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STATEMENT OF EVIDENCE OF RHYS BOSWELL  

INTRODUCTION 

1 My full name is Rhys Duncan Boswell.   

2 I am the General Manager, Strategy and Sustainability at 

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

and Resource Planning from the University of Otago.  

5 I have been authorised by the Chief Executive of CIAL (submitter 

number 2348, F-2817) to provide evidence on its behalf in relation 

to the General Rules and Procedures proposal, which is being heard 

as part of the proposed Christchurch Replacement District Plan (the 

proposed District Plan). 

 

PREVIOUS EVIDENCE  

6 I have given evidence at previous hearings in this process in relation 

to the following proposals:  

6.1 Strategic Directions;  

6.2 Designation; 

6.3 Residential (part) stage 1;  

6.4 Commercial & Industrial (part) stage 1; and 

6.5 Rural.   

7 That previous evidence gives an overview of Christchurch 

International Airport, CIAL operations and development, and CIAL’s 

approach to planning provisions to manage noise sensitive activities 

in proximity to the Airport.    

8 I have repeated much of that evidence here for the benefit of those 

new members of the Panel who were not present at those previous 

hearings and because this hearing has a large number of submitters 

including lay submitters who have not appeared previously.  

However, where some parts of my evidence have been presented 

multiple times I have abbreviated those paragraphs slightly and 

referred back to earlier evidence.  
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SCOPE OF EVIDENCE 

9 In my evidence I will address: 

9.1 An overview of Christchurch International Airport (CIA / the 

Airport);   

9.2 CIA operations and development; 

9.3 engine testing operations at CIA; and 

9.4  an overview of CIAL’s involvement in past proceedings 

relating to the Clearwater Golf Resort.  

10 Bird strike risk management at CIA will be covered in the company 

evidence of Ms Kate McKenzie.  

OVERVIEW OF CHRISTCHURCH INTERNATIONAL AIRPORT   

11 I have presented an overview of CIA at various previous hearings.  I 

refer readers to my Strategic Directions and more recent Rural 

(stage 2) briefs of evidence for this information.  For this brief of 

evidence, I have focused on parts of the overview to CIAL 

operations that require updating since those earlier hearings.   

12 Christchurch International Airport has a significant physical presence 

as well as a social resonance (given it is a place of departure and 

arrival for families, tourists and visitors) to the people of Canterbury 

and the wider South Island. It is the largest airport in the South 

Island and the second-largest in the country.  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. 

13 There are over 6,000 people who call the Christchurch Airport 

campus their place of employment – this includes the excess of over 

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

maintenance hangar on Orchard Road. 

14 The Airport is a significant driver of New Zealand economy, for 

example recent Ministry for Business, Innovation and Employment 

(MBIE)  research1 reports that: 

14.1 1 International airline seat into Auckland generates 7.7 

commercial bed nights across New Zealand; and 

                                            
1 International Visitor Survey, Ministry for Business, Innovation and Employment 
(MBIE) 2014 
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14.2 1 International airline seat into Christchurch generates 8.6 

commercial bed nights across New Zealand (11.6% greater 

economic impact to New Zealand over Auckland). 

15 The Airport is also a major driver of the South Island economy, for 

example recent itinerary-level analysis of the International Visitor 

Survey (MBIE) conducted by Fresh Information Limited for Christchurch 

Airport reports that: 

15.1 1 international airline seat into Auckland generates 1.5 

commercial bed nights into the South Island; 

15.2 1 international airline seat into Christchurch generates 7.5 

commercial bed nights into the South Island (430% greater 

economic impact to the South Island over Auckland); 

15.3 The South Island captures 88% of a visitor’s total expenditure 

when the arrival point into New Zealand is Christchurch; 

15.4 The South Island captures 21% of a visitor’s total expenditure 

when the arrival point into New Zealand is Auckland; and 

15.5 74% of international visitors to the South Island visit other 

regions of the South Island when Christchurch is the entry 

point. 

16 The Airport is a major driver of the regional Canterbury economy,2 

CIAL’s latest economic impact study for example reports that: 

16.1 over 6 million travelling passengers per year3 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.  On that basis 

the Airport has been widely seen as a significant physical and 

economic resource in national, regional and local terms; 

16.2 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; and 

16.3 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. 

                                            
2  An economic impact assessment of Christchurch International Airport, BERL, July 

2012. 

3  rolling 12 month total achieved in mid-October 2015. 
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17 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.   

18 The strategic significance of air freight and related activity to the 

future success of Christchurch airport and the Canterbury economy 

is underlined by CIAL’s plans to develop a dedicated airfreight 

facility including aircraft aprons, taxiways and large scale freight 

processing building.  Site preparation works are well advanced on a 

project that will see an overall capital estimates of investment for 

the completed project are in the order of $50M. 

19 In addition: 

19.1 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; 

19.2 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; and 

19.3 the on wing engine testing operations carried out at 

Christchurch airport are dealt with separately in the evidence 

of Eric Morgan for Air New Zealand. 

20 Overall, Christchurch Airport’s economic contribution is substantial - 

in the large part a result of the fact that the Airport is a diverse 

complex with high quality activity that is well integrated into the 

communities it serves. 

21 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 uncurfewed 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 people and the 

communities of greater Christchurch and the South Island in 

general.   
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CIAL corporate profile 

22 CIAL operates the airport, with ownership shared between 

Christchurch City Holdings Limited with 75% and the New Zealand 

Government with 25%.  The company employs 310 people (or 260 

full time equivalent staff) across a range of departments and is 

responsible for the safe and secure operation of the airport.    

23 To ensure long term economic sustainability the airport company is 

expected to be run as a profitable business for the people of 

Christchurch on the same footing as any other corporate entity.  The 

airport has multiple sources of income, including: 

23.1 landing charges from airlines; 

23.2 leases for businesses in the passenger terminal such as rental 

car companies and food outlets; 

23.3 property leases in the property precincts being developed; 

23.4 a percentage of sales from commercial outlets in the 

terminal; and 

23.5 car parking charges. 

24 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. 

CIA OPERATIONS AND DEVELOPMENT 

Airport Company Operations 

25 CIAL owns the airport terminal and the airfields, and approximately 

859 hectares of land, including the property of the Antarctic Centre 

(although CIAL no longer owns the visitor attraction business).  

CIAL’s wider interests (including land leased by CIAL) total some 

1052 hectares (see Attachment A).  693 hectares of CIAL’s 

landholdings are within the Special Purpose Airport Zone (SPAZ).  

26 Within the terminals, it leases space to businesses such as airlines, 

rental cars, food outlets, cafes, bookshops, etc. On the airfield, it 

leases space to the Canterbury Aero Club, helicopter operators, air 

rescue services, aircraft maintenance activities, and the US Air Force 

for Antarctic operations.  Although the airport company does not 

own aircraft or the control tower, it works closely with aviation 

operators, including airlines such as Air New Zealand, and the 

Airways Corporation to ensure delivery of safe and efficient services.  

27 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 
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state of the art fire fighting vehicles, 42 firemen, 3 full-time airfield 

grounds men, and two full-time wildlife officers (and two specially 

trained dogs) whose role is to keep the airfield as free of birds as 

possible. 

28 CIAL works closely with government agencies such as Customs, 

Immigration, Ministry of Agriculture and Fisheries, NZ Police, 

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.   

29 Regular activities for the airport company 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  

30 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 $504. To this end 

the purpose of why CIAL exists has been conceptualised as follows. 

‘To be a champion airport, acknowledged at home and 

abroad as the engine room of the South Island’s prosperity’  

31 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: 

31.1 connecting people (passengers); 

31.2 connecting markets (passengers and freight); and  

31.3 generating employment opportunities. 

32 This fundamental understanding is reinforced in the following  

headline targets for Real Growth 2025: 

                                            
4 The shape of Christchurch in 2025, Christchurch International Airport and three 
economic growth scenarios, BERL, May 2014 
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32.1 8.5 million passengers p.a.; 

32.2 $1 billion in additional GDP (SI and NZ); and 

32.3 10,000 new jobs (SI and NZ). 

Airport Development 

33 As stated in my earlier evidence, 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. 

34 The initiatives undertaken by the company are aligned around three 

core business streams: 

Aeronautical – “Finding Planes and Filling Planes” 

34.1 The strategy of ‘Finding Planes & Filling Planes’ is focused on 

lifting the number of available airline seats over the next 

decade, in conjunction with lifting the number of passengers 

using CIAL as an entry or exit point for the South Island to fill 

this capacity.  

34.2 Recent success in establishing new direct services between 

south China and Christchurch on China Southern Airlines are 

estimated to contribute a further $150M annual  visitor spend 

in the South Island economy.  Achieving this commitment 

saw CIAL competing against cities such as Rome, Istanbul, 

Cairo and Chicago for the utilisation of China Southern’s 

aircraft.  

Commercial – “Park to Plane” 

34.3 Park to Plane’ is focused on migrating strategy from ‘best 

terminal’ to ‘best terminal business’ under RG25.  

Independent survey outcomes (ASQ) have already 

established the operational and service outcomes for the 

Terminal as being ‘best in class’ across Australia and New 

Zealand.  Park to Plane will focus on building off this to 

deliver commercial outcomes in line with RG25 targets. 

Property – “CIAL as a Landlord” 

34.4 As noted elsewhere in my evidence, CIAL has a land holding 

of approximately 1,000 hectares and whilst this land is held 

for airport purposes, land not needed in the short term for 

aeronautical and terminal activity has been identified for 

commercial property development until such time as it is 

needed for core airport purposes. Investment in developing 

commercial property within this land area is a key plank of 

RG25, as it is beneficial to CIAL’s commercial risk profile 
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(aviation being volatile by nature), grows CIAL’s balance 

sheet and both enhances and stabilises dividend flows.   

34.5 CIAL’s Commercial portfolio strategy is ‘to be a Landlord’. 

CIAL has exited businesses it was operating, to third party 

operators and has returned to being a landlord to those 

businesses. 

35 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. 

36 By way of a progress report on the deliverables to this revised 

strategy, what follows is a summary list of significant recent 

achievements:  

36.1 770,000 additional airline seats added in the last 18 months, 

record growth for aviation capacity into Christchurch; 

36.2 New airlines capacity added, China Southern Airlines (China 

hub established in Guangzhou), China Airlines (North Asia 

hub established in Taipei), 30% growth with Singapore 

Airlines ( SE Asia hub accelerated in Singapore), Virgin & 

Qantas growth on Tasman (Melbourne, Sydney, Brisbane 

hubs), Air NZ and Jetstar growth (Gold Coast and Domestic 

hubs).); 

36.3 Passengers grown from 5.5 million (post-quake low) to a 

forecast 6.4 million in the 2016 financial year; 

36.4 Responding to the slow recovery of travellers accommodation, 

CIAL is involved in the establishment of the Jucy POD Hotel 

(first in New Zealand) along with a third major branded hotel 

close to passenger terminal; and 

36.5 Mustang Park established (rental vehicle hub), Dakota Park 

established (freight & logistics hub), Spitfire Square 

established (service hub). 

37 I have discussed the matters that CIAL’s submissions relate to with 

members of the aviation sector more generally.  My understanding 

is that they are supportive of CIAL’s relief, and agree with CIAL that 

there is a need for land use controls to avoid further sensitive 

development within the noise contours for aircraft landing and 

taking off and engine testing.  I also understand that they are 

supportive of CIAL’s stance on bird strike.  I have attached a letter 
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from members of the aviation sector to my evidence (Attachment 

B). 

AIRPORT NOISE – NZ CONTEXT 

 
38 One of the most frequent RMA issues airport operators face is in 

relation to "reverse sensitivity" effects caused by activities sensitive 

to airport activities being planned for or located in close proximity to 

established airports.  

39 For NZ Airports, there is a risk that new activities (such as houses, 

schools, and the like) that locate near established airports may 

object to the effects of that airport (in particular, noise effects which 

cannot be reasonably internalised, such as those generated by the 

taking off and landing of aircraft).  

40 The expert advice that CIAL has received is that acoustic insulation 

and other mitigation measures are not sufficient by themselves to 

address potential noise effects on residents or reverse sensitivity 

effects on airports. For example, such measures are only effective 

provided that windows and external doors are not opened. It is also 

not possible to adequately mitigate the adverse effects of high 

aircraft noise on outdoor areas. Exposure to noise outside is also 

likely to result in increased complaints to airports regarding lawfully 

permitted noise, therefore potentially having a reverse sensitivity 

effect by limiting airport operations.  

41 The Government's National Airspace Policy 2012 requires that:5  

41.1 The Government expects the aviation sector and local 

authorities to proactively address their respective interests in 

any future planning.  

41.2 Airport authorities and local authorities should work together 

in a strategic, cooperative and integrated way to ensure that 

planning documents appropriately reflect the required noise 

contours and/or controls and approach and departure paths 

that take account of current and projected traffic flows.  

41.3 Resource Management Act planning tools (including plan rules 

and designations) should as far as practicable seek to avoid 

the establishment of land uses or activities and potential 

obstacles or hazards that are incompatible with aerodrome 

operations or create adverse effects. 

 

                                            
5  National Airspace Policy of New Zealand, April 2012, available online at 
<www.transport.govt.nz/air/airspace>, at page 5.  
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42  Most of New Zealand’s major airports already operate in 

constrained urban environments. Resource management planning 

processes have already resulted in operational restrictions and 

curfews at Wellington, Queenstown and Auckland Airports. Costs 

incurred by New Zealand airport operators in relation to the 

monitoring, recording and responding to complaints from activities 

sensitive to aircraft noise (e.g. residential dwellings) have been 

significant.  

43 Airport Noise – Christchurch I have previously discussed airport 

noise issues at Christchurch in my evidence on the stage 1 

Residential and stage 2 Rural proposals.  

44 CIAL takes a proactive approach to planning processes to ensure 

airport operations are safeguarded. 

45 The main impact of Airport operations is the unavoidable noise 

impact on people living in proximity to the runways and 

predominant flight paths.  In this respect, a large body of national 

and international experience demonstrates that if a group of 

residents are annoyed by airport noise then they are likely to form 

residents action groups which seek to have the operations of 

airports curtailed either through curfews and/or in addition, 

restrictions on the type of aircraft which can operate at those 

airports.  This is especially so when new areas of residential zoning 

are developed in close proximity to airports (and their associated 

flight paths) and as noise levels increased over time with increased 

air traffic.   

46 For Christchurch Airport in particular these risks are significant as its 

ability to continue to operate uncurfewed is fundamental to 

maintaining and growing existing passenger and freight services 

that are scheduled during periods likely to be subject to such a 

curfew. 

47 Given the above, CIAL has for several decades adopted a stance 

that the most appropriate way to protect its current and future 

growth is by robust planning provisions in regional planning 

documents and the district plans of the three territorial authorities 

of Christchurch, Waimakariri and Selwyn Districts.  In CIAL’s view 

these documents need to provide for a buffer between where 

residential development can occur and where Airport noise will likely 

be experienced.  Within that buffer the number of people should be 

kept to a minimum.  This can be achieved by providing for rural and 

other non-noise sensitive uses within the buffer. 

48 The Airport has historically been protected from encroachment by 

urban development under previous regional planning documents and 

district plans.   

2348 CIAL - Boswell
Page 11 of 134



 11 

 

49 The Operative Christchurch City Plan is currently undergoing a 

wholesale revision and CIAL remains of the belief that in the post-

earthquake environment the airport noise contours must continue to 

be appropriately recognised and provided for.  The recent history of 

the airport noise contours began in August 2008 with Variation 4 to 

the Regional Council’s Plan Change 1 to the Canterbury Regional 

Policy Statement within the normal RMA framework.  This process 

has subsequently been overtaken by events following the 

earthquakes which have culminated in CERAs Land Use Recovery 

Plan.  The LURP directed changes to Regional and District Planning 

documents and adopts the airport noise contours that were first 

notified in August 2008 as well as: 

49.1 a critical policy to “avoid noise sensitive activities” within the 

50 Ldn Air Noise Contour (subject to limited expectations); 

and 

49.2 an Urban Limit for the City and Greenfields Priority Areas 

(both Residential and Business).  The locations of these 

Greenfields Priority Areas are influenced by the 50 Ldn Air 

Noise Contour and policy to avoid noise sensitive activities in 

the contour. 

50 The RPS has afforded the Airport a significant level of protection by 

implementing noise contours to avoid noise sensitive development 

within these contours (Attachment C).     

51 There are two other sets of contours relating to airport operational 

noise that have been notified in stage 2 of the proposed District Plan 

review – the 55 Ldn Air Noise Contour  and the 65 Ldn/95 LAE Air 

Noise  Contour.  CIAL seeks land use rules to ensure that new noise 

sensitive activities within the 55 Ldn Air Noise Contour are avoided 

and, those that cannot be completely avoided are, appropriately 

acoustically insulated.  Within the 65 Ldn/95 LAE Air Noise Contour 

CIAL’s position is that new sensitive land uses should be entirely 

prohibited.  

52 To safeguard airport operations, it is critical to CIAL that the airport 

noise contours, and the policy position underpinning these contours, 

is sufficiently recognised in the proposed District Plan. 

53 Monitoring of actual airport noise levels experienced by residents 

relative to the projected future noise contours that are operative in 

the district plan is undertaken annually.  A Noise Monitoring Report 

(Attachment D) is required by Rule 1.2.4.2 in Part 11 of the 

operative Christchurch City Plan.  Annual compliance is assessed by 

calculation of an Actual 65 Ldn/95 LAE contour relative to the 

projected 65 Ldn Air Noise Compliance Contour.  This comparison 

has historically demonstrated that currently annual aircraft 

operations produce noise levels that are comfortably inside the 
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levels permitted by the operative plan.  Mr Day discusses the 

technical aspects of these findings in his evidence. 

54 CIAL believes that the difference between current aircraft movement 

levels and those provided for at the capacity of the current airfield is 

the principle reason that very few noise complaints are typically 

received at present about the noise generated by aircraft 

operations.  This pattern is also why CIAL has contended that 

historic records of community noise complaint are a poor indicator 

of likely future levels of annoyance when airport operations 

approach the levels provided or in the capacity contours which are 

referred to in the RPS.   

55 At CIAL’s request, and so it would be ready for this hearing, 

Marshall Day has just completed the most recent round of 

compliance calculations that relate to the 2015 calendar year 

(attached to Mr Day’s evidence).  These most recent reports 

provide an interesting insight into possible levels of future 

annoyance.  During 2015 and due to a short term requirement to 

use Runway 1129 (RWY1129) in circumstances that are not typical 

(resulting in increased noise levels coming from RWY1129), CIAL 

has noticed an increase in resident annoyance and complaints.  The 

2015 calculation of the busiest three months of activity on RWY1129 

indicated that the actual noise experienced closely equates to the 

levels of noise which will be experienced in future when the airport 

approaches capacity. Again, Mr Day discusses the technical aspects 

of these findings in more detail.   

56 The driver for this step change increase in noise associated with the 

use of the RWY1129 is essential maintenance activity being carried 

out on the main runway (RWY0220). Specifically CIAL are currently 

carrying out crucial maintenance work to replace ageing concrete 

shoulders on RWY0220, to maintain high quality runways for the 

safe operation of all aircraft at our airport. 

57 The RWY1129 is commonly referred to as the nor’west runway 

because when the wind is coming from the north-west, aircraft have 

to take off in a westerly direction, because they have to take off into 

the wind.  On approach to the airport in these same conditions, 

aircraft approach the airport on landing from the east across the 

City. While it is predominantly used in nor’west wind conditions, its 

use is not limited only to these conditions. On occasion (such as 

during maintenance activity) RWY1129 is used for reasons of 

operational efficiency and safety.   

58 Our recent maintenance work has required the periodic closing of 

RWY0220 at night, meaning aircraft have to use RWY1129 to take 

off and land.    
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59 CIAL has attempted to make residents aware of this maintenance 

work by: 

59.1 posting information on our website; 

59.2 ensuring that every person who registers a noise inquiry or 

calls for explanation gets a response;   

59.3 highlighting the maintenance work in our ’Airport 

Voice’  newsletter which goes to 80,000 homes every quarter;  

59.4 briefing meetings of our Community Liaison Group; and 

59.5 offering to meet with any inquirer/resident who wants more 

detailed explanation. 

60 Since March 2012 CIAL has developed systems that more accurately 

capture airport noise complaints. These records are not perfect but 

to the best of my knowledge they are the best available.  

Examination of these records indicate that in any given year 

somewhere between 30 and 40 noise complaints are made relating 

to aircraft operations (i.e. aircraft in flight but excluding 

helicopters).    

Figure 1

 

61 Since the beginning of the runway maintenance works described 

above (October 2015), CIAL has received well over 150 complaints 

in less than 6 months (see Figure 1).6 This number is exaggerated 

                                            
6  Sourced from CIAL Noise Compliant database 
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by the fact that the majority of these recent complaints have been 

lodged by a single complainant.  However, it does provide a useful 

insight into possible levels of future annoyance resulting from 

aircraft operations at Christchurch Airport when the noise levels 

increase as the runway reaches capacity.    

