COMPARATIVE
PLACES
Learnings for the western Bay of
Plenty sub-region – Part 2

Research report prepared for the SmartGrowth
Urban Form and Transport Initiative by Ken
Tremaine Consulting Ltd

0

Comparative Places
Introduction
PURPOSE
The purpose of this work is to identify comparable cities, areas, and suburbs to the western Bay of
Plenty sub-region that have undergone growth and intensification over the last 15-20 years. The work
considers the planning tools, levers, and decisions that were used and made to achieve the current
urban form. Phase 1 has been completed and involved identifying eight comparable cities, areas, and
suburbs based on a defined set of criteria. Phase 1 considered the high-level success factors and
learnings for those eight places, including the planning tools, levers and decisions that were used and
made to achieve the current urban form.
The purpose of this Phase 2 report is to provide a detailed analysis of three places selected from the
Phase 1 report.
The three places will have been studied in greater depth for Phase 2 are:
▪
▪
▪

Hobsonville Point (Auckland)
Newcastle (New South Wales, Australia)
Springfield (Queensland, Australia)

At a high-level an area to the west of Auckland (Mt Albert through to Glen Eden) has also been
considered which has seen significant change as a result of improved rail services. We have also included
Paramatta City, New South Wales, given the scale of change that has occurred there and the unique
learnings for the western Bay of Plenty sub-region.
Ken Tremaine Consulting has been asked to undertake this work for the SmartGrowth Urban Form and
Transport Initiative (UFTI).
THE TWO PHASES
This project has two phases. The first phase involved identifying eight key comparable places based on
criteria outlined in the Phase 1 report. This phase identified at a high level what the key success factors
were for these places. Recommendations were then made on three areas to investigate in more detail.
These three places form the basis for this report - phase 2 of the project.
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Phase 2

Phase 1

Eight
comparable
places - high
level success
factors &
learnings

Three
comparable
places detailed
analysis

WHAT IS MEANT BY PLACE?
Place can refer to a sub-region, city, locality, suburb or neighbourhood area. The intention is to consider
places that have similarities to the western Bay of Plenty sub-region and can provide insights in terms of
how growth has been managed.

Methodology
This work is a desktop analysis and involves making use of information that already exists as well as
contacting key individuals and organisations who can provide insights into the areas.
For each of the three places, this work considers:
▪
▪
▪

▪
▪
▪
▪

What were the critical things that worked and why? This will include ‘softer’ elements such as
leadership (all levels including political) and ongoing commitment.
The significant planning (urban form, land use, and transport decisions) that were made
previously (over the last 15-20 years) that now define the place
The supporting rationale/evidence (i.e. case for change and technical supporting documents) to
support the decision making i.e. what information was used to assist the significant planning
decisions
The linkages to state/ central government funding, direction, and policy frameworks
The changes made to their appropriate policy and planning, and urban design
frameworks/settings, the funding and investment framework, and tools applied, etc
Where possible the strategies, outcomes, objectives, indicators, and other relevant
measurement framework that were used to assist and monitor the decisions made
Key lessons that could be applicable to the western Bay of Plenty sub-region
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Choosing the Three Places
The following three places were selected from the Phase 1 report to be studied in greater depth for
Phase 2:
▪
▪
▪

Hobsonville Point (Auckland, New Zealand)
Newcastle (NSW, Australia)
Springfield (Queensland, Australia)

We have also included, at a high-level, an area to the west of Auckland (Mt Albert through to Glen Eden)
which has seen significant change as a result of improved rail services.
Paramatta City, New South Wales, has been added given the scale of change that has occurred there
and the unique learnings for the western Bay of Plenty sub-region.
These latter two are not considered in as much detail as the first three but have been included in order
to provide insights for the western Bay of Plenty sub-region into urban transformation.

REASONS FOR CHOOSING THE THREE PLACES
There are many places that could have been selected for comparison with the western Bay of Plenty.
We have used a range of examples that will provide a picture, if taken together, of the various success
factors and learnings.
Some of the places chosen are still under development so the analysis has been undertaken in terms of
what is there now and what is proposed or planned for along with what has worked well to date.
Place
Hobsonville Point, Auckland, New
Zealand

Newcastle City, New South Wales,
Australia

Reasons
▪ One of the best and largest examples we have in
New Zealand of a new comprehensive
development featuring higher densities in a
greenfield area
▪ High growth rates
▪ Significant place-making learnings
▪ Good public transport uptake
▪ Similar urban form components such as the
harbour
▪ Population and scale is not dissimilar to the
western Bay of Plenty (eg population around
167,000)
▪ Has the largest port on the East Coast of Australia
▪ A regional city with strong links to its hinterland
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▪
▪
▪

▪

Springfield, Queensland, Australia

▪
▪

▪
▪
▪

Has geographical challenges for development
Light rail was introduced in 2019
Urban renewal – intensification, public transport,
commercial buildings, redevelopment of older
buildings
Revitalising Newcastle is a multi-agency
government initiative coordinated by the Hunter
and Central Coast Development Corporation (a
State Government corporation)
Strong growth – one of the fastest growing
developments in Australia
Private development example (first privately built
city in Australia and the country’s largest master
planned community)
Significant public transport planned (eg new
passenger rail line to Ipswich)
Involved lead transport infrastructure (between
Brisbane and other areas, and Springfield)
Example of a wholly new master planned city

While not covered in as much detail as the three above, the following two places have been added in for
the following reasons:
Parramatta City, New South Wales,
Australia

▪

▪
▪
▪

Auckland – Western Corridor (Mt
Albert to Glen Eden)

▪
▪
▪
▪
▪
▪
▪
▪
▪
▪
▪

Has a current population that is the same as what
the western Bay of Plenty is projected to reach in
30 years’ time
Major commercial centre and transport hub for
Western Sydney
Future light rail is planned
Has become a Government centre (State and local
government)
Current redevelopment plans for the Civic Centre
Significant residential intensification
Strong economic growth
It is a city that has a number of centres
A New Zealand example of Transit Oriented
Development
Rail (both now and planned improvements) has
been the catalyst for significant change
Key role played by the Auckland Unitary Plan
Integrated bus and rail services
Medium density housing in a suburban context
Demonstrates value in strong place-based
planning
Shows a sequence of decisions from transport
investment, enabling regulatory planning through
to market confidence to deliver

4

The Three Places – Detailed Analysis
The following section provides a detailed analysis of the three places selected and addresses the
questions set out in the methodology. Key insights for the western Bay of Plenty sub-region are included
at the end of the analysis of each place.
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HOBSONVILLE POINT, Auckland, New Zealand
Context1
POPULATION: 3,200 GROWING TO 12,400 (at development completion)
HOMES: 4,500
Hobsonville Point is located to the north-west of Auckland, around 23km from the CBD. The area
was Crown land and became the site of an airforce base. The Government decided to close
Hobsonville airbase in 2000 and make Crown owned land available for development. Some of the
land belonged to Waitakere City Council and some was in private ownership. The Waitakere City Council, in conjunction with key stakeholders,
put in place plans for the future development of the area, including District Plan changes to enable development. The area became part of the
Auckland Council in 2010. In 2005 the Government established the Hobsonville Land Company (HLC), as a subsidiary of the Housing New Zealand
Corporation, to oversee and manage the development. HLC is now part of Kāinga Ora.
Hobsonville Point has become a model suburb in terms of demonstrating a range of development approaches and in particular medium density
housing in a suburban setting. It is New Zealand’s largest residential development project. The development has seen a number of public-private
partnerships formed, including some with the NZ Super Fund, iwi and other investors. There are build to rent schemes underway at Hobsonville
Point. It has also been the site for the first Public-Private Partnership for building two new schools.
Housing is at a higher density than has been normal for Auckland subdivisions (2-3 times the density of a typical suburb). The densest residential
blocks have about 100 dwellings per hectare. The average density is around 50+ dwelling per hectare net.

