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 Scenario 1.2: Partial move to Tauranga  
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Port of Tauranga car throughput 

RE
LE
AS
ED
 U
ND
ER
 TH
E 

OF
FIC
IA
L I
NF
OR
MA
TIO
N 
AC
T



 

59 

 

 

Port of Tauranga truck and train trips to/from the port 

TO BE FILLED 

  

0

50,000

100,000

150,000

200,000

250,000

300,000

350,000

400,000

450,000

500,000

2
0

1
7

2
0

1
8

2
0

1
9

2
0

2
0

2
0

2
1

2
0

2
2

2
0

2
3

2
0

2
4

2
0

2
5

2
0

2
6

2
0

2
7

2
0

2
8

2
0

2
9

2
0

3
0

2
0

3
1

2
0

3
2

2
0

3
3

2
0

3
4

2
0

3
5

2
0

3
6

2
0

3
7

2
0

3
8

2
0

3
9

2
0

4
0

2
0

4
1

2
0

4
2

2
0

4
3

2
0

4
4

2
0

4
5

2
0

4
6

2
0

4
7

2
0

4
8

2
0

4
9

N
u

m
b

er
 o

f 
ca

rs

Year

Moving Ports of Auckland to Port of Tauranga: Cars

RE
LE
AS
ED
 U
ND
ER
 TH
E 

OF
FIC
IA
L I
NF
OR
MA
TIO
N 
AC
T



 

60 

 

 Scenario 2.1: Full Move (Except Cruise) to Northport 
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 Scenario 2.3: Full Move (Except Cruise) to Northport and Tauranga
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Port of Tauranga throughput 
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Two POAL Masterplan options (considering partially and fully decommissioned POAL) have been coordinated 
with the anticipated growth of Auckland over a thirty-year period and the related accommodation demands for 
core sectors  The following diagrams summarise the projected growth for central Auckland and the estimated 
proportion of that growth allocated to the POAL Masterplan  The GFA totals in tables below show GFA yield of 
200,000m² and 1,300,000m² for Option 1 and 2 respectively  

 

Figure 18 Scenario 1:  Partially decommissioned POAL, GFA 200,000m² 
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Figure 22 Masterplan Option 2) Port function is fully decommissioned 
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5.5 Economic Development impacts of scenarios 
Consideration of the regional economic development impacts of the scenarios has been undertaken at a high level 
with the following principles: 

► There is no additional ongoing employment as a direct result of any scenario  This is because: 

o Port investment is likely to continue to focus on high-productivity solutions through automation  
All scenarios assume an acceleration of automation through the investment in new port capacity 

o While automation leads to a reduction in port employment, most scenarios require additional 
steps in the logistics and supply chain (e g  new inland ports and more rail)  It is assumed that 
any employment reductions through automation at ports, is offset by employment increases in 
the wider supply chain  Both are, however, at the margins  

► Alternate land use at the Ports of Auckland site in terms of commercial activity will lead to an intra -
regional relocation of employment in Auckland  We are expecting this to be a stepped change whereby 
the larger corporates would continue their relocation from the mid-town parts of Auckland to newly 
available land at the waterfront, which in turn leads to movement into mid-town from CBD fringe, and 
others such as the University of Auckland and AUT, continuing their progressive expansion 

► While first-order impacts on employment are neutral, the location of employment will change in each 
scenario in terms of logistics and supply chain jobs  It is assumed that the majority of jobs, including rail 
and road, will relocate over time to the area of focus in the scenario   

o This assumption is made on the basis that employees will locate closest to the area that they will 
start and finish their day, and wherever possible, take advantage of lower costs of living 
associated with regional New Zealand  

o The only potential risk to this assumption is whether there are sufficient opportunities for 
spouses of employees 

► The impact of the relocation of employment is assessed on the basis of the percentage change in the size 
of the regional economy as a result of the quantum of the move  As an example, the relocation of 500 
employees from Auckland will have a negligible impact on the economic shape and size of Auckland, 
while those same 500 employees will have a material impact on the size of the Northland economy 

► Flow-on impacts from this spatial reallocation of employment into the focus regions is considered, and 
again, is a function of the relative sizes of the economy   Any reduction in Auckland is highly unlikely 
to result in a reduction in the need for services associated with the change  However, a material first-
order increase in employment in a smaller area such as Whangarei will result in the need for additional 
services in areas such as education, health etc  

