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1. Introduction 

1.1 Purpose of this report 

This report has been prepared by Auckland Council to fulfil the statutory requirements of 

section 32 of the Resource Management Act 1991 (RMA or the Act). The purpose of this 

report is to record of the evaluation undertaken for Draft Proposed Variation 1 (Variation 1) 

to Proposed Plan Change 5 – Whenuapai (PPC5) to the Auckland Unitary Plan (Operative in 

Part) (AUP (OP)), in accordance with section 32 of the RMA. 

 

Clause 16A of Schedule 1 of the RMA allows for a locally authority to initiate a variation to a 

proposed policy statement or plan, or to a proposed plan change at any time before the 

approval of the policy statement or plan.  

 

Council seeks to propose a variation to PPC5 to address the following: 

 

• Response to the PPC 5 engine testing noise contours have been updated by the 

Minister of Defence  

• National Policy Statement Urban Development 2020 (NPSUD2020) Objectives and 

Policies coming into force 

• Further information has come forward about other aspects of the plan change 

relating to: 

o Amended precinct provisions to be consistent with the Regional Discharge 

Consent  

o Change in land use at 86 Hobsonville Road, which includes a plan change 

boundary adjustment 

o Acquisition of land for Open Space purposes at 92 and 94A Trig Road, 161 

and 167 Brigham Creek Road  

o Rezoning of the land that is located within both the Whenuapai Airbase 

designation 4310 which is within the proposed Whenuapai Precinct 3  

o Trig Road Arterial Road Realignment 

o Transport provisions and precinct amendments to the indicative collector 

roads to reflect the changes:  

▪ Change in zoning in the PPC5 area, 

▪ Open Space acquisitions  

 

This means that PPC5 is now not the wholly most effective and efficient method of meeting 

the objectives of the requirements of the Regional Policy Statement in terms of the 

urbanisation of Future Urban zoned land and Variation 1 seeks to meet these requirements.  

 

When preparing a plan change under the RMA, the Council must carry out an evaluation 

under section 32 of the Act. This evaluation must occur prior to the public notification of any 

proposed plan change or variation. A section 32 evaluation report examines: 
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• the extent to which the objectives of the proposals are the most appropriate way to 

achieve the purpose of the RMA – these are specific objectives being introduced or 

amended, or the purpose of the proposal (if they do not relate to specific objectives); 

and 

• whether the provisions of the proposal are the most appropriate way to achieve the 

objectives – these are the specific policies, rules and other methods that implement, 

or give effect to, the objectives of the proposal. 

 

The evaluation report must be made available at the same time as the plan change being 

notified. 

 

Section 32(3) of the RMA is relevant to this variation as this is an amending proposal to an 

existing proposal (PPC5). Section 32(3) states: 

 

(3) If the proposal (an amending proposal) will amend a standard, statement, national 

planning standard, regulation, plan, or change that is already proposed or that already 

exists (an existing proposal), the examination under subsection (1)(b) must relate to— 

(a)  the provisions and objectives of the amending proposal; and 

(b)  the objectives of the existing proposal to the extent that those objectives— 

(i)  are relevant to the objectives of the amending proposal; and 

(ii)  would remain if the amending proposal were to take effect. 

 

In accordance with the above, this report sets out the relevant outcomes identified in the 

Proposed Whenuapai Plan Change: Section 32 Report (PPC5 section 32 report) dated 21 

September 2017, and the relevant objectives proposed in PPC5, and provides an evaluation 

of Variation 1. 

 

For completeness and in accordance with section 32(6) of the RMA and for the purpose of 

this report the following applies: 

 

• the proposal refers to Variation 1 

• the objectives refer to the objectives of the Proposed Whenuapai 3 Precinct 

• the provisions refer to the policies, rules and other methods that implement the 

objectives of the Proposed Whenuapai 3 Precinct. 

 

PPC5 precinct objectives have been recommended to be amended through the hearing 

process. The relationship between the amendments sought through Variation 1 and the 

recommended amendments arising from the hearings process are provided in full in 

Appendix 2 of this report.  

 

This section 32 report only addresses the matters within the scope of Variation 1. The PPC5 

section 32 report should be referred to for all other PPC5 matters. 
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1.2 Background 

1.2.1 Proposed Plan Change 5 Chronology 
 

PPC5 was publicly notified on 21 September 2017. Submissions closed on 19 October 2017 

and further submissions closed on 23 November 2017.  A hearing of submissions on PPC5 

was held on 4, 7 and 10 May 2018. The hearing was adjourned to allow the Hearing Panel to 

undertake a site visit and to seek further clarification (Appendix 3) and comment from the 

Council officers on several matters (Appendix 4).   

 

The Neil Group, a submitter to PPC5 commenced declaration proceedings in the 

Environment Court on 5 April 2019, regarding the interpretation of and application of 

Designation 4310 – Whenuapai Airbase.  The Court issued its decision on 16 September 

2019 and this is referred to as (2019) EnvC 154 (Appendix 5b).   

 

Following this decision, the Minister of Defence issued a certificate under section 4 of the 

Resource Management Act 1991 that exempted engine testing at the Whenuapai Airbase 

from the RMA (Appendix 5c).   

 

1.2.2 Proposed Plan Change 5 Description 

 

PPC5 is located approximately 23km northwest of central Auckland with majority of the area 

currently zoned Future Urban.  The existing area is currently predominately rural with a mix 

of lifestyle blocks.  PPC 5 proposes to rezone 351 hectares of land in the southern part of 

Whenuapai, which is currently zoned Future Urban in the AUP (OP), to a mix of residential, 

business and open space zones.  The PPC5 area and existing AUP (OP) zoning are shown 

in Figure 1 below. 

 

 
 

Figure 1: Proposed Plan Change 5 Area – Land Within Red Boundary 

Legen
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In addition to the rezoning, PPC5: 

 

• introduces a new ‘Whenuapai 3’ Precinct, which will be in Chapter I of the AUP (OP). 

Whenuapai 3 precinct contains specific provisions that are tailored to the area 

covered by PPC5.  The precinct ensures that subdivision, use and development 

within the plan change area is integrated with infrastructure provision, taking into 

account the sensitive receiving environment of the Upper Waitematā Harbour.  

• makes amendments to Schedule 14.1 Schedule of Historic Heritage and Schedule 

14.2 Historic Heritage Areas – Maps and statement of significance of the AUP (OP) 

• applies a stormwater management area – Flow 1 control to the whole plan change 

area. 

 

The following outcomes are identified in section 6 of the PPC5 section 32 report: 

 

▪ The plan change area is developed in a comprehensive way that is integrated with 

the provision of infrastructure and provides a mix of high quality residential and 

employment opportunities 

▪ The transport network is provided as development progresses 

▪ There is a coordinated approach to the provision of water and wastewater 

infrastructure across the plan change area as development progresses 

▪ Stormwater runoff is managed using an integrated management approach and there 

is an overall improvement in water quality and ecosystem health in streams and 

estuaries in the Upper Waitematā Harbour 

▪ Development and use do not adversely affect biodiversity and ecological and 

biodiversity values are restored when possible 

▪ Subdivision, use and development within the plan change area occurs in a way that 

enables operations at Whenuapai Airbase to continue in a safe and efficient manner 

▪ The existing and future community of Whenuapai is adequately protected from the 

adverse effects of noise from the ongoing operations at Whenuapai Airbase (which 

includes aircraft engine testing noise) 

▪ Archaeological and heritage items and sites are appropriately managed in the plan 

change area 

▪ A functional and attractive open space network that meets the diverse needs of the 

community and is an integral part of Whenuapai’s social, cultural, and physical 

environment. 

 

Engine Testing Noise Summary of Events Post May 2018 

 

The PPC5 section 32 report identified that there could be potential effects from aircraft 

engine testing noise on new activities sensitive to aircraft noise within the PPC5 area. The 

NZDF commissioned a report from Malcolm Hunt Associates (dated 24 August 2017) which 

provided an assessment of noise from engine testing. That report was peer reviewed by the 

Council’s acoustic consultant (Acousafe) and formed part of the section 32 for PPC5.  

 

PPC5 introduced aircraft engine testing noise boundaries based on the Malcolm Hunt 

Associates report, and the Council’s proposed zoning was informed by those noise 

boundaries. Areas within the 65 Ldn noise contour were proposed to be zoned light 
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industrial, while outside of the 65 Ldn but inside the 57 Ldn was proposed to be zoned 

Residential Single House Zone.  

 

On the 3 May 2018 the New Zealand Defence Force (NZDF) provided updated aircraft 

engine testing noise data to the Council.  This data was for a time period different to the 

period that was modelled for PPC5. The additional data was for the period between 16 July 

2017 and 19 January 2018. A 60-day period in 2016 was previously modelled for PPC5.  

 

The Hearings Panel received evidence at the hearing on noise contours from the Council 

and submitters.  The Panel subsequently issued ‘Direction 2’ on 29 June 2018 (refer 

Appendix 3). The direction included several matters that the Panel sought clarification on, 

including engine testing noise at Whenuapai Airbase. The Council’s responses to the 

Panel’s questions are provided in a memo dated 23 August 2018. The memo is provided in 

Appendix 4. 

 

Question 1(c) in Direction 2 relates to the 57 dB Ldn aircraft engine testing noise boundaries 

(emphasis added): 

 

We wish to better understand the justification for applying the Single House zone to land 

adjoining the Light Industry zone and within the 57 dB Ldn and 65 dB Ldn Whenuapai Engine 

Testing Boundaries. What role, if any, did Chapter D24 – Aircraft Noise Overlay play in this 

assessment to choose a lower intensity zone? Could architectural design and construction 

methods provide mitigation against the adverse effects of aircraft noise and allow a high 

intensity zoning to be established? What reliance are we able to give to the 57 dB Ldn 

contour if there is no control on engine testing noise? 

 

The response provided in the Council’s memo to the Panel dated 23 August 2018 states: 

 

As stated in the Council’s opening statement, the NZDF provided additional testing data to the 

Council on 3 May 2018, one day before the commencement of the hearing. As requested in 

by the Panel in Direction 4, this data was made available on the Council’s website on 9 

August 2018. The data shows more night-time testing activity than that which was modelled in 

the work carried out by Malcolm Hunt on behalf of the NZDF that informed the engine testing 

noise boundaries. It also shows testing of engines running at high power for up to two hours. 

This data was not included in the modelling carried out by Mr Hunt. As noted in Mr Lloyd’s 

memo, his opinion is that the new data would “significantly change” the predicted aircraft 

engine testing noise boundaries. In my view, further modelling of the worst-case scenario 

based on the latest information provided by the NZDF is necessary to ensure the noise 

boundaries in the plan change area can adequately be relied upon. I do not consider the 57 

dB Ldn noise boundary in Plan Change 5 is reliable in light of the additional data received and 

the comments from Mr Lloyd. The Council has therefore requested additional time to 

undertake modelling of the new data. 

 

After this memo was provided to the Panel, the Council commissioned Acousafe to 

undertake modelling of the new engine testing noise data. However, during this 

commissioning process, the NZDF advised that they were also undertaking modelling of the 

new data. On the 5 of March 2021 the Council received the updated engine testing noise 

contour dated accompanied with a report prepared by Tonkin and Taylor (Appendix 5a).  

The Panel was updated by Council about this process by Memorandum on 12 February 

2021. 
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This modelling has informed the Variation 1 land use methodology, adjusting the aircraft 

engine testing noise contours. The modelled aircraft testing noise contours and supporting 

documentation is provided in Appendix 5a.  Variation 1 responds to the outputs from the 

updated aircraft engine testing noise modelling and informs the land use controls that apply 

in the Whenuapai 3 Precinct.   

1.3 Purpose of Variation 1 

In response to the updated aircraft engine testing noise contours supplied by NZDF, the 

NPS-UD 2020, and findings of the technical reports commissioned after the PPC5 hearing 

was adjourned, Variation 1 seeks to enhance the outcomes sought by Plan Change 5.  

These outcomes are to: 

 

▪ ensure existing and future communities are protected from the adverse effects of 

aircraft engine testing noise 

▪ ensure operations at Whenuapai Airbase can continue in a safe and efficient manner 

while protecting the airbase from reverse sensitivity issues 

▪ ensure residential capacity is enabled 

▪ ensure infrastructure to support urban growth is enabled by the precinct provisions.   

 

To implement the latest information, amendments have been made to the PPC5 Precinct 

provisions, precinct plans, and the GIS zoning maps.  When integrated with PPC5, the plan 

change and Variation 1 will provide a robust policy and rule framework that will manage 

subdivision, development, and land use in the Whenuapai 3 Precinct. The draft proposed 

changes in zoning are in Appendix 1; and amendments to Whenuapai 3 Precinct 1 are in 

Appendix 2. Section 6 of this report provides an analysis of the draft proposed variation 

amendments.  

2. Statutory and Planning Context 

2.1 Resource Management Act 1991 
 

The Resource Management Act 1991 (RMA) provides a legislative framework for the 

sustainable management of natural and physical resources in New Zealand. The purpose of 

the RMA is to promote the sustainable management of natural and physical resources in a 

way, or at a rate, which enables people and communities to provide for their social, 

economic, and cultural wellbeing, and for their health and safety. 

 

The principles of the RMA are stated in sections 6, 7 and 8 of the Act. An assessment 

against Part 2 of the RMA is provided in the evaluation of objectives for each topic in Section 

7 of this report. 

 

Section 6 of the RMA contains the matters of national importance that are required to be 

recognised and provided for: 
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In achieving the purpose of this Act, all persons exercising functions and powers under it, in 

relation to managing the use, development, and protection of natural and physical resources, 

shall recognise and provide for the following matters of national importance: 

(a) the preservation of the natural character of the coastal environment (including the 

coastal marine area), wetlands, and lakes and rivers and their margins, and the 

protection of them from inappropriate subdivision, use, and development; 

(b) the protection of outstanding natural features and landscapes from inappropriate 

subdivision, use, and development; 

(c) the protection of areas of significant indigenous vegetation and significant habitats of 

indigenous fauna; 

(d) the maintenance and enhancement of public access to and along the coastal marine 

area, lakes, and rivers; 

(e) the relationship of Maori and their culture and traditions with their ancestral lands, 

water, sites, waahi tapu, and other taonga: 

(f) the protection of historic heritage from inappropriate subdivision, use, and 

development; 

(g) the protection of protected customary rights; 

(h) the management of significant risks from natural hazards. 

 

Sections 6(a), (d), (e), (f) and (h) are relevant considerations for PPC5 and are discussed in 

section 7 of the PPC5 section 32 report. These sections of the RMA are also relevant to 

Variation 1 and are discussed in section 7 of this report. 

 

Section 7 of the RMA contains other matters which shall be given particular regard to: 

 

In achieving the purpose of this Act, all persons exercising functions and powers under it, in 

relation to managing the use, development, and protection of natural and physical resources, 

shall have particular regard to— 

(a) kaitiakitanga: 

(aa)  the ethic of stewardship: 

(b) the efficient use and development of natural and physical resources: 

(ba)  the efficiency of the end use of energy: 

(c) the maintenance and enhancement of amenity values: 

(d) intrinsic values of ecosystems: 

(e)  [Repealed] 

(f) maintenance and enhancement of the quality of the environment: 

(g) any finite characteristics of natural and physical resources: 

(h) the protection of the habitat of trout and salmon: 

(i) the effects of climate change: 

(j) the benefits to be derived from the use and development of renewable energy. 

 

Of these matters, section 7(a), (aa), (b), (c), (f) and (i) are considered to have particular 

relevance to Variation 1. These sections of the RMA are relevant to Variation 1 and are 

discussed in section 7 of this report. 

 

The principles of the Treaty of Waitangi must also be taken into account under section 8 of 

the RMA.  Variation 1 does not alter the outcomes sough from PPC5, rather it seeks to 

update and better improve the policy and rule framework that will manage subdivision, land 

use and development in the Whenuapai 3 Precinct.  Consequently Variation 1 does not raise 

any new issues that have not previously been consulted upon with iwi as part of the 

development of PPC5.   
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Council continues to meet its RMA requirements by consulting with iwi on this draft of 

Variation 1. This includes written correspondence with the iwi and an opportunity to provide 

feedback on this draft Variation. Section 7.1 of this report describes the involvement of mana 

whenua in the development of Variation 1. 

2.2 Planning context 
 

The planning context is set out in the PPC5 section 32 report (sections 3 and 4) and is not 

repeated here. However, this section will provide an overview of the planning framework 

relevant to managing the effects on the environment in the context of Variation 1. The 

planning response in Variation 1 seeks to address matters raised with in submissions to 

PPC5, and is based on the latest information and data, with concurrent consideration of 

submissions made on PPC5.  

2.2.1 National Policy Statement on Urban Development 2020 

 

On the 23 July 2020 the National Policy Statement on Urban Development Capacity 2016 

(NPSUDC) was replaced by the National Policy Statement on Urban Development 2020 

(NPSUD 2020) which took effect on the 20 August 2020.  PPC5 predated the NPSUD. 

 

The NPSUD 2020 requires local authorities to provide sufficient development capacity 

enabled in locations that meet the diverse needs of communities and encourages well-

functioning, liveable urban environments. The NPSUD 2020 provides direction to ensure 

capacity is provided in response to demand and in accessible places. The Auckland Region 

is recognised under the NPSUD 2020 as a Tier 1 authority.   

 

The Ministry for the Environment Guidance Introductory Guide (July 2020) states in its 

“Table 3 Overview of timeline for implementing policies” (on page 13) that the NPSUD 2020 

Objectives apply immediately from commencement.  Part 41 of the NPSUD 2020 goes on to 

specify timeframes for implementing the NPSUD 2020 Policies, and none of those dates 

have arrived yet.  Consequently the following table addresses how Variation 1 addresses the 

NPSUD 2020 objectives (and refers to the NPSUD Policies where they are relevant) 

 

Table 1 below outlines the NPSUD 2020 Objectives and their relevance to Variation 1.   

 

Table 1 National Policy Statement on Urban Development 2020 Objectives 

Objective Summarised Objective How does Variation 1 implement the Objective 

 

1 Well functioning urban 

environment 

Policy 1 sets out how planning decisions will 

contribute to a well-functioning urban environment.  

Variation 1 gives effect to Policy 1 by enabling a 

variety of residential zones that are accessible to 

nearby business zones. Variation 1 also provides 

open space, natural spaces, access to transport 

infrastructure and other amenities. 

 
1 Page 30 Part 4:Timing of the Nation Policy Statement on Urban Development 2020 
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2 Housing affordability Variation 1 will enable approximately 5,710 residential 

units supporting the development capacity required for 

the region.  

3 Regional Policy 

Statements and District 

Plans enable more 

people to live in urban 

environments 

Auckland falls under a Tier 1 Authority category and is 

must to give effect to Policy 3 and 4. 

Variation 1 gives effect to policy 3(c) by establishing a 

Terrace Housing and Apartment Building Zone with a 

height variation control of 19m (6 stories) within a 

walkable distance from the boundary to the Westgate 

Metropolitan Area. The remainder of the plan change 

area meets Policy 3(d) where amenities are available.     

4 Changing urban 

environments 

Variation 1 gives effect to Policies (1), (2) and (3), 

Variation 1 is consistent with Policy 6. Further, the 

change from Future Urban Zone to a more enabling 

zone provides a changing urban environment.   

5 Planning decisions take 

into account the Treaty 

of Waitangi 

Variation 1 is prepared under the RMA and will meet 

the requirements of iwi and hapū involvement. PPC5 

and the Whenuapai Structure Plan, (that Variation 1 is 

based upon), has gone through iwi participation.  

6 Local authority decision 

making 

Objective 6 relates to the Councils decision making 

that affects the urban environments in regards to 

infrastructure, which are strategic over the long and 

medium term, and responsive to large proposals. The 

preparation of PPC5 is accompanied by technical 

reports setting out infrastructure requirements.  

 

Variation 1 seeks to enable a large area of land for 

urban development, but only if it is consistent with 

RPS Policy B2.4.2(6).  This policy requires the plan 

change area to infrastructure ready at the same time 

as residential intensification.  

  

7 Local authority 

information 

Variation 1 reflects this objective, as it incorporates 

new policy and technical information to inform the 

planning decision for PPC5 

8 Green house gasses and 

climate change 

Variation 1 contributes to this objective by supporting 

development along transport routes, and retains the 

provisions relating to the coastal edge in PPC5 

 

2.2.2 National Policy Statement – Fresh Water 

 

The National Policy Statement – Fresh Water (NPS-FW) is being responded to by all Council 

in New Zealand.  The Council response for Auckland is expected to meet the timeframes set 

by the NPS.  Consequently the NPS-FW is not applicable to Variation 1. 

 



 

13 
Draft Variation 1 to Proposed Plan Change 5 – Draft Section 32 Report 12 April 2021 

 

2.2.3 National Environmental Standard – Fresh Water 

 

The National Environmental Standard – Fresh Water (NES-FW) sets requirements for 

carrying out certain activities that pose risks to freshwater and freshwater ecosystems. 

Anyone carrying out these activities will need to comply with the standards.  It came into 

force on 3 September 2020 and applies to the Council’s regulatory functions. The NES-FW 

will apply to subdivision, land use and development once PPC% and Variation 1 are 

operative.   

2.2.4 Auckland Plan 2050 

 

The Auckland Plan 2050 is the Council’s key strategic document which sets out how the 

Council will address challenges relating to high population growth, shared prosperity, and 

environmental degradation. The Auckland Plan has been updated in June 2018, after the 

date that PPC5 was notified.  

 

A key component of the June 2018 Auckland Plan 2050 is the Development Strategy that 

sets out how future growth will be accommodated over the next 30 years. The Development 

Strategy builds on the quality compact urban form approach identified in the previous 

Auckland Plan 2012. The plan focuses on a multi-nodal model within the existing urban 

footprint with Albany, Westgate and Manukau being key nodes. It recognises Westgate as 

the centre for future urban development for Red Hills, Whenuapai and Kumeu-Huapai.  

Whenuapai Stage 1 (being the PPC5 area) is sequenced for development in 2018-2022.  

This is consistent with the Council’s Future Urban Land Supply Strategy 2017.  Variation 1 

contributes to achieving the outcomes identified in the Auckland Plan 2050.  

2.2.5 Future Urban Land Supply Strategy 2017 

 

The Future Urban Land Supply Strategy informs the Council’s infrastructure funding priorities 

and feeds directly into the Council’s long-term plans, annual plans, and other strategic 

documents.  The Council’s Future Urban Land Supply Strategy was refreshed in July 2017.  

It implements the Auckland Plan and contributes to giving effect to the NPSUD 2020.  The 

Strategy identifies a programme to sequence the enablement of future urban land over 30 

years. The strategy only relates to greenfield land, and plans for 20 years of land supply for 

housing at all times.  It also seeks to provide a seven-year average of unconstrained and 

development-ready land supply. Development-ready means land with an operative urban 

zoning that has infrastructure in place (such as transport and water infrastructure). 

 

Whenuapai Stage 1 (being the PPC5 area) is sequenced for development in 2018-2022.  

Variation 1 contributes to achieving the outcomes identified in the Future Urban Land Supply 

Strategy. 
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2.2.6 Auckland Unitary Plan (Operative in Part) 

 

The AUP (OP) comprises the regional policy statement (RPS), regional coastal plan, 

regional plan and district plan. The AUP (OP) provides the regulatory framework for 

managing Auckland’s natural and physical resources while enabling growth and 

development and protecting matters of national and regional importance.  PPC5 seeks to 

rezone Future Urban zoned land that is located within the Rural Urban Boundary.  This 

means that it has previously been determined (as part of the development of the AUP (OP) 

that Whenuapai is to be urbanised.   

 

Chapter B2 of the RPS contains provisions that promote a quality compact urban form in 

Auckland. Through Policy B2.2.2(7), the RPS also seeks to enable the rezoning of future 

urban land to accommodate growth to support a quality compact urban form, provide a 

range of housing and employment, and integrate with infrastructure provision. PPC5 built 

upon the structure plan undertaken, and now Variation 1 refines this further.  

 

There is direction in the RPS Policy B2.4.2(7) that seeks to manage reverse sensitivity 

effects from urban intensification on land with existing incompatible activities The RPS also 

seeks to protect infrastructure, which includes the Whenuapai Airbase, from reverse 

sensitivity effects caused by incompatible subdivision, use and development. Additionally, 

Policy B3.2.2(5) seeks to “ensure subdivision, use and development do not occur in a 

location or form that constrains the development, operation, maintenance and upgrading of 

existing and planned infrastructure”. This is recognised throughout the AUP (OP), including 

in Chapters D24 Aircraft Noise Overlay, E25 Noise and vibration, E26 Infrastructure, E38 

Subdivision – Urban and E39 Subdivision – Rural. 

 

Of particular relevance to Variation 1 are the provisions in the AUP (OP) relating to the 

transportation network, zoning of land and aircraft engine testing. The land affected by the 

Aircraft Engine Testing Noise Overlay in Variation 1 is the area of land south of the airbase, 

but north of Brigham Creek Road. Refer to Appendix 2 Whenuapai 1 Precinct 3 Plan 3.   

 

Provisions in D24 Aircraft Noise Overlay are discussed in section 3.1.1 of this report and in 

section 6.8.1 of the PPC5 section 32 report. 
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3. Problem definition  

3.1 Zoning amendments  

3.1.1 Problem definition - Aircraft engine testing noise at Whenuapai Airbase 
 

The PPC5 section 32 report contains a discussion about the issue of aircraft engine testing 

noise in section 6.8. The report identified adverse effects of aircraft and engine testing noise 

from Whenuapai Airbase (Designation 4310) on the health and wellbeing of existing and 

future residents outside the Airbase and in the plan change area as an issue.   

 

The purpose of Designation 4310 is as follows: 

 

Defence purposes (as defined by section 5 of the Defence Act 1990) – air base 

 

The following functions of the NZDF are also provided within the purpose of Designation 

4310 (emphasis added): 

 

i.  Defence Force command, land operations, sea operations, air operations, training, 

logistic support, ship berthing and docking, construction, repair, maintenance, munitions 

handling and storage, administration, and communication, and for the acquisition and 

improvement of the skills necessary for such functions; 

ii.  Resources, accommodation and facilities for these functions; 

iii.  Accommodation for members of the New Zealand Defence Force and any visiting force, 

training, recreational, welfare and medical facilities for them; 

iv.  Facilities for the storage of matériel, food and fuel, and the conservation and display of 

historic material; 

v.  Facilities for the construction, repair and maintenance of vessels, aircraft, vehicles 

and other equipment, including the vessels, aircraft, vehicles and equipment of forces of 

other nations; 

vi.  To provide for the rapid and efficient deployment of the New Zealand Defence Force; 

and 

vii.  Any other activity required in the delivery of New Zealand Defence Force outputs 

as described annually in the Departmental Forecast Report: New Zealand Defence 

Force. 

 

It is understood that NZDF’s aircraft requirements are unlike those of a commercial aircraft 

operator, and they will vary from week to week.  There will be periods of low activity and 

periods of higher activity, especially if there are deployments, preparation for military 

training, search and rescue or humanitarian requirements.  The engine testing is undertaken 

for the following active aircraft at Whenuapai Airbase:2 

 

▪ Boeing 757 

▪ Lockheed C-130H Hercules 

▪ Lockheed P-3K2 Orion (P3) 

▪ Kaman SH-2 Seasprite helicopter. 

 
2 Tokin & Taylor, 2021 Whenuapai Airbase – Engine Testing Noise Contours Plan Change 5 (section 5)  
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It is understood that noise levels from the Seasprite helicopter are significantly lower than 

noise from other aircraft, and this activity would not affect the overall predicted levels of 

engine testing noise. Therefore, noise from this aircraft has not been included in 

assessments to date. 

 

Variation 1 proposes to introduce new and updated aircraft engine testing noise boundaries 

and related zoning provisions in the Whenuapai 3 Precinct.  These would apply to 

subdivision, land use and development outside the boundary of the Airbase.  They would 

address any adverse effects on activities sensitive to aircraft engine testing noise in the plan 

change area. 

 

Designation 4310 

In April 2019 the Neil Group filed Declaration proceedings in the Environment Court, seeking 

to established that all noise from aircraft at the Whenuapai airbase (including engine testing 

noise) has to comply with the noise conditions in Designation 4310. The Environment Court 

issued its Declaration in September 2019.  The Environment Court Declaration recognises 

that the testing of aircraft engines is a regular part of operations at Whenuapai Airbase and 

that it is necessary for maintenance, testing and training purposes.  The Court declared that 

the designation applies to all noise generated from aircraft operations at the airbase, 

including engine testing noise. The result of this decision was that not all aircraft operations 

at the airbase can contain their noise effects within the designation boundaries and air noise 

contours. The effect of the declaration is that engine testing at the airbase has the potential 

to not meet the designation conditions, and therefore not comply with the RMA.   

 

The Certificate issued by the Minister of Defence following the Declaration states that 

national security would be compromised if engine testing practices were not able to be 

undertaken, and that would preclude military and other operations.  Consequently the 

certificate exempts aircraft engine testing at Whenuapai Airbase from the RMA. 

 

Land within Designation 4310 also within Whenuapai 3 Precinct 

There is an area of land within the Whenuapai Airbase designation, which PPC5 proposed to 

be zoned as Light Industrial.  NZDF advises that this land is used for Airbase purposes and 

is unlikely to ever be developed for light industrial activity. Variation 1 proposes to amend the 

zoning of the land within the airbase that is in Whenuapai 3 Precinct to be consistent with the 

remainder of Whenuapai Airbase designation being Special Purpose Zone.  

 

Chapter D24 Aircraft Noise Overlay 

Chapter D24 Aircraft Noise Overlay manages the subdivision of land and location of 

activities sensitive to aircraft noise in areas of high cumulative noise around the region’s 

airports and airfields. This is done so that the continued operation of the airports and airfields 

is not compromised, and reverse sensitivity issues are addressed. 

 

The PPC5 noise contours do not reflect the most up to date engine testing data from NZDF. 

Variation 1 seeks to enhance the PPC5 provisions by responding to the new information. 
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3.1.3 Problem definition - National Policy Statement Urban Development 2020  

 

On the 20 August 2020 the National Policy Statement on Urban Development 2020 came 

into force. The NPS-UD 2020 replaces the National Policy Statement Urban Development 

Capacity 2016, and it is a requirement for any changes to the Regional Policy Statement or 

District Plans to give effect to the NPSUD 2020 objectives.  The NPSUD 2020 requires 

Councils to plan for a well-functioning urban environment for all people, communities, and 

future generations. 

 

As outlined in section 2.2.1 of this report, PPC5 predated the NPSUD 2020. Variation 1 has 

responded to the NPS-UD 2020 in Section 7 below, by apply a zoning response that is both 

consistent with the AUP (OP) RPS and the objectives and (where relevant) policies of the 

NPSUD 2020.   

 

3.1.4 Problem definition – Land for the purpose of Open Space – Sport and Active 

Recreation Zone. 

 

Two areas of land have now been obtained by Auckland Council and are proposed to be 

zoned Open Space – Sport and Active Recreation Zone. The areas sites are: 

 

▪ approximately 16 hectares of the PPC5 area for the land at 161 and 167 Brigham 

Creek Road Whenuapai 0618; and 

▪ approximately 4 hectares of the PPC5 area for the land at 92 and 94A Trig Road.  

 

The land at 161 and 167 Brigham Creek Road was previously owned by the New Zealand 

Transport Agency (NZTA).  A land agreement between Council and NZTA was completed 

after the notification of the PPC5 (Refer to Appendix 7). The agreement included the 

acquisition of the land for another ‘public work’ namely recreation purposes. The land 

agreement was concluded, and Variation 1 seeks to rezone the land to Open Space – Sport 

and Active Recreation. 

 

For the land at 92 and 94A Trig Road, PPC5 identified this land as ‘Indicative Open Space’. 

Since PPC5 was adjourned, this site along with two others (outside the PPC5 boundary) 

have been purchased by the Council for Open Space Purposes. As the Council now owns 

the land, it is considered appropriate for Variation 1 to zone the land that is within the PPC5 

Precinct boundary to be Open Space – Sport and Active recreation.  

 

It is intended that this area of open space will contribute to meeting the recreational needs of 

the Upper-Harbour and Henderson Massey Local Board areas, and it is also anticipated to 

be of benefit to the recreational needs of the greater north-west area.  

 

3.1.5 Problem definition – 86 Hobsonville Road  

 

The western portion of the site at 86 Hobsonville Road was included in PPC5, and it is 

proposed in Variation 1 to be Mixed Housing Urban.  Since the adjournment of the PPC5 

hearings, the site at 84 Hobsonville Road has been subdivided.  This subdivision leaves a 
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small portion of the land west of that Open Space zoned land and this is zoned as Light 

Industry. This portion of land is approximately 7714 square metres and is located outside the 

Precinct boundary of the PPC5 Whenuapai 3 Precinct.  This portion of land is illustrated in 

Figure 2 below. 

 

 
Figure 2 Land at 86 Hobsonville Road, Whenuapai 

 

The landowner of 86 Hobsonville Road has raised the possibility of having this eastern 

portion (outlined in Figure 2 above) of land that has an operative Light Industry Zoning to be 

included in PPC5 by variation.  Consequently this portion of land is proposed to be rezoned 

Mixed housing Urban zone and the boundary of the Whenuapai 3 Precinct is proposed to be 

extended to include this portion of land.  This will lead to an integrated resource 

management outcome for the anticipated residential development west of the Open Space 

zoning for 84 Hobsonville Road.   

 

It is proposed to amend the boundary of the Whenuapai 3 Precinct to include this portion of 

Light Industry zoned land at 86 Hobsonville Road. This rezoning will allow for the portion of 

land to be developed in an integrated manner with the adjacent residential zoned land. 

Direction 4 of PPC5 identified areas that were out of scope of being included in PPC5. The 

reasons for these areas of land not being included in PPC5 was they were outside the area 

that could be serviced by Watercare Services Limited. As this section of land has available 

infrastructure, it is considered appropriate to include 86 Hobsonville Road in Variation 1. 
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3.2 Transport Provisions  
 

Since the adjournment of the PPC5 Hearings, further information has come forward on: 

• The roading layout in PPC5 

• Infrastructure funding for roading. 

3.2.1 Problem Definition – Roading alignment  
 

Variation 1 proposes to make amendments to the roading layout proposed in PPC5, as a 

change in understanding of the roading network has meant that amendments are relevant 

and required. These amendments are: 

a) Deletion of the realignment of the Trig Road arterial that intersects with Hobsonville 

Road and Luckens Roads. Additional consequential amendments to the indicative 

collector roads that intersect with the realigned Trig Road 

b) Deletion of the collector road and realignment of the collector road abutting NZDF 

Designation 4310 

c) Amendment to the indicative collector roads that will be affected by the rezoning of 

land for Open Space – Sport and Active Recreation Zone at 161 and 167 Brigham 

Creek Road.   

 

Trig Road Arterial Alignment 

 

PPC5 included the realignment of the existing Trig Road and its intersection with Hobsonville 

Road to be relocated east, and by doing so forming a crossroads intersection with 

Hobsonville Road and Luckens Road.  The upgrade of Trig Road (that portion of the road 

south of State Highway 18) to arterial road status is identified to be funded by the Housing 

Infrastructure Fund.  Consequently the Supporting Growth Alliance has undertaken further 

assessments of this proposed realignment, and concluded that given the geological 

constraints with the proposed alignment (a substantial gully system that would need over 

100,000 cubic metres of fill) that the realignment will not proceed.   

 

This means that the existing alignment of Trig Road is proposed to be upgraded to arterial 

road status.  Consequently, the proposed realignment of Trig Road on 16.10.2 Whenuapai 3 

Precinct Plan 2 requires deletion and the existing Trig Road be annotated as a “Proposed 

upgrade of existing arterial road”, and the arterial road annotation added to the Controls 

section of the GIS Maps.  

 

Indicative Collector Road on NZDF Designation 4310 Boundary 

 

The collector road that is located along the NZDF Whenuapai Airbase Designation boundary 

(east of Brigham Creek Road) is proposed to be deleted and the collector road realigned. 

The land within the NZDF Whenuapai Airbase Designation 4310 was previously proposed in 

PPC 5 to be zoned Light Industry.  This land is now proposed in Variation 1 to be rezoned as 

Special Purpose Zone.  As a consequence of this, the Indicative Collector Road that was to 

provide access to the NZDF land is no longer required and is proposed to be deleted and 

realigned.  This is depicted in Figure 3 below. 
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Figure 3 Location of the proposed deletion of the Indicative Collector Road. 

161 and 167 Brigham Creek Road 

 

Section 3.1.4 of this report discusses the amendments to the zoning for the land at 161 and 

167 Brigham Creek Road.  This has been purchased by Council for Auckland’s open space 

requirements. PPC5 notified an indicative collector road that traverses across these sites 

from Brigham Creek Road to Trig Road. The collector roads that are encompassed by 

Brigham Creek Road, Trig Road and State Highway 18 are realigned in response to the 

change in land-use.  The open space purposes would not be achieved if the road severed 

the majority of the developable re-zoned open space land.   

3.3 Aircraft engine testing noise contours  
 

After the hearing on PPC5 was adjourned, the Council commissioned Acousafe to undertake 

modelling of the new additional aircraft engine testing data provided by NZDF at the time of 

the hearing. However, during this process, the NZDF advised that they had engaged 

AECOM to undertake modelling of the new data.  This has occurred and Acousafe 

subsequently provided input into the AECOM modelling process and peer reviewed the 

AECOM report. This avoided duplication of analysis. In addition to the new data that was 

provided by the NZDF, AECOM received further information from the NZDF which enabled a 

more detailed analysis of the data to be undertaken, be checked for accuracy and adjusted 

as required.  