“The private sector alone would not be able to achieve what we’re doing here. We are building
high-quality, medium-density houses more rapidly than is any other developer in Australasia.
This scale of development has never been done before.”
— Chris Aiken, chief executive, Hobsonville Land Company

1

Sources: https://hobsonvillepoint.co.nz/; https://www.infometrics.co.nz/auckland-hobsonville/
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Analysis2
What were the critical things that worked and
why? This includes ‘softer’ elements such as
leadership (all levels including political) and
commitment.

The ability to masterplan (see Figure 1) a whole community, ie to create a new suburb from
scratch, led by one agency and initially in single ownership – in this case the Hobsonville
Land Company (now part of Kāinga Ora). There was a clear vision from the outset to: build
a strong, vibrant community that sets new benchmarks for quality and accessible urban
development with an environmentally responsible focus.
Hobsonville Point had been earmarked for development for some time in key planning
documents.
From the beginning the development has been driven by a balance of public values and
market interests. The partnering approach between the Hobsonville Land Company (HLC),
developers and builders and civil works and construction companies has been a key part of
its success. There have also been other public-private partnerships throughout the
development, including partnerships to deliver build to rent schemes and deliver a primary
and a secondary school.
The development has scale which has enabled better delivery of key infrastructure, services
and facilities (eg schools). It also introduced mass-market builders to undertaking medium
density. The scale has allowed faster delivery – at present one new home is being built each
day. The approach has also enabled developers to innovate while testing the market on
new housing types, eg single bedroom apartments.
Infrastructure, services and amenity projects were put in place early. Priority was given to
having a high amenity community with the development of parks, streetscapes and social
hubs early on in the development. Smaller sections have been offset by a lot of public

2

Sources: Haarhoff, E, Allen, N, Austin, P, Beattie, L, and Boarin, P (2019), Living at Density in Hobsonville Point, Auckland: Resident Perceptions, Working Paper
19-01, Auckland, New Zealand: National Science Challenge 11: Building Better Homes, Towns and Cities. Hobsonville Point Sustainability Report 2017/18,
Homes, Land, Community. LGAAA 2004 & RMA 1991 Decision Report of the Auckland Regional Council – Hobsonville and Massey North – Proposed Change 7
to the Auckland Regional Policy Statement, July 2007. Auckland Transport Board Papers. Supporting Growth Programme:
https://www.supportinggrowth.govt.nz/ Greater Auckland: https://www.greaterauckland.org.nz/2018/05/02/bring-hobsonville-auckland/ Isthmus:
http://isthmus.co.nz/project/hobsonville-point/
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space. Place making has been a key driver in the development from the outset, including
having a walkable neighbourhood, strong landscape and streetscape environments and
community. As time passed, the balance shifted from HLC-funded and managed activities
to community participation and ownership.
There has been a lot of innovative approaches to stormwater design which form part of a
wider public open space network. The peninsula sits within a sensitive upper Waitemata
Harbour ecology.
A range of housing types and in particular
increased densities, have been delivered and
surveys of residents indicate a strong satisfaction
with their housing.
While not always integrated as well as it could
have been, transport has been a key factor in the
development. All homes are within 800m of a bus
stop and there are now regular ferry services
running into central Auckland.
The significant planning (urban form, land use,
and transport decisions) that were made
previously (over the last 15-20 years) that now
define the place

A decision was taken by the New Zealand Government in 2000 to close Hobsonville airbase
and make the Crown-owned land available for development. The Government used its
powers under the Housing Act 1955 to acquire some of the Council and private sites.
The Government then set up a subsidiary of Housing NZ – the Hobsonville Land Company to drive the development. This approach was favoured by Government since ultimately it
offered a better rate of return than the land being sold to the private sector.
The original plan was for 85% of the houses to be privately owned, while around 15% were
to be state housing social rentals financed by Housing New Zealand and dispersed
throughout Hobsonville. All of the state housing was removed by the Government in 2008
and instead a ‘gateway housing’ scheme was introduced for first home buyers which was
removed in 2012. There have been recent attempts to make provision for affordable
housing in the development, with the introduction of the Hobsonville Point Affordable
homes programme which delivers a certain number of homes below the median house
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price (there is a ballot for these). Some areas have also allowed for a certain percentage of
housing in their precinct to be priced under the Auckland median house price and there are
also build to rent schemes underway. The decisions made around affordable housing and
the lack of social housing have had a significant impact on how the area has developed.
The approach of master planning the whole area has been the key definer of Hobsonville
Point. This has allowed for early provision of key amenity areas and other place making
initiatives, as well as delivering infrastructure early on. Having one development company
(the Hobsonville Land Company) responsible for this has been an essential success factor.
The supporting rationale/evidence (i.e. case for
change and technical supporting documents) to
support the decision making i.e. what
information was used to assist the significant
planning decisions

Waitakere City Council initiated the Northern Strategic Growth Area project in partnership
with land developers with the intention of delivering new employment and housing
opportunities in the area. This involved a package of three plan changes - Plan Change 13
(Hobsonville Point), Plan Change 14 (Hobsonville Corridor) and Plan Change 15 (Westgate).
Plan Change 13 (Hobsonville Point) contained all the relevant Resource Management Act
1991 technical documents such as section 32 reports.
The Hobsonville Point Masterplan was based on a significant amount of research into what
makes successful neighbourhoods. This included character studies, analysing blocks and
streets through a matrix to better understand how streetscapes
function. A key finding of this work was that value follows
amenity – people will pay more for areas with high amenity.
Auckland Council, Auckland Transport and the NZTA have
developed the Supporting Growth Programme which sets out
the transport networks to support Auckland’s new housing and
business areas over the next 30 years. Hobsonville Point is part
of this programme.

The linkages to state/ central government
funding, direction, and policy frameworks

The development forms part of a much wider urban growth management initiative through
the Auckland Regional Growth Forum (RGF) established in 1997.
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Hobsonville Point was identified at a very high level early on in the 1999 Auckland Regional
Growth Strategy through the Western section. The Western section concentrated on two
major growth corridors, with one along a proposed motorway development (SH18) running
past Hobsonville to the Westgate and connecting to the North Western Motorway (SH20).
Hobsonville Point was part of the Northern and Western Sectors Agreement in 2001 under
the Auckland Regional Growth Strategy.
The Government introduced the Local Government (Auckland) Amendment Act (LGAAA) in
2004. This legislation mandated that all councils in the Auckland Region integrate their land
transport and land use provisions and had to ensure that these were consistent with the
Auckland Regional Growth Strategy (“RGS”), give effect to its Growth Concept and
contribute to the land transport and land use matters specified in the Act. The changes to
enable the Hobsonville Point development (at both RPS and District Plan levels) were
conducted under the mandate of the LGAAA.
Post amalgamation, the Auckland Council essentially adopted the established vision and
approach for growth in this area. Auckland’s North West is one of the eight priority areas
for growth and development within the Auckland region as identified in the Auckland Plan.
Hobsonville Point is an interesting example that illustrates a series of significant interrelated planning actions that commenced in 1997 and are still being implemented now,
some 23 years later.
Throughout the history of the Hobsonville Point development, Central Government has
always provided direction through the Hobsonville Point Land Company (now part of
Kāinga Ora). While largely allowed to develop according to the vision and the masterplan
there have been slight changes in the approach depending on who is in Government. This is
particularly so in terms of affordable and social housing.
Infrastructure Funding Agreements were put in place between Auckland Council and the
Hobsonville Land Company. $250 million of up-front capital was provided to build the
under-pinning infrastructure of earthworks, roads and pipes. The arrangement is for this to
be repaid over time.
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The changes made to their appropriate policy
and planning, and urban design
frameworks/settings, the funding and
investment framework, and tools applied, etc

