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STATEMENT OF EVIDENCE OF RHYS DUNCAN BOSWELL 

INTRODUCTION 

1 My name is Rhys Duncan Boswell. 

2 I hold the position of General Manager, Strategy and Sustainability 

for Christchurch International Airport Limited (CIAL).  I have held 

this role since 2009. 

3 I have been employed by CIAL in a variety of management and 

planning roles since March 2000. 

4 Prior to being employed by CIAL, I spent 4 years in Hong Kong 

working for the Hong Kong Airport Authority as a planning engineer 

during the construction and the first year of the operation at Chek 

Lap Kok.   

5 My qualifications include a Bachelor of Arts and a Master of Regional 

and Resource Planning from the University of Otago. 

6 I am authorised by CIAL to give evidence on its behalf. 

SCOPE OF EVIDENCE 

7 In my evidence I will address: 

7.1 An overview of Christchurch International Airport;  and 

7.2 CIAL operations and development. 

OVERVIEW OF CHRISTCHURCH INTERNATIONAL AIRPORT 

LIMITED  

8 CIAL is an airport company established under the Airport Authorities 

Act 1996.  Section 3 of that Act confers the power on CIAL to 

establish, improve, maintain, operate and manage the Christchurch 

International Airport (the Airport) and acquire land for those 

purposes.   

9 CIAL is responsible for the safe and efficient operation of the 

Airport.   

10 By way of brief overview, the Airport: 

10.1 is situated 11 kilometres north-west of the Christchurch City 

Centre surrounded by rurally zoned land.  It is the largest 

airport in the South Island and is the country’s second largest 

airport; and 



  3 

 

 

100101339/2202591.5 

10.2 it allows Canterbury and the wider South Island to connect to 

a full spectrum of destinations in New Zealand, Australia, Asia 

and the Pacific utilising a variety of airlines.  It is capable of 

handling the largest commercial passenger aircraft which 

frequently arrive on long haul routes from Europe and Asia 

plus daily services to and from Australia.  The domestic main 

trunk routes within New Zealand are served by two major 

airlines and there are several tourist and commuter airlines 

operating each day.   

11 There are over 5,000 people who call the Christchurch Airport 

campus their place of employment – this includes, for example, over 

1,000 engineering staff employed on shifts at the Air New Zealand 

maintenance hangar on Orchard Road. 

12 The Airport is a major driver of the regional Canterbury economy 

and output from CIAL’s latest economic impact study, for example, 

reports that: 

12.1 over 5.7 million travelling passengers per year1  and their 

associated meeters and greeters currently pass through the 

Airport.  Combined Airport activities see between 25,000 and 

30,000 people visiting the Airport every day.  It is therefore 

accepted that the Airport is a significant physical and 

economic resource in national, regional and local terms; 

12.2 pre-2011, the Airport contributed $1.8 billion to the regional 

economy and created employment for 23,694 Full-Time 

Equivalent employees.  Although these figures would have 

dropped following the Canterbury earthquakes, the 

contribution will inevitably still be significant; 

12.3 the Airport contributed more to Canterbury’s GDP than the 

food and beverage, processing, and manufacturing industries, 

and also more than the entire primary sector; and 

12.4 the contribution to regional GDP is substantial because the 

Airport is a diverse complex with high quality activity that is 

well integrated into the communities it serves. 

13 Overall, air freight plays a small (in weight terms) but strategic role 

in New Zealand’s international trade and in this respect the Airport 

provides the primary air freight hub for the South Island.  Air freight 

creates a premium for our primary product exports by giving us 

access to international markets in a timely fashion.  It also allows us 

to import componentry and spare parts for production lines more 

rapidly, reducing downtime and the lag between our exporters 

                                            
1 2014 Financial Year (July 2013-June 2014) 
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paying for high value inputs and receiving payment from their 

customers for finished products.   

14 Christchurch Airport handled 20,000 tonnes of exports and almost 

7,000 tonnes of imports in the year ended June 20132 on 

approximately 10,000 annual international aircraft movements (an 

average of 2.7 tonnes per flight).  Christchurch Airport’s air freight 

exports are the highest value in the country - $90,000 per tonne 

compared with $53,000 for Auckland and $21,000 for Wellington.3   

15 The majority of air freight into and out of Christchurch is carried in 

the belly-hold of passenger aircraft.  In addition to which there is a 

small, but strategically significant, number of dedicated freighter 

aircraft operated by NZ Post and Freightways that operate 

throughout the night distributing mail and courier packages up and 

down the country. 

