Low efficiency rating (BCR between 1-3). 

6.6 Critical Dependencies  

There are several critical dependencies that will influence the benefit of the option. These include: 

�” Progressing the structure plan and plan change for Te Tumu  
�” Delivery of land use and supporting transport infrastructure as planned by landowners / developers to 

generate demand / users who will benefit from the proposed transport system 
�” Delivery of the �3�—�S�—�P�R�D East Interchange 
�” Delivery of bus services to provide adequate value in delivering the proposed bus infrastructure. 

6.7 Uncertainties  

There are large uncertainties with regard to progression in Te Tumu and these will need to be defined closer 
to the time of development. This includes  

�” Densities that will be delivered / end population  
�” Timeframes for development delivery.  

Within �:�D�L�U�—�N�H�L there is much greater certainty given the work that has been progressed with Bluehaven and 
is outlined in the Comprehensive Development Consent.  

Delivery of bus services in �:�D�L�U�—�N�H�L is a key uncertainty that will be addressed by the BOPRC PT Services 
and Infrastructure business case. As part of this SSBC, consultations were undertaken with the PT services 
and infrastructure business case team as well as with BOPRC.  

6.8 Staging  

The �:�D�L�U�—�N�H�L components of the proposed investment will be delivered in the next few years (2024-2027) 
and TCC is working closely with Bluehaven to achieve this. This will enable multimodal access to the town 
centre.  

When development in Te Tumu is progressed the broad staging plan is to deliver development along The 
Boulevard initially as this will deliver multimodal options from the outset, this has been defined and tested 
through the Te Tumu ITA.  
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When roads are delivered the full width of the corridor including bus lanes and cycle facilities will need to be 
provided. Whilst the bus lanes may not provide significant benefit in the early stages, until development 
generates delays to traffic, it is important to establish PT as a priority mode. It is also typically more cost 
effective to deliver the full and final road design initially than to retrofit additional lanes at later times. 

It will also be important that bus services are provided as well so that desirable mode share outcomes are 
achieved. This will need consideration of bus turning and routing at the appropriate time.    

It is recommended that staging and sequencing plans are developed in more detail with Landowner input 
when the timing for development in Te Tumu is more certain.  
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7 �)�L�Q�D�Q�F�L�D�O���&�D�V�H 

The financial case outlines the costs and funding requirements for the preferred option, as well as potential 
funding avenues. The financial case serves to provide assurance that the preferred option is affordable, lists 
potential funding sources, as well as detailing the attribution of costs based on the relative benefits received. 

7.1 Costs  

The total cost of the option is $416M this includes $369M for infrastructure within Te Tumu that will be 
delivered in the longer term staged with urban growth, and $47.7M for infrastructure within Wairakei 
necessary in the short term. 

Funding for infrastructure in Te Tumu is not sought at this stage and will be subject to an updated business 
case in future.   

Detailed cost estimates are provided in Appendix P. A summary table is provided below in Table 7-1. The 
total costs include costs that will be paid by developers / landowners. Cost share is provided in section 7.2.  

Table 7-1 Indicative Cost Estimate59 

Location  Do Min 
($M) * 

Option 
($M) 

Option Costs Over Time  ($M) 

2024 2025 2026 2027  

2035 

to 

2040 

2040 

to 

2045 

2045 

to 

2050 

2050 

to 

2055 

2055 

to 

2065 

The Boulevard 

�:�D�L�U�—�N�H�L  

20.8 24.8 7.7 6 7.9 3.2 
 

     

Te Okuroa 

Drive �:�D�L�U�—�N�H�L  

5.2 6.2 6.2    
 

     

Sands Ave 

�:�D�L�U�—�N�H�L  

10.9 13 2.6 6.4 3.9  
 

     

Bus Hub 

�:�D�L�U�—�N�H�L 

0 3.6 0.9 2.75   
 

     

The Boulevard 

Te Tumu 

176.8 211.2     
 

86.56  25.31 52.8 52.8 

Te Okuroa 

Drive Te Tumu   

133.6 157.5     
 

 35.28   116 

Total Option   415.8 15.5 16.1 12.38 3.05 
 

86.56 35.28 25.31 52.8 168.8 

Total Do 

Minimum 

347.5      
 

72.3 29.5 21.1 41.1 141.1 

Difference   68.3     
 

     

The staging of The Sands Corridors Transport Plan, as shown in Figure 7-1 and supplementary indicative 
timing information provided by TCC, has informed the estimate of costs over time. 

 

59 Costs for Wairakei have been updated in the final revision of the business case following cost estimation peer review.  
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Figure 7-1: The Sands Town Centre Road Corridors Plan (Source: TCC) 

Table 7-2 shows the criteria and assumptions have been considered in determining these initial estimates. 

Table 7-2 Criteria and Assumptions Considered for Initial Estimates 

Criteria  Assumptions  

Timing This will be based on timing from developer/landowner funding. Refer to 
timing presented in Table 7-1, noting that there are still uncertainties as 
discussed in Section 7.3.  

Property Acquisition Property acquisition details are as follows; none assumed as developed in 
greenfield area.   

Pre-implementation 
Phase Fees 

Professional fees include: 

1. Contract management and design 

2. Survey 

3. Geotechnical testing 

4. Statutory applications 

Excludes NZTA related operational costs 

Implementation Phase 
Fees 

Construction Costs (Preliminary and General + Physical Works) includes: 

1. Contract management and design 

2. Survey  

3. Geotechnical testing  

4. Statutory applications  
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Criteria  Assumptions  

Contingency 
Allowance 

The project activities above have been analysed to value the residual target 
risk at the 50th percentile (P50 Cost) 

95th Risk Funding 
Allowance 

The project activities including governance and project development have 
been analysed to value the residual target risk at the 95th percentile (P95 
Cost) 

A detailed estimate of the whole of life costs for the preferred option can be found in Appendix P.  