ON-WING ENGINE TESTING AT CIA 

62 Nightly aircraft maintenance is undertaken at CIA to ensure that the 

commercial passenger aircraft serving domestic and international 

routes are ready for their scheduled flights first thing each morning.  

The nature of the passenger schedule at CIA means that this 

maintenance is often required to be undertaken at night in order 

that the aircraft can be ready for scheduled early morning departure 

times.   

63 A critical component of this nightly maintenance is on-wing engine 

testing, also called ‘ground running’.  This involves running the 

aircraft’s engines while the aeroplane is stationary and grounded on 

the airfield to check they are functioning properly.  On-wing engine 

testing is required by engine manufacturers, aircraft manufacturers, 

airlines and aviation law and is essential to ensure that aircraft 

engines remain properly serviced and to identify any faults or 

maintenance requirements.  Very few airports in New Zealand are 

able to offer the types of comprehensive aircraft and engine 

maintenance services that are available at Christchurch 

International Airport.  The ability to ground run engines after 

maintenance activity is essential for the on-going provision of these 

services in Christchurch.    

64 On-wing engine testing (or ground running) is done by the various 

aircraft operators and maintenance entities which have a presence 

at CIA, including Qantas, Jetstar and Air New Zealand.  The majority 

of on-wing engine testing takes place on the engine testing pad near 

Orchard Road, with some testing also happening at specified 

locations at the northern and western ends of the main runway and 

the crosswind runway respectively.    

65 Ground running is an essential part of aircraft operations, but it also 

generates noise.  That noise is additional to noise generated by 

aircraft operations (aircraft taking off and landing).  The importance 

of engine testing, implications that this noise generation has in 

terms of its impact on the amenity of nearby properties, and the 

development of contours to assist with planning land use in areas 

affected by engine testing noise will be discussed further by Mr 

Day, and Mr Morgan.   

66 In 2012 CIAL commissioned BERL to complete a series of economic 

impact assessments on a range of possible future development 

scenarios.  One of these assessments looked at the likely economic 
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impacts on the Canterbury Region of a curfew at Christchurch 

International Airport. The Airport does not currently have a curfew. 

The chief limitation of a curfew is that it reduces flexibility. This loss 

of flexibility is likely to have a range of impacts on employment 

(Full-Time Equivalents) and Gross Domestic Product (GDP), as 

shown in Table 1.1 below.  

 

67 Whilst the BERL scenario assessed a curfew that might apply across 

both operational noise (i.e. aircraft taxiing, taking-off and landing) 

and engine maintenance activity, some of the key findings (which I 

have included below) would apply either fully or in part as a result 

of an engine testing curfew. 

68 BERL’s key findings were as follows: 7 

68.1 Aircraft maintenance: Airport-related maintenance, repair 

and overhaul businesses employ approximately 870 FTEs. 

Much of the testing and repair work associated with these 

businesses is done overnight. A curfew could reduce the 

demand for this type of work, as aircraft owners look 

elsewhere for overnight servicing. Here BERL considered a 50 

percent reduction in the workforce due to the curfew. This 

could potentially lead to a loss in employment of 840 FTEs, 

and a reduction of an estimated $75.7 million in regional 

GDP.  

68.2 Antarctic programmes: The US Antarctic programme 

currently provides most of the air transport to and from 

Antarctica. A curfew could potentially hamper the operations 

of this programme, as approximately 20 percent of all C-17 

aircraft movements in 2010 were during hours that a curfew 

could operate in. A curfew could lead the US Antarctic 

programme to move to another airport. This loss could 

                                            
7  An Economic Impact Assessment of Christchurch International Airport, BERL, July 

2012 
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potentially reduce total employment in the Canterbury Region 

by an estimated 230 FTEs and regional GDP by an estimated 

$20.7 million.  

68.3 Mail-sorting and logistics: The majority of South Island 

businesses that use overnight inter-island delivery services 

are based in Canterbury. A curfew could force courier services 

promising overnight delivery between Islands to relocate out 

of the Canterbury Region to ensure they can still offer these 

overnight services. This could lead to an estimated loss in 

employment of 586 FTEs and $61 million in regional GDP. It 

could also potentially reduce the competitiveness of 

businesses in the Region.  

69 CIAL is responsible for the safe and efficient operation of CIA.  This 

requires CIAL to take steps to ensure that incompatible land uses 

are avoided in proximity to the Airport so that conflict is avoided 

and the Airport infrastructure can continue to operate without undue 

restriction.  For CIA, the risks associated with a curfew or other 

restriction on its operations are significant, as its ability to operate 

un-curfewed is fundamental to maintaining and growing existing 

passenger and freight services that are scheduled during periods 

likely to be subject to such a curfew.  

70 CIAL’s position is that the same principle applies to engine testing 

noise as to operational aircraft noise – planning regimes in which 

reverse sensitivity is minimised and new noise sensitive activities 

within the 50 Ldn Engine Testing Contour are avoided should be 

preferred in order to ensure the continued efficient and effective 

operation of CIA.  Similarly, within the 55 Ldn Engine Testing 

Contour sensitive activities should be avoided where possible and if 

unavoidable acoustically insulated.  Within the 65 Ldn Engine 

Testing Contour new sensitive activities should be prohibited. 

71 I have read the evidence of Dr Chiles and Ms Dixon which talks 

about the change in engine testing activity which occurred 

approximately 10 years ago with the establishment of a dedicated 

engine run-up pad west of Hangar 1.8 I wish to give the Panel a little 

more background on this.  

72 Prior to the establishment of this pad, on-wing engine testing 

occurred in a variety of locations including taxiways, runway 

thresholds and apron areas associated with the passenger terminal 

and aircraft maintenance hangars.  This practise is authorised under 

the Christchurch International Airport Bylaws which effectively gives 

CIAL the power to prescribe the location and manner of testing.9  A 

                                            
8  Evidence of Stephen Chiles, 4 February 2016, at [3.8]; evidence of Glenda Dixon, 

4 February 2016, at [6.1].  

9  Christchurch International Airport By-laws Approval Order 1989, bylaw 52.  
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copy of the Bylaw is Attachment E.  Within this bylaw, the only 

location where testing exceeding a total duration of 5 minutes can 

be carried out “as of right” is at the threshold of RWY11.10   

73 However, the Bylaw noise controls say that testing can be 

undertaken at the RWY11 threshold or, when RWY11 is in use, in 

the holding bay on the main taxiway and that night testing is only to 

be done for aircraft required on service the next morning.11  The 

Bylaw also provides that “testing is carried out at such other place 

and in such manner as shall be approved in writing by the airport 

manager before the test commences”12. 

74 To my knowledge night time tests are only conducted on aircraft 

that are in service the following morning, however the use of the 

RWY11 threshold has diminished over time.  Having discussed this 

matter with airline representatives and CIAL staff I understand that 

practise has evolved over time such that in 2015 the majority of 

engine tests were carried out on the Hangar 1 run-up pad.  

75 The change in use from the RWY11 threshold site to the Hangar 1 

run-up pad is in part explained by the following operational factors: 

75.1 The RWY11 threshold has no concrete surface for A320 and 

B738 run-ups. 

75.2 The threshold is not suitable for larger Code E (e.g. B777, 

A350) aircraft due to taxiway design and a lack of runway 

blast shoulders. 

75.3 The threshold location is too close to the general aviation area 

and the public road around the end of RWY11 (Note: this road 

(Pound Rd) has recently been relocated). 

75.4 The threshold is close to the grass runway which is used 

extensively by light aircraft during the day 

75.5 The threshold is not available when RWY1129 is in use 

75.6 the Hangar 1 run-up pad is 2km closer to Hangar 1 than the 

threshold. 

76 In summary the Hangar 1 run-up pad has been favoured because of 

its proximity to Hangar 1 and Hangar 5 where most maintenance is 

                                            
10  Christchurch International Airport By-laws Approval Order 1989, bylaw 52(2).  

11  Christchurch International Airport By-laws Approval Order 1989, bylaw 52(2)(c) 
and (3).  

12 Christchurch International Airport By-laws Approval Order 1989, bylaw 52(2)(d) 
and (3) 
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performed.  This location reduces the taxi time and fuel costs 

getting to and from the run-up site.  Another advantage is that the 

Hangar 1 run-up pad is the only concrete pad in existence at the 

airport.  

77 Following the establishment of the Hangar 1 run-up pad it was 

approved that an increased number of tests could be conducted in 

this location on the understanding that: 

77.1 the majority of engine runs would be short duration 

77.2 the engines being tested are significantly quieter than those 

that were in service when the bylaw provisions were 

developed 

77.3 the number of complaints received about engine testing noise 

has historically been low in both relative and absolute term 

78 Before 2012 noise complaints were difficult to record because 

complaints were made to a multitude of agencies including air traffic 

control, the airlines, the CCC and CIAL.  From 2012 CIAL has taken 

responsibility for receiving and responding to airport related noise 

complaints.  Records since 2012 indicate that engine testing related 

complaints represent approximately 20% of all airport noise 

complaints.  This proportion equates to approximately 1-2 engine 

testing complaints per month. 

Figure 2 

 

79 The Bylaw testing restrictions together with CIAL’s Noise 

Management Plan (NMP, copy Attachment F) and Engine 
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Maintenance Ground Running Procedures (EMGRP, copy 

Attachment G), are largely driven by noise considerations and are 

intended to manage engine testing noise in a way that minimises 

the community noise nuisance from this testing.  The EMGRP (which 

are signed by the airlines) includes:  

79.1  Purpose and Aim – to minimise risk to other parties, damage 

to operational areas, damage to buildings and minimise 

community exposure to aircraft noise associated with engine 

ground running. 

79.2 Responsibilities – the responsibilities of the stakeholders 

(namely CIAL, airlines, air traffic control) are set out 

79.3 Restrictions on locations and headings – specific locations 

around the airfield where engine ground running can occur 

are set out together with the specific directions that aircraft 

most be positioned when in these locations.  

80 CIAL would agree that the Bylaw regime that we have been 

operating under, and which was established several decades ago, is 

no longer sophisticated enough to manage engine testing, noise and 

is not transparent to the public.   

81 I understand that Mr Lawry has suggested that CIAL pay for 

acoustics insulation for some properties within the 65 Ldn Air Noise 

Contour Boundary.  There are approximately 4 properties that sit 

inside the Actual 65 Ldn contour (latest 2015 report). CIAL is aware 

of the property owners in these locations and to my knowledge they 

have never approached CIAL seeking assistance.  

 

Notified Engine Testing Contours 

82 In December 2014 CIAL became aware that the CCC had engaged 

Marshall Day to prepare Engine Testing Contours for the purpose of 

inclusion in Phase 2 of the pDPR.  It was apparent that they were 

working to extremely tight timeframes.  CIAL answered questions 

and assisted in whatever way we could in the understanding that 

the CCC required “the most robust lines we can get by mid 

January”.  By late January 2015 the then Engine Testing Noise 

Contour Boundaries (ETNCB) were drafted such that they generally 

represented the worst case engine testing noise emissions that had 

occurred at the airport of the preceding 5 years with an allowance  

for operational growth (60%).   

83 At the time (early 2015) that these contours were provided to the 

CCC, CIAL expressed concerns about how exactly these contours 

would be used within the pDPR as we had not been consulted with 

in respect of how they would be supported by a package of policies 

and rules.  In late January/early February 2015 the CCC did provide 
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CIAL with draft rules and CIAL was given a matter of days to 

provide comment.  CIAL responded with preliminary comments on 

19 January 2015 (Attachment H). 

84 Following the public notification of the ETNCB, CIAL worked with Air 

New Zealand and other aircraft maintenance operators to undertake 

an extensive review of the notified contours in preparation for 

submissions.  This review identified that daytime testing activity was 

not included in the modelling and may not adequately be provided 

for by the proposed new regime.  Further analysis was undertaken 

to model the potential impact of including daytime testing with a 

focus on Antarctic operations which tend to undertake the majority 

of tests in daylight hours.  The outcome of this additional analysis 

identified that daytime testing could comfortably fit within the 

notified ‘worst case’ contours.  

Constrained Contours    

85 The notified engine testing contours generally sit within the 

operational noise contours, however they do significantly extend 

beyond the operational contour in the Bishopdale area.  Acceptance 

of the notified contours could see properties in this Bishopdale area 

being subject to land use planning controls of the same kind as the 

operational noise contours notwithstanding that the operational 

contours do not cover the Bishopdale area. 

86 Following consideration of the many submissions from residents in 

this area opposing the imposition of new controls, CIAL together 

with Marshall Day and Air New Zealand undertook a detailed review 

and came up with a series of significant operational mitigations that 

may reduce the overall size of the engine testing contours.  These 

mitigations include  

86.1 a commitment to move more tests to a more remote location; 

86.2 imposing further limits on night-time testing; 

86.3 use of an alternative ‘average busy week’ test assumption 

which ultimately provides less operational flexibility than the 

‘worst case’ assumptions used in the notified contours; and 

86.4 the development of world leading software to assist in the 

proactive management of engine testing activities in a way 

that provides operators with real time information such that 

testing activities can be adjusted so that contours are not 

compromised under normal operations. 

87 Remodelling of the engine testing contours was undertaken to 

account for these mitigations and the contours that resulted have 

become known as the ‘constrained contours’.   It is of critical 

importance to note that the Airport and its operators have been able 
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to put forward this alternative constrained contour on the basis that 

appropriate rule(s) accompany them.  Specifically, CIAL have sought 

provisions that enable a managed ‘exceedance’ of the engine testing 

contours as associated with atypical events including.  

88 an exclusion based on airworthiness and safety directives 

from the Ministry of Transport, Director of Civil Aviation or the 

Civil Aviation Authority; and 

89 an exception attributable to geological events or natural 

disasters.  

90 CIAL is supportive of the inclusion of what are being called the 

‘constrained’ engine testing contours and associated rules into the 

City Plan such that the future of this essential activity can be 

assured subject to specific restrictions which are discussed in detail 

by Mr Day and Mr Bonis .   

91 This new regime will deliver better information that will enable more 

informed decisions around whether or not an additional test(s) 

can/should be scheduled for another time, and will in turn provide 

the community with increased visibility of engine testing activity at 

Christchurch Airport. 

COMPLIANCE AND MONITORING 

92 CIAL is asking for some flexibility in the operational noise 

compliance and engine testing compliance rules.  This flexibility is 

necessary to accommodate unavoidable, one-off instances in which 

operational noise or engine testing may breach the 65 Ldn Air Noise 

and 65 Ldn Engine Testing Compliance Contours.  

93 In the case of the operational noise, CIAL seeks exceedance of the 

engine testing contours by up to 2dB be allowed provided that CIAL 

can demonstrate that the exceedance was caused by atypical 

weather events, acts of god, or airport infrastructure repair or 

maintenance.  This would be a rare, one-off type of event and would 

be due to weather conditions such as prolonged periods of nor’west 

wind conditions. Prolonged nor-west conditions would require 

aircraft to utilise RWY1129 more than usual.  Similarly, major one-

off maintenance such as that recently undertaken on the main 

runway described above may also necessitate significant increased 

use of RWY1129, such as that experienced recently described 

above.  Increase in the use of RWY1129 in these unusual 

circumstances may result in increased noise experienced at 65 Ldn 

Air Noise Compliance Contour, such that the contour may be ‘met’ 

or, in the future, may be slightly exceeded.    

94 In the case of engine testing noise, there may be unforeseen testing 

required in certain weeks.  CIAL seeks exceedance of the engine 

2348 CIAL - Boswell
Page 22 of 134



 22 

 

testing contours be allowed provided that CIAL can demonstrate 

that the exceedance was caused by:  

94.1 Extra engine testing required by a specific airworthiness 

directive or similar issued by the Minister of Transport, the 

Director of Civil Aviation, or the CAA – such a directive might 

require additional, unplanned maintenance and testing; 

94.2 atypical weather events;  

94.3 an act of God such as a volcanic eruption – which may require 

additional, unscheduled maintenance of aircraft; 

94.4 disrupted flight patterns and airport infrastructure 

maintenance or repair.  

95 I understand that Mr Morgan will explain this in greater detail in his 

evidence. 

SAFEGUARDING AIRPORT OPERATIONS 

96 CIAL takes a proactive approach to planning processes to ensure 

airport operations are safeguarded.  To that end, CIAL seeks that 

Runway End Protection Areas (REPAs) and Airport Protection 

Surfaces are provided for in the proposed District Plan, and supports 

the inclusion of these airport protection measures in the notified 

plan, with some small amendments as contained in CIAL’s 

submission.  

Runway End Protection Areas 

97 A REPA exists for the purpose of risk reduction – that is, it can limit 

(but not avoid) the consequences of runway-related accidents.   

Although air travel is relatively speaking, very safe and the 

probability of an incident during any single operation is very low, the 

highest risk of an accident occurs during take-off or landing.  This is 

when the aircraft is aligned with the extended runway centreline and 

relatively close to the end of the runway.  An analysis of aircraft 

accidents reported to the International Civil Aviation Organisation 

(ICAO) since 1970 suggests most of these accidents occur within 

1,000m before the runway on arrival or within 500m beyond the 

runway end on departure.   

98 In order to protect the public from the risk of an incident of an 

aircraft undershooting or overshooting a runway, many national 

authorities define a zone beyond the runway end, to enhance the 

protection of people and property on the ground beyond the end of 

a runway.   

99 CIAL has two sealed runways (Attachment K).  The two runways 

are orientated at 90 degrees to each other, one which runs in a 
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North/South direction, runway 02/20 (RWY0220) and one which 

runs roughly West/East, runway 11/29 (RWY1129).   

100 RWY0220 is used the majority of the time, and is 3288m in length.  

RWY1129 is currently used about 8% of the time in strong north-

west conditions and predominantly by aircraft of Code D size (i.e. 

B767) and smaller for landings and take-offs towards the north-

west.  It is currently 1741m in length but as is discussed later, it will 

be extended to 2000m.  Further, master planning undertaken by 

CIAL has recognised the need to increase the use of RWY1129 to 

meet demand.  The runway must however be extended for this to 

occur.  

101 The REPAs were extended recently in the operative City Plan via 

Plan Change 16 (PC16).  The purpose of PC16 was to modify the 

REPA dimensions for RWY1129 due to the limitation of the REPAs as 

they were contained in the City Plan at the time.  These limitations 

included out of date aircraft types and operating procedures, the 

development of newer and larger aircraft, and the development of 

further technology that would allow airports with two runways (such 

as Christchurch) operate both runways simultaneously at times of 

peak demand (SIMOPS).   

102 In the absence of any New Zealand standards for REPAs the REPA 

design requirements sought by PC16 (and now relevant here) are 

based on the United States Federal Aviation Administration (FAA) 

runway protection zones (RPZ) standards at the ends of major 

airport runways.   

103 CIAL notes that it follows the design standards for the FAA, and this 

matter is not regulated by the Civil Aviation Authority (CAA).  The 

CAA does not control ground uses relating to zoning beyond 

aerodromes for the protection of people and property.  Those 

matters are within the jurisdiction of the local authority.  The CAA’s 

regulations concern safety of navigation and aerodromes, and on 

the ground uses up to obstacle surface limitations is as far as it may 

interfere with aircraft navigation.  REPAs on the other hand are 

focused towards protection of people and property on the ground, 

and are more appropriately dealt with under the RMA planning 

framework. 

104 This situation is clarified in the CAA document “Guidance Material for 

Land Use at or near Aerodromes” dated June 2008, and, in 

particular, at page 5 under the heading “Local Authority Zoning” 

where it is stated: 

“The CAA encourage local authorities to protect aerodromes in their areas 
to ensure … the safety of persons and property.  In addition to the 
required obstacle limitation surfaces, other areas can be specifically 
zoned to assure that future uses of the land are compatible with airport 

operations and to protect persons and property.”  (my emphasis). 
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“Zoning solely to obstacle limitation surface is insufficient to prevent the 
construction of incompatible uses, such as housing or uses that attract 
congregations of people in the approach areas.” 

105 This document goes on to note that the United States uses runway 

protection zones as set out above. 

106 At the time of the PC16 hearing, experts for CIAL13 outlined the 

significant benefits to CIAL and the local, regional and national 

community gained from PC16 and in particular the more efficient 

use of the existing runway system in the order of $25 million.  

These experts considered that under the alternative required to 

meet growth projections, CIAL would need to acquire a parallel 

runway to accommodate capacity movements at peak times.  The 

land cost, consenting difficulties and construction costs of this 

alternative was considered to be in the order of $160 million. 

107 Through the District Plan review process,14 the Land Use Recovery 

Plan15, and the wider North West Review Area process (as required 

by the Canterbury Regional Policy Statement) development is now 

likely to occur over at least some of the REPA land area.  CIAL 

therefore considers it is appropriate and necessary to ensure 

development is controlled over the REPA land area to ensure the 

continued safe and efficient operation of the Airport (Attachment 

L).  

