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A. Purpose
1. This paper is to provide information to sponsors for their second meeting with the
Auckland Light Rail Group.

Sponsors for this project are the Minister of Transport, the Minister of Finance, the
Mayor of Auckland and the Deputy Mayor of Auckland. The Minister of Housing
must also be consulted on significant decisions. A copy of this paper will be
provided to the Minister of Housing and the Ministry of Housing and Urban
Development has had an opportunity to review this paper, alongside the Ministry of
Transport, Treasury and Council officials.
The role of the Sponsors1 includes:
● Setting the strategic direction of the Establishment Unit Board, including on
the scope of the business case outputs, including what key decision criteria
will be included, such as mode, alignment, funding and financing options, so
that the Establishment Unit Board has appropriate guidance on the project
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B. Background
2. In March, Cabinet decided to progress work on the City Centre to Māngere project
via an “Establishment Unit”, which is a joint endeavour between Waka Kotahi,
Auckland Transport, Auckland Council, Kāinga Ora and the Ministry of Transport.
The Establishment Unit is tasked with taking forward a business case, to ensure a
robust process for determining the mode and alignment of a rapid transit solution,
and as a basis for consultation prior to detailed planning and investment decisions.
A significant part of the work is also to build social licence.

Terms of Reference
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sponsors’ objectives and interests sufficient to allow the Establishment Unit
to undertake its work;
● Being regularly informed of progress with the work and provide direction on
key strategic, policy or systems matters as required;
● Maintaining political cooperation between central government and Auckland
Council with regard to the project; and
● With the benefit of the advice from the Independent Chair, enabling
Ministers to take back to Cabinet proposed decisions to inform the next
stage.
Sponsors met on 14 June 2020. At that meeting, we discussed:
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● The role of the project outcomes and investment objectives as the basis for
supporting future decision making on the project, alongside the wider policy
context.
● The scope of the business case and additional advice that the Establishment
Unit will prepare to inform decisions by Cabinet at the end of the year. We
provided a “Milestones Report” dated 5 July, to provide further detail to
Sponsors on the scope of the work.
● The Stakeholder engagement plan and the Mana Whenua engagement plan,
both of which were endorsed.
Sponsors requested that the next meeting should include:
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● Reporting on key IBC milestones; and
● An agenda item for sponsors to provide direction on urban form and
development.

the

C. Recommendations

The work of the Establishment Unit is ongoing; modelling is still being undertaken
and the results analysed. The business case work is ongoing. For this reason, for the
most part, Sponsors are asked to note and provide feedback on the matters raised in
this paper, rather than make decisions.

8.

We recommend that the Sponsors:
● Note the proposed scope of the delivery entity advice
● Note the following points in the urban form and development section:
▪ The desired scale of urban transformation in the corridor;
▪ The use of urban interventions to achieve the urban transformation;
and
▪ Recognition that interventions will need to be implemented through a
range of initiatives which could include collaboration across multiple
agencies and organisations.
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● Note the Mana whenua partnership and communications/ engagement
updates
2
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● Note the business case update and:

Endorse the objectives and proposed weightings for the business
case;

▪

Note the final short list options for assessment; and
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▪ Note and discuss the emerging trade-offs
● Note the proposed approach to progressing the funding and value capture
work and the early considerations that have been identified
● Note the update on progress.
D. Delivery entity

The Delivery Entity work will inform a future Delivery Entity decision and articulate a
transition plan to allow the project to continue.

10.

The Establishment Unit and partner agencies have worked collaboratively over a
series of workshops covering the Delivery Entity scope, defining assessment criteria
and commencing an assessment of options.

11.

Our work has been undertaken in parallel with the development of a preferred route
and mode, urban development potential, funding, financing and procurement. As
such, it is iterative in nature and we will continue to refine it. Appendix 1 shows
indicative scope elements and how they might be delivered; final decisions need to
wait for the business case.

12.

The primary focus of the business case and advice to Sponsors from the
Establishment Unit is determining what is needed for successfully delivering CC2M
and the objectives.

13.