► Small positive impacts from land use change in Auckland are assumed  This is associated with an increase 
in economies of scale and move to more productive jobs associated with agglomeration impacts of greater 
density and focus in the CBD 
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The Partial Move scenarios also delivered benefit cost ratios above 1 at 6 8 (Northport) and 4 1 (Tauranga) 
respectively  A Partial Move scenario demonstrates a value as a potential interim approach to a Full Move 
scenario  It could have also been considered, should a Full Move scenario not deliver a viable benefit cost ratio 
(which Scenario 2 1 does)  

 

6.2 Technical outcomes 
At a high level the assessment showed that development of significant capacity increases at Port of Tauranga 
(above already forecasted growth) would be difficult   The scenario where it is assumed that all the freight 
currently coming through POAL was instead assumed to come through NorthPort appeared more promising   
The expected volumes compared to planned capacity (assuming investment) are shown in the figure below  

 
It is estimated that the cost to develop NorthPort to this extent would be in the order of $1 35B over the next 30 
years   Based on benchmarking similar developments around Australasia, the development required could be 
undertaken within the next 15 years if desired, and in fact depending on the time for approvals the work could 
be complete within 7 years, as shown in the figure below  

 
Taking the above into account, and considering the strategic direction being developed by the Working Group, 
the following are drawn: 

 It should be recognised that a hard constraint will be reached in the ability to move freight by road or 
rail to and from POAL, and therefore its ‘capacity’ will be reached, and freight will have to go 
elsewhere  
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 Given the above, any investment in improving productivity inside POAL should be carefully 
scrutinised against the probable longevity of the port operations  

 If it was decided that the strategy (among other things) was to develop Northport and the associated 
land transport networks to connect it to Auckland and the rest of the country, then it would be prudent 
to develop Northport at a scale and in a timeframe that would avoid the estimated $500M to be spent 
prior to 2026 to implement automation at POAL  

 It would be possible to transition in stages, by closing POAL to cars first, and then gradually 
implementing changes for containers and bulk commodities   A detailed transition plan would need to 
be developed  
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chain in the Upper North 
Island 

create transport links that 
could open up land that is 
relatively close to Auckland 
for development. However 
these benefits will be 
outweighed by the capital 
costs and land side road & 
rail link costs associated 
with a brand new port which 
are significantly higher than 
all alternative scenarios.  

 

permit, with consideration 
of the impacts of reclaiming 
part of the foreshore or 
seabed, constructing a 
structure in, on, under, or 
over any foreshore or 
seabed, disturbing the 
seabed (e.g. by excavation 
or dredging) and the 
occupation of part of the 
common marine and coastal 
area.   

► A new Port in the Firth of 
Thames would potentially 
result in an increased carbon 
footprint. Whilst accessible 
to SH1 and the south and 
east of the North Island, the 
travel distance from SH1 to 
the ports landside activities 
increases emissions from 
heavy vehicle travel.  

► There are a number of 
residences along the 
coastline that may be 
impacted by the change in 
noise environment, subject 
to the location of the port 
and the landside activities 

► The existing night time 
environment would also 
change with the presence of 
a 24 hour operating port, 
associated landside 
activities and causeway all 
creating a potential night 
time illumination into the 

option be carried forward 
for further evaluation. The 
effect on amenity of 
communities that overlook 
the proposed site and those 
who are affected by the rail 
and road access corridors 
through the Clevedon valley 
would need to be a key 
focus of any assessment.  

► This assessment should also 
include the impact on 
recreational opportunities 
within the harbour and how 
the ports location might 
impact existing access to 
and use of the coast. In 
addition, community 
aspirations around the use 
and protection of the Firth 
of Thames and the Clevedon 
Valley, both coastal and 
landside and community and 
stakeholder values 
associated with the area of 
impact would need to be 
defined and considered.  
The area of social impact is 
expected to be relatively 
stretched given the length of 
the new access corridor and 
the communities located 
along the route. 

Firth of Thames including 
the members of the 
Marutuahu confederation of 
iwi and Waikato Tainui. 

