
Recap of our  
UFTI journey

Te Pākē
‘Pākē’ (rain cape) — practical, 
everyday garments made by 
attaching hundreds of leaf 
strips, called hukahuka, to a 
woven foundation to withstand 
the weather conditions.  

This taonga provides a 
garment that protects and 
provides stamina to endure the 
challenges from where we have 
come and the research and 
gathering of information along 
the journey,

Rua
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Te Rau Kakariki (Green) 
He kakahu kahumouku: 
the colour of the korowai 
of Papatūānuku. This was 
gifted by her son, Tāne.



Part 2: Recap of our UFTI journey 
Introduction 

This section outlines the analysis completed 
to identify, develop, and shape the suite of 
UFTI programmes to arrive at the optimal 
Connected Centres programme for future 
implementation.

Our growth challenges 

UFTI has taken a robust evidence-based 
approach to developing the three deliverables 
of work, using a business case approach. The 
Foundation Report published in August 2019⁶ 
is the first phase which sets out three high-
level challenges for the sub-region’s urban 
form and transport system. By identifying 
these long-term challenges, we can better 
manage the sub-region’s growth in a way 
that is more beneficial for our social, cultural, 
environmental, and economic outcomes.

These challenges are based on the long-term 
growth issues that the sub-region is facing now 
and will continue to face. They are described 
in a way that explains the cause and effect 
of each challenge and remains valid with the 

various disruptions, both current and future, 
that will occur over time. In recapping the 
challenge statements from the Foundation 
Report, the evidence has not been updated 
for the Final Report. This is deliberate as the 
trends have largely stayed the same over the 
year that UFTI has been developed. Some 
individual elements of the evidence, such 
as housing affordability, have worsened, 
while the transport evidence is largely the 
same, with some adjustments at margins not 
significant enough to require a rethink of the 
programme direction. The challenges we face 
are summarised in Figure 10.

The second phase was the UFTI Interim 
Report which sets out the primary benefits 
to be achieved by addressing the long term 
challenges. The Interim Report importantly 
outlines the nine UFTI programmes 
developed, the multi-criteria assessment of 
these programmes, and the four shortlisted 
programmes in detail. The third and final phase 
of UFTI is this Report.

⁶ The UFTI Foundation Report is available at www.ufti.org.nz

Figure 10

UFTI challenges

Challenge 1

The lack of housing supply, suitable 
housing, transport choice, and a high 
dependency on private vehicles in the 
western Bay of Plenty restricts access to 
social and economic opportunities and is 
leading to poor social and environmental  
outcomes.

Challenge 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.

Challenge 3

Western Bay of Plenty’s harbour geography 
and dispersed land use pattern (places of 
employment, education, and recreational 
locations), and increasing traffic volumes 
negatively impact on the safe and efficient 
movement of people and goods.
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Challenge 1: Lack of housing and transport 
choice in the sub-region

The demand for housing in the western Bay 
of Plenty sub-region is almost exhausting the 
available supply. While particularly acute in 
the short and medium terms, the issue, unless 
addressed, will cause long-term consequences, 
particularly in relation to housing affordability. 
Land available for future housing supply is 
constrained, typically due to topography, natural 
hazards, suitable access, complicated or delayed 
planning processes, land tenure and developer 
decisions to withhold land for development or 
develop at a slower rate.

Tauranga City is one of New Zealand’s least 
affordable housing markets, as shown in 
Figure 11. As a result, home ownership rates in 
Tauranga, particularly among first home buyers 
and establishing families, are declining, and are 
projected to drop to 58 percent in the western Bay 
of Plenty and 55 percent in Tauranga City by 2047.

There are also increasing rental shortage 
pressures in the sub-region. Renter stress is 
increasing and impacting households with higher 
incomes. Nearly 90 percent of renters report they 
cannot purchase a home priced at $500,000�. 
Throughout the sub-region, the strongest 
household growth is projected to occur in renter 
occupied dwellings. In Tauranga City, renters 

make up more than one in three households and 
by 2047, is expected to be nearer to one in two 
households⁸. 

The poor affordability in the housing market 
also affects the rental housing market. There 
are significant financial pressures on younger 
generations and those looking for more 
affordable housing options, who are currently 
priced out of the housing market. Because of 
the mismatch between house prices, rent, and 
households’ ability to pay, people are being forced 
backwards along the housing continuum. Unless 
housing affordability is addressed with both 
housing supply and income responses, it will be 
increasingly difficult to buy or rent within the sub-
region.

Compounding the housing affordability issues, 
is a lack of housing choice within the sub-region. 
Three and four-bedroom dwellings account for 
71 percent of the growth in western Bay of Plenty 
District and 78 percent in Tauranga City. The result 
is a lack of housing variety in the sub-region which 
has future implications with trends for smaller 
households.

The other aspect of housing choice is that location 
is important. With many of the new growth areas 
being on the fringes of the existing sub-region’s 
urban areas, the availability of frequent public 
transport will become increasingly problematic, 

along with increasing living costs, as people 
have to travel longer to access what is important 
to them. Providing greater housing choices by 
balancing housing growth to enable both ‘up and 
out’ directions (intensification of existing urban 
areas, and new growth areas) increases both 
housing and transport choices available. Getting 
this balance right is critical for both housing and 
the efficiency of the transport system for moving 
both people and goods effectively.

Figure 11

Median house prices in Tauranga

x7.3

Tauranga median  
house price

Tauranga median  
income

$

$

⁷ SmartGrowth, Research Report, Housing need and demand in Tauranga and western Bay of Plenty, December 2017, Livingston and Associates Ltd/ Community Housing Solutions Ltd.

⁸ Ibid.
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Currently, the sub-region is one of the most car 
reliant in New Zealand, with few alternative and 
viable transport choices available. While public 
transport options are available within the sub-
region, the services are underutilised compared to 
similar cities, see Figure 12 and not all services are 
optimised to provide good and timely customer 
access�. The public transport infrastructure in the 
sub-region (e.g., prioritisation lanes, queue jumping 
at intersections, bus shelters etc.) to support the 
services and help encourage modal shift is lacking 
and suffers from insignificant investment and focus. 
Similarly, there are limited safe options to support 
walking and cycling and other forms of personal 
mobility.