We are focusing on the following four areas, which are being further developed:
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● Powers: mapping of where powers sit in the current institutional framework,
what powers the Delivery Entity might need and how easy it is to transfer
these or leverage these via partnerships.
• Governance and partnerships: roles and responsibilities of partners, how
together they can achieve the CC2M outcomes and overriding governance
features needed for successful delivery.
• Transition: identify key activities and risks at different stages, capability
needed and structure and governance arrangements needed to take the
project forward, pending the establishment of a Delivery Entity.
• Delivery Entity considerations: considerations around repurposing existing
entities vs creating a new entity to deliver CC2M. This will include the
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consideration of different existing agencies/entities, different entity forms
and the evaluation of CRLL and a JV, as requested by Cabinet.

To inform Cabinet’s decisions on how the project is delivered, central government
agencies are working alongside the Establishment Unit to ensure that the powers
sought of a new entity, and the form of that entity, are appropriate from a broader
machinery of government perspective. This will inform Cabinet’s decision in relation
to entity form and transitional arrangements.

15.

Assuming Cabinet agrees to continue to progress the project, the next stage is
critical to the successful and timely delivery of the project. This next stage takes us
through to the successful completion of the consenting process. This would involve
further design, network and masterplanning, developing and implementing the
consenting strategy developing the land acquisition strategy, development,
implementation a procurement strategy and completing a Detailed Business Case
(DBC), prior to going to market. This approach is consistent with best practice
planning for successful project delivery.

16.

Our early thinking is that standing up a delivery entity immediately following a
decision by Cabinet is not critical to the project and risks introducing delays. We are
likely to recommend a transition, with the delivery entity being stood up no earlier
than late 2022.

17.

Appendix 2 shows an indicative high-level programme, which the next steps for the
project to maintain the current momentum.

18.

Our September advice will include a transition plan, to allow Sponsors to understand
how the project will be progressed following a decision by Cabinet.
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We ask Sponsors to note the proposed scope of the delivery entity advice.

19.
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E. Urban form and development
The following section of the report discusses:
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possible scale of urban transformation in the corridor
urban interventions to achieve the urban transformation
recognition that interventions will need to be implemented through a range
of initiatives which could include collaboration across multiple agencies and
organisations.
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The Urban Workstream has undertaken urban modelling and analysis to understand
the urban form and transformation potential in the corridor with light rail
investment, based on different mode and alignment options. The workstream is also
investigating market and place-based factors that will assist in a better
understanding of the development market and macro-economic issues for Auckland,
as a consequence of investing in light rail. This work will help inform the business
case process and advice to Cabinet.

21.

The modelling and associated analysis are work in progress and therefore not all
results are available yet. As such, the urban section of this report provides the
Sponsors with an overview of key issues emerging from the urban workstream at this
point in the process, including seeking high level feedback on possible urban form,
density and implementation issues. The next steps in the urban workstream are
identified below.
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20.
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Strategic context

By fully integrating urban and transport outcomes, the work of the Auckland Light
Rail Group is contributing to the implementation of the National Policy Statement for
Urban Development and the Auckland Plan 2050. The Group’s work will also support
Auckland’s response to climate change through consideration of Te Tāruke-āTāwhiri: Auckland’s Climate Plan and the Climate Change Commission’s advice to
central government.

23.

The National Policy Statement for Urban Development requires Auckland Council to
amend its planning provisions to enable further intensification in areas with good
accessibility and travel options. It is designed to address fundamentals of land
supply, development capacity and infrastructure provision by removing undue
constraints. Council is required to provide for significant intensification within
Auckland mainly focused on the city centre and other key centres as well as transit
hubs. Council is also required to be ‘responsive’ to proposals even if they are
unanticipated by planning documents or out of sequence with planned land release.

24.