► The Hauraki Gulf area holds 
significant historical, 
cultural and spiritual 
meaning for tangata whenua 
within the area. The 
proposed Firth of Thames 
sites will have an impact on 
the tangata whenua 
relationship to the Hauraki 
Gulf.  This impact will 
require consideration. 
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sky and adjacent 
viewpoints. 
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Scenarios that involve a full move to Tauranga, or the shared move have materally lower wider economic impacts, 
in part due to  the relative size of the Bay of Plenty economy where indirect and induced economic activity from 
the move is likely to be significantly less  
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7. Appendices

These will include full MCA analysis and scoring, as well as Advisian and W&M technical inputs  
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and would require significant additional development to the point where they could be considered 
“investment ready” options.The results of the analysis of the scenarios will inform the Working Group’s 
recommended strategy. 

Scenarios were developed that offer a mix of: 

► Ports: Consideration hasve been given to Northport, Ports of Auckland, Ports of Tauranga, 
different a combination of bothcombinations and potentially a “Super Port” independent of the 
existing 3 ports 

► Freight types: The impact of both a full and partial move of operations from Auckland to 
Northport or Tauranga. 

► Time: The speed atpotential timings which any move could be undertakenfor undertaking 
changes 

The scenarios are represented in the diagram below:Within each of these headline scenarios  different 
locations were considered, as shown in the diagram below: 

This has resulted in the initial development of two headline scenarios of a Partial Move and a Full Move 
of he Ports of Auckland. Within each of these headline scenarios, different locaions were considered, as shown in he diagram below: 
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1.3.4 Key Findings to Date  
The Working Group have been provided with a terms of reference7 which guides them in reviewing New 
Zealand’s freight and logistics sector, and in the development and delivery of a freight and logistics 
(supply chain) strategy for the UNI region. It also asks the Working Group to consider the feasibility of 
moving the Auckland Port, with serious consideration given to Northport, and to advise on priorities for 
investment in rail, roads and other supporting infrastructure. It asks the Working Group to consider a 
range of impacts including transport, land use and urban planning, as well as national and regional 
economic growth. 

To date, the Working Group has been in a discovery phase. During this time, the Working Group has 
been gaining a practical understanding of the current system through site visits and discussion with 
relevant supply chain sectors.  This practical understanding has been supported by initial analysis of 
available freight and economic data, reading background materials and reports, and further extensive 
stakeholder engagement.  

The Working Group published Stage 1 of the review on 27 April 2019. This interim report highlighted 
that there was unanimous support given to rail infrastructure to support the UNI ports connectivity, to 
work in conjunction with other transportin a fully modern intermodal and coordinated system. 
mechanisms. In addition to this, the working group fundamentally believes that there is no point making 
further investment in Northport without must be coordinated with investment in, and development of an 
upgraded train line from Northland to Auckland and associated intermodal and freight handling facilities. 

The working group engaged with all interested stakeholders and key interest groups, including 
representatives from the three UNI ports, port company shareholders, the road freight industry, the 
shipping industry, commercial interests, cargo interests and other interested parties. These 
stakeholders provided feedback on the strengths and weaknesses of the UNI’s current three-ports, 
exiting rails and roads, and highlighted the inefficiencies and failure to operate as a system. freight 
system The working group explored the , as well as the main opportunities and threats over the next 
10, 25 and 50 years. There was feedback on the ownership structures of the three ports as well and 
the extent to which the three ports are influencing freight outcomes for the UNISC. 

The stakeholders had a range of views on the scope of what should be considered, from ensuring that 
Waikato is included when thinking about the UNI region to thinking about the North Island or even New 
Zealand as a whole when making decisions about ports, roads and rail in the upper  

North Island. Their overall view was that the impacts were far-reaching and so should be grounded in 
robust evidence. The stakeholders also made it clear that the behaviours and types of freight handlers 
and logistics organisations have equally important influence on the effectiveness and outcomes of the 
supply chain. It was indicated that Ccost is a big driver of behaviour and there was a universal interest 
in the cost of moving freight. 

                                                 
7 https://www.transport.govt.nz/assets/Uploads/Our-Work/Documents/cc9d34704a/UNI-Cabinet-Paper-and-Terms-of-
Reference_no-redactions.pdf   
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Main Line Project has been proposed to increase capacity along this line.22 However, as the line will 
support both passenger and freight operations, friction issues are still likely. Freight trains are much 
longer and slower than the electric passenger rail units, and will cause considerable knock on effects 
for passengers. 

As signalling headways are also reaching capacity, freight may be required to move to off -peak 
periods or overnight. The impact this could have on POAL operations is uncertain, but there is an 
increasingly unfavourable public opinion towards increasing freight rail traffic throughout Auckland’s 
eastern suburbs. Changes in freight scheduling may conflict with residential amenity or liveability 
along freight corridors and result in public backlash. 
 