Hobsonville Point originally fell outside what was then the Auckland Metropolitan Urban
Limit (MUL) as identified in the Regional Policy Statement (RPS). There was a collaboration
between the Auckland Regional Council, the local authorities and the government by way
of coordinated changes to the RPS and the Waitakere District Plan.
Waitakere City Council introduced a site specific plan change (PC13) which was made
partially operative in 2011 and fully operative in 2014. This was rolled into the Unitary Plan
in 2016. PC13 introduced ‘Special Areas” into the Waitakere District Plan instead of the
more typical standard land use zones. This created flexibility to comprehensively plan for
future residential and business development. It also made provision for ‘a high standard of
pedestrian amenity’ to be included that provides for ‘circulation around a precinct,
between precincts, to schools, parks and community services, and integrates with public
transport nodes and bus stops.
The development had financial backing from both Central Government and the Auckland
Council. This allowed for lead infrastructure to be put in place ahead of need.

Where possible the strategies, outcomes,
objectives, indicators, and other relevant
measurement framework that were used to
assist and monitor the decisions made

Hobsonville Point has a mission: “To build a strong, vibrant community that sets new
benchmarks for quality and accessible urban development with an environmentally
responsible focus.”
The development is subject to ongoing sustainability monitoring. This measures:
▪

▪
▪

Environmental outcomes covering ecology (including the habour), energy, water
and resource efficiency
Aspirational goals:
The ecological health of the Hobsonville Point site and adjacent marine area is
improved
No carbon emissions from stationary energy use
Low impact water management throughout the development
Waste is minimised throughout the development
Economic outcomes covering growth, employment, viability and transport
Aspirational goals:
The local economy is supported and grows
The economic benefits of environmentally efficient development are demonstrated
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▪
▪

▪
▪
▪

Single occupancy car travel is minimised and public transport use increases
Social outcomes covering inclusion, quality of life and accessibility
Aspirational goals:
People can lead fulfilling lives
The development caters for first home buyers on moderate incomes and for long
term renters
People interact with and look out for one another
People have the opportunity to get involved in local decision making
Cultural outcomes covering sense of place ‘Turangawaewae’, custodianship
‘kaitiakitanga’, heritage and cultural life
Aspirational goals:
People acknowledge and respect their own and other people’s cultural heritage
Residents have a sense of belonging
Residents respect and care for the natural environment
Residents have the opportunity to participate in social and cultural activities

The development has managed to achieve an average density of 50+ dwelling net/ha.
Other important statistics include:
▪
▪
▪
▪

67% of kids walk or cycle to school
Over half of residents take public transport, walk or cycle to work
The area rates very highly in quality of life / liveability surveys
Residents use 25% less electricity and 32% less water than the Auckland average
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Key lessons that could be applicable to the
WBOP sub-region

▪
▪
▪
▪

▪
▪
▪

▪
▪
▪

▪

The importance of having an overall masterplan, led by one group (in this case HLC)
Development guided by a Sustainable Development Framework with annual
sustainability reporting (undertaken by HLC)
Transport-oriented design and integrating transport early on in a project
Lack of truly affordable housing. It was originally planned to have much more
affordable housing than what has been offered. 30% of houses have been in the
‘affordable’ category but that currently sits at $650,000 which is not affordable for
many people, however it is below the average house price for Auckland.
No state or community housing which had led to a very ‘middle class’ suburb
Having a quality public realm is key and activating this early on in a development
has a significant influence
Putting in place public transport at the outset in order to influence behaviour (eg
buses to Westgate and into the CBD, ferry services). This was an area for
improvement in Hobsonville given that residents funded the ferry service trial
initially.
Making adequate provision for future growth in demand for services (eg ferry
services at capacity)
Having critical commercial mass (for local jobs and wider employment)
Hobsonville Point has a low ratio of jobs to residents compared to wider Auckland.
Work is underway to address this and some employment land is being zoned. 34%
of residents are now working locally (within 10km of their home).
The innovative approaches being used to funding development, infrastructure and
facilities (eg PPP schools, build to rent schemes)

Insights for the western Bay of Plenty
▪
▪
▪
▪
▪
▪

Early investment in infrastructure, services and amenity helps areas to achieve their potential
and provides certainty and confidence to developers
The critical role of place-making
Having the right structures in place, in this case the Hobsonville Land Company, to deliver
The importance of partnerships between the public and private sector
The importance of having a clear plan and vision
Having the scale and initially single landownership which provide greater opportunities to
comprehensively plan
13

Figure 1: Hobsonville Point Development – Master Plan Framework3

3

Hobsonville Land Company, Comprehensive Development Plan for Hobsonville Point, April 2013
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Figure 2: Indicative Transport Networks4

4

Supporting Growth Programme: https://www.supportinggrowth.govt.nz/growth-areas/northwest/
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Newcastle, New South Wales, Australia
Context
POPULATION: 167,000 (city only) growing to 202,000 BY 2041
HOMES: 73,000
EMPLOYMENT: 102,800 jobs

The Newcastle story is one of transformation and reinvention. Newcastle City is the
economic hub of the Hunter Region and is located about 160km north of Sydney. For
many years it was the home of Australian industry and was known as a ‘steel city’. The
BHP steel mill shut down in 1999 and at its peak had employed around 50,000 people. A
substantial and growing portion of Newcastle’s economy is now based around the
service and knowledge sectors.
In recent times, the City of Newcastle has also undergone urban renewal through new
residential and commercial developments and building refurbishments in Newcastle’s
CBD and inner-city suburbs attracting more people to the CBD. Additional population
growth has been supported with new infrastructure, e.g. a light rail service, transport
interchange at Wickham and various upgrades of Hunter Street Mall and public spaces.
The goal is to have 95 per cent of people living no more than 30 minutes from a major
centre.
Newcastle is a regional city and acts as a hub and service centre for the wider
hinterland. It also has a substantial Port (the largest on the East Coast of Australia).
Appendix 1 contains some further analysis on the relationship between densities and public transport in a Newcastle context.
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Analysis5
What were the critical things that worked and why? This includes
‘softer’ elements such as leadership (all levels including political) and
commitment.

The impetus for the redevelopment of Newcastle was the exiting of
the BHP steel mill in 1999. The City of Newcastle was forced to
diversify its economy. It also meant that opportunities arose for
transformational development such
as the closure of the railway yards
which has now become a new
waterfront commercial and
residential area.
There were significant remediation
liabilities in central Newcastle due to
some areas being the sites of heavy industry such as the steel mill.
The redevelopment was kickstarted through the Building Better Cities
Programme initiative by the then Prime Minister Paul Keating. This
had a strong focus on urban renewal and promoting the regions.
Once the vision and plans were established to revitalise the Central
City, the Honeysuckle Development Corporation was set up to drive
development and the changes required. The Corporation undertook
much of the remediation work which set the platform for
redevelopment. For around 10 years there was not a lot of activity
until the State Government stepped in through the Hunter & Central
Coast Development Corporation. This focused Central Government
and State investment into the area and provided the strategic thinking
necessary to drive the redevelopment.