Greater levels of development intensity in particular locations, including around or
near existing and planned public transport, will therefore be required. Building
heights of at least six storeys within a walkable catchment of existing and planned
rapid transit stops will need to be enabled. Changes to the Auckland Unitary Plan,
such as enabling greater height, density and mix of development, will need to be
made to allow for this greater level of intensification. The Auckland Plan 2050,
Council’s long-term spatial plan for Auckland as required by the Local Government
(Auckland Council) Act 2010 (LGACA), will also need to be updated to reflect these
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changes including decisions made on Auckland Light Rail and its complementary land
use implications.
The Auckland Plan 2050 considers how the three key challenges of high population
growth, environmental degradation and ensuring shared prosperity for all
Aucklanders will be addressed through the identification of six outcome areas and a
Development Strategy which adopts a quality compact approach to urban form and
development:

26.

The investment objectives also support the three key elements of Te Tāruke-āTāwhiri: Auckland’s Climate Plan. They are:

or

an overarching Tāmaki Makaurau Response;
a focus on clear greenhouse gas emissions reduction targets; and
preparing Auckland for the impacts of climate change.
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25.

Urban transformation

Urban transformation of the current built form within the corridor, particularly at or
near future transit stops, will be critical to delivering against the agreed project
objectives. This transformation will include changing the current residential and
commercial land use in terms of densities, mix of uses and urban form. However,
while policy changes that allow greater heights and densities are necessary to enable
this transit supportive development, these initiatives alone won’t ensure these
outcomes are achieved.

28.

The following diagram is useful to conceptualise the type of built form that typically
results from a variety of transport modes, including light rail and light metro that are
being considered for this project.

lea

se

du

nd

er

the

Of
fic

ial

27.
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29.

For Auckland, we would expect a mixture of built forms across the corridor. This
recognises that different parts of the corridor require a different urban response to
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Moving towards higher residential and employment densities from a relatively low
density car based urban form, including more diverse housing typologies, will
enhance overall urban form and provide more choice for people. This will drive
mode shift by encouraging more active and public transport travel choices and will
influence significant urban transformation, enhance the operational performance of
the urban-transport system and achieve more value for money.
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make best use of the transport investment and provide for current and future
communities.

Urban interventions and barriers to change

Investment in light rail must be complemented by comprehensive measures that
enable, unlock and support delivery of this urban transformation. This can be
achieved through the use of a range of urban and other interventions such as
financial incentives, design and density bonuses, place making, development
partnering, facilitating site amalgamation, infrastructure delivery, statutory changes
etc.

32.

Ultimately, a better return on investment could be realised if a collaborative
approach is taken to leveraging investment to deliver quality intensification and
urban form, create strong communities, and to create and capture value.

33.

The following diagram illustrates that different levels of growth will occur depending
on the amount of urban intervention applied.
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Additional growth with
investment in light rail

Levels of growth without and with light rail
including urban interventions

?
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the Business Case)

Without
light rail

With light rail and
limited urban
intervention

With light rail and
significant urban
intervention
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31.

Level of urban transformation expected
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Factors that are considered barriers to changing land use

Change to land use, together with investment in sustainable transport, is critical to
the implementation of Auckland’s strategic direction, but is dependent on several
market and place-based factors. These include accessibility, physical/social
character, market/commercial considerations, statutory provisions and specific local
land attributes such as availability of infrastructure capacity.

35.

By improving journey times and increasing the capacity of the transport network,
investment in light rail will increase access across the corridor. This increase in
access has the potential to also increase the likelihood of intensification in particular
locations where accessibility is greatest.

36.

The investment in light rail therefore provides an enhanced platform for
intensification in a number of areas across the corridor. Understanding where this
accessibility and intensification potential is greatest will be an important
consideration for the Sponsors in relation to future decisions on mode and
alignment, alongside governance and the delivery entity.

37.

Beyond agreeing on how the scope of the project itself will improve access,
alignment between central and local government will also be needed to address
other barriers to urban development that exist within the system. Without a
collaborative approach to planning policy, regulation, funding/financing, delivery and
market demand, our ability to deliver inclusive communities, capture value and
increase housing supply may be constrained. This in turn could limit our ability to
deliver against the agreed project objectives.
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34.