 

On the 5 of March 2021, the Council received the Whenuapai Airbase – Engine Testing 

Noise Contours report prepared by Tonkin & Taylor (Appendix 5a) which contained updated 

aircraft engine testing noise contours from NZDF. These noise contours in Variation 1 now 

reflect the most up to date aircraft engine testing data from the NZDF.  
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The new aircraft engine testing noise contours are now reduced in size, consequentially the 

area of land that was originally affected is smaller and in a different location to PPC5. The 

report supplied by NZDF concludes that based on the engine testing data from a seven-day 

period that was modelled using computer software, the aircraft engine testing contours are 

now located as depicted in Appendix 5a. The report also allows for changes in the use of the 

Whenuapai Airbase over time.  To provide for this, the model has applied the time spent 

each at each power setting to increase by a factor of 20%.  

 

Even though the aircraft engine testing noise contours were a matter considered in PPC5, 

the new contours now apply to different sites that were not previously subject to the 

contours. This means that landowners who are now affected by these contours are provided 

provided the opportunity to make a submission on Variation1. 

 

Variation 1 includes the new noise contours and, as a consequence, the zoning underneath 

the contours has been adjusted.  The land outside the 65 dba contour has been proposed to 

be zoned as Single House Zone, as shown in the zoning map at Appendix 1.   

 

3.4 Network Discharge Consent 

3.4.1 Problem Definition – Network Discharge Consent  
 

The Network Discharge Consent (NDC) was introduced by the Council’s Healthy Waters 

department to provide a clear process and requirements for stormwater discharge 

throughout the Auckland region. The NDC public notification and hearings process was 

completed and the NDC was granted in April 2019 and was appealed to the Environment 

Court. Following mediation with different parties, the Environment Court issued a consent 

order in October 2019.   

 

As the NDC was granted after the adjournment of the PPC5 hearing, it has yet to be 

introduced or integrated into the Whenupai 3 Precinct 1 provisions. The proposed PPC5 

provisions relating to stormwater are now out of date and not consistent with the NDC. It is 

proposed that the provisions relating to stormwater are amended to give effect to the NDC. 
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4 Proposed Plan Change 5 Variation 1 Options Analysis 
 

The objectives of Variation 1 are the same as the objectives of Proposed Plan Change 5. 

The purpose of Variation 1 is to provide amendments to PPC5 as new information has been 

received. The amendments in Variation 1 seek to ensure that PPC5 is the most effective and 

efficient mechanism for meeting the objectives of the plan change.    

 

In accordance with section 32(1)(b)(i), the following options were considered in the 

development of Proposed Variation 1: 

 

Option 1: Do nothing – continue the PPC5 process without a variation. This would mean a 

process of reconvening the adjourned hearing, closing reply by the Council and decision on 

PPC5.  

 

Option 2: Partial withdrawal of PPC5 – withdraw the residential areas north of State 

Highway 18 affected by aircraft engine testing noise and continue the PPC5 process for land 

proposed to be zoned Light Industry located along Brigham Creek Road and the residential 

land south of State Highway 18. When there is greater certainty, initiate a new plan change 

for the land north of State Highway 18. 

 

Option 3: Initiate a variation to rezone land affected by aircraft engine testing noise to 

Business – Mixed Use if the site is directly affected by the 65 Ldn contour or is contiguous to 

a site that is directly affected by the 65 Ldn contour. Sites that are within the 57 Ldn will be 

zoned Residential.  Option 3 also includes amendments to other parts of PPC5 where new 

information has been received and responds to the NPS-UD.  .   

 

Option 4: Initiate a variation to rezone land affected by aircraft engine testing to Light 

Industry if the site is directly affected by the 65 Ldn contour or is contiguous to a site that is 

directly affected by the 65 Ldn contour. Sites that are within the 57 Ldn are zoned a 

residential zone. This option avoids zoning residential land adjacent to or contiguous with 

Light Industry land. Option 4 will also include amendments to other parts of PPC5 where 

new information has been received and responds to the NPS-UD. 

 

An analysis of the above options is provided in Table  below. 
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Table 2: Proposed Variation 1 options analysis 

Options Costs Benefits Risks and implications 

Option 1: Do nothing – continue PPC5 

process without a variation.  

 

▪ In light of new engine testing noise 

data provided by the NZDF, the 

proposed planning response to the 

PPC5 aircraft engine testing noise 

issue is no longer appropriate. 

▪ The aircraft engine testing noise 

boundaries as notified in PPC5 do 

not align with the most up to date 

aircraft engine testing noise 

boundaries provided by the NZDF. 

▪ Current aircraft engine testing noise 

effects at the Whenuapai Airbase 

are not adequately addressed in 

accordance with Chapter D24 

Aircraft Noise Overlay, as the PPC5 

zoning remains based on the 

aircraft engine testing noise 

boundaries in earlier noise 

modelling reports. 

▪ The approach does not take into 

account the Whenuapai Airbase’s 

future operational scenario that has 

now been modelled.  

 

▪ A decision on PPC5 may be made 

sooner than if a variation were 

initiated. 

▪ Zoning will provide for a mix of 

residential densities and 

employment land. 

▪ Zoning will support the ability to 

provide a future rapid transit 

network along SH18. 

▪ The Whenuapai 3 Precinct 

provisions will enable subdivision, 

land use and development. 

 

▪ The approach does achieve the 

objectives of PPC53 and is made 

inconsistent with the RPS4 as new 

aircraft engine testing noise contour 

information makes this option 

outdated. 

▪ Proceeding with PPC5 will put the 

aircraft engine testing noise 

contours in an inaccurate location 

that does not reflect the newly 

modelled environmental effects. 

Option 1 could mean unreasonable 

levels of constraint on landowners’ 

who are potentially not affected by 

aircraft engine testing noise. 

▪ This option does not respond to the 

NPS-UD 2020  

Option 2: Partial withdrawal of PPC5 – 

withdraw the residential areas north of 

State Highway 18 and continue the 

PPC5 process for land proposed to be 

zoned Light Industry along Brigham 

Creek Road and residential land south of 

State Highway 18. Continue working 

▪ Residential land north of State 

Highway 18 is not released in 

accordance with the Future Urban 

Land Supply Strategy (Whenuapai 

Stage 1 scheduled for 2018-2022). 

▪ Delay in zoning some land in 

Whenuapai for housing. 

▪ A more comprehensive planning 

exercise can be undertaken with 

greater certainty of the aircraft 

engine testing noise environment. 

▪ Delay in rezoning land north of 

State Highway 18 could enable 

further discussions between the 

 

 
3 Objectives I616.2 (1), (12) and (13) (as at 23 August 2018) 
4 Objective B3.2(6) 
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Options Costs Benefits Risks and implications 

with the NZDF to gain more certainty 

about the future noise environment in 

Whenuapai.   

Council, landowners and the NZDF 

about how to best manage the 

effects of aircraft engine testing 

noise on subdivision, land use and 

development.  

 

Option 3: Initiate a variation to rezone 

land affected by aircraft engine testing 

noise to Business – Mixed Use if the site 

is directly affected by the 65 Ldn contour 

or is contiguous to a site that is directly 

affected by the 65 Ldn contour. Sites 

that are within the 57 Ldn and not 

contiguous to a site affected by the 65 

Ldn be zoned Mixed Housing Suburban. 

Option 3 will also include amendments 

to other parts of PPC5 as new 

information has been received and 

would respond to the NPS-UD.   

 ▪ This option provides flexibility for 

land owners to develop land that 

may be affected by aircraft engine 

testing noise, and deliver housing 

supply and business activities. 

▪ It allows the Council to assess 

noise effects as part of assessment 

of resource consent applications.  It 

ensures that activities that are 

sensitive to aircraft engine testing 

noise are avoided on land that is 

located under the 65 Ldn area. This 

option allows for other changes to 

be made that are consistent with 

the most up to date data and 

information.  

▪ This option meets the objective of 

the plan change and the objectives 

of the precinct.   

 

 

Option 4: Initiate a variation to rezone 

land affected by aircraft engine testing 

noise to Light industry if the site or part 

of the site is directly affected by the 65 

Ldn contour. Sites that are within the 57 

Ldn are zoned a residential zone.  

 

Option 4 will also include amendments 

to other parts of the PPC5 Precinct as 

 ▪ This option provides greater 

certainty for land development, and 

the delivery of housing supply and 

light industrial activities. It also 

allows Auckland Council to provide 

the level of Open Space required 

for the region. 

▪ It allows the Council to assess 

aircraft engine testing noise effects 

at the resource consent application 

 

 

 

 

 



 

25 
Draft Variation 1 to Proposed Plan Change 5 – Draft Section 32 Report 12 April 2021 

 

Options Costs Benefits Risks and implications 

new information has been received and 

it also responds to the NPS-UD. 

 

 

stage.  It ensures activities that 

activities that are sensitive to 

aircraft noise are avoided on land 

that is zoned and lies under the 65 

Ldn contours. 

▪ This option allows for other 

changes to be made that are 

consistent with the most up to date 

data and information.  

▪ This option meets the objective of 

the plan change and the objectives 

of the precinct.   

 

 

Option 4 is the preferred option.  Option 4 provides the highest level of certainty using the most up to date data and information to rezone the 

land and improve the policy and rule framework for the Whenuapai Precinct 3.  

 

Option 4 will protect the Whenuapai Airbase from reverse sensitivity and will protect activities sensitive to aircraft engine testing noise. It 

enables landowners to achieve sustainable land development outcomes.  

 

It is considered that Option 4 is the most appropriate way to achieve the objectives of PPC5. 
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5 Objectives 

Variation 1 does not propose new objectives to be included in the Proposed Whenuapai 3 

Precinct. It does however make an amendment to objective I616.2(7)5 and (13)6. Section 7 

of this report provides an assessment of the proposed provisions of Variation 1 against the 

relevant Whenuapai 3 Precinct objectives and the purpose of PPC5 which is stated in 

section 1.3 of this report. For completeness, the relevant objectives of Variation 1 are listed 

in section 7 of this report7. 

 

The objectives are assessed in section 7 of the PPC5 section 32 report in accordance with 

section 32(1)(a) of the RMA. The objectives have had some amendments recommended to 

them in response to the assessment of submissions.  These are discussed in the section 

42A report dated 12 April 2018 and the addendum report dated 30 April 2018 in accordance 

with section 32AA of the RMA. 

 

Table 3 PPC5 Objectives 

Whenuapai 3 Precinct Objectives 

 

(1) Subdivision, use and development in the Whenuapai 3 Precinct is undertaken in a 

comprehensive and integrated way to provide for a compatible mix of residential living and 

employment opportunities while recognising the ongoing operation and strategic importance of 

Whenuapai Airbase.  

 

(2) Subdivision, use and development achieves a well-connected, safe and healthy environment for 

living and working with an emphasis on the public realm including parks, roads, walkways and 

the natural environment.  

 

Integration of Subdivision and Development with the Provision of Infrastructure 

(3) Subdivision and development does not occur in advance of the availability of transport 

infrastructure, including regional and local transport infrastructure. 

 

(4) The adverse effects, including cumulative effects, of subdivision and development on 

infrastructure are managed to meet the foreseeable needs of the Whenuapai 3 Precinct area, 

including through the provision of new and upgraded infrastructure.  

 

(5) Subdivision and development does not occur in a way that compromises the ability to provide 

efficient and effective infrastructure networks within the Whenuapai 3 Precinct area and the 

wider network.  

Transport 

(6) Subdivision and development implements the transport network connections and elements as 

shown on Whenuapai 3 Precinct Plan 2 and takes into account the regional and local transport 

network. 

 

Development in the Neighbourhood Centre Zone 

(7) Development in the Neighbourhood Centre Zone: 

(a) is coordinated and comprehensive; 

 
5 Objective I616.2(7) has been amended as a consequence of the amendments to the Trig Road 
realignment being remove.  
6 Objective I616.2(13) has been amended to reflect the definition of ‘activities sensitive to aircraft 
noise’ 
7 The I616.2 objectives have been amended through the PPC5 process, these amendments are 
illustrated in Appendix 2  
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(b) has active frontages facing Hobsonville Road; and 

(c) promotes pedestrian linkages. 

 

(8) Through subdivision, use and development, implement a stormwater management approach 

that: 

(a) is integrated across developments; 

(b) avoids new flood risk; 

(c) mitigates existing flood risk; 

(d) protects and enhances the ecological values of the receiving environment;  

(e) seeks to mimic and protect natural processes;  

(f) integrates with, but does not compromise the operation of, the public open space network.; 

and 

(g) minimises the attraction of birds that could become a hazard to aircraft operating at 

Whenuapai Airbase.  

 

Coastal Erosion Risk 

(9) New development does not occur in areas identified as subject to coastal erosion, taking into 

account the likely long-term effects of climate change. 

 

Biodiversity 

(10) Subdivision, use and development enhance the coastal environment, biodiversity, water quality, 

and ecosystem services of the precinct, the Waiarohia and the Wallace Inlets, and their 

tributaries. 

 

Open Space 

(11) Subdivision, use and development enable the provision of a high quality and safe public open 

space network that integrates stormwater management, ecological, amenity, and recreation 

values. 

 

Effects on Whenuapai Airbase 

(12) The effects of subdivision, use and development on the operation and activities of Whenuapai 

Airbase are avoided, as far as practicable or otherwise remedied or mitigated.  

 

Aircraft Engine Testing Noise 

(13) The adverse effects of aircraft engine testing noise on activities sensitive to aircraft noise are 

avoided, remedied or mitigated at the receiving environment. 
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6 Assessment of provisions in Variation 1 
 

Table 3 below outlines the amendments and issue statements for the amendments proposed 

in Variation 1. For the remainder of the provisions, the PPC5 section 32 report and any 

corresponding section 42a amendments and / or recommendations are still applicable.  

 

A summary of the proposed provisions is provided below:  

• Response to the PPC 5 engine testing noise contours have been updated by the 

Minister of Defence  

• National Policy Statement Urban Development 2020 (NPSUD2020) Objectives and 

Policies coming into force 

• Further information has come forward about other aspects of the plan change 

relating to: 

o Updated precinct provisions to be consistent with the Regional Network 

Discharge Consent  

o Change in land use at 86 Hobsonville Road, which includes a plan change 

boundary adjustment 

o Acquisition of land for Open Space purposes at 92 and 94A Trig Road, 161 

and 167 Brigham Creek Road  

o Rezoning of the land that is located within both the Whenuapai Airbase 

designation 4310 which is within the proposed Whenuapai Precinct 3  

o Trig Road Arterial Road Realignment 

o Transport provisions and precinct amendments to the indicative collector 

roads to reflect the changes:  

▪ Change in zoning in the PPC5 area, 

▪ Open Space acquisitions  

 

The proposed zoning map is shown in Appendix 1.  

 

Variation 1’s full text amendments to the Whenuapai 3 Precinct are provided in Appendix 2.  

Variation 1 amendments are in red.   

 

Blue amendments in strikethrough and underlined have been previously included in the 

Council’s response to the Hearing Panel’s Second Direction (as at 23 August 2018).  These 

are included to assist readers of Variation 1 to understand how the Variation 1 amendments 

integrate with the amendments previously recommended by Council.   

 

The amendments listed above are based on updated information.  It is considered that these 

amendments also seek to ensure that Whenuapai Precinct 3 has clarity and certainty. 
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6.2 Risk assessment 
 

In light of the new aircraft engine testing noise data that was provided by the NZDF and the 

subsequent modelling that was undertaken, it is appropriate to initiate a variation to PPC5.  

This will ensure that the effects of aircraft engine testing noise are adequately addressed, 

and the Whenuapai 3 Precinct provisions are based on the most robust information 

available.  

 

The risk of not acting by continuing with the PPC5 process without a variation outweighs any 

risks relating to future operations at Whenuapai Airbase and the amenity values experienced 

by residential dwellers in Whenuapai 3 Precinct. Further, with the new NZDF information 

available, there is sufficient information to make zoning decisions with certainty. It is 

considered that the risk of acting is less than not acting.   

6.3 Proposed Plan Change 5 Variation 1  
 

Variation 1 relies on the PPC5 policies, rules and standards other than those relating to 

aircraft engine testing noise, infrastructure, transport and open space. 

6.3.1 Zoning and Boundary amendments   
 

Proposed zoning amendments to Whenuapai 3 Precinct 

The new aircraft engine testing noise data has resulted in the following zoning amendments: 

• The area of land within the 65 Ldn noise contour or are contiguous with a site that is 

affected by the 65 Ldn contour is proposed to be zoned Business – Light Industrial 

Zone.  

• The area of land that are in the 57 Ldn noise contour are to be zoned Residential – 

Single House Zone  

• For residential areas outside of the noise contour boundaries, these sites have been 

up zoned to a minimum of Residential - Mixed Housing Urban Zone. 

 

Explanation: For the land that is located under the 65 Ldn noise contour, it is a prohibited 

activity to establish any new activities that are sensitive to aircraft engine testing noise. 

This is directed by Chapter D24 Aircraft Noise Overlay. The purpose of this is to ensure 

that the airbase is protected from reverse sensitivity issues. Therefore, is it considered 

more effective to zone this area Light Industry. 

 

As the 65 Ldn only affects a small number of sites, there is a risk of ‘spot’ zoning this 

area of land, and creating an island of Light Industry surrounded by residential land.  

 

Sites that are outside of the 65 Ldn and are affected by the 57 Ldn, these sites are to be 

zoned Residential – Single House Zone. This is consistent with policy D24.3.(3)(a) in 

Chapter D24. Aircraft Noise Overlay, which states: 

 

“(3) Avoid establishing residential and other activities sensitive to aircraft noise at:  

(a) airports/airfields except for Auckland International Airport: within the area 

between the 55dB Ldn and 65dB Ldn noise contours, unless the effects 

can be adequately remedied or mitigated through restrictions on the 
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numbers of people to be accommodated through zoning and density 

mechanisms and the acoustic treatment (including mechanical 

ventilation) of buildings containing activities sensitive to aircraft noise 

excluding land designated for defence purposes;”         

 

 

PPC5 proposed Single House Zone, and Variation 1 maintains this approach. Policy 

D24.3.(3)(a) does not direct the zoning under this part of the overlay to be single house, 

but through limiting the number of people and acoustic treatment the effects of aircraft 

engine testing noise are mitigated.  The land that is located within the airbase that was 

included in PPC5 to be zoned light industrial. These parcels of land are to be zoned 

Special Purpose Zone. This will make the zoning of these parcels to be consistent with 

the zoning of the airbase.   

 

Zoning amendments to give effect to the NPS-UD 2020 are 

• Height variation control of 19m to enable development to 6 six stories for areas that 

are considered walkable distance to/from: 

a. Westgate Metropolitan Centre; and  

b. A future planned rapid transport stop on State Highway 18 off Clarks Lane. 

• The sites adjacent to this walkable catchment have been zoned Terraced Housing 

and Apartment Buildings Zone (THAB).  

• Sites that along Hobsonville Road from Westgate are to be zoned THAB.  

• Mixed Housing Urban for the area of land recently subdivided at Makete Crescent 

and Waipana Street. 

• For areas that do not meet the NPS-UD Policy (3) criteria, these areas will be zoned 

Residential – Mixed Housing Urban if the site is not affected by an environmental 

constraint or are not indicated for business land use.   

 

Explanation: The NPS-UD 2020 Policy 3 states: 

 “Policy 3: In relation to tier 1 urban environments, regional policy statements 

and district plans enable: 

(a) in city centre zones, building heights and density of urban form to realise 

as much 

development capacity as possible, to maximise benefits of intensification; and 

 

(b) in metropolitan centre zones, building heights and density of urban form to 

reflect demand for housing and business use in those locations, and in all 

cases building heights of at least 6 storeys; and 

(c) building heights of least 6 storeys within at least a walkable catchment of 

the following: 

(i) existing and planned rapid transit stops 

(ii) the edge of city centre zones 

(iii) the edge of metropolitan centre zones; and 

(d) in all other locations in the tier 1 urban environment, building heights and 

density of urban form commensurate with the greater of: 
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(i) the level of accessibility by existing or planned active or public 

transport to a range of commercial activities and community 

services;  

(ii) or relative demand for housing and business use in that 

location.”8 

 

The Auckland region is categorised as tier 1 under the NPS-UD and therefore Policy 3 

needs to be taken into consideration. Sites that are proposed to have a height variation 

control (“HVC”) to enable a height of 19m (6 stories), are considered to be within a 

walkable distance to either the Westgate metropolitan area or the future planned rapid 

transport network on State Highway 18. The sites that are immediately adjacent to the 

HVC have been zoned to THAB.  

 

The exemption to the 19m HVC is based upon the sites at Waipana Street and Markete 

Crescent being recent subdivided. For this area to not be zoned up to 6 stories, the 

Council must demonstrate that the area meets part 3.32(1)(h) of the NPS-UD, which 

states: 

 

 “3.32 Qualifying matters 

 (1) In this National Policy Statement, qualifying matter means any of the following: 

  … 

(h) any other matter that makes high density development as directed by Policy 3 

inappropriate in an area, but only if the requirements of clause 3.33(3) are 

met.” 

 

Clause 3.33(3) of the NPS-UD states: 

 

 “3.33 Requirements if qualifying matter applies 

 (3) A matter is not a qualifying matter under clause 3.32(1)(h) in relation to an area 

unless the evaluation report also: 

(a) identifies the specific characteristic that makes the level of development 

directed by Policy 3 inappropriate in the area, and justifies why that is 

inappropriate in light of the national significance of urban development and 

the objectives of this National Policy Statement; and 

(b) includes a site-specific analysis that: 

(i) identifies the site to which the matter relates; and  

(ii) evaluates the specific characteristics on a site-specific basis to determine 

the spatial extent where intensification needs to be compatible with the 

specific matter; and  

(iii) evaluates an appropriate range of options to achieve the greatest heights 

and densities directed by Policy 3, while managing the specific 

characteristics.” 

 

 
8 Nation Policy Statement for Urban Development 2020 Policy 3 
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These sites have recently been subdivided and there are now multiple owners. This is 

considered to be a specific characteristic that makes the level of development identified in 

Policy 3 inappropriate in this area. Any consented building is required to have a minimum life 

span of 50 years under the building code, of which exceeds the 30 year long term period as 

identified by the NPS-UD. Council has yet to be able to develop any development capacity 

figures, so it is difficult to determine the effects on the zoning pattern that these figures will 

have. It is also considered that these sites are discrete and if the additional housing was 

constructed, it would have a minimal effect on the total development capacity. 

 

This approach could be considered a region wide issue; however Council has not responded 

to the NPS-UD 2020 for the region yet and a consistent approach to this matter will be 

applied then.    

 

This approach applies to all sites located on Markete Crescent and Waipana Street (refer to 

Appendix 1) and it is considered that this is the best option for managing this specific 

circumstance. 

 

For the sites located directly north of Hobsonville road, the requirement under Policy 3 of the 

NPS-UD coupled with the RPS policy B2.4.2(2) means this area of land is to be zoned 

THAB. This is based upon the accessibility to the public transport network along Hobsonville 

Road. Policy B2.4.2(2) states: 

 

“B2.4.2 Policies 

… 

(2) Enable higher residential intensities in areas closest to centres, the public 

transport network, large social facilities, education facilities, tertiary 

education facilities, healthcare facilities and existing or proposed open 

space.”   

 

Therefore it is considered appropriate to zone these areas as THAB, and the sites that do 

not have this level of access to public transport to Mixed Housing Urban. The sites to be 

zoned Mixed Housing Urban are considered to be at a moderate distance to the public 

transport network. This is consistent with policy B2.4.2(3). Which states: 

 

  “B2.4.2 Policies: 

  … 

 (3) Provide for medium residential intensities in area that are within 

moderate walking distance to centres, public transport, social facilities and 

open space.”  

 

Variation 1 also proposes to increase the density for sites that are consistent with NPS-UD 

policy (3)(d) and the RPS policy B2.4.1(3) along Hobsonvile Road. 

 

Zoning amendments for Open Space - Sport and Active Recreation: 

• Land at 161 Brigham Creek Road, Whenuapai 

• Land at 92 and 94A Trig Road, Whenuapai 
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Explanation: Variation 1 seeks to amend approximately 16 ha of the PPC5 area for the land 

at 161 and 168 Brigham Creek Road Whenuapai 0618, and 4ha area of land at 92 and 94A 

Trig Road for open space purposes. 

 

The reasons for this amendment are that part of the State Highway 1 and 16 improvements 

utilising land around Constellation Drive. These included sections of Northshore United 

Hockey Club land, which were acquired by Waka Kotahi, which consequentially meant a 

relocation of this facility.  

 

The land at 161 and 168 Brigham Creek Road was owned by Waka Kotahi and an 

agreement between Council and the authority was undertaken (Please refer to Appendix 6). 

The agreement included the acquisition of the land for another ‘public work’ namely 

recreation sports purposes. The land agreement was completed and Variation 1 proposes to 

zone the land to Open Space – Sport and Recreation. These sites were zoned Single House 

in the PPC5. 

 

This acquisition was completed after the notification of PPC5 and the hearing of 

submissions. This sequence of events  provides the reasons for departing from the 

Whenuapai structure plan to include this area for open space, and the regional sports 

purpose that the land will have for servicing the residents. It is intended that this open space 

will meet the recreational need of the Upper-Harbour and Henderson Massey Local Board 

areas, and there is also expected to be benefit in the greater Auckland region.   

 

The land at 92 and 94A Trig Road, Whenuapai 0618 the land has been purchased by the 

Council for open space purposes. Variation 1 proposes to zone this site Open Space – Sport 

and Active Recreation. This zone is consistent with the Whenuapai Structure Plan, which 

indicates for an open space site to be in this area. This area of land will help fulfil the open 

space requirements for the greater Whenuapai area.  The zoning amendments are as shown 

in Appendix 1 of this report.  

6.3.2 Transport provisions and precinct changes 
 

Amendments to Whenuapai 3 Precinct Plan 2   

Variation 1 seeks amend the roading layout on Whenuapai 3 Precinct Plan 2 (refer to 

Appendix 1) 

 

Explanation: At the time of the hearing, the Council had secured funding for the upgrade of 

the southern part of Trig Road, including a realignment to create a cross intersection with 

Hobsonville and Luckens Roads.  That realignment includes traversing over terrain that 

required significant investment to complete.  Variation 1 seeks to amend Precinct Plan 2 to 

have Trig Road follow the current roading pattern. The collector roads associated with Trig 

Road have to be realigned as a consequence of this.  
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For the collector road that traverses across 161 and 167 Brigham Creek Road, the proposed 

collector road would go across the land suitable for sports pitches. This road has been 

realigned to ensure sufficient open space can be provided.  

6.4 Assessment of the Variation 1 provisions 
 

The costs, benefits, efficiency, and effectiveness of the proposed provisions are set out in 

Table 4. Section 32(2)(b) of the RMA requires costs and benefits to be quantified where 

practicable. The assessment in Table 9 of the PPC5 section 32 report still stands for all other 

provisions in PPC5 relating to aircraft engine testing noise, unless otherwise stated. 

6.4.1 Section 6 Considerations  
Section 2.1 of this report outlines the requirement to consider section 6 of the RMA. In 

section 2.1 it is consider that part 6(a), (d), (f) and (h) are relevant considerations to PPC5 

and Variation 1. The proposed amendments meet those sections’ requirement as the 

precinct provisions: 

- Use appropriate tools and mechanisms to preserve the natural character of the 

coastal environment by protecting areas from inappropriate subdivision, use and 

development; 

- Maintains access and provides for public access to and along the coastal marine 

area and rivers. 

 

For these reasons Variation 1 meets the section 6 requirements of the RMA.  

6.4.2 Section 7 Considerations  
Section 2.1 of this report outlines the requirement to comply section 7(b), (c), (f) and (i) of the 

RMA. The proposed amendments meet the section 7 requirements as the precinct 

provisions: 

- allows for the efficient use and development of the area of land within the Rural 

Urban Boundary 

- The AUP (OP) zones overlays and the precinct provide for amenity outcomes 

- The AUP (OP) Auckland wide provisions along with the precinct provisions seeks to 

ensure infrastructure is delivered in a timely manner to maintain or enhance the 

quality of the environment 

- The effects of climate change are considered in the existing AUP (OP) rules.  

 

For these reasons, Variation 1 meets the section 7 requirements of the RMA.  
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Table 4: Assessment of proposed provisions in Proposed Variation 1 

Costs Benefits Efficiency and Effectiveness 

Economic 

• The land that is not directly 

affected by the 65 ldn engine 

testing noise contour can be 

developed as residential land 

and will contribute to 

Auckland’s Housing supply. 

• The land that is affected by 

the 65 Ldn engine testing 

noise contours is restricted to 

activities that are not 

sensitive to aircraft engine 

testing.  

 

   

  

Environmental 

• The provisions seek to enable development under the 

aircraft engine testing noise contours. Whilst ensuring 

any adverse noise effects from the airbase’s engine 

testing activity can be adequately avoided, remedied 

or mitigated. 

• The updated Storm Water Provisions manage the 

adverse effects of development on the Upper-Harbour 

catchment. 

Social 

• The provisions provide for, and do not restrict, the 

ongoing operation of Whenuapai Airbase which is of 

national and strategic importance. 

• Variation 1 provides a greater area of Open Space for 

sport and active recreation.  This is considered to 

have a positive outcome for the area and the future 

communities. These benefits are considered to also 

be regional as these areas contribute to meeting the 

open space demand in the Upper-Harbour and 

Henderson Massey Local Board areas. 

Economic 

• Overall decrease in enabled residential capacity from 

6444 dwellings enabled by PPC5 to approximately 

5,710 dwellings enabled by this variation. This is 

based on the calculation for the area proposed to 

zoned residential. 

• This is anticipated to continue to have economic 

benefits in the short and long term for the area. 

• Variation 1 increases the area of business land; which 

will increase employment opportunities in the area. 

 

Efficiency 

Variation 1 is considered to be the most efficient 

method to achieve the plan change objectives, and 

more specifically Objectives I616.2 (1), (12) and (13). 

The proposed provisions are considered to be efficient 

in managing the adverse effects of aircraft engine 

testing noise on activities sensitive to noise. This is due 

to reserve sensitive issues being avoided, remedied or 

mitigated. The variation also provides greater certainty 

to plan users.   

 

The amended zoning provides development opportunity 

for the landowners, whilst meeting the objectives of 

PPC5. Zoning outcomes are considered the most 

efficient use of land, and the most efficient option to 

meeting the objective of PPC5, and the AUP(OP) and 

the NPS-UD 2020. 

 

Effectiveness 

The proposed provisions in Variation 1 are the most 

effective way to achieve Objectives I616.2 (1), (12) and 

(13). The proposed zoning is considered the most 

effective mechanism to meeting the objectives of PPC5 

given the constraints that are present.   

The provisions recognise the national and strategic 

importance of Whenuapai Airbase as a defence facility.  

The zoning approach ensures that new activities 

sensitive to aircraft noise are avoided within the current 

65 dB Ldn noise boundary, and if they cannot not be 

avoided, they are managed through appropriate 

controls.   
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7 Consultation 

7.1 Iwi consultation 
 

All iwi that identify as mana whenua in this area are being consulted on Variation 1, and their 

feedback is being sought. 

7.2 Stakeholder consultation 
 

The Henderson Massey and Upper Harbour Local Boards are being consulted on Variation 1 

and their feedback is being sought.  Submitters to PPC5 and other interested parties are 

being consulted, and their feedback is being sought.   

8   Conclusion 

The purpose of Variation 1 is to update PPC5 following the receipt of new technical data and 

to respond to policy and planning matters that have occurred since the adjournment of the 

PPC5 hearing in May 2018.  These matters are aircraft engine testing noise, road alignment 

changes, response to the NPS-UD, response to the granted network discharge consent for 

Auckland, correction of zoning matters and other consequential amendments. 

 

As assessed in section 6 of this report, the proposed amendments to PPC5 within Variation 

1, when considered in conjunction with PPC5 (as recommended to be amended following 

considerations of submissions) and relevant existing AUP (OP) objectives, is the most 

appropriate way to address the resource management issues identified and to achieve the 

purpose of the RMA. Variation 1 is within the scope of the council’s functions under section 

31 of the Act.  

 

Overall, Variation 1 supports PPC5 to enable subdivision, use and development within a 

greenfield area while ensuring any adverse effects on the environment can be appropriately 

avoided, remedied or mitigated in a way that is consistent with Part 2 of the RMA and the 

direction given by the Regional Policy Statement. 
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Appendix 1: Proposed Variation 1 – Proposed Zoning Map 

 



Whilst due care has been taken, Auckland Council gives no
warranty as to the accuracy and completeness of any information
on this map/plan and accepts no liability for any error, omission or
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Appendix 2: Draft Proposed Variation 1 amendments to Proposed 

Plan Change 5 – Whenuapai 3 Precinct 

Integrated with the recommended text changes following the 

adjournment of the hearing of Proposed Plan Change 5 in May 2018 
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Draft amendments in Proposed Variation 1 to Proposed Plan 
Change 5 – Whenuapai 3 Precinct 

19 April 2021 

 

Explanation of Text Amendments 
 
Black text shows the Proposed Whenuapai 3 Precinct text from Proposed Plan Change 5 
(PPC5) as notified.  
 
Blue text with strikethrough and underline shows the recommended changes to PPC5 as 

attached to the response to the second direction on 23 August 2018. The text is annotated 

with submission points on PPC5 in blue that provide scope for the recommended changes. 

However, in some instances there may be other submission points that also provide scope. 

These amendments are not part of Variation 1. 

 

Red text with strikethrough and underline shows the text changes in Draft Proposed 

Variation 1 to PPC5. 
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Addition to Chapter I Precincts West 

 Whenuapai 3 Precinct 

I616.1. Precinct Description 

The Whenuapai 3 Precinct is located approximately 23 kilometres northwest of central 

Auckland. Development in the Whenuapai 3 Precinct will enable an increase in housing 

capacity and provide employment opportunities through the efficient use of land and 

infrastructure. 

The purpose of the precinct is for the area to be developed as a liveable, compact and 

accessible community with a mix of high quality residential and employment 

opportunities, while taking into account the natural environment and the proximity of 

Whenuapai Airbase. 

Development of this precinct is directed by Whenuapai 3 Precinct Plans 1, 2 and 3. 

Whenuapai 3 Precinct Plan 1 shows: 

• indicative open space, esplanade reserves and coastal esplanade reserves; 

• the permanent and intermittent stream network, including streams wider than 

three metres, and natural wetlands; and [22.11] 

• the Whenuapai 3 coastal erosion setback yard. 

Whenuapai 3 Precinct Plan 2 shows: 

• indicative new roads and intersections; 

• proposed upgrades to existing roads and intersections; and 

• development areas for transport infrastructure. [consequential to amendments in 

response to 42.9 and 42.10] 

Whenuapai 3 Precinct Plan 3 shows: 

• aircraft engine testing noise boundaries from engine testing activity at Whenuapai 

Airbase. 

Integration of Subdivision and Development with Infrastructure 

The comprehensive and coordinated approach to subdivision, use and development 

outlined in the precinct reflects the size and significant amount of infrastructure required 

to enable subdivision and development. Funding of all required infrastructure is critical to 

achieving the integrated management of the precinct. The primary responsibility for 

funding of local infrastructure lies with the applicant for subdivision and/or development. 

The council may work with developers to agree development funding agreements for the 

provision of infrastructure, known as Infrastructure Funding Agreements. These 

agreements define funding accountabilities, who delivers the works, timings and 

securities, amongst other matters. 

Transport 

Whenuapai 3 Precinct is split into five areas, 1A-1E, based on the local tTransport 

infrastructure upgrades required to enable the transport network to support development 
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in the precinct areas. These upgrades are identified in Table I616.6.2.1. and These 

upgrades are required to be in place prior to development going ahead. The cost of 

these transport infrastructure upgrades are is to be proportionally shared across each 

area the precinct as development progresses. [Consequential to amendments in response to 

42.9 and 42.10] If these upgrades are not in place prior to development occurring 

developers are able to provide an alternative measure for the provision of the upgrade 

works. This may include an agreement with the council to ensure that the local share of 

the upgrade works attributable to the development is provided for. This could include an 

Infrastructure Funding Agreement or some alternative funding mechanism. 

Where there is an Auckland Transport project to provide the new or upgraded roads, 

developers may be required to contribute to it in part.  Where a development proceeds 

ahead of an Auckland Transport project, the developer is required to work with Auckland 

Transport to ensure that the Auckland Transport project(s) is not precluded by the 

development. 

Neighbourhood Centre 

A neighbourhood centre is proposed along on the corner of Hobsonville Road. and the 

proposed realigned Trig Road. Service access and staff parking are provided at the rear 

of the development to encourage the continuity of retail frontages. Pedestrian linkage(s) 

to the centre are is provided at the intersection of along Hobsonville Road and the 

realigned Trig Road. 

Stormwater Management 

Stormwater management within the precinct is guided by the Whenuapai 3 Precinct 

Stormwater Management Plan (2017). This assessment has identified that tThe streams 

and coastal waters within the precinct are degraded and sensitive to changes in land use 

and stormwater flows. [19.25] As part of the stormwater management approach, 

stormwater treatment requirements and the stormwater management area control – Flow 

1 have been applied to the precinct. Sedimentation effects from land disturbance during 

construction are addressed by Standard E11.6.2(2) requiring implementation of best 

practice erosion and sediment control measures for all permitted land disturbance 

activities. [22.10] 

Coastal Erosion Risk 

The precinct area includes approximately 4.5 km of cliffed coastline. The precinct 

manages an identified local coastal erosion risk based on the area’s geology and coastal 

characteristics. A coastal erosion setback yard is used to avoid locating new buildings in 

identified areas of risk. 