5

Sources: Greater Newcastle Metropolitan Plan, 2018; Greater Newcastle Metropolitan Strategic Planning Case Studies, 2017, Newcastle 2030, Urban Renewal
Strategy 2012 & 2014, https://blog.id.com.au/2018/location-analysis/whats-driving-urban-renewal-in-newcastle/, Audit Office of NSW, Newcastle Urban
Transformation and Transport Program, December 2018. Hunter Regional Plan 2036. https://www.hccdc.nsw.gov.au/revitalising-newcastle. Significant insights
into Newcastle have also been provided by our colleague Luke O’Dwyer.
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Newcastle has focused on building on what is already there and
creating a quality place. The CBD had ‘good bones’ and there are a lot
of heritage buildings which have been preserved as part of the
transformation process.
The links to Sydney have also been strengthened. Newcastle has
always had strong links facilitated by both road and rail into Sydney.
These connections have been improved.
The redevelopment has been plan-led through the Newcastle Urban
Renewal Strategy and the Greater Newcastle Metropolitan Plan.
Key approaches that have worked well for Newcastle include:
▪
▪

▪
▪
▪

▪
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The focus on quality of place and attracting people into the
CBD
Policies specifically targeted at attracting more people to the
CBD and concentrating future residential development along
major renewal / transport corridors. Five renewal corridors
along major transport routes were identified and re-zoned for
high-density residential development (approximately 50-75
persons/hectare)
Respecting heritage and culture
Significant investment in infrastructure
Forward-thinking development – ensuring there is the
capacity to support future expansion, especially transport. For
example light rail can be extended from the CBD to renewal
corridors.
The land was set aside well in advance (as far back as 2002)

▪
▪

▪
▪
▪

The significant planning (urban form, land use, and transport)
decisions that were made previously (over the last 15-20 years) that
now define the place

Light rail provides important linkages between the CBD,
Hospital and the University
$200m Bus interchange planned
– focus is on connections
between heavy rail, light rail and
buses, as well as improving the
public domain, pedestrian access
and roading
Providing for affordable rental housing
The Port has been included in the Metropolitan Plan as a
catalyst area with precincts and key supporting infrastructure
Locating a new campus for the CBD in the city centre as well
as John Hunter Hospital and the surrounding precinct

The significant decisions that have helped to shape the redevelopment
of Newcastle include:
▪
▪
▪

▪
▪
▪

The closure of a number of major industrial employers which
meant the City needed to transition and reinvent itself
Setting up a Development Corporation to drive
redevelopment of the central city
The decision to move Government offices into the centre of
Newcastle (eg the law courts) as well as the development of a
new campus in the CBD for University of Newcastle, and the
establishment of the Hunter Medical Research Institute Hub
A strong planning framework backed up by funding
Private investment partners (eg General Property Trust)
Preserving and adapting heritage buildings

There was a decision taken to remove part of the heavy rail
connection along the waterfront. Heavy rail severed the connection to
the water so a piece of this was removed and light rail put in to
provide a better connection for people with the waterfront area. This
wasn’t without its criticisms – removing a significant asset like heavy
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rail and the high cost of building a light rail connection. However, light
rail has opened up urban renewal along the waterfront.
The rationale/evidence (i.e. case for change and technical supporting
documents) to support the decision making i.e. what information
was used to assist the significant planning decisions

The revitalisation of Newcastle and its metropolitan planning work has
been plan-led from the beginning.
In 2012 the Urban Renewal Strategy was launched. There was an
update to this in 2014.
In 2018 the State Government developed the Newcastle Metropolitan
Plan. This is underpinned by a number of research reports, including
work on economic prospects. The State Government also has
undertaken the following pieces of work:
▪
▪
▪

Infill and Greenfield Housing Analysis and Urban Feasibility
Model
Housing delivery analysis informing the development of the
Greater Newcastle Urban Development Program.
Greater Newcastle Metropolitan Profiles – Jobs and
Employment

There is also a Hunter Regional Transport Plan which outlines how
Newcastle’s transport system will be improved.
A lot of investigations were undertaken for the revitalisation of the
Newcastle CBD such as:
▪

▪
▪
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Heritage and adaptive reuse: Strong partnerships with
architects. The Newcastle City Council undertook example
developments as a loss leader to demonstrate feasibility and
show what was possible. The Council undertook most of the
work on adaptive reuse for the landowners.
Transport / mobility accessibility plan developed
Public space / domain investment to support urban renewal

There has been a recent report from the Auditor-General which has
criticised the NSW State Government decision to fund light rail
without a proper business case and without consulting the
community.
The linkages to state/ central government funding, direction, and
policy frameworks

The aims and objectives of both Federal and State Government for
Newcastle have always been clearly set out. There has been
consistency over time in maintaining a focus on these objectives.
This began with the Building Better Cities Programme from the Federal
Government and has been sustained ever since through various
strategies and programmes.
State Government has taken a significant lead in the revitalisation of
Newcastle. The State Government has
invested over $650 million to transform
the city centre.
Overall $1 billion has been invested in
new infrastructure in the last 10 years
(including light rail).

The changes made to their appropriate policy and planning, and
urban design frameworks/settings, the funding and investment
framework, and tools applied, etc

The Honeysuckle Development Corporation was set up to drive the
waterfront urban renewal project. It had its own bespoke planning
regulations. Honeysuckle was later merged to form the Hunter &
Central Coast Development Corporation.
An Urban Renewal Act was also passed to support the development.
The Newcastle Local Environmental Plan 2012 was amended to
establish a new planning framework to drive renewal of the City
Centre.
A Development Control Plan was introduced for the city centre which
provides detailed planning controls to ensure that new development
meets high standards of design and environmental quality.
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In terms of funding, the balance sheets of Federal and State
Government and places like the University were used to fund
development.
A Hunter Special Infrastructure Contribution is being developed to
support the growth and development of Greater Newcastle. This is a
fee that new development will pay towards to cost of State
infrastructure.
In 2014, the State Government leased part of the Port of Newcastle
which allowed it to secure the funds needed for the revitalisation of
Newcastle.
Where possible the strategies, outcomes, objectives, indicators, and
other relevant measurement framework that were used to assist and
monitor the decisions made

The revitalisation of Newcastle’s programme has the following key
objectives:
▪
▪
▪
▪
▪
▪

bring people back to the city centre
connect the city to its waterfront
help grow new jobs in the city centre
create great places linked to new transport
create economically sustainable public domain and
community assets
preserve and enhance heritage and culture

The Hunter & Central Coast Development Corporation reports
annually on progress.
All plans have to be signed off by the State of New South Wales.
Targets have been set which need to be met (houses, jobs and
sustainability measures).
Newcastle City has a Goal of having 95% of people living no more than
30 minutes from a major centre.
Newcastle City has also recently aligned its vision, principles and goals
with the United Nations Sustainable Development Goals and the New
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Urban Agenda. Newcastle 2030 – Community Strategic Plan sets out a
number of measures around integrated and accessible transport,
vibrant, safe and active public places, inclusive community and
liveable built environment.6
▪