Providing greater transport choice and improving 
access to social and economic opportunities 
within the sub-region is critical going forward. 
This is particularly relevant for the sub-region, as 
future growth will mean it is increasingly difficult to 
move via single occupancy vehicles��. Therefore, 
maintaining good access via a multimodal 
transport system to the necessary social and 
economic opportunities through housing and 
transport choices will be critical to help manage 
growth.

In response to this challenge, many of the nine 
UFTI programmes developed, tested, and 
assessed, focussed on the balance of going  

'up and out' and the effects this could have for both 
housing and transport. Programmes that include 
greater levels of intensification within the existing 
urban and new growth areas help increase housing 
and transport choice. However, interventions 
(such as changing housing typography, improving 
productivity and therefore wage growth, partnering 

to deliver social and affordable housing initiatives, 
partnering to develop papakāinga, etc.) are 
also necessary to improve housing affordability 
within the sub-region. Each of the UFTI long list 
programmes explores the tension between the 
land use and transport interventions.

Figure 12

Public transport journeys comparison, per capita, per annum
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⁹ Analysis completed via the Draft Tauranga Transport Programme, July 2018.

�� A single-occupancy vehicle is a privately operated vehicle whose only occupant is the driver.
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Challenge 2: Access to community facilities 
and infrastructure levels of service are not 
aligned with community expectations and 
needs

The sub-region has struggled to keep pace with 
the current and continuing growth. Supporting 
growth requires significant resources to ensure 
there is sufficient infrastructure necessary to 
support the expected growth, as well as maintain 
current levels of service. The balance between 
supporting new growth and existing areas is 
delicate and complex, particularly with the current 
financial constraints and where rates are the 
dominant local government funding tool. As a 
result, there appears to be an almost constant 
tension between community expectations and 
affordability for most issues requiring Council 
decisions.

With the sub-region’s growing population and 
economy, access via private vehicle to the many 
community facilities will become increasingly 
difficult. With freight, service vehicles and 

commuters travelling on the same routes, often 
at peak times, there are delays and conflicts 
between the movements of people going to 
work, education, and accessing other social 
opportunities, as well as goods accessing 
manufacturers, distributors, and the Port of 
Tauranga. Within Tauranga, daily traffic is increasing 
—by approximately 8 percent per annum—the 
cumulative effect is that increasing growth in the 
sub-region is impacting on the wellbeing and 
productivity of our communities.

The experience of other cities nationally and 
internationally is increasing the road space to 
enable more single occupancy vehicles means 
significant trade-offs are required for little overall 
community benefit��. Instead, many cities are 
focusing on providing greater access and transport 
choice via frequent and predictable public 
transport services, improved walking and cycling 
connectivity to enable easy and safe access, and 
optimising the existing network to better support 
the movement of people and goods. This is also 

the direction set out 'Arataki' and 'Keeping Cities 
Moving' prepared by Waka Kotahi.

In addition to providing more transport choice, 
several Australian cities are carefully considering 
and planning community facilities and 
infrastructure in locations that are fit for purpose 
and accessible by the many modes of available 
transport. This means having a clear spatial plan 
that outlines where future growth is best supported 
by community facilities, public transport, active 
mode services and infrastructure��.

The design of many of the UFTI programmes 
within the long list test different approaches to land 
use and access via different modes and/or the 
prioritisation of different modes. The programmes 
that focus on less concentrated housing densities 
and increasing the number of roads or additional 
lane capacity tended to achieve fewer community 
benefits for the likely cost involved, when 
compared to programmes that focus on increasing 
intensification and enabling greater multimodal 
access.

�� Streetfight: Handbook for an Urban Revolution by Janette Sadik-Khan and Seth Solomonow, 2016; Keeping Cities Moving, Waka Kotahi, 2019.

�� UFTI Comparator Cities Research Report 2020.
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Challenge 3: Dispersed land use and 
increasing traffic will impact on the safe 
and efficient movement of people and 
goods

The western Bay of Plenty sub-region has a 
peninsula-based harbour topography creating 
planning challenges which require creativity in 
terms of where people live and how they move.

These natural sub-regional constraints, combined 
with urban growth and the location of the country’s 
largest export port within the city, result in traffic 
conflicts at multiple locations, particularly at 
intersections. Infrastructure and demand are 
focused into a small number of key transport 
corridors, causing significant pinch points across 
the transport system.

Tauranga, like other medium-sized cities in New 
Zealand, has a relatively low population density 
and has experienced little change in dwelling 

densities despite the strong growth. A total of 80 
percent of all new development in the sub-region 
is in new greenfield areas on the fringe of existing 
urban areas. The result is an urban form that is 
typically polycentric, which requires people to 
travel via constrained transport corridors.

A dispersed land use pattern is also more 
costly. While greenfield development is often 
considered to be the easier and cheaper option 
for developers, it requires significant public 
resources and financial commitment to provide 
the supporting infrastructure. Ratepayers and 
taxpayers help subsidise new development, as 
developer contributions only partially contribute 
to the council-provided public infrastructure 
and central government-funded transportation 
improvements��.

While dwelling densities have increased in 
Tauranga,�� they remain at approximately 15–17 

dwellings per hectare��. Further increases in 
densities are expected with the implementation of 
the recently completed Te Papa business case and 
forthcoming intensification change to the District 
Plan. However, intensification in the existing and 
new growth areas will need to reach an average 
of approximately 30 dwellings per hectare. The 
density increase is required to provide for future 
and expected population growth and support 
a well-functioning, high frequency, multimodal 
transportation system. The change is necessary, 
as moving people and goods via a multimodal 
transport system is more affordable, efficient 
and effective, and achieves better community 
outcomes. Transport systems designed around 
increasing levels of service for vehicles are costly, 
often lead to poor road safety and environmental 
outcomes, and create an unsustainable reliance on 
private vehicles.

�� Auckland Economic Quarterly, February 2019; CIE, Cost of Residential Servicing, 2015.

�� Dwelling density in Tauranga changed by 5 percent between 2001 and 2013, while Auckland’s increased by 33 percent in the same period. 