108 It is also important to note that CIAL does not consider the inclusion 

of REPA land use controls will render the land incapable of some sort 

of compatible development. For example, CIAL and the landowner 

may come to an agreement over the use of the land. The land 

within the REPA can be used for activities such as car parking and 

other activities that do not fall within the prohibited activity rule in 

the notified proposal, as explained by Mr Munro. In this regard it is 

relevant to note how Calder Stewart (on its land which is within the 

eastern REPA to the west of Russley Road) is using its property in a 

manner which shows a reasonable use is possible.  

109 At the eastern end of RWY1129 the REPA begins at the runway 

threshold (i.e. the end of the runway). The REPA is now contained 

wholly within the CIAL designation.16   

110 At the western end of RWY1129, the REPA in the Plan begins 305m 

from the current runway threshold.  It was set in contemplation of a 

                                            
13  Including Mr Matt Bonis and Mr Phil Osborne. 

14  See the proposed Industrial Chapter, Clause 16.4.5 (Industrial Park Zone 
(Memorial Avenue) Rules.  

15  Where this area was zoned ‘Greenfields Priority Area – Business’ in Map of 
Chapter 6 to the Canterbury Regional Policy Statement 2013. 

16  Independent Hearings Panel, Decision 5 – Final Decision Chapter 10 (Part) 
Designation D1 Christchurch International Airport Limited, 27 August 2015.  
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future extension to RWY1129.  All but a small portion of the western 

end REPA is now contained within CIAL’s designation.17  The 

remainder of the western REPA is located on land zoned Rural 

Waimakariri zone in the proposed District Plan.   

111 The northern REPA begins 432m from the end of RWY0220 and is 

also partially within CIAL’s designation – with the remainder of the 

northern REPA located on land zoned Rural Waimakariri zone in the 

proposed District Plan.   

112 The southern REPA begins at the RWY0220 threshold and is now 

entirely contained within CIAL’s designation.18  

113 It is worth noting that the changes to aircraft types operating at 

Christchurch anticipated by CIAL during the PC16 process have now 

been realised with direct flights to Perth and Guangzhou which are 

serviced by Boeing 787 (Code E) aircraft.  Over the past 6 months I 

have personally observed large aircraft (NZ Air Force B757 and US  

Air National Guard C17) landing on RWY1129. 

114 In addition, the dedicated airfreight facilities south of RWY1129 

(earlier discussed in paragraph 18) have been designed and are 

being constructed in a manner consistent with the expected future 

use of RWY1129.  Furthermore, CIAL recently completed the 

realignment of Pound Road such that the new layout would not 

require further changes when future runway extension works were 

necessary.  Both of these projects could have been undertaken for 

significantly less capital investment if the longer term planning 

requirements were not provided for. 

Airport Protection Surfaces 

115 The airspace around CIA must be protected from inappropriate 

development so that the safety of aircraft and passengers is 

maintained.  Airspace near the Airport and along flight paths must 

remain obstacle-free so that: 

115.1 Aircraft can take off and approach the Airport in clear 

airspace; 

115.2 Radar and other navigational equipment can operate free 

from interference; and 

115.3 Airport safety and navigational lighting is not obscured.  

                                            
17  Independent Hearings Panel, Decision 5 – Final Decision Chapter 10 (Part) 

Designation D1 Christchurch International Airport Limited, 27 August 2015.  
18  Independent Hearings Panel, Decision 5 – Final Decision Chapter 10 (Part) 

Designation D1 Christchurch International Airport Limited, 27 August 2015.  
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116 As a matter of Civil Aviation safety, no structures are deemed as 

appropriate within the protections surfaces.  However, navigational 

aids for aircraft are present and necessary within the protection 

surfaces, and maintenance of any existing building or utility is 

appropriate.   

117 The obstacle limitation surfaces of an aerodrome are defined 

surfaces in the airspace above and adjacent to the aerodrome. 

These obstacle limitation surfaces are necessary to enable aircraft to 

maintain a satisfactory level of safety while manoeuvring at low 

altitude in the vicinity of the aerodrome. These surfaces should be 

free of obstacles and subject to control such as the establishment of 

zones, where the erection of buildings, masts and so on, are 

prohibited. Where obstructions infringe these surfaces they may, 

subject to the conduct of an aeronautical study, be removed, 

reduced in height, marked and lit. 

118 The specific dimensions and descriptions of these protection 

surfaces are set out in Chapter 4 – Obstacle Restriction and 

Removal of NZ CAA Advisory Circular 139-6 (Attachment M).  

119 I have read Ms Dixon’s evidence and in particular would like to 

clarify CIAL’s position as it has been reported in paragraphs 9.2 and 

9.3 of this evidence.  For the avoidance of doubt, CIAL seeks the 

removal of the following two exceptions to the list of Prohibited 

Activities within the Christchurch Airport Protection Surfaces: 

119.1 structures associated with upgrades for State Highway 1; 

119.2 enclosed walkways associated with vehicle parking areas 

which are no greater than 2.4m in height and 1.8m in width; 

120 There was some discussion about these exceptions at the mediation 

where I think there was some confusion between the exceptions 

listed for the Runway End Protection Areas (REPA) and those listed 

for the Protection Surfaces.   

121 Ms Dixon states in her evidence that she has retained the reference 

to structures associated with the state highway upgrade in the 

exceptions with respect to airport protection surfaces because she 

understands there to be agreement between CIAL, Airways and the 

NZTA to retain this reference.  That is not my understanding of the 

position that was reached at mediation.  

122 I understood that the submission point that Airways agreed to 

abandon was its original submission point opposing exceptions for 

the structures associated with SH1 upgrade in the REPA, not the 

point relating to structures associated with the SH1 upgrade in the 

protection surfaces.  
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123 On 10 February I discussed this matter with Mr Richards on behalf 

of NZTA who agreed that the exceptions relating to structures 

associated with upgrades to the State Highway should be removed 

on the basis that NZTA’s plans for the current improvement works 

on the State Highway in this location (namely the Memorial Avenue 

Interchange) have been specifically developed to avoid the 

constraints associated with the Airport Protection Surfaces. To my 

knowledge there has been no agreement between CIAL, Airways or 

NZTA on the matter of exceptions to the prohibited activities within the 

protection surfaces provisions, as is inferred by Ms Dixon (paragraph 

9.3).   

124 I also wish to make a small point of correction as it relates to Ms 

Dixon’s commentary in paragraph 8.4 of her evidence.  The cross-

wind runway (RWY1129) is also colloquially known in Christchurch 

as the nor-west runway due to its predominant use in nor-west wind 

conditions.  Whilst I would agree that the majority of use in these 

conditions sees aircraft approaching the airport from the east and 

across the city on landing.  There are limited and specific occasions 

(previously described in my evidence) where aircraft do take off 

over the City toward the east.  This very rare mode of operation is 

restricted to occasions of absolute necessity (i.e. aircraft safety) due 

to a shared objective of CIAL, Airways and aircraft operators to 

minimise community annoyance associated with the use of this 

runway in this manner.  

CLEARWATER GOLF RESORT 

125 The Clearwater Golf Resort lies within the 55dB Ldn and 50dB Ldn 

operational noise contours.  This development and zoning was 

established through Variation 93 to the operative City Plan.  There is 

a long history of CIAL involvement with the development at the 

Clearwater resort.  

126 The development involves the establishment of residential units and 

resort hotel accommodation within the operational noise contours.  

127 CIAL had several discussions with Clearwater during the preparation 

of variation 93.  CIAL supported the draft variation 93 in principle 

and entered into a deed with Clearwater in which CIAL agreed to 

support variation 93 as lodged with the Council on 28 June 2004.  

CIAL reserved the right to oppose any alteration to the variation, 

conditions, or change to other sections of the City Plan proposed as 

a consequence of variation 93.   

128 CIAL remains supportive of the permissions approved via variation 

93.  Since the time of that variation, the operational noise contours 

have been revised and have changed location.  However, CIAL 

continues to recognise the number of resort hotels/residential units 

originally approved as part of Variation 93 (i.e. in CIAL’s view, no 
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further restriction should be imposed on the basis that the noise 

contours have changed).    

129 Within the proposed District Plan review process, CIAL is principally 

concerned to ensure that the final provisions of the Replacement 

District Plan do not permit – especially in the context of residential 

activity - any more development at the Clearwater Golf Resort than 

that permitted under the Operative City Plan.   

130 In this regard it is CIAL’s view new residential activity is clearly 

noise sensitive and contrary to the wider policy framework. 

131 The issue of guest accommodation is more complicated.  Although 

more generally (as per the definition of noise sensitive activities 

included in the RPS and wider District Plan provisions) there will 

obviously be circumstances where guest accommodation is 

appropriate within the air noise contours, that accommodation will 

need to be carefully designed, managed and operated in a manner 

that is consistent with the noise environment it occurs in.  

132 In this context I note that CIAL continues to have concerns around 

the extent to which dwellings at Clearwater have been promoted by 

certain Clearwater interests as ‘resort hotels’ when, in CIAL’s view, 

they should properly be classified as ‘residential activities’.  The fact 

that there are now a number of dwellings which Clearwater 

developers assert are resort hotels means that it is difficult to know 

how much guest accommodation is at Clearwater and to measure 

that against Variation 93. 

133 At mediation CIAL undertook to provide Mr Cleary (representing 

Clearwater Holdings) with a letter from our solicitors that repeats 

CIAL’s position with respect to development ‘rights’ beyond those 

provided or by Variation 93.  A copy of their letter is provided as 

Attachment N. 

134 CIAL is however supportive of further clarification as to how 

individual dwellings/residences/buildings should be treated in terms 

of being ‘residential’ or ‘resort hotel’ (as per the existing 

descriptions provided in the Clearwater Golf Resort). 

135 I have read the evidence of Ms Dixon as it relates to Clearwater 

Golf Resort Zone and I consider that it provides a helpful précis of 

the main issues along with a useful table summarising current levels 

of completed development relative to permitted development at 

Clearwater (paragraph 13.14).  I generally agree with the 

conclusions that Ms Dixon comes to, but I wish to make the 

following point of clarification to her comments in paragraph 14.23. 

136 CIAL is very supportive of efforts to rebuild the significant loss in the 

City’s stock of hotel rooms that resulted from the Canterbury 
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Earthquakes.  CIAL has been approached by numerous parties over 

the past 3 years who claim to be well advanced with plans to build a 

significant hotel at Clearwater.   

137 However, as stated above, it is CIAL’s experience that in the past 

hotel bedroom development rights at Clearwater have been used to 

construct stand-alone units which in reality become owner occupied 

residential dwellings.  This makes CIAL wary of plans to develop 

more hotel rooms at Clearwater.  Consequently, CIAL considers that 

the most appropriate approach would be that the development of a 

traditional (single roof) hotel be made up of the 180 hotel rooms 

that are permitted but as yet undeveloped, as identified in Ms 

Dixon’s table in 13.12, and as outlined in Ms Dixons evidence in 

paragraph 14.24.  

CONCLUSION 

138 The activities at Christchurch Airport make a significant contribution 

to the social and economic wellbeing to the communities and 

economies of Christchurch, Canterbury, the South Island and indeed 

New Zealand.   

139 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 recognise 

the strategic importance of the Airport and the need to safeguard 

Airport operations from inappropriate development and potential 

reverse sensitivity.  

 

Dated: 17 February 2016 

 

Rhys Duncan Boswell 
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1.0 INTRODUCTION 

1.1 General 

This Noise Monitoring Report is required to be prepared annually by Rule 1.2.4.2 

in Part 11 of the Christchurch City Plan. The purpose of the report is to present 

the annual calculated noise contours and associated monitoring results which 

have been prepared to assess compliance with the City Plan noise standard for 

aircraft operations at the Airport. This report for the 2014 calendar year includes 

the calculated noise contours, noise measurement results and information on 

engine testing activity. 

Christchurch International Airport is the main gateway to the South Island with 

current total aircraft movements of between 90,000 to 100,000 per annum.  

The total number of commercial aircraft movements for the 2014 calendar year 

was 75,072, as shown below. A summary of the movement data input to the 

INM computer model for producing the 2014 Aircraft Noise Contours is provided 

in section 2.1 of this report. 

 

 

1.2 Noise Performance Standards – Aircraft Operations 

The Christchurch City Plan refers to airport noise in a number of locations. Rule 

11-1.3.6 refers to the Airport’s requirement to not exceed 65 dB Ldn outside the 

airport noise contour shown in the City Plan (Volume 3, Part 2, Appendix 3 – 

65 dB Ldn Airport Noise Monitoring contour - CIAL). The rule states: 

“1.3.6 Aircraft Noise 

Critical Standard 

CIAL shall manage the Christchurch International Airport so that the noise 
from aircraft operations does not exceed Ldn 65 dBA outside the Ldn 65 dBA 
airport noise contour shown in Appendix 3 to Part II. 

Noise from aircraft operations shall be based on noise data from the 
Integrated Noise Model (INM) and records of actual aircraft operations at CIA.  
The noise level shall be calculated over the busiest three month period of the 
year. 
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Aircraft operations means: 

• the landing and take off of aircraft at CIA 

• aircraft flying along any flight path associated with a landing or take off at 
CIA 

 
The following activities are excluded from the definition of Aircraft 
Operations: 

 
• aircraft operating in an emergency for medical or national/civil 

defence reasons 
• air shows 
• military operations not associated with the Antarctic programme 
• aircraft using the airport as an alternative to a scheduled airport 

elsewhere 
• aircraft taxiing 
• aircraft engine testing. 

Exceedance by up to 1 dBA of the noise limit is permitted provided CIAL 
demonstrates at the request of, and to the satisfaction of, the Council that any 
such exceedance is due to atypical weather patterns.” 

The Christchurch Airport 65 dB Ldn District Plan noise contour is contained 

entirely in the Christchurch City District. In 2007 a new set of District Plan noise 

contours were formulated, including the 50 dB Ldn and 55 dB Ldn contours used 

for land use planning purposes.  These new contours have been implemented, 

and are operative in the Selwyn and Waimakariri District Plans. 

 For Christchurch City, the Land Use Recovery Plan has adopted the new 

contours for land use planning purposes but the rule relating to airport noise 

control (rule 1.2.4.2) refers to the old District Plan noise contours. In view of 

that, we will assess the 2014 Annual Aircraft Noise Contours (AANC) and 2014 

monitoring results against the old District Plan noise contours in the 

Christchurch City District Plan. 

It is anticipated that the new contours will be adopted formally as part of the 

Christchurch City Plan Review, and hence compliance in the future will be 

assessed using the new contours. 

Rule 11 – 1.2.4.2 sets out the airport’s obligation to provide annual calculations 

of the aircraft noise levels and the results of noise measurements where 

necessary. 

 “1.2.4.2 Aircraft noise monitoring 

CIAL shall annually provide to the Council’s Environmental Services 
Manager the result of calculations based upon monitored aircraft 
movements for the preceding year and the known noise characteristics of 
those aircraft.  These calculations will be performed by a person with 
appropriate qualifications and experience in airport noise modelling and 
acoustic assessments.  The provided result shall be verified by noise 
measurements and shall be in the form of a 65 dBA Ldn contour representing 
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the noise created by aircraft operations over that year (other than 
movements of a kind excluded in the Aircraft Noise Rule 1.3.5) 
superimposed upon a copy of the plan forming Appendix 3 to Part II of this 
Plan.  The measurement of aircraft sound exposure and the resultant 
derivation of a 65 dBA Ldn shall be in accordance with NZS 6805:1992.” 

2.0 ANNUAL AIRCRAFT NOISE CONTOURS 

To ensure compliance is fully assessed, 2014 Annual Aircraft Noise Contours 

have been calculated based on the average daily movements over the busiest 

three months. In previous years another contour has been calculated which 

represents the busiest three months on Runway 29.  

The purpose of calculating noise contours for the busiest three months on 

Runway 29 is to assess compliance for the period of time when the north-west 

winds are prevalent and aircraft utilise Runway 29 more than usual.  

Although this is not expressly required by the District Plan, we believe that it is 

necessary as it provides a worst case scenario when confirming noise levels over 

the City within the 65 dB Ldn contours as identified in the city Plan (Volume 3, 

Part 2, Appendix 3 - 65 dB Ldn Airport Noise Monitoring Contour - CIAL).  

A diagram of the Christchurch Airport runway system is included as Appendix A 

for reference.   

2.1 INM Inputs 

Both sets of 2014 annual contours have been calculated using the INM version 

6.0c which is the same version used to prepare the existing Christchurch City 

District Plan noise contours.    

A record of the aircraft activity for 2014 has been provided by CIAL for input in to 

the INM in the form of monthly movements by aircraft type, operation, runway 

and time of day. This data is recorded by Airways Corporation and includes all 

movements of aircraft that are fitted with a transponder. As some general 

aviation (GA) aircraft do not have transponders, not all GA movements are 

accounted for.   

Noise from these light aircraft does not contribute significantly in terms of noise 

levels within the 65 dB Ldn contour. For that reason, the nature and frequency of 

GA flights on the overall noise exposure would not affect the location of the 

65 dB Ldn noise contour significantly. The effect of general aviation aircraft on 

the overall noise exposure and compliance with the District Plan noise contours 

is identified in Appendix E. 

MDA has analysed the movement data and determined that the busiest three 

consecutive months were July, August, September.  The busiest three months 

for Runway 29 were September, October, November. 
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The annualised total movements for both modelled scenarios are shown in Table 

1 as well as a breakdown of the annualised day and night time movements.  The 

number of night time movements is relevant as night time activity has an 

associated + ten decibel adjustment.  A breakdown of the average daily aircraft 

movements by aircraft type and runway for each of the modelled scenarios is 

included as Appendix B. 

Table 1:  Summary of Modelled Aircraft Movements 

 Busiest 3 Months Busiest 3 Months RW 29 

Annualised Total Movements 109607 107118 

Annualised Day Time Movements 96816 93769 

Annualised Night Time Movements 12791 13349 

The aircraft movement data provided by CIAL does not contain explicit runway 

usage data, rather the runway is defined as either the main runway (02/20) or 

the crosswind runway (11/29). Historical records of aircraft movements at the 

airport have been analysed to determine the predominant runway usage at the 

airport. Based on these records the historical runway usage is as follows: 

Main Runway:   RW 02 = 64 % 

    RW 20 = 36% 

Crosswind Runway:  RW11 = 0% 

    RW 29 = 100% 

In the model, aircraft movements have been distributed across flight tracks 

which were developed in 2007 during the review of the airport noise 

boundaries. The contour outcomes of the 2007 review are implemented in 

Change 1 to the Regional Policy Statement. 

It is noted that for the purpose of modelling the location of the 65 dB Ldn 

contour, the flight track details beyond 4 km from the runway are irrelevant as 

the contour does not extend further than this. Therefore the approach taken is 

considered to be robust, valid and appropriate. 

2.2 Calculated Contours 

The calculated 65 dB Ldn contour for 2014 activity, as described above, is shown 

in Figure 1, Appendix C for the busiest 3 months and Figure 2, Appendix C for the 

busiest 3 months on runway 29, both compared with the Christchurch City 

District Plan 65 dB Ldn noise contour.  

The Christchurch City District Plan 65 dB Ldn noise contour is not exceeded.  

Accordingly, this report identified compliance with the requirements of Rule 11-

1.3.6 ‘Aircraft Noise’. 
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3.0 MONITORED NOISE LEVELS 

3.1 Site Locations 

Marshall Day Acoustics airport noise monitor was located at 521 Avonhead 

Road, Christchurch from 13 October 2014 to 20 January 2015 for the purpose of 

measuring Ldn noise levels from aircraft operations. The site is approximately 900 

metres from the end of the crosswind runway (RWY 29) and on approximate 

centreline. The site location relative to the Christchurch City District Plan 

65 dB Ldn noise contour is shown in Figure 1 and Figure 2, Appendix C. 

3.2 Airport Noise Monitoring Equipment 

Noise monitoring was carried out in general accordance with New Zealand 

Standard NZS 6805:1992 “Airport Noise Management and Land Use Planning”. 

The Marshall Day Acoustics airport noise monitor consists of a Norsonic 1225 

sound level meter with an outdoor microphone kit. Data is stored on a memory 

card and downloaded through the Noise and Weather website. The noise 

monitoring equipment and set-up is shown below. 

Figure 3: Noise Monitor Set-up 

 

The system normally uses the aircraft identification software in post processing 

to isolate any events with aircraft characteristics.   
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The analysis software allows calculations to be undertaken over a wide range of 

parameters, and provides graphical noise level traces that can be used in the 

analysis process. Figure 5 shows a typical screenshot of the software analysis 

module. 

Figure 5: Analysis Software Screenshot 

 

 

 

 

 

 

 

The measurement results presented in this report have been generated using 

the above software.   

3.3 Monitoring Results 

A total of 99 full days of data were recorded, of this 36 days were contaminated 

by extraneous noise (high levels of rainfall or wind events). These days were not 

used in the assessment and thus 63 days were analysed. We consider that the 

data is sufficient to provide a robust and reliable assessment of the Airport’s 

operating noise level. 