Biodiversity 

The North-West Wildlink aims to create safe, connected and healthy habitats for native 

wildlife to safety travel and breed in between the Waitakere Ranges and the Hauraki Gulf 

Islands.  The precinct recognises that Whenuapai is a stepping stone in this link for 

native wildlife and provides an ability to enhance these connections through riparian 

planting. 

Open Space 
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An indicative public open space network to support growth in the precinct is shown on 

Whenuapai 3 Precinct Plan 1 2. This will generally be acquired at the time of subdivision. 

A network of public open space, riparian margins and walking and cycling connections is 

proposed to be created as development proceeds. Development is encouraged to 

positively respond to and interact with the proposed network of open space areas. 

Reverse Sensitivity Effects on Whenuapai Airbase 

The Whenuapai Airbase is located at the northern edge of the Whenuapai 3 Precinct 

boundary. While the airbase is outside of the precinct boundary it contributes to the 

precinct’s existing environment and character. The airbase is a defence facility of 

national and strategic importance. Operations at the airbase include maritime patrol, 

search and rescue, and transport of personnel and equipment within New Zealand and 

on overseas deployments. Most of the flying activity conducted from the airbase is for 

training purposes and includes night flying and repetitive activity. 

The precinct manages lighting to ensure safety risks and reverse sensitivity effects on 

the operation and activities of the airbase are avoided, remedied or mitigated. 

Any future subdivision, use and development within the precinct will need to occur in a 

way that does not adversely effect on affect the ongoing operation of the airbase.  

Aircraft Engine Testing Noise 

The aircraft that operate out of Whenuapai Airbase are maintained at the airbase. Engine 

testing is an essential part of aircraft maintenance. Testing is normally undertaken 

between 7am and 10pm but, in circumstances where an aircraft must be prepared on an 

urgent basis, it can be conducted at any time and for extended periods.  

Whenuapai 3 Precinct Plan 3 shows the 57 dB Ldn and 65 dB Ldn noise boundaries for 

aircraft engine testing noise. 

The noise boundaries recognise that engine testing is an essential part of operations at 

Whenuapai Airbase. and Development within the residentially zoned land between the 

65 and 57 dB Ldn contours requires acoustic treatment for activities sensitive to aircraft 

noise.  This is to address the effects of aircraft engine testing noise, and the potential for 

reverse sensitivity effects that development between the 65 and 57 dB Ldn contours 

within the precinct could have on those airbase operations. 

Zoning 

The zoning of the land within this precinct is Residential – Single House, Residential – 

Mixed Housing Urban, Residential – Terrace Housing and Apartment Buildings, 

Business – Light Industry, Business – Neighbourhood Centre, Open Space – Informal 

Recreation, Open Space – Conservation and Special Purpose – Airports and Airfields 

zones. 

The relevant overlays, Auckland-wide and zone provisions apply in this precinct unless 

otherwise specified in this precinct. 

In addition to the provisions of I616 Whenuapai 3 Precinct, reference should also be had 

to the planning maps (GIS Viewer) which shows the extent of all designations, overlays 

and controls applying to land within the Whenuapai 3 Precinct. [41.25] 
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I616.2. Objectives 

  Subdivision, use and development in the Whenuapai 3 Precinct is undertaken in 

a comprehensive and integrated way to provide for a compatible mix of 

residential living and employment opportunities while recognising the ongoing 

operation and strategic importance of Whenuapai Airbase. [41.11] 

  Subdivision, use and development achieves a well-connected, safe and healthy 

environment for living and working with an emphasis on the public realm 

including parks, roads, walkways and the natural environment.  

Integration of Subdivision and Development with the Provision of Infrastructure 

 Subdivision and development does not occur in advance of the availability of 

transport infrastructure, including regional and local transport infrastructure. 

 The adverse effects, including cumulative effects, of subdivision and development 

on existing and future infrastructure are managed to meet the foreseeable needs 

of the Whenuapai 3 Precinct area, including through the provision of new and 

upgraded infrastructure. [42.4] 

 Subdivision and development does not occur in a way that compromises the 

ability to provide efficient and effective infrastructure networks for within the wider 

Whenuapai 3 Precinct area and the wider network. [42.5] 

Transport 

  Subdivision and development implements the transport network connections and 

elements as shown on Whenuapai 3 Precinct Plan 2 and takes into account the 

regional and local transport network. 

Development in the Neighbourhood Centre Zone 

 Development in the Neighbourhood Centre Zone: 

 is coordinated and comprehensive; 

 has active frontages facing Hobsonville Road the street; and 

 promotes pedestrian linkages. 

Stormwater Management 

  Through subdivision, use and development, implement a stormwater 

management approach that: 

 is integrated across developments; 

 avoids new flood risk; 

 mitigates existing flood risk; 
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 protects and enhances the ecological values of the receiving environment; 

[22.22] 

 seeks to mimic and protect natural processes; and 

 integrates with, but does not compromise the operation of, the public open 

space network.; and 

 minimises the attraction of birds that could become a hazard to aircraft 

operating at Whenuapai Airbase. [41.1 and 41.2] 

Coastal Erosion Risk 

  New development does not occur in areas identified as subject to coastal 

erosion, taking into account the likely long-term effects of climate change. 

Biodiversity 

 Subdivision, use and development enhance the coastal environment, 

biodiversity, water quality, and ecosystem services of the precinct, the Waiarohia 

and the Wallace Inlets, and their tributaries. 

Open Space 

 Subdivision, use and development enable the provision of a high quality and 

safe public open space network that integrates stormwater management, 

ecological, amenity, and recreation values. 

Reverse Sensitivity Effects on Whenuapai Airbase 

 The lighting effects of subdivision, use and development on the operation and 

activities of Whenuapai Airbase are avoided, as far as practicable or otherwise 

remedied or mitigated. [41.13] 

Aircraft Engine Testing Noise 

 The adverse effects of aircraft engine testing noise on activities sensitive to 

noise outside the Whenuapai Airbase designation 4310 are avoided, remedied or 

mitigated at the receiving environment. 

The overlay, Auckland-wide and zone objectives apply in this precinct in addition to 

those specified above. 

I616.3. Policies 

 Require subdivision, use and development to be integrated, coordinated and in 

general accordance with the Whenuapai 3 Precinct Plans 1 and 2. 

 Encourage roads that provide for pedestrian and cycle connectivity alongside 

riparian margins and open spaces. 
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 Encourage high quality urban design outcomes by considering the location and 

orientation of buildings in relation to roads and public open space. 

Integration of Subdivision and Development with the Provision of Infrastructure 

 Require subdivision and development to be managed and designed to align with 

the coordinated provision and upgrading of the transport infrastructure network 

within the precinct, and with the wider transport network. 

 Require subdivision and development to Aavoid, remedy or mitigate the adverse 

effects, including cumulative effects, of subdivision and development on the 

existing and future infrastructure required to support the Whenuapai 3 Precinct 

through the provision of new and upgraded infrastructure. [42.8] 

 Require the provision of infrastructure to be proportionally shared across the 

precinct. 

 Require subdivision and development to provide the local transport network 

infrastructure necessary to support the development of the areas 1A-1E shown in 

Whenuapai 3 Precinct Plan 2.  [36.26] 

Transport  

 Require the provision of new roads and upgrades of existing roads as shown on 

Whenuapai 3 Precinct Plan 2 through subdivision and development, with 

amendments to the location and alignment of collector roads only allowed where 

the realigned road will provide an equivalent transport function. [34.11] 

Development in the Neighbourhood Centre Zone 

 Ensure development in the neighbourhood centre zone maximises building 

frontage along Hobsonville Road and the realigned Trig Road by: 

 avoiding blank walls facing the roads; 

 providing easily accessible pedestrian entrances on the road frontages; 

 maximising outlook onto the road streets and public places; 

 providing weather protection for pedestrians along the road frontages; 

 providing service access and staff parking away from the frontages; and 

 providing car parking and service access behind buildings, with the exception 

of kerbside parking. 

 Ensure all development in the Neighbourhood Centre Zone is consistent with the 

layout of the Trig Road realignment as shown on Whenuapai 3 Precinct Plan 2. 
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 Limit the number of vehicle access points from the Neighbourhood Centre Zone 

onto Hobsonville Road and the Trig Road realignment to ensure safe and 

efficient movement of vehicles and pedestrians. 

Stormwater Management 

 Require subdivision and development within the Whenuapai 3 Precinct to: 

 apply an integrated stormwater management approach; 

 manage stormwater diversions and discharges treat stormwater runoff at-

source to enhance the quality of freshwater systems and coastal waters; and 

[8.5] 

 be consistent with any relevant network discharge consent and Stormwater 

Management Plan approved by the network utility operator be consistent with 

the requirements of the Whenuapai 3 Precinct Stormwater Management Plan 

(2017) and any relevant stormwater discharge consent. [19.25] 

 minimise bird strike risk through the specific design of stormwater 

management devices ponds/wetlands. [41.1] 

 mitigate existing, and avoid, potential stream bank erosion. 

 Require development to: 

 avoid locating new buildings in the 1 per cent annual exceedance probability 

(AEP) floodplain; 

 avoid increasing flood risk; and 

 mitigate existing flood risk where practicable. 

 Ensure stormwater outfalls are appropriately designed, located and managed to 

avoid or mitigate adverse effects on the environment, including: 

  coastal or stream bank erosion; 

  constraints on public access; 

  amenity values; and 

  constraints on fish passage into and along river tributaries. 

Coastal Erosion Risk 

 Avoid locating new buildings on land within the Whenuapai 3 coastal erosion 

setback yard. 

 Avoid the use of hard protection structures to manage coastal erosion risk in the 

Whenuapai 3 coastal erosion setback yard. 
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Biodiversity 

 Recognise the role of riparian planting in the precinct to support the ecosystem 

functions of the North-West Wildlink. 

 Avoid stream and wetland crossings where practicable, and if avoidance is not 

practicable, ensure crossings take the shortest route are constructed 

perpendicular to the channel to minimise or mitigate freshwater habitat loss. 

[22.28] 

 Require, at the time of subdivision and development, riparian planting of 

appropriate native species along the edge of permanent and intermittent streams 

and wetlands to: 

  provide for and encourage establishment and maintenance of ecological 

corridors through the Whenuapai area; 

 maintain and enhance water quality and aquatic habitats; 

 enhance existing native vegetation and wetland areas within the catchment; 

and 

 reduce stream bank erosion. 

Open Space 

 Require the provision of open space as shown on Whenuapai 3 Precinct Plan 1 

through subdivision and development, unless the council determines that the 

indicative open space is no longer required or fit for purpose. 

 Only aAllow amendments to the location and alignment of the open space where 

the amended open space can be demonstrated to achieve the same size and the 

equivalent functionality. [36.30] 

Reverse Sensitivity Effects on Whenuapai Airbase [41.20] 

 Require subdivision, use and development within the Whenuapai 3 Precinct to 

avoid, remedy or mitigate any adverse effects, including reverse sensitivity 

effects and safety risks relating to lighting, glare and reflection, on the operation 

and activities of Whenuapai Airbase. 

 Require the design of roads and associated lighting to be clearly differentiated 

from runway lights at Whenuapai Airbase to provide for the ongoing safe 

operation of the airbase. 

Aircraft Engine Testing Noise 

 Avoid the establishment of new activities sensitive to noise within the 65 dB Ldn 

aircraft engine testing noise boundary shown on Whenuapai 3 Precinct Plan 3. 
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 Avoid establishing residential and other activities sensitive to noise within the 

area between the 57 dB Ldn and 65 dB Ldn aircraft engine testing noise 

boundaries as shown on Whenuapai 3 Precinct Plan 3, unless the noise effects 

can be adequately avoided, remedied or mitigated at the receiving site through 

the acoustic treatment, including mechanical ventilation, of buildings containing 

activities sensitive to noise. 

The overlay, Auckland-wide and zone policies apply in this precinct in addition to those 

specified above. 

I616.4. Activity table 

The activity tables in any relevant overlays, Auckland-wide and zones apply unless the 

activity is listed in Table I616.4.1 Activity table below.  

Table I616.4.1 specifies the activity status of land use and subdivision activities in the 

Whenuapai 3 Precinct pursuant to sections 9(3) and section 11 of the Resource 

Management Act 1991. 

Note 1: A blank cell in the activity status means the activity status of the activity in the 

relevant overlays, Auckland-wide or zones applies for that activity. 

Table I616.4.1 Land use and subdivision activities in Whenuapai 3 Precinct 

Activity Activity 

status 

Subdivision 

(A1) Subdivision listed in Chapter E38 Subdivision – 

Urban 

 

(A2) Subdivision that does not comply with Standard 

I616.6.2 Transport infrastructure requirements 

NC 

(A3) Subdivision that complies with Standard I616.6.2 

Transport infrastructure requirements, but not 

complying with any one or more of the other 

standards contained in Standards I616.6 

D 

Coastal protection structures  

(A4) Hard protection structures  D 

(A5) Hard protection structures located within the 

Whenuapai 3 coastal erosion setback yard 

NC 

Stormwater outfalls 

(A6) Stormwater outfalls and associated erosion and 

protection structures located within the Whenuapai 3 

coastal erosion setback yard identified in Table 

I616.6.5.1 

RD 

Use and development  

(A7) Activities listed as permitted or restricted 

discretionary activities in Table H3.4.1 Activity table 

in the Residential – Single House Zone 
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Activity Activity 

status 

(A8) Activities listed as permitted or restricted 

discretionary activities in Table H5.4.1 Activity table 

in the Residential – Mixed Housing Urban Zone 

 

(A9) Activities listed as permitted or restricted 

discretionary activities in Table H6.4.1 Activity table 

in the Residential – Terrace Housing and Apartment 

Buildings Zone 

 

(A10) Activities listed as permitted or restricted 

discretionary activities in Table H12.4.1 Activity table 

in the Business – Neighbourhood Centre Zone 

 

(A11) Activities listed as permitted or restricted 

discretionary activities in Table H17.4.1 Activity table 

in the Business – Light Industry Zone 

 

(A12) Activities listed as permitted or restricted 

discretionary activities in Table H7.9.1 Activity table 

in the Open Space – Informal Recreation  

 

(A13) Activities listed as permitted or restricted 

discretionary activities in Table H7.9.1 Activity table 

in the Open Space – Conservation 

 

(A14) Any structure located on or abutting an indicative 

road identified in the Whenuapai 3 Precinct Plan 2, 

unless an alternative road alignment has been 

approved by a resource consent 

RD 

(A15) Activities not otherwise provided for D [24.6 and 

24.8] 

(A16)  Activities that comply with:  

• Standard I616.6.2 Transport infrastructure 

requirements; 

• Standard I616.6.5 New buildings within the 

Whenuapai 3 coastal erosion setback yard; and 

• Standard I616.6.10 Development within the 

aircraft engine testing noise boundaries; 

but do not comply with any one or more of the other 

standards contained in Standards I616.6 

D 

(A17) Activities that do not comply with: 

• Standard I616.6.2 Transport infrastructure 

requirements; 

• Standard I616.6.5 New buildings within the 

Whenuapai 3 coastal erosion setback yard; and 

• Standard I616.6.10 Development within the 

aircraft engine testing noise boundaries 

NC 

(A18) New activities sensitive to noise within the 65 dB Ldn 

noise boundary shown on Whenuapai 3 Precinct 

Plan 3  

Pr 

Stormwater structures 
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Activity Activity 

status 

(A19) Dry detention basin/ Stormwater ponds/wetlands 

complying with Standard I616.6.12 

RD [41.1] 

(A20) Dry detention basin/ Stormwater ponds/wetlands not 

complying with Standard I616.6.12 

D [41.1] 

 

 

 

 

I616.5. Notification 

  Any application for resource consent for an activity listed in Table I616.4.1 

Activity table above will be subject to the normal tests for notification under the 

relevant sections of the Resource Management Act 1991. 

  When deciding who is an affected person in relation to any activity for the 

purposes of section 95E of the Resource Management Act 1991 the council will 

give specific consideration to those persons listed in Rule C1.13(4). 

I616.6. Standards 

 The standards in the overlays, Auckland-wide and zones apply to all activities 

listed in Table I616.4.1 Activity table in this precinct unless specified in Standard 

I616.6(2) below.  

 The following overlay, Auckland-wide or zone standards do not apply to activity 

(A1) listed in Table I616.4.1 Activity table for land in the Whenuapai 3 coastal 

setback yard identified in Whenuapai 3 Precinct Plan 1: 

 Standard E38.7.3.4 Subdivision of land in the coastal erosion hazard area 

 Activities listed in Table I616.4.1 Activity table must comply with the specified 

standards in I616.6.1 – I616.6.11. 

 Compliance with Whenuapai 3 Precinct Plans 

 Activities must comply with Whenuapai 3 Precinct Plan 1 and Whenuapai 

3 Precinct Plan 2.   

 Activities not meeting Standard I616.6.1(1) must provide an alternative 

measure that will generally align with, and not adversely affect 

compromise, the outcomes sought in Whenuapai 3 Precinct Plans 1 and 

2. 

 Transport infrastructure requirements 

 All subdivision and development must meet its proportional share of local 

transport infrastructure works as identified in Table I616.6.2.1 below 

unless otherwise provided for by (2) and (3) below. [42.10] 
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 Where the applicant, in applying for resource consent, cannot achieve or 

provide the required local transport infrastructure work identified in Table 

I616.6.2.1 below, alternative measure(s) to achieve the outcome required 

must be provided. [42.10] 

 The applicant and the council must agree the alternative measure(s) to be 

provided as part of the application and provide evidence of this agreement 

in writing as part of the application for resource consent. 

 

 

 

Table I616.6.2.1 Local tTransport infrastructure requirements [42.9] 

Areas Local tTransport infrastructure required 

1A New collector roads extending west from Trig Road into the Stage 1A 
area as indicatively shown in Precinct Plan 2. 

New collector roads extending east from Trig Road into the Stage 1A 
area as indicatively shown in Precinct Plan 2. 

Signalisation at the new intersection of Trig Road and Hobsonville Road, 
and the intersection of Luckens Road and Hobsonville Road. 

Formation and signalisation of the intersection at the location of the new 
collector road and Trig Road as indicatively shown on Precinct Plan 2. 

Upgrade of the intersection at Trig Road and the State Highway 18 off 
ramp. 

1B Upgrade and signalisation of the intersection of Brigham Creek Road and 
Kauri Road including: 

• dual right-turn lanes from Brigham Creek Road into Kauri Road; and 

• suitable bus and cycle priority provision. 

Formation and signalisation of the intersection at the location of the new 
collector road and Brigham Creek Road as indicatively shown on Precinct 
Plan 2. 

1C Addition of a fourth leg to the Brigham Creek Road and Kauri Road 
intersection. 

New collector road from the Brigham Creek Road and Kauri Road 
intersection westwards to the boundary of the Stage 1C area as 
indicatively shown on Precinct Plan 2. 

1D Road stopping of Sinton Road to the west of 18 Sinton Road, and 
replacement with a new collector road from Sinton Road to Kauri Road 
as indicatively shown on Precinct Plan 2. [48.18] 

New collector road crossing State Highway 18 connecting Sinton Road to 
Sinton Road East as indicatively shown on Precinct Plan 2. [48.18] 

New collector roads as indicatively shown in Precinct Plan 2. [48.18] 

1E New collector roads from Brigham Creek Road extending south into the 
Stage 1E area as indicatively shown in Precinct Plan 2. 

Formation and signalisation of the intersections of Brigham Creek Road 
with the new collector roads required as part of the Stage 1E area. 

Upgrade and signalisation of the intersection of Trig Road and Brigham 
Creek Road. 

New collector roads from Trig Road extending east into the Stage 1E 
area as indicatively shown in Precinct Plan 2. 

[21.3, 34.15, 35.4, and 42.9] 
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 Stormwater management 

 Stormwater runoff from new development must not cause the 1 

per cent annual exceedance probability (AEP) floodplain to rise 

above the floor level of an existing habitable room or increase 

flooding of an existing habitable room on any property.  

 All new buildings must be located outside of the 1 per cent AEP 

floodplain and overland flow path. 

 Stormwater runoff from impervious areas (excluding roofs, and 

excluding roads that are subject to Auckland-wide rules in E9) 

totalling more than 1,000m2 associated with any subdivision or 

development proposal must be: [42.13] 

(a) treated at-source by a stormwater management device or 

system that is sized and designed in accordance with 

‘Guidance Document 2017/001 Stormwater Management 

Devices in the Auckland Region (GD01)’;  Technical 

Publication 10: Design Guideline Manual for Stormwater 

Treatment Devices (2003); or [8.5] 

(b) where alternative devices are proposed, the device must 

demonstrate it is designed to achieve an equivalent level of 

contaminant or sediment removal performance. treated by a 

communal stormwater management device or system that is 

sized and designed in accordance with ‘Guidance Document 

2017/001 Stormwater Management Devices in the Auckland 

Region (GD01)’ that is designed and authorised to 

accommodate and treat stormwater from the site; or 

(c) treated by an approved alternative device that must be 

demonstrated as being designed to achieve an equivalent level 

of contaminant or sediment removal performance. 

 All sStormwater runoff from:  

(a) commercial and industrial waste storage areas including 

loading and unloading areas; and 

(b) communal waste storage areas in apartments and multi-unit 

developments 

must be directed to a device that removes gross stormwater 

pollutants prior to entry to the stormwater network or discharge to 

water being directed to one of the treatment options in (3). 

(5) Stormwater runoff from impervious areas not directed to an 

approved stormwater management device (achieving either quality 

treatment or hydrology mitigation retention (volume reduction) in 
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accordance with Stormwater management area control – Flow 1) 

must: 

(a) achieve quality treatment on-site at-source in accordance with 

Technical Publication 10: Design Guideline Manual for 

Stormwater Treatment Devices (2003) prior to disposal to the 

stormwater network; or 

(b) use inert building materials. [19.30] 

 

 

 Riparian planting 

 The riparian margins of a permanent or intermittent stream 

or a wetland must be planted to a minimum width of 10m 

measured from the top of the stream bank and/or the 

wetland’s fullest extent. 

 Riparian margins must be offered to the council for 

vesting. 

 The riparian planting proposal must: 

(a) include a plan identifying the location, species, planting bag 

size and density of the plants; 

(b) use eco-sourced native vegetation where available;  

(c) be consistent with local biodiversity; 

(d) be planted at a density of 10,000 plants per hectare, unless a 

different density has been approved on the basis of plant 

requirements. 

 Where pedestrian and/or cycle paths are proposed, they must be 

located adjacent to, and not within, the 10m planted riparian area. 

 The riparian planting required in Standard I616.6.4(1) above must 

be incorporated into a landscape plan. This plan must be prepared 

by a suitably qualified and experienced person and be approved by 

the council.  

 The riparian planting required by Standard I616.6.4(1) cannot form 

part of any environmental compensation or offset mitigation 

package where such mitigation is required in relation to works 

and/or structures within a stream. 
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 New buildings within the Whenuapai 3 coastal erosion 

setback yard 

 New buildings must not be located within the Whenuapai 3 

coastal erosion setback yard shown in Whenuapai 3 Precinct 

Plan 1. The widths of the yard are specified in Table I616.6.5.1 

and is to be measured from mean high water springs. This is to 

be determined when the topographical survey of the site is 

completed. 

 Alterations to existing buildings within the Whenuapai 3 coastal 

erosion setback yard must not increase the existing gross floor 

area. 

Table I616.6.5.1 Whenuapai 3 coastal erosion setback yard 

Area Coastal erosion setback yard 

A 41m 

B 40m 

C 26m 

D 35m 

 

 External alterations to buildings within the Whenuapai 3 coastal 

erosion setback yard 

 External alterations to buildings within the Whenuapai 3 coastal 

erosion setback yard identified in Standard I616.6.5 and 

Whenuapai 3 Precinct Plan 1 must not increase the existing 

gross floor area.  

 Subdivision of land in the Whenuapai 3 coastal erosion setback 

yard 

 Each proposed site on land in the Whenuapai 3 coastal erosion 

setback yard must demonstrate that all of the relevant 

areas/features below are located outside of the Whenuapai 3 

coastal erosion setback yard: 

(a) in residential zones and business zones - a shape factor that 

meets the requirements of Standard E38.8.1.1 Site shape factor in 

residential zones or Standard E38.9.1.1 Site shape factor in 

business zones; 

(b) access to all proposed building platforms or areas; and 

(c) on-site private infrastructure required to service the intended use of 

the site. 
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 Roads 

 Development and subdivision occurring adjacent to an existing 

road must upgrade the entire width of the road adjacent to from 

the property boundary of the site where subdivision and 

development is to occur, to the kerb on the opposite side of the 

road. [46.11] 

 Development and subdivision involving the establishment of 

new roads must: 

(a) provide the internal road network within the site where subdivision 

and development is to occur; and 

(b) be built through to the site boundaries to enable existing or future 

connections to be made with, and through, neighbouring sites; and 

(c) provide a full arterial road width along any proposed new arterial 

alignment shown on Whenuapai 3 Precinct Plan 2 if the 

development is proceeding ahead of the arterial road. [42.12, 47.11 

and 48.12] 

 Development in the Neighbourhood Centre Zone 

 Access 

(1) Vehicle accesses must not be located on that part of a site 

boundary located within 30m of the intersection of Hobsonville 

Road and the realigned Trig Road. 

(2) (1) All development must provide pedestrian access that connects 

to the intersection of Hobsonville Road and the realigned Trig 

Road. 

 Building frontage 

(1) Any new building must: 

(a) front onto Hobsonville Road or the realigned Trig Road 

identified in Precinct Plan 2; and 

(b) have a building frontage along the entire length of the site 

excluding vehicle and pedestrian access. 

 Verandas 

(1) The ground floor of any building fronting Hobsonville Road and the 

realigned Trig Road must provide a veranda over the adjacent 

footpath along the full extent of the frontage, excluding vehicle 

access. 
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(2) The veranda must: 

(a) be contiguous with any adjoining building; 

(b) have a minimum height of 3m and a maximum height of 4.5m 

above the footpath;  

(c) have a minimum width of 2.5m; and 

(d) be set back at least 600mm from the kerb. 

 Development within the aircraft engine testing noise 

boundaries  

(1) Between the 57 dB Ldn and 65 dB Ldn noise boundaries as shown on 

Whenuapai 3 Precinct Plan 3, new activities sensitive to noise and 

alterations and additions to existing buildings accommodating 

activities sensitive to noise must provide sound attenuation and 

related ventilation and/or air conditioning measures: 

(a) to ensure the internal environment of habitable rooms does not 

exceed a maximum noise level of 40 dB Ldn; and 

(b) that are certified to the council’s satisfaction as being able to meet 

Standard I616.6.10(12)(a) by a person suitably qualified and 

experienced in acoustics prior to its construction; and [error] 

(c) so that the related ventilation and/or air conditioning system(s) 

satisfies the requirements of New Zealand Building Code Rule G4, 

or any equivalent standard which replaces it, with all external 

doors of the building and all windows of the habitable rooms 

closed. 

 Lighting 

 No person or activity may illuminate or display the following 

outdoor lighting between 11:00pm and 6:30am: 

(a) searchlights; or 

(b) outside illumination of any structure or feature by floodlight that 

shines above the horizontal plane. [34.20 and 41.28] 
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I616.6.12 Dry detention basin/stormwater ponds/wetlands 

  Dry detention basin/ Stormwater ponds/wetlands must be 

designed to minimise bird settling or roosting by a suitably 

qualified and experienced person to: 

(a) to minimise bird settling or roosting; and 

(b) fully drain down within 48 hours of a 2 per cent Annual 

Exceedance Probability (AEP) storm event; and 

(c) have side slopes at least as steep as 4 vertical to 1 horizontal 

(4:1) except for: 

(i) any side slope treated with rock armouring; or 

(ii) any area required for vehicle access, provided that such 

vehicle access has a gradient of at least 1 vertical to 8 

horizontal (1:8). [41.1] 

I616.7. Assessment – controlled activities 

There are no controlled activities in this precinct. 

I616.8. Assessment – restricted discretionary activities 

 Matters of discretion 

The council will restrict its discretion to all the following matters when 

assessing a restricted discretionary activity resource consent application, in 

addition to the matters specified for the relevant restricted discretionary 

activities in the overlay, Auckland-wide and zone provisions. 

 Subdivision and development: 

(a) safety, connectivity, walkability, public access to the coast and a 

sense of place; 

(b) location of roads and connections with neighbouring sites; 

(c) functional requirements of the transport network, roads and 

different transport modes; 

(d) site and vehicle access, including roads, rights of way and vehicle 

crossings; 

(e) location of buildings and structures; 

(f) provision of open space; and 

(g) provision of the required local transport infrastructure or an 

appropriate alternative measure. 

 Use and development in the Neighbourhood Centre Zone: 

(a) the design and location of onsite parking and loading bays; and 
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(b) building setbacks from Hobsonville Road and the realigned Trig 

Road. 

 Subdivision of land in the Whenuapai 3 coastal erosion setback yard:  

(a) the effects of the erosion on the intended use of the sites created 

by the subdivision and the vulnerability of these uses to coastal 

erosion. 

 Stormwater outfalls and associated erosion and protection structures 

within the Whenuapai 3 coastal erosion setback yard: 

(a) the effects on landscape values, ecosystem values, coastal 

processes, associated earthworks and landform modifications;  

(b) the effects on land stability including any exacerbation of an 

existing natural hazard, or creation of a new natural hazard, as a 

result of the structure; 

(c) the resilience of the structure to natural hazard events; 

(d) the use of green infrastructure instead of hard engineering 

solutions; 

(e) the effects on public access and amenity, including nuisance from 

odour; 

(f) the ability to maintain or enhance fish passage; and 

(g) risk to public health and safety. 

 Lighting associated with development, structures, infrastructure and 

construction. 

 Stormwater ponds/wetlands management methods proposed for the 

management of adverse effects on receiving environment, including 

cumulative effects, having regards to: 

(a) hydrology mitigation 

(b) Quality treatment 

(c) Downstream flooding 

(d) the effects of the design of the stormwater ponds/wetlands on 

bird settling and roosting; and 

(e) the effects on the safe operation of the Whenuapai Airbase.; and 

(c) the effects of the proposed planting. [41.1] 
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 Assessment criteria 

The council will consider the relevant assessment criteria below for restricted 

discretionary activities, in addition to the assessment criteria specified for the 

relevant restricted discretionary activities in the overlay, Auckland-wide and 

zone provisions. 

 Subdivision and development: 

(a) the extent to which any subdivision or development layout is 

consistent with and provides for the upgraded roads and new 

indicative roads shown on the Whenuapai 3 Precinct Plan 2; 

(b) the extent to which any subdivision or development provides for 

public access to the coast; 

(c) the extent to which any subdivision or development layout 

achieves a safe, connected and walkable urban form with a sense 

of place; 

(d) the extent to which any subdivision or development layout is 

consistent with and provides for the indicative open space shown 

within Whenuapai 3 Precinct Plan 1; 

(e) the extent to which any subdivision or development layout 

complies with the Auckland Transport Design Manual Code of 

Practice or any equivalent standard that replaces it; 

(f) the extent to which any subdivision or development layout provides 

for the functional requirements of the existing or proposed 

transport network, roads and relevant transport modes; 

(g) the extent to which access to an existing or planned arterial road, 

or road with bus or cycle lane, minimises vehicle crossings by 

providing access from a side road, rear lane, or slip lane; 

(h) the extent to which subdivision and development provides for 

roads to the site boundaries to enable connections with 

neighbouring sites; and 

(i) whether an appropriate public funding mechanism(s) is in place to 

ensure the provision of all required infrastructure. [42.15] 

 Use and development in the Neighbourhood Centre Zone: 

(a) the extent to which staff car parking, loading spaces and any 

parking associated with residential uses is:  

(i) located to the rear of the building; and 

(ii) maximises the opportunity for provision of communal parking 

areas. 
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(b) the extent to which building setbacks are minimised to ensure 

buildings relate to Hobsonville Road and the realigned Trig Road. 

 Subdivision of land in the Whenuapai 3 coastal erosion setback yard:  

(a) the effects of the hazard on the intended use of the sites created 

by the subdivision and the vulnerability of these uses to coastal 

erosion:  

(i) whether public access to the coast is affected; 

(ii) the extent to which the installation of hard protection structures 

to be utilised to protect the site or its uses from coastal erosion 

hazards over at least a 100 year timeframe are necessary; and  

(iii) refer to Policy E38.3(2). 

 Stormwater outfalls and associated erosion and protection structures 

within the Whenuapai 3 coastal erosion setback yard: 

(a) the extent to which landscape values, ecological values and 

coastal processes are affected or enhanced by any works 

proposed in association with the structure(s); 

(b) the extent to which site specific analysis, such as engineering, 

stability or flooding reports have been undertaken and any other 

information about the site, the surrounding land and the coastal 

marine area; 

(c) the extent to which the structure(s) is located and designed to be 

resilient to natural hazards; 

(d) the extent to which the proposal includes green infrastructure and 

solutions instead of hard engineering solutions; 

(e) the extent to which public access and / or amenity values, including 

nuisance from odour, are affected by the proposed structure(s); 

(f) the extent to which fish passage is maintained or enhanced by the 

proposed structure(s); and 

(g) the extent to which adverse effects on people, property and the 

environment are avoided, remedied or mitigated by the proposal. 

 Lighting associated with development, structures, infrastructure and 

construction: 

(a) The effects of lighting on the safe and efficient operation of 

Whenuapai Airbase, to the extent that the lighting: 

(i) avoids simulating approach and departure path runway 

lighting; 
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(ii) ensures that clear visibility of approach and departure path 

runway lighting is maintained; and 

(iii) avoids glare or light spill that could affect aircraft operations. 

(6) Stormwater ponds/wetlands management 

(a) Subdivision and development is in accordance with the approved 

Stormwater Management Plan and Policies E1.3(1) – (14). 

c) A treatment train approach is used to treat runoff from all 

impervious surfaces so that all contaminant generating surfaces 

are treated including the cumulative effects of lower contaminant 

generating surfaces. 

d) Where downstream storm water assets/devices (including 

communal devices) affected by flooding are identified at the time 

of subdivision, flood effects are mitigated by attenuating up to the 

1% AEP flood event within the precinct. 

e) The design and efficacy of infrastructure and devices (including 

communal devices), with consideration given to the likely 

effectiveness, lifecycle costs, ease of access and operation and 

integration with the built and natural environment. 

(f) the extent to which the design of the dry detention basin/ 

stormwater ponds/wetlands and any proposed planting minimises 

risks of bird strike on the safe operation of Whenuapai Airbase. 

[41.1 and 41.6] 

 

I616.9.  Special information requirements 

 Riparian planting plan 

An application for land modification, development and subdivision which adjoins a 

permanent or intermittent stream must be accompanied by a riparian planting plan 

identifying the location, species, planter bag size and density of the plants. 

 Permanent and intermittent streams and wetlands 

All applications for land modification, development and subdivision must include a 

plan identifying all permanent and intermittent streams and wetlands on the 

application site. 

 Stormwater management 

All applications for development and subdivision must include a plan demonstrating 

how stormwater management requirements will be met including: 

 areas where stormwater management requirements are to be met on-site and 

where they will be met through communal infrastructure;  
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 the type and location of all public stormwater network assets that are 

proposed to be vested in council; 

 consideration of the interface of the methodology for stormwater management, 

including proposed infrastructure with the management of with, and 

cumulative effects of, stormwater infrastructure in the wider precinct. 
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I616.10. Precinct plans 

  Whenuapai 3 Precinct Pan 1 

 

 

 



DRAFT text changes for Proposed Variation 1 to PC5 

 

Page 26 of 32 

 
[22.11, 22.12, 22.43] 
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 Whenuapai 3 Precinct Plan 2 
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[21.5, 21.6, 26.4, 26.5, 26.6, 29.3, 29.4, 29.5, 29.6, 32.4, 32.5, 32.6, 33.4, 33.5, 33.6, 35.2, 48.8, 48.9] 
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 Whenuapai 3 Precinct Plan 3 – Whenuapai Aircraft Engine Testing 

Noise Boundaries 
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[41.9] 
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Appendix 3: Direction 2 of the Hearing Panel of Commissioners: 

Plan Change 5 dated 29 June 2018 

 



1 

IN THE MATTER of the Resource Management Act 
1991  

 
 
AND 
 
 
PLAN CHANGE 5 Whenuapai Plan Change to Auckland 

Unitary Plan Operative in part 
 
 
DIRECTION 2 OF THE HEARING PANEL OF COMMISSIONERS: PLAN CHANGE 5 
 
 
1. The Auckland Council (the Council) has appointed Independent Hearing Commissioners 

Robert Scott (Chair), Juliane Chetham, Gavin Lister and Councillor Chris Darby pursuant 
to section 34A of the Resource Management Act 1991 (RMA), to hear and determine 
submissions to Plan Change 5. 

 
2. The hearing of evidence was held on 4, 7 and 10 May 2018.  At the conclusion of 

evidence the hearing was adjourned to allow the Panel to undertake a site visit to various 
properties within plan change area.  This was undertaken on Wednesday 13 June 2018. 

 
4. Following the site visit it is our intention to clarify and request further comment on a number 

of matters from Council officers (in writing) and then reconvene the hearing to allow Council 
officers to respond to our questions and to provide a closing statement to the evidence 
presented.  We will not be calling any further evidence from submitters. 

 
5. The matters that we seek further clarification and comment on are as follows: 
 

1. Aircraft Noise on RNZAF Base Whenuapai Land 
 

(a) We request a legal opinion on the status of the existing designation 4310 as it relates 
to noise.  Specifically:  

i. is engine testing included within the “Aircraft Noise” condition (Condition 1) of the 
designation where it refers to “aircraft operations on the RNZAF Airbase”? 

ii. what relevance is NZS 6805:1992 and FAA Integrated Noise Model (INM) to this 
determination? 

iii. does section 16 of the Resource Management Act 1991 apply to a designation 
(and Designation 4310 in particular) when considering aircraft noise and engine 
testing noise effects? 

iv. Are there any other methods available to the Council for the control of engine 
testing on NZDF land?  