Key lessons that could be applicable to the WBOP sub-region

▪
▪
▪

▪
▪

▪

▪

6

Development and urban renewal takes time (at least 15-25
years)
A lot of money is required.
Bespoke planning regulations can assist.
By selecting renewal corridors for development close to
existing transport infrastructure, the City has made a strong
case for additional investment in those services
By choosing corridors it is then easy to expand these in the
future (eg logical extensions to the light rail network)
Locating major institutions in the CBD (eg a new city campus
for the University of Newcastle, law courts, medical research
institute)
The urban renewal and substantial new development in the
CBD are the result of a range of policies supporting
increased/concentrated population growth, new
infrastructure, modernising/upgrading major city buildings,
redesigning urban spaces and improving entertainment
options through new retail/cafés/restaurants etc.
A strong focus on high quality public spaces

https://www.newcastle.nsw.gov.au/getmedia/c642bf2e-74df-4eaa-8931-526df94598dc/3119-CSP-Strategy-FINAL-WEB.aspx
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Insights for the western Bay of Plenty
▪
▪
▪
▪
▪
▪
▪
▪
▪

Forward-thinking development and infrastructure
Inter-council and government co-operation
The importance of heritage in creating storied landscapes
Focus on economic growth and creating jobs
Taking an integrated approach to land use and transport through a corridor approach
Increase in public transport system investment
The role of universities as anchors of city centre development and/or renewal
Increased confidence, ambition and effective ‘deal making’ with high tiers of Government
Scope for greater regional connectivity
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Figure 3: Newcastle Photos – Key Place-Shapers

Preserving heritage
buidings has been a
key feature of
urban development
in Newcastle. New
buildings are often
placed next to
historic places but
in a sympathetic
way.

Newcastle's light
rail service was
completed in
2019. It has
helped to make a
multi-modal
network for the
City. Public
transport has
increased by
around 25% since
light rail was
introduced.

Locating a
University of
Newcastle
Campus in the
CBD was a key
place shaper for
Newcastle's
redevelopment
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Figure 4: Greater Newcastle Vision 20367

7

Greater Newcastle Metropolitan Plan 2036, September 2018
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Figure 5: Newcastle Urban Renewal Corridors8

8

Greater Newcastle Metropolitan Plan 2036, September 2018
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Figure 6: Newcastle Infrastructure Investment and Upgrades9

Infrastructure investment/upgrades, City of Newcastle, completed/approved in the last 10 years
Project

Development

Cost ($m)

Newcastle Transport Interchange Wickham

Public transport hub/interchange and associated works (2017)

$200m

Hunter Street light rail

Light rail construction and design improvements (2019)

$310m

New public spaces

New public spaces along former heavy rail corridor (no date)

$75m

Other upgrades

Wire-free light rail, footpaths, street trees, road intersections (no date)

$75m

Revitalising Newcastle

Total Revitalising Newcastle project

$660m

Other major projects/upgrades
University of Newcastle

NeW Space Campus, includes library, information centre, learning spaces
(2017)

$95m

Law Courts

New law court complex (2016)

$94m

Hunter Medical Research Institute

Research Hub building (2012)

$90m

Total other projects/upgrades

$279m

Total infrastructure investment

$939m

9

Revitalising Newcastle, Newcastle Urban Renewal Strategy 2014, Hunter Regional Plan 2036, Local Planning Strategy Background Report, Newcastle and Lake
Macquarie Region Guide
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Springfield, Queensland, Australia
Context
POPULATION: 43,000 growing to 138,000 by 2030 (for Greater Springfield)
HOMES: 16,500
EMPLOYMENT: 19,000 growing to 52,000 jobs by 2030
Springfield is a new development on the south-western outskirts of Ipswich City. It
is located about 25km south-west of central Brisbane. Springfield is a private
development undertaken by the Springfield City Group. It is one of the fastest
growing developments in Australia and is being promoted as a satellite or second
city to Brisbane.
It is the first privately built city in Australia and is the largest master planned community in
the country (10th largest globally). $17 billion has been invested in the project to date.
Greater Springfield is made up of six areas or suburbs - Springfield Central, Springfield
Lakes, Brookwater, Augustine Heights, Spring Mountain and Springfield.
The area includes a Town Centre with apartments, parkland, commercial, retail,
educational, health and technology facilities. A large shopping centre was completed in
2017. There is also a private hospital and an education hub which includes the University of
Southern Queensland and TAFE. Robelle Domain is a substantial central open green space
that connects Greater Springfield providing 11km of walking and cycleways, sportsfields,
playgrounds and a lagoon. There is also a conservation corridor. The area contains 11
schools. There are two rail stations which link Springfield directly to Brisbane.
Springfield has grown from a house and land haven into a small metropolis over a 25 year period.
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Analysis10
▪
▪
▪
▪

What were the critical things that worked and why? This includes
‘softer’ elements such as leadership (all levels including political) and
commitment.

▪
▪

▪
▪

▪
▪

▪

▪

10

Leadership, force of personality and tenacity of the developer.
Single private ownership of the area.
Infrastructure-led development
Having transport infrastructure in place early (both road and
rail linkages were made to Springfield). Once the rail
connection was in place, the travel time to Brisbane was
reduced from over an hour to 40 minutes.
Attracting big employers
A new city has been built
from the ground up (the land
was former forestry)
Having an overall masterplan
for the area
The development has been
based on the interconnected
pillars of health, education and information technology
A strong focus on amenity and green / open space
Developing Springfield has shifted to transit-oriented
development (TOD) principles, but it was originally based on
car-oriented design. The delivery of rail provided the emphasis
to review the planning framework and shift to a greater level
of mixed use, high density residential using TOD principles.
Infrastructure Agreement between Ipswich City Council and
Springfield Land Corporation ensure headworks paid on
projects in Springfield are only spent on projects within
Springfield.
A range of homes have been provided for.

https://www.greaterspringfield.com.au/, Springfield Fast Facts, 2019, South East Queensland Regional Plan, 2017,
https://www.afr.com/work-and-careers/management/maha-sinnathambys-greater-springfield-was-nearly-strangled-at-birth-20160211-gmrjte
http://statements.qld.gov.au/Statement/2017/8/18/greater-springfield-celebrates-a-quarter-of-a-century
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▪
▪

The significant planning (urban form, land use, and transport)
decisions that were made previously (over the last 15-20 years) that
now define the place

There has been a focus on walkable areas
There has been a wider corridor (Springfield is part of the
Western Corridor in South East Queensland) and connectivity
focus (eg strong connections to Brisbane and other
surrounding areas).