 The average, maximum and minimum daily number of noise events is also shown 

in Table 2.  

Table 2: Summary of Noise Measurement Results 

 Measured Noise Levels (dB Ldn) Number of Events 

Minimum 40 45 

Maximum 66 200 

Average 54 145 

The overall measured noise levels are also shown graphically in Appendix D. 

We consider that this data is sufficient to provide a reliable assessment of the 

Airport’s operating noise level.  This is because the measured noise level is 

generally consistent over the monitoring period, suggesting that the monitoring 

is accurate. 
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Based on the Christchurch City District Plan 65 dB Ldn noise contour as shown on 

Figure 1 and 2, the noise level at the monitoring site is approximately 2 decibels 

below the level at the Christchurch City District Plan 65 dB Ldn noise contour. 

The maximum measured Ldn noise level for aircraft events occurred on a day 

with high runway 29 usage.  This measured noise level is not typical of noise 

levels measured on other high runway 29 usage days.  It is considered to be a 

one off event.  In any case the average measured Ldn noise level over the 

monitoring period (3 months), including the noise contribution from this day, 

was 58 dB Ldn.  This is well below the 65 dB Ldn noise limit. 

Overall, the measured noise levels are consistent with the predicted noise levels 

of Figure 1, verifying that the predictions are an accurate representation of 

noise levels received in the community. 

Based on the above, the monitoring results demonstrate that noise from aircraft 

operations during the monitoring period comfortably complied with the relevant 

noise limit. 

4.0 ENGINE TESTING 

The Noise Management Plan discusses the methods used to manage noise from 

engine testing at Christchurch Airport. The Noise Management Plan States: 

“3.0 Engine Testing 

Under the by laws and the Airside operations Agreement details of each 
night-time engine testing event are recorded by the aircraft operator and 
forwarded to CIAL. CIAL will record the details of each event in a purpose 
made engine testing noise monitoring application. This software will be used 
to calculate noise levels in the wider community resulting from night time ‘on 
wing’ engine testing. The noise levels received at the most affected dwellings 
shall be calculated and monitored over a period of not less than 3 months for 
the purpose of carrying out an assessment of engine testing noise effects. 
Following the assessment of noise effects, consideration will be given to 
developing additional or alternative controls on engine testing and land use 
management should the outcome of the assessment signal that this is 
appropriate.  The target completion date of the assessment of engine testing 
noise effects is March 2014.”  

The software referred to in the NMP has been developed by MDA over the last 4 

years year and is now being used to collect and analyse engine testing data. The 

MDA software (Engine Testing Monitoring Software - ETMS) is being used to 

calculate and assess the noise levels emitted over the period November 2010 to 

the present time (where ANZL records are available). 

These historical noise emissions will be compared with appropriate engine testing 

noise limits. At present there is no actual requirement in the Christchurch by-law 

regarding engine testing noise levels.  This is the reason that the software is being 

used in reviewing the calculated noise levels in relation to controls used 

elsewhere in NZ. 
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A report is expected to be prepared on the results in 2015, including an opinion 

on the magnitude of the noise exposure. It intended to pause at this point to 

allow discussions between CIAL and ANZL over the outcome of the study and to 

determine what, if any, further work in determining appropriate controls is 

required. The report will include a comparison of the historical noise emissions 

with various noise controls and an opinion on the noise exposure for residents 

surrounding the airport. 

Engine testing noise control and actual calculated noise levels are anticipated to 

be presented in this Noise Monitoring Report from 2015 onwards.  It is likely that 

by this time the Christchurch City Plan Review will be advanced and engine testing 

noise controls will be in place. 

4.1 Measured Engine Testing Noise Levels 

No engine testing noise measurements were carried out, as no specific engine 

testing noise complaint response investigation was deemed necessary in 2014.  

Where required, desktop engine testing noise complaint responses were 

provided by CIAL in accordance with the provisions of section 5, below. 

5.0 COMPLAINTS 

Noise Complaints are occasionally received as a result of both general airport 

operations and specifically related to engine testing.  CIAL currently investigate 

complaints in the following manner: 

The CIA Noise Complaints Procedure provides individuals with the ability to 

express, and have recorded, their concerns about aviation noise (activities) or to 

ask questions regarding noise at CIA.  

Noise complaints may be made by calling the CIAL Integrated Operation Centre 

(IOC) office which is manned 24 hours a day (on phone 353 7777). IOC staff 

document noise complaints by obtaining information from the caller about the 

nature of the complaint, time of the occurrence, location of callers residence and 

the activity that caused disturbance. This information is used to determine the 

probable activity that was responsible for the complaint. 

A follow up phone call will be made followed by a written response / e-mail if 

requested by the caller detailing the complaint and details of the activity 

responsible, the meteorological conditions and the runway in use at the time of 

the disturbance. A notice of action taken by CIAL in respect of the complaint will 

be included. Typically it will take CIAL staff up to 2 days to make a follow up phone 

call and up to 7 days to respond in writing if where required  

The following is a summary of noise complaints received in 2014: 

Complaints Type   Number 
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General Aviation (GA)  4 

Low flying jets   9 

Engine testing    2 

5.1 Specific Complaint investigation – Guthries Road 

No Specific noise complaint investigations were carried out in 2014, as no 

specific complaint response investigation was deemed necessary.  Where 

required, desktop complaint responses were provided by CIAL in accordance 

with the provisions of section 5, above. 

6.0 CONCLUSION 

Noise contours have been calculated and in-field monitoring carried out to 

establish whether noise from aircraft operations at Christchurch International 

Airport during 2014 complied with the Christchurch City District Plan 65 dB Ldn 

noise contour limit. Both the contouring exercise and the noise monitoring 

results confirm that noise from aircraft operations in 2014 comfortably complied 

with the 65 dB Ldn limit.   

Engine testing noise levels are currently being assessed and will be reported on 

in as part of the City Plan Review process. 
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APPENDIX A: CHRISTCHURCH AIRPORT RUNWAY VECTORS 

Runway 02 refers to operations using the main runway with a heading of 20 degrees 

from true north i.e. arrivals from the south west landing in a north easterly direction 

and departures towards the north east. 

Runway 20 refers to operations using the main runway with a heading of 200 degrees 

from true north i.e. arrivals from the north east landing in a south westerly direction 

and departures towards the south west. 

Runway 29 refers to operations using the crosswind runway with a heading of 290 

degrees from true north i.e. arrivals from the south east landing in a north westerly 

direction and departures towards the north west. 
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APPENDIX B: MODELLED AIRCRAFT MOVEMENTS  

Aircraft movements for busiest three month contour (Figure 1) 

Runway 02 Runway 20 Runway 29 

Aircraft Type Aircraft Day Night Day Night Day Night 

Scheduled Jets 737300 14.26 4.47 8.02 2.51 0.48 0.12 

737700 0.01 0.01 0.00 0.00 0.00 0.00 

747400 0.07 0.00 0.04 0.00 0.00 0.00 

757RR 0.07 0.00 0.04 0.00 0.00 0.00 

767300 0.06 0.84 0.03 0.47 0.00 0.00 

777200 2.54 0.02 1.43 0.01 0.03 0.00 

777300 0.03 0.00 0.02 0.00 0.00 0.00 

A320 27.12 7.02 15.26 3.95 0.97 0.16 

Scheduled Turbo-

Props ATR72 24.32 0.83 13.68 0.47 1.42 0.01 

BAEJ31 0.18 0.01 0.10 0.01 0.04 0.00 

BEC190 6.42 0.01 3.61 0.00 2.02 0.01 

CVR580 1.04 4.26 0.58 2.40 0.01 0.13 

DHC6 0.03 0.00 0.02 0.00 0.00 0.00 

DHC830 26.79 0.02 15.07 0.01 1.79 0.00 

Other CNA172 0.42 0.00 0.23 0.00 0.00 0.00 

CNA180 0.30 0.00 0.17 0.00 0.00 0.00 

CNA210 0.07 0.00 0.04 0.00 0.00 0.00 

CNA441 0.01 0.00 0.01 0.00 0.00 0.00 

CNA500 0.06 0.00 0.03 0.00 0.00 0.00 

PA31T 0.33 0.00 0.18 0.00 0.00 0.00 

PA44 0.01 0.00 0.01 0.00 0.00 0.00 

SA226 0.88 1.04 0.49 0.59 0.03 0.02 

CL600 0.03 0.00 0.02 0.00 0.00 0.00 

BEC58P 6.33 0.19 3.56 0.11 0.27 0.01 

C185 0.08 0.00 0.05 0.00 0.00 0.00 

GASEPF 31.74 1.25 17.86 0.70 0.00 0.00 

GASEPV 21.42 2.10 12.05 1.18 0.02 0.00 

GIIB 0.22 0.01 0.13 0.01 0.00 0.00 

IA1125 0.13 0.03 0.07 0.02 0.00 0.00 

LEAR35 0.03 0.00 0.02 0.00 0.00 0.00 

Military A4C 0.01 0.00 0.01 0.00 0.00 0.00 

C130 0.05 0.00 0.03 0.00 0.04 0.00 

C17 0.06 0.01 0.04 0.01 0.00 0.00 

P3A 0.02 0.00 0.01 0.00 0.00 0.00 

PROVOS 0.06 0.00 0.03 0.00 0.00 0.00 
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Aircraft movements for busiest three month-Runway 29 contour (Figure 2) 

Runway 02 Runway 20 Runway 29 

Aircraft Type Aircraft Day Night Day Night Day Night 

Scheduled Jets 737300 11.19 4.04 6.29 2.27 1.74 0.09 

737700 0.01 0.01 0.01 0.00 0.00 0.00 

757RR 0.13 0.00 0.07 0.00 0.04 0.00 

767300 0.15 0.84 0.08 0.47 0.00 0.02 

777200 2.51 0.01 1.41 0.00 0.04 0.00 

777300 0.03 0.00 0.02 0.00 0.00 0.00 

A320 27.71 6.27 15.59 3.53 4.57 0.34 

Scheduled Turbo-

Props ATR72 24.97 0.95 14.04 0.53 5.42 0.14 

BAEJ31 0.17 0.01 0.09 0.01 0.00 0.00 

BEC190 5.53 0.00 3.11 0.00 2.45 0.04 

CIT3 0.03 0.00 0.02 0.00 0.00 0.00 

CL600 0.02 0.00 0.01 0.00 0.01 0.00 

CVR580 0.99 4.45 0.56 2.50 0.11 0.11 

DHC6 0.01 0.00 0.01 0.00 0.00 0.00 

DHC830 23.95 0.08 13.47 0.05 6.09 0.02 

Other CNA172 0.13 0.00 0.07 0.00 0.00 0.00 

CNA180 0.49 0.00 0.27 0.00 0.00 0.00 

CNA210 0.06 0.00 0.03 0.00 0.00 0.00 

CNA441 0.01 0.00 0.01 0.00 0.02 0.00 

CNA500 0.10 0.01 0.06 0.01 0.00 0.00 

BEC58P 5.16 0.32 2.90 0.18 0.76 0.03 

C185 0.03 0.00 0.02 0.00 0.00 0.00 

FK27 0.01 0.01 0.01 0.01 0.00 0.00 

GASEPF 28.12 1.58 15.82 0.89 0.00 0.00 

GASEPV 16.56 3.11 9.32 1.75 0.08 0.00 

GIIB 0.06 0.00 0.03 0.00 0.00 0.00 

GIV 0.01 0.01 0.01 0.01 0.00 0.00 

IA1125 0.07 0.00 0.04 0.00 0.00 0.00 

LEAR35 0.01 0.00 0.01 0.00 0.00 0.00 

PA24 0.01 0.00 0.00 0.00 0.00 0.00 

PA31T 0.33 0.00 0.19 0.00 0.00 0.00 

PA60 0.01 0.00 0.01 0.00 0.00 0.00 

SA226 0.93 0.99 0.52 0.56 0.04 0.03 

Military A4C 0.01 0.00 0.01 0.00 0.00 0.00 

C130 0.46 0.09 0.26 0.05 0.19 0.00 

C17 0.30 0.07 0.17 0.04 0.02 0.01 

HAWK 0.13 0.00 0.07 0.00 0.00 0.00 

P3A 0.01 0.00 0.01 0.00 0.00 0.00 

PROVOS 0.20 0.00 0.11 0.00 0.00 0.00 
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APPENDIX C: NOISE COMPLIANCE CONTOURS 

 

Figure 1: Noise from Aircraft Operations – 2014 AANC 

Figure 2: Noise from Aircraft Operations 2014 (busiest 3 months of Runway 29 use) 
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APPENDIX D: MEASURED NOISE LEVELS – 521 AVONHEAD ROAD 
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APPENDIX E: THE EFFECT OF GA ACTIVITY ON THE NOISE CONTOURS  

General Aviation (GA) aircraft are light piston powered propeller driven aircraft typically 

operated by small businesses, private operators and aero club members.  There is a 

considerable number of GA aircraft operating from Christchurch Airport but the noise 

emission of a GA aircraft is significantly lower than a commercial jet.  Neither the 

existing City Plan noise boundaries nor the recently developed ‘Expert Panel’ noise 

boundaries include GA activity in the modelling.  The Expert Panel agreed that the 

contribution of GA aircraft to the Airport’s noise contours was insignificant and 

therefore it was not necessary to include this activity in the modelling. 

To validate this assertion, the noise contours for the busiest three months in 2008 were 

calculated both with and without GA activity.  The actual aircraft type for each GA 

movement was not identified in the available records therefore the calculations were 

based on the noisier GA aircraft types operating at the airport.  The inclusion of GA in 

the model resulted in an increase of approximately 0.1 dB in Ldn which is considered to 

be a negligible change.  Due to the small contribution to overall noise from the GA 

aircraft, it is considered reasonable to exclude this activity from the INM calculations. 

The effect that GA activity has on the noise contours in the future will depend on the 

ratio of GA movements to large commercial aircraft movements.  To monitor any 

significant change in this ratio, the table below lists the annualised busiest three 

months of airport operations by aircraft category.  Each year the table will be updated 

in order to develop a historical record and highlight any significant changes in GA 

activity ratios.    

Annualised Busiest Three Months of Aircraft Movements by Aircraft Category 

 Jet Turbo-Prop General Aviation 

2008 47,000 40,000 30,000 

2009 39,000 40,000 54,000 

2010 37,000 40,000 47,000 

2011 39,000 35,000 44,000 

2012 42,000 44,000 42,000 

2013 36,000 51,000 37,000 

Note: Figures are rounded to the nearest 1000 movements and are not exact 
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Reprint
as at 10 May 2011

Christchurch International Airport
By-laws Approval Order 1989

(SR 1989/405)

Paul Reeves, Governor-General

Order in Council

At Wellington this 18th day of December 1989

Present:
His Excellency the Governor-General in Council

Pursuant to section 9 of the Airport Authorities Act 1966, His Ex-
cellency the Governor-General, acting by and with the advice and
consent of the Executive Council, hereby makes the following order.

Note
Changes authorised by section 17C of the Acts and Regulations Publication Act 1989
have been made in this reprint.
A general outline of these changes is set out in the notes at the end of this reprint, together
with other explanatory material about this reprint.
This order is administered by the Ministry of Transport.
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cl 1
Christchurch International Airport

By-laws Approval Order 1989
Reprinted as at
10 May 2011

Contents
Page

1 Title 2
2 Approval of bylaws of Christchurch International Airport 2

Schedule 2
Christchurch International Airport Bylaws

Order
1 Title

This order may be cited as the Christchurch International Air-
port By-laws Approval Order 1989.

2 Approval of bylaws of Christchurch International Airport
The bylaws made on 6 November 1989 by Christchurch Inter-
national Airport Limited and set out in the Schedule are hereby
approved.

Schedule
Christchurch International Airport

Bylaws
Pursuant to section 9 of the Airport Authorities Act 1966,
Christchurch International Airport Limited hereby makes the fol-
lowing by-laws.

Bylaws
1 Short Title and commencement
(1) These bylaws may be cited as the Christchurch International

Airport Bylaws.
(2) These bylaws shall come into force on the 28th day after the

date on which these bylaws are approved by the Governor-
General by Order in Council.

2 Interpretation
In these bylaws, unless the context otherwise requires,—

2
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Reprinted as at
10 May 2011

Christchurch International Airport
By-laws Approval Order 1989 Schedule

aircraft means any machine that can derive support in the at-
mosphere from the reactions of the air otherwise than by the
reactions of the air against the surface of the earth
aircraft park means an area within the airport that is made
available for the parking or storage of aircraft
airport means Christchurch International Airport at Hare-
wood Christchurch in the Canterbury Land District, being an
area of approximately 560 hectares which includes a runway,
a terminal and other buildings, installations, and facilities and
which is vested in or controlled by the Company
airport manager means the person from time to time ap-
pointed by the Company to that office, and includes that per-
son’s deputy or authorised representative
airport officialmeans the airport manager and any person ap-
pointed or authorised by the Company or the airport manager
to assist in the management or control of persons and property
at the airport
airport roadmeans any area within the airport made available
by the Company for the movement, or standing, or parking of
vehicles; and includes a road as defined in section 2(1) of the
Land Transport Act 1998
apron means those parts of the airport that are intended to
accommodate aircraft for the purpose of loading or unloading
passengers or cargo, refuelling, parking or maintenance
authorised vehicle means a vehicle authorised by the airport
manager to enter and remain in a restricted area
charge means the charge prescribed by the Company to park
a motor vehicle
coin gatemeans a restraining bar which is automatically raised
or lowered by inserting a coin into a mechanical device
Company means Christchurch International Airport Limited
coupon parking area means a road, or portion of a road, or
other land, or a building or part of a building, that is designated
by the Company as a place where vehicles may be parked us-
ing parking coupons, whether or not it is also a metered area
coupon parking space means a space or section in a coupon
parking area marked off for parking a motor vehicle, whether
or not it is also a metered space

3
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Schedule
Christchurch International Airport

By-laws Approval Order 1989
Reprinted as at
10 May 2011

fuel handling means—
(a) the fuelling and refuelling of aircraft:
(b) the drainage of fuel and oil and fuel and oil wastes:
(c) the management of fuel and oil and fuel and oil wastes
hangar means a building or installation used for the storage,
or shelter, or repair of aircraft
itinerant aircraft means any aircraft other than—
(a) an aircraft that is based on the airport; or
(b) an aircraft operated by an air carrier licensed under any

enactment governing the licensing of air services whose
aircraft are entitled under a lease or licence to use an
area of the airport

large passenger service vehicle has the same meaning as in
section 2 of the Land Transport Act 1998
manoeuvring area means that part of the airport used for the
taking-off and landing of aircraft and the movement of air-
craft associated with taking-off and landing; but does not in-
clude loading or unloading areas and areas set aside for aircraft
maintenance
metered zone means an airport road or part of an airport road
authorised by the Company to be used as a place where ve-
hicles may be parked using parking meters installed by the
Company
metered spacemeans a space, or a section, of a metered zone,
marked off for parking a motor vehicle at which a parking
meter has been installed
motor vehicle means a motor vehicle as defined in section
2(1) of the Land Transport Act 1998; but does not include an
aircraft
movement area means any part of the airport that is intended
for the movement of aircraft on the ground; and includes the
manoeuvring area, maintenance areas and aprons
parking in relation to—
(i) any part of an airport road where parking is governed

by parking meters, means the stopping or standing of a
vehicle for a period exceeding 5 minutes:

(ii) any other part of an airport road, means the stopping or
standing of a vehicle;

4
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Reprinted as at
10 May 2011

Christchurch International Airport
By-laws Approval Order 1989 Schedule

and park has a corresponding meaning
parking coupon means a coupon or document issued by the
Company to a person for the purpose of indicating the time of
parking a motor vehicle and the fee paid
parking meter means a mechanical appliance installed at a
metered space and designed to measure and indicate automat-
ically the time within which a motor vehicle is, or may be,
parked at that space, and includes the standard to which that
appliance is fixed
parking space means a space or section marked off for park-
ing a motor vehicle
passenger terminal areameans the airport terminal buildings
commencing at a point south of the southern building line of
the Ansett terminal building and extending in a northerly di-
rection to a point north of the northern building line of the
international terminal building; and includes the roadways ad-
jacent to the buildings designated as such by the Company
person includes a body of persons whether corporate or unin-
corporate
publicly notifiedmeans publicly notified as defined by section
2 of the Local Government Act 1974
restricted area means the movement area and any other part
of the airport to which entry by members of the public is pro-
hibited or restricted pursuant to these bylaws; but does not in-
clude any area (other than the movement area) to which entry
by members of the public is subject to payment of a fee or
charge
small passenger service vehicle has the same meaning as in
section 2 of the Land Transport Act 1998
small passenger service vehicle stand means any area at the
airport reserved by the Company for the standing of small pas-
senger service vehicles while awaiting, or under, hire and des-
ignated by the Company by means of a sign, marking, or a
notice
storage locker means a device for the storage of goods pro-
vided by the Company at any part of the airport for hire by
persons authorised to use that part of the airport
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Schedule
Christchurch International Airport

By-laws Approval Order 1989
Reprinted as at
10 May 2011

vehicle means a vehicle as defined in section 2(1) of the Land
Transport Act 1998 and includes a large passenger service ve-
hicle and a small passenger service vehicle
visitors park means an area made available by the Company
for the parking of visitors’ vehicles.
Schedule bylaw 2 airport road: amended, on 10 May 2011, by section 100(3)
of the Land Transport (Road Safety and Other Matters) Amendment Act 2011
(2011 No 13).
Schedule bylaw 2 large passenger service vehicle: amended, on 1 October
2007, by section 95(8) of the Land Transport Amendment Act 2005 (2005
No 77).
Schedule bylaw 2motor vehicle: amended, on 10May 2011, by section 100(3)
of the Land Transport (Road Safety and Other Matters) Amendment Act 2011
(2011 No 13).
Schedule bylaw 2 small passenger service vehicle: amended, on 1 October
2007, by section 95(8) of the Land Transport Amendment Act 2005 (2005
No 77).
Schedule bylaw 2 vehicle: amended, on 10 May 2011, by section 100(3) of the
Land Transport (Road Safety and Other Matters) Amendment Act 2011 (2011
No 13).