The state highways that carry freight into and out of the Auckland Region are 1, 16, 20 and 20A. The 
Auckland Harbour Bridge (part of State Highway 1) is not classified as a ‘high performance motor 
vehicle’ capable route23. Currently clip-on lanes are open to 50-tonne maximum heavy vehicles. Heavier 
vehicles are only able to use the truss bridge lanes24.  

Congestion in Auckland is a pressing issue in terms of the road network and efficiency of freight 
movements. A 2012 study, City Centre Future Access Study, notes that by 2041 average vehicle 
speeds will drop to 5kph during the morning peak period which is the equivalent to walk pace25.  

Significant road investments include the 20Connect project, improving access to freight hubs around 
the airport and Onehunga. This project is expected to be completed in 2021. The Waikato 
Expressway (along with various Southern Corridor Improvement projects) will also reduce travel time, 
congestions and increase capacity between Auckland and Waikato. The Waikato Expressway 
projects will cost over $500 million in total and should be completed in 2021. The Western Ring 
Project along State Highway 16, to be completed this year, will also improve reliability and travel times 
to freight hubs in Auckland. 
 

3.5 Bay of Plenty Supply Chain 
3.5.1 Current Situation  
Port of Tauranga, located in the Bay of Plenty, is New Zealand’s fastest growing and most productive 
port, rated as one of the 10 most efficient ports in the world. Between 2016 and 2017 its exports and 
imports increased by 8.0% and 13.7% respectively, however POT has an import-export imbalance 
where its import volumes are less than two thirds of its export volumes. As a result, POT has a significant 
empty container generation.26  

Just over half of all cargo volumes are either transhipped (transferred from one ship to another), 
transported by rail or carried via pipeline. Nearly 45% of all forestry exports arrive at the port by rail. 
Road traffic congestion is nevertheless a city-wide problem in Tauranga, and the forecast growth in 
both passenger and freight travel is likely to exacerbate this issue over time. 

POT’s fast growing productivity is contributing to the Bay of Plenty’s strong economic growth and is 
estimated to be associated with 43% of the region’s Gross Domestic Product (GDP). Exports grew 8.0% 
in volume to 14.2 million tonnes and imports increased 13.7% in volume to 8.0 million tonnes. Much of 
the increase is attributable to the large increase in total TEUs handled, from 954,006 in 2016 to 
1,085,987 in the 2017 financial year27. This large increase in total TEU’s handled was mainly driven by 
a surge in log and forestry exports28. 

                                                 
22 Wiri to Westfield, The Case for Investment, WSP & Parsons Brinckerhoff, December 2016.  
23 https://www nzta.govt.nz/commercial-driving/high-productivity/full-hpmv-network-map/ 
24 https://www.newstalkzb.co nz/news/national/auckland-harbour-bridge-strengthened-against-risk-of-
catastrophic-failure/ 
25 Page 12. 
26 UNISCS Working Group Interim Report 
27 Port of Tauranga Annual Report 2017. [Online] 2017.https://www.port-tauranga.co.nz/download/mPau131b8dTk3/ 
28 https //www port-tauranga co nz/about-port-of-tauranga/commodities/ 
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Base case 2034 

 

BASE CASE 2034

RAIL

Significant investments/developments Costs ($M) Comment

Spur line to Marsden Pt $329 From NAL Business Case

Limited NAL upgrade $225
Assumed half of the line upgrade cost from the 

NAL business case

Auckland upgrades - 3rd main Wiri-Westfield, Upgrade Westfield Junction, 

Quay Park Junction, Electrification Papakura - Pukekohe, Various resilience 

and level crossing projects

$940 From ATAP

Passing loops on East Coast Main Trunk Line $40
Simple loops requiring one train to stop.  

Assumed $10M each

TOTAL 1,534$        

ROAD

Significant investments/programmes Costs ($M) Comment

No signficiant capacity increases to SH1 between Central Motorway 

Junction and Puhoi

Completion of Puhoi to Warkworth Costs already expended

Various planned safety improvements SH1 - Wellsford-Warkworth, 

Brynderwyn Hills, Whangarei (6 minor projects)
135$           

From NZTA Whangarei to Auckland Programme 

Business Case

Allowance for further safety improvements on SH1 North Auckland that 

are not current programmed 
200$           Assume $20M/yr for 10 years for entire corridor

Completion of Waikato Expressway Already committed

Manukau - Papakura Widening Already committed

Papakura - Bombay Widening 450$           Estimate - approximately 20km of widening

Mill Road Stage 1 500$           
Estimate - approximately 9km, multi-modal 

corridor. Will take pressure of SH1

No significant improvements SH2 Auckland - Tauranga or SH 27.  