�� The more recent SmartGrowth Development Trends Report 2019 outlines that in Tauranga City, 93 percent of additional lots were created in greenfield urban growth areas in 2018/19. Of the 
new dwellings consented in Tauranga, 74 percent were in greenfield urban growth areas.
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Workdays peak congestion 
Congestion statistics during morning and evening 
peaks

n Morning peak n Evening peak

38% 38%

0% 20% 40% 60%60% 40% 20% 0%

MON

TUE

WED

THU

FRI

Extra travel time in peak hours 
Additional time spent in the car 
during peak hours

per 30-min trip 
 in the morning

+11 min

+11 min
per 30-min trip 
 in the evening

Morning

Evening

Figure 13

Workday peak delay
While the sub-region’s traffic delays are modest 
compared with other main New Zealand cities 
(see Figure 13), the delays will increase as a 
result of population growth. To help manage the 
flow and movement of people and goods, the 
long list of programmes and Connected Centres 
programme include a number of transport 
interventions to encourage more people to 
use different transport modes when travelling 
to work and education facilities, and improve 
pinch points, particularly at key intersections. 
Optimising existing routes, and improving 
intersections will help increase the movement 
of people and goods, improve road safety, and 
support walking and cycling.
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UFTI benefits   

There are many benefits in addressing the UFTI 
challenges. The key benefits UFTI focuses on 
include housing, movement, the environment, and 
prosperity. These are included in Figure 14.

Supporting the benefits are investment objectives. 
Investment objectives are key measures related 
to the benefits, which the UFTI programmes are 
assessed against.

The investment objectives used to help assess all 
the UFTI programmes are:

 � Housing affordability (as measured by the ratio 
of median gross (before tax) annual household 

income to the median dwelling house price/
rent) in the western Bay of Plenty sub-region 
is increasingly better than the national New 
Zealand average by 2070.

 � The proportion of population living within 
travel thresholds (15, 30, 45 minutes) of key 
social and economic opportunities (including 
education, health care, supermarkets etc.) 
by different modes (walking, cycling, public 
transport, vehicles).

 � Transport-related greenhouse gas emissions 
in the western Bay of Plenty sub-region reach 

net zero by 2050 and maintain this level into 
the future.

 � The efficiency and effectiveness of the core 
freight network (road and rail tonnes per km) 
in the western Bay of Plenty sub-region is 
maintained.

Additional key performance indicators (KPIs), and 
secondary measures to enable monitoring of the 
UFTI optimal programme are included in Part 4 of 
this Report. These additional KPIs and measures 
will be monitored regularly and will help develop 
the necessary benefit realisation monitoring.

Figure 14

UFTI benefits from addressing the challenges

Movements

We can move and 
enjoy our live, learn, 
work, and play 
lifestyle

Environment

The quality of our 
environment is 
improving

Prosperity

Our economic 
productivity and 
prosperity is 
improving for all

Housing

We have the 
housing we need 
and can afford
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Developing the long list of UFTI programmes 

The development of the UFTI programmes has 
taken place over the entirety of the year-long 
project. The methodology used to identify land 
use and transport options and alternatives, 
develop programmes, assess the programmes, 
and further analyse and test the shortlisted 
programmes is included in the UFTI Supporting 
Technical Report. A brief outline of the programme 
development methodology is set out in Figure 15.

Within the nine UFTI programmes, different land 
use options and transport responses were tested. 
This was deliberate to help identify the optimal 
future land use, urban form, and transport system 
options to best enable people to continue their 
live, work, learn and play lifestyles. For example, 
the Compacted and Connected Programme 
was focussed on growing upward vertically to 
conserve space and maximise efficiency of the 

transport system through a highly concentrated, 
dense urban form. Other programmes considered 
use of the existing rail system for public transport. 
Between all of the longlisted programmes, a 
large number of possible land use and transport 
interventions were explored and tested.

Spatial planning with 
SmartGrowth Partners 
and key stakeholders

Review and mapping 
of the Draft Tauranga 
Transport Programme 

Business Case

UFTI research reports 
including GIS constraint 

mapping and multimodal 
research undertaken

Workshops with 
SmartGrowth Partners to 
identify the sub-region's 

core place functions

SmartGrowth 
stakeholder workshops 

to identify potential 
interventions to include 
in the UFTI programmes

Figure 15

Summary of the UFTI programmes development methodology

UFTI project team 
developed initial long list 

of UFTI programmes

UFTI expert panel 
assesses the nine 

longlisted programmes 
using a multi-criteria 

assessment framework 
to identify four 

shortlisted programme

Workshops with 
SmartGrowth Partners 

to identify the sub-
region's core movement 

functions

Shortlisted UFTI 
programmes tested 
with SmartGrowth 

stakeholders

Assumptions for all of the 
programmes developed 

with SmartGrowth 
Partners and tested

Initial UFTI programmes 
tested with SmartGrowth 

Partners, and further 
refined

Shortlisted programmes 
tested with SmartGrowth 

Partners. Multi-criteria 
assessment reviewed by 

SmartGrowth Partners

UFTI project team 
identified key themes 
and the options and 
alternatives from the 
accumulated inputs

Shortlisted programmes 
published in UFTI Interim 

Report

Programmes tested 
further with UFTI expert 

panel and refined to 
create a long list of nine 

UFTI programmes

UFTI Final Report   |   36



Assumptions applied to the long list of UFTI 
programmes

In developing the long list of UFTI programmes, 
several assumptions for all the programmes were 
applied. These were:

1. The current Regional Policy Statement and 
agreed SmartGrowth land use pattern to 
be delivered (including Te Tumu, Tauriko, 
Omokoroa, Rangiuru, and intensification). 
These areas only include ‘planned urban 
growth areas (medium term)’ which allow for 
30 years of development based on the current 
and agreed SmartGrowth settlement pattern.

2. Improvements to the Omokoroa intersection, 
and Pāpāmoa East and Rangiuru interchanges, 
are designed to support public transport 
access and are constructed.

3. The public transport network will be expanded 
further i.e., frequency, routes, and other 
aspects to support the main public transport 
journeys developed in each programme.

4. The Tauranga Northern Link (Te Puna to SH29) 
improvement with managed lanes (as per the 
re-evaluation direction endorsed by the Waka 
Kotahi Board) is constructed.