Part 1
General

3 Advertising
Except with the prior written consent of the airport manager,
no person shall, within the airport,—
(a) display or distribute any advertisement for goods or ser-

vices;
(b) display or distribute any poster, placard, handbill, writ-

ing, picture, pamphlet or circular advancing or opposing
any cause or issue.

4 Animals
(1) Except with the prior consent of the airport manager, no person

shall enter the airport riding on an animal or in a vehicle drawn
by an animal.

(2) No person shall bring an animal or bird into the airport unless
the animal or bird is—
(a) to be delivered to a person authorised to accept it under

a contract of carriage with an airline; and
(b) confined so as to make it impossible for it to escape; and
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Reprinted as at
10 May 2011

Christchurch International Airport
By-laws Approval Order 1989 Schedule

Part 1—continued

(c) under proper control and properly cared for.
(3) Nothing in this bylaw applies to—

(a) a guide dog engaged in guiding a blind person and kept
under restraint by harness:

(b) a dog under the control of a constable or Customs officer
and being used in the course of duty:

(c) stock which, with the consent of the Company, is
brought on to the airport and grazed in areas set aside
for grazing.

Schedule bylaw 4(3)(b): amended, on 1 October 2008, pursuant to section
116(a)(iv) of the Policing Act 2008 (2008 No 72).

5 Area control
(1) For the purposes of this bylaw,—

(a) the Company may, from time to time designate areas
or places at the airport to which entry by members of
the public is prohibited or restricted and may prescribe
conditions of entry:

(b) the airport manager may, from time to time, designate
areas or places at the airport to which entry by members
of the public is prohibited or restricted for a period not
exceeding 6 months.

(2) Every such area or place shall be indicated by conspicuous
signs or notices.

(3) No person shall, except in accordancewith conditions imposed
by the Company, enter or remain in a restricted area.

(4) Every person who enters or remains in a restricted area other-
wise than in accordance with conditions imposed by the Com-
pany, shall forthwith leave that area at the request of an airport
official.

(5) Nothing in subclauses (3) and (4) applies to—
(a) a person authorised to enter and remain in the restricted

area for the purpose of discharging any duty or provid-
ing any service:

(b) passengers boarding or leaving an aircraft stationed on
the apron.

7
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Schedule
Christchurch International Airport

By-laws Approval Order 1989
Reprinted as at
10 May 2011

Part 1—continued

6 Commercial photography
(1) No person shall take photographs, film, or make a video

recording within the airport for commercial purposes or profit,
unless that person is—
(a) an accredited representative of the news media who is

engaged in carrying out that person’s duties:
(b) authorised in writing to do so by the airport manager.

(2) Every person referred to in subclause (1)(b) shall produce his
or her authority to an airport official when required to do so.

7 Conduct
(1) No person shall—

(a) in any part of the airport open to the public, not being
licensed premises as defined in section 2 of the Sale of
Liquor Act 1989,—
(i) drink any intoxicating liquor; or
(ii) have in his or her possession or control any in-

toxicating liquor for consumption in that part of
the airport.

(2) No person shall, in any part of the airport,—
(a) behave in a disorderly or indecent manner or be drunk;

or
(b) behave in a manner, or do any act, which threatens pub-

lic order or safety or the safety or security of persons or
property; or

(c) cause a nuisance to, or annoy, persons at the airport
by—
(i) using insulting or offensive language; or
(ii) behaving in an insulting, rowdy, or offensive

manner; or
(d) throw, leave, or drop any article, thing, or substance

capable of:
(i) injuring, annoying, or creating a hazard for, any

person;
(ii) damaging, or creating a hazard for, property;
(iii) fouling any part of the airport; or

8
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Reprinted as at
10 May 2011

Christchurch International Airport
By-laws Approval Order 1989 Schedule

Part 1—continued

(e) without lawful authority climb or attempt to climb a
wall, fence, barrier, railing or post; or

(f) wilfully give a false fire or ambulance alarm; or
(g) without lawful authority leave a door or gate open or

unfastened.
(3) An airport official or constable who has reasonable grounds

for suspecting that a person has contravened paragraph (a) or
paragraph (b) or paragraph (c) of subclause (2) may require
that person to leave the airport and that person shall do so
immediately.
Schedule bylaw 7(1)(a): amended, on 1 April 1990, pursuant to section 230(2)
of the Sale of Liquor Act 1989 (1989 No 63).
Schedule bylaw 7(3): amended, on 1 October 2008, pursuant to section
116(a)(ii) of the Policing Act 2008 (2008 No 72).

8 Entry and exit
No person shall, except in the course of duty, enter or leave
the airport other than by a route maintained by the Company
for that purpose.

9 Identity cards and temporary passes
(1) The airport manager may direct that—

(a) identity cards be issued to persons employed at the air-
port:

(b) temporary passes be issued to any visitor to the airport
or to any class or classes of visitors to the airport.

(2) Any identity card or temporary pass shall be carried by the
person to whom it is issued so as to be clearly visible at all
times when he or she is in a restricted area.

(3) Access to a restricted area shall be limited to the area described
on the identity card or temporary pass.

(4) An airport official or a constable may require—
(a) a person to whom an identity card or temporary pass has

been issued and who refuses, or is unable, to produce it
for inspection:

(b) a person who is employed at the airport and who is not
at the time on duty—

9
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Schedule
Christchurch International Airport

By-laws Approval Order 1989
Reprinted as at
10 May 2011

Part 1—continued

to leave a restricted area and that person shall do so immedi-
ately.
Schedule bylaw 9(4): amended, on 1 October 2008, pursuant to section
116(a)(ii) of the Policing Act 2008 (2008 No 72).

10 Conduct of business
(1) No person shall carry on any business within the airport or

engage in any activity at the airport for the purposes of, or
connected with, the carrying on of any business outside the
airport, except in accordance with a lease or licence or other
authority granted by the Company.

(2) Nothing in subclause (1) applies to the carriage and delivery of
goods or persons in accordance with the terms of any licence
or permit issued by a government department or a tribunal or
body constituted under any Act.

11 Left luggage lockers
(1) The Company may provide lockers for the storage of luggage

and other articles.
(2) No person shall leave perishable food or any noxious or offen-

sive article or substance in a storage locker.
(3) An airport official may, at any time,—

(a) open any locker in which he or she has reasonable cause
to suspect there is perishable food or any noxious or
offensive article or substance and remove it:

(b) if the airport official considers that the food, article or
substance may constitute a nuisance, destroy it or ar-
range for its disposal.

(4) The owner of any food, article, or substancewhich is destroyed
or disposed of is not entitled to be compensated by the Com-
pany.

(5) An airport official may, at any time, open a storage locker in
which luggage or other articles have been stored beyond the
period allowed by the Company and may retain the luggage or
articles in safe custody.
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(6) Luggage and articles which are removed from a locker under
subclause (5) may be claimed between the hours of 9 am to
5 pm on any week day that is not a public holiday.

(7) The Company is not liable to any person for loss or damage to,
or deterioration of, any luggage or other articles arising from
the exercise of its powers under this bylaw unless it is proved
to have resulted fromwilful neglect or default by the Company
or its servants or agents.

(8) Locker keys shall remain the property of the Company.
(9) A copy of this bylaw shall be posted on the inside of each

storage locker in a place where it is clearly visible to the user
together with a statement that the Company accepts no respon-
sibility for the safety of any goods placed in it.

12 Lost property
(1) The Company shall operate a lost property office at the airport.
(2) Every person shall deliver to the office of the airport manager

or the airport Police any article or thing found by that person
at the airport.

(3) The airport manager may destroy or arrange for the disposal
of any perishable or valueless property found in the airport.

(4) The Company may, from time to time, sell by public auction
any property that has remained unclaimed after being held by
the Company for not less than 3 months.

(5) Before any property is sold by auction the Company shall ad-
vertise its intention to hold the auction twice in a newspaper
circulating within the Christchurch region, the second adver-
tisement to be published at least 14 days and not more than
21 days before the date appointed for the sale.

(6) The proceeds of sale shall, after deducting the costs of sale and
any lost money which is unclaimed be disposed of in accord-
ance with the Airport Authorities Act 1966.

13 Obstruction
No person shall obstruct, hinder, or interfere with—
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(a) the proper use of the airport or activities lawfully carried
on at the airport:

(b) any person lawfully carrying out any duty at the airport.

14 Access to restricted areas
No person shall—
(a) drive or bring a vehicle into a restricted area unless au-

thorised to do so by an airport official:
(b) remain in a restricted area after being required to leave

it by an airport official.

15 Sanitation and hygiene
(1) No person shall cast, drop, or leave litter, except in a receptacle

provided for litter, or scatter confetti.
(2) No person shall expectorate on the floors or other surface of

any part of an airport building or on any area to which the
public has access.

16 Soliciting funds
Except with the prior written approval of the airport manager,
no person shall solicit funds, canvass for subscriptions, sell
raffle or lottery tickets, or appeal for donations.

17 Special events
(1) No person shall hold or participate in any reception, parade,

exhibition, display, demonstration, protest march, or organised
assembly unless:
(a) it takes place in a room or area approved by the airport

manager for the purpose; and
(b) a written permit for it has first been obtained from the

airport manager.
(2) No person shall behave at any such event in contravention of

the terms of the permit.
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18 Telephones
Except with the prior written approval of the airport manager,
no person shall install a public or private telephone within the
airport.

19 Vandalism
No person shall—
(a) without lawful authority, damage or destroy any part of

the airport or any vehicle or equipment used in connec-
tion with it:

(b) deposit, or cause to be deposited, in any coin operated
machine provided by the Company anything other than
the proper coin required for its operation:

(c) abandon any property or deposit any waste, refuse, or
offensive or dangerous material at the airport:

(d) place or allow to be placed in any drain, soakhold, water
intake, channel, or outlet, or in any sanitary fitting or
appliance, any refuse, broken glass, or substance likely
to foul, injure, or obstruct it or affect its operation.

Part 2
Roads and motor vehicles

20 Airport roads
(1) The Company may, from time to time, make any area within

the airport available as an airport road.
(2) The Company may, in relation to an airport road or part of the

road, from time to time,—
(a) open the road or part of it to members of the public gen-

erally or a specified class or specified classes of persons:
(b) close the road or any part of it:
(c) revoke or vary the right of members of the public gen-

erally or a specified class or specified classes of persons
to use the road or any part of it:

(d) declare that the road or any part of it is no longer avail-
able for use as an airport road:
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(e) alter the area, size, or location of the road or any part of
it:

(f) restrict traffic movement to one direction only:
(g) set aside any part of the road for use at all times or

during specified times as a loading zone for vehicles
loading or unloading passengers or goods or as a place
where such vehicles may wait between trips:

(h) set aside any part of the road for the parking of motor
vehicles subject to any prohibitions, limitations and re-
strictions as the Company may from time to time im-
pose.

(3) The Company may, from time to time, impose prohibitions,
limitations and restrictions on the operation, stopping, stand-
ing, or parking of motor vehicles on any airport road or any
part of it.

(4) The Company shall erect notices or signs governing the use
of airport roads in a manner set out in the Traffic Regulations
1976 and all prohibitions, limitations and restrictions imposed
on the use of airport roads, whether by these bylaws or by the
Company or otherwise, shall be indicated by signs installed or
marked out by the Company in accordance with those regula-
tions.

21 Compliance with directions and signs
(1) Every driver and every person who is in charge of a motor ve-

hicle shall comply with any lawful direction for the regulation
of traffic given by a constable, traffic officer, or airport official,
and with every traffic sign, directional indicator, line, dome,
zone or marking laid down, placed or made on an airport road.

(2) No driver or person in charge of any motor vehicle shall:
(a) drive or attempt to drive the motor vehicle across, or

leave it on, any part of the airport that is not marked out
for the passage or standing of motor vehicles:

(b) enter or leave, or attempt to enter or leave, any vehicle
park by a route that is not marked out for the purpose.

(3) Nothing in subclause (2) applies to authorised vehicles.
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Schedule bylaw 21(1): amended, on 1 October 2008, pursuant to section
116(a)(ii) of the Policing Act 2008 (2008 No 72).

22 Coupon parking areas
(1) Even though a road or part of a road is a metered area, the

Company may, from time to time:
(a) declare the road or part of it to be a coupon parking area:
(b) prescribe the time allowed for parking in coupon park-

ing spaces within the coupon parking area and, in re-
lation to such coupon parking spaces, declare a maxi-
mum period beyond which it shall be unlawful to re-
main parked.

(2) The Company shall indicate each coupon parking space by
placing or erecting such signs, markings, notices or devices
as may be prescribed by regulations or rules made under the
Land Transport Act 1998.

(3) If any road or part of a road declared to be a coupon parking
area has also been declared to be a metered zone, a vehicle
may be parked either in accordance with the provisions of this
clause or in accordance with the provisions of clause 32.
Schedule bylaw 22(2): amended, on 10 May 2011, by section 100(3) of the
Land Transport (Road Safety and Other Matters) Amendment Act 2011 (2011
No 13)

23 Coupons to be displayed
(1) No person shall park a vehicle in a coupon parking area during

a period when coupon parking is permitted unless—
(a) 1 or more valid coupons covering the period during

which the vehicle is parked are displayed on the vehicle;
or

(b) the coupon parking area is also a metered zone and that
person has activated the parking meter mechanism in
accordance with these bylaws.

(2) For the purposes of subclause (1), a coupon is not a valid
coupon if—
(a) it is torn, defaced, or mutilated or the figures or other

particulars on it are illegible; or
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(b) the period for which it is valid has expired; or
(c) the date and the time of commencement of parking are

not indicated on it in accordance with subclause (1)(b)
of bylaw 26.

24 Parking in coupon parking areas
(1) Subject to subclause (2), no driver, or person in charge, of a

motor vehicle shall park the vehicle across a line marking a
coupon parking space or in such a position that the vehicle is
not entirely within the area marked out as a parking space.

(2) The driver or person in charge of a vehicle that is longer than
a coupon parking space, or that has a trailer attached to it, may
park the vehicle or the vehicle and the trailer, as the case may
be, in 2 or more coupon parking spaces which are parallel to
the kerb or footpath and shall display the coupons required for
each space occupied.

(3) No driver or person in charge of a motor vehicle shall park the
vehicle in a coupon parking space which is already occupied
by another vehicle.

(4) Where a coupon parking space is at an angle to the kerb or
footpath, the driver or person in charge of a vehicle shall park
the vehicle in such a manner that it is headed in the general
direction of the movement of traffic on the side of the road on
which the vehicle is parked.

25 Parking of motorcycles in coupon parking areas
(1) Not more than 6motorcycles may be parked in a single coupon

parking space.
(2) Every motorcycle that is parked in a coupon parking space

shall be parked substantially at right angles to the kerb or foot-
path.

(3) Every person who parks a motorcycle in a coupon parking area
shall display a coupon in accordance with these bylaws.

26 Coupon display
(1) Every coupon displayed on a vehicle shall—
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(a) be displayed in accordance with the instructions printed
on it; and

(b) show the date and time of commencement of parking in
accordance with the instructions printed on it.

(2) If 2 or more coupons are displayed on a motor vehicle to cover
the period during which the vehicle is to be parked in a coupon
parking area, the time of commencement of parking indicated
in the second and subsequent coupon or coupons shall run im-
mediately after the time of expiry of the period of parking in-
dicated on the coupon for the prior period of parking.

27 General provisions relating to coupons
(1) Coupons may be issued by the Company or by any person

authorised by the Company on payment of any charges set by
the Company under section 4(2) of the Airport Authorities Act
1966.

(2) Refunds shall not be given for unused coupons except in cir-
cumstances specified by the Company. No refund shall be
given for coupons that are defaced, mutilated or rendered in-
valid.

(3) Except as provided in subclause (2) of bylaw 26, no person
shall display on a motor vehicle parked in a coupon parking
area in which parking by coupon is permitted, a coupon in
which the time of commencement of parking indicated is later
than the time when that person parks the motor vehicle.

(4) No person shall display on a motor vehicle a coupon that has
been altered or interfered with in a material way.

28 Driver may be required to produce coupons
(1) The driver or other person in charge of a motor vehicle shall,

on being required to do so, by a traffic officer or airport offi-
cial, produce every coupon displayed on the motor vehicle for
inspection by that traffic officer or airport official.

(2) A traffic officer or airport official may take possession of any
coupon produced for his or her inspection.
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29 Parking not to exceed time allowed
No driver or person in charge of a motor vehicle shall park that
motor vehicle in a coupon parking area in excess of the time
allowed by a parking coupon displayed on the vehicle.

30 Off-street coupon parking areas
The Company may, from time to time, declare that any land,
not being a road or part of a road, or a building or part of a
building, at the airport, is a coupon parking area and the pro-
visions of bylaws 22 to 29 shall apply with such modifications
as shall be necessary.

31 Parking meters
(1) The Company may, from time to time:

(a) declare any airport road or part of an airport road to be
a metered zone:

(b) prescribe the number and location of metered spaces
within a metered zone:

(c) prescribe the maximum time allowed for parking in
metered spaces.

(2) The Company may, from time to time,—
(a) amend or revoke any such declaration; or
(b) alter the number and location of metered spaces pre-

scribed or the maximum time allowed for parking in
metered spaces prescribed.

(3) The Company shall mark out metered spaces in every metered
zone and shall install a parking meter at each one.

(4) Parking meters shall—
(a) be installed adjoining each metered space:
(b) clearly indicate the time allowed for parking:
(c) clearly indicate the coin or coins in New Zealand cur-

rency to be used to activate the meter to record the time
permitted for parking.

(5) Metered spaces shall be indicated by white lines painted on the
ground.
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32 Parking in metered zones
(1) No driver, or person in charge, of a vehicle shall park the ve-

hicle in a metered zone across any line marking a metered
space, or in such a position that the vehicle is not completely
within a metered space.

(2) No driver or person in charge of a vehicle shall park the ve-
hicle in a metered space which is already occupied by another
vehicle.

(3) If themetered space is parallel to the general direction of traffic
in the immediate vicinity, the driver, or person in charge, of a
vehicle shall park the vehicle so that it is headed in the general
direction of the movement of traffic on that side of the road.

(4) If the metered space is at an angle to the general direction of
traffic in the immediate vicinity, the driver, or person in charge
of a vehicle shall park the vehicle in such a manner that it is
facing substantially in the general direction of the movement
of traffic on that side of the road and parallel to the metered
space.

(5) As soon as any vehicle is stationed in a metered space the
driver or person in charge of the vehicle shall deposit in the
parking meter the coin or coins indicated on the parking meter
as a parking fee and shall set the parking meter in operation
by causing the coin to operate the meter. The vehicle may
then be lawfully parked in the metered space during the period
indicated on the parking meter.

(6) The driver, or person in charge, of a vehicle may, without any
payment, park the vehicle during such time, if any, as may
be indicated on the parking meter as being unexpired from its
previous use.

(7) Unless the total period allowed for parking a vehicle in a
metered space is exceeded, the driver or person in charge of
the vehicle may, upon the expiry of any authorised period of
parking, deposit the appropriate coin or coins in the parking
meter and set the parking meter in operation. The vehicle may
then be lawfully parked in the metered space for the further
period indicated on the parking meter.
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(8) No driver or person in charge of a vehicle shall cause or allow
it to remain in a metered space if the parking meter installed
at the metered space shows that the time has expired.

(9) Notwithstanding the foregoing provisions of this bylaw, a ve-
hicle may stand in a parking place for not more than 5 min-
utes before the parking meter is activated, or for not more than
5 minutes after the authorised period for parking has expired.