16 Furthermore: 

16.1 Christchurch Airport is home to several international Antarctic 

science programmes and their associated facilities.  As the 

departure point for the majority of the world’s Antarctic 

scientists, considerable economic benefits are bought to the 

region by the operation of these facilities, and the Antarctic 

relationship is highly valued by the Airport and the City; and 

16.2 the Christchurch Engine Centre (CHCEC), a joint venture 

partnership between Pratt & Whitney and Air New Zealand 

Limited, is also located at Christchurch International Airport.  

The CHCEC provides engine overhaul and repair services for 

all Pratt & Whitney JT8D, Rolls-Royce Dart and International 

Aero Engines (IAE) V2500 engines.  The partnership (formed 

in 2001) builds upon the success of the original Air New 

Zealand Christchurch engine facility, and has been attracting 

third party work from around the world for more than 25 

years. 

17 Of fundamental importance, I note that the Airport has a 

competitive edge over other airports in New Zealand and in the 

southern hemisphere as it operates un-curfewed and unrestricted as 

to the type of aircraft that can use it.  The ability of the Airport to 

continue to operate 24 hours a day, 365 days of the year is integral 

to the future economic and social wellbeing of the people and the 

                                            
2 Ministry of Transport, Freight Information Gathering System July 2012-June 2013, 
Information Report, August 2013, page 14.  Supporting data available online at 
<www.transport.govt.nz/sea/figs/>.  

3 Ministry of Transport, Freight Information Gathering System July 2012-June 2013, 
Information Report, August 2013, page 14.  
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communities of greater Christchurch and the South Island in 

general.   

CIAL Corporate Profile 

18 CIAL operates the Airport, with ownership shared between 

Christchurch City Holdings Limited with 75% and the New Zealand 

Government with 25%.  The company employs 236 full time staff 

across a range of departments and is responsible for the safe and 

secure operation of the airport.    

19 To ensure long term economic sustainability CIAL is expected to be 

run as a profitable business for the people of Christchurch.  CIAL 

has multiple sources of income, including: 

19.1 landing charges from airlines; 

19.2 leases for businesses in the passenger terminal such as rental 

car companies and food outlets; 

19.3 property leases in the property precincts being developed; 

19.4 a percentage of sales from commercial outlets in the 

terminal;  

19.5 CIAL  revenues from businesses such as The Wash, 

Craddocks and the International Antarctic Centre; and 

19.6 car parking charges. 

20 For CIAL, economic sustainability means that the company is able to 

self-fund operations and development projects while delivering an 

acceptable commercial return to shareholders. 

CHRISTCHURCH INTERNATIONAL AIRPORT OPERATIONS 

AND DEVELOPMENT 

Airport Company Operations 

21 CIAL is responsible for running the Airport.  It owns the airport 

terminal and the airfields, and approximately 859 hectares of land, 

including the property of the Antarctic Centre.  CIAL’s wider 

interests (including land leased by CIAL) total some 1052 hectares.  

693 hectares of CIAL’s landholdings are within the Special Purpose 

Airport Zone. Within the terminals, it leases space to businesses 

such as rental cars, food outlets, cafes, bookshops, etc. On the 

airfield, it leases space to the Canterbury Aero Club, and the US Air 

Force for Antarctic operations.  Although CIAL does not own aircraft 

or the control tower, it works closely with aviation operators, 

including airlines and the Airways Corporation, to ensure delivery of 

safe and efficient services.  
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22 CIAL is responsible for ensuring the Airport meets all safety and 

compliance requirements for passengers, visitors and aircraft. As 

part of its safety provisions, the Airport has its own Fire Service with 

state of the art fire fighting vehicles, 20 firemen, and a full-time 

Wildlife Officer whose role is to keep the airfield as free of birds as 

possible. 

23 CIAL works closely with government agencies such as Customs, 

Immigration, Ministry of Agriculture and Fisheries, Aviation Security, 

and Airways. It is required to enforce laws and regulations covering 

bio-security and immigration, ensuring that goods and people who 

enter the country have been properly vetted.   

24 Regular activities for CIAL include patrolling the airfield, maintaining 

runways, ensuring the terminal building is safe, clean and warm; 

ensuring services such as power, water and transport are available 

for all the businesses, planning for future growth, managing car 

parking facilities, and ensuring that airlines, passengers, visitors and 

tenants have the services they need.  