Summary of approach to urban development assessment
As discussed above, the urban workstream is undertaking modelling and analysis of
urban development potential in the corridor with light rail. The following is a
summary of the approach being used for this assessment:
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38.

to help understand the market and place-based factors, urban uplift and land
use change modelling is being undertaken to estimate the quantum of urban
development potential across the City Centre to Mangere corridor. The
current land use analysis considers the impact of accessibility improvements
resulting from the respective shortlist options relative to the Do-Minimum. It
largely assumes that current zoning and other regulatory restrictions remain
constant.
An additional scenario is being modelled to estimate the potential impacts on
land use change of amending existing constraints and zoning assumptions.
The exact parameters of this scenario are currently being finalised but may
include up-zoning, increasing building heights.
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a high-level spatial analysis is also being undertaken to understand the
potential development types, quantum and densities that could be realised in
the corridor for the key potential development areas of Mt Roskill, Onehunga
and Mangere as well as Dominion Junction.
insights into how the economy could respond to the investment in the
corridor is also being investigated along with understanding current market
conditions and how the market could respond to the investment in the
corridor.
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The output of this modelling and analysis will help to inform the business case and
recommendations for route and mode, as well as identifying the most appropriate
urban interventions. This will be available mid to late August 2021.

40.

It is noted that very early market research being undertaken is indicating that
barriers currently exist across much of the corridor to multi-level development
above the dominant market provision (of up to three levels). Multi-level
development greater than three levels is essential to achieving residential densities
necessary to support transit investment.

41.

New development, both residential and commercial, that does not reach the optimal
potential for specific locations (i.e. close to transit stations) results in sites being
locked up in low density development for many decades. The benefits that come
from this type of transit support development is therefore lost for the short to
medium and even longer term as the economic life of buildings can be up to or
beyond 50 years. Outside of the city centre, this is an issue that applies across many
parts of Auckland.

42.

These barriers could be related to market demand for different forms of housing
along with the number and types of developers available with a range of expertise,
appetite for risk and capital to deliver intensification.

43.

Further work will need to be undertaken to understand whether these barriers will
continue into the future once the light rail investment is in place and if they do, what
will be required to address these barriers.
Further land use modelling and analysis is yet to be undertaken along with
understanding the required interventions. The results of this work will be available
in time to inform the business case process and advice to cabinet on recommended
route and mode.
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While enabling planning provisions will assist in the delivery of intensification and
urban and transport outcomes in the corridor, this will not be enough on its own.
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Urban interventions can take multiple forms including:

•
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spatial and statutory planning, including more directive statutory approaches
which may require the application of prescriptive provisions such as
minimum densities, inclusionary zoning and quality design
masterplanning/co-design with the private sector
development principles and design guides
changes to policy and regulatory provisions (e.g. fast-track consenting
processes)
provision of information and undertaking engagement
direct delivery to catalyse urban change, where the market is constrained
and/or collaborative delivery partnerships, including strategic land
acquisitions to unlock opportunities and optimise e Crown initiatives (e.g.,
Kainga Ora large-scale projects, Urban Development Authorities)
financial and economic levers including value creation/capture, use of new
funding/financing tools and enabling development contributions regimes.
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Further interventions will be required to unlock and deliver urban transformation.
As illustrated in the following diagram, there is a lower risk of failing to achieve the
desired urban outcomes if all available levers of enable, unlock and deliver are
utilised.

se
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These interventions are place-based and will vary dependent on the prevailing
conditions at the location, including the ability of the Crown/Council to influence or
even direct catalytic change in select locations.
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An intentional urban delivery strategy, including a corridor masterplan, which will
influence employment growth, is required to give effect to a range of urban
interventions. These interventions need to enable and unlock urban transformation
in support of the transport investment and to provide for the growth and aspirations
of current and future communities. Where the market is constrained, interventions
could also involve the delivery of urban transformation.

49.

An urban development delivery strategy must be mindful of broader considerations
beyond the corridor including the need to deliver on broader Crown objectives, the
Auckland Plan 2050 and the project investment objectives. This must consider a
number of trade-offs including between:
brownfield development and greenfield development
intensification in this corridor and the rest of the existing urban area,
including optimising intensification in support of the CRL and the enabling
requirements of the NPS UD.
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48.

Next steps

When all urban modelling results are received the urban workstream will analyse the
findings and prepare an overall urban assessment that will be used to inform the
Business Case including route and mode.