7.2 Cost Share  

Within �:�D�L�U�—�N�H�L the business case seeks a funding contribution from NZTA as part of the wider public benefit 
that the option will provide. Estimate of the wider public benefit has been based on ascertaining the 
�G�L�I�I�H�U�H�Q�F�H���E�H�W�Z�H�H�Q���D���µ�G�R���P�L�Q�L�P�X�P�¶���D�Q�G���W�K�H��preferred option infrastructure cost, which is higher quality than 
necessary to enable development.  

The NZTA funding sought for �:�D�L�U�—�N�H�L is as follows: 

Table 7-3 Wairakei Cost Allocation60 

Component  Estimated Cost 

Total Infrastructure Option Cost   $35,968,690  

Total Infrastructure Do Minimum   $27,304,286  

Difference between Option and DM  $8,664,405  

NZTA Contribution for Infrastructure (51% of difference between Option and DM)  $4,418,846  

Total Land Cost   $11,729,100  

NZTA Contribution for Land (51% of Total Land Cost)   $5,981,841  

Total NZTA Funding Contribution Sought    $10,400,687  

The balance of the cost, (approx. 37M) will be shared between TCC and Bluehaven. The cost share between 
TCC and Bluehaven is subject to a specific funding agreement.  

Funding of infrastructure within Te Tumu will be responsibility of landowners / developers. A separate 
funding contribution request would be made with an updated business case when development timing in Te 
Tumu is more certain.  

7.3 Financial Risk  

The key risks and uncertainties associated with the cost estimation are as follows: 

�” Council may not have funding available 
�” Timing for developers  
�” Timeframe of delivery may impact ability to deliver 
�” There is no funding in the LTP 
�” Other funding options may come on board at different times. 

7.4 Overall Affordability  

The proposed whole of life cost of the programme will be updated at pre-implementation of the expected 
lifetime of the programme. The �:�D�L�U�—�N�H�L component is considered affordable due to low costs and shared 
funding allocation with Bluehaven contributing the majority of the investment. Given development will be in 

 
60 Wairakei Costs have been updated in the final edit of the business case following cost estimator peer review findings 
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the future a procurement strategy will be updated at pre-implementation. TCC is working with Bluehaven on 
procurement for Wairakei.  

7.5 Ongoing Maintenance and Operation Costs  

Ongoing maintenance and operation costs are uncertain at this stage and have been estimated for the 
purpose of economic evaluation. It is noted the option will have higher ongoing maintenance requirements 
than a do minimum option and this will need to be considered and planned for by TCC in longer term budget 
planning (future long term plans). TCC has initiated work to accurately define this future cost. Bus service 
operation costs will also increase, with extension of routes into Te Tumu. Bus service planning is addressed 
in a separate business case by BOPRC.  
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8 �&�R�P�P�H�U�F�L�D�O���&�D�V�H 

This commercial case details how the preferred option can be successfully procured in a viable manner for 
the public sector, service providers, and landowners/ developers. The case touches on several key 
components, including: 

�” Maintaining an up-to-date understanding of the marketplace  
�” Assessing realistic conditions on the supply side  
�” Identifying procurement options that maximise value for all parties involved 
�” Embracing carbon emission reduction strategies to achieve reductions  
�” Outlining the specific roles, level of involvement, and work staging.  

The key outcome is to validate both the commercial attractiveness and deliverability of the proposed 
procurement for the preferred option while enabling equitable risk allocation throughout the next steps of the 
project. 

It is noted there is some uncertainty, particularly around timeframes and potential for changes before 
the Te Tumu development begins, and this impacts some aspects of the Commercial Case. The 
commercial case for investment in Te Tumu will be completed  at a later stage as TCC works with 
landowners toward implementation. Early infrastructure west of the Te Tumu boundary is however 
more clearly understood and is currently well -advanced in terms of integrated planning between 
Council and the developer . 

8.1 Infrastructure Delivery, Funding & Design  �± Te Tumu Urban Growth Areas  

In addition to enabling development within Te Tumu through appropriate resource management framework, 
the provision of infrastructure, including funding and design are key components to supporting future 
development. The intention is that a framework is established that sets out an agreed funding and delivery 
model for all infrastructure within Te Tumu. This will provide TCC with the confidence to include the provision 
for funding to enable the necessary infrastructure to the boundary to support development of the growth 
area.   

TCC has been working alongside the landowners within Te Tumu to advance the structure planning and 
rezoning work for Te Tumu. This approach has been guided by an agreed set of objectives and outcomes 
that include the establishment of a process for subsequent agreements that will set out how urban 
development in Te Tumu will be planned, provided with infrastructure, funded and delivered. It is anticipated 
that the work completed through this business case will be reflected within these subsequent agreements.  

8.2 �:�D�L�U�—�N�H�L Development Agreement  

A Development Agreement has been established between Council, Bluehaven Investments Limited, BLC 
North LP, BLC West LP and Bluehaven Holdings Limited, dated 23 June 2023.  It sets out responsibilities of 
the parties for provision, standards, timing and funding of transport, three waters and community facilities 
infrastructure that are to be developed within The Sands Development Area. The mechanism establishes an 
effective working arrangement between Council and the developer for the provision of off-site infrastructure, 
delivered in a way that is coordinated with on-site development of The Sands. The developer then advances 
their interests through established resource consent and building consent processes. Bluehaven will lead 
delivery of infrastructure in Wairakei working closely with TCC.  