5. The strategic cycle network for the western 
Bay of Plenty and within Tauranga is 
completed.

6. The Tauriko Network Connections multimodal 
improvements (local roading, public transport, 
walking and cycling, and state highway), 

based on the yet-to-be-finalised detailed 
business case (DBC), are constructed to 
support the current agreed Tauriko industrial 
and residential estate as per SmartGrowth.�� 
Further development of Tauriko beyond the 
current SmartGrowth settlement pattern is not 
included as a base assumption.

7. For most of the programmes, the function of 
15th Avenue and Turret Road is to support local 
movements and is not for providing a SH29 to 
SH29A ‘through’ connection unless otherwise 
stated.

8. The Te Papa peninsula intensification and 
the proposed Te Papa multimodal transport 
system improvements will be incorporated into 
the preferred UFTI programme.

9. All other assumptions (such as the Omokoroa 
to Te Puna capacity improvements (New 
Zealand Upgrade Programme), Katikati 
bypass, Elizabeth Street/State Highway 2 
intersection improvement) are options that are 
not included and can be tested.

It is noted in testing the shortlisted programmes 
further, some of these assumptions were refined. 
In addition, the government has since agreed it 
will invest in the Omokoroa to Te Puna capacity 
improvements, along with the Tauranga Northern 
Link. The refinements are included as part of the 
analysis of the shortlisted programmes.

The longlisted programmes were evaluated 
by a technical expert review group with 
strong urban form and transport experience 

before being assessed using the multi-criteria 
assessment (MCA). Based on further review, two 
of the longlisted programmes (metro rail-based 
programmes) were merged, leaving seven new 
programmes and one comparator premised 
on extending out the current SmartGrowth 
settlement pattern policy settings. From the 
MCA, the three shortlisted programmes achieved 
the best balance across the UFTI investment 
objectives and success factors��. 

Refining the four shortlisted UFTI 
programmes 

Three of the UFTI programmes were shortlisted 
and with the comparator programme, were 
considered further via transport modelling, 
planning assessments, and economic and 
financial analysis. These programmes were: 
Dispersed growth; Two Urban centres; Connected 
Urban Villages; and Rail-Enabled Growth.

The key aspects of the shortlisted programmes 
are described in more detail in the UFTI Interim 
Report, along with an outline of the look and 
feel of each programme and how people could 
experience the live, work, learn and play aspects 
of the sub-region in the future. A summary of 
each programme is included in this section, as 
well as a summary of key themes received from 
the stakeholder engagement, the key technical 
analysis undertaken, and the refinements made to 
develop the final UFTI optimal programme.

�� Tauriko Business Estate extension, Tauriko West, and Keenan Road development areas.

�� All of the programmes have been assessed using a multi-criteria assessment, based on the UFTI investment objectives, and high-level success factors. A summary of the multi-criteria 
assessment is outlined in the UFTI Interim Report and the full multi-criteria assessment is available on the UFTI website.
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Figure 16

UFTI Dispersed Growth programme 
Figure 17

UFTI Two Urban Centres programme

Dispersed growth (base case)
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Summary of the shortlisted programmes 

A brief recap of each programme is below. The 
full description of each short listed programme is 
available in the UFTI Interim Report. The recap is 
to assist the understanding of the more detailed 
analysis of each of the shortlisted programmes.

The Dispersed Growth programme (see Figure 
16) is based on 15 percent intensification: 85 
percent greenfield development. The density of 
the growth areas would be similar to the present 
12–17 dwellings per hectare, making it difficult to 
provide effective and efficient public transport 
services. Additional roads and lane capacity across 

the transport system would be required to support 
the additional growth expected and provide some 
access.

The Two Urban Centres programme (see Figure 
17) is based on all new residential growth being 
located in the Eastern and Western Corridors, with 
some intensification in the Te Papa and Otūmoetai 
areas around key transport corridors. To enable 
the City/East movement, a new harbour crossing 
is included primarily for public transport and 
rail services (not passenger rail). The additional 
crossing (shown within the current Matapihi 

crossing) helps relieve pressure on SH2/Hewletts 
Road and in doing so, frees up some freight 
movements to the Port of Tauranga.

Within the Two Urban centres programme, priority 
corridors for public transport are enabled to 
help move people to jobs, education, and other 
destinations. The expected additional traffic 
volumes because of growth is likely to increase 
congestion to the point where access and 
productivity could be impacted particularly for 
sectors that rely on the movement of people and 
goods.
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Figure 18

UFTI Connected Urban Villages programme 
Figure 19

UFTI Rail-Enabled Growth programme 
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The Connected Urban Villages programme (see 
Figure 18) is based on a multimodal transport 
system with prioritised frequent bus-based public 
transport, connected walking and cycling routes, 
and freight prioritisation to move people and 
goods throughout the sub-region. Intensification 
of the existing urban areas and new growth 
areas is significant, with multi-storey (3–6-level) 
dwellings being the norm. Urbanisation at 
scale within the Matapihi area is included, 
acknowledging if this were to occur it would need 

to be led by landowners. No growth in Te Puna is 
included in this programme.

The Rail-Enabled Growth programme (see Figure 
19) includes using the rail network to move people 
from the Northern and Eastern Corridors into 
the CBD. A frequent bus-based public transport 
system would support the rail movements, along 
with a ferry service between Mount Maunganui 
and the CBD. Additional growth is enabled in 
the north and east along with intensification 
predominantly in Te Papa and Otūmoetai areas 

and at other key areas such as Bayfair/Baypark 
and Pāpāmoa. Increased dwelling densities 
around core transport-based hubs would be 
implemented to further encourage public 
transport movements.

Each of the shortlisted programmes have been 
designed to consider different land use forms 
and densities, and the transport system response 
associated with the land use, to enable people to 
move from where they live, to where they need  
to go.
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Testing the shortlisted programmes 

To further test and analyse the shortlisted 
programmes, the following technical and 
analytical aspects were completed:

 � An assessment of the interventions required to 
ensure the strategic function of the corridors 
was maintained under each scenario

 � Strategic transport modelling using the 
Tauranga Transport Model (TTM)

 � Economic analysis to provide a rough order 
estimate of programme costs and their 
indicative economic efficiency rating

 � Ideas and considerations of the UFTI options 
from a tangata whenua perspective

 � A more detailed land use and constraints 
analysis via a Planning Assessment

In addition to these and the technical and 
analytical reviews, the shortlisted programmes 
were tested with key stakeholders and which are 
also summarised.