(b) The issue of bird strike was explained in detail in the evidence of Mr Shaw for the 
NZDF and specific provisions were offered to address the adverse effects of bird 
strike.  How significant is the risk of bird strike to aircraft operations and are the 
provisions offered by NZDF in Mr Shaw’s evidence necessary to avoid the adverse 
effect of bird strike? 

(c) We wish to better understand the justification for applying the Single House zone to 
land adjoining the Light Industry zone and within the 57 dB Ldn and 65 dB Ldn 
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Whenuapai Engine Testing Boundaries.  What role, if any, did Chapter D24 – Aircraft 
Noise Overlay play in this assessment to choose a lower intensity zone?  Could 
architectural design and construction methods provide mitigation against the adverse 
effects of aircraft noise and allow a high intensity zoning to be established? What 
reliance are we able to give to the 57 dB Ldn contour if there is no control on engine 
testing noise? 

 
2. Infrastructure Funding 
 
(a)  Please provide an update on the status of the various funding mechanisms expected 

to be available for Plan Change 5 as referred to in the evidence of Mr Winter and Ms 
Bell (Auckland Transport) and Mr Shields. 

 
Transport infrastructure requirements 
 
(a) Please provide further detail on how a “proportional share of local infrastructure works 

as identified in Table I616.6.2.1” in Standard I616.6.2 would be calculated?   
 

(b) What process or framework will the Council use when calculating a proportionate 
share? 

 
(c) Can more certainty with regard to how a proportional share is determined (i.e. a 

formula), and whether such information should be included in the provisions either as 
part of a standard in the Precinct or other method in the Auckland Unitary Plan such 
as a non-statutory method in Chapter M?  Is it reasonable to include a rule requiring 
the payment of a proportional share if the process to determine it is not determined 
until the resource consent stage? 

 
(d) Please clarify how Infrastructure Funding Agreements would be used as a mechanism 

for transport infrastructure funding within the Plan Change 5 with particular reference 
to issues such as fragmented and multiple ownership?  Please explain further the role 
of the Development Programme Office in this process? Specifically, what mechanism 
would ensure the timely and equitable provision of the collector roads necessary to 
enable development, having regard to the location of such roads with respect to 
property ownership?  

 
(e) If Auckland Transport were to use its powers of designation to establish the roading 

upgrades as set out in (amended) Table I616.6.2.1 (or similar) or act as “banker” to 
fund the road upgrades, what would be the implications for the implementation of 
roading infrastructure in terms of Standard I616.6.2? 

 
3. Indicative Open Space 

 
(a) Please clarify the process used to determine the need for Open Space areas as shown 

in Precinct Plan 1? 
 

(b) What is the intended open space function for the areas identified? 
 
(c) What factors were taken into consideration when identifying locations for open space 

areas? 
 
(d) Is a statement in the Precinct Plan necessary to clarify what “indicative Open Space” 

means and the extent of flexibility expected in the final determination of its location? 
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4. Land Bounded by Trig Road, Upper Harbour Drive and Hobsonville Road  

(a) The land within this area is zoned Terrace Housing and Apartment zone (THAB), to the 
south and west, and Mixed Housing Urban, to the north.  A number of submitters seek 
that this entire area be rezoned THAB due to its proximity to the Westgate and 
NorthWest Shopping Centres.  Please provide additional comment on the zoning 
proposed by submitters including the following: 

i. Anticipated walking/cycling distances and times to the existing Westgate 
commercial areas; 

ii. The planned or anticipated public transport connectivity for this area; 

iii. The role, if any, Upper Harbour Highway plays in terms of connectivity, or lack 
thereof, to commercial areas; 

iv. Any measures within the development area that might improve connectivity 
(including a possible pedestrian/active mode bridge) to the Westgate centre; 

v. Any other relevant physical or topographical matters. 
 

5. Single House Zone Adjoining the CMA 
 
(a) We wish to better understand the reasoning for a lower intensity residential zone 

(Single House zone) at the CMA boundary in addition to a coastal hazard setback to 
manage the risk of hazard.  Please provide additional comment on why a lower 
intensity zone is necessary in addition to coastal setbacks?  What provisions of the 
Unitary Plan (including the Regional Coastal Plan) or the New Zealand Coastal Policy 
Statement have the Council considered or relied upon in this assessment? 
 

6. Out of Scope Submissions 
 

(a) If we were to consider submissions 43.3 and 44.3 to be within scope (seeking to be 
added to the plan change and zoned Light Industry) what would the merits to including 
these sites within the plan change area? 

 
7. Responses to these questions should be in writing but are not required prior to the 

reconvening of the hearing.  Where Council specialists are used they should also be 
available for questioning at the reconvened hearing.  Depending on availability we are 
looking to reconvene the hearing in approximately three to four weeks’ time. 
 

8. If Council officers have any queries or seek further clarification of the matters raised in this 
direction please direct these through the hearing advisor - Robert Boswell, Senior Hearings 
Advisor, robert.boswell@aucklandcouncil.govt.nz.  
 
 

 
 
 
 
 
 
 
Robert Scott 
for the Hearing Commissioners 
29 June 2018 

 

mailto:robert.boswell@aucklandcouncil.govt.nz


 

 
 

Appendix 4: Auckland Council Memo in response to the Panel’s 

Second Direction dated 23 August 2018 

 



 

Memo 23 August 2018 

To: Commissioners Robert Scott, Juliane Chetham, Gavin Lister and Councillor Chris 
Darby 

From: Anne Bradbury, Principal Planner, North West and Islands Planning, Plans and 
Places 

 

 
Subject: Proposed Plan Change 5 (Whenuapai Plan Change) – responses to the Panel’s 

Second Direction 
 

1. This memo contains the responses to the panel’s questions in their Second Direction that 
was issued on 29 June 2018. 
 

2. The author from the reporting team that has responded to each question can be seen in the 
table below. 
 
Table 1: Authors of the responses to the panel’s questions 

Question Author 

1. Aircraft Noise Emily Ip 

2. Infrastructure funding Anne Bradbury 

Transport infrastructure requirements Anne Bradbury 

3. Indicative open space Wayne Siu 

4. The Trig Road block Anne Bradbury 

5. Single House Zone adjoining the CMA Wayne Siu 

6. Out of scope submissions Anne Bradbury 

 
3. The appendices attached to this memo are listed in the table below. 

 
Table 2: List of appendices 

Appendices 

Appendix 1 Legal opinion and Designation 4310 

Appendix 2 Memo from Rue Statham 20 July 2018 

Appendix 3 Memo from Healthy Waters 2 May 2018 

Appendix 4 Memo from Nigel Lloyd 27 July 2018 

Appendix 5 Memo from Ezra Barwell 31 July 2018 

Appendix 6 Letter from Richard Reinan-Hamill 4 May 2018 

Appendix 7 Plan Change 5 latest recommended changes 24.08.18 

 
 

Question 1. Aircraft Noise on RNZAF Base Whenuapai Land 
 
(a) We request a legal opinion on the status of existing designation 4310 as it relates to 

noise.  Specifically: 
i.  is engine testing included within the “Aircraft Noise” condition (Condition 1) of 

the designation where it refers to “aircraft operations on the RNZAF Airbase”? 
ii.  what relevance is NZS 6805: 1992 and FAA Integrated Noise Model (INM) to this 

determination? 
iii.  does section 16 of the Resource Management Act 1991 apply to a designation 

(and Designation 4310 in particular) when considering aircraft noise and engine 
testing noise effects? 

 
Page 1 

 



iv.  Are there any other methods available to the Council for control of engine testing 
on NZDF land? 

 
4. DLA Piper has provided a legal opinion on behalf of council.  This legal opinion is attached in 

Appendix 1. 
 

(b) The issue of bird strike was explained in detail in the evidence of Mr Shaw for the 
NZDF and specific provisions were offered to address the adverse effects of bird 
strike. How significant is the risk of bird strike to aircraft operations and are the 
provisions offered by NZDF in Mr Shaw’s evidence necessary to avoid the adverse 
effect of bird strike? 

 
5. The risk of bird strike is a concern for the New Zealand Defence Force (NZDF). This was 

discussed in Mr Shaw’s evidence and at the hearing. I understand that from the perspective 
of the NZDF, the risk of bird strike to aircraft operations is significant and I agree that bird 
strike is a safety concern. However, I consider there is not sufficient evidence to assess how 
significant bird strike risk will be based on the land uses enabled by the proposed zoning. 
 

6. As the area develops, the amount of open grass areas will be reduced. As outlined in the 
memo from Rue Statham dated 20 July 2018 which is attached in Appendix 2, the 
urbanisation of the plan change area will reduce the attractiveness for some birds, for 
example dotterel and spur-winged plovers. The kinds of birds that are attracted to a more 
urban environment are generally smaller species which can survive in built-up urban 
environments such as feral pigeons, sparrows, starlings and native bush birds. 

 
7. I generally do not support the bird strike provisions put forward by the NZDF at the hearing. 

The activities identified as having very high or high risk on page 20 of Mr Shaw’s evidence 
are non-complying activities in all the relevant zones, except for wetlands which are provided 
for in E26 Infrastructure as a controlled activity. The integrated stormwater management 
approach, and the requirement for at-source stormwater treatment sought in the Whenuapai 
3 Precinct stormwater provisions, will result in a reduced number of stormwater ponds or 
wetlands. 

 
8. However, I acknowledge the safety concerns that the NZDF have about the risk of bird strike 

and I support amendments to the Whenuapai 3 Precinct to manage the design of stormwater 
ponds and wetlands to minimise the risk of bird strike. Attachment 1 of the Healthy Waters 
memo dated 2 May 2018 shows additional provisions adapted from Mr Shaw’s evidence. I 
have attached the Healthy Waters memo in Appendix 3 for ease of reference.  I support the 
provisions in the Healthy Waters memo but note that Policy I616.3(12)(c) should be about 
minimising bird strike risk, and not the adverse effects of bird strike as stated in the Healthy 
Waters memo. In addition, I consider refinements are necessary to proposed Standard 
I616.6.12(1)(b) to describe the gradients in a clearer manner.  The amendments which I 
support are shown in blue text below: 

 
Objective I616.2(8) 
Through subdivision, use and development, implement a stormwater management 
approach that: 
(a) is integrated across developments; 
(b) avoids new flood risk; 
(c) mitigates existing flood risk; 
(d) protects and enhances the ecological values of the receiving environment; [22.22] 
(e) seeks to mimic and protect natural processes; and 
(f) integrates with, but does not compromise the operation of, the public open space 

network.; and 
(g) minimises the attraction of birds that could become a hazard to aircraft operating 

at Whenuapai Airbase. 
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Policy I616.3(12) 
Require subdivision and development within the Whenuapai 3 Precinct to: 
(a) apply an integrated stormwater management approach; 
(b) manage stormwater diversions and discharges treat stormwater runoff at-source 

to enhance the quality of freshwater systems and coastal waters; and [8.5] 
(c) be consistent with the requirements of the Whenuapai 3 Precinct Stormwater 

Management Plan (2017) and any relevant stormwater discharge consent. [19.25]  
(c) minimise bird strike risk through the design of stormwater ponds/wetlands. 
 
Table I616.4.1 Land use and subdivision activities in Whenuapai 3 Precinct 
Activity Activity status 
Stormwater structures  
(A19) Stormwater ponds/wetlands complying with 

Standard I616.6.12 
RD 

(A20) Stormwater ponds/wetlands not complying with 
Standard I616.6.12 

D 

 
Standard I616.6.12 Stormwater ponds/wetlands 
(1) Stormwater ponds/wetlands must be designed to minimise bird settling or 

roosting by a suitably qualified and experienced person to: 
(a) fully drain down within 48 hours of a 2 per cent Annual Exceedance 

Probability (AEP) storm event; and 
(b) have side slopes at least as steep as 4 vertical to 1 horizontal (4:1) except 

for: 
(i) any side slope treated with rock armouring; or 
(ii) any area required for vehicle access, provided that such vehicle 

access has a gradient of at least 1 vertical to 8 horizontal (1:8). 
 
I616.8.1. Matters of discretion 
(6) Stormwater ponds/wetlands 

(a) the effects of the design of the stormwater ponds/wetlands on bird settling 
and roosting;  

(b) the effects on the safe operation of the Whenuapai Airbase; and 
(c) the effects of the proposed planting. 

 
I616.8.2. Assessment criteria 
(6) Stormwater ponds/wetlands 

(a) the extent to which the design of the stormwater ponds/wetlands and any 
proposed planting minimises risks of bird strike on the safe operation of 
Whenuapai Airbase. 

 
9. I do not support the amendment sought by the NZDF to Objective I616.2(11) as the objective 

is about the provision of open space and not about managing the effects of open space. In 
addition, I do not support the new policy put forward by the NZDF as shown in paragraph 
10.4 of Mr Shaw’s evidence. I consider Policy I616.3(22) to be sufficient for considering all 
adverse effects on Whenuapai Airbase, including effects on aircraft operational safety.  

 
10. Regarding the new roof standard put forward by the NZDF, I understand from Mr Shaw’s 

evidence that flat roofs are of concern as they may support roosting or nesting bird 
populations. I do not support the new standard proposed by the NZDF which requires all 
roofs to have a minimum gradient of 15 degrees because there is no background to how this 
gradient was derived, and there is no supporting assessment to demonstrate the efficiency 
and effectiveness of the standard. 

 
11. I do not support any new provisions that specify appropriate plant species as requested by 

the NZDF without an assessment of the appropriate plant species for the local environment. 
It was noted in Mr Shaw’s evidence that the planting list in his evidence was taken from the 
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Christchurch Replacement District Plan and the suitability of those species for reducing bird 
attraction in the Whenuapai area is beyond his area of expertise. As mentioned in the memo 
from Mr Statham, all plants will attract wildlife and it is likely that planting along riparian and 
coastal margins in Whenuapai will attract smaller birds suited to the urban environment, not 
gulls or larger forest birds. 

 
12. In his evidence, Mr Shaw suggested that all resource consent applications should be 

required to be accompanied by a bird management plan. In my view, this requirement will 
add unnecessary time and cost to the consenting process. The activities identified in Mr 
Shaw’s evidence as being very high or high risk are all non-complying activities under the 
relevant zones.  Therefore a full assessment of environmental effects will need to be 
undertaken for any resource consent application for these activities, including any effects on 
the operation and activities at Whenuapai Airbase. 

 
13. The amendments to the proposed plan change that I support in relation to stormwater ponds 

and wetlands are shown in Appendix 7 of this document. 
 
(c) We wish to better understand the justification for applying the Single House zone to 

land adjoining the Light Industry zone and within the 57 dB Ldn and 65 dB Ldn 
Whenuapai Engine Testing Boundaries. What role, if any, did Chapter D24 – Aircraft 
Noise Overlay play in this assessment to choose a lower intensity zone? Could 
architectural design and construction methods provide mitigation against the adverse 
effects of aircraft noise and allow a high intensity zoning to be established? What 
reliance are we able to give to the 57 dB Ldn contour if there is no control on engine 
testing noise? 

 
Justification for the Single House Zone 

 
14. Chapter D24 Aircraft Noise Overlay played a role in the application of the Single House Zone 

for land between the 57 dB Ldn and 65 dB Ldn aircraft engine testing noise boundaries. This is 
discussed in paragraphs 101 and 102 of the Hearing Report.  

 
15. In particular, direction was taken from Policy D24.3(3). For ease of reference, these policies 

are provided below [emphasis added]:  
 

Policy D24.3(3) 
Avoid establishing residential and other activities sensitive to aircraft noise at: 
(a) airports/airfields except for Auckland International Airport: within the area 

between the 55dB Ldn and 65dB Ldn noise contours, unless the effects can be 
adequately remedied or mitigated through restrictions on the numbers of people 
to be accommodated through zoning and density mechanisms and the acoustic 
treatment (including mechanical ventilation) of buildings containing activities 
sensitive to aircraft noise excluding land designated for defence purposes; 

… 
(c) Auckland International Airport: within the area subject to more than 57dB Ldn of 

aircraft engine testing noise (which when added to aircraft operations noise 
would give a cumulative total noise level over 60dB Ldn), unless the effects can 
be adequately remedied or mitigated through restrictions on the numbers of 
people exposed to aircraft noise in the external environment through zoning and 
density controls and the acoustic treatment (including mechanical ventilation) of 
buildings containing activities sensitive to aircraft noise. 

 
16. Policy D24.3(3)(a) applies to all airports and airfields apart from Auckland International 

Airport. I note the word “and” as highlighted in the policy above means that the expectation is 
to limit the number of people exposed to the noise as well as require the acoustic treatment 
of buildings.  
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17. Further, while the Aircraft Noise Overlay does not include engine testing noise at Whenuapai 
Airbase, I note that Policy D24.3(3)(c) relates to aircraft engine testing noise at Auckland 
International Airport. It states that residential and other activities sensitive to aircraft noise 
should be avoided in areas subject to more than 57 dB Ldn of aircraft engine testing noise 
“unless the effects can be adequately remedied or mitigated through restrictions on the 
numbers of people exposed to aircraft noise in the external environment through zoning 
and density controls and the acoustic treatment (including mechanical ventilation) of 
buildings containing activities sensitive to aircraft noise” [emphasis added]. This policy is 
implemented through activity rules D24.4.3 (A37) to (A42). 

 
18. The zoning proposed by Plan Change 5 for land between the 57 dB Ldn and 65 dB Ldn aircraft 

engine testing noise boundaries in Plan Change 5 is consistent with the policies in Chapter 
D24 through the application of the Single House Zone, and Policy I616.3(25) and Standard 
I616.6.10 in the Whenuapai 3 Precinct. 

 
Architectural design and construction methods as mitigation against the effects of aircraft 
noise 

 
19. Based on advice provided by Nigel Lloyd attached in Appendix 4, if the site is outside the 65 

dB Ldn engine testing noise boundary, architectural design may be used to mitigate the 
effects of aircraft noise and provide an appropriate internal noise amenity. Mr Lloyd states 
that a “soundly constructed modern dwelling” with windows closed can achieve noise 
reduction of about 25 decibels. The application of the Single House Zone for sites between 
the 57 dB Ldn and 65 dB Ldn aircraft engine testing noise boundaries is consistent with the 
approach taken in Policy D24.3(3) to restrict the number of people to be accommodated 
through zoning and density mechanisms. Therefore I consider the Single House Zone is the 
most appropriate zone for these sites. 

 
No control on engine testing noise 

 
20. As stated in the council’s opening statement, the NZDF provided additional testing data to 

the council on 3 May 2018, one day before the commencement of the hearing. As requested 
in by the panel in Direction 4, this data was made available on the council’s website on 9 
August 2018. The data shows more night-time testing activity than that which was modelled 
in the work carried out by Malcolm Hunt on behalf of the NZDF that informed the engine 
testing noise boundaries1.  It also shows testing of engines running at high power for up to 
two hours.  This data was not included in the modelling carried out by Mr Hunt. As noted in 
Mr Lloyd’s memo, his opinion is that the new data would “significantly change”2 the predicted 
aircraft engine testing noise boundaries. In my view, further modelling of the worst-case 
scenario based on the latest information provided by the NZDF is necessary to ensure the 
noise boundaries in the plan change area can adequately be relied upon.  I do not consider 
the 57 dB Ldn noise boundary in Plan Change 5 is reliable in light of the additional data 
received and the comments from Mr Lloyd.  The council has therefore requested additional 
time to undertake modelling of the new data. 

 
Question 2. Infrastructure Funding 
 
(a) Please provide an update on the status of the various funding mechanisms expected 

to be available for Plan Change 5 as referred to in the evidence of Mr Winter and Ms 
Bell (Auckland Transport) and Mr Shields. 

 
21. Since Plan Change 5 was publicly notified there have been amendments and updates to 

various funding policies, particularly in regard to the new financial year from 1 July 2018.  

1
 Malcolm Hunt Associates. 2017. Airbase Auckland: Whenuapai Noise from Aircraft Engine Testing: Noise Predictions & 

Assessment. 
2
 Paragraph 5.3 of Mr Lloyd’s memo dated 27 July 2018 attached in Appendix 4. 
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The table below shows an update on the range of funding mechanisms that the council has 
available in the plan change area. 

 
Table 3: Funding mechanisms in the plan change area 

Funding Mechanism Impact on Plan Change 5 

Long-Term Plan 
2018-2028 (LTP) 

• Adopted on 27 June 2018. 

• The Parks Department has approval and budget to acquire 
two parks in the plan change area, the sports park on the 
corner of Trig and Spedding Roads and the suburb park on 
Trig Road. 

• Includes a line item for the Supporting Growth3 business 
cases across Auckland. This includes budget for investigation, 
option development and route protection. 

• No other projects have been specifically allocated for the plan 
change area. 

Regional Land 
Transport Plan 2018 
(RLTP) 

• Adopted on 20 June 2018. 

• Includes a $300m Greenfield Growth fund comprising of 
$126m from the Regional Fuel Tax with the remainder largely 
from the Housing Infrastructure Fund (HIF). 

• Of the $300m, approximately $200m is allocated to the 
Whenuapai and Redhills areas for the projects the HIF fund 
will cover, including the southern part of Trig Road in the plan 
change area. 

• $25m of the $300m is allocated to Wainui. 

• The remaining money, approximately $75m, is for the 
Supporting Growth programme across the region. 

Regional Fuel Tax • Adopted as part of the RLTP. 

National Land 
Transport Programme 
(NLTP) and National 
Land Transport Fund 
(NLTF) 

• NLTP is due to be finalised on 31 August 2018. 

• NLTP must take the RLTP into account because it allocates 
the NZTA funded parts of the projects identified in the RLTP. 

• The NLTF is the funding source for the NLTP. 

Local Residential 
Growth Fund 

• Available to be considered for new projects. 

• No monies in this fund have been allocated to projects in the 
plan change area. 

Housing 
Infrastructure Fund 
(HIF) 

• Detailed business case has been submitted to Ministry of 
Business, Innovation & Employment. 

• Funding agreement to be signed by September 2018. 

• Business case includes funding for three water and transport 
projects in Whenuapai and Redhills. 

• The part of Trig Road south of State Highway 18 is included in 
the HIF business case. 

• The HIF is part of the $300m Greenfield Growth fund in the 
RLTP and the LTP. 

Crown Infrastructure 
Partners 

• Stage 1 is under negotiation and does not include any projects 
in the plan change area. 

• Projects in the plan change area could be put forward for 
consideration for Stage 2 in the later part of the 2018-2019 
financial year. 

Development 
Contributions 

• The council’s existing Development Contributions Policy has 
been extended until February 2019. 

• A new Development Contributions Policy will be ready before 
February 2019. 

3
 Supporting Growth is a joint project between Auckland Transport, Auckland Council and the New Zealand Transport 

Agency to develop transport networks to support greenfield development in Auckland over the next 30 years. 
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Funding Mechanism Impact on Plan Change 5 

• There will be a funding area for Whenuapai in the new policy, 
however it will only include projects that are funded in the LTP. 

Targeted rates • Targeted rates have been approved in principle for use. 

• Any new targeted rate would need to be consulted on and 
would not be able to be introduced in the plan change area 
until 1 July 2019 at the earliest. 

• Targeted rates would supplement development contributions. 

 
22. There are two items of particular importance in the table above.  The first is that the delivery 

of half of the upgrade of Trig Road to an urban arterial standard is to be funded by the 
Housing Infrastructure Fund (HIF).  The second is that the business cases for the Supporting 
Growth network are included in the LTP.  This means that there is funding in the LTP to 
investigate and protect the routes for the arterial roads in the plan change area in the next 
three years.  This gives a clear indication of the council and Auckland Transport’s intention to 
see the roads delivered.  Business case investigations have begun for the business cases for 
the Supporting Growth network in the North West, including the plan change area. 
 

23. The LTP will be reviewed in three years’ time, by which time the business cases for the 
arterial roads will be complete.  Once the routes are protected, a source of funding will need 
to be found to build the roads.  This could be in the form of development contributions or a 
targeted rate.  Funding for the roads could be included in future iterations of the LTP. 

 
24. As well as Auckland Council and Auckland Transport projects in the plan change area, there 

are New Zealand Transport Agency (NZTA) projects that will improve the transport network 
in the area and enable growth.  These projects include a new State Highway 16/State 
Highway 18 connection, a motorway interchange at the State Highway 16 and Northside 
Drive, and west facing motorway ramps at Squadron Drive (just outside of the plan change 
area).  The NZTA has commenced the business case investigations for these projects.  
Again this signals intent to improve the transport network in the area to enable growth. 

 
 
Transport infrastructure requirements 
 
(a) Please provide further detail on how a “proportional share of local infrastructure 

works as identified in Table I616.6.2.1” in Standard I616.6.2 would be calculated? 
(b) What process or framework will the Council use when calculating a proportionate 

share? 
 
25. A proportional share could be calculated in a similar method to the calculations done in the 

Redhills Precinct.  In Redhills an Integrated Transport Assessment was used to determine 
cost allocation across the precinct.  Matters that were considered in this analysis include: 
 

• the cost of the road upgrades and calculation of the total demand on these roads 
from the precinct, as a proportion of overall modelled traffic demand 

• zoning and expected yields within the precinct 

• the use of the ART traffic model to identify traffic movements within the precinct. 

26. A contribution was calculated per dwelling and/or per 100m2 of GFA retail and commercial 
floorspace. 

 
27. In the Redhills Precinct, it was agreed by the developers’ network to share the cost equally 

across the precinct, instead of varying the proportional share based on proximity to different 
parts of the arterial. This avoids undue complexity and is the approach that would be used for 
a targeted rate or development contributions in the long-term. 
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(c) Can more certainty with regard to how a proportional share is determined (i.e. a 
formula), and whether such information should be included in the provisions either as 
part of a standard in the Precinct or other method in the Auckland Unitary Plan such 
as a non-statutory method in Chapter M? Is it reasonable to include a rule requiring 
the payment of a proportional share if the process to determine it is not determined 
until the resource consent stage? 

 
28. I do not consider it appropriate to incorporate a formula for working out the proportional share 

in a non-statutory chapter of the Auckland Unitary Plan (Operative in Part).  As stated in 
response to question (b) above, there are a range of variables to be considered and the 
specific share would need to be agreed with the applicants for resource consent. 

 
29. I consider that it is reasonable for the proportional share to be determined at the resource 

consent stage.  Applicants will have to show how they meet Standard I616.6.2 at the 
resource consent stage.  The standard is there to ensure that the adverse effects of 
development on the transport network can be adequately mitigated and to give effect to the 
Regional Policy Statement (RPS).  When an applicant submits a resource consent 
application, they need to show how their proposal is consistent with the RPS.  Objectives 
B2.2.1 (1)(g), B3.2.1 (5) and B3.3.1 (1)(d) of the RPS are particularly relevant and seek to 
ensure that infrastructure enables growth and mitigates the adverse effects of development 
on the environment.  This is discussed in section 10.5 of the Hearing Report.  If there are 
other AUP (OP) provisions that the applicant needs to be consistent with, then they will need 
to show how they are doing this at the resource consent stage too. 

 
(d) Please clarify how Infrastructure Funding Agreements would be used as a mechanism 

for transport infrastructure funding within the Plan Change 5 with particular reference 
to issues such as fragmented and multiple ownership?  

 
30. Infrastructure Funding Agreements (IFAs) are a voluntary contract between Auckland 

Council and a private developer.  In the case of transport infrastructure, Auckland Transport 
(AT) would also be a party to the agreement.  An IFA can bring forward projects that are 
listed in the council’s Long-term Plan (LTP), or an IFA can be for new projects that are not in 
the LTP.  IFAs are usually triggered by resource consent applications seeking to satisfy AT 
that the effects of growth can be managed. 

 
31. An IFA should be entered into to secure funding from a resource consent applicant where 

growth requires arterial roads in the precinct. This would address the cumulative adverse 
effects on the transport network that would result from the application.  This approach has 
been used in the Wainui Precinct and is being used in the Redhills Precinct. 

 
32. Fragmented land ownership can be problematic as subdivision and development may not be 

co-ordinated across the different landowners.  Council cannot control when landowners and 
developers in the plan change area will develop.  This means that there is no certainty as to 
when funding to contribute to the arterial roads in the plan change area is able to be 
recovered from applicants.  An IFA will have to be negotiated with each resource consent 
applicant on a case by case basis.  However, council can bank money received from IFAs 
until such time as there is enough budget to build the road.  IFAs will not replace the need for 
other funding sources to contribute to the effective delivery of transport infrastructure in the 
plan change area. 

 
33. An IFA would be entered into for the applicant’s reasonable contribution towards arterial 

roads.  There are two likely scenarios: 
i. Scenario A: a new arterial road runs through the applicant’s property.  In this case, the 

applicant should construct the portion of arterial road through their land in lieu of 
entering into an IFA. 
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ii. Scenario B: the development requires the arterial road to be constructed but is not on 
the applicant’s land.  The applicant cannot control the delivery of a road on third party 
land so they enter into an IFA with council and AT. 

 
34. Scenario B would run parallel to the consent process. This would mean that 

landowners/developers that wish to develop in advance of infrastructure being constructed or 
funded, could mitigate the effects their development is having on the transport network by 
contributing to the future development of the infrastructure.  This would be an interim 
measure until funding for the arterial roads was identified in the LTP and the recovery of its 
cost reflected in the Development Contributions Policy or a targeted rate. 

 
Please explain further the role of the Development Programme Office in this process? 
 
35. The Development Programme Office (DPO) oversees selected major infrastructure projects, 

housing development and significant public realm development across Auckland.  This 
ensures growth is enabled and supported by infrastructure and that there is an improved 
public realm in Auckland.  The DPO works with developers and other providers to ensure the 
necessary infrastructure is available to enable quality development to proceed. 
 

36. The Infrastructure Strategy and Funding Unit in the DPO has a team that manages the 
development of a range of funding agreements across council.  These include infrastructure 
works where the developer and council cost share, agreements for council funded works 
delivered by council or by the developer on behalf of the council, and commercial 
agreements with developers to achieve strategic/integrated infrastructure outcomes.  This 
has occurred in Drury, Wainui and other new growth areas. The Development Programme 
Office co-ordinates asset owners, such as AT, Parks, Healthy Waters, from across council 
(excluding Watercare Services) to enter into agreements.  This team would negotiate IFAs in 
the plan change area with the applicants and where appropriate with AT. 

 
Specifically, what mechanism would ensure the timely and equitable provision of the 
collector roads necessary to enable development, having regard to the location of such 
roads with respect to property ownership? 

 
37. The mechanisms to ensure the provision of collector roads are set out in the Whenuapai 3 

Precinct.  The relevant provisions are outlined below. 
 

38. Policy I616.3(8) is shown below with recommended changes in response to submissions 
shown in strikethrough and underline: 

 
(8) Require the provision of new roads and upgrades of existing roads as shown on 

Whenuapai 3 Precinct Plan 2 through subdivision and development, with 
amendments to the location and alignment of collector roads only allowed 
where the realigned road will provide an equivalent transport function. [34.11] 

 
39. This means that an applicant who has a road on their land is required to build the portion of 

road that covers their land.  If an arterial road crosses their land, they would be required to 
build the road to collector road standard and leave sufficient width for it to be upgraded to 
arterial standard. 

 
40. Standard I616.6.8 of the Whenuapai 3 Precinct requires developers to build collector roads 

through to the property boundaries and to the kerb on the opposite side of the road.  
Standard I616.6.8 is shown below with recommended changes in response to submissions 
shown in strikethrough and underline: 
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I616.6.8 Roads 
(1)  Development and subdivision occurring adjacent to an existing road must 

upgrade the entire width of the road adjacent to from the property boundary of 
the site where subdivision and development is to occur, to the kerb on the 
opposite side of the road. [46.11] 

(2)  Development and subdivision involving the establishment of new roads must: 
(a)  provide the internal road network within the site where subdivision and 

development is to occur; and 
(b)  be built through to the site boundaries to enable existing or future 

connections to be made with, and through, neighbouring sites; and 
(c)  provide a full arterial road width along any proposed new arterial 

alignment shown on Whenuapai 3 Precinct Plan 2 if the development is 
proceeding ahead of the arterial road. [42.12, 47.11 and 48.12] 

 
41. As development can occur in a piecemeal way across the precinct, collector roads could be 

developed in a piecemeal fashion as and when development occurs.  This is the nature of 
greenfield development.  It might be more equitable for AT to build collector roads and 
recover a proportional share from all landowners in the precinct towards the cost of those 
roads.  However AT does not generally build collector roads as there is no funding available 
to build them.  Collector roads are the responsibility of the developers. 

 
(e) If Auckland Transport were to use its powers of designation to establish the roading 

upgrades as set out in (amended) Table I616.6.2.1 (or similar) or act as “banker” to 
fund the road upgrades, what would be the implications for the implementation of 
roading infrastructure in terms of Standard I616.6.2? 

 
42. Standard I616.6.2 and Table I616.6.2.1 would stay the same if AT were to use their powers 

of designation.  AT and council would still be looking at recouping costs for the arterial roads 
if they are designated. 
 

43. If council was able to charge development contributions for the arterial roads then Standard 
I616.6.2 would not be needed depending on the level at which contributions were set.  At 
present, collecting development contributions for the arterial roads is not possible as the road 
projects are not line items in the council’s Long-term Plan 2018-2028. 

 
 
Question 3. Indicative open space 
 
(a) Please clarify the process used to determine the need for Open Space areas as shown 

in Precinct Plan 1? 
 

44. The Whenuapai Structure Plan: Parks and Open Space Report (2016) prepared to support 
the Whenuapai Structure Plan identified the locations of indicative open space. The council’s 
Open Space Provision Policy 2016 was used to determine the amount and indicative spatial 
arrangement of open space in the Whenuapai Structure Plan area. Part 2 of the Open Space 
Provision Policy 2016 contains the basis for the provision of open space. The policy does not 
identify a ratio of open space to population, rather it identifies open space typologies within a 
walking catchment driven by an assessment of the needs of the future community. The 
relevant provision metrics from the policy are set out in Table 4: 4 

 
  

4
 Page 30 of the Open Space Provision Policy 2016 
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Table 4: Open space typologies and provision targets from the Open Space Provision Policy 2016 

 
 
45. The Open Space Provision Policy 2016 provides the requirement and general configuration 

of the overall open space network. Following this, site suitability criteria from the Parks and 
Open Space Acquisition Policy 2013 was applied to the Whenuapai area to identify the 
location of each indicative open space. This was then reported in the Whenuapai Structure 
Plan: Parks and Open Space Report (2016). 
 

46. The criteria for site selection from the Parks and Open Space Acquisition Policy 20135 are: 
• location and physical characteristics 

• financial aspects 

• community support 

• amenity 

• planning and legal restrictions. 

  

5
 Page 22 of the Open Space Acquisition Policy 2013. 
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(b) What is the intended open space function for the areas identified? 
 

47. Whenuapai 3 Precinct Plan 1 identifies seven areas of indicative open space. The precinct 
provisions do not specify the typology of each indicative open space. These are outlined in 
the Whenuapai Structure Plan: Parks and Open Space Report (2016. 
 

48. Of the seven indicative areas of open space, the following types are proposed: 

• one suburb/sports park 

• one suburb park 

• five neighbourhood parks. 

49. The Open Space Provision Policy 2016 provides a description of their indicative uses and 
functional requirements. This can be seen in Table 4 above. 

 
50. The suburb/sports park will service the organised sports needs of the projected population 

growth in both Whenuapai and the wider North-West region through the provision of playing 
fields and complementary activities (for example playgrounds), and ancillary services (for 
example changing rooms). 

 
(c) What factors were taken into consideration when identifying locations for open space 

areas? 
 
51. As outlined above, the council’s two open space policies contain the criteria for identifying 

the location of the indicative open space areas, as follows: 
 
i) The Open Space Provision Policy 2016 contains a target walking catchment within 

different residential densities, that is, what amount of open space is needed to service a 
specific population. 

 
ii) The Parks and Open Space Acquisition Policy 2013 contains a set of site suitability 

criteria for selecting a preferred site. These criteria are: 
 

• Location and physical characteristics 

Some activities and park functions have specific physical requirements, for example 
size for a sports field and flat areas for informal recreation. A park’s relation to the 
surrounding environment including infrastructure capacity, should be suitable for the 
scale of the park. Hazards such as site contamination and flooding may also affect a 
site’s suitability. 
 

• Financial aspects 

The cost of developing a site and its ongoing maintenance. Acquiring new parks 
and open space commits the council to ongoing financial costs as assets have to be 
appropriately maintained and renewed. 

 

• Community support 

Opportunities for community involvement and education are important outcomes 
that are considered when assessing the suitability of a site. 

 

• Amenity 

The environment surrounding a site will influence the amenity of a park and what 
type uses it is suitable for. A pleasant outlook can contribute to the quality of a park. 

 

• Planning and legal restrictions 

Planning restrictions or encumbrances on the property title will influence the type of 
activities that can occur on a site and how easy it will be to develop. 
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(d) Is a statement in the Precinct Plan necessary to clarify what “indicative Open Space” 
means and the extent of flexibility expected in the final determination of its location? 

 
52. I do not consider it necessary for the precinct plan to provide guidance on what the word 

indicative means, or on the extent of flexibility the precinct provisions provide.  Whenuapai 3 
Precinct Plan 1 gives an indication of where open space might be located.  There are also 
text provisions in the Whenuapai 3 Precinct that reflect this and provide flexibility.  I have 
listed these provisions below. 
 