33 General provisions
(1) If the airport manager considers that the use of any metered

space or spaces should be temporarily discontinued he or she
may erect an appropriate notice at the metered space or spaces
and, except with the prior written approval of the airport man-
ager and then only for the period stated in the approval, no per-
son shall park a vehicle at the metered space or spaces while
the notice is placed there.

(2) No person shall—
(a) misuse a parking meter:
(b) interfere, or tamper, or attempt to interfere or tamper,

with the working or operation of a parking meter:
(c) without lawful authority, affix or attempt to affix a plac-

ard, advertisement, notice, list, board or other thing to a
parking meter:

(d) paint or write on, or disfigure, a parking meter.
(3) No person shall deposit or cause to be deposited in any parking

meter any article or thing except the coin or coins prescribed
for payment of the prescribed parking fee.

34 Speed
(1) The Company may, from time to time, restrict the speed at

which vehicles may be driven at any locality at the airport.
(2) No person shall drive a motor vehicle, other than an ambu-

lance, Police, traffic or fire vehicle on urgent mission, on an
airport road, at a speed in excess of 50 kilometres per hour or,
where any other speed has been prescribed by the Company
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for any locality and notified by appropriate and conspicuous
signs, at any speed in excess of the speed prescribed.

(3) Except with the authority of the Company, whichmay be given
generally or in relation to any specified person or class or
classes of persons, no person shall drive a motor vehicle at
a speed in excess of—
(a) 65 kilometres per hour on the manoeuvring area:
(b) 8 kilometres per hour within 15 metres of an aircraft:
(c) 30 kilometres per hour on any other part of the move-

ment area.
(4) It is a defence to a person charged with an offence against this

bylaw if he or she proves that at the time of the alleged offence
he or she was—
(a) driving an ambulance that was fitted with a siren or bell

to or from an accident or emergency at the airport; or
(b) driving a vehicle used to attend fires or accidents at the

airport to or from a fire or accident at the airport; or
(c) conveying a constable or traffic officer or an airport of-

ficial to or from an accident or emergency at the air-
port;—

and that the speed of the vehicle was reasonable in all the cir-
cumstances.
Schedule bylaw 34(4)(c): amended, on 1 October 2008, pursuant to section
116(a)(iv) of the Policing Act 2008 (2008 No 72).

35 Small passenger service vehicles
(1) The driver of a small passenger service vehicle that is in the

passenger terminal area for the purposes of hire shall, unless
otherwise directed by a constable, a traffic officer or an airport
official, park the vehicle on a stand designated by the Company
and wait his or her turn for hiring.

(2) Where a coin gate is installed for controlling a particular class
of small passenger service vehicle, the Company shall issue a
toll ticket for every charge fixed and paid pursuant to section
4(2)(a) of the Airport Authorities Act 1966 in respect of the
use of that designated area.
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(3) The driver of a small passenger service vehicle using the des-
ignated area controlled by a coin gate shall on demand by a
traffic officer or an airport official, produce for inspection the
current toll ticket in respect of that particular use.
Schedule bylaw 35(1): amended, on 1 October 2008, pursuant to section
116(a)(ii) of the Policing Act 2008 (2008 No 72).

36 Vehicle operation
Apersonmay not drive a motor vehicle, and a person in charge
of a motor vehicle may not allow a motor vehicle to be driven,
on an airport road in a manner or condition that does not com-
ply with the provisions of—
(a) the Land Transport Act 1998 or any regulations or rules

made under that Act; or
(b) these bylaws.
Schedule bylaw 36: substituted, on 10May 2011, by section 100(3) of the Land
Transport (Road Safety and OtherMatters) Amendment Act 2011 (2011 No 13).

37 Repairs
(1) No person shall clean, or repair, or work on, a motor vehicle at

the airport except in a motor vehicle repair shop or other area
set aside by the Company for the purpose.

(2) Nothing in subclause (1) prevents a person making running
repairs to, or working on, a motor vehicle to enable it to be
driven away.

38 Free way to aircraft
The driver, or person in charge, of any vehicle shall at all times
give right of way to aircraft moving on or near to the ground.

39 Loading and unloading of vehicles
The driver or person in charge of a motor vehicle shall not load
or unload passengers, or luggage, or freight except at a place
set aside by the Company for the purpose and indicated by
an appropriate sign or signs. In the case of a private motor ve-
hicle, passengers and their luggage may be loaded or unloaded
at any place where the vehicle may lawfully be parked.
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40 Abandoned vehicles
No person shall leave a vehicle in a public car park at the air-
port for a period exceeding 3 months without the written au-
thorisation of an airport official. Any vehicle left in a car park
at the airport for a continuous period exceeding 3months with-
out proper authority shall be treated as abandoned.

41 Removal of vehicles
(1) The airport manager may remove, or have removed, anymotor

vehicle that has been—
(a) abandoned; or
(b) left at the airport in contravention of any prohibition or

restriction imposed by these bylaws.
(2) The airport manager may deal with the vehicle in the same

manner as if it had been abandoned on an airport road.

42 Stopping and standing of vehicles on airport road
No person who is the driver, or person in charge, of any ve-
hicle shall drive, stop, stand, or park that vehicle on any airport
road in contravention of any prohibition limitation or restric-
tion imposed by or under these bylaws and indicated from time
to time by a sign, notice or warning.

43 Refuelling tankers
No person shall stop, stand or park a mobile refuelling tanker
on the apron except when the tanker is refuelling an aircraft.
The tanker shall be removed from the apron immediately after
the refuelling operation is complete.

Part 3
Aircraft operation and gate position

44 Boarding, and interference with, aircraft
No person shall—
(a) without lawful justification or excuse, board or attempt

to board an aircraft in circumstances prejudicial or
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likely to be prejudicial to the security or safety of the
aircraft or persons on board:

(b) tamper or interfere with an aircraft or anything used
in connection with the control, operation, maintenance,
repair or storage of an aircraft.

45 Cleaning down, maintenance and repair of aircraft
(1) No person shall clean down, or carry out maintenance or re-

pair work on an aircraft or a vehicle used in connection with
aircraft operations except in a hangar or an area designated by
the Company for the purpose.

(2) Nothing in subclause (1) prevents minor adjustments being
made to an aircraft.

46 Gate standing times
(1) The periods of time during which aircraft may remain sta-

tioned on the apron shall be as follows:
(a) for aircraft for the time being engaged in:

(i) domestic services operating to a fixed schedule,
1 hour:

(ii) international services operating to a fixed sched-
ule, 2 hours:

(b) for aircraft for the time being engaged in services not
operating to a fixed schedule, such period of time as the
airport manager may in each particular case direct.

(2) The airport manager may extend or reduce the times specified
in paragraph (a) and paragraph (b) of subclause (1) if traffic
conditions permit or require.

47 Use of gate positions
No person shall cause or permit an aircraft:
(a) to be stationed on the apron except at such place as the

airport manager may direct:
(b) to remain stationed on the apron for a period of time

in excess of the period applicable to that aircraft and
prescribed by or under these bylaws.
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48 Parking of aircraft
(1) No person shall park an aircraft except in such places and in

such manner as directed by the airport manager and subject to
such terms and conditions as may be specified by the airport
manager from time to time.

(2) No aircraft shall be left unattended at the airport unless it is
properly secured against adverse weather conditions and un-
authorised entry or other interference.

49 Use of apron
(1) No person operating, or in charge of, an aircraft shall use an

apron unless—
(a) authorised to do so by the airport manager; and
(b) the use of the apron conforms with the parking pattern

approved by the airport manager.
(2) Every person operating, or in charge of, an aircraft using an

apron in contravention of subclause (1) shall, when required to
do so by an airport official, remove the aircraft in accordance
with the directions of that airport official.

50 Servicing vehicles
No person shall use any vehicle or equipment, or allow any
vehicle or equipment to be used, in the servicing or mainten-
ance of aircraft if its condition is, or its contents are, likely to
create a hazard by fire, flash or otherwise to aircraft, or refu-
elling facilities, or persons.

51 Spilt substances
No person shall spill, drop, throw or deposit any oil, grease,
fuel, refuse, broken glass, or any other thing or substance,
likely to—
(a) foul, obstruct, damage, endanger or create a hazard for,

an aircraft:
(b) injure or endanger any person.

25

Attachment E
2348 CIAL - Boswell

Page 78 of 134



Schedule
Christchurch International Airport

By-laws Approval Order 1989
Reprinted as at
10 May 2011

Part 3—continued

52 Stationary engine testing
(1) No person shall start up or run an aircraft engine in a hangar.
(2) Subject to subclause (3), no person shall start up or run an

aircraft engine for the purposes of stationary testing in an open
space at the airport unless—
(a) the total duration of engine testing in respect of any

aircraft does not exceed 5 minutes, or
(b) the engine testing is carried out in a special facility ap-

proved in writing by the airport manager, or
(c) the engine testing is carried out at the threshold of Run-

way 11 or, when Runway 11 is in use, in the holding
bay on the main taxiway and under the direction of Air
Traffic Control, or

(d) the testing is carried out at such other place and in such
manner as shall be approved in writing by the airport
manager before the test commences.

(3) Nothing in subclause (2) authorises the testing of an aircraft
engine between 2300 hours and 0600 hours unless—
(a) the testing is necessary to provide an urgent scheduled

flight; and
(b) the person responsible for the testing delivers to the air-

port manager within 24 hours after the testing a report
which sets out—
(i) the date, time and duration of the test; and
(ii) the reason for the test; and
(iii) the date and time of the scheduled flight for

which the test was necessary.

53 Acts causing fire risks
No person shall, at the airport:
(a) do any act that causes or is likely to cause a fire; or
(b) light a fire other than in a safe place, under safe condi-

tions, and for a lawful purpose; or
(c) leave or drop a lighted match, ash, a lighted cigarette,

cigar or pipe, or any other burning or smouldering art-
icle or substance.

26

Attachment E
2348 CIAL - Boswell

Page 79 of 134



Reprinted as at
10 May 2011

Christchurch International Airport
By-laws Approval Order 1989 Schedule

Part 3—continued

54 Floor care
Every lessee, licensee and holder of any concession at the air-
port shall keep the floors of buildings and aprons and adjacent
areas free and clear of oil, grease and other inflammable ma-
terials.

55 Prohibition against smoking and flames
(1) The Companymay from time to time prescribe an area or areas

within the airport in which smoking and lighted and naked
flames are prohibited and erect or install a warning notice or
notices to define the area or areas.

(2) No person shall smoke in, or produce or bring any lighted or
naked flame into,—
(a) any place in the airport where it is prohibited;
(b) any place within 50 metres of an aircraft or a store or

container of liquid fuel or explosives.

56 Liquid fuel
No person shall, except in an area designated by the Company
for the purpose,—
(a) fill any container or the fuel tank of a motor vehicle or

aircraft with liquid fuel; or
(b) discharge liquid fuel from any container or the fuel tank

of a motor vehicle or aircraft.

57 Storage of inflammables
No person shall, in any part of the airport, place, store, or ac-
cumulate any inflammable substance in a way or in a quantity
that is likely to create a fire hazard.

58 Installations to comply with fire code
(1) All portable filling tanks, underground fuel storage tanks, in-

stallations, safety equipment, pumps and other associated fa-
cilities shall be installed and operated in such a manner as to
comply with the requirements of the airport manager, the ap-
plicable provisions of any fire code of the Christchurch City
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Part 3—continued

Council, the Hazardous Substances and New Organisms Act
1996, or any applicable regulations or bylaws.

(2) No person shall install a fuel storage tank above or below the
ground at the airport unless that person first obtains the written
approval of the airport manager and any necessary permit or
approval from the Christchurch City Council.
Schedule bylaw 58(1): amended, on 2 July 2001, pursuant to section 150(1) of
the Hazardous Substances and New Organisms Act 1996 (1996 No 30).

59 Offences and penalties
Every person who—
(a) acts or omits to act in breach of these bylaws; or
(b) fails to comply with or perform any duty imposed by

these bylaws; or
(c) fails to comply with any order, direction, or requirement

lawfully given under these bylaws—
commits an offence and shall be liable on conviction to a fine
not exceeding $500.

The above bylaws were made by Christchurch International Airport
Limited by a resolution of its Board of Directors passed at a duly
constituted meeting held on 6 November 1989.
The Common Seal of Christchurch International Airport Limited was
hereunto affixed in the presence of:

B R Mann, Director.

H G Hay, Director.

[Seal]

28

Attachment E
2348 CIAL - Boswell

Page 81 of 134

http://www.legislation.govt.nz/pdflink.aspx?id=DLM385161


Reprinted as at
10 May 2011

Christchurch International Airport
By-laws Approval Order 1989

C J Hill,
for Clerk of the Executive Council.

Issued under the authority of the Acts and Regulations Publication Act 1989.
Date of notification in Gazette: 20 December 1989.
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Contents
1 General
2 Status of reprints
3 How reprints are prepared
4 Changes made under section 17C of the Acts and Regulations

Publication Act 1989
5 List of amendments incorporated in this reprint (most recent

first)

Notes

1 General
This is a reprint of the Christchurch International Airport
By-laws Approval Order 1989. The reprint incorporates all
the amendments to the order as at 10 May 2011, as specified
in the list of amendments at the end of these notes.
Relevant provisions of any amending enactments that contain
transitional, savings, or application provisions that cannot be
compiled in the reprint are also included, after the principal
enactment, in chronological order. For more information, see
http://www.pco.parliament.govt.nz/reprints/.

2 Status of reprints
Under section 16D of the Acts and Regulations Publication
Act 1989, reprints are presumed to correctly state, as at the
date of the reprint, the law enacted by the principal enactment
and by the amendments to that enactment. This presumption
applies even though editorial changes authorised by section
17C of the Acts and Regulations Publication Act 1989 have
been made in the reprint.
This presumption may be rebutted by producing the official
volumes of statutes or statutory regulations in which the prin-
cipal enactment and its amendments are contained.

3 How reprints are prepared
A number of editorial conventions are followed in the prep-
aration of reprints. For example, the enacting words are not
included in Acts, and provisions that are repealed or revoked
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are omitted. For a detailed list of the editorial conventions,
see http://www.pco.parliament.govt.nz/editorial-conventions/
or Part 8 of the Tables of New Zealand Acts and Ordinances
and Statutory Regulations and Deemed Regulations in Force.

4 Changes made under section 17C of the Acts and
Regulations Publication Act 1989
Section 17C of the Acts and Regulations Publication Act 1989
authorises the making of editorial changes in a reprint as set
out in sections 17D and 17E of that Act so that, to the extent
permitted, the format and style of the reprinted enactment is
consistent with current legislative drafting practice. Changes
that would alter the effect of the legislation are not permitted.
A new format of legislation was introduced on 1 January 2000.
Changes to legislative drafting style have also beenmade since
1997, and are ongoing. To the extent permitted by section 17C
of the Acts and Regulations Publication Act 1989, all legisla-
tion reprinted after 1 January 2000 is in the new format for
legislation and reflects current drafting practice at the time of
the reprint.
In outline, the editorial changes made in reprints under the au-
thority of section 17C of the Acts and Regulations Publication
Act 1989 are set out below, and they have been applied, where
relevant, in the preparation of this reprint:
• omission of unnecessary referential words (such as “of

this section” and “of this Act”)
• typeface and type size (Times Roman, generally in 11.5

point)
• layout of provisions, including:

• indentation
• position of section headings (eg, the number and

heading now appear above the section)
• format of definitions (eg, the defined term now appears

in bold type, without quotation marks)
• format of dates (eg, a date formerly expressed as “the

1st day of January 1999” is now expressed as “1 January
1999”)
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• position of the date of assent (it now appears on the front
page of each Act)

• punctuation (eg, colons are not used after definitions)
• Parts numbered with roman numerals are replaced with

arabic numerals, and all cross-references are changed
accordingly

• case and appearance of letters and words, including:
• format of headings (eg, headings where each

word formerly appeared with an initial cap-
ital letter followed by small capital letters are
amended so that the heading appears in bold,
with only the first word (and any proper nouns)
appearing with an initial capital letter)

• small capital letters in section and subsection ref-
erences are now capital letters

• schedules are renumbered (eg, Schedule 1 replaces First
Schedule), and all cross-references are changed accord-
ingly

• running heads (the information that appears at the top
of each page)

• format of two-column schedules of consequential
amendments, and schedules of repeals (eg, they are
rearranged into alphabetical order, rather than chrono-
logical).

5 List of amendments incorporated in this reprint
(most recent first)
Land Transport (Road Safety and Other Matters) Amendment Act 2011 (2011
No 13): section 100(3)
Policing Act 2008 (2008 No 72): section 116(a)(ii), (iv)
Land Transport Amendment Act 2005 (2005 No 77): section 95(8)
Hazardous Substances and New Organisms Act 1996 (1996 No 30): section
150(1)
Sale of Liquor Act 1989 (1989 No 63): section 230(2)

12

Wellington, New Zealand:
Published under the authority of the New Zealand Government—2011
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Definitions 

In this Management Plan, the following acronyms and definitions are used: 

AANC   - Annual Aircraft Noise Contours (AANC) 

CIA   - Christchurch International Airport 

CIAL    - Christchurch International Airport Limited 

CCC / the Council  - Christchurch City Council 

District / City Plan - Operative Christchurch City Plan 

GA   - General Aviation 

INM   - Integrated Noise Model 

MDA   - Marshall Day Acoustics 

NMP   - Noise Management Plan 
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1.0  Introduction 

The Christchurch International Airport (CIA) Noise Management Plan (NMP) 

has been prepared by Christchurch International Airport Limited (CIAL) in 

conjunction with its noise consultants Marshall Day Acoustics (MDA).  

 

This NMP should be regarded as an evolving document which can be 

amended and updated as information is available and changes occur. 

 

The NMP was formed as part of the Environment Court decision C166/2005 

(Refer to Appendix A).  

 

The Christchurch City Plan stipulates that CIAL will have a NMP that includes 

the following provisions:- 

a) Setting out procedures for monitoring and demonstrating 

compliance with the noise control rule in the City Plan and for 

mitigation and review of the noise control lines incorporated in the 

Plan once noise levels are approaching projected levels; 

b) A comprehensive noise complaints procedure for Christchurch 

International Airport; 

c) Procedures for amendment to the contents and implementation of 

the noise management plan; and 

d) Formalising the engine testing bylaw in the noise management plan. 
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The ‘Noise Control lines’ (City Plan 11-1.5(a)) also referred to as the CIA 

Noise Contours have been produced in accordance with New Zealand 

Standard NZS6805 Airport Noise Management and Land Use Planning.  (For 

the noise contour plan, refer to Appendix B). 

 

The noise from Aircraft Operations is to be managed in accordance with  

Rules 11-1.3.6 and 11-1.2.4.2 in the City Plan.  These are detailed in Section 

2 below. In 2007 the noise contours were remodelled and updated.  The 

updated contours are included in the Commissioners’ decision on Plan 

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

the Selwyn District Plan.  They have not yet been included in the City Plan.  

Nevertheless CIAL will also report its compliance against these updated 

contours until such time as the City Plan is amended. The City Plan is 

currently (April 2014) being reviewed and the updated contours will be 

adopted. Further details on the updated contours can be found in the Expert 

Panel Report (Appendix C). 

 

The noise associated with the testing of aircraft engines in situ (i.e. on wing) is 

controlled separately by a CIAL By-Law 1989 (Appendix D) and the Airside 

Operations Agreement (Appendix E). This source of noise is discussed 

separately in this NMP. 

 

Notwithstanding other requirements, section 16(1) of the RMA requires that 

every occupier of land shall adopt the best practicable option to ensure that 

emissions of noise from that land do not exceed a reasonable level. 
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2.0 Aircraft Noise - Operations 

2.1 City Plan Requirements 

The Christchurch City Plan refers to airport noise in a number of locations.  

Rule 11-1.3.5 sets out the requirement that noise from aircraft operations shall 

not exceed 65 dB Ldn  outside the 65 dB Ldn  airport noise contours shown in 

the City Plan (Volume 3, Part 11, Appendix 3) as detailed below. 

 1.3.6 Aircraft Noise (updated 22 May 2006) 

 Critical Standard 

CIAL shall manage the Christchurch International Airport so that the noise 

from aircraft operations does not exceed Ldn 65 dBA outside the Ldn 65 dBA 

airport noise contour shown in Appendix 3 of Part II. 

Noise from aircraft operations shall be based on noise data from the 

Integrated Noise Model (INM) and records of actual aircraft operations at CIA.  

The noise level shall be calculated over the busiest three month period of the 

year. 

Aircraft operations means: 

- the landing and take off of aircraft at CIA 

- aircraft flying along any flight path associated with a landing or take off 

at CIA 

The following activities are excluded from the definition of Aircraft Operations: 

- aircraft operating in an emergency for medical or national/civil defence 

reasons 

- air shows 

- military operations not associated with the Antarctic programme 

- aircraft using the airport as an alternative to a scheduled airport 

elsewhere 
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- aircraft taxiing 

- aircraft engine testing. 