 

Core assumptions used in testing the UFTI 
programmes

To assist with the additional testing and analysis 
of the shortlisted programmes, some additional 
programme assumptions were developed, as 
below.

1. The agreed timeframes and population for the 
UFTI programmes are:

a. A shared ‘envisioned’ 50–100 years 
spatial plan outlining the key land use 
and transportation moves based on a 
population scenario of 400,000 people��.

b. For the first 30-year delivery plan (2020–
2050), the NIDEA sub-region population 
forecast of 269,000 people is used��.

2. The starting point for the land use is the 
Regional Policy Statement and agreed 
SmartGrowth settlement pattern (including Te 
Tumu, Tauriko West/Keenan Road, Omokoroa, 
Rangiuru, and intensification of existing urban 
areas). 

3. Key strategic assets such as the Port of 
Tauranga, the Tauranga Airport, and the 
Tauranga Hospital will not move within the 
planned UFTI timeframes.

In addition to the above assumptions, the 
following assumptions were applied to the 
Connected Centres programme:

1. Matapihi is to remain low density rural land use 
unless landowners change their aspirations for 
the land.

2. The current Matapihi rail crossing is shown 
in some programmes to include passenger 
rail, public transport, and walking and cycling 
connections. This is for illustrative purposes 
only and the additional harbour crossing 
(subject to further investigations) could be 
anywhere in the harbour between the current 
SH2 Harbour Crossing and the Maungatapu 
Causeway.

All of the additional assumptions were necessary 
to assist with the technical analysis and help 
ensure consistencies in testing the shortlisted 
programmes.

��  The population scenario is based on the high end of NIDEA population forecasts and takes in account growth to date, and the context of where the western Bay of Plenty sits within the Upper 
North Island.

��  Western Bay of Plenty District and Tauranga City are expected to have approximately 67,000, and 202,000 people, respectively.
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Interventions required to support strategic 
transport journeys

Great cities enable people to move and are where 
the delicate balance between people, place, and 
movement has been achieved. For the western 
Bay of Plenty, this means we need to ensure our 
journeys enable and support our live, work, learn 
and play lifestyles and aspirations.

Different transport journeys, within the subregion, 
need to offer different customer experiences. 
These journeys need to work as a ‘system’ to 
ensure the right balance of moving people and 
goods, at the right time and place, is achieved. A 
strategic journey performs multiple functions for 
different users, modes, and movements. The way 
journeys are designed support different users at 
different levels of priority.

An example of this is the projected growth in 
freight for the region and increased need to 
access the Port and key surrounding industrial 
and commercial centres, resulting in an increased 

demand for access. It is important strategic 
transport journeys are optimised to ensure 
the best use of the transport system is being 
achieved, this is often summarised as the right 
mode(s), on the right route at the right time.

Making a choice about what modes are prioritised 
and therefore are supported by the appropriate 
level of infrastructure, services, and policy relates 
to the strategic function intended for that journey. 
This needs to be determined in consideration of 
the movement and place function of the wider 
corridor context, and journey. Strategic transport 
journeys provide for a recommended priority 
movement/mode based on the UFTI end-state 
intent. Some journeys may have more than one 
priority mode, and some may have different 
priority modes at various times of the day.

To support the assessment of the shortlisted and 
the comparator programmes and design of the 
UFTI Connected Centres programme, the critical 
sub-regional journeys and their strategic functions 
and movement/modes priorities have been 

identified (see Figure 20) based on the previous 
transport planning work already completed�� ��.

Based on the strategic transport journeys, a 
number of transport interventions were included 
in each programme to support future growth 
and intensification areas and enable the journey 
function to deliver a multimodal transport system 
that reduces, within reason, the conflict between 
the movement of people and goods. For example, 
based on the strategic transport journeys, the 
transport improvements proposed for 15th Avenue 
and Turret Road need to balance the linking 
function for all modes with the place function this 
journey has in terms of the Te Papa intensification 
and redevelopment plans. Achieving the balance 
will be easier as the strategic journey function for 
this corridor is to enable a place function rather 
than providing a state highway to state highway 
through connection. The final optimal programme 
will be designed to ensure the strategic transport 
journeys are delivered.

�� The report, WBoP Strategic Transport Journeys Strategic Functions', is attached in Part 5 of this Report. 

�� The freight function on SH2 up to Omokoroa is recognising the managed lanes within the Tauranga Northern Link and NZ Upgrade programme to support critical movement of goods going to/
from Coromandel and for local horticulture and agriculture products.
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This summary map should be read in conjunction with 
the UFTI Strategic Transport Journeys Technical Report 
that was developed with supporting information such as 
the One Network Classification (ONC), Tauranga Urban 
Network Study (TUNS) and the Tauranga City Street 
Design Guide.

The multimodal transport system has a key role in 
the movement of general traffic (people and goods). 
However certain strategic journeys or routes will require 
prioritisation for particular modes of transport to support 
the UFTI optimal programme.

Figure 20 

UFTI western Bay 
of Plenty strategic 
transport journeys – 
strategic functions
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Transport modelling

The shortlisted programmes were all tested via 
the Tauranga Transport Model. Because of the 
high-level nature of the programmes and the 
time available, the following assumptions were 
consistently applied in transport modelling:

1. Programmes were tested for a 30-year 
population forecast scenario of 269,000 
people, and an approximate 70+ year 
population scenario of 400,000 people. 
Modelling of other horizon years was not 
undertaken.

2. The 30-year modelling scenario is consistent 
across all UFTI shortlisted programmes. This 
relates to the assumption that the current 

SmartGrowth settlement pattern is unchanged. 
New growth identified in each of the 
shortlisted programmes is only included in the 
longer term, 400,000 population, scenario.

3. A consistent set of transport system 
assumptions (e.g., network and PT service 
improvements) was included in the 30-year 
scenario. These are derived from past projects 
and agreed with the project partners for this 
task. For the longer-term scenario modelling, 
additional transport assumptions were 
included to best enable the programmes to be 
compared.