CIAL Strategy Review  

25 In February 2014 CIAL began a ten year strategy review process.  

This revised strategy has been dubbed “Real Growth 2025”. Central 

to the strategy is the absolute belief that airports have a strong 

multiplier effect on the economies they serve.  For example, for 

every $1 that CIAL earns from the daily Singapore Airlines service, 

the rest of the South Island (and NZ) earns circa $50.4 Throughout 

all of the workshops and stakeholder engagement CIAL undertook 

during the strategy review, there was a strong sense that CIAL had 

a role to play in wider economic development for the South Island. 

To this end the purpose of why CIAL exists has been conceptualised 

as follows. 

‘To relentlessly create opportunity for our place in the 

world.’ 

26 The Real Growth 2025 strategy is reflective of the fact that 

Christchurch Airport has always performed a critical role in driving 

growth in Christchurch and Canterbury by: 

26.1 connecting people (passengers); 

                                            
4 The shape of Christchurch in 2025, Christchurch International Airport and three 
economic growth scenarios, BERL, May 2014 
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26.2 connecting markets (passengers and freight); and  

26.3 generating employment opportunities. 

27 This fundamental understanding is reinforced in the following  

headline targets for Real Growth 2025: 

27.1 8.5 million passengers per annum; 

27.2 $1 billion in additional GDP (South Island and NZ); and 

27.3 10,000 new jobs (South Island and NZ). 

Airport Development 

28 CIAL’s core business is to be an efficient airport operator, providing 

appropriate facilities for airport users, for the benefit of both 

commercial and non-commercial aviation users and to pursue 

commercial opportunities from wider complementary products, 

services and business solutions. 

29 In order to achieve this CIAL must: 

29.1 Pursue opportunities to increase the value of commercial and 

non-aeronautical business streams. 

29.2 Pursue initiatives to grow shareholder value and provide a 

sustainable revenue stream through maximising the 

investment in and development of the company’s property 

holdings.  

30 The initiatives undertaken by CIAL are aligned around these three 

business streams: 

Aeronautical 

30.1 Through growing aeronautical revenues and ensuring 

infrastructure meets the long term needs of our customers 

through a service delivery framework which is both efficient 

and cost effective. 

Commercial  

30.2 Through increasing the returns of our commercial assets and 

the development of a return potential for the existing campus 

portfolio and the identification and pursuit of new ventures. 

Property  

30.3 Through the development of interim uses and increased 

revenues of the existing land bank portfolio, this is being held 

in anticipation of future airport development needs. 
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31 Each of these represents a distinct and separate part of the Airport 

business; however each is intrinsically linked to the other. It is 

through the development of each of these key areas of business 

that an airport is ultimately successful, and to ignore any one of 

these areas would result in an airport becoming uncompetitive, 

which could have a knock on effect to the regional economy within 

which it operates. 

THE AIRPORT’S APPROACH TO PLANNING 

32 CIAL is unable to internalise the effects of noise from aircraft 

operations within its own boundary.  The noise from aircraft taking 

off and landing at the airport impacts on people living and working 

in surrounding areas.  Depending on the level of noise that people 

are exposed to a percentage of people will be highly annoyed.  This 

increases the risk that they will complain about airport operations or 

seek to curtail our activities. 

33 International and national experience at other airports has 

highlighted to us the risks to airport operations where people are 

exposed to noise and subsequently are motivated to take steps to 

try and curtail airport operations.  Mr Day has produced a graph 

which shows the different types of restrictions that can be placed on 

airports and the growth of those restrictions over the years.  

Resident action groups at Wellington and Auckland Airport have had 

and will have considerable effect on the operations at both airports.  

34 At Wellington curfews and aircraft type restrictions have been put in 

place as a direct result of political pressure from residents wishing to 

see a reduction in aircraft noise in their neighbourhoods.   

35 An outcome of this is that overnight freight operations are curfewed 

and aircraft carrying mail by air to and from the lower North Island 

must fly in and out of Palmerston North airport and the mail hauled 

by road to and from Wellington. Similar restrictions apply to 

overnight freight and courier flights.  

36 Although Auckland airport’s main runway is not formally curfewed 

restrictions have been put in place on the second runway for jet 

aircraft and a total ban on night flights.  

37 I do not believe such constraints promote the sustainable 

management of the significant physical resources each airport 

represents. Such constraints or the perceived risk that such 

constraints might be imposed on an airport such as Christchurch 

would impact highly on exporters, for example, and restrict/reduce 

their ability to airfreight their product overnight to a wide range of 

markets and also an ability to attract new business.  
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38 With regards to aircraft noise, CIAL has therefore for decades 

adopted a stance that the most appropriate way to protect its 

current and future growth and efficient operation is by robust 

planning provisions in various planning documents which try to 

restrict or avoid the establishment of land use activities that are 

sensitive to noise.  