SH29 Corridor, early stages of Tauriko Network Plan 200$           
Estimate - approx 30% off total planned $650M 

spend over 30 years from NZTA Programme 

Allowance for limited safety improvements SH29 200$           Assume $20M/yr for 10 years for corridor

TOTAL 1,685$        
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Freight volumes 

 

Auckland Base Case Port Developmentsinvestments 
 Below plot shows the forecast container growth with the terminal limitations highlighted 
 This shows that there is sufficient terminal area (shown in blue above) to cope with the 

volumes if the mode of operations changes to ASC 
 Based off the 30,000 TEU/Ha metric, POAL will reach maximum capacity at 2026, therefore 

implementation of ASC should occur prior to then, or cargo relocated elsewhere.  
 From the POAL masterplan website, POAL appear to have invested in Automated straddles 

which can stack containers 4 high as opposed to 3 high. This will increase the container 
density in the yard, however no further information could be gathered, therefore the 30,000 
TEU/Ha assumption was still utilised  

 Note: Fourth berth capacity does not take into account operational inefficiencies associated 
with a split terminal 

 

Cost estimates for port development 
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The road and rail network 

 

Ports of Auckland Base Case 2034

Item Unit Amount Total (NZD)

Port Dredging m3 -          -$                          

Reclamation m3 0 -$                          

Quay Wall m -          -$                          

Rail 0 -$                          

Container Facilities Pavement and utilities Ha 23.1        133,209,251.98$     

Quay Cranes ea 4 90,720,000$            

ASC ea 14 296,940,000$          

AutoStrad ea 0 -$                          

-$                          

Log Facilities Pavement Ha 0 -$                          

-$                          

Car Facilities Pavement Ha -          -$                          

-$                          

-$                          

Total 520,869,252$          

Ports of Auckland Base Case 2049

Item Unit Amount Total (NZD)

Port Dredging m3 -$                          

Reclamation m3 0 -$                          

Quay Wall m 300         29,925,000$            

-$                          

Container Facilities Pavement and utilities Ha 9.5          55,048,441$            

Quay Cranes ea 4 90,720,000$            

ASC ea 6 127,260,000$          

AutoStrad ea 0 -$                          

-$                          

Log Facilities Pavement Ha 0 -$                          

-$                          

Car Facilities Pavement Ha -          -$                          

-$                          

-$                          

Total 302,953,441$          
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Port investmentsdevelopments 
 The figure below shows the forecast container growth with the terminal limitations highlighted 
 This shows that terminal is operating close to maximum throughput (excluding any 

efficiencies gained by intermodal terminals) and that investment in automation should already 
be occurring  

 Even with the mode of operations changed to ASC, the forecasted throughput will still exceed 
available land, therefore either further efficiencies are required as mentioned in 2034, or 
additional land is required (shown in orange in above image) 

 The construction of the Northern Breakwater wharf provides a larger throughput due to the 
available length allowing for multiple vessels to berth. However, there is a possibility even 
construction of this wharf may not provide enough throughput capacity by 2049. 

 

 

Cost estimates for port development 
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The road and rail network 

 

 

Tauranga Base Case 2034

Item Unit Amount Total (NZD)

Port Dredging m3 334,400  8,778,000$             

Reclamation m3 0 -$                        

Quay Wall m 380          36,645,000$          

Rail 0 -$                        

Container Facilities Pavement and utilities Ha 32.3        186,656,790$        

Quay Cranes ea 6 136,080,000$        

ASC ea 20 424,200,000$        

AutoStrad ea 0 -$                        

-$                        

Log Facilities Pavement Ha 0 -$                        

-$                        

Car Facilities Pavement Ha -          -$                        

-$                        

-$                        

Total 792,359,790$        

Tauranga Base Case 2049

Item Unit Amount Total (NZD)

Port Dredging m3 750,000  19,687,500$          

Reclamation m3 0 -$                        

Quay Wall m 460          43,365,000$          

-$                        

Container Facilities Pavement and utilities Ha 14.5        83,677,905$          

Quay Cranes ea 6 136,080,000$        

ASC ea 9 190,890,000$        

AutoStrad ea 0 -$                        

-$                        

Log Facilities Pavement Ha 0 -$                        

-$                        

Car Facilities Pavement Ha -          -$                        

-$                        

-$                        

Total 473,700,405$        
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5.2.2 Applying an Investment Logic to Shortlist Scenarios 
Following this MCA the options were shortlisted using a simple investment logic: 

1. Can the scenario realistically deliver a workable alternative logistics and supply chain from both the 
port side and land side perspective? 