The purpose of the transport modelling was to 
provide guidance and enable the comparison of 
transport-related UFTI benefits and outcomes. 

The modelling was not used to refine or 
design transport interventions to include in the 
programmes.

There is a high degree of uncertainty in transport 
modelling of a long-term (70+ years) scenario, 
given how peoples’ travel choices and behaviours 
will change over time, and how current and future 
technology will influence our movement choices 
and options. The uncertainties also apply to the 
30-year modelling, to a slightly lesser extent. As 
such, modelling of the long-term programmes 
was only used to compare programmes and 
provide a very high-level macro indication of 
potential outcomes in the future. The high-level 
results of the transport modelling are outlined in 
Table 1. The UFTI modelling report is included in 
Part 5 of this Report.

Table 1

Summary of macro transport modelling — high level and indicative key outputs

Programme

Increase of 
people from 2048 
scenario to short 

list scenario

Increase in 
VKT from 2048 

scenario to short 
list scenario

Increase in 
CO₂ from 2048 

scenario to short 
list scenario

Transport crash 
costs from 2048 
scenario to short 

list scenario

Jobs accessible in 
45 minutes by public 
transport from 2048 
scenario to short list 

scenario

AM Peak PT + 
cycle mode 

share from 2048 
scenario to short 

list scenario

Connected Urban 
Villages

50%

33% 22% $243m 50% 19%

Rail-Enabled 
Growth

35% 23% $246m 51% 17%

Two Urban Centres 38% 26% $259m 38% 15%

Dispersed Growth 36% 24% $252m 34% 15%
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Within the modelling results and the summary 
presented, it is important to note:

 � A significant increase in vehicle kilometres 
travelled is predicted and the levels of  
service for general traffic are expected to 
decline because of growth. The decline in 
levels of service occurs within the 30-year  
and 400,000-population model runs, 
particularly where there are already 
constraints—such as on SH2/Hewletts Road 
and the SH29A Hairini/Welcome Bay Road 
interchange.

 � Programmes with higher land use densities 
(30 dwelling per hectare or more) have better 
accessibility through public transport and 
walking and cycling.

 � None of the shortlisted UFTI programmes 
achieve free flowing peak movement, which is 
to be expected given the growth forecast and 
future size of Tauranga City. The shortlisted 
programmes and Connected Centres 
programme focus on maintaining access and 
improving transport choices.

 � Managed lanes are used within the model 
across the programmes to provide public 
transport and freight access.

 � The model scenarios include demand 
management and pricing initiatives such 
as changing carparking policies to increase 
turnover and encourage modal shift.

Based on the model findings and the 
assumptions, the Connected Urban Villages 
programme is expected to achieve slightly 
more of the UFTI transport-related benefits 
than the other shortlisted programmes. In light 
of this, several of the transport-based activities 
have been included in the Connected Centres 
programme.

Economic analysis

An economic analysis of the shortlisted UFTI 
programmes against a ‘do-minimum’—made up 
of a limited number of short to medium term 
activities, along with ongoing increases in public 
transport and active modes to meet the demand 
of mode shift—was undertaken using and piloting 
the Indicated Efficiency Rating tool (IER), recently 
designed by Waka Kotahi. This is one of the first 
projects where the IER Tool has been used to 
evaluate the economic efficiency of land use and 
transport programmes.

A summary of the economic analysis using the IER 
Tool is included in Table 2. The analysis suggests 
the Connected Urban Villages programme has a 
slightly higher efficiency ratio range at 1.2–1.6 than 
the other shortlisted programmes.

Within the IER Tool limitations, the analysis has 
been useful to quickly test high-level integrated 
land use and transport programmes, particularly 
the impact of different urban form. Being able to 
test the latter is important because, for the first 

time, there is a tool that can be used to assess the 
interplay of land use/urban form and transport, 
rather than the other way round. In effect, through 
the UFTI shortlisted programmes and the IER 
Tool, the transport system is being optimised to 
support the type of urban form that communities 
and the SmartGrowth Partners want and are 
willing to pay for.

To assess the various programmes with 
investment spread over many years, the default 
discount rate (6 percent) has significantly reduced 
the value in the future years and hence solely 
focusing and comparing on the present values 
of cost may not give a true picture of investment 
required. For instance, reducing the discount rate 
to 4 percent would increase the Rail-Enabled 
Growth programme costs by more than $500 
million (present values). This is far greater than the 
other programmes, which increase by between 
$200–400 million.

From the initial analysis, it is clear that the key driver 
of transport benefits is the urban form, with the 
programmes that have greater density achieving 
greater benefits. For example, the Connected 
Urban Villages programme is more compact than 
the Two Urban Centres programme. This means 
that the average journeys to work and education 
are 30 percent shorter in Connected Urban 
Villages, thereby making active mode and public 
transport a much more attractive choice, and 
significantly reducing congestion and travel times.
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Table 2 

Indicative efficiency ratio (IER) analysis

Benefits Assumptions
Do minimum 

(PV $)
Dispersed 

Growth (PV $)
Rail enabled 
growth (PV $) 

Connected 
urban villages 

(PV $)

Two urban 
centres (PV $) 

Safety Proportional to population growth N/A $220m $221m $220m $220m

Access – Active Modes
Proportional to population density or 
closeness to rail 

N/A $0m $26m $26m $0m

Access – Congestion
Proportional to population growth, 
and density or closeness to rail 

N/A $470m $711m $704m $590m

Access – Resilience 
All programmes assumed equally 
resilient

N/A N/A N/A N/A N/A

Access – Public Transport 
Proportional to population density or 
closeness to rail

N/A $30m $77m $81m $54m

Wider economic benefits 
(WEBs)

15% of total benefits N/A $76m $118m $118m $96m

Total Net Benefits (PV $) Not analysable $576m $1,154m $1,149m $960m

Total Net Costs (PV $) $511m $920m $964m $947m $999m

IER N/A 0.6 1.2 1.2 1.0

Total programme costs (undiscounted) $2b $5.1b $7.8b $5.3b $5.1b

Total programme capital costs (undiscounted) $400m $2.2b $2.9b $2.2b $2.2b

IER (construction at same time 
at full growth)