The decision not long after the land was purchased to turn the area
into a city rather than a house and land suburb. This resulted in a
comprehensive masterplan for the area which has driven the form of
development.
Much of the development has been infrastructure-led, especially
through transport. The heavy rail network, the Centenary Highway
and the Logan Motorway are key pieces of infrastructure extensions
that enabled the development.
The decision to set aside 30% of the
land area in park land / open space has
also been a significant place shaper as
have the conservation corridors.
Building the area based on three pillars
of health, education and information
technology has had a significant influence over the form and make-up
of Springfield. This decision has resulted in an 18 hectare master
planned educational hub which includes the University of Southern
Queensland and TAFE, 11 private and public schools established and
more than 14,500 students across Greater Springfield. Public-Private
partnerships have been used to build some of the schools. There is
also a 52 hectare master planned integrated health campus including a
Private Hospital, seniors housing units integrated with health facilities
and other medical services. It is also increasingly becoming home to
information technology industries and contains a large data centre.
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The rationale/evidence (i.e. case for change and technical supporting Because Springfield is a private development and arose out of a
documents) to support the decision making i.e. what information was market-led initiative, the area was not identified early on in planning
used to assist the significant planning decisions
documents. It has also not had the same level of rationale/evidence
base as is normally seen with other developments. It also has its own
planning legislation - Local Government (Springfield Zoning) Act 1997.
Springfield has now been embraced as a significant growth area for
South East Queensland and is identified in the South East Queensland
Regional Plan 2017 as a regional activity centre. It is also part of the
Ipswich Planning Scheme.
The priority infrastructure for Springfield identified in the South East
Queensland Regional Plan 2017 is supported through background
paper 3: Connect which seeks to better integrated land use/planning
decisions with infrastructure investment.
The linkages to state/ central government funding, direction, and
policy frameworks

In the South East Queensland Regional Plan 2017 (Queensland State
Government) Springfield is recognised as a regional activity centre and
a regional economic cluster. In the Regional Plan the Ipswich to
Springfield Public Transport Corridor is identified as priority regionshaping infrastructure.
While there has been a significant amount of private investment in
Springfield, there has been State Government funding, such as:
▪

▪
▪

▪
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$1.2 billion for the integrated Darra to Springfield transport
corridor, including the Richlands-Springfield rail extension and
Centenary Highway duplication.
$270 million for the Centenary Highway extension between
Springfield and Cunningham Highway.
$36 million in 2017-18 out of a $400 million total spend to
construct additional lanes on the Ipswich Motorway between
Rocklea and Darra.
$4.8 million for the Springfield Central State High School multipurpose hall.

The changes made to their appropriate policy and planning, and
urban design frameworks/settings, the funding and investment
framework, and tools applied, etc

Local Government (Springfield Zoning) Act 1997 was introduced
providing the developer with a unique planning regime. The legislation
recognises the long term nature of development being undertaken
across Greater Springfield and provides certainty to the developer.
There is a bespoke assessment process that ensures the intentions,
provisions and understanding behind the Springfield Structure/Master
Plan are not changed through Local Planning Policies so to adversely
affect the development entitlements conferred by the Structure Plan.
Springfield has been designated as a Principal Regional Activity Centre
in the Ipswich City Council Planning Scheme and SEQ Regional Plan
and SEQ Infrastructure Plan with $1.2 billion committed in State and
Federal Government infrastructure for transport, health care and
social infrastructure.
There has been a large amount of
private investment in infrastructure
as well. Springfield Land
Corporation was required to finance
part of an extension of the
Centenary Highway running from
Logan to Springfield. This was done in conjunction with Queensland
State Government and a Road Construction Agreement was signed.

Where possible the strategies, outcomes, objectives, indicators, and
other relevant measurement framework that were used to assist and
monitor the decisions made

The objectives for the Springfield area are to have a comprehensively
planned area of primarily urban development incorporating a range of
residential forms, substantial public and private open space,
preservation of environmentally significant areas, an integrated
transport network (both public and private) and the development of a
major town centre.
The development has set itself the following targets:
▪
▪
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One job planned for every three residents
More than 30% of the City is designated as greenspace

▪

Plans to be Australia’s first zero net energy city by 2038

There are strategies and measures contained in the South East
Queensland Regional Plan 2017 of which Springfield is part. These are
organised under the themes of Grow, Prosper, Connect, Sustain and
Live and are meant to be regularly monitored and reported on.
Other than what has been discussed above, there is no other
measurement framework for Springfield to monitor decisions taken.
▪

Key lessons that could be applicable to the WBOP sub-region

▪

▪
▪
▪

▪
▪

▪
▪
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The scale of development has allowed for transformational
change
Partnerships with federal, state and local government as well
as education, healthcare and other private sector
organisations and industry
Mix of private, local, State and Federal Government funding
Lead transport investment through extension of passenger rail
(between Brisbane and Springfield)
The early emphasis of the development was on car-oriented
design with public transport as a future option. The early
delivery of rail provided the emphasis to review the planning
framework and apply mixed use, high density residential, TOD
principles.
Health and education are the essential pillars of the
development
Springfield had its own development legislation (introduced by
Queensland State Government – appears to have had backing
at all levels)
The land was purchased very cheaply
Development is expensive and always takes time. There is a 40
year plan for Springfield. After 25 years the Springfield
development is currently 25% complete and a funding partner
is being sought in order to develop the remaining 75%.

▪

▪

While Springfield is largely funded privately, there is still
significant public sector investment required, particularly in
transport
The Federal Environment Department approved the clearing
of a large amount of critical koala habitat, in potential breach
of its own policy, in order to allow the Springfield
development to take place. The offsets put in place only met a
small amount of the target required.

Insights for the western Bay of Plenty
▪
▪
▪
▪
▪
▪
▪
▪

The importance of lead transport infrastructure as place-shapers and development enablers
Privately funded developments offer a new way forward, but they still require substantial
amounts of public funding, particularly for transport
Privately funded developments still require significant timeframes to realise their ambitions,
for example Springfield is only 25% implemented after 25 years
The importance of partnerships at all levels, especially for funding key infrastructure
Having a long-term vision for an area supported by an enabling and tailored planning
framework
Jobs are critical to the success of an area
Key industries as anchors of place-shaping and job creation (eg Education, healthcare and
information technology)
Health and education are the essential pillars of the development
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Figure 7: Key Facts and Greater Springfield Town Centre Concept Plan11

11

Source: Springfield Fast Facts, 2019 and https://www.greaterspringfield.com.au/town-centre-plan/
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Western Corridor, Auckland, New Zealand12
Context
For the purposes of this work the Western Corridor in Auckland has been identified as the area between Mt Albert and Glen Eden which follows
the Western Line rail network. There are several key areas that have undergone significant
transformation along this route.
The standout example is New Lynn. New Lynn was largely a brownfields area located about 10km from
the Auckland City Centre. The key move for this area was to bury the rail line and then to effectively
stitch the centre back together. There is now an integrated bus and rail interchange with ground floor
retail and apartments. The mixed-use commercial development is anchored by a health centre. The
apartments were sold at affordable price points without car parking. New Lynn has demonstrated a
market appetite for medium density housing in a suburban context. The redevelopment of New Lynn
has been very successful in building public transport usage. It has also demonstrated the importance of
strong place-based planning. Other transit-oriented developments in New Lynn are occurring as a
result.
The other example is Glen Eden. The Western rail line has provided the impetus for substantial
development (some underway and some planned). Auckland Council has purchased a site in the centre
of Glen Eden for the creation of a civic space. 10-storey apartments are currently being constructed
next to the railway station with shops at street level. 90 apartments will be community housing.
Analysis
▪ Strong leadership (especially in the case of New Lynn) with
Mayors and MPs all behind the redevelopment
▪ Having a clear vision identified in strategic plans

What were the critical things that worked and why? This will include
‘softer’ elements such as leadership (all levels including political) and
ongoing commitment.