Policy I616.6.3(8) 
Require the provision of new roads and upgrades of existing roads as shown on 
Whenuapai 3 Precinct Plan 2 through subdivision and development, with 
amendments to the location and alignment of collector roads only allowed where the 
realigned road will provide an equivalent transport function. 

Policy I616.3(20) 
Require the provision of open space as shown on Whenuapai 3 Precinct Plan 1 
through subdivision and development, unless the council determines that the 
indicative open space is no longer required or fit for purpose. 

Policy I616.2(21) 
Only aAllow amendments to the location and alignment of the open space where 
the amended open space can be demonstrated to achieve the same size and the 
equivalent functionality. 

Standard I616.6.1 Compliance with Whenuapai 3 Precinct Plans 
(1) Activities must comply with Whenuapai 3 Precinct Plan 1 and Whenuapai 3 

Precinct Plan 2. 
(2) Activities not meeting Standard I616.6.1(1) must provide an alternative 

measure that will generally align with, and not compromise, the outcomes 
sought in Whenuapai 3 Precinct Plans 1 and 2. 

 
Rule I616.4.1 (A3) states that subdivision not complying with Standard I616.6.1 is a 
discretionary activity. 
 
Rule I616.4.1 (A16) states that use and development not complying with standard 
I616.6.1 is a discretionary activity. 

 
53. I agree with the view of Mr Barwell in his memo attached in Appendix 5, that the Open Space 

Provision Policy 2016 provides adequate guidance on spatial distribution of open space and 
provides flexibility for both landowners and the council. It clearly sets out the principles of 
open space planning that each application must consider.  Departures from indicative 
locations will be negotiated on a case-by-case basis using the policy as the primary 
guidance. 

 
54. While flexibility is provided for in the Whenuapai 3 Precinct provisions outlined above, 

variation in open space locations will affect the spatial distribution of open space within the 
wider network. Care will be needed to ensure that the future community has equitable access 
to open space and the wider open space network will not be compromised.  

 
 
Question 4. Land Bounded by Trig Road, Upper Harbour Drive and Hobsonville Road 
 
The land within this area is zoned Terrace Housing and Apartment zone (THAB), to the 
south and west, and Mixed Housing Urban, to the north. A number of submitters seek that 
this entire area be rezoned THAB due to its proximity to the Westgate and NorthWest 
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Shopping Centres. Please provide additional comment on the zoning proposed by 
submitters including the following:  
 
i. Anticipated walking/cycling distances and times to the existing Westgate commercial 

areas 
 
55. Figure 1 and Table 5 show approximate walking and cycling times from various parts of the 

block bounded by Trig Road, Upper Harbour Highway and Hobsonville Road to Westgate 
over the existing Hobsonville Road overbridge. 

 

 
Figure 1: Potential walking and cycling routes from the Trig Road block to Westgate 

 
Table 5: Approximate distances, walking and cycling times from the Trig Road block to Westgate 

Trip Distance to Westgate 
(Approx.) 

Estimated walking/cycling time 
(Approx.) 

Westgate to PC Boundary 340m 4/1 Minutes 

Trip A 1980m 30/8 Minutes 

Trip B 1955m 30/8 Minutes 

Trip C 1260m 18/5 Minutes 

Trip D + B 2285m 34/9 Minutes 

Trip D + C 1590m 22/6 Minutes 

Trip E + B 2235m 33/9 Minutes 

Trip E + C 1540m 21/6 Minutes 

Walking time: 15 minutes per 1000m 

Cycling Time:  4 minutes per 1000m 
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56. Auckland Transport’s Code of Practice6 states that pedestrian and cycle ways should have: 
 

…a vertical alignment generally no steeper than 1 in 10 with an absolute maximum 
gradient of 1 in 8 in exceptional circumstances. 

 
57. Gradients that are too steep are undesirable because the ascents can be difficult for cyclists 

to climb and the descents can cause some cyclists to exceed the speeds at which they are 
competent or comfortable.  The gradient in this area ranges from less than one per cent 
close to State Highway 18, to 14 per cent as the land slopes up towards Hobsonville Road.  
The gradient in this area will make cycling difficult and would warrant design considerations 
to take the slope and length of the hill into account.  Cycling and walking can still be possible, 
but where gradients are too steep, AT would need to consider stairways and appropriate 
ramps for universal access. 

 
ii. The planned or anticipated public transport connectivity for this area 

 
58. There are two services under the bus network that was rolled out in June 2017: 

i. A connector service with buses at least every 30 minutes between 7am and 7pm along 
Hobsonville Road. 

ii. A local service with buses at least once an hour along Trig Road that circulates through 
Whenuapai on its route between Hobsonville and Westgate. 

 
59. Both of these service standards are minimum standards. This means that for a connector 

service the frequency is better than every 30 minutes at peak, it will be approximately every 
15 minutes at peak. 

 
60. Both services are planned to be increased in frequency over time. The connector service will 

be increased to a 15 minute minimum between 7am and 7pm. The local Trig Road service 
will increase to a connector service standard. 

 
iii. The role, if any, Upper Harbour Highway plays in terms of connectivity, or lack thereof, 

to commercial areas 
 
61. There are three routes in and out of the block of land bounded by Trig Road, Upper Harbour 

Highway and Hobsonville Road.  The first route is via Hobsonville Road.  This route would be 
used to travel to existing commercial areas along Hobsonville Road and in Westgate.  This 
route could be attractive for people living in the southern part of the block and is the only 
route to Westgate.  The second route is via the Trig Road overbridge that crosses the Upper 
Harbour Highway and would be used to access the proposed commercial area north of the 
Upper Harbour Highway.  This is the only crossing point over the Upper Harbour Highway for 
this block.  The third route is to use the Upper Harbour Highway which can be accessed by 
east facing on ramps at Trig Road.  The Upper Harbour Highway could be used to access 
existing commercial areas along Hobsonville Road by vehicles joining the Upper Harbour 
Highway at Trig Road and exiting at the Brigham Creek Road off ramp.  This route could be 
attractive for people living in the northern part of the block. 
 

62. In the future there will be a fourth route to Westgate along Northside Drive when it is 
extended.  People using this route will still need to cross the Upper Harbour Highway at the 
existing Trig Road overbridge. 

 
63. While the Upper Harbour Highway could be used for people travelling east, I consider that it 

is a barrier to connectivity in the area. 
 

6
 Section 13.4.4, Chapter 13 Cycling Infrastructure Design 
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iv. Any measures within the development area that might improve connectivity (including 
a possible pedestrian/active mode bridge) to the Westgate centre 

 
64. I am not aware of any measures within the area that might improve connectivity to the 

Westgate centre. I am unaware of any plans for an additional pedestrian or cycle bridge over 
State Highway 16 to the Westgate Centre and there is no funding allocated for a bridge in the 
RLTP or the council’s LTP. The Integrated Transport Assessment prepared for the 
Whenuapai Structure Plan, and later transport modelling updates, did not include any 
additional connectivity across State Highway 16. 

 
v. Any other relevant physical or topographical matters 

 
65. The land bounded by Trig Road, Upper Harbour Highway and Hobsonville Road is 

comprised of mainly flat to rolling land with localised areas of steep terrain around incised 
channels.  I do not consider that there is any reason to depart from the proposed zoning 
based on the topography of the land. 
 

66. The catchment area contains the Totara Stream, flowing to the north-western corner.  This is 
the lowest point in the area with an elevation of 30m.  The area contains sections which are 
in flood plains located around the Totara Stream. The area affected by this is minimal and 
concentrated along the steams. The Whenuapai 3 Precinct: Stormwater Management Plan 
2017 states: 

 
…flood hazard is not a key constraint in the catchment provided an appropriate 
approach to development and the management of flood plains and overland flow path 
is implemented. 

 
67. State Highway 16 is a physical barrier that severs the land from the retail and business area 

at Westgate and the Northwest Shopping Centre. The Hobsonville Road overbridge is the 
only connection to the area.  While the overbridge provides for vehicle, cycling and 
pedestrian access, there are wide on and off-ramps accessing the bridge from all sides, 
resulting in an environment dominated by cars. Without alternative connections to Westgate 
and Northwest Shopping Centre from the Whenuapai area, I consider the zoning proposed in 
Plan Change 5 remains the most appropriate way to achieve the direction of B2.2 Urban 
growth and form and B2.4 Residential growth as discussed in section 10.4 of the Hearing 
Report. 

 
 
Question 5. Single House Zone adjoining the CMA 
 
a) We wish to better understand the reasoning for a lower intensity residential zone 

(Single House zone) at the CMA boundary in addition to a coastal hazard setback to 
manage the risk of hazard. Please provide additional comment on why a lower 
intensity zone is necessary in addition to coastal setbacks? What provisions of the 
Unitary Plan (including the Regional Coastal Plan) or the New Zealand Coastal Policy 
Statement have the Council considered or relied upon in this assessment? 

 
68. In paragraphs 104 and 105 of the Hearing Report the provisions in the New Zealand Coastal 

Policy Statement and the Regional Policy Statement (RPS) of the Auckland Unitary Plan 
(Operative in Part) that the reporting team considered when applying the Single House Zone 
around the coast are listed.  I have listed them again here for ease of reference. 
 

69. New Zealand Coastal Policy Statement 2010 provisions: 
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• Objective 5 – locating new development away from areas prone to coastal hazard risks 

• Policy 3 – adopt a precautionary approach to the use and management of coastal 
resources potentially vulnerable to climate change 

• Policy 6(1) – in terms of development in the coastal environment, consider if the 
existing built environment should be encouraged; and set back development from the 
coastal marine area where practicable to protect the natural character, open space, 
public access and amenity values of the coastal environment 

• Policy 7(1) – in the preparation of plans, identify areas where particular activities and 
forms of subdivision, use and development may be inappropriate and provide 
protection through plan provisions 

• Policy 24 – identify areas that are potentially affected by coastal hazards taking into 
account national guidance such as the Ministry for the Environment Coastal Hazards 
and Climate Change: Guidance for Local Government 

• Policy 25 – avoid increasing the risk of social, environmental and economic harm from 
coastal hazards. 

 
70. AUP(OP) RPS provisions: 

• Objective B2.3.1(1) – subdivision, use and development that respond and adapt to the 
effects of climate change 

• Policy B2.4.2(4) – provide for lower residential intensity in areas that are subject to high 
environmental constraints 

• Policy B2.4.2(5) – avoid intensification in areas that are subject to significant natural 
hazard risks 

• Objective B8.2.1(2) – subdivision, use and development in the coastal environment are 
designed, located and managed to preserve the characteristics that contribute to the 
natural character of the coastal environment 

• Objective B8.3.1(1) – subdivision, use and development in the coastal environment are 
located in appropriate places and are of an appropriate form 

• Objective B8.3.1(7) – subdivision, use and development avoid increasing the risk of 
social, environmental and economic harm 

• Objective B10.2.1(3) – avoid new risks to people, property and infrastructure when 
carrying out new subdivision, use and development 

• Objective B10.2.1(4) – the effects of climate change on natural hazards are recognised 
and provided for 

• Objective B10.2.1(5) – manage subdivision, use and development of land subject to 
natural hazards 

• Policy B10.2.2(13) – in areas potentially affected by coastal hazards over the next 100 
years, avoid changes in land use that would increase the risk of adverse effects from 
coastal hazards. 

 
71. I am of the view that the term “avoid” used in Policy 25 of the NZCPS provides a strong 

directive that higher density residential use is inappropriate in areas of coastal hazard risk. I 
am also of the view that Objectives B2.2.1 Urban growth and form need to be considered in 
the context of giving proper weighting to the RPS objectives identified above in areas of 
coastal hazard risk.  I consider that the balance of zones proposed in the plan change area 
provides sufficient development capacity and land supply to accommodate growth. 
 

72. It is my understanding of probability based risk-assessment that the coastal hazard setback 
yard identifies an area that is subject to erosion. However, there is a five per cent chance 
that erosion would exceed the extent of the setback yard by the year 2120. The Coastal 
Hazard Assessment undertaken for the plan change7 identifies maximum extents of erosion 
in the area as 47m, 26m, 32m, and 42m respectively within coastal areas A, B, C, and D. 
These increase to 50m, 49m, 34m, and 43m respectively by 2150. This understanding is 
supported by Richard Reinan-Hamill in section 4 of his letter dated 4 May 2018 that was 

7
 Coastal Hazard Assessment Whenuapai Plan Change, prepared by Tonkin and Taylor, August 2017 
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attached as Appendix 1 to the memo sent to the panel on 8 May 2018.  This memo is 
attached again here in Appendix 6 for ease of reference. Increasing extreme weather events 
and further sea level rise higher than what has been modelled may exacerbate the extent of 
erosion. 
 

73. I also considered future coastal hazard risk management approaches when applying the 
Single House Zone. Lower residential intensity landward of the coastal hazard setback yard 
will allow for more flexible responses to coastal hazard risks. This is in accordance with the 
Ministry for the Environment Coastal Hazards and Climate Change: Guidance for Local 
Government.  Fewer assets will need to be protected, thereby reducing the need for hard 
protection structures and making managed retreat easier. 

 
74. Therefore, taking a precautionary approach, I consider the Single House Zone within 50m of 

Mean High Water Springs remains the most appropriate zone. 
 
 
Question 6. Out of Scope Submissions 
 
(a) If we were to consider submissions 43.3 and 44.3 to be within scope (seeking to be 

added to the plan change and zoned Light Industry) what would the merits to 
including these sites within the plan change area? 

 
75. Submitters 43 and 44 are seeking to include land at 84-90 Trig Road in the plan change 

area.  As stated in section 10.2 of the Hearing Report, in my opinion, submissions 43 and 44 
are not on the plan change and therefore the council is unable to consider these 
submissions.  A section 32 analysis for including these sites in the plan change area has not 
been undertaken. 
 

76. If the panel is minded to consider that submissions 43 and 44 are on the plan change, I 
consider that the Light Industry Zone is the most appropriate zone for these sites based on 
the analysis carried out for the Whenuapai Structure Plan.  The Light Industry Zone would be 
consistent with the proposed zoning in the surrounding areas. 

 
77. There may be some merit in rezoning both sides of Trig Road at the same time if both sides 

of the road were to be developed at a similar time.  Then there will be land uses of a similar 
nature along both sides of the road.  However, council cannot control when private 
landowners develop.  It is likely that both sides of the road will eventually have the same 
zone, and the land at 84-90 Trig Road will be included in a future plan change area.  In 
addition, if the sites at 84-90 Trig Road are rezoned as submitters 43 and 44 are requesting, 
62, 64 and 82 Trig Road, which are located to the south of 84 Trig Road, will remain as 
Future Urban Zone as there were no submissions seeking to rezone these sites.  This means 
there will still be parts of Trig Road where both sides of the road do not have the same zone. 

 
78. If only one side of the road is developed, Standard I616.6.8 in the Whenuapai 3 Precinct 

requires developers to upgrade the road to the kerb on the opposite side of the street.  This 
means that if development occurs on only one side of the road, Trig Road will still be 
upgraded to the opposite side of the road if the development happens in advance of 
Auckland Transport upgrading the road.  Therefore there is no benefit in rezoning 84-90 Trig 
Road in this plan change in terms of upgrading to Trig Road. 
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Direction 4 of the Hearing Panel 
 
79. As instructed in Direction 4 of the Hearing Panel of Commissioners that was issued on 10 

August 2018, I will contact the panel in the first week of October so that a date can be set to 
reconvene the hearing. 

 
Kind regards 

 

Anne Bradbury 

Principal Planner, North West and Islands Planning 
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Appendix 5a: Whenuapai Airbase – Engine Testing Noise Contours 

from Tonkin & Taylor prepared for the New Zealand Defence Force 
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1 Executive Summary

Whenuapai Airbase has existed more or less in its present form since the 1940s and has been
continuously occupied and used by the Royal New Zealand Air Force since that time. While there
have been changes in the number, size and type of aircraft located at the base over this time, noise
from aircraft operations and engine testing forms part of the local noise environment and has done
for at least the past 50 years.

Engine testing is a regular activity at Whenuapai Airbase and is required for maintenance, testing
and training purposes. Engine testing and the frequency and duration of engine testing varies
between different aircraft and the tasks being undertaken. It does not follow a regular schedule but
is dependent on aircraft requirements and can vary greatly in noise level and duration. Night-time
engine testing may be required in some circumstances, although this is avoided if possible.

Engine testing is authorised under Designation 4310 in the Auckland Unitary Plan Operative in part
(AUP) and the designation includes aircraft noise contours for Whenuapai Airbase. These contours
were prepared to include the noise generated by aircraft when taking off and landing, but not the
noise contribution from engine testing. Accordingly, despite engine testing being within the scope of
the designation it is unable to comply with the noise limits in the conditions of the designation which
reference the contours. However, engine testing currently undertaken at Whenuapai Airbase does
not breach the Resource Management Act 1991 (RMA) due to a certificate issued under section 4(2)
of the RMA relating specifically to this activity.

Auckland Council notified proposed Plan Change 5: Whenuapai (PC5) in 2017. As part of the plan
change process a series of engine testing contours were produced to inform future land use planning
controls in accordance with New Zealand Standard NZS 6805:1992 ‘Airport Noise Management and
Land Use Planning’ (NZS 6805). A finalised set of engine testing contours have now been produced
taking into account a projection of future engine testing operations at Whenuapai Airbase, which is
in accordance with NZS 6805. The time spent engine testing has been increased by a factor of 20%
from the existing situation to account for future changes.

Two contours have been produced:

· 65 dB Ldn engine testing Inner Control Boundary - within which the amount of engine testing
noise exposure is sufficiently high to require appropriate land use controls or other measures
to avoid, remedy or mitigate any adverse effects on the environment, including effects on
community health and amenity values. These controls typically prevent new noise sensitive
development occurring.

· 57 dB Ldn engine testing Outer Control Boundary - within which there should be sound
insulation performance requirements for new or altered buildings to ensure a reasonable level
of indoor noise amenity with windows and doors closed.

The intent is that the new engine testing noise contours will inform PC5 and form the basis of future
land use planning controls to provide protection against adverse levels of engine testing noise as
anticipated by NZS 6805. The contours are included at Appendix D to this report.
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2 Introduction

2.1 Background

The Royal New Zealand Airforce Base Auckland (Whenuapai Airbase) is located at Whenuapai and
was first established in 1937. There has been an operational airfield at Whenuapai since 1928.
Whenuapai Airbase has existed more or less in its present form since the 1940s and has been
continuously occupied and used by the Royal New Zealand Air Force (RNZAF) since that time.
Whenuapai was also Auckland's civil international airport from 1945 to 1965.

Whenuapai Airbase has two main runways plus extensive aircraft parking with associated taxiways
and infrastructure. There are three flying squadrons located at the airbase as follows:

· No. 5 Squadron – Maritime Surveillance, using Lockheed P-3 Orion aircraft operating out of
Whenuapai since 1968;

· No. 6 Squadron – Naval Aviation, using Kaman SH-2G Super Seasprite helicopters operating
out of Whenuapai since 2005; and

· No. 40 Squadron – Tactical and Strategic Transport, using Lockheed C-130H Hercules operating
out of Whenuapai since 1965 and Boeing 757 aircraft operating out of Whenuapai since 2002.

A location plan is shown in Figure 2.1 showing the boundary of the base and main runways.

Engine testing1 of Whenuapai-based aircraft is required for maintenance, testing and training
purposes. Engine testing is a regular activity at Whenuapai Airbase and the frequency and duration
of engine testing varies between different aircraft and the tasks being undertaken. Unlike when
aircraft take-off, land and taxi, engine tests can be prolonged depending upon the engineering and
training requirements. Although there are some predictable elements of routine maintenance,
engine testing does not follow a regular schedule but is dependent on aircraft and operational
requirements and can vary greatly in noise level and duration. Night-time2 engine testing may be
required in some circumstances, although this is avoided if possible, and is conducted only with
specific approval from the Base Commander3.

While there have been changes in the size and type of aircraft being tested over the years, engine
testing has always been undertaken. In this respect noise from engine testing undertaken by the
RNZAF forms part of the local noise environment and has done for at least the past 80 years. Engine
testing is a necessary requirement to allow flight operations at the Base to occur.

2.2 Purpose of report

Previous assessment work undertaken by New Zealand Defence Force (NZDF) for Auckland Council’s
Plan Change 5 (PC5) included the production of engine testing noise contours4. The purpose of this
report is to update these engine testing noise contours to more accurately reflect day to day
operations and to allow for future changes in engine testing requirements at Whenuapai Airbase by
increasing the duration of current engine testing by 20% (see Section 6.3). The intent is that these
new contours will inform PC5 and form the basis of future land use planning controls to provide
protection against adverse levels of engine testing noise.

1 In this report, engine testing is the preferred terminology to describe when aircraft are stationary and engines are
operating for maintenance, testing and training. Other reports may use a variety of descriptors such as engine ground
running, ground engine running, engine running, ground run-up, or on-wing engine runs, which are all variants of engine
testing.
2 Night-time has two meanings in this report see Section 5.2.
3 See Section 4.2 - NZDF Base Standing Orders
4 AECOM, Whenuapai Plan Change 5, Base Auckland – Engine Running Noise Assessment, November 2018.
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A glossary of terms is included at the end of this report.

Figure 2.1: Location of Whenuapai Airbase, Whenuapai (Copyright TTMapViewer 2019)



4

Tonkin & Taylor Ltd
Whenuapai Airbase -      Engine Testing Noise Contours - Plan Change 5
New Zealand Defence Force

March 2021
Job No: 1009485

3 Designation 4310

Designation 4310 in the AUP applies to Whenuapai Airbase and provides for the operation of the
airbase for defence purposes as defined by section 5 of the Defence Act 1990. Engine testing is
authorised by the designation. Condition 1 of the designation relates to aircraft noise and is
reproduced below:

Aircraft Noise

1. Aircraft operations on the RNZAF Airbase shall not exceed a day/night (Ldn) level of:
a. 65dBA outside the Airnoise Boundary (Ldn 65 dBA Contour) shown on the Airbase Noise

map;
b. 55dBA outside the Outer Control Boundary (Ldn 55 dBA Contour) shown on the Airbase

Noise map.
For the purpose of this control noise will be measured in accordance with the NZS 6805:1992 and
calculated, as stated in NZS 6805:1992, using FAA Integrated Noise Model (INM) and records of actual
aircraft operations and calculated as a 90 day rolling logarithmic average.
Exceptions to noise limits:
a. The aircraft is landing in an emergency;
b. The aircraft is landing at the Airbase as an alternative in adverse weather conditions; or
c. The aircraft is using the airfield as part of a search and rescue operation or civil emergency.

The Airbase Noise map referred to in condition 1 is included in the Designation (reference Drawing
9A-2) and is attached at Appendix A. The Airbase Noise map is reproduced in the AUP as the Aircraft
Noise Overlay for Whenuapai Airbase, see Appendix B. The contours represent the extent of aircraft
noise from aircraft either in flight or when on the ground during taking off or landing. Noise is only
present along the runways and flight tracks. The contours were not prepared to include the noise
contribution from any other source of aircraft noise (including additional noise around taxiways,
aprons, and engine testing locations). However, pursuant to a recent (2019) decision of the
Environment Court, engine testing noise was required to comply with the noise limits in the
conditions of the designation which reference the contours. Because NZDF could not comply with
those limits, engine testing has been exempted from compliance with these limits pursuant to a
certificate issued under section 4(2) of the RMA.

Three types of aircraft operations at Whenuapai Airbase are expressly excluded from compliance
with the airnoise boundary of condition 1. These operations relate to unplanned or unforeseen
events such as emergencies (emergency landings or diversions due to adverse weather) or where
aircraft are used for search and rescue or civil events such as those declared under the Civil
Emergency Management Act 2002.
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4 Land use planning – aircraft noise

4.1 NZS 6805:1992

New Zealand Standard NZS 6805:1992 ‘Airport Noise Management and Land Use Planning’ is used to
assess and rate aircraft noise in the vicinity of airports (including aerodromes / airfields). This
standard does not specifically exclude nor include engine testing noise when assessing the overall
level of airport noise. Rather it is focused on the noise generated by aircraft from ‘start of roll’, when
inflight and when an aircraft lands and departs the runway. NZS 6805:1992 is relevant to this
assessment since it provides guidance on the use of the day / night sound level (Ldn) and the
averaging of aircraft activity.

The Ldn parameter is the day / night average energy level and it has a 10 dB weighting for any
aircraft noise events which occur during the period 2200-0700 hrs. Ldn is widely used to assess
environmental noise from other sources as well as aircraft noise and has been used to establish
reasonable noise thresholds for determining community response to noise from aircraft operations
(take-off and landing movements) and other sources of environmental noise. The Ldn 10 dB
weighting recognises that night-time noise can be more disturbing than noise that occurs during the
day, and that noise at night can result in adverse health effects due to loss of sleep. The Ldn
weighting means that, for example, a 5-minute night-time engine test would be equivalent to 10
similar tests conducted during the day.

To account for the variation in activity that may occur at an airport, NZS 6805 recommends that a
busy three-month (90 day) period is used to determine the typical level of aircraft movements that
may occur over a busy 24-hour day. This averaging period reflects the normal convention that at
commercial airports, the busy summer period (December, January, and February) is when aircraft
movements are at their greatest. If the same averaging duration were applied to engine testing then
the consequence would be a significant underestimation of the true noise effects as engine testing is
more sporadic / infrequent. For engine testing, a busy 7-day period is typically preferred and has
been used elsewhere in New Zealand, for example at Christchurch International Airport. This is
based on a rolling period of 7 days and reflects that engine testing can vary from day to day and can
occur on weekends. In contrast to operational flying, if a longer period were to be used, it would
tend to average out short term ‘peaks’ in engine testing activity. This 7-day period is then used to
calculate a representative 24-hour period.

Unlike a commercial operator, NZDF aircraft requirements will vary from week to week and there
will be periods of low activity in contrast to periods of higher activity, especially if there are
deployments, preparation for military training, search and rescue or humanitarian requirements (see
graphs in Section 6.2). This variation can result in a significant difference in the aircraft noise
environment from day to day and from week to week. While this variation may not affect the
aircraft noise contours based on a 90-day assessment period, a 7-day assessment period for engine
testing noise can result in multiple scenarios being developed as the frequency of engine testing can
vary much more than flight movements. When developing engine testing contours for land use
planning purposes this 7-day period must therefore allow for a worst case, or at least a busy
scenario in a similar manner to that required by NZS 6805 for airnoise (i.e. busy 24-hour day
average).

4.2 Airnoise boundary

NZS 6805 uses the Airnoise Boundary concept to enable councils to establish appropriate land use
planning controls for the management of aircraft noise at airports to protect the health and amenity
of neighbouring communities without unduly restricting the operation of airports. The Standard
provides the minimum requirement to protect people from adverse effects by establishing a
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maximum level of aircraft noise exposure (Airnoise Boundary) and a separate Outer Control
Boundary for the protection of amenity values.

Figure 4.1 shows Whenuapai Airbase’s Airnoise Boundary (the darker blue shaded area) and Outer
Control Boundary (the lighter blue shaded area) of Condition 1 (Designation drawing 9A-2, refer
Appendix A). These airnoise boundaries are included in the AUP via the Aircraft Noise Overlay (as
shown in Appendix B) which provides for land use controls consistent with NZS 6805.

Figure 4.1: Whenuapai Airbase Airnoise Boundaries

Noise from “aircraft operations” is not to exceed either the 65 dBA Airnoise Boundary (i.e. the outer
edge of the dark blue shaded area) or the 55 dBA Outer Control Boundary (i.e. the outer edge of the
light blue shaded area). NZS 6805 defines the Airnoise Boundary as:

‘an area around an airport within which the current or future daily amount of aircraft noise
exposure will be sufficiently high to require appropriate land use controls or other measures
to avoid, remedy or mitigate any adverse effects on the environment, including effects on
community health and amenity values whilst recognizing the need to operate an airport
efficiently.’

Unlike the Airnoise Boundary, which precludes new noise sensitive development, NZS 6805 defines
the Outer Control Boundary as:

“an area within which there shall be no new incompatible land uses, unless a district plan
permits such uses subject to requirements to incorporate appropriate acoustic insulation”.

The noise boundaries can represent either the existing level of aircraft noise or a future forecast of
aircraft noise. However NZS 6805 recommends that a projection should be made of future
operations and that a minimum period of 10 years should be used as the basis of the projected
contours. Typically, commercial airports will forward forecast to a point 20-30 years into the future
to reflect a projection of anticipated growth in airport capacity.
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Unlike a commercial airport with planned growth in passenger and freight traffic and hence greater
numbers of aircraft movements (and/or larger capacity aircraft), there is not the same anticipated
level of growth for NZDF operations due to the NZDF’s role remaining relatively unchanged, i.e.
similar activities are anticipated in the future as currently occur. However, future global uncertainty
may require enhanced military capability or increased humanitarian support following the effects of
natural disasters and climate change. This uncertainty should be allowed for when defining land use
planning control noise boundaries in terms of the numbers of future aircraft movements and
probable changes in the future Whenuapai Airbase home aircraft fleet. It should also be noted that
the noise signature of new aircraft may be higher if they have jet engines.

4.3 Whenuapai Airbase noise boundaries

As discussed above, the Whenuapai Airbase aircraft noise modelling (and the associated airnoise
contours) did not include the noise from aircraft taxiing or from engine testing.

The noise from taxiing operations is negligible in comparison to the noise from either aircraft
movements on the runway or from engine testing at Whenuapai Airbase due to the relatively low
numbers of taxiing operations, the relatively low noise emissions and that the main taxiways are
located close to the main runway (see Figure 5.1).

It is common practice both nationally and internationally to assess the effects of noise from aircraft
in flight and from engine testing separately5. For aerodromes with occasional engine testing, the
noise contribution from engine testing may be included in the airnoise contours. However for
aerodromes which have significant engine testing due to the presence of maintenance, repair, and
overhaul (MRO) facilities, which is the case at Whenuapai Airbase, separate contours will be
produced and the effects of the two aircraft noise sources will be treated separately. Local
communities near aerodromes with MRO engine testing activity will hear both aircraft in flight, and
engine testing. In these situations, appropriate land use controls are adopted by defining separate
noise boundaries for each activity.

When assessing the effects of airnoise, thresholds of Ldn 65 dB and 55 dB are used for airport noise
management and for setting land use planning controls (including the AUP Aircraft Noise Overlay as
shown in Appendix B). These thresholds are derived from community noise studies. An overview of
community response to aircraft noise is included at Appendix C together with the dose response
thresholds that form the recommended land use control thresholds of NZS 6805. These dose
responses are used to assess the degree of community noise annoyance to various modes of
transportation, including aircraft.

Unlike airnoise, there are no community noise significance thresholds used to rate the annoyance
from engine testing noise. For PC5, engine testing noise thresholds of Ldn 65 dB and 57 dB6 were
adopted which are based on the airnoise thresholds. The upper level of 65 dB being the threshold at
which 20% of the exposed population would be highly annoyed by airnoise and 57 dB is roughly at
the onset of significant community annoyance from airnoise (i.e. similar to the airnoise threshold of
Ldn 55 dB). Below 57 dB there will be a proportion of the population who will be annoyed by
airnoise, however, this proportion is considered statistically small.

5 Aircraft in flight (take off, landings and circuit work) can be short in duration with many events during the day and lesser
numbers at night. Whereas engine testing can be prolonged and comprise irregular activity during the day and at night.
Hence the two assessment approaches.
6 57 dB Ldn was adopted on the basis that narrowly open windows have been shown to achieve a reduction of
approximately 17 dB. This would result in an internal Ldn of 40 dB which is an appropriate indoor sound level and is
consistent with extant Rule D24.6.1 (for North Shore Airport, Kaipara Flats and Whenuapai). It is also consistent with the
onset of significant community response to aircraft noise with a minor adjustment of 2 dB to reflect the intermittent
nature of engine testing compared to flight operations.
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5 Engine testing at Whenuapai Airbase

The airfield has two main paved runways plus extensive aircraft parking. Figure 5.1 shows a plan of
Whenuapai Airbase as extracted from the New Zealand Aeronautical Information Publication (NZ
AIP7). The plan shows the two main runways (RWY), main taxiways (TWY) and the airfield’s aprons.
There are four possible runway directions RWY 08/26 and RWY 03/21. The main runway is 03/21.

The locations marked as TWY F (Foxtrot) and TWY J (Juliet) are where high-power engine testing can
be undertaken (see Section 5). TWY D (Delta) is no longer available for engine testing as discussed at
Section 5.2. Lower-power testing occurs on the apron outside the squadron hangars.

Figure 5.1: Airfield layout showing high-power engine testing locations marked (F & J currently used and D has
been decommissioned) and low-power locations (source NZ AIP)

As set out in Section 1, there are three flying squadrons operating out of Whenuapai Airbase:

· No. 5 Squadron – Maritime Surveillance, using Lockheed P-3K2 Orion aircraft (large four
engine turboprop).

· No. 6 Squadron – Naval Aviation, using Kaman SH-2G Super Seasprite helicopters.

7 NZWP AD 2 - 51.1 (http://www.aip.net.nz/pdf/NZWP_51.1_51.2.pdf)

F

D

J

Low-power locations
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· No. 40 Squadron – Tactical and Strategic Transport, using Lockheed C-130H Hercules (large
four engine turboprop military transport aircraft) and Boeing 757 aircraft (large twin engine
jet airliner).

The P-3K2 Orion (P-3), which performs a search and rescue role, is being decommissioned and is
being replaced by the P-8A Poseidon (P-8A) aircraft which will be based at RNZAF Base Ohakea. The
P-3 will no longer operate from Whenuapai Airbase from around 2023. The P-8A will not provide full
operational cover for the P-3 and additional aircraft resources may be required, which could be
provided by either a new aircraft or increased use of the existing fleet (i.e. either additional aircraft
or increased utilisation).

The following sections discuss the engine testing requirements of the different home aircraft,
including what should be allowed for to account for future engine testing.

5.1 Engine testing requirements

Engine testing is required for scheduled maintenance or rectification maintenance. Scheduled
maintenance is based on operating time or flying hours and is planned as part of the aircraft fleet
management plan. Scheduled maintenance, and the individual tasks within the maintenance
schedule, are set by the manufacturer and ensures aircraft are technically air worthy, i.e. fit and safe
for flight operations. Rectification maintenance is completed when something fails or does not
operate as expected, or when an inspection discovers a component or system not functioning
correctly. This is responsive in its nature and cannot be planned for. This rectification maintenance
may have to be undertaken at short notice to prepare aircraft for immediate deployment or for
other operational reasons. Work may have to take place at night to ensure aircraft are available the
following day or immediately following the maintenance.

Engine testing is generally classed into the following categories (this is not an exhaustive list).

Low-power:

· Leak checks.
· Operational and functional checks.
· Scheduled maintenance.
· Fault investigation.
· Pressurisation runs.
· Personnel training (tied into runs in the previous categories where possible).

High-power:

· Operational and functional checks.
· Fault investigation.
· Scheduled maintenance.
· Propeller balancing.
· Personnel training (as above).

Additionally, the P-3 is required to have approximately 15 minutes of high-power engine testing at
the thresholds of the main runway (THR RWY 03 and THR RWY 21) prior to in-flight evaluation
checks. These checks do not take place every flight and occur approximately every fortnight for each
aircraft depending upon aircraft usage.
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5.2 NZDF Base Standing Orders

The following ‘self-imposed’ restrictions are in place under current NZDF Base Standing Orders.

Currently authorised locations for high-power engine runs for C−130H and P−3K2 are:

· TWY Foxtrot (F).
· THR RWY 08.
· TWY Juliet (J).

The authorised location for high-power engine tests for B757 is THR RWY 08. No other locations can
be used due to either the unsuitability of the surface for jet engine testing or jet blast safety
considerations.

Low-power engine tests (nil throttle movement) lasting less than 20 minutes may be conducted on
the aprons outside each squadron’s hangar. High-power engine tests during day-time hours (0700-
2200) can only occur after obtaining clearance from Operations. High-power tests are prohibited on
TWY F overlay when prevailing wind direction is 225−255° due to propeller wash and fume hazards
to neighbouring properties. Out of normal working hours, i.e. 2200-0700 hrs, high-power engine
runs require prior authorisation by the Base Commander and can only take place on TWY J. During
daylight savings this time is extended to 2300 hrs, which is different to the NZS 6805 definition of
night-time, i.e. 2200-0700 hrs.

Historically TWY D was used for engine testing, however, due to the poor surface condition of TWY
D, it can no longer be used. TWY D was decommissioned in early 2018 and is noted in the NZ AIP as
only being suitable for aircraft taxiing (no engine testing) with a maximum certificated take-off
weight (MCTOW) of less than 5,700 kg. None of the home aircraft at Whenuapai Airbase are less
than MCTOW 5,700 kg. For night-time high-power testing, TWY F is now used instead of TWY D
(together with continued use of TWY J).

Base Standing Orders do not explicitly impose any restrictions on engine testing with respect to
noise, apart from the seeking the necessary approvals to perform engine testing at night. However,
restrictions on wind direction when aircraft are using TWY F does have noise benefits for the closest
dwellings on Rata Road and Kauri Road, due to the orientation of the aircraft and hence its noise
signature. The Base is mindful of other noise management measures and these are discussed at
Section 8.4.

5.3 Other practical requirements for engine testing

In addition to these Aviation Orders, there are additional practicalities that dictate when and where
engine testing can and cannot occur. Some of these requirements are Whenuapai Airbase specific,
whereas others are accepted practice for engine testing.