51.

Further work on urban outcomes for the corridor will continue into the Detailed
Business Case. This could include master planning around station locations and the
preparation on an urban development delivery strategy.
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50.

F. Mana Whenua partnership

A partnership is being established with Mana Whenua to incorporate cultural values
and opportunities, to be carried into the next phases of the project. The approach is
to engage with 15 Mana Whenua groups at a governance level, who have identified
with customary interests across the project area. 6 initial hui with the iwi chairs have
already taken place.
Several hui are also planned in August with specific Mataawaka groups including Te
Puea, Mataatua and Nga Whare Waatea marae in South Auckland.
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52.

A Maori Outcomes Strategy is being drafted to reflect the feedback that has been
heard from discussions and to summarise key insights and themes. We are pleased
that the mana whenua representatives will shortly formally join the Board and we
look forward to their guidance and support.
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G. Stakeholder/community engagement

The overall objective of communications and engagement is to introduce light rail to
local communities and wider Auckland. A focus for the next two months is to
establish social licence for the project by engaging with stakeholders and
communities.

56.

This is now underway with the strategy to go to where people are and reach out to
ensure they have the opportunity to give feedback face to face, in the communities
that the project will impact and benefit. The roadshow is covering 20 events,
markets and drop-in sessions.

57.

Listening sessions have been completed in five corridor communities. Planning is
underway for targeted workshops to discuss specific issues that are front of mind
(business, accessibility, ethnic, diversity and transport/urban interests).
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55.

Priority stakeholder briefings are also continuing with electorate MPs (Epsom,
Māungakiekie and Central Auckland), interest/sector organisations (Auckland
Business Forum, Environmental Defense Society, Campaign for Better Transport,
Sandringham Business Association) local boards (Māngere-Otahuhu; OtaraPapatoetoe) and ward councillors.
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Key themes and issues that are being received by area are outlined in the
‘Engagement Snapshot’ attached. Live feedback is shown in the markets videos here:
https://www.lightrail.co.nz/events/mangere-market-17-july-2021/
https://www.lightrail.co.nz/events/otara-market-24-july-2021/
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H. Business case update

In order to assess options, the Establishment Unit has developed a set of investment
objectives reflecting the Agreed Outcomes. The objectives are supported by a
detailed set of measures which assess the extent to which each project option
achieves those objectives. Option assessment will also be informed by cost benefit
analysis of each of the short-listed options.
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Objectives and weighting

The equal weighting given to Access and Urban Development recognises that the
project is as much about unlocking urban development as it is about the provision of
a rapid transit service. The 20% rating for sustainability and emissions reduction
recognises that this objective is largely achieved through successful delivery of the
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The objectives and proposed weighting for endorsement are:
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other objectives. Value for money is the only Agreed Outcome not reflected in the
investment objectives – because it is not itself an objective – but the outcome will be
ensured through the cost benefit analysis process.
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Unlocking significant urban development potential, supporting a quality compact
urban form and enabling integrated and healthy communities.

40%

40%

A transport intervention that embeds sustainable practice and reduces
Auckland’s carbon footprint.

20%
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A rapid transit service that:
- Is attractive, reliable, frequent, safe and equitable
- Is integrated with the current and future active and public transport network
- Improves access to employment, education and other opportunities.

62.
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Long List to Short List Process
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We ask Sponsors to endorse the objectives and proposed weightings for the business
case.

The Establishment Unit has undertaken a long list assessment process of modes and
route using an Early Assessment Sifting Tool (EAST) approach to reduce options by:

nd

Mode assessment identified that bus-based options had insufficient capacity to meet
anticipated demand on the CC2M corridor in 2048. Trackless trams also had
insufficient capacity to meet demand (but may be appropriate in other corridors like
Airport to Botany). Light rail, light metro and heavy rail options have sufficient
capacity.
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● First assessing mode and route options against their ability to deliver the
investment objectives.
● Then assessing remaining options against broader criteria (achievability,
affordability, impacts, property, social and community).
● Reconsidering any combined mode options, and
● Finally identifying short list options for further assessment.