Single year construction at full growth N/A 0.6–1.0 1.3 2.1 1.6

IER Range (based on 4% discount rate, lower/higher growth profile) N/A N/A 1.2–1.5 1.2–1.6 0.9–1.3
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Normally the ‘do-minimum’ programme is 
assessed against the ‘do-nothing’ programme, 
where the ‘do-nothing’ is basic maintenance only 
programme, and the ‘do-minimum’ contains some 
with simple, single activity (e.g., added capacity on 
one route) interventions. For the UFTI economic 
analysis, however, the ‘do-minimum’ involves 
multiple activities and is complex as it needs to 
deal with a high growth rate in population and 
transport movements within the sub-region. This 
means the ‘do-nothing’ programme would quickly 
exceed the capacity of the transport systems and 
do so relatively early in the evaluation period. In a 
practical sense, there might not be “grid lock” but 
peak traffic periods would extend, more people 
could use public transport, and economic activity 
could be suppressed because some people 
would avoid travelling, and goods would be more 
costly to deliver.

As evidenced by the transport model, a ‘do-
nothing’ programme cannot be sensibly analysed. 
For the UFTI economic analysis, the IER Tool is 
not able to “model” this in the same way it would 
like a transport model. Instead general transport 
planning principles have been adopted to assess 
when the transport system is at capacity or 
beyond. The ‘do-minimum’ programme is then 
an attempt to determine the investment needed 
to enable a transport system that, over time, 
can accommodate the transport movements 
expected with growth. As the IER Tool is not a 
model, and uses relatively simplified principles 

and relationships, the approach applied 
means that determining the true ‘do-minimum’ 
programme, especially for long-term planning 
horizons, is relatively coarse.

The costs presented in Table 2 include additional 
operational and maintenance costs (across all 
programmes), mainly for the purpose of inclusion 
as part of the economic analysis. The programme 
elements have broadly been staged (i.e., within 
the first 10 years, 10 to 30 years, and 30+ years) 
and a default discount rate of 6 percent has 
significantly reduced the values incurred in future 
years. As such, comparison of the total net costs 
in the table does not give a true picture of the 
financial costs required, as some programmes will 
have far greater financial costs in the later years.

To test the logic of the economic analysis, New 
Zealand-focussed and international research 
about the cost savings per household and 
benefits arising from more compact urban forms 
has been used as a broad comparator. Based 
on this research, the cost saving for transport 
infrastructure of a compact city form when 
compared to a more dispersed city range from 
$25,000 to $50,000. When applied to the 
western Bay of Plenty sub-region with a potential 
increase of approximately 62,000 additional 
dwellings, the costs saving could be $1.5 billion 
to $2.5 billion over 50 years, or a net present 
value (NPV) of around $0.75 billion to $2 billion. 
This potential cost saving broadly matches the 

cost difference between the programmes with a 
more compact urban form, and those with a more 
dispersed settlement pattern.

Considerations of the UFTI shortlisted 
programmes from a tangata whenua 
perspective

The He Manukura expert Māori panel has 
provided an initial and high-level assessment of 
the UFTI shortlisted programmes. In presenting 
their commentary thus far, it is important to 
acknowledge that the He Manukura expert panel 
was unable to engage more widely with tangata 
whenua due to COVID-19 restrictions. As such the 
commentary outlined here is not representative 
of a preference for a potential shortlisted 
programme. There is further engagement work 
still required by SmartGrowth and their partners in 
order to provide the opportunities necessary for 
tangata whenua, as an equal partner, to provide 
a greater voice about the long-term direction for 
the western Bay of Plenty sub-region. This will be 
done through the development of the Joint Spatial 
Plan following UFTI.

The commentary in Table 3 outlines some 
important considerations of the proposed 
options being advanced by UFTI at this time. 
The commentary assesses the shortlisted 
programmes presented across a limited set of 
considerations.
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Table 3 

He Manukura initial high-level assessment

Considerations Rail-Enabled Growth Connected Urban Villages Two Urban Centres Dispersed Growth

General 
comments 
— Māori and 
community

More compact development — 
Omokoroa, Te Puna, Bellevue/
Brookfield, Matua, Otūmoetai, Te Papa, 
Bayfair, Pāpāmoa, Wairakei, Te Puke

Opportunities for new growth — Te 
Puna, Te Puke, Paengaroa

Central PT priority and bus feeders — 
Katikati to Omokoroa, and Te Tumu to 
Pāpāmoa

More compact development — Te 
Papa, Bayfair, Pāpāmoa, Wairakei, 
Te Puke

Opportunities for new growth — Te 
Puke

PT priority south, north, and east

More compact development — Te 
Papa, Te Puke, Wairakei, Te Tumu

Opportunities for new growth — 
Te Puke, Pyes Pa

PT priority east, central, south, bus 
feeder north

Greenfields development 
between Tauranga and 
Waihi Beach, Tauriko, 
Pyes Pa to Kaitemako, 
Pāpāmoa to Paengaroa

Potential new transport 
connections

Impact on 
Māori land 
development

Potential to impact on Māori and in 
Paengaroa and Manoeka

Could provide employment connection 
for horticulture — kiwifruit

Potential to impact on Māori land 
in Manoeka

Could provide employment 
connection for horticulture — 
kiwifruit

Potential to impact on Māori land 
in Manoeka

Could provide employment 
connection for horticulture —
kiwifruit

Potential impact on 
Māori land across the 
sub-region

Impacts 
on Māori 
communities

Poor connections in Welcome Bay

Potential impacts on Matapihi 
community with increased frequency of 
passenger transport.

Improved transport access for 
communities — Te Puna, Matapihi, 
Bayfair, Te Manga/Kairua, Pāpāmoa, Te 
Puke, Paengaroa

Poor connections in Welcome Bay

Potential impacts on Matapihi 
community with new bus route 
across the Matapihi bridge and 
increased frequency through 
Matapihi

Poor connections in Welcome Bay

Potential impacts on Matapihi 
community with new bus route 
across the Matapihi bridge and 
increased frequency through 
Matapihi

Highly dependent on 
private vehicle use — 
particularly for Māori 
communities

Increased congestion

Community isolation and 
severance

Impact on 
sites of 
cultural 
significance 

No identified direct impacts on cultural 
sites. Need to consider unknown sites 
and potential to unearth significant 
heritage. 