12

Sources: Auckland Plan 2050, http://media.auckland.ac.nz/nicai/about/our-faculty/schools-programmes-and-centres/transforming-cities/future-intensivereport.pdf, https://www.nzherald.co.nz/world-class-auckland-best-city-on-earth-herald/news/article.cfm?c_id=1503861&objectid=11500374,
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The significant planning (urban form, land use, and transport
decisions) that were made previously (over the last 15-20 years) that
now define the place

The linkages to state/ central government funding, direction, and
policy frameworks
The changes made to their appropriate policy and planning, and
urban design frameworks/settings, the funding and investment
framework, and tools applied, etc

Where possible the strategies, outcomes, objectives, indicators, and
other relevant measurement framework that were used to assist and
monitor the decisions made

Key lessons that could be applicable to the western Bay of Plenty subregion

▪ Transport as a key enabler providing developer and investor
confidence
▪ An enabling planning framework through the Auckland Unitary
Plan
▪ Taking a ‘whole of place’ approach – New Lynn for example has
10 precincts
▪ A focus on community infrastructure (eg parks, community
centres, libraries, civic spaces)
▪ Double tracking and electrifying the Western Line
▪ Another key influencer will be the City Rail Link – this will save 17
mins of travel time between Henderson and the CBD
▪ The introduction of the Mixed Housing Urban Zone in the
Auckland Unitary Plan which follows the railway line. 18 storeys
are permitted close to the transport centre in New Lynn.
The areas along the Western Corridor align with the Auckland Plan.
Places like New Lynn are identified as major growth areas.
A number of plan changes have occurred to support intensive
residential development around centres and rail stations.
Introduction of the Auckland Unitary Plan was key. There is also
strong urban design planning in the corridor and a number of placedbased plans have been developed.
Initial vision was to create a sustainable community around a transit
interchange capable of drawing and maintaining a population of
20,000 residents and 14,000 workers.
New Lynn rail station is now the third busiest in Auckland (4,000+
daily movements). Buses also carry a significant number of
passengers (7,000 + people a day).
▪ Developments and redevelopment have occurred across
multiple agencies
▪ Community-led place-making approaches feeding into an
overall Masterplan.
▪ Having a transformational vision
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▪
▪
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Large scale public investment sustained over more than a
decade. This has then encouraged market-led growth.
The job market still lags behind in the West highlighting the
importance of attracting key employers to an area.

Parramatta City, New South Wales, Australia13
Context
Parramatta is an historical area of New South Wales and has been known to Aboriginal people for its
abundance of food and the significance of the river. The City is located on the banks of the Parramatta River,
about 24km west of Sydney. Parramatta has become a major business and commercial centre and is widely
known as the second CBD for Sydney. It is a major transport hub for Western Sydney with trains, buses and
ferries as well as plans for future light rail. Significant upgrades have occurred around Parramatta railway
station with the creation of new transport interchange and other developments such as apartments and
commercial offices. It is Australia’s fifth largest city in economic terms. The Parramatta CBD employs around
50,000 people and is home to 10,000 residents.
Analysis
▪ Positioning itself as a government centre (a number of
government departments have moved their offices to
Parramatta)
▪ Paramatta has the single biggest concentration of employment
outside of Sydney
▪ Creation of a new transport interchange
▪ Plans to create a civic precinct
▪ Location of the Westmead Hospital complex with plans for a full
health precinct
▪ Plans to establish a campus for the University of Sydney
▪ ‘Waves of Migration’ project commissioned to tell Parramatta’s
story – this is being used to develop artworks within new
developments

What were the critical things that worked and why? This will include
‘softer’ elements such as leadership (all levels including political) and
ongoing commitment.

13

Greater Sydney Regional Plan, 2018, Parracity – Connecting People and Places, https://www.cityofparramatta.nsw.gov.au/council/charting-our-direction
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The significant planning (urban form, land use, and transport
decisions) that were made previously (over the last 15-20 years) that
now define the place

The linkages to state/ central government funding, direction, and
policy frameworks
The changes made to their appropriate policy and planning, and
urban design frameworks/settings, the funding and investment
framework, and tools applied, etc

Where possible the strategies, outcomes, objectives, indicators, and
other relevant measurement framework that were used to assist and
monitor the decisions made

Key lessons that could be applicable to the western Bay of Plenty subregion

▪ Various stages of Parramatta’s development have always been
anchored in planning documents. Parramatta has been
consistently identified as a growth area and a second CBD.
▪ 2016 amalgamation - City of Parramatta was created (reforming
Parramatta City Council) adding areas from several adjoining
councils.
Part of a wider Western Sydney growth area
Identified as the Central River City in Greater Sydney Regional Plan
(2018).
Significant urban design testing as part of the planning framework.
Paramatta’s current transformation is expected to cost $10 billion
(this is made up of a mix of funding sources).
Value uplift sharing has been investigated (this would operate in
addition to development contributions) – note that this is not yet in
place.
Levy increases for recreational purposes have also been investigated.
15% floor space ratio bonuses considered for developments that
demonstrate design excellence.
The overall strategic direction for Parramatta is largely driven by the
Greater Sydney Commission’s Greater Sydney Regional Plan.
There are four major strategies for guiding the City’s growth –
Environmental Sustainability Strategy; Culture and Our City; Socially
Sustainable Parramatta Framework; Economic Development Plan.
The vision is to create a liveable city measured by healthy people,
winning lifestyle, safe streets, cooler city, strong economy and less
pollution.
A key goal is for most residents to live within 30 minutes of their job,
education, health facilities, and other services.
5,000 new apartments have been delivered in the last few years.
▪ Sustained urban improvement and transformation through
ongoing commitment
▪ Focus on place-making and community facilities (eg new
Powerhouse Museum in Parramatta is planned). However,
given the demographic and cultural diversity social
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▪
▪

▪
▪
▪

▪
▪
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infrastructure to support this is lacking (eg lack of schools,
aged care and non-Christian places of workshop). This
highlights the importance of aligning social/community
infrastructure to the needs of your population.
Visionary and bold decision-making supported by significant
investment.
Comprehensive approach taken to the redevelopment (ie not
just housing and jobs) including community facilities (Civic
Centre, new library, new swimming pool, new schools), flood
mitigation, street works and key transport connections.
Lead Government (both State and local) investment eg
funding for a museum, the light rail project
The importance of transport as an enabler
Special levy proposed for new apartments to help fund the
light rail project but this has not yet been put in place
meaning the State Government has missed out on key
funding for the project
The importance and flow on effects of attracting Government
offices, healthcare and education
Sustaining strategy implementation through investment over
time

Conclusions
Learnings
All of the places used in this phase 2 work offer learnings for the western Bay of Plenty sub-region in terms of
planning for growth. Common elements across all eight areas include, among others:
▪
▪
▪
▪
▪
▪
▪
▪
▪
▪
▪
▪
▪

Bold vision, leadership and sustained implementation commitment
The importance of lead, place-shaping infrastructure
Integrating infrastructure, especially transport as this is a key urban form driver and shaper. This
includes having agreed infrastructure priorities.
A focus on activity corridors that integrate transport and long term lane use (eg higher densities
around nodes and public transport hubs)
The need for a range of housing types and the provision of affordable housing
Public and private investment
Having ‘anchor’ projects which act as a catalyst for further development (usually based off a
government(s) agencies or social infrastructure / building)
Creating employment hubs (it is not just about housing or zoning land for industry) through targeting
particular industries that will bring economic benefits and influence future labour force training
Bringing people into a city or place by putting major attractors there (eg hospitals and universities)
Comprehensive approaches to development that include social and physical infrastructure and place
making / city shaping initiatives
Importance of partnerships, cross government collaboration, aligned planning and investment
implementation
Having one brand and one narrative or story around the future of the area
Effective community engagement from the ground up

The case studies chosen highlight some important aspects for the western Bay of Plenty, including work that is
already in train in the sub-region. These include:
▪
▪
▪
▪
▪
▪