Exceedance by up to 1 dBA of the noise limit is permitted provided CIAL 

demonstrates at the request of, and to the satisfaction of, the Council that any 

such exceedance is due to atypical weather patterns.” 

Rule 11–1.2.4.2.sets out the airport’s obligation to provide annual calculations 

of aircraft noise levels and the results of noise measurements. 

 1.2.4.2 Aircraft noise monitoring (updated 22 May 2006) 

CIAL shall annually provide to the Council’s Environmental Services Manager 

the result of calculations based upon monitored aircraft movements for the 

preceding year and the known noise characteristics of those aircraft.  These 

calculations will be performed by a person with appropriate qualifications and 

experience in airport noise modelling and acoustic assessments.  The 

provided result shall be verified by noise measurements and shall be in the 

form of a 65 dBA Ldn contour representing the noise created by aircraft 

operations over that year (other than movements of a kind excluded in the 

Aircraft Noise Rule 1.3.6) superimposed upon a copy of the plan forming 

Appendix 3 to Part II of this Plan.  The measurement of aircraft sound 

exposure and the resultant derivation of a 65 dBA Ldn shall be in accordance 

with NZS 6805:1992.” 

In order to verify the calculated noise contours based on actual aircraft 

movement data provided by Airways NZ, site noise monitoring will be carried 

out on an irregular basis at a series of relevant sites, chosen in accordance 

with Appendix H. Noise monitoring is not undertaken in a continuous manner 

throughout the calendar year, nor is there reliance on one ‘indicator site’ to 

provide monitoring surveys.  
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2.2 Annual Aircraft Noise Contours (AANC) 

CIAL are required by the above rule to provide annual calculations of the 

aircraft noise levels from the CIA.  The noise levels are to be reported in the 

form of annual aircraft noise contours using the INM computer program and 

performed by  a person suitably qualified in acoustics  with experience in 

airport noise modelling and acoustic assessment. 

 

It is recognised that the strict interpretation of rules 11-1.3.6 and 11-1.2.4.2 

are conflicting with respect to the calculation of annual noise contours for 

monitoring compliance.  Rule 11-1.3.6 specifies that noise shall be calculated 

over the busiest three month period whereas Rule 11-1.2.4.2 specifies that 

noise contours shall be based on aircraft movements for the preceding year.  

CIAL has been advised that the contours should be calculated based on the 

busiest three month period of the preceding year as being the worst case. 

 

In addition, a further set of noise contours based on the busiest 3 months 

operation on RWY 29 should also be prepared, to adequately assess noise 

levels when the NW winds are prevalent and aircraft utilise RWY 29 more 

than usual. 

 

To enable the calculations, CIAL will be responsible for arranging the 

observation, collection, recording and analysis of aircraft movement data on a 

continuous basis.  To establish “the busiest three month period of the year”, 

CIAL will use the total number of movements in each month with further 

consideration of the total number of jet movements.  For that busiest three-
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month period, the following data for each movement will be extracted from the 

detailed records, for inputting into the INM calculation procedure: 

- aircraft type; 

- destination/trip length; 

- approach/departure track; 

- landing/take-off profile (if non-standard); 

- runway usage; 

- time of operation. 

The AANC shall be calculated using the version of the INM that was used for 

the preparation of the noise contours in the City Plan. If that version of the 

INM is no longer available or cannot be run on the current computer 

technology, the version closest to the original version shall be used for 

calculation purposes. 

2.3 Noise Monitoring and Mitigation 

The primary noise control rule in the Plan, Rule 11-1.3.6 requires the noise 

from aircraft operations to be monitored using calculations from the INM 

program and records of actual aircraft operations at CIA.  However, Rule 11-

1.2.4.2 requires noise measurements to be carried out for verification 

purposes.  The extent of these noise measurements is not specified in the 

provision of Rule 11-1.2.4.2.  MDA proposes that in-field monitoring for the 

purpose of verifying the INM calculations shall take place regularly on a three 

year cycle.  Under this regime, in-field monitoring should be carried out in at 

least two locations on or near the 65 dB Ldn contour shown in the relevant 

Plan to obtain approximately three months of data at each location.  

Monitoring at the separate locations may take place either consecutively or 
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simultaneously and the monitoring cycle should include measurements in the 

vicinity of al runway centrelines.  Methods of in-field monitoring and site 

selection are contained in Appendix H. 

 

Where differences are found in the noise measurements and the calculated 

noise levels, these will be reported in the noise monitoring report discussed  in 

s5.  Possible outcomes from any such discrepancy include ‘mitigation and 

review of the noise control lines’ as suggested in the Decision. 

 

As discussed above, the primary ‘instrument’ for noise monitoring is the INM 

calculation of the AANC. The AANC will enable a review of the noise 

produced by the airport and whether the ‘current’ noise levels are approaching 

the limits established in the City Plan noise contours.  It will also enable a 

review of the effects of any changes to operational procedures such as 

unusual usage of the North-West runway, changes to schedules or 

simultaneous operation of both runways. 

 

CIAL shall manage aircraft operations so as to comply with the noise limits as 

specified in 11-1.3.6 of the City Plan.  However if the monitoring results 

indicate an unexpected non-compliance, CIAL shall undertake an 

investigation to establish the cause and extent of the non-compliance.  This 

investigation may involve additional in-field noise measurements to verify any 

non-compliance.  CIAL shall report the findings of the investigation to the 

Council within 20 working days following detection of the non-compliance 

including any proposed operational changes or mitigation measures.  The 
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timeframe for CIAL to report to the Council upon the detection of the non-

compliance can be extended, where: 

CIAL formerly advises the City Council within 20 working days of the detection 

of the non-compliance, and outlines 

A reasonable time frame to determine the nature and scope of the required 

investigation, and reporting timeframe back to the City Council. 

A reasonable time frame to enable any additional in-field monitoring to be 

completed, of deemed necessary to the investigation. 

 

3.0 Engine Testing Noise 

CIA is the maintenance base for a range of aircraft. Aircraft operators are 

required to carry out maintenance procedures on aircraft and their engines. 

These procedures may require mandatory engine testing before the aircraft 

can fly again. 

 

Ground testing of aircraft engines ‘on the wing’ is carried out on the runway 

and taxiway areas at the airport. This involves taxiing or towing the aircraft to 

the required test area (as directed by Air Traffic Control), and testing the 

engines at various power levels. 

 

The duration and type of ‘on the wing’ testing varies widely. Testing may arise 

due to testing of replacement components, troubleshooting of a defect or 

routine systems testing. Generally on modern aircraft the majority of this 

testing is carried out at ‘idle’ thrust settings. Occasionally it is necessary to 
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increase the engine power to full thrust. If a full thrust test is required there 

would typically be 2 or 3 high power runs, each of about 3 minutes duration. 

The remainder of the time comprises lower power or idle running.  

3.1 Relevant Statutory Requirements  

Night testing (i.e. between the hours of 2300 and 0600) can only be performed 

on aircraft that are required to operate scheduled services in the morning.  

This particular type of aircraft engine testing is managed under Section 52 

Stationary Engine Testing in the Christchurch International Airport By Laws 

(attached as Appendix D), and the Airside Operations Agreement (attached 

as Appendix E).The City Plan contains land use controls relating to engine 

testing noise in the Rural Zone.  The reason for the rule is described as 

follows: 

13.2.9 Aircraft noise testing area (updated 30 April 2011) 
 
 
 

A rule applies in the rural zones controlling dwellings within 800m of the 

aircraft noise testing area, identified at the western end of the airport cross 

runway within the Special Purpose (Airport) Zone (Map 23B). This location, 

while not ideal, offers the least potential disturbance to persons living near the 

airport, although some disturbance may still occur from time to time. In order 

to ensure that adverse noise from engine testing is at least minimised, the 

majority of engine testing activities will take place within 200m of the "cross" 

identifying the Aircraft Engine Testing Area shown on Planning Map 23B. 

 

Under the By Laws and the Airside Operations Agreement details of each 

night time engine testing event are recorded by the aircraft operator and 
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forwarded to CIAL (a copy is attached in Appendix F).  CIAL will record the 

details of each event in a purpose-made engine testing noise monitoring 

application, discussed in Section 3.3 below.  

An agreement has been reached between CIAL, AirNZ and other operators 

regarding the recording of engine ground running testing events.  This 

document, “Engine Maintenance Ground Run Procedures” contains policy 

guidelines on engine ground running testing at Christchurch Airport. 

 

3.3 Engine Testing Monitoring Software 

Engine Testing Monitoring Software (ETMS) is being developed by Marshall 

Day Acoustics for CIAL. It is similar in concept to the INM monitoring 

procedure in that it is based on the records of the actual ET that has been 

carried out. Aircraft maintenance staff  input a detailed set of information ( 

including of the type of engine testing activity, aircraft model, date and time, 

wind direction, and speed) into  the software so that the noise exposure levels 

can be calculated in the nearby community (refer to Appendix F: Fig. 1). It is 

intended that this will be used as the basis for on-going monitoring and 

reporting. 

3.4 Engine Testing Noise Assessment (ETNA) 

An engine testing noise assessment (ETNA) will be carried out to compliment 

the controls on engine testing outlined in the preceding sections. 

Initially calculations will include various noise metrics so that comparison can 

be made with other NZ engine testing operations and facilities. Once a 

suitable sample of such data is available (and validated by on ground noise 
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monitoring) an assessment of the most appropriate noise metric to use and its 

suitability for the Christchurch environment can be undertaken.  

This monitoring procedure has been implemented and is currently being used 

at other airports such as Hamilton and Auckland. 

 

3.5 ETNA Progress 

MDA (on behalf of CIAL) will be analysing and assessing recent engine 

testing noise emissions in March/April 2014.  An assessment report is then to 

be completed.  The report will: 

 Discuss predicted engine testing noise levels in the community 

 Assess engine testing noise level measurements carried out in the 

community 

 Consider engine testing controls at other airports 

 Make recommendations for appropriate noise level controls for 

Christchurch 

 Discuss the implications of adopting the assessment recommendations 

The engine testing software that MDA has developed will also be provided to 

CIAL in March/April for direct data entry by Air New Zealand engineers of 

engine testing noise events, using the agreed procedure discussed in section 

3.1.  Procedures for ongoing engine testing noise management will be 

developed and details of these will be added to this Noise Management Plan. 
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Following the assessment of engine testing noise effects, consideration will be 

given to developing additional or alternative controls on engine testing and 

land use management should the outcome of the assessment signal that this 

is appropriate.  The target completion date of the assessment of engine 

testing noise effects is mid-2014.  It is possible that the recommended engine 

testing noise controls can be included in the City Plan review process. 

4.0 Noise Complaints 

The CIA Noise Complaints Procedure provides individuals with the ability to 

express, and have recorded, their concerns about aviation noise (activities) or 

to ask questions regarding noise at CIA.  

 

Noise complaints may be made by calling the CIAL Integrated Operation entre 

(IOC) which is manned 24 hours a day (on phone 353 7777). Click here for the 

noise complaint form. IOC staff document noise complaints by obtaining 

information from the caller about the nature of the complaint, time of the 

occurrence, location of callers residence and the activity that caused 

disturbance (a copy of the public complaint form is attached as Appendix G). 

This information is used to determine the probable activity that was 

responsible for the complaint. 

 

A follow up phone call will be made followed by a written response / e-mail if 

requested by the caller detailing the complaint and details of the activity 

responsible, the meteorological conditions and the runway in use at the time 

of the disturbance. A notice of action taken by CIAL in respect of the 
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complaint will be included. Typically CIAL responds to the complaint via email 

or phone call and then investigates the complaint further to identify the cause 

of the noise. A written response of the investigation is then sent to the 

complainant.  

 

5.0 Noise Monitoring Report (Aircraft Movements) 

CIAL is required to prepare a Noise Monitoring Report (NMR) on an annual 

basis to the satisfaction of Christchurch City Council. The report is required to 

include; 

 Annual Aircraft Noise Contours (as specified in section 2.2) 

 Summary of aircraft movements and associated data. 

 Measured noise levels (if applicable that year) 

 Noise complaints received with appropriate associated data regarding 

aircraft operations 

 Details of any proposed noise management mitigation initiatives 

The Noise Monitoring Report is to be made available through the CIAL 

website (http://www.christchurchairport.co.nz). 

 

In the 2014 NMR (and all subsequent NMR’s), an Aircraft Maintenance Report 

which will summarise engine testing activities including night time engine tests 

and calculated engine testing noise levels is also expected to be included.  

6.0 Amendment and Implementation of the NMP 

This Noise Management Plan is a living document that will be reviewed and 

updated on an as required basis.  The mechanism for amendment and 
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implementation of the NMP will involve the CIAL and CCC as the 

representative public body.  The NMP will be reviewed annually at the time of 

the production of the annual noise monitoring report and on an as required 

basis which may occur due to changes in technology available, changes to 

operational procedures, or monitored noise levels that are approaching the 

specified limits.   

 

CIAL, may at any time, make amendments to the Noise Management Plan, by 

submitting the amendments in writing to the City Council for certification that 

the amendments are consistent with those matters set out in Part 11-1.5 of 

the City Plan. Minor amendments to take into account unforeseen conditions, 

do not need to be submitted in advance of the work being undertaken. 

 

A copy of the current version of the Noise Management Plan shall be kept on 

the CIAL Website (http://www.christchurch-airport.co.nz) at all times and all 

key personnel associated with matters to which the NMP applies shall be 

made aware of its contents. 
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APPENDICES 

 

 Appendix A:  Decision C 166/2005 

 Appendix B:  Plan of Noise Contours 

 Appendix C:  Expert Panel Report   

 Appendix D: CIAL Bylaw (1989) 

 Appendix E : Airside Operations Agreement  

 Appendix F:  Aircraft Engine Test Form 

 Figure 1: Engine Testing Noise Assessment Receiver 

Locations 

 Appendix G:  Public Complaint Form 

 Appendix H: Infield Monitoring In-field Measurement Site Selection 

and Duration Site Selection (see pg. 18 below) 

 Appendix I: Neighbourhood Friendly Practices  

 NZS 6805 (CIAL cannot provide this) 

 

Attachment F
2348 CIAL - Boswell

Page 102 of 134



 

419879.1ws34.tmp  Page 18 

Appendix H - Infield Monitoring– In-field Measurement Site 

Selection and Duration Site Selection 

Appropriate sites for undertaking infield monitoring shall be selected 

based on the following criteria: 

 Proximity to 65 dBA Ldn contour; 

 Relevance to the community i.e. select inhabited locations 

over uninhabited locations where possible; 

 Quality of acoustic environment for monitoring aircraft noise 

i.e. low risk of contamination from other noise sources;   

 Where multiple sites are selected ensure a representative 

distribution across various legs of the contours. 

The selection of sites will depend on the availability of secure sites 

with a power supply and willing landowners.  It is likely that not all 

of the criteria above can be satisfied completely however sites 

which satisfy the criteria to a greater extent should be given priority 

over others. 

Monitoring Duration 

The appropriate duration of infield monitoring will depend on a 

number of factors including the frequency of aircraft activity at the 

site and the extent of contamination during the monitoring period 

(e.g. adverse weather etc).  A suitable monitoring period would be 

not less than one month.  For locations where aircraft activity is 

infrequent (e.g. under Runway 29 approach) a monitoring period of 

3 months is recommended. 
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Memorandum 

Date: 16 January 2014 

To: Christchurch City Council 

From: Rhys Boswell, Christchurch International Airport Limited 

 

CHRISTCHURCH CITY PLAN REVIEW – ENGINE TESTING NOISE CONTOURS 

1 Marshall Day Acoustics (MDA) has been requested by CIAL to provide contours and to 

assist Planz in formulating recommendations as to appropriate engine testing noise control 

and land use planning provisions in the forthcoming Christchurch City Council (CCC) 

District Plan Review (DPR). 

2 Because of the timing of the review, and the CCC desire to incorporate some contours in 

the mapping software as soon as possible, at this stage we provide indicative engine 

testing noise control boundaries (ETNCB).  It is recognised that further iterations may 

well be required. 

3 Prior to the Hearings process and the notification of the contours, it is intended to 

provide a summary report detailing how the contours were formulated.  This will 

include the methodology used to prepare the ETNCB. 

4 The ETNCB can be seen in the attached Figure 3.  In summary, these boundaries 

represent the worst case engine testing noise emissions that have occurred at the 

airport over the last 5 years, with an allowance for operational growth of testing activity 

at the airport.  This future growth is consistent with that allowed for under the expert 

panel general airport contours that were the subject of the Regional Policy Statement 

Plan Change 1. 

5 They have been prepared by predicting engine testing noise levels received in the 

surrounding community at all locations around the airport.  The predictions are based 

on historic records that are kept by CIAL of all engine testing activity.  As such, they 

represent the greatest extent of noise impacts from engine testing at the airport, and 

would therefore allow operational flexibility to be maintained.  Land use planning 

provisions can then be used to ensure reverse sensitivity issues do not arise in the 

future. 

6 At this stage we have not had sufficient time to have proper discussions with 

Marshall Day and Planz as to a recommendation as to how a policy and rules 

package to respond to the contours might look.  We will be working on that in the 

near future.   

7 We can, however, signal at this stage that we understand that there is some 

difficulty in simply adopting the same approach to engine testing that the operative 

Plan currently takes to the Ldn contours relating to take off and landings.  We are 
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seeking advice on that issue and will discuss further with you when our advice is to 

hand. 
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CHAPTER 4 OBSTACLE RESTRICTION AND REMOVAL 

The obstacle limitation surfaces of an aerodrome are defined surfaces in the airspace above and 
adjacent to the aerodrome. These obstacle limitation surfaces are necessary to enable aircraft to 
maintain a satisfactory level of safety while manoeuvring at low altitude in the vicinity of the 
aerodrome. These surfaces should be free of obstacles and subject to control such as the 
establishment of zones, where the erection of buildings, masts and so on, are prohibited. Where 
obstructions infringe these surfaces they may, subject to the conduct of an aeronautical study, be 
removed, reduced in height, marked and lit. 

4.1 	Limitation surface 
- Conical surface 
Description 
4.1.1 	A surface sloping upwards and outwards from the periphery of the inner horizontal 
surface. See Fig. 4-1 and Fig 4-2. 

Characteristics 
4.1.2 	The lower edge is coincident with the periphery of the inner horizontal surface and rises 
to an elevation of 150 m above the aerodrome datum level. It rises upwards and outwards from the 
periphery of the inner horizontal surface at a gradient of 5 percent. 

4.1.3 	The slope is measured in a vertical plane perpendicular to the periphery of the inner 
horizontal surface. 

- Inner horizontal surface 
Description 
4.1.4 	A surface located in a horizontal plane above an aerodrome and its environs. See Fig 4-1 
and Fig 4-2. 

Characteristics 
4.1.5 	The inner horizontal surface is contained in a horizontal plane having its outer limits at a 
specified distance measured from the periphery of the runway strip. 

4.1.6 	The plane is located 45 m above the aerodrome elevation datum. 

- Approach surface 
(d) Each strip should be provided with an inclined approach surface such that aeroplanes 

approaching to land have a clear, obstacle-free path with a guaranteed clearance surface. 
This approach path is located within a defined area called the approach fan. 

Description 
4.1.7 	The origin of the approach fan is an inclined plane originating at a specified distance prior 
to the runway threshold. 

Characteristics 
4.1.8 	The fan is essentially a truncated triangle with the cut-off apex line called the inner edge 
(see Fig 4-2 and Fig 4-3). The length of this inner edge is specified in Table 4-1. 

4.1.9 	The expanding sides of the approach fan diverge at a constant rate related to a percentage 
of the distance from the end of the strip, and extend to a specified distance from the origin. Refer 
Table 4-1. 
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Elevation 
4.1.10 The elevation of the inner edge of the approach fan should be the same as the highest 
point on the extended centre line between the threshold and the inner edge. 

	

4.1.11 	The slope of the approach surface should be measured in the vertical plane containing the 
centre line of the runway. 

- Inner Approach surface 
Description 

	

4.1.12 	A rectangular portion of the approach surface immediately preceding the threshold. 

Characteristics 

	

4.1.13 	The limits of the inner approach surface should comprise: 

(a) an inner edge coincident with the location of the inner edge of the approach surface but of 
its own specified length; and 

(b) two sides originating at the ends of the inner edge and extending parallel to the vertical 
plane containing the centreline of the runway; and 

(c) an outer edge parallel to the inner edge. 

- Transitional side surface 
Description 
4.1.14 A complex surface originating along the side of the strip and part of the side of the 
approach surface that slopes upwards and outwards to the inner horizontal surface. See Fig 4-1 and 
Fig 4-2. 

Characteristics 

	

4.1.15 	From the sides of the strip and the approach surface, the transitional side surface slopes 
upwards and outwards at a specified gradient, extending until it reaches the inner horizontal 
surface. Except for a boundary fence or hedge sited along the edge of a strip, no obstacle should 
penetrate the transitional side surface. Where obstacles penetrate this surface, an aeronautical study 
should be conducted to determine if any such object is required to be removed, reduced in height, 
marked or lit. 