Development of noise contours for Christchurch 

Pre 1989 

39 Following earlier decisions by the Town and Country Planning Appeal 

Board in 1959 and 1974,  in May 1974 the Christchurch City 

Council, Town Planning Division and the City Engineers Department 

produced a report to the Christchurch City Council and the 

Christchurch Airport Authority entitled Aircraft Noise Exposure and 

Land Use Policy.  

40 The outcome of this report was the introduction of noise exposure 

lines in the Waimairi District Plan which in effect limited urban 

residential development to within a noise exposure line.  That line is 

approximately at what we now described as Ldn 50 dBA noise 

contour.  Subdivision of land lying towards the airport from this line 

which was generally zoned Rural H was limited as to lot size by 

criteria which related to farming or other permitted uses.  This, in 

effect was also a de facto population density control. 

After 1989 – NZS6805 

41 I am aware from historical records that in early 1989 CIAL became 

involved in the process that led to the preparation of the New 

Zealand Noise Standard now known as NZS6805:1992.  Initially the 

Standard was to be called the Airport Noise Control Standard 

because the impetus for such a standard arose in the Wellington 

Region in response to residents action groups where the control of 

noise at that airport was the primary issue because it was too late 

for controls to prevent urban development in close proximity to the 

airport.  In short in Wellington the “horse had already bolted”. 

42 CIAL’s reading of an early draft document to deal with the noise 

problems in Wellington raised concerns that it was too site specific 

and took no account of an airport with more than one runway and 

only dealt with control of airport noise rather than mitigating the 

effects of it through land use planning.  CIAL was then invited to 

participate in technical meetings regarding noise at airports.   

43 During the preparation of the standard CIAL provided technical 

assistance and attended some meetings of the technical 

subcommittee. 

44 At a very early stage of the Standard’s preparation CIAL’s 

representative had the scope of the Standard extended to include 
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land use planning issues and Christchurch specific matters relating 

to the cross wind runway and seasonal variations.  The input from 

Christchurch Airport is reflected in a number of clauses of the 

Standard.  

45 The foreword to the Standard states “This Standard is concerned 

with land use planning and the management of aircraft noise in the 

vicinity of an airport, or aerodrome, for the protection of community 

health and amenity values. It is intended to be applicable to all 

airports and aerodromes as defined in the Civil Aviation Regulations 

1953 Regulation 4, to ensure communities living close to the airport 

are properly protected from the effects of aircraft noise whilst 

recognising the need to be able to operate an airport efficiently.” 

46 I am aware that a particular concern raised by CIAL was that the 

Standard was generalised to apply to all manner of airports and in 

particular Wellington and Auckland where a lower standard of 

protection had to be accepted because of existing residential areas 

where the situation could not be reversed.   

47 My understanding is that it was because of the specific existing 

controls at Christchurch that the concluding words to clause 1.1.4 

were inserted. 

After 1993 

48 In 1993 during discussions with the Christchurch City Council on the 

preparation of the now Operative City Plan CIAL was asked to assist 

the Council in the development of a set of noise contours prepared 

in accordance with the methodology in the  New Zealand  standard 

NZS6805 1992. 

49 In order to calculate the effect of aircraft operations on the 

community, and to locate that effect by annotation of the City Plan 

CIAL instructed Marshall Day who used the methods of New Zealand 

Standard NZS6805:1992 titled Airport Noise Management and Land 

Use Planning to develop a series of noise contours. 

50 At the same time CIAL obtained advice from Marshall Day as to the 

effects on the amenity of people exposed to levels of airport noise 

shown in the contours in order that we could ascertain the level of 

amenity effect and consequential risk to the airport of complaint. 

51 The advice given to CIAL by Marshall Day at that time, which is 

consistent with the advice given at a large number of subsequent 

hearings and in the course of preparing CIAL’s submissions for the 

hearing is that a percentage of the population who are exposed to 

aircraft noise of 50 dBA Ldn or more will be highly annoyed and that 

the area within the 50 dBA Ldn is not sensible environment for the 
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establishment of new residential development and other noise 

sensitive activities. 

Position on District Plans and the Regional Policy Statement 

52 As a result of advice that CIAL has obtained from Marshall Day, and 

other experts including legal and planning advice, CIAL has adopted 

a position at a number of hearings that: 

52.1 No new residential or noise sensitive uses should be 

permitted within the Air Noise Boundary.  