2. Can the scenario deliver such an alternative within an acceptable time period? 

3. Is the scenario able to deliver the alternative at a capital cost that represents better value for money 
than other scenarios? 

On this logic, the “Full Move - Tauranga Only” and the Super Port scenarios were not taken forward to 
a short list. 

Full Move - Tauranga Only  

The Tauranga Only scenario effectively entailed an increased reliance on a logistics and supply chain 
focussed on meeting the Upper North Island’s needs through an almost exclusively Sothern solution. 
This reduced resilience in the UNI Supply Chain, compared to the current situation, and was materially 
more expensive than options that diversified the supply chain. This was due to the need to  invest in 
the land side infrastructure to address the significantly increased freight volumes through the Bay  of 
Plenty, Waikato and South Auckland. 

Super Port Scenario 

The Super Port scenario was discounted from detailed consideration and further development for the 
following reasons: 

► A Super Port would only be required is if was considered that the combination of existing, 
established ports could not deliver on the requirements for the logistics and supply chain in the 
Upper North Island. There is no evidence to suggest that the combination of existing ports could 
not meet the supply chain needs 

► The costs of development of a brand new port serviced by a land side logistics and supply chain 
are significantly higher than all alternative scenarios. The high capital costs apply to both the 
development of a new port ($5+ billion) and new land-side road and rail links ($2+ billion)  

► There are likely to be challenges around gaining resource consent to develop a new port in the 
Firth of Thames.   Any development would require a coastal permit, with consideration of the 
impacts of reclaiming part of the foreshore or seabed, constructing a structure in, on, under, or 
over any foreshore or seabed, disturbing the seabed (e.g. by excavation or dredging) and the 
occupation of part of the common marine and coastal area.  Consent for up to 50km of new road 
and rail corridor (some off which would traverse the Tapapakanga Regional Park) would be 
required, along with careful consideration of iwi cultural values and concerns relating to the site 
(although there would potentially be trade-offs with the potential freeing up of the current 
Waitemata Harbour site, which is of high significance).  Also of strong concern would be shipping 
impacts on established (and growing) marine farm developments in the Hauraki Gulf and Firth of 
Thames.  This consideration would take place in an environment in which alternatives such as 
developing NorthPort or expanding the Port of Tauranga exist, potentially at lower cost than 
developing a new port.  Whether or not consent would be attainable is uncertain, but what is certain 
is that the process would be long and costly.. 

The non-progression of this scenario is not a discounting of this as an option. Ownership structures 
mean that a decision to advance a Super Port could be made by port owners. It has been discounted 
as a scenario to be modelled as it is felt that other scenarios are sufficient to understand whether there 
is the potential to deliver an economically better-performing logistics and supply chain (with associated 
economic development impacts) approaches. 
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5.3 Shortlisted Scenario Analysis Overview 

 Scenario 1.1: Partial move to Northport 
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Northport car throughput 
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Truck and train trips to/from the port 

 

 
  

 Scenario 1.2: Partial move to Tauranga  
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Port of Tauranga car throughput 
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Port of Tauranga truck and train trips to/from the port 

TO BE FILLED 
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Northport Throughput 

 

 

The number of truck and train trips to/from Northport 
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 Scenario 2.3: Full Move (Except Cruise) to Northport and Tauranga
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Port of Tauranga throughput 

 

 
The number of truck and train trips to/from Port of Tauranga 
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Two POAL Masterplan options (considering partially and fully decommissioned POAL) have been 
coordinated with the anticipated growth of Auckland over a thirty-year period and the related 
accommodation demands for core sectors. The following diagrams summarise the projected growth for 
central Auckland and the estimated proportion of that growth allocated to the POAL Masterplan. The 
GFA totals in tables below show GFA yield of 200,000m² and 1,300,000m² for Option 1 and 2 
respectively. 