Inter-council co-operation at metro level, especially for vision led, longer term strategic planning
Efforts at City Centre renewal and improvement
Increased public transport system investment
Role of universities as anchors of a city
Appetite for greater inter-regional connectivity
Effective development of the Port and associated economies

From the case studies undertaken, it has become evident that there is no single silver bullet that of itself
guarantees successful place shaping and urban development. There are however common ingredients that the
work identifies, which if applied in combination provide a strong likelihood of success.
The following diagram illustrates the five big success factors that are common across the case study areas.
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The Big Five Success Factors

The
Essentials

The
Enablers

1. Plan-Led &
Bold Vision

4. Leadership

2. Clear
Implementation

5. The Right
Structures

(including planning /
legislative frameworks,
governance and delivery
organisations)

3. Funding

0000000000
At the delivery end, the following diagram illustrates a proven formula for enabling development.

Infastructure
Investment
(eg transport,
community
infrastructure)

Enabling
Planning
Framework

Confidence
Provided for
Private or
Public
Delivery

Integrating the Short and Long Term
All of the places considered in this work, as well as many others both nationally and internationally, have
grappled with developing long-term visions and strategies while trying to address short-term challenges.
Observations from various places seems to indicate that rapid progress is made on immediate challenges once
a longer-term strategy is in place. Having certainty through a long-term plan can accelerate short term action
because certainty is provided and there is a confidence that investments are part of a bigger picture.14 The
following diagram illustrates how short and long term thinking can influence one another.

14

Metropolitan Strategic Planning – Case Studies for Greater Newcastle, NSW, July 2017, prepared for the Department of
Planning and Environment, NSW by Dr Tim Moonen and Professor Greg Clark
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Relationships between Short and Long Term Thinking

Long Term Influences on
the Short Term:
Plan our future growth
areas in identifiable stages,
timing & investment
thresholds
Land use and infrastructure
investment alignment
Identify multi-modal
transport corridors (these
will influence development
locations)
Identify all investment and
funding needs –
concentrate on closing the
gaps
Triggers monitoring and
review

Short-Term

Long-Term

Short Term Influences on
the Long Term:
Forward-thinking and
future-proofing
development and
infrastructure (for areas
underway and subsequent
areas)
Protecting infrastructure
and blue-green corridors
early
Short term decisions
anticipate wider system
costs
Making use of existing
infrastructure (eg choosing
growth areas that align
with existing infrastructure
investment and capacity)
Anticipate and meet
market demand

Triggers, monitoring and
review focus

45

Western Bay of Plenty
The western Bay of Plenty has good fundamentals for growth through its natural environment, the
harbour and coast, the Port, a strong surrounding rural industry and hinterland and deep cultural
connections through tāngata whenua. It has also proven that it has local government that is willing to
work together as it has done so for many years as part of SmartGrowth.
The sub-region is entering a new era where there is a strong interest from Central Government in
partnering with local government on spatial planning and urban development. There are significant
opportunities arising through developments and planned infrastructure. The sub-region needs to build
on its strengths and assets and use these as a platform to address future opportunities and challenges
and to implement real change in order to get good urban form and place-making outcomes.
There are some key learnings arising from this report that will help guide the western Bay of Plenty subregion as it continues its strategic journey through the Urban Form and Transport Initiative and the
SmartGrowth Strategy.

46

Appendix 1: Densities and Public Transport
Introduction
Following the completion of the first draft of this report, we were asked to consider the relationship
between densities and public transport and in particular how these have been born out in a mediumsized city like Newcastle.
As covered in this report, Newcastle is a good example for the western Bay of Plenty sub-region given
that it is a medium size city and it has public transport, including a new light rail system, in place. Light
rail has only been operational for around one year, so data is difficult to come by, especially in terms of
densities now being achieved as a result of having light rail in operation. In saying that, some
information is available and this should help to at least part answer the questions around density and
public transport.
The General Thresholds
The UFTI Guidance Note on Guiding principles: public transit supportive land use sets the following
useful benchmarks or general thresholds:
▪
▪
▪

Rapid Transit Network: 40-60+ residential units per gross ha; and 200-300 jobs per gross hectare
(ha) for zoned employment lands.
Quality Transit Network: 30-40+ residential units per gross ha; and 150-200+ jobs per gross ha
for zoned employment lands.
Local Connector Network: 20+ dwellings per gross hectare over the network catchment; and 50100+ jobs per gross ha zoned employment lands within the catchment area.

There is also some evidence that suggests a population base of 200,000 + for light rail to work
effectively. However, it is not so much about the size of population as it is about how the population is
distributed along the rail corridor.
There has also been research that indicates that private vehicle commuter travel declines significantly
when workplace densities reach 120 - 185 employees per hectare. This suggests a threshold at which
point public transport becomes highly effective.
What has happened in Newcastle?
Newcastle City is part of the wider Hunter Region. The City of Newcastle council area had an estimated
resident population of 162,437 persons, while the Newcastle-Maitland Significant Urban Area (which
includes surrounding local government areas) had a population of 481,183 (the seventh largest urban
area in Australia). 70% of jobs in Greater Newcastle are located in the City of Newcastle and Lake
Macquarie areas. 64% of the population is also located in these two areas.
Newcastle City is a key centre for employment, business, retail, social and government services. The
Central City has the majority of jobs for the Greater Newcastle area – at 2011 this was at around 20,000.
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The light rail system was put in place in 2019 in the central city. It is a high frequency ‘turn up and go’
service with the capacity to transport 1,200 people per hour. In its first year of operation there were 1.2
million passengers or 3,400 per day, which is more than what was forecast. Public transport use has
increased by 23% since light rail was initiated.
Light rail has reshaped the City Centre and there is significant urban renewal is occurring. Some of this
was already in-train through Government and private sector redevelopment projects. Apartment stock
increased 50 per cent in the year 2017 to 2018. See Figure 8 for examples of higher density
development underway.
Five renewal corridors along major transport routes have been re-zoned for high-density residential
development at around 50-75 persons/hectare, or between 20-32 dwellings/hectare. We are unable to
find evidence at this stage as to whether these densities are actually being achieved but it appears, at
least in the CBD, that they are and more. The 20-32 dwellings/hectare range is at the lower end of the
benchmarks set out in the Guiding principles: public transit supportive land use.
Unfortunately, we have not been able to find employment data in terms of jobs per hectare along the
light rail corridor.
Examples from Elsewhere
There are some examples from other medium sized cities that provide an indication of dwelling
densities. These are quite variable and depend on the type of light rail system put in place, how long it
has been there and how well it connects to employment and other services.
Adelaide
Freiburg, Germany
Canberra (note: light rail has been
constructed but is not yet fully operational)

14 dwellings/ha within 400m of the light rail
corridor
42-62 dwellings/ha
23 dwellings/ha within 400m of the light rail
corridor

There is a complex ‘chicken and egg’ situation with regards to density and public transport. Increased
public transport provision, especially rail, tends to support and encourage more intensive land use
patterns, while areas with higher land-use densities often warrant and demand further public transport
services.
The inter-relationship between density and public transport makes empirical analysis difficult, because it
is hard to know whether higher densities are being achieved because of a public transport system being
in place, were the result of other factors, or were the reason public transport was initiated in the first
place.
The examples discussed in this memo indicate that it is possible to put in place a rapid public transport
system (eg light rail) in a medium sized city without high densities. However, given that densities
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improve the overall viability of public transport there should be an enabling framework in place that
encourages higher densities along the rail corridor and around stations.
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Figure 8: Examples of Higher Density Development Occurring in Newcastle City
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