· Engine testing must not interfere with the operations that are taking place that day, by
blocking a taxiway or interfering with the safe operation of the active runway. Runways must
always remain open, especially for any emergencies which may require diverted aircraft to
land. Runway clearance requirements must be met (depicted by the dashed outline around
each runway as shown in Figure 5.1). This clearance ensures that aircraft do not penetrate the
inner transitional side surface of the runway.

· Operational tasks such as search and rescue or humanitarian assistance / disaster relief
response may mean that unscheduled engine testing has to be done in the evening or during
the night. NZDF is required to have a P-3 or C-130H on standby and ready to be airborne
within two hours at all times.
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· When conducting high-power engine testing, aircraft are positioned into the wind to increase
cooling and to minimise any in-flow air turbulence. Low-power engine runs do not require the
aircraft to be positioned into wind.

· Due to the effects of jet blast and prop wash, engine testing can only occur within certain
areas of the Base such that the effects of running engines do not pose a hazard for people,
buildings, or other aircraft due to the potential to generate flying debris (FOD – foreign object
damage).

· Noise effects on Base personnel (inside and outside offices/workshops and living quarters) are
also a consideration.

· Low-power tests can occur anywhere on the apron and do not require the aircraft to be taxied
to a specific area.

· During engine testing, engine settings may be increased from idle to a high-power setting to
simulate what would happen in flight. Not all engine testing requires high-power settings.

· The frequency of engine testing fluctuates according to operational requirements. There can
be days when no testing occurs and depending upon operational requirements, there can be
busy periods prior to aircraft deployments or exercises.

There are also limitations on the use of high-power testing:

· Engines do not run at maximum power continuously during a high-power engine test, rather
the engines are turned up and down throughout the entire power range. Generally, an engine
will not run continuously at high-power for more than five minutes at a time due to the stress
imposed on the aircraft.

· For aircraft with more than two engines, only one engine is run at maximum power at a time.

Meetings8 have been held at Whenuapai Airbase with engineering personnel from No. 5 Squadron
(P-3) and No. 40 Squadron (C-130H and B757) and other Base personnel. The most recent meeting
was held in November 2019 and clarified several matters regarding the use of pulling power and
high-power tests. From the two meetings the following additional information was obtained.

· It was confirmed that the Air Traffic Control (ATC) engine testing records record any
movement of the throttle from ground idle (low-power) as a high-power engine run, even if
maximum take-off power is not used.

· For a high-power engine test recorded by ATC, Base personnel considered that typically 50 %
of the time is spent at low-power, i.e. ground idle and 50 % at a high-power setting. As noted
above, a high-power setting is whenever the throttle is moved and does not necessarily mean
maximum power and hence maximum noise.

· Base personnel indicated that the engine testing records were recorded on the sheets by ATC
prior to the aircraft having completed its maintenance check. An engine test recorded as being
20 minutes in duration could, if an issue arose during the test, last either longer or shorter
than that noted on the record sheet. In some situations, there may be a delay in the time of
the planned test, and conversely a test may occur earlier than planned. Without going through
each individual aircraft’s maintenance log the ATC records are the best source of available
information. Base personnel considered that the ATC records when aggregated across each
aircraft type were representative of the tests being performed on Base (duration and time of
occurrence).

· Analysis of the ATC engine testing records show that tests vary in duration from 20 to 120
minutes, with 60 minutes being the most common duration. From discussion with engineering

8 Meetings held in October 2018 and November 2019.
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staff, an engine test may involve multiple start / stops of engine(s). Hence there may not be
continuous operation of the engines during a prolonged engine test.

Initial noise modelling for PC5 assumed that any movement of the throttle resulted in use of
maximum take-off power. This assumption therefore resulted in depicting a greater noise impact
than in practice. Following input from Base personnel at the last meeting, three power settings were
established – ground idle, pulling power and high (maximum take-off) power. An example situation
was provided that for a high-power test of a P-3, a 20-minute test could have approximately 10 % of
the test being at ‘pulling power’, with only 1 minute of the test at high-power (i.e. 17 minutes of
ground idle, 2 minutes at pulling power and 1 minute at high-power). In comparison to the PC5
assumption, this example results in an approximate 2-4 dB reduction. Base personnel provided a
range of operating situations for which maximum power would be used. It was noted that not every
test required use of maximum take-off power, which includes high duration testing of the Hercules.
This information was also verified by a period of noise monitoring which is discussed later in this
report (Section 6.6).

TWY D was decommissioned in early 2018. Base personnel confirmed that using the historic records
it would be realistic to substitute a combination of TWY F and TWY J in place of engine testing that
occurred on TWY D. For night-time testing, the total engine testing on TWY D and TWY F should be
summed, with 90 % of the total moved to TWY F and 10 % to THR TWY 08 / TWY J. For daytime
running a 50 / 50 split should be assumed between TWY F and TWY J. There are no current plans to
recommission TWY D.

The P-3 is required to have a 15-minute engine test at the threshold of the main runway (THR RWY
03 or THR RWY 219) prior to in-flight evaluation checks. This generally only happens about once
every fortnight for each of the aircraft. The pre-flight test involves approximately ten minutes of low-
power running and five minutes of high-power testing (maximum power rather than pulling power).

During the November 2019 meeting it was determined with Base personnel that a combination of
unattended noise monitoring and further engine testing data would assist in establishing a
representative breakdown of how long tests last and the variation in engine setting and hence noise
level. This data collection is detailed in Section 6.5 and forms the basis of the assumptions regarding
the future engine testing regime (Section 6.3).

9 RWY 03 is used for 60 % of the time and RWY 21 is used for 40 % of the time.
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6 Engine testing noise

6.1 Overview

Sound levels will vary around an aircraft during engine testing due to the directivity pattern of the
engines and the noise generated from the propellers of turboprop aircraft. Sound level differences
of 20 dB can be experienced around the aircraft with the highest sound levels generally being
towards the rear and approximately 120° and 240° from the nose of the aircraft. At the lower power
settings there can be a marked difference between the directivity pattern compared to a high-power
test. As aircraft are positioned into wind for high-power testing the prevailing wind direction will
influence the extent of the noise experienced around Whenuapai. For low-power tests on the apron
the aircraft are assumed to be positioned in their normal parked position, which is typically with the
nose of the aircraft towards the hangars.

The frequency content of the noise will also vary around the aircraft. For example, jet aircraft will
generate higher frequency sound levels to the front of the aircraft due to compressor fan noise,
whereas behind the aircraft jet mixing noise will result in a greater proportion of low frequency
noise. The blade passing frequency of the turbo-prop aircraft will generate a noticeable peak in the
frequency content of the C-130H and P-3 aircraft especially on axis to the propellers. As sound level
propagation is dependent upon the frequency content of the sound it is important to characterise
the frequency content of the aircraft noise source (higher frequencies are attenuated more quickly
than low frequencies).

The overall level of engine testing noise is therefore dependent on:

· Aircraft type.
· Engine power setting.
· Duration at each power setting.
· Location of the aircraft.
· Orientation of the aircraft.
· Time of day (whether night-time penalty applies).

6.2 Engine records

Whenuapai Airbase has been recording engine testing records via ATC since 2017. These records
record the planned date and time of the test, the aircraft type, duration of the test for low-power
and high-power, the location and the prevailing wind direction. All aircraft requiring an engine test
are required to communicate with ATC, especially when manoeuvring aircraft from the apron to the
high-power testing locations. All manoeuvring is done by tractor and not under the aircraft’s own
power. The ATC is not staffed 24 hours a day and for afterhours running, testing is recorded
separately by the individual squadrons. Engine testing normally takes place between Monday and
Friday with occasional testing on the weekend.

For PC5 modelling, the ATC records covered a period of 124 days during which there was 61 days
with recorded high-power tests and 101 days with low-power tests. During this period, high-power
testing occurred on 15 nights.
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T+T was provided with the original hand-written records which were prepared by ATC when any
engine testing occurred10. These same records were used in 2018 to derive the contours that were
included in the notified PC5.

The ATC records span from August 2017 to 19 January 2018, being 157 days in total. However, there
was a large gap in recording data over the whole of December 2017 (hence the 124 days of valid
data). During the period, there were periods of no engine testing which demonstrates the variability
of engine testing, i.e. unlike a commercial airport with scheduled flights there is a variability at
Whenuapai Airbase on a week-to-week basis. This variability must be considered when developing a
future engine testing scenario for noise modelling.

Figure 6.1 provides a breakdown for the entire recording period of the number of engine tests
performed by each aircraft type split into day (0700-2200) and night (2200-0700).

Figure 6.1: Breakdown of engine testing by aircraft type over 124 days

The time of day breakdown is provided in Figure 6.2, and Figure 6.3 provides the duration of engine
testing (both low and high-power combined) as recorded by ATC.

Most of the engine testing takes place during daytime hours. Night-time testing occurs more
frequently during the period 2200 to 0000 hrs.

10 The records provided include a separate log of out of hours records when the ATC was closed. These additional records
were recorded by engineering personnel and provided additional information on engine testing. All subsequent references
to ATC logs include these out of hour records.
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Figure 6.2: Count of engine runs by aircraft type and time of day over 124 days

Figure 6.3: Total duration of engine testing per day over period August 2017 to January 2018

Figure 6.3 highlights the variability of engine testing and that for some weeks there is minimal
engine testing. This is further emphasised by the breakdown in the ATC records for low-power
(Figure 6.4) and high-power (Figure 6.5) testing. There are significant periods of no high-power runs
during the assessment period. In some cases a week or more can go by between high-power testing.
Therefore a long term appraisal of engine testing is required to establish a representative level of
testing rather than simply relying on a two to four week ‘snapshot’.
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Figure 6.4: Total duration of low-power engine testing per day over period August 2017 to January 2018

Figure 6.5: Total duration of high-power engine testing per day over period August 2017 to January 2018

The total duration over a rolling 7-day period was calculated, and two 7-day periods were
established from the engine testing records which represented a busy period and a noisy period. The
busiest week is based on duration only, with no weighting for night-time duration. The noisiest week
included the 10 dB night-time penalty and reflects the greatest level of noise.

The busiest 7-day week commenced 27 September 2017 and had three hours of C-130H night-time
running logged on 3 October 2017, as well as over 11 hours of C-130H daytime running over the
course of the week. In addition, there was some running of B757 and P3 aircraft. The noisiest 7-day
week commenced 9 October 2017 and included five hours of P3 running at night over the 7 days.

The noisiest week has been used as the basis for calculating the engine testing contours as this
reflects the noisiest period during the 124 days. The resulting contours represent the ‘base case’, or
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existing environment based on the worst case (noisiest week) for the purposes of establishing land
use controls.

6.3 Future engine testing regime

The C-130H is by far the most common aircraft which performs engine testing. At Whenuapai
Airbase there are five C-130H aircraft and in June 2020 the Government announced the replacement
of the aging ‘H’ variant with five C-130J Super Hercules in 2024/2025. The C-130J has updated
engines and propellers, as well as being able to carry heavier payloads. The overall noise signature
when engine testing is similar to the H-version, albeit that the blade passing frequency increases to
102 Hz11 compared to 68 Hz for the C-130H12. This change results in a different noise character for
the replacement Hercules. Due to changing circumstances the role of the future Hercules fleet may
change resulting from a greater need to support future operations and this should be allowed for
when developing noise contours for engine testing that will control the noise that can be generated
by the activity in the future.

Similarly, the two B757s are likely to be replaced in the future due to increasing maintenance
requirements to keep these aircraft operational. These two aircraft currently provide freight and
passenger services. Although the replacement aircraft hasn’t been identified, it may be larger in size
with different noise characteristics. The maintenance requirements of these replacement aircraft are
unknown; however it is reasonable to assume that future aircraft will perform engine testing in a
similar manner to the B757 fleet.

As the P-3 will be replaced by the P-8A in 2023, which will be based at Base Ohakea, there will be no
further P-3 engine testing once the P-8A has commenced full service. As mentioned previously,
additional aircraft, which are not currently within the NZDF fleet, will be needed to supplement the
role of the P-8A. This aircraft fleet could be based at Whenuapai Airbase. As the aircraft type and
numbers are currently unknown, the noise signature and engine testing records of the P-3 have
been incorporated into the future engine testing scenario as a place holder. This includes an element
of engine testing at the thresholds of the main runway during daytime hours to potentially
accommodate this activity prior to inflight evaluation tests. NZDF has confirmed that inclusion of the
P-3 is appropriate given the unknown future situation regarding the additional aircraft.

The H-2 helicopter entry in the data is rotary wing engine testing of the SH-2G. Noise levels from this
aircraft will be significantly lower than from other aircraft and will not materially affect overall
predicted levels of engine testing noise. Any engine testing of the helicopter is performed on the
apron and only low-power is used. This aircraft type has therefore been disregarded in this
assessment.

In summary, engine testing noise from C-130H, P-3 and B757 aircraft was assessed for the noisiest
period of operations.

To account for future operations and aircraft types, the noisy week engine testing durations have
been increased by 20%. This factor equates to an approximate 1 dB increase in engine testing noise
levels compared to the existing environment contours, a level of average noise increase which is not
discernible. NZDF has confirmed that within this allowance, there is sufficient scope to allow for an

11 George, E.J. (2001). C-130J Human and equipment vibration environment investigation (AFFTCPRR-01-01). Edwards Air
Force Base, CA: Air Force Flight Test Centre.
12 Cook, R., & Jarvis, G. (2002). Vibration & acoustic assessment of the C-130J-30 and C-130H transport aircraft (NAL
Consulting Commissioned Report No. 303). Chatswood, Australia: National Acoustic Laboratories.
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increase in future operations. In addition, within this 20%13, any modelling uncertainty associated
with the engine testing records is allowed for, as discussed in Section 6.6.

6.4 Aircraft locations

All aircraft are generally positioned outside the relevant squadron hangars and aprons on the airfield
as shown in Figure 5.1. It is only when performing certain types of engine tests that the aircraft will
be moved, as noted in the Base Standing Orders. The high-power locations are shown in Figure 5.1.

6.5 Measured sound levels

Measured sound level data has been used for each of the three aircraft in the assessment: the B757,
C-130H and P-3. Data for each aircraft type included both octave data (or finer resolution 1/3rd
octave data) and polar data. Several engine power scenarios were measured for each aircraft, for
example low-power, and different running options for high-power.

6.6 Noise monitoring

Noise monitoring was conducted at Whenuapai Airbase between Wednesday 13 November 2019
and 29 November 2019. Two Ngara noise monitors were installed at the locations shown in Figure
6.6. Location 1 was positioned near to TWY F to record noise from engine testing on the taxiway and
Location 2 near to the RWY THR 08 and TWY J for engine testing of B757 aircraft. The equipment was
setup to continuously record one second data. The principal aim of the survey was to record the
variation of engine testing noise levels. Engine testing records were provided by Whenuapai Airbase
as to which aircraft was being tested and the type of test being performed during the survey. The
overall noise levels from each monitor also provided information that could be used to
validate/calibrate the engine testing noise model.

13 The Airports Council International indicates a growth rate of 2% per annum for aircraft movements at commercial
airports i.e. 40% forecasted growth over a 20-year period (https://aci.aero/data-centre/annual-traffic-data/). While not
directly relevant, the 20% adopted for Whenuapai Airbase is considerably lower than this.
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Figure 6.6: Noise survey locations (source Google Earth imagery 2019)

Weekly measured noise level data is provided in Figure 6.7 and Figure 6.8. The data shows the
normal diurnal variation of the noise environment at each location due to on-Base and off-Base
noise (aircraft and general environmental noise sources such as road traffic).

Figure 6.7: Week 1 time history data

Wed 13       Thurs 14           Fri 15           Sat 16               Sun 17          Mon 18          Tue 19



20

Tonkin & Taylor Ltd
Whenuapai Airbase -      Engine Testing Noise Contours - Plan Change 5
New Zealand Defence Force

March 2021
Job No: 1009485

Figure 6.8: Week 2 time history data

Figure 6.9 shows an example of a two hour C-130H test involving running each engine at high-power.
The aircraft was positioned on TWY F. A more detailed engine test breakdown is shown in Figure
6.10. In the ATC records high-power engine testing of a C-130H on TWY F was scheduled to be
completed in 20 minutes and prior to 2200 hrs. The test shows the engine testing running until
approximately 2300 hrs. This example highlights a limitation in the ATC records. While the 7-day
period during which the test was conducted was not busy, as the test extended into the night time
period the resulting noise impact would have been much greater than if the ATC records alone were
relied on. This therefore justifies the addition of a headroom factor which should be applied to the
noisy engine testing period to reflect situations such as this example.

Considering the potential for a future change in the engine testing regime (Section 6.3) and any
limitation in the ATC records, it is considered that the 20% adjustment discussed previously would
allow for any uncertainties in the engine testing contours both now and in the future, i.e. in at least
10 years’ time.

Wed 20       Thurs 21           Fri 22           Sat 23          Sun 24      Mon 25     Tue 26     Wed 27
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Figure 6.9: Thursday 21 November 2019 C-130H engine test showing a pause during the testing

Figure 6.10: C-130H engine test on Monday November 18 2019

6.7 Aircraft orientation

Wind data for Auckland Airport was obtained and the long-term wind rose for the area is shown in
Figure 6.11. A much shorter duration dataset for the local area around Whenuapai Airbase was cross

Use of max powerUse of max power

Air movements
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referenced to the long-term data and found to be comparable. As the wind direction influences the
orientation of the aircraft at Whenuapai Airbase for high-power engine testing, this information will
influence the pattern of noise received around the airfield and may result in higher sound levels at
locations that are downwind of aircraft more often.

Figure 6.11: Long term wind rose for Auckland Airport (% distribution)

As noted in Section 5.2, the current Aviation Orders prohibit engine testing for certain wind vectors.
The wind rose above and the individual aircraft polar plots were combined to create a long-term
average directivity pattern for each aircraft type. The source directivities were weighted
proportionally according to the wind rose as per the following simplified example. If the wind rose is
taken as 75 % from the SW and 25 % from the NE then the directivity for the aircraft would be
rotated to 225° (SW) and weighted as 75 %, then rotated to face 45° (NE) and weighted for 25 % of
the time. These two weighted directivities would be summed for each direction.



23

Tonkin & Taylor Ltd
Whenuapai Airbase -      Engine Testing Noise Contours - Plan Change 5
New Zealand Defence Force

March 2021
Job No: 1009485

7 SoundPlan noise model

SoundPlan 8.2 software was used to produce the engine testing noise contours using the sound
propagation calculations of ISO 9613. ISO 9613:1996 predicts sound levels under moderate
downwind conditions and is independent of the source directivity corrections performed in this
assessment.

Land Information New Zealand (LINZ) ground contours with a resolution of 1 metre were processed
to form a digital elevation model. This terrain data provides a degree of shielding when there is no
line of sight between the source of the noise and receiver location. Building footprints were also
obtained from LINZ. These were set to have a uniform height of 6 m, with no reflectivity, whereas
hangars were set to a height of 12 m.

Ground absorption was set to 1, i.e. soft ground across the site. A penalty of 10 dB was applied to all
night-time running. A receiver calculation grid of 4 metres above local ground height was used for
the calculations.

7.1 Sound level data

Sound power levels were calculated assuming hemispherical radiation. Each aircraft is treated as a
point source which is appropriate given the calculation distance. Directivity was applied to each
point source as per the aircraft orientation described in Section 6.7.

Table 7.1: Aircraft source data

Aircraft Type Sound Power Level LWA / dB

Low-power Intermediate or
“pulling” power

High-power

P-3 139 142 147

C-130H 127 136 140

B757 130 142 150

The low-power and high-power data has been taken from the 2018 dataset, and the pulling power
taken from an analysis of the noise monitoring and from additional sources of engine performance
data14.

The aircraft noise sources were modelled at the following heights; representative of the mid-point of
the engines, following consultation with Whenuapai Airbase personnel:

· B757 at 2.3 m.
· C-130H at 4.1 m.
· P3 at 2.9 m.

7.2 Duration
The following rolling average 7-day durations were used (data represents the time for one single
24-hour period). This data was taken from the noisy week beginning 9 October 2017.

14 Taken from a number of sources including BADA (Base of Aircraft Data) and technical reports from the USAF and UK RAF.
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Table 7.2: Noisy scenario – base case modelled data

Aircraft Power
setting

Location Daytime
duration
(min)

Night time
duration
(min)

B757 Low 15 3

C130 High TWY F 15

low Area 11 2

P3 Low Area 3 2 2

Low Area 7 2

Low TWY F 3

High TWY F 9 23

High TWY J 22

Low THR 03 12

Low THR 21 8

High THR 03 6

High THR 21 4

For high-power testing, the time spent at “pulling power”, i.e. between 70-85 % of full power,
maximum power was taken as 90 % pulling power and the remainder as maximum take-off power.
This breakdown has been derived from discussions with NZDF personnel and November 2019 noise
monitoring.
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8 Engine testing noise levels

8.1 Engine testing contours

The modelled engine testing noise contours that NZDF are seeking Auckland Council to include in
PC5 are presented at Appendix D.

The SoundPlan modelling output has been smoothed to remove any modelling ‘irregularities’.
Contour smoothing is the preferred method of presenting aircraft noise contours, especially for
engine testing which is strongly influenced by terrain and building shielding.

8.2 Absolute sound levels

Table 8.1 provides sound level data for the three aircraft types tested at Whenuapai Airbase,
together with estimated sound levels at different distances for each power setting. This distance
data is based on the maximum level of noise from the aircraft, i.e. towards the rear of the aircraft.
Unlike the engine testing contours, which are based on a 7-day Ldn average, this table provides an
indication what the sound level could be during a specific engine test.

Table 8.1: Aircraft sound levels

Aircraft
Type

Power
setting

Sound power
LWA dB

Sound Pressure Level at distance – dB(A)

100 m 200 m 300 m 400 m 500 m 600 m

P-3K2 Low 139 90 82 78 75 73 71

P-3K2 High 147 98 90 86 83 81 79

C-130H Low 127 78 70 66 63 61 59

C-130H High 140 91 83 79 76 74 72

B757 Low 130 81 73 69 66 64 62

B757 High 150 101 93 89 86 84 82

8.3 Noise effects

Individuals living around Whenuapai Airbase currently hear aircraft. After a period of time based on
their experiences, it is likely that they will be able to discern the difference between an aircraft
taking off and landing compared to an aircraft performing an engine test15. Unlike a commercial
airport which has reasonably well defined periods of aircraft activity, the noise generated by NZDF
aircraft is more variable. For engine testing, this variability will mean that there are periods (couple
of days or more) of no activity to periods of high activity (including night time engine testing) as
aircraft are prepared for operations. The future engine testing scenario has used the actual worst
case period of engine testing records and applied a 20% allowance to allow for a future situation.

The worst case period used to derive the engine testing contours occurred in a continuous 7-day
period from a total of 124 days of recorded engine tests. Although the duration of engine testing
during this worst case period has been increased by 20%, engine testing in the future may mean that
there is more frequent testing. This may mean ‘more of the same’ (greater frequency of testing), or
that different and potentially noisier aircraft will be introduced in the next 10-20 years. Whichever
situation arises, the inclusion of engine testing noise contours in the AUP via PC5 will assist in
managing the noise effects of engine testing by introducing land use planning controls.

15 Unlike the noise generated by air movements on the runway (taking off and landing), engine testing noise can be
prolonged – this is demonstrated by the sound level data shown in Figure 6.9.
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As engine testing at Whenuapai Airbase is only conducted at specific locations, noise effects are
localised around the airfield. As is often the case, the engine testing noise contours extend further
from the airnoise contours in the areas between runway ends (see Appendix A). This is due to noise
from aircraft taking-off or landing having less overall sound energy (in terms of duration) compared
to engine testing noise. Within these areas, noise sensitive land uses can expect engine testing noise
to be clearly audible in comparison to ambient noise levels. The noise experienced varies in
magnitude and character depending upon the location of the listener. The highest noise levels occur
towards the rear of the aircraft and have a more pronounced low frequency component compared
to noise generated to the front.

As the engine testing contours (Appendix D) are an average of a 7-day period, event specific sound
levels (see Table 8.1) can exceed 70 dB when experienced during a high-power engine test anywhere
within the 57 dB Ldn contour. Within the 65 dB Ldn contour sound levels can exceed 75 dB during
high power engine tests. As residents experience noise inside and outside their dwellings, an
indication of the potential noise effects is provided in Table 8.2.

Table 8.2: Subjective response to environmental noise levels

External
sound level
(LAeq)

Potential daytime effects
outdoors

Corresponding
internal sound
level (LAeq)

Potential daytime effects indoors1

Up to 65 dB Conversation becomes
strained, particularly over
longer distances.

Up to 45 dB Noise levels would be noticeable but
unlikely to interfere with residential
activities.

65 to 70 dB People would not want to
spend any length of time
outside

45 to 50 dB Concentration would start to be
affected. TV and telephone
conversations would begin to be
affected.

70 to 75 dB Outdoor users would
experience considerable
disruption.

50 to 55 dB Phone conversations would become
difficult. Personal conversations would
need slightly raised voices. For
residential activity, TV and radio sound
levels would need to be raised.

75 to 80 dB Some people may choose
hearing protection for long
periods of exposure.
Conversation would be very
difficult, even with raised
voices.

55 to 60 dB People would actively seek respite
when exposed for a long duration.

80 to 90 dB Hearing protection would be
required for prolonged
exposure (8 hours at 85 dB)
to prevent hearing loss.

60 to 70 dB Untenable for residential environments.
Unlikely to be tolerated for any extent
of time.

1 - Note: The adjustment factor between the external noise level and the internal noise level is based on a 20-dB reduction
as allowed for in NZS 6803:1999 ‘Acoustics – Construction noise’. 20 dB is considered to be the typical sound reduction
achieved in New Zealand buildings with doors and windows closed.

Historically engine testing of aircraft has been undertaken at Whenuapai Airbase for a considerable
period of time. For example, the C-130H aircraft of No. 40 Squadron were procured in the mid to
late 1960s and the noise generated by C-130H engine testing has been a feature of the local noise
environment for over 50 years. Although the frequency of engine testing may have changed over
time, which would affect the Ldn, the absolute levels of noise will not have changed.
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For some of the closest existing dwellings outside the designation boundary on Rata Road and Kauri
Road (approximately 370 m from an engine test), high-power noise levels of approximately
75-80 dBA can be expected for short periods. When outdoors, conversation will be difficult even
with raised voices. Noise levels will be similar to being next to a busy road with large trucks driving
by. When indoors, TV and radio sound levels would need to be increased and personal conversation
would need raised voices even with windows and doors closed. At lower power settings,
conversation outdoors would start to be affected if people are standing more than 5 metres apart
and noise levels indoors would be noticeable but unlikely to interfere with residential activities.

8.4 Engine testing noise management

There are existing procedures in place at Whenuapai Airbase to manage engine testing noise (see
Section 5.3). For example, Base Standing Orders require that any night-time engine testing must
have prior approval from the Base Commander and there are certain limitations on when high-
power engine testing can be performed on TWY F due to its proximity to dwellings on Rata Road and
Kauri Road. From discussions with Base personnel, the Base is also cognisant of the noise effects on
the Base community which also includes the noise experienced by Base personnel within
offices/workshops and living quarters.

From discussions with Base personnel and having reviewed the existing controls, Whenuapai Airbase
manages engine testing noise in a similar manner to other airports according to three
considerations:

1 Location – can the engine testing be conducted at a location which minimises the noise
experienced at noise sensitive locations? If distance alone does result in a positive outcome,
then the number of people affected needs to be considered by limiting the number of people
exposed to high levels of noise. Another consideration is that the location of engine testing
must maintain safe operation of the taxiways and runway(s), therefore engine testing
locations are usually near the outer edges of the airfield away from the runways and active
taxiways.

2 Time of day – can the engine testing be carried out in the non-sensitive periods of the day, i.e.
0900-1500 hrs for example. If testing must be carried out in the evening and night, can it be
completed as early as practicable?

3 Orientation – For high-power testing aircraft have to be positioned into wind, however can
engine testing wait until favourable conditions occur such that the highest noise levels are not
in the direction of noise sensitive locations?

All of these considerations indicate that, wherever practicable, Whenuapai Airbase manages engine
testing noise to minimise adverse noise effects and that the extents of the engine testing contours
are constrained by these noise management and mitigation measures.
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9 Conclusions

Engine testing noise contours for Whenuapai Airbase have been developed to be included in
Auckland Council’s PC5.

The noise from engine testing has been modelled using computer software using data from a 7-day
period of considerable low-power and high-power aircraft engine testing. To allow for future
changes which could occur, the time spent at each power setting has been increased by a factor of
20%.

Two noise contours have been produced:

· 65 dB Ldn engine testing Inner Control Boundary - within which the amount of aircraft noise
exposure is sufficiently high to require appropriate land use controls or other measures to
avoid, remedy or mitigate any adverse effects on the environment, including effects on
community health and amenity values. These controls typically prevent new noise sensitive
development being constructed.

· 57 dB Ldn engine testing Outer Control Boundary – within which there should be sound
insulation performance requirements for new or altered buildings to ensure a reasonable level
of indoor noise amenity with windows and doors closed.

The extents of the engine testing contours are constrained by noise management and mitigation
measures that are implemented at Whenuapai Airbase. The engine testing noise contours are
therefore localised around the Base and reflect the locations where engine testing takes place.

It is recommended that the engine testing noise contours included at Appendix D are reflected in
PC5.
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10 Applicability

This report has been prepared for the exclusive use of our client the New Zealand Defence Force,
with respect to the particular brief given to us and it may not be relied upon in other contexts or for
any other purpose, or by any person other than our client, without our prior written agreement.

We understand and agree that this report will be used by Auckland Council in undertaking its
regulatory functions in connection with PC5.

Tonkin & Taylor Ltd

Report prepared by: Authorised for Tonkin & Taylor Ltd by:

.......................................................... ...........................….......…...............

Darran Humpheson Karen Baverstock

Senior Acoustics Specialist Project Director

DAHU
\\ttgroup.local\corporate\christchurch\tt projects\1009485\issueddocuments\whenuapai_pc5-report_etn_050321.docx
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11 Glossary of Terms

Term Definition

AIP Aeronautical information publication - http://www.aip.net.nz/

Airnoise

The noise from aircraft in flight while departing from and arriving at an aerodrome. That
includes the noise of the take-off ground roll and use of reverse thrust after landing. It
excludes the noise of taxiing and from all other aircraft and non-aircraft sources within the
aerodrome boundaries - which together are referred to as ground noise.

Airnoise
boundary

Area around an airport within which the current or future daily amount of aircraft noise
exposure will be sufficiently high as to require appropriate land use controls or other
measures to avoid, remedy or mitigate any adverse effect on the environment, including
effects on community health and amenity values whilst recognising the need to operate an
airport efficiently.

APU Auxiliary power unit

ATC Air traffic control

AUP Auckland Unitary Plan

CoS Chief of Staff

Decibel (dB) A unit of measurement on a logarithmic scale which describes the magnitude of sound
pressure with respect to a reference value (20 µPa).

Ground-noise

Sound or noise emanating from an aerodrome from sources other than aircraft taking off
and landing. These include aircraft taxiing, maintenance activities, auxiliary power units,
surface vehicles and any other sources within the aerodrome boundaries. It excludes the
noise from aircraft on the runways and in flight while departing from and arriving at the
aerodrome which is referred to as air noise.

Hertz (Hz) Unit of frequency – the number cycles per second of a wave form.

LAeq(t)
The A-weighted time-average sound level over a period of time (t), measured in units of
decibels (dB).

LAmax
The maximum A-weighted sound pressure level over a period of time or of a particular
noise event, measured in units of decibels (dB).

Ldn The A-weighted time weighted average sound level over a period of 24 hours after the
addition of 10 decibels to sound levels measured during the night (2200-0700).

LAeq,t The A-weighted time weighted average sound level over a period of time, t.

Lw / SWL Sound power level of a source, measured in decibels (dB).

MRO Maintenance repair and overall.

RWY Runway

SEL / LAe
Sound exposure level – the A-weighted sound pressure level which is maintained constant
for a period of one second would contain the same sound energy of a given noise event.

THR Threshold of runway

TWY Taxiway

Noise Unwanted sound

Noise contour A line of constant value of cumulative aircraft noise level or index around an airport.

Outer control
boundary

An area outside the airnoise boundary within which there shall be no new incompatible
land uses
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Every 10 dB increase in sound level doubles the perceived noise level. A sound of 70 dB is twice as
loud as a sound level of 60 dB and a sound level of 80 dB is four times louder than a sound level of
60 dB. An increase or decrease in sound level of 3 dB or more is perceptible. A change in sound level
of less than 3 dB is not usually discernible, with a 1 dB change not being perceptible.

As sound levels are measured on a logarithmic scale, the following chart provides examples of typical
sources of noise.

Decibel (dB) Example

0 Hearing threshold

20 Still night-time

30 Library

40 Typical office room with no talking

50 Heat pump running in living room

60 Conversational speech

70 10 m from edge of busy urban road

80 10 m from large diesel truck

90 Lawn mower - petrol

100 Riding a motorcycle at 80 kph

110 Rock band at a concert

120 Emergency vehicle siren

140 Threshold of permanent hearing damage



Appendix A: Condition 1 of Designation 4130 –
noise contours





Appendix B: AUP aircraft noise overlay Whenuapai
Airbase



Source - https://unitaryplanmaps.aucklandcouncil.govt.nz/upviewer/



Appendix C:  Community response to aircraft noise



C1 Factors in community response to noise
Community response to noise is affected by a wide range of factors, both physical and psychological.
The physical factors are easier to quantify and include (for aircraft noise) the number of flights, the
duration, and the frequency of events. The measurable noise level will affect the response, as well as
the time of day or night that flights occur. The difference in noise level between the event and the
general level of background noise is also important.

Psychological factors are a lot more subjective, and therefore much harder to quantify. These
include people’s perception of the noise source, and whether they think it is reasonable, as well as
their general sensitivity to noise. This may depend on tasks being undertaken and time of day
amongst other factors.

C2 Types of response to noise
Psychological or behavioural responses to noise start with disturbance: distraction from tasks, sleep
disturbance and speech interference. At a higher level of noise this will lead to annoyance, and
action such as making complaints.

Physical or physiological responses to noise range from health effects such as stress to noise induced
hearing loss.

C3 Community response to noise
A community’s response to noise will vary widely with different people’s sensitivities and
perceptions. There is no simple indicator of how a certain level of noise will be perceived by a
community.

Schultz (1978) compared the percentage of survey respondents who were ‘highly annoyed’ with the
day-night noise level for different modes of transport noise, including aircraft noise, and produced a
dose-response curve, commonly known as the Schultz curve (shown below). This demonstrates that
community annoyance levels can be correlated with the long-term noise exposure of that
community. For aircraft noise the dose-response relationship occurs at lower sound levels, i.e.
people are generally more annoyed by aircraft than other sources of environmental noise.

An extensive survey was undertaken by the CAA in 1980 of people living in close proximity to
airports around the UK (CAA, 1985). The results of the Aircraft Noise Index Study (ANIS) were
subsequently compared to the Schultz curve and showed the same general trends.

An Ldn of 65 dB corresponds to 20% of the community being highly annoyed from the Schultz curve,
and this value is taken as the threshold of significant noise exposure, above which noise levels are
not acceptable for residential activity. At approximately Ldn 55-57 dB adverse annoyance begins for
the community as a whole.

Since Schultz there have been other studies – Kryter (1982 & 1983); Fidell et al. (1991); Miedema
and Vos (1998); Miedema and Oudshoorn (2001), which have undertaken further work and reported
meta-analyses of community noise studies.

The Miedema and Oudshoorn (2001) study analysed the dose response data from multiple studies
and established a polynomial approximation between Ldn and annoyance for aircraft:

%HA :  -1.395x10-4 (Ldn-42)3 + 4.081X10-2 (Ldn-42)2 + 0.342(Ldn-42)



CAA (1985), DR Report 8402 - United Kingdom Aircraft Noise Index Study: Main Report

Fidell, S., Barber, D. S., and Schultz, Th. J (1991). Updating as dosage-effect relationship for the
prevalence of annoyance due to general transportation noise, J. Acoust.Soc.Am. 90, pp 221-233.

Kryter, K.D. (1982) Community annoyance from aircraft and ground vehicle noise, J. Acoust.Soc.Am.
90, pp 1212-1242.

Kryter, K.D. (1983) Response to K.D. Kryter to modified comments by TH.J. Shultz on “Community
annoyance from aircraft and ground vehicle noise”, J. Acoust.Soc.Am. 73, pp 1066-1068.

Miedema, H.M.E. and Vos, H. (1998). Exposure -response relationships for transportation noise, J.
Acoust.Soc.Am. 104, pp 3336-3344.

Miedema, H.M.E. and Oudshoorn, C.G.M. (2001) Annoyance from transportation noise: relationships
and exposure metrics DNL and DENL and their confidence intervals. Environmental Health 109, PP.
409-416.

Schultz, T J. “Synthesis of social surveys on noise annoyance.” The Journal of the Acoustical Society
of America vol. 64,2 (1978): 377-405. doi:10.1121/1.382013



Appendix D:  Engine testing noise contours
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A: The Environment Court declares that Condition 1 to Designation 4310 -

Whenuapai Airbase by the Minister of Defence in the Auckland Unitary Plan 

applies to all noise generated from aircraft operations on the Airbase including 

noise from engine testing. 

B: This declaration is suspended for 20 working days from the date of issue and, if 

an appeal be filed against this decision within that time, such suspension shall 

continue pending the ultimate outcome of that appeal. 

C: Leave is reserved to any party to apply for further directions or orders in the 

meantime. 

D: There is no order as to costs. 