 

Figure 18 Scenario 1   Partially decommissioned POAL, GFA 200,000m² 
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Figure 22 Masterplan Option 2) Port function is fully decommissioned 
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5.5 Economic Development impacts of scenarios 
Consideration of the regional economic development impacts of the scenarios has been undertaken at 
a high level with the following principles: 

► There is no additional ongoing employment as a direct result of any scenario. This is because: 

o Port investment is likely to continue to focus on high-productivity solutions through 
automation. All scenarios assume an acceleration of automation through the 
investment in new port capacity 

o While automation leads to a reduction in port employment, most scenarios require 
additional steps in the logistics and supply chain (e.g. new inland ports and more rail). 
It is assumed that any employment reductions through automation at ports, is offset by 
employment increases in the wider supply chain. Both are, however, at the margins. 

► Alternate land use at the Ports of Auckland site in terms of commercial activity will lead to an 
intra-regional relocation of employment in Auckland. We are expecting this to be a stepped 
change whereby the larger corporates would continue their relocation from the mid-town parts 
of Auckland to newly available land at the waterfront, which in turn leads to movement into mid-
town from CBD fringe, and others such as the University of Auckland and AUT, continuing their 
progressive expansion 

► While first-order impacts on employment are neutral, the location of employment will change in 
each scenario in terms of logistics and supply chain jobs. It is assumed that the majority of jobs, 
including rail and road, will relocate over time to the area of focus in the scenario.  

o This assumption is made on the basis that employees will locate closest to the area 
that they will start and finish their day, and wherever possible, take advantage of lower 
costs of living associated with regional New Zealand. 

o The only potential risk to this assumption is whether there are sufficient opportunities 
for spouses of employees 

► The impact of the relocation of employment is assessed on the basis of the percentage change 
in the size of the regional economy as a result of the quantum of the move. As an example, the 
relocation of 500 employees from Auckland will have a negligible impact on the economic shape 
and size of Auckland, while those same 500 employees will have a material impact on the size 
of the Northland economy 

► Flow-on impacts from this spatial reallocation of employment into the focus regions is 
considered, and again, is a function of the relative sizes of the economy.  Any reduction in 
Auckland is highly unlikely to result in a reduction in the need for services associated with the 
change. However, a material first-order increase in employment in a smaller area such as 
Whangarei will result in the need for additional services in areas such as education, health etc. 

► Small positive impacts from land use change in Auckland are assumed. This is associated with 
an increase in economies of scale and move to more productive jobs associated with 
agglomeration impacts of greater density and focus in the CBD RE
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of any port move, the release of land, the decisions made on how the land will be development, and 
the market demand at the time. 

The Partial Move scenarios also delivered benefit cost ratios above 1 at 6.8 (Northport) and 4.1 
(Tauranga) respectively. A Partial Move scenario demonstrates a value as a potential interim 
approach to a Full Move scenario. It could have also been considered, should a Full Move scenario 
not deliver a viable benefit cost ratio (which Scenario 2.1 does). 

 

6.2 Technical outcomes 
At a high level the assessment showed that development of significant capacity increases at Port of 
Tauranga (above already forecasted growth) would be difficult.  The scenario where it is assumed that 
all the freight currently coming through POAL was instead assumed to come through NorthPort 
appeared more promising.  The expected volumes compared to planned capacity (assuming 
investment) are shown in the figure below. 

 
It is estimated that the cost to develop NorthPort to this extent would be in the order of $1.35B over 
the next 30 years.  Based on benchmarking similar developments around Australasia, the 
development required could be undertaken within the next 15 years if desired, and in fact depending 
on the time for approvals the work could be complete within 7 years, as shown in the figure below.  

 
Taking the above into account, and considering the strategic direction being developed by the 
Working Group, the following are drawn: 
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 It should be recognised that a hard constraint will be reached in the ability to move freight by 
road or rail to and from POAL, and therefore its ‘capacity’ will be reached, and freight will 
have to go elsewhere. 

 Given the above, any investment in improving productivity inside POAL should be carefully 
scrutinised against the probable longevity of the port operations. 

 If it was decided that the strategy (among other things) was to develop Northport and the 
associated land transport networks to connect it to Auckland and the rest of the country, then 
it would be prudent to develop Northport at a scale and in a timeframe that would avoid the 
estimated $500M to be spent prior to 2026 to implement automation at POAL. 