Over 50 different route options were considered across Central City, Isthmus, Mt
Roskill to Onehunga, Māngere and Airport sections. Alignments have been identified
for the City Centre, Onehunga and Māngere for the purposes of IBC assessment –
but can be re-examined at the DBC stage with the community. Both Dominion Road
and Sandringham Road alignments have been taken through to the Short List.
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A combined Heavy Rail and bus-based option was considered utilising the Avondale
Southdown Rail corridor connecting the existing Western Line to the airport through
Onehunga; and using bus services along Dominion or Sandringham Roads. This
option has some transport benefits but does not provide the same opportunities for
urban development uplift through the isthmus sections of the corridor, does not
relieve the City Centre of bus congestion and – by absorbing capacity on the Western
Line - risks forsaking future opportunities to support sustainable development in
West Auckland.

66.

The final short list options for assessment are:
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65.

The options are set out in the map in Appendix 2 (emerging shortlist options), with
the hybrid option combining the Sandringham light metro alignment with the
Māngere light rail alignment.
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● Light Rail option (Sandringham or Dominion)
● Light Metro option (Sandringham or Dominion)
● Hybrid mode option (Light metro on Sandringham with light rail in Onehunga
and Māngere).

Trade Offs
68.

Identifying a preferred option will require addressing several trade-offs. These will
be explored in further detail in the business case to support Sponsors’ decisions.
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Mode Trade Offs:
● Surface running light rail operates on-street in its own lanes and has frequent
stops, while light metro is either underground or segregated from the road
with less frequent stations. That means, compared to a surface running light
rail solution, light metro offers faster travel times (15-20 minutes faster from
Māngere to the Central City), almost double the 2051 patronage levels,
greater reliability, significantly more access to jobs and up to 30% more
urban uplift.
● Surface running light rail still offers significant improvement on all measures
compared to the current transport network. (As noted previously a hybrid
option is also being considered).
● A fully tunnelled light metro option (i.e. constructed underground using a
tunnel boring machine rather than a covered or partially covered trench)
would cause significantly less business disruption during construction than
trenched light metro or even than surface light rail. A bored tunnel option
would also require significantly less property take than surface light rail with
the property that was acquired generally being in the vicinity of stations and
therefore having potential for transit orientated development. Community
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feedback to date has indicated that the partially covered trench is unpopular
because of disruption, severance, amenity and safety issue.
● Light rail may have enough capacity for this corridor (at least until 2051) but
would likely be insufficient if extended in the future to the North Shore and
North West (with Queen St then experiencing a volume of light rail traffic
inconsistent with a pedestrian environment). This capacity issue could be
addressed by selecting light metro as the preferred mode, through a hybrid
option (that utilised light metro closer to the central city and surface light rail
further out) or by constructing the North Shore – North West line as a
separate light metro system with a transfer to the Central City to Māngere
line at a city centre station. The Unit - and Sponsors - will need to consider
the extent to which the needs of this potential 3 corridor future network
should determine mode choice now.
Route Trade Offs
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● Sandringham Road offers relatively more urban development potential under
current planning settings, has significant Kāinga Ora landholdings and a
connection to Kingsland Station. Dominion Road has a more intense existing
urban form and offers a more direct route. The Unit is considering how
Dominion Rd could be up zoned.
● A station within the Māngere Town Centre offers greater urban development
benefits than a motorway corridor station and has been consistently
requested by the Māngere community in engagement to date.
● A University Station is possible with a light metro option but not a light rail
option - given the importance of Symonds St to the bus network.
● Neither Dominion nor Sandringham offers sufficient width to accommodate
surface light rail while also providing traffic lanes, footpaths and cycleways to
an acceptable minimum safe standard and nor is there is any space for
landscaping or other placemaking. (The design already assumes the removal
of parking). The project needs to encourage active mode access to stops in
order to generate patronage and requires well designed urban form to drive
urban uplift; so a surface light rail option would either need to widen the
relevant road by acquiring land along much of one side of that road or accept
a substandard and potentially unsafe solution. Diagrams showing surface
light rail within the existing corridor width, widened to allow appropriate safe
standards and with an underground light metro tunnel alignment are
attached to demonstrate this trade-off.
● An alternative approach would be to consider limiting vehicle access by
preventing through traffic along Dominion or Sandringham Road. This
approach would allow pedestrian environments in town centres and shared
streets along other sections – effectively limiting access to just residents and
deliveries – but may still cause safety concerns. (A similar approach would
however be appropriate on Queen Street in the city centre turning it into a
pedestrian environment.)
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We ask Sponsors to note the shortlist and the emerging trade-offs
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I. Funding and value capture