No identified direct impacts on 
cultural sites. Need to consider 
unknown sites and potential to 
unearth significant heritage. 

No identified direct impacts on 
cultural sites. Need to consider 
unknown sites and potential to 
unearth significant heritage. 

No identified direct 
impacts on cultural 
sites. Need to consider 
unknown sites and 
potential to unearth 
significant heritage. 
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Considerations Rail-Enabled Growth Connected Urban Villages Two Urban Centres Dispersed Growth

Impact on 
taonga 
landscapes

Potential impacts on Tauranga harbour 
with an upgrade of the Matapihi bridge 
to accommodate passenger rail.

Growth communities like Paengaroa 
need to consider impacts on Kaituna 
catchment 

Versatile soils also need to be 
considered

Any future settlement may need to 
consider co-governance arrangements 
over the Tauranga Harbour

Potential impacts on Tauranga 
harbour with an upgrade of the 
Matapihi bridge to accommodate 
public transport — buses, and 
increases to walking and cycling

Any future settlement may need 
to consider co-governance 
arrangements over the Tauranga 
Harbour

Potential impacts on Tauranga 
harbour with an upgrade of the 
Matapihi bridge to accommodate 
public transport — buses, and 
increases to walking and cycling

Any future settlement may need 
to consider co-governance 
arrangements over the Tauranga 
Harbour

Any future settlement 
may need to consider 
co-governance 
arrangements over the 
Tauranga Harbour

Impacts on 
environment

Increased growth means increased 
pressure on infrastructure — 
particularly Three Waters

Growth communities for Paengaroa 
would require infrastructure for 
transport, and Three Waters. Could 
put significant pressure on existing 
infrastructure — particularly Waiāri. 
Need to consider the Te Maru o Kaituna 
co-governance arrangements.

Any future settlement may need to 
consider co-governance arrangements 
over the Tauranga Harbour

Increased growth means increased 
pressure on infrastructure —
particularly Three Waters.

Growth communities for Te Puke 
would require infrastructure for 
transport, and Three Waters. 
Could put significant pressure 
on existing infrastructure —
particularly Waiāri. Need to 
consider the Te Maru o Kaituna 
co-governance arrangements.

Any future settlement may need 
to consider co-governance 
arrangements over the Tauranga 
Harbour

Increased growth means increased 
pressure on infrastructure — 
particularly Three Waters.

Growth communities for Te Puke 
would require infrastructure for 
transport, and Three Waters. 
Could put significant pressure 
on existing infrastructure — 
particularly Waiāri. Need to 
consider the Te Maru o Kaituna 
co-governance arrangements.

Any future settlement may need 
to consider co-governance 
arrangements over the Tauranga 
Harbour

Increased growth means 
increased pressure 
on infrastructure — 
particularly Three 
Waters.

Any future settlement 
may need to consider 
co-governance 
arrangements over the 
Tauranga Harbour

Opportunities 
for Māori land 
development

Number of Māori land blocks in 
Paengaroa, Te Puke, Welcome Bay, 
Kairua, Mangatawa, Matapihi, and Te 
Puna

Number of Māori land blocks in Te 
Puke

Opportunities for park and ride 
facilities on Māori land next to 
public infrastructure — Te Puke, 
Pāpāmoa, Te Maunga, Matapihi, 
Te Puna

Number of Māori land blocks in 
Te Puke

Opportunities for park and ride 
facilities on Māori land next to 
public infrastructure — Te Puke, 
Pāpāmoa, Te Maunga, Matapihi, 
Te Puna

Opportunities for Māori 
landowners to develop 
land for papakāinga
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The themes coming through the He Manukura 
commentary is that programmes enabling for a 
more compact urban form, have greater social 
and affordable housing options, and increase 
transport choices for Māori, are more likely to align 
with the values of tangata whenua than other 
programmes. These themes are recognised and 
included where they can in the refined and final 
UFTI programme. 
 
 

Land use and constraints analysis

Using resources such as the constraints maps 
(Figure 21 and Figure 22), knowledge of current 
and pending national policy statements and past 
work conducted by the partners on development 
feasibility, the UFTI team assessed the differences 
between each of the programmes. The 
assessment was undertaken using a qualitative, 
knowledge-based assessment of the advantages 
and potential consequences of development in 
each identified growth area and the associated 
risks and uncertainties.

The assessment (see Table 4) also considered 
alignment with emerging national policy 
statement requirements and the performance 
of the programmes against the UFTI benefits 
and investment objectives. This assessment was 
recorded in the report ‘Planning Assessments 
of the UFTI Programmes Short list’ and is 
reproduced in full in Part 5 of this Report. The 
key observations from the assessment are 
summarised overleaf. 

 

Considerations Rail-Enabled Growth Connected Urban Villages Two Urban Centres Dispersed Growth

Missed 
opportunities

Poor connections through Māori 
communities like Welcome Bay

Does not consider relocation of airport 
to Paengaroa

Does not consider releasing Tauranga 
racecourse and/or golf course for 
urban development

Unclear whether Smiths Farm is 
considered

Lost opportunities for Māori land 
in Paengaroa and Te Puna

Poor connections through Māori 
communities like Welcome Bay

Does not consider relocation of 
airport to Paengaroa

Does not consider releasing 
Tauranga racecourse and/or golf 
course for urban development

Unclear whether Smiths Farm is 
considered

Lost opportunities for Māori land 
in Paengaroa

Poor connections through Māori 
communities like Welcome Bay

Does not provide for development 
on northern urban fringe — Te 
Puna

Does not consider relocation of 
airport to Paengaroa

Does not consider releasing 
Tauranga racecourse and/or golf 
course for urban development

Unclear whether Smiths Farm is 
considered

Limited public transport 
provision
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KEY
Infrastructure corridor

Region

Flooding and erosion

Significant natural areas

Reserves and DOC lands

Highly productive soils

Instability risk areas

Cultural heritage areas and sites

Peat soils

Urban Areas

Coastal heritage sites

Figure 21 

Western Bay of Plenty 
wāhi toitū (no-go layer 
constraints) and wāhi toiora 
(go carefully constraints)
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