 It would be possible to transition in stages, by closing POAL to cars first, and then gradually 
implementing changes for containers and bulk commodities.  A detailed transition plan would 
need to be developed. 
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subject to the location of 
the port and the landside 
activities 

► The existing night time 
environment would also 
change with the presence 
of a 24 hour operating 
port, associated landside 
activities and causeway 
all creating a potential 
night time illumination into 
the sky and adjacent 
viewpoints. 

associated with the area 
of impact would need to 
be defined and 
considered.  
The area of social impact 
is expected to be 
relatively stretched given 
the length of the new 
access corridor and the 
communities located 
along the route. 
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2,000 additional sustained jobs (i.e. not employment associated with the construction of the required 
infrastructure). 

Scenarios that involve a full move to Tauranga, or the shared move have materally lower wider 
economic impacts, in part due to  the relative size of the Bay of Plenty economy where indirect and 
induced economic activity from the move is likely to be significantly less. 
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7. Appendices

These will include full MCA analysis and scoring, as well as Advisian and W&M technical inputs. 
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Sent from my iPad 

On 8/07/2019, at 8:59 PM, Chris Money <Chris.Money@nz.ey.com> wrote: 

Hi all 

Please find attached a comment‐ready draft. 

A couple of outstanding items we will be working through in advance of receiving comments: 

1. There are a a number of outputs in this report that are absolutely critical to the anaylsis (avoided POAL development costs, freight
costs and mode share and  leasehold/rates income to Auckland Council from alternative land use). I am asking my team to triple
check  and confirm with me that they are happy with each of these and are willing to stand by them. The analysis is very sensitive
to changes in these key assumptions and I am confirming that these are based on each team member’s industry leading
knowledge.

2. I will go through a process  of reconciling all the Working Group’s comments over the last few weeks to make sure we have them
covered off. There are some work‐ons in this regard:

a. While we reference the Colmar Brunton work as underpinning the MCA work and the WG’s scoring, we’ve not included the
detailed findings. Suggest we either leave as is or put in an appendix

b. We’ve got the qualitative and non monetised impacts in there, but really keen to test whether they are seen as sufficient
(Vaughn’s view critical here). I’d suggest that with a strong benefit cost ratio (2.0 for Northport), the multicriteria analysis,
plus the wider economic impacts, and the Warren and Mahoney visuals, there is enough in there.

c. The “interim step”, plus the 5/15 year strategy is not reflected strongly enough. You’ll note much of the analysis still
references 30 years – which is appropriate to define the key issues, but we then need to reconcile back to the 5/15 year
approach – clearly stating that the key issues are actually addressed by a rapid move – namely a large part of the value is
driven by removing the need to invest in POAL, and then moving progressively to an alternate land use.

3. Appendices to be added – these will be detail and not material to your commentary. You will note we do not have the detailed
MCA scoring in the body of the report. I will include this in the appendix, along with other detail.

4. We need to do a final check reconciling the numbers in every table. The core BCR is correct, but at least one table still mentions
NAL as part of the base case (which its not). I’ve deliberately not included the Total numbers in the scenario summary tables until
this final line by line reconciliation is done.

5. Some formatting (consistent color scheme) and spelling and grammar, and correct footnoting an figure references (done it several
times already but still not satisfied).

Dan – the more I look at the freight story in here, the more I’d like the update of the NFDS to be incorporated, as I feel it would be a shame 
not to have 2019 NFDS figures in preference to 2014. It won’t change the conclusions, but as you note, there are some changes, and some 
areas where the Ministry has a view (e.g. Cars – Ministry vs POAL projections). 

Chris 

This email and any attachments are confidential and the copyright of Ernst & Young or a third party. This email is intended exclusively for 
the person to whom the email is addressed. If you are not the intended recipient, do not read, copy, disclose or use the contents in any 
way. Please notify us immediately by return email and destroy the email and attachments. Any views expressed in this communication are 
those of the individual sender, except where the sender specifically states them to be the views of Ernst & Young. Except as required by 
law, Ernst & Young does not represent, warrant and/or guarantee that the integrity of this communication has been maintained nor that 
the communication is free of errors, virus, interception or interference. 

<UNI Ports Report ‐ DRAFT MASTER to Working Group Monday 8 July.docx> 

[1] The consortium includes Advisian, Warren&Mahoney and WT Partnership. 
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