In line with the IBC process, we have investigated a wide range of potential funding
tools through consideration of a long list of funding options. This includes 23 project
related funding sources and 12 system wide sources.

70.

This list has been shortlisted through collaborative workshops across partner
agencies and assessed against agreed criteria. The criteria cover: certainty of cash
flow, implementation & deliverability, equitability, flexibility and wider
considerations.

71.

The shortlisting exercise eliminated funding sources such as capital gains tax in the
corridor, stamp duty in the corridor and tourist farebox, due to a combination of the
lack of cash flow certainty, inconsistency with current policy and the risk of perverse
incentives outweighing potential benefits.

72.

Short listed options remain broad and cover Crown, Council and commercial funding
sources; existing and potential new tools; and value capture mechanisms. These
range from more traditional funding sources (e.g. Crown appropriation, NLTF and
farebox) to targeted rates, betterment levies, commercial leasing, advertising,
strategic purchase and sale of land and sale of development or air rights.

73.

We are further developing this shortlist to include a summary of each of the
shortlisted options, including their application, beneficiaries, enabling legislation,
implementation & collection mechanisms, domestic and international precedent,
trade-offs and order of magnitude estimates.

74.

We will use this work to develop and provide three concurrent and related
deliverables which will form the basis of the IBC and additional advice to Sponsors
(refer Appendix 4) for a summary.
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● Financial Case: will provide an overview of capital funding options and
operating funding options. The long list to short list and short list reports will
be appended. It will consider the short listed funding options and how these
can come together as a suite of funding sources and tools.
● Detailed funding advice: advice beyond the scope of the IBC that will provide
detail on funding sources available to the relevant public entities (e.g. NLTF,
DMO, Auckland Council etc). It will consider the range of potential ‘levers’ to
fund the contributions, identify potential balance sheet implications and
clearly note trade-offs of the options and alignment to policy settings. This
advice will not seek to allocate funding to entities or options. Instead it is
focused on providing an understanding of the funding options available and
their realistic and practical implications to enable Sponsors to provide
16
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identify beneficiaries at varying degrees (node specific, corridor and
wider catchment);
identify trade-offs and the potential intended and unintended
consequences of using these tools (or not using them), including
considerations around the interplay with urban development, equity
and behavioural impacts;
provide order of magnitude estimates;
identify policy or wider tools that would be needed to enable these
tools to be optimised (e.g. special housing zones); and
case studies to bring to life how these tools can be used for ALR.
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guidance on the funding sources to be investigated in more detail in the DBC
stage.
● Detailed value capture advice: this advice will provide greater clarity on the
tools that are currently available, as well as those that may be worth further
consideration. It focuses on providing advice on practical implementation
considerations and consequences specifically in relation to ALR. It will:

The shortlisted value capture tools being considered in more detail include the use
of an IFF levy, targeted rate, targeted levy, betterment levy, tax increment financing
(TIF), business rate supplement, vacant land tax, workplace parking levy, farebox and
premium farebox. We are also considering a range of more land related tools such as
the sale of land, strategic purchase and sale of land, development partnering or
development. The application of these is being considered across a spectrum of
beneficiary groups from a local to a national level.

76.

Some of these tools are able to be used under current legislation (e.g. IFF levy and
targeted rate), albeit require differing levels of complexity to justify and implement.
Other tools (e.g. a betterment levy or TIF) would require legislative change to enable
the Delivery Entity or Auckland Council to use them. This degree of complexity will
be considered alongside the potential funding quantum, certainty of cash flows,
equitability and any favourable or unfavourable associated behavioural impacts. The
detailed funding advice provided will draw out these considerations, including
requirements for legislative change.