- Inner transitional surface 
Note: It is intended that the inner transitional surface be the controlling obstacle limitation nuface 
for navigation aids, aircraft and other vehicles that must be near the runway and which is not to be 
penetrated except,forfrangible objects. The transitional surface described in 4.1.14 is intended to 
remain as the controlling obstacle limitation surface for buildings, etc. 

Description 

	

4.1.16 	A surface similar to the transitional surface but closer to the runway. 

Characteristics 

	

4.1.17 	The limits of an inner transitional surface should comprise: 

(a) lower edge beginning at the end of the inner approach surface and extending down the side 
of the inner approach surface to the inner edge of that surface, from there along the strip 
parallel to the runway centre line to the inner edge of the balked landing surface and from 
there up the side of the balked landing surface to the point where the side intersects the 
inner horizontal surface; and 
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(b) an upper edge located in the plane of the inner horizontal surface. 

	

4.1.18 	The elevation of a point on the lower edge should be: 

(a) along the side of the inner approach surface and balked landing surface — equal to the 
elevation of the particular surface at that point; and 

(b) along the strip — equal to the elevation of the nearest point on the centre line of the runway 
or its extension. 

Note: As a result of b) the inner transitional surface along the strip will be curved if the runway 
profile is curved or a plane if the runway profile is a straight line. The intersection of the inner 
transitional surface with the inner horizontal surface will also be a curved or straight line 
depending on the runway profile. 

	

4.1.19 	The slope of the inner transitional surface should be measured in a vertical plane at right 
angles to the centre line of the runway. 

Balked landing surface 

Description 

	

4.1.20 	An inclined plane located at a specified distance after the threshold, extending between 
the inner transitional surface. 

Characteristics 

	

4.1.21 	The limits of the balked landing surface should comprise: 

(a) an inner edge horizontal and perpendicular to the centre line of the runway and located at a 
specified distance after the threshold; 

(b) two sides originating at the ends of the inner edge and diverging uniformly at a specified 
rate from the vertical plane containing the centre line of the runway; and 

(c) an outer edge parallel to the inner edge and located in the plane of the inner horizontal 
surface. 

	

4.1.22 	The elevation of the inner edge should be equal to the elevation of the runway centre line 
at the location of the inner edge. 

	

4.1.23 	The slope of the balked landing surface should be measured in the vertical plane 
containing the centre line of the runway. 
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Figure 4-1. Obstacle limitation surfaces 

04 July 2011 	 55 CAA of NZ 

Attachment K

2348 CIAL - Boswell
Page 121 of 134



Inner approach 

Inner horizontal-44  

Advisory Circular 
	

AC139-6 
	

Revison 4 

Approach 	 Take-off climb 

NN4 

Conical 	 %— Inner horizontal 

Section A-A 

  

Approach 

")f 

  

Transitional 

 

     

A  Inner horizontal 

    

      

       

Inner approach 

Section B-B 

Figure 4-2 Obstacle limitation surfaces 

56 	 CAA of NZ 04 July 2011 

Attachment K

2348 CIAL - Boswell
Page 122 of 134



Runway strip 

Runway 

LENGTH OF APPROACH SURFACE 

Advisory Circular 
	

AC139-6 
	

Revison 4 

PLAN  

60m from landing threshold 

 

ge' 
Runway 

W7eYeateraWize/43-1 

  

APPROACH AREA 

   

PROFILE  

Figure 4-3. Approach area and surface 

04 July 2011 	 57 CAA of NZ 

Attachment K

2348 CIAL - Boswell
Page 123 of 134



Inner transitional 
Balked 	 F-- 
landing 

 

  

Section A-A 

Inner transitional 	 v- Inner horizontal 

Balked 
landing 

Section B-B 

Advisory Circular 
	

AC139-6 
	

Revison 4 

Figure 4-4. Inner approach, inner transitional and balked landing obstacle limitation surfaces 
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Table 4-1. Dimensions and slopes of obstacle limitation surfaces 

Approach Runways 
Non-instrument Non-precision approach Precision approach Category 

I II or III 

Code Number Code number Code number 
Code 

number 

Surface and dimensions I 2 3 4 1,2 3 4 1,2 3,4 3,4 

CONICAL 
Slope 
Height above aerodrome 

1:20 
150 m 

1:20 
150 m 

1:20 
150 m 

1:20 
150 m 

1:20 
150 m 

1:20 
150m 

1:20 
150 m 

1:20 
150 m 

1:20 
150 m 

1:20 
150 m 

INNER HORIZONTAL 
Height above aerodrome 
Locus from strip edge 

45m 
2000 m 

45m 
2500 m 

45m 
4000 m 

45m 
4000 m 

45m 
2500 m 

45m 
4000 m 

45m 
4000 m 

45m 
3500 m 

45m 
4000 m 

45m 
4000 m 

INNER APPROACH 
Width 
Distance from threshold 
Length 
Slope 

— 
— 
— 
— 

— 
— 
— 
— 

— 
— 
— 
— 

— 
— 

— 
— 
— 
— 

— 
— 

— 
— 
— 
— 

90 m 
60 m 
900 m 
1:40 

120 me 
60 m 
900 m 
1:50 

12G m' 
60 m 
900 m 
1:50 

APPROACH 
Length of inner edge 
Distance from threshold 
Divergence (each side) 
Length 

Slope 

60 m 
30 m 
1:10 

1600 m 
3000m,  

1:20 
1:40^ 

80 m 
60 m 
1:10 

2500 m 
3000 mh 

1:20 
1:40" 

150 ml 
60 m 
1:10 

3000 m 

1:401 

15G m' 
60 m 
1:10 

3000 m 

1:40g 

150 m 
60 m 
1:6.6 

3000 m 

1:40 

150 m 
60 m 
1:6.6 

15 000 m 

1:40 
1:50b 

150 m 
60 m 
1:6.6 

15 000 m 

1:40 
1:50° 

150 m 
60 m 
1:6.6 

15 000 m 

1:40 
1:5013 

300 m 
60m 
1:6.6 

15 000 m 

1:50 

300m 
60 m 
1:6.6 

15 000 m 

1:50 

TRANSITIONAL 
Slope 1:5 1:5 1:7 1:7 1:5 1:7 1:7 1:7 1:7 1:7 

INNER TRANSITIONAL 
Slope — — — — — — 1:2.5 1:3 1:3 

BALKED LANDING 
SURFACE 
Length of inner edge 
Distance from threshold 
Divergence (each side) 
Slope 

— 
— 
— 

— 
— 
— 
— 

— 

— 
— 

— 
— 

— 
— 
— 
— 

— 

— 
— 

— 
—
— 
— 

90 m 
c 

1:10 
1:25 

120 me 
1800 md 

1:10 
1:30 

120 me 
1800m° 

1:10 
1:30 

a. 	All dimensions are measured honzon tally unless specified otherwise 
b 	Applicable to International Aerodromes 
c. Distance to the end of the strip 
d. Or end of runway whichever is less 
e. Where the code letter is F, the width is increased to 155m 
f. For aircraft 5701 kg to 22700 kg frETOW day only the width may be reduced to 90m. 
g. For aircraft 5707 kg to 22700 kg MCTOW day only the slope may be increased to 7:30. 
Ii. 	For an instrument runway or for night operations by aircraft with a MCTOW of 5700 kg or less. 
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Take-off climb surface 

Description 

	

4.1.14 	Each runway strip should be provided with a take-off climb surface such that aeroplanes 
taking off have a clear, obstacle-free path with a guaranteed clearance surface over which to climb. 
This climb path is located within a defined area called the take-off fan which originates from the 
end of the runway strip or the end of the clearway if one is declared. See Fig 4-5. 

Characteristics 

	

4.1.15 	The fan is essentially a truncated triangle with the cut-off apex line called the inner edge. 
The length of this inner edge is specified in Table 4-2. 

	

4.1.16 	The expanding sides of the take-off fan diverge at a constant rate related to a percentage 
of the distance from the origin. This is called the fan expansion and extends to a specified distance 
from the origin. Refer Table 4-2. 

	

4.1.17 	The elevation of the inner edge should be equal to the greater of the following: 

(a) the highest ground level along the centre line between the runway end and the end of the 
strip or clearway; or 

(b) the highest point of the clearway plane. 

	

4.1.18 	In the case of a straight take-off flight path, the slope of the take-off climb surface should 
be measured in the vertical plane containing the centre line of the runway. 

	

4.1.19 	In the case of a take-off flight path involving a turn, the take-off climb surface should be 
a complex surface containing the horizontal normal to its centre line, and the slope of the centre 
line should be the same as that for a straight take-off flight path. 

	

4.1.20 	The obstacle free surface within a curved take-off fan should be achieved in such a 
manner as to allow a step down of 4.6 m (15 ft) as shown in Fig 4-6. This step down is necessary to 
preserve obstruction clearance due to the performance degradation when the turn is greater than 15 
degrees. 

The take-offfan may be turned in order to avoid obstacles which would otherwise penetrate the 
required take-off climb surface. A change of heading of less than I5° for obstacle clearance is not 
considered a curved flight path. 

The expansion values as for a straight out surface apply in exactly the same manner for a curved 
take-offilight path. The percentage relates to the distance along the extended centre line as it 
proceeds throughout the turn from its origin at the end of the available take-off distance. 

The radius of the turn for the curved extended centre line is to be related to the climb speeds of the 
aeroplanes which the runway is planned to serve. 
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Figure 4-5. Take-off climb area and surface 

4.2 	Obstacle limitation requirements 
The requirements for obstacle limitation surfaces are specified on the basis of the intended use of a runway, 
that is take-off or landing and type of approach, and are intended to be applied when such use is made of the 
runway. In cases where operations are conducted to or from both directions of a runway, then the function of 
certain surfaces may be nullified because of more stringent requirements of another lower surface. 

- Approach runways 
4.2.1 	The following obstacle limitation surfaces should be established for a non-instrument 
approach runway: 

• conical surface; 
• inner horizontal surface; 
• approach surface; and 
• transitional surfaces. 
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4.2.2 	The following obstacle limitation surfaces should be established for a non-precision 
approach runway: 

• conical surface; 
• inner horizontal surface; 
• approach surface; and 
• transitional surfaces. 

	

4.2.3 	The following obstacle limitation surfaces should be established for a precision approach 
runway category III or III: 

• conical surface; 
• inner horizontal surface; 
• approach surface and inner approach surface; and 
• inner transitional and transitional surfaces; and 
• balked landing surface. 

	

4.2.3 	The heights and slopes of the surfaces should not be greater than, and their other 
dimensions not less than, those specified in Table 4-1. 

	

4.2.4 	New objects or extensions of existing objects should not be permitted above an approach 
or transitional surface except when the new object or extension would be shielded by an existing 
immovable object. 

	

4.2.5 	New objects or extensions of existing objects should not be permitted above a conical 
surface or inner horizontal surface except when the object would be shielded by an existing 
immovable object, or an aeronautical study determines that the object would not adversely affect 
the safety or significantly affect the regularity of operations of aeroplanes. 

	

4.2.6 	Existing objects, above any of the surfaces required by 4.2.1 and 4.2.2, should as far as 
practicable be removed except when the object would be shielded by an existing immovable object, 
or an aeronautical study determines that the object would not adversely affect the safety or 
significantly affect the regularity of operations of aeroplanes. 

Because of transverse or longitudinal slopes on a strip, in certain cases the inner edge or portions of the inner 
edge of the approach surface may be below the corresponding elevation of the strip. It is not intended that the 
strip be graded to conform with the inner edge of the approach surface, nor is it intended that terrain or objects 
which are above the approach surface beyond the end of the strip, but below the level of the strip, be removed 
unless it is considered they may endanger aeroplanes. 

	

4.2.7 	In considering proposed construction, account should be taken of the possible future 
development of the runway and possible requirement for more stringent obstacle limitation 
surfaces. 

- Take-off runways 

	

4.2.8 	A take-off climb surface should be established for a take-off runway. 

	

4.2.9 	The dimensions of the surface should not be less than the dimensions specified in Table 
4-2, except that a lesser length may be adopted for the take-off climb surface where such a lesser 
length would be consistent with procedural methods adopted to govern the outward flight of 
aeroplanes. 

4.2.10 The operational characteristics of aeroplanes for which the runway is intended should be 
examined to see if it is desirable to reduce the slope specified in Table 4-2 when critical operating 
conditions are to be catered for. 

If the specified slope is reduced, corresponding adjustment in length of the take off climb surface 
should be made so as to provide protection to a height of 300 m. 
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4.2.11 New objects or extensions of existing objects should not be permitted above a take-off 
climb surface except when the new object or extension would be shielded by an existing 
immovable object. 

	

4.2.12 	If no object reaches the 2 percent (1:50) take-off climb surface, new objects should be 
limited to preserve the existing obstacle free surface or a surface down to a slope of 1.6 percent 
(1:62.5). 

	

4.2.13 	Existing objects that extend above a take-off climb surface should as far as practicable be 
removed except when the object would be shielded by an existing immovable object, or an 
aeronautical study determines that the object would not adversely affect the safety or significantly 
affect the regularity of operations of aeroplanes. 

Table 4-2. Dimensions and slopes of obstacle limitation surfaces 

TAKEOFF RUNWAYS 

Surface and dimensions 

Code number ACFT 5701 kg 
to 22700 kg MCTOW 
DAY USE ONLY 

1 2 3 or 4 3 or 4 

TAKEOFF CLIMB 

Length of inner edge 60 m 80 m 150 m e  90 in 

Distance from runway 
end" 

10 in 30 in 60 mb  60 in 

Divergence (each side) 1:10 1:10 1:8 1:8 

Final width 380 in 580 in I 200 m 1200 in 
1 800 Inc  

Length 1600m 2500 m 15 000 m 15000 in 
3000 mg 3000 mg 

Slope 1:20 1:20 1:50 de  1:40 
1:40g 140g 

All dimensions are measurec horizonta ly unless speced otherwise 
The take-off climb swface starts at the end of the clearway if the clearway length exceeds the 
specified distance. 
1800m when the intended track includes changes of heading greater than 15° for operations c.  conducted in IM, MC by night. 

d. See 4.210 and 4.2.12. 
For day time only take-off runways used by non turbo-jet aircraft on domestic operations this e.  may be reduced to 1:40 
180 in for instrument runways at international aerodromes 
For an instrument runway or for night operations by aircraft with a MCTOW of 5700 kg or g. 	less. 

Note: Operators of domestic aerodromes should be aware that it is highly probable that the use of GI'S will 
be approved to precision approach categmy 1 minima. Should you want this capability for your aerodrome, 
you should plan on achieving those dimensions and slopes specified in Table 4-1 for precision approach 
runways. 

a.  

b.  
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Figure 4-6. Turned take-off flight path 

CONVERSION FACTORS 

1:83.3 1.2% 0041' 1 6'' 1:20 5% 2°51'44" 

1:62.5 1.6 0°55'00" 1:10 10% 5°42'38" 

150 2% 100845" 1:8 12.5% 7°07'30" 

140 2.5% 1°25'56" 17 143% 8°07'48" 

130 3.33% 105433" 1:6.6 15.0% 8°31'51" 

1:25 4% 2°17'26" 1:5 20% 1101836" 
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4.3 	Other objects 
4.3.1 	Objects which do not project through the approach surface but which nevertheless 
adversely affect the optimum siting or performance of visual or non-visual aids should, as far as 
practicable, be removed. 

4.3.2 	Anything which endangers aeroplanes on the movement area or in the air within the 
limits of the inner horizontal and conical surfaces should be regarded as an obstacle and should be 
removed in so far as practicable. 

4.4 	Shielding 
4.4.1 	An object should be considered shielded if it is lower and behind an object which is 
already considered to be a hazard to air navigation and has been marked by standard obstacle 
marking or lighting, or both. 

4.4.2 	The permanency of immovable obstacle which is to be considered as shielding an area 
should be given careful review. An object should be classed as immovable only if, when taking the 
longest view possible, there is no prospect of removal being practicable, possible or justifiable, 
regardless of how the pattern, type or density of air operations might change. 

4.4.3 	Where the obstacle to be shielded penetrates a take-off or approach surface, a transitional 
surface or an inner horizontal surface, it should meet the requirements shown on Figs 4-7 and 4-8 
in relation to a horizontal surface from the marked object. An obstacle not penetrating these 
surfaces may be considered shielded if located within 600 m (2000 ft) of the marked obstacle. 

Figure 4-7. Shielding — approach and take-off surfaces 

Figure 4-8. Shielding — transitional and horizontal surface. 
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16 February 2016  

Anthony Harper 
Lawyers 
PO Box 2646 
Christchurch 8140 
 
For:  Gerard Cleary 

by email 

 

FROM: Jo Appleyard / Ben Williams 
DIRECT: +64 3 353 0022 / +64 3 353 0343 
MOBILE: +64 27 444 7641 / +64 27 469 7132 
EMAIL: jo.appleyard@chapmantripp.com  / 

ben.williams@chapmantripp.com 
REF: 100007845/790112.2 
 

 

CHRISTCHURCH INTERNATIONAL AIRPORT LIMITED - CLEARWATER 

1 As you are aware, we act for Christchurch International Airport Limited (CIAL). 

2 Following our discussion of the Chapter 6 provisions (in particular) we now write to: 

2.1 set out CIAL’s position on further residential development at Clearwater (and 
in particular the possibility of a further 11 residential dwellings in reliance on 
Deed in relation to development of land between the trustees of The Diana 
Isaac Conservation Trust and The Isaac Wildlife Trust (together Isaac) and 
CIAL; and 

2.2 to comment generally as to how the above relates to the proposed provisions 
relating to the Clearwater entities being considered as a part of the District 
Plan review process. 

3 In considering the position set out below it is emphasised at the outset that 
regardless of whether CIAL approval is provided or not, we consider that any 
proposal that might be pursued by Clearwater in respect of further residential 
development will be contrary to the wider policy framework provided by the 
Canterbury Regional Policy Statement and the final District Planning framework. 

The Isaac Deed 
4 The wider history of this matter will be well known to you.  We have deliberately 

tried to avoid repeating it in the context of this letter – however, in terms of key 
matters informing CIAL’s position: 

4.1 the Isaac Deed was entered into on 29 April 2005 (noting in terms of relative 
timing that this was shortly prior to the notification of Variation 93 on 29 July 
2005).  Under clause 4 of the Isaac Deed, CIAL agreed that it would: 

“not oppose the transfer of 53 development rights held in respect of the 
development of the Land to CLHL to be used only in respect of the 
development of Clearwater Kaikanui land”. 
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4.2 we understand that Isaac’s view is that only 42 of these development rights 
were transferred at the time of the Kaikanui subdivision proposal in 2005.  It 
appears that Isaac considers that the balance of 11 of the 53 ‘rights’ are still 
available for transfer; 

4.3 Isaac and the CCC (along with the other Clearwater entities) subsequently 
agreed that Variation 93 would be notified with provision for 111 ‘residential 
dwellings’ and 350 ‘resort hotel’ bedrooms; and 

4.4 during the Variation 93 hearing the Clearwater entities suggested that 42 of 
the 111 residential entitlements were being supported by the ‘transfer’ of 
development rights (see, for example page 11 of the hearing decision) but the 
Variation 93 decision is otherwise silent on that and the remaining 11 lots.   

5 With the above in mind, the simple position as CIAL sees it is that the 53 residential 
entitlements set out in the Isaac deed were well and truly ‘consumed’ by the 111 
that were pursued by Isaac and the other Clearwater entities as a part of the 
Variation 93 process.   

6 For completeness it is noted that although Isaac appears to consider that 11 
entitlements were not put forward by it (and the other Clearwater entities) as a part 
of the Variation 93 process, that is ultimately irrelevant to the CIAL position and its 
obligations under the Isaac Deed.   

Wider position 
7 Even if wrong on the above (which is not accepted) it is further emphasised that 

CIAL is not the consent authority and care needs to be taken to ensure that Isaac or 
the wider Clearwater entities do not take CIAL’s views as determinative of any 
proposal that might be sought.   

8 Although CIAL’s views might be relevant from an affected party perspective, the real 
audience is properly and only Christchurch City Council (CCC). It is however noting 
CIAL’s observation that: 

8.1 further development at Clearwater (especially in relation to residential 
dwellings) is clearly prevented by the Canterbury Regional Policy Statement; 
and 

8.2 there are a number of existing concerns with ‘compliance at Clearwater’ such 
that a number of dwellings which are operating in reliance on resort hotel 
entitlements should properly be treated as residential dwellings. 
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9 Both of the above should, in CIAL’s view support (even in the alternative of CIAL 
affected party approval being provided) no further provision for residential 
development at Clearwater. 

Yours faithfully 

 
 
Jo Appleyard / Ben Williams 
PARTNER  /  PARTNER  

DIRECT: +64 3 353 0022 / +64 3 353 0343 

EMAIL: jo.appleyard@chapmantripp.com / ben.williams@chapmantripp.com 
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