REASONS 

Introduction 

[1] Neil Construction Limited (Neil) seeks the following declarations from the Court: 

(a) That aircraft noise generated within the area affected by Designation 4310 

held by the Ministry of Defence in the Auckland Unitary Plan: operative in 

part (AUP), being the area known as Whenuapai Airbase and also known 

as RNZAF Base Auckland and its surrounds (Whenuapai Airbase), must 

comply with the conditions of Designation 431 0; 

(b) That an exceedance of the aircraft noise limits of condition 1 of Designation 

4310 within the area effected by Designation 4310 is a breach of the 

designation and potentially a breach of s9 of the Resource Management 

Act 1991 (RMA); 

(c) That the use of NZS6805: 1992 and FAA Integrated Noise Model for the 

measurement of noise generated by the requiring authority is mandatory. 

[2] The Auckland Council and the Ministry of Defence oppose the making of these or 

any other declarations. 

/:;~~~i;\·/_ "rt!:\"' [3] The main issue raised between the parties is about engine testing noise and 
I /, ,- .. ..,. .~------- ,~r.. ·,: .. , 

/ "",/' . --,<c,i· \whether and to what extent such noise is controlled by the conditions of Designation 

(S1,!:~J~~r 



3 

Background 

[4] Whenuapai Airbase is located in West Auckland on land generally within the area 

bounded by Brigham Creek Road, Kauri Road, Kowhai Road, Punga Road, and Totara 

Road. It was established by the Royal New Zealand Air Force (RNZAF) shortly before 

the Second World War. After the War, the Airbase also functioned as Auckland's 

international airport until 1965, when civil aviation operations were transferred to 

Mangere Airport (now, Auckland International Airport). All of this occurred before any 

land use controls were in place. 

[5] The Airbase continues to be operated by the New Zealand Defence Force, and 

is currently the base for transport, patrol and helicopter squadrons of the RNZAF and its 

parachute training support unit. Various references were made in the evidence and in 

submissions before us about likely or possible changes to operations at the Airbase, but 

for the purposes of this application we do not need to consider those. 

[6] In 1973, under the Waitemata County District Scheme, Whenuapai Airbase was 

designated for Defence purposes. The designation included height restrictions on 

neighbouring land to protect airport approach surfaces, but there were no controls 

relating to noise. 

[7] In 1984, as well as that designation, the reviewed district scheme included section 

6.4 for "Public works requiring special provision". That section included the following: 

[8] 

(b) R.N.Z.A.F. Airbase 

The Ministry of Defence operates the R.N.Z.A.F. Airbase at Whenuapai and Hobsonville, 
which will continue to be important to New Zealand's interests. The land directly affected 
by the two airfields has been designated appropriately. There are also restrictions on 
development below the approach paths and in the vicinity of the fields, to assist the safe 
and efficient operation of the base and restrict any increase in the number of people likely 
to be affected by the noise of operation. 

Policies 

1. That the Airbase be designated for 'Defence Purposes' in the District Scheme. 

2. That particular restrictions on development under the approach paths be imposed 
to ensure such development does not interfere with the efficient functioning of the 
base. 

3. That in recognition of the noise nuisance and possible danger generated by the 
operations of the airfields, significant extensions of the residential function of 
surrounding areas be resisted. 

The Waitakere City District Plan, notified on 14 October 1995 and made operative 
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on 27 March 2003, included designation MD1 for Whenuapai Airbase for Defence 

purposes - RNZAF air bases and associated defence activities, including but not limited 

to Youth Development Unit. Condition 3 of that designation required: 

Activities on the RNZAF Airbase shall meet the following Standards: 

(a) Aircraft operations not exceed a Day/Night (Ldn) level of: 

• 65 dBA outside the Airnoise Boundary (Ldn 65dBA Contour) shown on the 
Airbase Noise map; and 

• 55 dBA outside the Outer Control Boundary {Ldn 55 dBA Contour) shown on 
the Airbase Noise map. 

For the purpose of this control noise will be measured in accordance with the 
NZS6805:1992 and calculated, as stated in NZS6805:1992, using FM Integrated 
Noise Model (INM) and records of actual aircraft operations and calculated as a 90-
day rolling logarithmic average. 

(b) Aircraft operations exceeding the standard in (a) above where: 

• The aircraft is landing in an emergency; 

• The aircraft is landing at the Airbase as an alternative in adverse weather 
conditions; or 

• The aircraft is using the airfield as part of a search and rescue operation or 
civil emergency. 

Current plan provisions 

[9] On 30 November 2013 the Council notified a combined plan, incorporating a 

proposed regional policy statement and proposed regional, regional coastal and district 

plans, as the Auckland Unitary Plan. This proposed plan included a requirement by the 

Minister of Defence for Designation 4310, in essentially the same terms as the earlier 

designation MD1, to be inserted pursuant to cl 4 of schedule 1 to the RMA. 

[10] The Minister lodged submission #838, which included, as submission point 39, 

opposing the requirement for Designation 431 O on the basis that the existing condition 

controlling aircraft noise was not appropriate and seeking that the noise condition be 

deleted and replaced by conditions as set out in that submission. The replacement 

conditions, as submitted, included a proposed condition to restrict the starting or running 

of aircraft propulsion engines for the purposes of aircraft engine testing to: 

i) 65 dB LAeq(1 hour) between 7 a.m. and 10 p.m.; 

ii) 45 dB LAeq(1 hour) at all other times; and 

iii) 75 dB LAFmax between 10 p.m. and 7 a.m. 
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Those levels were to be applied at or within the boundary of any residentially zoned site 

or within the notional boundary to any dwelling in the Future Urban Zone existing as at 

31 March 2014 and were to be measured in accordance with NZS6801 :2008 "Acoustics 

- Measurement of Environmental Sound" and assessed in accordance with 

NZS6802:2008 "Acoustics - Environmental Noise". 

[11] That submission point was ultimately withdrawn by the Minister and not 

considered or reported on by the Auckland Unitary Plan Independent Hearings Panel. 

[12] On 15 November 2016 the AUP replaced the Waitakere City District Plan and 

Designation 4310, as notified, became operative. In particular, it includes as condition 1 

essentially the same noise condition as condition 3 in the previous designation MD1. A 

copy of the whole of Designation 4310 in the AUP is attached as Appendix 1 to this 

decision, including two diagrams: a Site Plan indicating the extent of the designated land, 

and the Noise Control Area (which we understand to be the Airbase Noise map referred 

to in condition 1). Regrettably, the quality of the two diagrams in the AUP is very poor 

and the legends are illegible. The first diagram also shows an associated Defence facility 

at the corner of Bristol and Dale Roads to the west of the Airbase within the scope of this 

designation, but this area plays no role in this proceeding. 

[13] As will be discussed in more detail below, the focus of this application is on the 

interpretation of condition 1 to Designation 431 O and the meaning of the term "aircraft 

operations." 

[14] There is no definition of the term "aircraft operations" in respect of Designation 

4310. There is an inclusive definition of "aircraft operations" in Chapter J1 of the AUP, 

as follows: 

Aircraft operations includes: 

• the landing and take-off of any aircraft at an airport or airfield; 
• the taxiing of aircraft associated with landing and take-off and other surface 

movements of aircraft for the purpose of taking an aircraft from one part of the 
airport to another; and 

• aircraft flying along any flight path. 

[15] However, it was common ground among the parties that the definitions in Chapter 

J1 of the AUP do not apply to designations, as stated in Rule J1 .1 (7) in relation to 

interpreting the definitions. As counsel for Neil noted, each designation is intended to 

stand on its own terms and not to rely on other provisions in the AUP. We observe that 

this intention is consistent with the scheme of the Act in relation to designations: while 
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included in district plans as if they were rules (s 175(2)(a) RMA), the effect of a 

designation is that the restriction of s 9(3) RMA on the use of land does not apply to the 

designated work (s 176(1)(a) RMA) and the provisions of the district plan only apply to 

the extent that the land is used for a purpose other than the designated purpose (s 176(2) 

RMA). 

[16] The AUP provisions in respect of the land subject to Designation 4310 are: 

(a) An underlying zoning as "Special Purpose - Airports and Airfields Zone"; 

(b) General rules in Chapter C; and 

(c) Auckland-wide rules in Chapter E. 

[17] Section H23.1 of the AUP describes the Special Purpose - Airports and Airfields 

Zone as follows: 

The Special Purpose - Airports and Airfields Zone applies to select airports and airfields 
across the Auckland region. 
There are no objectives, policies or rules within this zone; refer to [Chapter] I Precincts for 
the provisions applicable to each airport or airfield. 

There is no precinct in relation to Whenuapai Airbase. 

[18] In the General Rules of the AUP, Rule C1. 7 relates to activities not provided for, 

and states: 

(1) Any activity that is not specifically classed in a rule as a permitted, controlled, 
restricted discretionary, discretionary, non-complying or prohibited activity is a 
discretionary activity unless otherwise specified by a rule for an overlay, zone or 
precinct or in an Auckland-wide rule. 

[19] The Auckland-wide rules in Chapter E include noise standards. There are no 

particular rules for airports and airfields. In such circumstances, it appears that the 

underlying noise control would default to Rule E25.6.22 which states: 

Where noise generated by any activity on a site in one zone is received by any activity on 
a site in a different zone, the activity generating the noise must comply with the noise 
limits and standards of the zone at the receiving site. 

[20] At the present time, Whenuapai Airbase is generally surrounded by the Future 

Urban Zone. The noise standards in that zone are set out in Rule E25.6.3(1) in the AUP 

as follows: 
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E25.6.3. Noise levels in rural and future urban zones 
(1) The noise (rating) level from any activity in the Rural - Mixed Rural Zone, Rural -

Rural Production Zone, Rural - Rural Coastal Zone or the Future Urban Zone 

measured within the notional boundary on any site in any rural zone must not exceed 
the limits in Table E25.6.3.1 Noise levels in the Rural - Mixed Rural Zone, Rural -

Rural Production Zone, Rural - Rural Coastal Zone or the Future Urban Zone below: 

Table E25.6.3.1 Noise levels in the Rural - Mixed Rural Zone, Rural - Rural 
Production Zone, Rural - Rural Coastal Zone or the Future Urban Zone 

Time Noise level 

Monday to Saturday 7am-10pm 
55dB LAeq 

Sunday 9am-6pm 

45dB LAeq 

All other times 
- 75dB LAFmax 

[21] The extent of control under Designation 431 O on activities, including noise from 

activities, at Whenuapai Airbase is substantially less than the extent of controls at other 

airports and airfields in the Auckland region under the AUP. For example, the provisions 

in relation to Auckland International Airport are substantially more detailed at least insofar 

as noise from testing in situ aircraft engines is specifically controlled by condition 13 to 

Designation 1100 and exempt from other control by Rule 1402.6.4(1) for the Auckland 

Airport Precinct. Condition 13 essentially limits noise from the testing of in situ aircraft 

engines to 55 dB Ldn within two defined residential areas (lhumatao village and southern 

Mangere), measured on a 7-day rolling average in accordance with New Zealand 

Standard NZS6801: 2008 Acoustics - Measurement of Environmental Sound. There is 

an exception from the 7-day rolling average for testing required by an airworthiness 

directive or similar safety requirement issued by the Minister of Transport, the Director of 

Civil Aviation or the Civil Aviation Authority. 

[22] On 21 September 2017 the Council notified Plan Change 5 to the AUP. Plan 

Change 5 proposes to rezone some 360 ha of the land mostly zoned Future Urban and 

generally to the south of Whenuapai Airbase to a mix of business and residential zones. 

As well as that rezoning, Plan Change 5 proposes particular controls relating to, among 

other things, aircraft engine testing by placing noise boundaries on certain land in the 

Whenuapai 3 Precinct outside the Whenuapai Airbase and restricting noise-sensitive 

activities within those boundaries. Neil owns land in that proposed precinct which it 

intends to develop for residential purposes (which would be a noise-sensitive activity) 

and has lodged a submission seeking, among other things, the deletion of these noise 
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boundaries from the land it owns. 

[23] Commissioners appointed by the Council are currently hearing submissions on 

Plan Change 5. They have directed the Council to provide: 

... a legal opinion on the status of the existing designation 4310 as it relates 
to noise. Specifically: 

i. is engine testing included within the "Aircraft Noise" condition (Condition 1) of the 
designation where it refers to "aircraft operations on the RNZAF Airbase"? 

ii. what relevance is NZS 6805:1992 and FAA Integrated Noise Model (INM) to this 
determination? 

iii. does section 16 of the Resource Management Act 1991 apply to a designation 
(and Designation 4310 in particular) when considering aircraft noise and 
engine testing noise effects? 

iv. Are there any other methods available to the Council for the control of engine 
testing on NZDF land? 

[24] We understand that this application by Neil represents the way in which the 

parties intend to meet at least the first part of the Commissioners' direction, at least to 

the extent that we may make declarations in respect of the interpretation of the RMA or 

the designation. 

Issues 

[25] The parties filed a joint Statement of Issues dated 24 May 2019. This joint 

statement includes the following paragraphs: 

5. In respect of section 4(2) of the RMA, the second respondent advises that the 
Minister of Defence has no intention of issuing a certificate under that section prior 
to the resolution of these declaration proceedings. 

6. The parties agree that the following issues are relevant to the determination of the 
application: 

(a) Whether aircraft engine testing Is an activity that falls within the meaning of 
"aircraft operations" in condition 1 of Designation 431 0; 

(b) Whether aircraft engine testing is within the purpose of Designation 4310; and 

(c) Whether the Auckland-wide rules in the AUP apply to activities on RNZAF 
Base Auckland that are not within the purpose of Designation 4310. 

7. The parties also agree that the interpretation of condition 1 of the Designation is also 
relevant. The first and second respondents have different views as to how the issue 
should be expressed: 

(a) First respondent: What is the relevance of the requirement in condition 1 of 
Designation 4310 to measure noise in accordance with NZS6805:1992 and 
calculate it using FAA Integrated Noise Model to the interpretation and 
application of Designation 4310; and 

(b) Second respondent: Whether the requirement in condition 1 to measure noise 
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in accordance with NZS6805:1992, and calculate it using the FAA Integrated 
Noise Model, determines what noise is subject to the noise limits specified in 
condition 1. 

8. In light of the second respondent's advice regarding section 4(2), the applicant also 
considers that the following issue is relevant: 

(a) Whether the duties in section 16 and 17 of the RMA apply to aircraft engine 
testing at RNZAF Base Auckland, and all other activities undertaken at RNZAF 
Base Auckland pursuant to Designation 4310. 

[26] By the time of the hearing, the parties were generally agreed that the second and 

third issues in paragraph 6 of their Joint Statement were no longer contested: there was 

acceptance that aircraft engine testing is within the purpose of Designation 4310 and that 

the Auckland-wide rules would apply to activities not within the purpose of the 

designation. 

[27] Thus, the primary issue between the parties is whether aircraft engine testing is 

an activity that falls within the meaning of "aircraft operations" in condition 1 of 

Designation 4310. As indicated in paragraph 7 of the Joint Statement, there were various 

views about how that interpretive exercise should be undertaken. There are also 

subsidiary issues consequential to and depending on the decision on the primary issue. 

Interpretation 

[28] All counsel were agreed on the relevant legal principles applicable to the 

interpretation of Designation 4310. Counsel were also agreed that Designation 4310 

must be interpreted in its own terms and that the provisions of other designations or of 

the AUP generally were not determinative of the issue before the Court. 

[29] A designation should be considered as an enactment for the purposes of the 

Interpretation Act 1999 because: 

(a) It is included in the relevant district plan and any proposed district plan as if 

it were a rule (s 175(2)(a) RMA); 

(b) A rule in a district plan has the force and effect of a regulation in force under 

the RMA (s 76(2) RMA); 

(c) A district plan is an instrument made under the RMA that extends the 

provisions of the RMA, in terms of the second element of the definition of 

regulations in s 29 Interpretation Act 1999; and 

(d) The whole or a portion of regulations are an enactment in terms of the 
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definition in s 29 Interpretation Act 1999. 

[30] The starting point for the interpretation of Designation 4310 is therefore s 5(1) 

Interpretation Act 1999: 

The meaning of an enactment must be ascertained from its text and in the light of its 
purpose. 

[31] As an enactment akin to a rule, the interpretation of a designation is a matter of 

law and not a matter of evidence. 1 In ascertaining the meaning of the text of a 

designation, the well-established test laid down by the Court of Appeal in Waimairi 

County Council v Hogan is to ask what the plain ordinary meaning of the words used in 

the District Plan in designating the use of the land is, being what an ordinary, reasonable 

member of the public, examining the District Plan, would take from the designation.2 The 

key passage from the Court of Appeal's decision reads: 

What then is the meaning to be given to that designation? It is of the essence of district 
schemes that they provide notice to the world of the use to which the land in the district 
may be put. This is important both at the stage when the district scheme is open to 
objection, and later when it is operative. And the manner of designation of reserves in the 
district scheme serves the important public purpose of giving public notice of the different 
purposes for which the various reserves within the district are to be used so as to promote 
the general objectives of the district scheme under s 18. Indeed, the statutory rights of 
objection apply to objections to designations in district schemes. For these reasons it is 
critically important that a district scheme should convey in unambiguous terms the uses 
to which the land in question may be put. In Maunse/1 v O/ins [1975] AC 373, 391; [1975] 
1 All ER 16, 25-26 Lord Simon of Glaisdale pointed out that where a statute is dealing 
with people in their everyday lives, the language is presumed to be used in its ordinary 
sense, unless this stultifies the purpose of the statute, or otherwise produces some 
injustice, absurdity, anomaly or contradiction. The question then is, what is the plain 
ordinary meaning of the words used in the scheme in designating the use of this reserve 
land? What would an ordinary, reasonable member of the public, examining the scheme, 
have taken from the designation? 

[32] This test was recently followed by the High Court in Titirangi Protection Group Inc 

v Watercare Services Limited. 3 The High Court said that the purpose of a designation is 

to be ascertained having regard to the whole of the designation4 and the conditions 

attaching to it are relevant. 5 The High Court summarised the applicable principles as 

Toy Warehouse Ltd v Hamilton City Council (1986) 11 NZTPA 465 at 467-8 (HC). 

Waimairi County Council v Hogan [1978] 2 NZLR 587 at 590 (CA). 

Titirangi Protection Group Inc v Watercare Services Limited [2018] NZHC 1026. 

Titirangi Protection Group Inc, fn3, at [49]. 

Titirangi Protection Group Inc, fn3, at [50]. 
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follows: 

[52] As the Environment Court correctly observed, the ultimate test in the present context 
is what the ordinary, reasonable person would understand the designation to mean. The 
hypothetical person must be taken to have the level of knowledge about the factual 
context likely to be possessed by any ordinary and reasonable person who takes the 
trouble to examine a designation. 

[33] Designation 4310 includes a lengthy purpose statement. The first line states: 

Defence purposes (as defined by section 5 of the Defence Act 1990) - air base 

[34] The statement then sets outs 5 Defence Act 1990, which enacts the Governor­

General's power to raise armed forces for a range of purposes including the defence of 

New Zealand, the protection of its interests, the provision of assistance to the civil power 

in time of emergency and the provision of any public service. The statement goes on to 

list the functions of the New Zealand Defence Force, notably including air operations, 

repair and maintenance, and lists a number of types of facilities to support these functions 

including those for the repair and maintenance of aircraft. The length of this statement 

stands in contrast to earlier cases where the stated purpose was limited to "defence 

purposes"6 although one might still question whether a statutory reference or extended 

descriptive material fully meets the requirement for a clear statement of purpose for a 

particular designation. 

[35] As already noted, by the time of the hearing there was no longer any issue among 

the parties as to whether engine testing is within the purpose of Designation 4310. We 

consider that acceptance to be well-founded: the evidence before us is clear (as one 

might expect) that repair and maintenance are essential to ensuring that an aircraft is 

airworthy prior to take-off, that engine testing is a standard component of repair and 

maintenance work and consequently that such testing is within the purpose of a Defence 

airbase. 

Meaning of "aircraft operations" 

[36] For the applicant Neil, Mr Bartlett argued that aircraft engine testing is an "aircraft 

operation", at least for the purposes of Designation 4310, and that condition 1 of that 

Designation accordingly applies to it. 

6 See Ngataringa Bay 2000 Inc v Minister of Defence (3) (1992) 2 NZRMA 318 (PT) and Waitakere City 

Council v Minister of Defence [2006] NZRMA 253. 
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[37] Noting the specific reference to the New Zealand Standard NZS6805: 1992 which 

is entitled Airport Noise Management and Land Use Planning (NZS6805), Mr Bartlett 

pointed out that the foreword to that standard says it is concerned with: 

Land use planning and the management of aircraft noise in the vicinity of an airport, or 
aerodrome, for the protection of community health and amenity values ... the control is 
based on the noise actually received - not what is predicted. 

[38] He argued that the text of the standard referred generally to "aircraft noise" (and 

in at least one instance to "airport noise") without any indication that the standard is only 

intended to apply to some types of noise produced by aircraft. 

[39] He also made submissions in respect of the reference to the Integrated Noise 

Model (INM) produced by the United States Federal Aviation Administration. This is a 

lengthy technical document. Notwithstanding the statement in condition 1 of Designation 

4310 that the INM sets out a method for calculation of noise in NZS6805, it is not clear 

to us exactly what the relationship is between NZS6805 and the INM. As far as can be 

seen, there is one reference to the INM in NZS6805, at clause 1.4.3.1, in relation to use 

of the INM or other appropriate models to locate projected sound exposure contours for 

future aircraft operations. As best as we can understand it, that is a different exercise to 

the calculation of noise levels from actual aircraft operations. 

[40] Notwithstanding that reference to the INM, the list of related documents at the 

beginning of NZS6805 does not include it, while it does list several publications of the 

International Electrotechnical Commission (IEC) and three standards of the International 

Organisation for Standardization (ISO). 

[41] Interestingly, in the sections of the INM relating to computation of exposure-based 

noise level metrics and the computation of maximum noise level metrics, the INM 

distinguishes between "fixed wing aircraft flight operations" and "fixed wing aircraft run up 

operations". In its section on terminology, the INM defines these terms as follows: 

Flight operation. A moving (or dynamic) aircraft operation. There are five kinds of flight 
operations for fixed wing aircraft in INM: approach, departure, touch-and-go, circuit flight, 
and overflight. .. 

Runup. An activity in which an aircraft is in a stationary position on the ground, with 
aircraft thrust held constant for a time period. 

[42] Mr Bartlett argued that both of these fell within the broader meaning of "aircraft 

operations". He drew support from the affidavit of Group Captain DJ Hunt, until recently 
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the airbase commander, who said that the term "flight operations" is more commonly 

used by NZDF than "aircraft operations" to refer to activities associated with flights (start­

up, taxiing, power-up, take-off and ascent, and descent and landing). He also stated that 

aircraft operations are conducted by 'operators' (aircrew) as distinct from maintenance 

and repair activities conducted by 'technical' staff (maintenance engineers). 

[43] Counsel noted that the affidavits of all three of the experts on noise measurement 

and assessment stated that the use of NZS6805, and in particular the 90-day average, 

would be inappropriate as a basis for control of engine testing. This is because such 

testing occurs relatively infrequently and consequently the 90-day average would 

produce an unrealistically low result. Even so, counsel submitted that none of the experts 

had stated that the standard could not be used for this purpose. Further, he submitted 

that as the Minister, as the requiring authority, was the author of the condition in 

Designation 4310 and had the power to give notice to alter the designation under s181 

RMA, this question of interpretation should not be determined by the preferences of 

expert witnesses. 

[44] Counsel for the Council, Ms Buchanan, submitted that the text of the purpose of 

Designation 4310 provided a context for drawing a distinction between air operations and 

the repair and maintenance of aircraft. She noted that the three exceptions to the noise 

limits plainly referred to flight operations. She also submitted that the air noise contours 

shown in figure 9A attached to the designation were, according to the expert witnesses, 

obviously related to flight operations and not to engine testing. She laid stress on the 

evidence of the experts that NZS6805 was inappropriate for measuring or otherwise 

controlling engine testing noise. 

[45] Counsel for the Minister made similar submissions to those for the Council and 

also submitted that "aircraft operations" connotes activity and, in a military context, active 

deployment. He submitted that the purpose of the designation identified "air operations" 

and "repair and maintenance" as separate activities and that this is how an ordinary, 

reasonable member of the public would understand such terms. He also laid stress on 

the expert evidence that neither NZS6805 nor the INM were used for the measurement 

and assessment of engine testing noise, although he acknowledged that the standard 

could be used for this purpose. He pointed out that the INM does not define "aircraft 

operations", so that the distinction drawn by counsel for Neil between "flight operations" 

and "runup operations" was not determinative. 
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Evaluation 

[46] We are guided by the legal test of what an ordinary, reasonable person would 

take from the text of the designation, bearing in mind the things relied on by the Court of 

Appeal in Waimairi County Council v Hogan, quoted above. As explained by the High 

Court in the Titirangi case, this hypothetical person must be taken as having a reasonable 

knowledge of the manner in which designations operate7 and also how the designated 

activity would generally be undertaken.8 

[47] In our judgment, we also think that the same point of view of the hypothetical 

ordinary reasonable person should be adopted in terms of considering any effect that the 

conditions of the designation address, rather than the point of view of the requiring 

authority or, in this case, of aircrew or maintenance engineers. The clear purpose of 

condition 1 of Designation 431 O is to control levels of noise produced by aircraft 

operations, which we infer is to protect the neighbours of the airbase from the effects of 

such noise. Those neighbours will be affected by what they can hear when aircraft 

operations occur. What they may or may not know about the nature of such operations 

on the airbase, including what they may or may not be able to see of the operations, is 

likely to be secondary to what they can hear. At a fundamental level, what they will hear 

will be noise from engines. In that sense, if one were to ask the neighbours how they 

were aware of aircraft operations, they would likely say that it was when they could hear 

aircraft engines operating. 

[48] There is no evidence before us that would support the proposition that an 

ordinary, reasonably knowledgeable neighbour would perceive a material difference in 

such engine noise depending on whether the aircraft was moving as part of flight 

operations or was static for engine testing. From our own experience we appreciate that 

there may be some perceptible differences, such as changes in the perceived noise level 

or a doppler effect (a change in the perceived frequency of the noise) if an aircraft were 

moving as compared to if it were static. While perceptible, we do not have any evidence 

to show, nor can we see any other reason, why such differences would be material to the 

overall effect of noise on the neighbours: whatever the purpose behind operating the 

aircraft engine, the noise effect would still occur. On that basis there would be no reason 

7 

8 

Titirangi Protection Group Inc, fn3, at [55]. 

Titirangi Protection Group Inc, fn3, at [57] - [60]. 
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why such differences should be material to an assessment of such effects. 

[49] In our view, in the absence of any specificity in condition 1 of Designation 4310, 

the relevant effect controlled by that condition is the overall exposure to noise of land 

outside the shaded areas on the Airbase Noise map or Noise Control Area shown in 

Diagram 9A-2. Any immaterial difference in the noise does not offer a reason for reading 

down the broad terms of condition 1, nor does it offer a reason for distinguishing between 

noise produced by engines on moving aircraft and noise produced by engines that are 

operating in a static location. 

[50] We understand that a broad interpretation of "aircraft operations" as used in 

condition 1 may have a very restrictive effect given the levels set by that condition, the 

method of using a 90-day average to measure such levels and the extent of the noise 

controls in Diagram 9A-2. A consequence of our interpretation appears to be that the 

Minister may not have the same ability to operate aircraft at Whenuapai Airbase as other 

requiring authorities do at other airports. We note that other designations deal with noise 

at airports differently, in particular by setting different limits for flight operations and 

engine testing. If the text of Designation 4310 were similar to the designations for those 

other airports, then the extent of permitted operations would be similar. It is not an 

appropriate use of the Court's power of interpretation of a designation effectively to 

amend it by reference to another designation. 

[51] We also note that the text of a designation is largely within the control of a 

requiring authority through its drafting of the notice of requirement9 and its power of 

decision on the territorial authority's recommendation, 10 so that the reasonableness of 

the restriction should not unduly sway the approach to interpretation. It is open to the 

Minister to give notice of a requirement to alter the designation at any time. 11 

[52] As well as the text, we have also taken into account diagram 9A-2 attached to 

Designation 4310. We accept the inferential evidence of the expert witnesses on noise 

that the noise contours shown in that diagram were based on the use of the main runway 

03/21 for flight operations. We do not, however, see a basis on which the interpretation 

of the ordinary meaning of "aircraft operations" can be altered by such a diagram. It is 

not appropriate to amend those words of the text of the designation based on inferences 

9 

10 

11 

Section 168 RMA. 

Section 171 RMA. 

Section 181 RMA. 



16 

drawn from the diagram. To put it another way, we do not think that an ordinary, 

reasonably knowledgeable neighbour would read the noise condition in the designation 

restrictively so as to exclude engine testing noise based on that diagram. 

[53] The evidence of the expert witnesses on noise as to preferable methods of 

measuring and assessing noise generated at airports, including noise from flight 

operations and noise from engine testing, clearly indicates that condition 1 of Designation 

4310 is not worded as comprehensively or effectively as it could be. That evidence 

suggests that the Minister may wish to review the Designation. It is not a proper basis on 

which to interpret the clear words of a statutory instrument by reading them down as if 

they were in some preferable form. 12 

[54] We have considered what appear to be the most relevant portions of NZS6805 

and the INM in the course of our deliberations. As is often the case with non-statutory 

material imported by reference into a Plan, their contents do not appear to us to provide 

a true foundation for or great assistance in the interpretation of condition 1 of Designation 

4310. Again, we do not think that an ordinary, reasonably knowledgeable neighbour could 

read the noise condition in the designation restrictively based on those other documents, 

especially as the neighbour would be unlikely to have access to those documents. 

Form of Declarations 

[55] The declarations sought, as set out at [1] above, were in terms acknowledged by 

all parties not to fully reflect the principal issue between them. The joint Statement of 

Issues, quoted at [22] above, likewise was acknowledged to go further than strictly 

necessary in stating additional considerations. 

[56] As we have discussed, the central question is whether aircraft engine testing is 

within the meaning of "aircraft operations" as that term is used in condition 1 to 

Designation 4310, so that condition 1 applies to noise generated by aircraft engine 

testing. In our view, it is. An amended form of possible declaration that would address 

that would be: 

12 

Condition 1 to Designation 4310 - Whenuapai Airbase by the Minister of Defence 

in the Auckland Unitary Plan applies to all noise generated from aircraft 

operations on the Airbase including noise from engine testing. 

Toy Warehouse, fn 1. 
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[57] That appears to us to be a clearer and more direct way of expressing the answer 

to the central question than what is set out at [1](a) above. It is also closer to the first 

issue at paragraph 6(a) of the joint Statement of Issues quoted at [22] above. 

[58] The statements set out at [1](b) and (c) above appear to us to be consequential 

to the answer to the central question. It necessarily follows that an exceedance of a limit 

in a condition of a designation will be a contravention of the RMA through the combined 

effect of ss 9(3) and 176 RMA. It also follows that a condition which specifies the manner 

in which something "will" be measured requires that method to be used even if, as here, 

it may not be possible to follow that method to the letter. It is therefore unnecessary to 

make such declarations. 

[59] In terms of the second issue, in paragraph 6(b) of the joint Statement of Issues, 

the parties all accepted at the hearing that engine testing is within the purpose of 

Designation 4310 and we have already said that we think that is correct. The amended 

form of possible declaration set out above deals with this issue also. 

[60] In terms of the third issue in paragraph 6(c) of the joint Statement of Issues, this 

is little more than a restatement of s 176(2) RMA and accordingly does not need to be 

stated in a declaration. 

[61] The further issues in paragraph 7 of the joint Statement of Issues raise questions 

as to the relevance of the external documents in NZS9805 and the INM to the 

interpretation of Designation 4310. We have considered the relevant portions of those 

documents in our evaluation of the central question and concluded that they are not of 

great assistance to central question in this case, especially in light of the test of what an 

ordinary, reasonable person would take from the text of the designation. We do not 

consider it necessary to say anything further about those documents. 

[62] The issue in paragraph 8 of the joint Statement of Issues was not addressed 

before us at the hearing. No argument was advanced about the applicability of ss 16 and 

17 RMA in this case or in relation to designations generally. We therefore will not address 

the issue either. 

Discretion 

[63] The conclusions reached in the preceding sections of this decision are not by 

themselves determinative of Neil's application for declarations. Under s 313 RMA, the 

Court has a discretion whether to make the declaration sought with or without 
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modifications, or to make any other declaration that it considers necessary or desirable, 

or to decline to make a declaration. As submitted by counsel for the Minister, it has been 

held that this Court is obliged to determine the meaning of disputed conditions placed 

before it unless there is a sound reason why a declaration should be refused. 13 

[64] The fundamental principles as to the making of declarations in public law cases 

in New Zealand have been stated by the Court of Appeal in Wool Board Disestablishment 

Co Ltd v Saxmere Co Ltd as follows: 14 

First, there must be an actual controversy between the parties (or as it is sometimes put, 
a real and not a theoretical question to be answered). As part of that concern there must 
be a proper contradictor. That is, there must be someone before the court with a true 
interest to oppose the declaration sought. Secondly, there is the question of whether a 
declaration may have a practical effect on non-parties. Thirdly, it is generally accepted 
that a declaration must have utility, which can encompass a wide range of factors. 
Fourthly, declarations should not normally pre-empt or somehow supplant findings which 
would need to be made in a criminal prosecution. Fifthly, the availability of other remedies 
is a relevant factor. But sixthly, and perhaps most importantly, the rule of law itself requires 
that if a law has been contravened that should be publicly enunciated and formally made 
known. In that respect it is to be noted that the emphasis in the discretionary exercise has 
recently shifted somewhat to a consideration of whether there are grounds to refuse relief 
following a finding of error of law. 

[65] On behalf of the Minister, counsel submitted that there is a sound reason to 

decline to make a declaration to the effect that aircraft operations includes engine testing, 

namely the adverse impact of such a declaration on the operations of the New Zealand 

Defence Force. Counsel noted the history of the airbase, the establishment of which 

preceded residential development around it. He referred to the notion of "coming to the 

nuisance", although he properly acknowledged that priority in time is not a defence to a 

claim of nuisance. 15 

[66] More pertinently, counsel for the Minister referred to the decision of this Court in 

Koha Trust Holdings Limited v Marlborough District Counci/1 6 where the Court declined 

to make a declaration on the basis that it would be wrong to exercise the discretion in a 

way that could affect the rights of a third party which has legitimately organised its affairs 

13 

14 

15 

16 

Wellington Regional Council v Burrell Demolition Limited, unreported, High Court Wellington AP25/01, 

30 April 2001 at [30] - [32] per Doogue J. 

Wool Board Disestablishment Co Ltd v Saxmere Co Ltd [2010] NZCA 513; [2011] 2 NZLR 442 at 

[141] per Hammond J (citations omitted). 

Sturges v Bridgman (1878) 9 CHD 852; Ports of Auckland Limited v Auckland City Council [1999] 1 

NZLR601; [1998] NZRMA48 (HC); CoventryvLawrence[2014] UKSC 13. 

Koha Trust Holdings Limited v Marlborough District Council [2016] NZEnvC 152. 
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and made considerable investments. This is a very similar consideration to the second 

principle listed in the Saxmere case. 

[67] While accepting that the NZDF is not a third party in this proceeding, counsel 

submitted that nonetheless it had organised its affairs and made investments in the 

airbase over a considerable period of time based on a longstanding understanding of the 

designation and, in particular, the absence of a restriction on engine testing noise. In 

that context, counsel submitted that it would be a disproportionate outcome for this Court 

to make a declaration which had the effect of terminating engine testing, with, according 

to Group Captain Hunt, the consequential effect of terminating flight operations. Counsel 

submitted that this would mean that NZDF would not achieve its obligations under the 

Defence Act 1990, at least in respect of RNZAF operations based at Whenuapai. 

[68] This is an important submission. The Court must respect the importance, both 

constitutionally and in terms of the wellbeing of New Zealand, of the Crown's defence of 

New Zealand as well as the role of the NZDF in assisting the civil power and the provision 

of public service. Even in the absence of an immediate external threat or civil emergency, 

the importance of the roles of the NZDF in peacetime activities such as search and 

rescue, maritime patrol and assistance to New Zealand's neighbours are all matters of 

very high importance. 

[69] In response, counsel for Neil did not challenge the significance of those 

considerations: rather he submitted that the making of a declaration would not have such 

consequences because the declaration itself would not require any immediate change in 

activities. In emergencies, the three exceptions to condition 1 are clearly available. Even 

outside those exceptions, counsel noted that the impetus for Neil's application was not 

an immediate effect on amenity values, but the resolution of a dispute that had arisen in 

the course of hearing submissions on proposed Plan Change 5 to the AUP. Counsel 

estimated that it would be 2-3 years before residential development began to occur in the 

vicinity of the airbase. He repeated that the Minister had the power to initiate 

amendments to the designation. 

[70] We doubt that there is a basis on which the effect of any declaration could be 

treated by a party as deferred. The RMA binds the Crown, except as provided in s 4 

RMA. No injunction may be granted against the Crown but orders may be made 

declaratory of the rights of the parties. 17 The Court's declarations have no direct 

17 Section 17 Crown Proceedings Act 1950. See also s 15(3) Judicial Review Procedure Act 2016. 
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enforcement effect, in that they neither command nor restrain action, 18 but by convention 

the Crown obeys such declarations. 19 While one might say that justice should be done 

though the heavens fall,20 nonetheless when exercising a discretionary power the Court 

should generally be mindful of any effect its decision might have outside the immediate 

scope of the proceeding. On that basis we will treat the ramifications of the amended 

form of possible declaration as relevant to the exercise of our discretion. 