77.

This work will provide order of magnitude estimates.

du

Some early considerations evolving from the funding work include:
● Further announcements on the project should consider including the nature
of the funding sources that are likely to be applied. This would provide clear
messaging to the community and market and reduces the risk of not
capitalising on value capture.
● Capturing value from landowners has implications on incentivising
development. This needs to be considered in the context of Auckland-wide
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patterns of intensification. It also has implications on future patronage and
mode-shift and associated environmental benefits.
● The trade-off between specifically targeting beneficiaries (i.e. beneficiary
pays principle) and promoting affordability (i.e. sharing the cost over a wider
group) needs careful consideration. This will be particularly challenging when
considering lower socio-economic areas (i.e. risk of driving gentrification
through increasing the cost of living).

ma
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We ask Sponsors to note the proposed approach to progressing the funding and value
capture work and the early considerations above.

J. Update on progress

As outlined in the Milestones report, the Establishment Unit will produce an IBC
following Treasury’s Better Business Case methodology, with additional advice to
support decisions to be taken by Cabinet by the end of the year.

80.

The Establishment Unit remains on track to provide the IBC and additional advice by
30 September. This will enable policy agencies to develop a paper for Cabinet by
November.
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79.

Board meetings and sponsor meetings

The Board has had three meetings. In response to a request for more meetings, we
have scheduled two further board meetings, as well as a tour of the corridor. We
are encouraged by the commitment and diligence of the Board, which will support
robust and enduring decision-making.

the

81.
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•

To develop the objectives the Establishment Unit went through an Investment Logic
Map (ILM) process, which set out the project’s problem statements and benefits and
allowed the Establishment Unit to frame the focus areas for analysis and research)
Project objectives defined (with detailed measures) – the weightings for the
objectives have been endorsed by the Board, covered above.
Longlist defined
Shortlist defined.
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Business case
82. The following key milestones have been met for the business case:
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The next steps for the business case are:

Re

lea

83.
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•

Multiple Criteria Assessment/Option Selection
Cost Benefit Analysis (CBA)
Draft the business case.
18
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Urban uplift and land use change modelling is well underway. This will inform
potential urban transformation within the corridor, for each route and mode option.
Detailed area framework plans for Mt Roskill, Onehunga and Māngere are also wellunderway. These are the key areas identified in the cabinet paper.
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Urban form
84. The urban form workstream is an input into the business case.

or

Delivery Entity, funding, financing and procurement
86. These topics will be represented in the commercial, financial and management
cases.
The Establishment Unit is currently progressing through longlist to shortlist options
for each of these topics, again tracking to the end of August for the inputs to the
business case.

88.

The Ministry of Transport, Treasury and other policy agencies, including the Ministry
of Housing and Urban Development, are involved in this work and are adding
additional resource to ensure that, to the extent appropriate, broader Crown views
can be incorporated in the IBC and advice. There is a parallel policy workstream to
ensure that broader Crown views are considered alongside “best for project” views
and can be incorporated into the Cabinet paper.
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87.

Upcoming milestones include:
● Pricing and programming of the various options
● Silver Design Submission
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Technical Support
1. The Technical Support team has now successfully delivered on the Bronze Level
Design Submission, informing the Option Selection activities, as well as providing
methodology information for programming and pricing the construction stage of the
project.
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Transport Strategy
3. The team have now delivered transport modelling, including patronage numbers,
journey times and required rolling stock movements against all five proposed
options.
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4.

The team will be focussing on re-running aspects of the model in this period to
complement the development of the Urban uplift modelling.
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Gateway Review
5. We have a Treasury Gateway Review planned for the week of 18 October 2021,
which will be ahead of any decision from Cabinet. The scope of this review will be
agreed with Treasury over the coming weeks.

20

ati
on
Ac
t

19
82
Re
le

as

ed

un
de

rt

he

Of

fic
i

al

Inf

or
m

Appendix 1 - Delivery Entity Scope elements
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Appendix 3 – emerging shortlist options
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