52.2 New residences or any noise sensitive uses within new 

buildings and lying between the Air Noise Boundary and the 

Ldn 55 dBA contour must be insulated to meet requirements 

for satisfactory internal noise environment .  

52.3 Any additions or alterations to existing buildings within the 

Ldn 55 dBA contour must comply with noise insulation 

requirements. The Proposed City Plan now includes this 

requirement.  

52.4 That the Outer Control Boundary, i.e. the point at which noise 

sensitive uses should be avoided be set at Ldn 50 dBA and 

that it and all the Ldn contours be calculated in terms of the 

ultimate capacity of the 02-20 runway system.  

52.5 That Christchurch International Airport be protected in such a 

way that its operations could grow in terms of the ultimate 

capacity of the 02-20 runway whenever that might be 

reached. 

53 These submissions have been made consistently at District Plan and 

Regional Plan hearings in Selwyn, Waimakariri and Christchurch and 

in Council and Court hearings on individual applications over many 

years. 

Various reports 

54 Since 1993 Marshall Day have constantly updated their advice to 

CIAL by reference to available studies.  Mr Day has referenced in his 

evidence overseas studies of Bradley in 1996 and Miedema (1998) 

and Miedema and Oudshoorn (2001).  Those studies have been 

referred to at previous hearings. 

55 In 2002 partially in response to criticism about the failure to have a 

centralised complaints log and partially because CIAL wanted to 

understand whether overseas studies were applicable to the 

Christchurch context or whether Christchurch people were less 

sensitive to airport noise CIAL agreed to participating in the 

instruction and funding of a professionally prepared wide ranging 
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report on Christchurch Residents Experience of Environmental Noise 

in conjunction with the CCC and the CRC.  

56 The resulting report which was prepared by Taylor Baines was 

specifically directed towards analysing peoples responses to 

industrial noise, aircraft noise, neighbourhood noise and traffic noise 

in Christchurch.  That report has been produced by Mr Day. 

57 At the recommendation of Marshall Day, CIAL requested that two 

standardised questions be inserted into the survey questionnaire so 

that results from this study could be compared with overseas 

studies done previously that had been relied on by Mr Day at 

previous hearings. 

58 Subsequently in 2003 CIAL instructed Marshall Day to carry out 

further work to analyse data obtained in the Taylor Baines study.  

The details of this further work to show a Christchurch trend 

compared to overseas studies are referred to in the evidence of Mr 

Day.  This work was carried out solely for CIAL (i.e. not in 

conjunction with CCC or CRC) and was designed to assist in 

understanding the differences in level of annoyance between Ldn 50 

dBA and Ldn 55 dBA and whether the overseas studies were reliable 

indicators of annoyance in the Christchurch context.   

59 To continue to seek protection for its operations and to establish 

appropriate planning and land use patterns surrounding the airport, 

CIAL has participated in several plan review processes. Recent 

examples include Plan Change 84 to the operative Christchurch 

District Plan, Plan Change 1 to the Regional Policy Statement and 

the Land Use Recovery Plan process.  CIAL has also participated in 

litigation over the use of 50 dBA Ldn noise contour as the outer 

control boundary.5   

60 At each of these hearing stages we have asked Marshall Day to 

review their previous advice by reference to currently available 

information and to confirm to us whether their advice to us that 

areas within the 50 dBA Ldn are not suitable environments for the 

location of noise sensitive activities.  We understand that to still be 

Mr Day’s opinion. 

CONCLUSION 

61 The activities at Christchurch Airport make a significant contribution 

to the social and economic wellbeing to the communities and 

                                            
5  For example, Robinsons Bay Trust v Christchurch City Council Environment Court, 

Christchurch C60/04, 13 May 2004; Foster v Selwyn District Council Environment 
Court, Christchurch C138/07, 23 October 2007; Independent Fisheries Ltd v 
Minister for Canterbury Earthquake Recovery [2014] NZHC 2810.  
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economies of Christchurch, Canterbury, the South Island and indeed 

New Zealand.   

62 However, for Christchurch Airport to continue to deliver on its 

potential and provide significant social and economic benefits to its 

community, the planning framework for the District must, either at 

a general level or zone-by-zone, recognise the strategic importance 

of the Airport and the need to safeguard Airport operations from 

inappropriate development where people are exposed to adverse 

amenity effects which can lead to potential reverse sensitivity 

effects.  

63 CIAL therefore seeks the relief sought in its submissions and further 

submissions on the Industrial and Commercial chapters is granted. 

 

Dated:  24 April 2015 

 

 

Rhys Duncan Boswell 