[71] It may be that, separate from these proceedings, the parties could reach their own 

agreement as to some process which would lead to compliance of all aircraft operations 

with the conditions of the designation. That might include amending the designation to 

deal with the noise of engine testing separately from other operations and in a manner 

that could practicably be achieved, possibly in the manner set out in or similar to the 

Minister's withdrawn submission point on the proposed AUP. 

[72] Alternatively, the Minister may, under s 4(2)(b) RMA, certify that engine testing, 

either generally or in some particular way, is necessary for reasons of national security 

so that the RMA would not apply to that activity. This was raised with counsel for the 

Minister during a pre-hearing conference and led to the statement in paragraph 5 of the 

joint statement of issues, quoted at [22] above, that the Minister of Defence has no 

intention of issuing a certificate under that section prior to the resolution of these 

declaration proceedings. 

[73] At the hearing, counsel noted that any such certificate might be challenged and 

appeared doubtful about the utility of this possibility. He may have been mindful of the 

decision in Ngataringa Bay 2000 v Minister of Defence (2)21 where such a certificate was 

declared invalid. The High Court found two errors of law: that the Minister wrongly 

decided that the certificate could not be given in restricted terms confined to a particular 

work or activity and therefore framed it in an unacceptably wide manner; and that the 

Minister wrongly had regard to the irrelevant consideration of the financial consequences 

of delay rather than confining his decision to reasons of national security. 

[74] 

18 

We must be careful not to venture beyond the issues that are properly before this 

Sisters of Mercy (Roman Catholic Diocese of Auckland Trust Board) v Attorney-Genera/ HC Auckland, 

CP219/99, 6 June 2001, Randerson J at [51], citing Aronson, Judicial Review of Administrative Action 
(1996), 861. 

Commerce Commission v Fletcher Challenge Ltd [1989] 2 NZLR 554 (HC) at 610. 

Somerset v. Stewart (1772) Lofft 1; 98 ER 499 at 509 per Lord Mansfield. 

Ngataringa Bay 2000 v Minister of Defence (2) (1992) 2 NZRMA 308 (HC). 
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Court for determination, and so we cannot contemplate the likely validity of a certificate 

that has not yet been given. We note that the evidence that the Minister has led before 

us, particularly that of Group Captain Hunt, and the submissions of his counsel are to the 

effect that aircraft operations at Whenuapai Airbase would have to cease if engine testing 

were unable to be carried out and that this would result in the RNZAF squadrons based 

there being unable to pursue their purposes in terms of s 5 Defence Act 1990 or otherwise 

achieve their statutory obligations. At least on their face, these matters appear capable 

of meeting the threshold for consideration as reasons of national security. 

[75] What we do conclude is that the Minister's power under s 4(2) RMA is a reason 

why the making of a declaration is not necessarily a disproportionate outcome. That 

power is a check and balance to the Crown generally being bound by the RMA and a 

means of ensuring that considerations of national security can be addressed and may 

prevail over plan provisions if the Minister thinks that is appropriate. In that context, the 

important principle that the law can be formally stated by the Court, itself a check and 

balance to the powers of the Executive, is in our view the determining principle on which 

we decide that our discretion should be exercised to make the first declaration sought in 

the amended form set out above. 

Suspension 

[76] Having determined that we should exercise our discretion to make a declaration, 

we remain concerned that a consequence of making one could disrupt the purpose of 

the designation. While doubting the submission that a declaration could be treated by a 

party as deferred, our research shows that the Court may suspend its decision on a 

declaration pending the outcome of an appeal. 

[77] In Manukau City Council v Minister of Social Welfare22 the Planning Tribunal 

made a declaration that the designation of the Weymouth Residential Centre as a "Girls 

Training Centre" did not authorise the use of the property as a place for the care and 

protection of boys and young men, or for the provision of secure care for young persons 

or for custodial detention in secure care of persons on remand or for custodial detention 

of persons serving sentences of imprisonment. Relying on the authority of Waimairi 

County Council v Hogan, 23 the Tribunal held that there was nothing in the words of the 

designation that would convey the actual purpose of the institution and that the words did 

22 

23 

Manukau City Council v Minister of Social Welfare (1992) 1A ELRNZ 1, (1992) 1 NZRMA 197. 
Waimairi CC v Hogan fn 2. 
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not faithfully represent the activities of the centre. 

[78] An appeal was filed against that decision. The Minister applied concurrently to 

the Tribunal for a stay of proceedings in the form of a declaration that the Minister was 

not required to cease using the Centre for any of the uses in question pending 

determination of the appeal to the High Court.24 

[79] The jurisdiction to grant such a stay was identified by the Tribunal as being 

pursuant to what is now Rule 20.10 of the High Court Rules 2016 and s 299 RMA. It is 

relevant for the purposes of this case that the Tribunal had previously held, in Electricity 

Corporation of New Zealand Ltd v Minister for the Environment, 25 that it had inherent 

power to grant a stay of proceedings in light of the general provision in s 149(1) Town 

and Country Planning Act 1977 to regulate its own procedure in such manner as it thinks 

fit. That general provision now exists under s 269(1) RMA. 

[80] In its decision, the Tribunal concluded that there was no reason why it should not 

be able to grant a stay in the sense of suspending its decision until the outcome of the 

appeal was known. It assessed the application for stay in terms of the criteria identified 

and the overall test stated in the Electricorp case, 26 being: 

(a) Whether the appeal would be rendered nugatory if proceedings were not 

stayed; 

(b) Whether the successful party would be injuriously affected by a stay; 

(c) Whether there is a bona fide intention to prosecute the appeal with due 

diligence; 

(d) The novelty or importance of the question on appeal; and 

(e) Whether there is a possible misuse of the appeal procedure as a device to 

delay. 

Having considered those criteria, the application should then be considered on the 

balance of convenience, the ultimate decision being not a question of fairness but of 

rights. 

[81] The Council opposed the application, essentially on the basis that there was 

Manukau City Council v Minister of Social Welfare Decision A57/92, 12 June 1992. 
Electricity Corporation of New Zealand Ltd v Minister for the Environment (1991) 1 NZRMA 125 at 
128 (PT). 
Electricity Corporation of New Zealand Ltd v Minister for the Environment fn 25 at 128. 
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nothing to be stayed as the declaration did not require anything to be done. Further, the 

Council submitted that a stay would run counter to the declaration already made and that 

if a different order was sought, then that should be applied for in the appeal. It submitted 

that it would be affected by being deprived of its credibility in the enforcement of the RMA. 

[82] The Tribunal held that the grant of a stay in the context of an appeal would reflect 

the Minister's respect for the declaration while seeking to test its correctness on appeal. 

It found that a consequence of the declaration would be that the Minister would need to 

cease to use the Centre unless the designation were altered and that this would cause 

considerable inconvenience to the Minister and to the residents of the Centre. On that 

basis the Tribunal found that the Minister should be entitled to continue the status quo 

pending the outcome of the appeal, granting the application by suspending its substantive 

decision pending the outcome of the Minister's appeal. 

[83] There does not appear to be any substantive decision of the High Court in respect 

of the appeal. There is a brief procedural decision in respect of production of documents 

under s 303 RMA, 27 in which Temm J offered the expressly obiter observation that the 

Tribunal's strict interpretation seemed to him not to be unreasonable in the circumstances 

of the relevant legislation. It may be noted that the stay decision records the evidence on 

behalf of the Minister that steps were being taken to issue a new notice of requirement 

under s 168 RMA. We also note that the current designation of the site in the AUP is for 

a Care and Protection Residential Centre which expressly includes providing secure care 

for children and young persons. 

[84] The Tribunal's stay decision provides a comparable example of how the potential 

rigour of a declaration may be reduced by interim suspension, providing time for its 

correctness to be challenged and considered on appeal. As noted above, that time may 

also afford an opportunity for the requiring authority to consider any available alternative 

method of addressing any issue to do with the accuracy, comprehensiveness or efficacy 

of the designation. 

[85] There has been no formal application for a stay made by any party in the 

proceeding before us. We have identified this as a way to address the Minister's 

submissions as to the immediate potential consequences of making a declaration and 

the submissions of counsel for Neil that time is not of the essence to it. Rather than 

Minister of Social Welfare v Manukau City Council High Court Wellington, HC 16/92, 13 August 1992, 

Temm J. 
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require a further application, it seems to us to be in the interests of justice to incorporate 

a suspension during the period when this decision may be under appeal. If there is no 

appeal, then the suspension will be limited in time. 

Decision 

[86] For the foregoing reasons the Court declares: 

Condition 1 to Designation 4310 - Whenuapai Airbase by the Minister of Defence 

in the Auckland Unitary Plan applies to all noise generated from aircraft 

operations on the Airbase including noise from engine testing. 

[87] The Court further orders that this declaration is suspended for 20 working days 

from the date of issue and, if an appeal be filed against this decision within that time, 

such suspension shall continue pending the ultimate outcome of that appeal. 

[88] Leave is reserved to any party to apply for further directions or orders in the 

meantime. 

[89] This application arising from a plan change process, in accordance with the 

Court's general practice28 there is no order as to costs. 

For the Court: 

A Kirkpatrick 
., .. Environment Judge 

./•:;. \'kl\i OF,,>, 
ly ,t'{•.l~ _....---·· --_ /;;.,,. \,,. 

--...,,<(<··,"' '\. 
\ 

28 Environment Court Practice Note 2014, clause 6.6(b). 
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Appendix 1 - Designation 4310 

4310 Whenuapai Airbase 

Designation Number 

Requiring Authority 

Location 

Rollover Designation 

Legacy Reference 

Lapse Date 

Purpose 

4310 

Minister of Defence 

Brigham Creek Road, Kowhai Road, Kauri Road and Bristol Road, 
Whenuapai as shown on Figure 9A-1. 

Yes 

Designation MD1, Auckland Council District Plan (Waitakere Section) 
2003 

Given effect to (i.e. no lapse date) 

Defence purposes (as defined by section 5 of the Defence Act 1990) - air base. 

The Defence Areas are administered by the New Zealand Defence Force (NZDF) and are 
currently occupied by NZDF, its contractors and licensees. The Areas are a Defence Work 
and may be utilised for any or every purpose required by section 5 of the Defence Act 1990, 
which are as follows: 

a. The defence of New Zealand, and of any area for the defence of which New 
Zealand is responsible under any Act; 

b. The protection of the interests of New Zealand, whether in New Zealand or elsewhere; 

c. The contribution of forces under collective security treaties, agreements or arrangements; 

d. The contribution of forces to, or for any of the purposes of, the United Nations, or in 
association with other organisations or States and in accordance with the principles of 
the Charter of the United Nations; 

e. The provision of assistance to the civil power either in New Zealand or elsewhere in 
time of emergency; and 

f. The provision of any public service. 

The Governor-General of New Zealand, continues to raise and maintain Armed Forces on 
behalf of Her Majesty the Queen. Given the obligations placed on the New Zealand Defence 
Force by the Crown to meet the Crown's military defence needs, including those imposed by 
any enactment or by the policies of the government, the function of the Defence Areas 
include, at all times, to provide for the following functions of the New Zealand Defence Force 
(including visiting forces and third parties contracted to the New Zealand Defence Force): 

i. Defence Force command, land operations, sea operations, air operations, training, 
logistic support, ship berthing and docking, construction, repair, maintenance, 
munitions handling and storage, administration, and communication, and for the 
acquisition and improvement of the skills necessary for such functions; 

ii. Resources, accommodation and facilities for these functions; 

iii. Accommodation for members of the New Zealand Defence Force and any 
visiting force, training, recreational, welfare and medical facilitie$ for them; 

iv. Facilities for the storage of materiel, food and fuel, and the conservation and display of 
historic material; 
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v. Facilities for the construction, repair and maintenance of vessels, aircraft, vehicles and 
other equipment, including the vessels, aircraft, vehicles and equipment of forces of 
other nations; 

vi. To provide for the rapid and efficient deployment of the New Zealand Defence Force; 
and 

vii. Any other activity required in the delivery of New Zealand Defence Force outputs as 
described annually in the Departmental Forecast Report: New Zealand Defence 
Force. 

Conditions 

Aircraft Noise 

1. Aircraft operations on the RNZAF Airbase shall not exceed a day/night (Ldn) level of: 

a. 65dBA outside the Airnoise Boundary (Ldn 65 dBA Contour) shown on the 
Airbase Noise map; and 

b. 55dBA outside the Outer Control Boundary (Ldn 55 dBA Contour) shown on 
the Airbase Noise map. 

For the purpose of this control noise will be measured in accordance with the NZS 
6805:1992 and calculated, as stated in NZS 6805:1992, using FAA Integrated Noise 
Model (INM) and records of actual aircraft operations and calculated as a 90 day rolling 
logarithmic average. 

Exceptions to noise limits: 

a. The aircraft is landing in an emergency; 

b. The aircraft is landing at the Airbase as an alternative in adverse weather conditions; or 

c. The aircraft is using the airfield as part of a search and rescue operation or civil 
emergency. 

Administration 

2. Works and projects that comply with the permitted activity rules of the underlying zoning 
are incorporated into this designation and, in accordance with section 176A(2)(b) of the 
Resource Management Act 1991, no outline plan is required for those activities. 

3. For the avoidance of doubt, maintenance activities do not require an outline plan. 

Historic Heritage 

4. Where any construction works for a project involve the total or substantial demolition of, 
or modifications to, a scheduled historic heritage place, any outline plan that is required 
shall, pursuant to s176A(3)(f), include: 

a. an assessment of the effects on the historic heritage values of the place; 

b. a consideration of alternative methods and/or appropriate mitigation to prevent 
or avoid damage, loss or destruction of the values of the scheduled historic 
heritage place. 

This condition shall not apply in respect of repair or maintenance of the scheduled historic 
heritage place. 

This condition shall not apply where there is a conservation plan or similar plan (such as a 
NZDF Heritage Management Plan) for the management of the scheduled historic heritage 
place and the proposed construction works are in accordance with this plan. 
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Appendix 5c: Minister of Defence Certificate issued under section 4 

of the Resource Management Act 1991 

 







 

 
 

Appendix 6: Agreement for sale of land at 161 and 167 Brigham 

Creek Road, Whenuapai, Auckland 



























































































































































































































 

 
 

Appendix 7: Whenuapai Proposed Plan Change 5 – Transport 

Alterations  

Prepared by Flow Transportation Specialists  

5 March 2021 



 

 

 

 
 

5 March 2021 

Eryn Shields 

Auckland City Council 

AUCKLAND 

Via email: Eryn.Shields@aucklandcouncil.govt.nz 
cc:  Warren Maclennan Warren.Maclennan@aucklandcouncil.govt.nz 
  Todd Elder  todd.elder@aucklandcouncil.govt.nz 
  Wayne Siu Wayne.Siu@aucklandcouncil.govt.nz 

Dear Eryn 

WHENUAPAI PROPOSED PLAN CHANGE 5– TRANSPORT ALTERATIONS 

Thank you for approaching Flow Transportation Specialists Limited (Flow) with respect to providing 

transport planning and traffic engineering advice in relation to potential changes to Whenuapai 

Proposed Plan Change 5.   

We have completed the analysis as discussed in our letter proposal of 3 September 2020, along with 

consideration of the proposed land use by the Neil Group in relation to 2-10 Kauri Road.  These matters 

are addressed in the order presented in your memo of 21 August 2020.  

1 TRIG ROAD ALIGNMENT AND AREA 1A EASTERN COLLECTOR ROADS 

Previously, Trig Road between SH18 and Hobsonville was proposed to be re-aligned, with the existing 

intersection of Trig Road and Hobsonville Road being aligned with the existing Hobsonville Road/Luckens 

Road intersection, forming a cross-road intersection (as shown in the figure below). 

Figure 1:  Proposed Plan Change 5 -  Trig Road Re-alignment and Collector Roads 

  

mailto:Eryn.Shields@aucklandcouncil.govt.nz
mailto:Warren.Maclennan@aucklandcouncil.govt.nz
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Work undertaken by the Supporting Growth Alliance (SGA) has identified that the proposed re-

alignment would require significant earthworks due to steep topography and the Waiarohia Stream east 

of Trig Road. The SGA assessment also identifies that the existing Trig Road alignment could be retained, 

provided that the existing Hobsonville Road/Trig Road and Hobsonville Road/Luckens Road intersections 

were signalised and road sections between and on the approaches to the intersections were widened.    

Figure 2:  Auckland Council GEOMAPS extract1  

 

As such, the proposed Collector Road layout east of Trig Road has been re-considered, along with 

retaining the current Trig Road alignment.   

Trig Road alignment 

Our high level assessment of the staggered T arrangement of Trig/Hobsonville and Hobsonville/Luckens 

is that this layout would be acceptable with future traffic volumes provided that both intersections were 

signal controlled and provided a safe layout for pedestrians, people cycling, bus priority and vehicles.  

Coordination between the signal phasing and timings would be necessary to minimise queuing between 

the intersections.  Access to properties in the vicinity of the intersections may need to be left in/left out 

only and driveways connecting at the intersections would need to be appropriately controlled. 

The proposed staggered T layout will accommodate a large north-south movement between Trig Road 

and Luckens Road (and vice versa), resulting in lane changing behaviour on Hobsonville Road between 

the two roads.  We however note that the SGA assessment indicates that with proper signal co-

ordination, the dog-leg movements are unlikely to cause significant delays/queuing on Hobsonville 

Road.   

Collector roads east of Trig Road 

Three options have been considered for the Collector roads east of Trig Road: 

 
1 Source:  https://geomapspublic.aucklandcouncil.govt.nz/viewer/index.html 
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 Option 1: proposes to extend the Collector Road south and connect to Hobsonville Road east of 

the Hobsonville Road/Luckens Road intersection, possibly with a Left In Left Out (LILO) layout, 

instead of the southern east-west connection back to Trig Road  

 Option 2: has a similar intent to the alignment in proposed  PC5,  and includes a connection back 

onto  Trig Road north of Hobsonville Road  

 Option 3: proposes to extend the Collector Road south and connect to Hobsonville Road at the 

Hobsonville Road/Luckens Road intersection, noting the intersection will be signalised in future 

Table 1:  Suggested Collector Road Alignments 

Option 1 Option 2 Option 3 

   

Our assessment in relation to transport planning matters is as follows: 

 Option 1 

▪ The proposed north-south alignment in Option 1 would provide access to areas east of 

Trig Road and resilience to the Collector Road network but with access via Hobsonville 

Road and Trig Road rather than just Trig Road.   

▪ The proposed LILO arrangement with Hobsonville Road would have limited adverse 

impacts on Hobsonville Road however its function of providing access within the Trig 

Road area would therefore also be limited and would mean that any local bus service for 

the area east of Trig Road using the Collector Road could be compromised by not being 

able to turn right to or from Hobsonville Road.    

▪ This option would involve crossing the stream network that runs east west through the 

properties at 80 and 82 Hobsonville Road.   

▪ A review of the traffic modelling indicates that the majority of traffic generated by 

development in this area (Area 1A) is to/from the west and will travel towards the 

SH16/Hobsonville Road interchange.  The proposed LILO intersection on Hobsonville 

Road would not enable this traffic to turn right onto Hobsonville Road and instead travel 

a longer distance back via Trig Road.  

▪ An additional intersection on Hobsonville Road close to the Hobsonville Village 

development proposed north of Area 1A may attract rat-run traffic from the SH18/Trig 

Road interchange    
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 Option 2  

▪ Option 2 has a similar alignment to the existing proposed PC5 layout, but with the 

southern end of the Collector Road being extended west to intersect the existing Trig 

Road north of Hobsonville Road (rather than a realigned Trig Road).   

▪ The ‘loop’ layout could provide for a local bus service, which would pass near the 

proposed school.     

▪ We note that SGA has identified that the proposed layout would likely require significant 

engineering effort to overcome the steepness and would also impact on a permanent 

wetland and intermittent stream 

 Option 3 

▪ Connecting the Collector Road as an additional arm at the Hobsonville Road/Luckens 

Road intersection will impact on the operation of the Hobsonville/Trig-

Hobsonville/Luckens staggered T arrangement because of the way that the signal 

phasing at these two intersections needs to be co-ordinated 

▪ Extra queuing could also affect the operation and safety along Hobsonville Road and at 

adjacent intersections 

▪ The additional access point on Hobsonville Road, allowing all movements, is likely to 

introduce rat-running traffic through Area 1A (between SH18 and Hobsonville Village) 

Overall, from a transport planning point of view, we consider that Option 2 would be preferable if Trig 

Road is not realigned to meet Luckens Road.  

2 CHANGES TO COLLECTOR ROADS AROUND AREAS 1B, 1C, 1D 

2.1 What we’ve investigated 

We have considered the transport effects of the following changes based on the information provided 

(by Auckland Council), relative to what we have assessed previously. 

1. An updated land use in the PC5 area, based on advice from Auckland Council where light 

industry/business development could be developed in Area 1E and Area 1B west of Kauri Road, 

except the land owned by NZRAF, which is assumed will not be developed.  A total of some 5,710 

households and 3,890 Full Time Employees (FTE) have been included in the traffic modelling, as 

advised by Council (compared to the previously assumed 6,050 households and 3,720 FTEs)    

2. Removal of the proposed Sinton Road connection for vehicles between the Sinton Road area (Area 

1D) and Hobsonville Road.   

3. Replacing residential development in the area west of Brigham Creek Road (Area 1C) with sports 

fields, and removal of the vehicle connection to the Brigham Creek Road/Kauri Road intersection  

4. Changes to the Collector Road network including: 

• Realign/relocate proposed north-south Collector Roads in Areas 1B and 1C further north 

and west 

• Review of the realigned Collector Road connection to Kauri Road via Rata Road 
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• Review of the need for the Collector Road connection between Kauri Road and the 

realigned northern Collector Road     

The above changes are illustrated in Figure 3.  

Figure 3:  Proposed Plan Change 5 Variation (Area 1B to 1E)  

 

In addition to the above changes (termed “Scenario 1”), we have considered a further two scenarios to 

help understand the transport effects of different land use/access for the Neil Group owned land at 2-

10 Kauri Road 

 Scenario 2:  same background traffic/land use assumptions in the Kauri Road and Sinton Road area 

as Scenario 1, but with residential development in the land owned by Neil Group.  Vehicle access 

is assumed to be onto Kauri Road, with no vehicle access to Brigham Creek Road 

 Scenario 3: same as Scenario 2, but with vehicle access to 2-10 Kauri Road being provided via the 

realigned Collector Road to the north of the site, with no vehicle access onto Kauri Road nor 

Brigham Creek Road 

We have used SATURN traffic model outputs to inform further testing in SIDRA traffic models to help 

understand the likely future operation of the intersections along Brigham Creek Road and the 

SH18/Brigham Creek Road interchange intersections.   

We developed the SATURN model for the earlier PC 5 transport assessment.  We have updated it with 

the latest background forecast demands predicted by Auckland Forecast Centre’s Macro Strategic Model 

(MSM) with land use predictions as per Auckland Council’s Scenario I11.6 and the transport 
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infrastructure included in the Auckland Transport Alignment Project (August 2019).  The modelled 

forecast year for our assessment has changed from 2026 to 2028 to align with the regional model.  The 

MSM model update has resulted in changes in background traffic demands in the northwest area, with 

slightly lower traffic demands on SH18 and higher traffic demands in the Kumeu/Huapai area compared 

to the previous MSM demands used in the earlier PC5 assessment.  

An inherent and important assumption in this, and our previous work was that existing local schools 

could accommodate extra students and that new local schools would be provided to accommodate 

students living within Whenuapai.  These assumptions are important as school trips form a significant 

part of peak time traffic, particularly during the morning peak and if local schools are not able to 

accommodate local residents, there will be a greater demand for travel to locations further afield.  

Schools assumed to accommodate students living in Whenuapai include:  

 Existing primary schools in Whenuapai and Hobsonville 

 A new primary school in the Trig Road area south of SH18 

 New primary and secondary schools in Whenuapai (Riverlea Road) 

 A new primary school in Whenuapai (Kauri Road) 

The anticipated future transport provisions rely on the above schools being provided and if these do not 

eventuate, there will likely be the need for more transport investment.  

Likewise, employment areas within Whenuapai help to reduce the number and length of private vehicle 

trips and are an assumption relied upon in this and previous studies. 

2.2 Our assessment 

2.2.1 Kauri Road/Brigham Creek Road Intersection 

For all three scenarios, the removal of the Sinton Road vehicle connection (#2 in the list above) will result 

in additional traffic volumes through the Kauri Road/Brigham Creek Road and the Brigham Creek 

Road/SH18 Eastbound Ramps intersections compared to the earlier proposed PC5 assumptions.   

We note that a pedestrian/cyclist connection should still be provided to connect to the proposed RTN 

station in the Sinton Road area, which will also be used as a connection to/from local schools and local 

amenities. The existing pedestrian/cyclist bridge connection at Clark Road/Memorial Park lane (some 

320 m east of the previously anticipated Sinton Road bridge) is narrow and unlikely to be adequate to 

serve future pedestrian/cyclist demand.  

All traffic travelling to and from the Sinton Road area will need to travel via the new Collector Road that 

will connect to Kauri Road across several properties and the Waiarohia Inlet.  Our earlier work on staging 

suggests that up to 550 dwellings could be developed in the Sinton Road area before the connection to 

the SH18 Eastbound Ramps roundabout would need to be stopped, and a new connection provided to 

Kauri Road. (Waka Kotahi may require earlier closure of this connection to the roundabout if it makes 

significant changes to the State Highway interchange)  

The removal of the Collector road west of Brigham Creek Road (#3 in the list above) changes the Kauri 

Road/Brigham Creek Road intersection from a future crossroad intersection to remain as a T-

intersection, operating as a signalised intersection.  The predicted northbound queue lengths on 
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Brigham Creek Road in the evening peak are summarised in Table 1 below (the summary model outputs 

are provided in Appendix A of this technical note).  We have assumed that a fourth leg would not be 

connected (eg a local road to the sports fields), as this would affect the phasing and therefore adversely 

affect the operation of the intersection.   

Table 2:  Predicted 95th percentile right turn queues length (metres) from Brigham Creek Road/Kauri Road, 

assuming modelled 2028 evening peak traffic 

Land Use Scenario  Evening Peak Queue Length  

Scenario 1 235 m  

Scenario 2 305 m 

Scenario 3 215 m 

We note:  

 For both Scenarios 1 and 2, the northbound queue lengths on Brigham Creek Road are predicted 

to extend beyond the distance available between the roundabout at the SH18 Eastbound Ramps 

and the Brigham Creek/Kauri Road intersection (225 metres).  This may adversely affect the 

operation of the SH18 Eastbound off ramp, more so with Scenario 2 

 With Scenario 3, 95th percentile queues of 215 metres are predicted on Brigham Creek Road, 

indicating that they are unlikely to affect the operation of the motorway off-ramp most of the 

time 

 Based on our assessment, if the Neil Group development proceeds, we recommend that vehicle 

access for 2-10 Kauri Road not be permitted to/from Kauri Road and Brigham Creek Road (ie as 

assumed in Scenario 3), but pedestrian and cycle connections should be permitted, to facilitate 

access to the transport network, and in particular, public transport.    

2.2.2 Relocated Collector Roads 

We have reviewed the proposed Collector Road connections and support relocation of the northern 

Collector roads between areas 1B and 1C.   

With regard to the connection at the northern end to Kauri Road via Rata Road, we understand that a 

wetland has been identified on the property of 2 Rata Road (shown in the below figure), and that it is 

not possible to provide the Collector Road connection through the property to Rata Road.  While traffic 

volumes on this section of the Collector Road are predicted to be only some 2,000 vehicles per day based 

on the model outputs, we consider a Collector Road connection important in this vicinity to provide 

resilience to the transport network, particularly because of the exclusion of the Sinton Road bridge 

connection to Hobsonville Road.  The connection could either be to Kauri Road (depending on where 

safe intersection sight distance requirements can be met), or further north on Rata Road.   
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Figure 4:  Collector Road connection to Rata Road  

 

With regard to the need for the Collector Road connection between Kauri Road and the realigned 

northern Collector Road, we consider that this connection is not necessary as part of the Collector Road 

network, and it would be preferable to remove it to reduce the amount of traffic attracted to Kauri Road 

from the northern parts of Area 1B, therefore preserving the capacity of the Kauri Road/Brigham Creek 

Road intersection. 

2.2.3 Brigham Creek Road/Relocated Collector Road intersection 

We have investigated the performance of the relocated Brigham Creek Road/Collector Road intersection 

(further north) using the predicted traffic volumes in Scenario 3 above, including the re-routed traffic 

that would have previously accessed Brigham Creek Road at the Brigham Creek Road/Kauri Road 

intersection.  The intersection will be located approximately 300 metres north of Kauri Road and some 

500 metres away from the next intersection along Brigham Creek Road.   

Traffic signals would be necessary and modelling indicates a layout could be provided that would operate 

as an overall LOS C for the intersection for the morning and evening peak hours.   

We have investigated queuing between this intersection and the Brigham Creek Road/Kauri Road 

intersection.  The predicted 95th percentile queue lengths on Brigham Creek Road are provided in the 

following table (the assumed intersection layouts and summary model outputs are provided in Appendix 

A of this technical note).  

Proposed Collector 
Road Alignment 

Possible wetland at 
2 Rata Road 
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Table 3:  Predicted 95th percentile queue length (metres) on Brigham Creek Road between the relocated Connector 

crossroads and Kauri Road, assuming modelled 2028 peak period traffic  

Approach Morning Peak Evening Peak 

Brigham Creek Road south, approaching relocated 

Connector crossroads  

180 210 

Brigham Creek Road north, approaching Kauri Road 

T intersection 

210 210 

2.2.4 SH18/Brigham Creek Road interchange 

Eastbound Ramps Roundabout 

We have investigated the predicted operation of the roundabout at the SH18 Eastbound 

Ramps/Brigham Creek Road intersection using the layouts previously assumed to support the original 

proposed PC5 land use, including 

 an additional dedicated left-turn lane on the SH18 eastbound off-ramp to Brigham Creek Road 

(north) 

 widening of Brigham Creek Road beneath SH18  

 removal of Sinton Road connection to the roundabout.   

With all three land use scenarios, degrees of saturation above 94% are predicted on the Brigham Creek 

Road southbound approach, as summarised in Table 4  below. These indicate that the roundabout will 

operate close to its theoretical capacity, and variances in traffic flows at the roundabout may result in 

significant increases in traffic congestion.  The summary SIDRA outputs of the roundabout operation and 

the modelled layout are provided in the appendix of this technical note.  

Table 4:  Brigham Creek Road southbound approach at the SH18 Eastbound Ramps/Brigham Creek Road 

roundabout, assuming modelled 2028 morning peak period traffic  

Land Use Scenarios Degree of Saturation 

Scenario 1 94%  

Scenario 2 99%  

Scenario 3 98% 

Our assessment indicates that further capacity improvements will be required at the roundabout, and 

our assessment using SATURN and SIDRA modelling suggests this can be achieved by providing an 

additional lane as a dedicated left turn lane from Brigham Creek Road (southbound approach) onto the 

SH18 Eastbound on ramp.  With this additional lane, the modelling predicts that the Brigham Creek Road 

southbound approach would operate with at much lower degree of saturation (63% to 65%) for all three 

scenarios, with an overall intersection degree of saturation of 65% to 83%.    

Westbound Ramps Roundabouts 

We have also investigated the performance of the SH18 Westbound Ramps roundabouts with Brigham 

Creek Road with the traffic flows associated with the new PC5 land use/network.  Previously, we had 
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suggested that the following layout changes would be needed at these intersections (in addition to the 

layout changes proposed at the SH18 Eastbound Ramps/Brigham Creek Road intersection above): 

 Double right turn lanes on the SH18 westbound off-ramp and a dedicated left turn lane from the 

southbound off-ramp to Brigham Creek Road 

 Widening of Brigham Creek Road between the roundabouts to include two lanes per direction 

 Additional dedicated left turn lane from Brigham Creek Road (mid-roundabout section) to SH18 

westbound on-ramp 

Our assessment indicates that the above infrastructure changes would still be required, except that the 

first item, the additional dedicated left turn lane from the SH18 westbound off ramp, would not be 

necessary.  This is due to the removal of the proposed Sinton Road connection across SH18, which is 

anticipated to result in a lower left turn demand from the SH18 Westbound off-ramp for traffic heading 

towards the Sinton Road bridge via Hobsonville Road, albeit that instead, right turn movements from 

the Westbound off-ramp will increase.  Without the dedicated left turn lane from the SH18 westbound 

off ramp to Brigham Creek Road south, the left turn movement can be accommodated by a shared left 

turn/right turn lane on the SH18 westbound off-ramp.   

3 SUMMARY 

Based on our assessment, we summarise our conclusions and recommendations as follows. 

Transport Alteration 1 - Trig Road Alignment 

 The proposed staggered-T layout of Hobsonville Road/Trig Road and Hobsonville Road/Luckens 

Road is acceptable provided that both intersections are signal controlled with signal 

phasing/timings coordinated to minimise queueing between the intersections and that the design 

provides a safe facility for pedestrians, people cycling, bus priority and vehicles (including access 

to affected driveways).   

 For the Collector Road network within Area 1A east of Trig Road, we recommend a loop that 

connects back to Trig Road  

Transport Alterations 2 to 4 - Collector Roads in Areas 1B, 1C, 1D 

 The Sinton Road vehicle connection to Hobsonville Road can be removed as a Collector Road if: 

▪ Vehicle access for 2-10 Kauri Road is not permitted from Kauri Road nor Brigham Creek 

Road (pedestrian and cycle connections to these roads should be encouraged to facilitate 

access to the pedestrian, cycle and public transport network)  

▪ The Brigham Creek Road/Kauri Road intersection be a T-intersection with no vehicle 

access to the west 

▪ Additional changes over those already identified for Proposed PC5 to the SH18 

Eastbound Ramps Roundabout include an additional lane as a dedicated left turn lane 

from Brigham Creek Road (southbound approach) onto the SH18 Eastbound on ramp  

▪ Changes to those already identified for Proposed PC5 for the SH18 Westbound Ramps 

Roundabouts include not needing an additional left turn lane on the westbound off 

ramp, with the existing two lanes providing a shared left/right and right turn lane 
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 The Collector roads north/west of Kauri Road can be realigned further north with a signalised 

crossroads some 300 m north of Kauri Road/Brigham Creek Road 

 We consider a Collector Road connection to Kauri Road in the vicinity of or via Rata Road important 

to provide resilience to the transport network, particularly because of the exclusion of the Sinton 

Road bridge connection to Hobsonville Road.  The connection could either be to Kauri Road 

(depending on where safe intersection sight distance requirements can be met), or further north 

on Rata Road 

 A Collector Road between Kauri Road and the realigned northern Collector Road is not necessary 

as part of the Collector Road network, and it would be preferable to remove it to reduce the 

amount of traffic attracted to Kauri Road from the northern parts of Area 1B, therefore preserving 

the capacity of the Kauri Road/Brigham Creek Road intersection. 

It is important to note that we have implicitly assumed in the traffic modelling that as well as schools 

being provided locally, that an RTN station will be provided in the Sinton Road area to support lower 

private vehicle trip generation rates in the Sinton Road and Kauri Road areas and provide accessibility 

for those living in the area.  

Yours sincerely 

 
Qing Li       Angie Crafer 

PRINCIPAL TRANSPORTATION ENGINEER  DIRECTOR 
 
Reference: P:\ACXX\334 Whenuapai\Reporting\L1A210226_PC5 Variaion.docx - Qing Li 
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Figure A1:  Modelled Intersection Layout – Kauri Road/Brigham Creek Road 
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Figure A2:  Predicted Intersection Performance –  Kauri Road/Brigham Creek Road Scenario 1, AM Peak 

 

Figure A3:  Predicted Intersection Performance – Kauri Road/Brigham Creek Road Scenario 1, PM Peak 
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Figure A4:  Predicted Intersection Performance – Kauri Road/Brigham Creek Road Scenario 2, AM Peak 

 

Figure A5:  Predicted Intersection Performance – Kauri Road/Brigham Creek Road Scenario 2, PM Peak 
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Figure A6:  Predicted Intersection Performance – Kauri Road/Brigham Creek Road Scenario 3, AM Peak 

 

Figure A7:  Predicted Intersection Performance – Kauri Road/Brigham Creek Road Scenario 3, PM Peak 
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Figure A8:  Modelled Intersection Layout –Brigham Creek Road/Collector Road Intersection 
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Figure A9:  Predicted Intersection Performance – Brigham Creek Road/Collector Road Scenario 3, AM Peak 

 

Figure A10:  Predicted Intersection Performance – Brigham Creek Road/Collector Road Scenario 3, PM Peak 
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Figure A11:  Modelled Intersection Layout –Brigham Creek Road/SH18 Northbound Ramps Intersection 
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Figure A12:  Predicted Intersection Performance – Brigham Creek Road/SH18 Northbound Ramps Scenario 3, AM Peak 

 

Figure A13:  Predicted Intersection Performance – Brigham Creek Road/SH18 Northbound Ramps Scenario 3, PM Peak 
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Figure A14:  Modelled Intersection Layout –Brigham Creek Road/SH18 Southbound On Ramp Intersection 
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Figure A15:  Predicted Intersection Performance – Brigham Creek Road/SH18 Southbound On Ramp Scenario 3, AM 

Peak 

 

Figure A16:  Predicted Intersection Performance – Brigham Creek Road/SH18 Southbound On Ramp Scenario 3, PM 

Peak 
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Figure A17:  Modelled Intersection Layout –Brigham Creek Road/SH18 Southbound Off Ramp Intersection 
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Figure A18:  Predicted Intersection Performance – Brigham Creek Road/SH18 Southbound Off Ramp Scenario 3, AM 

Peak 

 

Figure A19:  Predicted Intersection Performance – Brigham Creek Road/SH18 Southbound Off Ramp Scenario 3, PM 

Peak 
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