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1. Introduction 

1.1 Overview 

 This report is in relation to proposed changes to the Operative Whangarei District Plan (WDP) seeking 

to review the provisions relating to the Whangarei Airport (the Airport), as part of the WDP rolling 

review. The report has been prepared in accordance with the requirements of Schedule 1 of the 

Resource Management Act 1991 (RMA) and incorporates an evaluation under section 32 of the RMA 

(s32). S32 evaluations are iterative, and therefore the evaluation in this report constitutes the initial 

evaluation, with this being further revised throughout the plan change process.  

 The report provides background material to the Whangarei Airport. It outlines the statutory 

considerations relating to the preparation and consideration of plan changes generally, and sets 

out the strategy and policy frameworks within which the Plan Change fits.  It also addresses key 

issues pertaining to the Whangarei Airport and its management over the next ten years within the 

lifespan of the WDP under the Rolling Review.      

 The report then goes on to address the RMA’s s32 evaluation requirements.    

1.2 The Proposed Plan Change  

 Plan Change 143 (PC143) seeks to introduce a new Zone into the Operative WDP, this being the Airport 

Zone (SPA). The SPA proposes to replace the existing Airport Environment (Chapter 24 and 45). PC143 

will include: 

• A new ‘Airport Zone’ Chapter – with objectives, policies and rules for the Airport, including land use 

and subdivision provisions. 

• Changes to the WDP Zone Maps – denoting the SPA. 

• Consequential changes to the WDP.  

 PC143 includes a description of the proposed SPA to identify the environmental expectations and 

outcomes sought in the Zone through the proposed objectives, policies and rules.  

 PC143 is part of a comprehensive package of plan changes encompassing area specific zoning matters 

and district wide matters for Whangarei District. As a collective package the plan changes will introduce 

new zone chapters, with objectives, policies and rules; new district wide chapters, with objectives, 

polices and rules; changes to the Planning Maps; new definitions and consequential changes to the 

WDP. PC143 has been drafted to be consistent with the overall approach and format of the plan change 

package. The proposed plan changes are listed below and a s32 report has been prepared for each 

plan change to evaluate the matters relevant to that topic.  

Proposed zoning plan changes 

• Plan Change 88 – Urban Plan Changes Technical Introduction 

• Plan Change 88A – City Centre Zone (PC88A)  
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• Plan Change 88B – Mixed-use Zone (PC88B)  

• Plan Change 88C – Waterfront Zone (PC88C) 

• Plan Change 88D – Commercial Zone (PC88D)  

• Plan Change 88E – Local Commercial Zone and Neighbourhood Commercial Zone (PC88E) 

• Plan Change 88F – Shopping Centre Zone (PC88F)  

• Plan Change 88G – Light Industrial Zone (PC88G)  

• Plan Change 88H – Heavy Industrial Zone (PC88H)  

• Plan Change 88I – Living Zones (PC88I) 

• Plan Change 88J – Precincts (PC88J)  

• Plan Change 115 – Green Space Zones (PC115) 

• Plan Change 143 – Airport Zone (PC143)  

• Plan Change 144 – Port Zone (PC144)  

• Plan Change 145 – Hospital Zone (PC145)  

Proposed district wide plan changes 

• Plan Change 148 – Strategic Direction and Subdivision (PC148)  

• Plan Change 109 – Transport (PC109)  

• Plan Change 136 – Three Waters Management (PC136)  

• Plan Change 147 – Earthworks (PC147)  

• Plan Change 82A – Signs (PC82A)  

• Plan Change 82B – Lighting (PC82B)  

2. Background  

2.1 Existing Environment 

 The Whangarei Airport is situated at Onerahi on an elevated site overlooking Whangarei Harbour. It is 

approximately 6km, by road, to the southeast of Whangarei’s City Centre. The airport covers an area of 

approximately 60ha and is shown in Figure 1 and 2 below.   
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Figure 1 - SPA Zone location and extent 

Figure 2 – Aerial photograph of the Airport (Source: GoogleMaps) 
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 The Airport is located in close proximity to established residential areas and areas of open space, and 

is partly located in the coastal environment. The Airport is a regional airport serving a population of 

approximately 77,000 people within the Whangarei District and comprises a range of facilities to support 

its regional air transport function. These features include a main runway and cross-wind runway and 

taxiways, apron area, passenger terminal, maintenance and support buildings and facilities, and 

navigational aids.  

 The Airport is a significant resource contributing to the social and economic well-being of Whangarei 

and the Northland Region, as well as to elsewhere within New Zealand as part of a national network of 

airports. It is anticipated that the location of the Airport at Onerahi will remain for the next 10-year life 

cycle of the WDP.   

 The Airport and Airport activities are enabled by two designations (DW 124 and DW 125) and rules in 

the WDP. One designation is for Aerodrome purposes on the land. The other is an Airspace designation 

for the safe and efficient operation of aircrafts on approach, landing and take-off. The designations 

authorise a range of activities such as aircraft movements, independently of the rules in the WDP.  

 The WDP also has a set of rules relating to the Airport which permit a range of activities within the 

Environment. The activities permitted in the Airport Environment through the WDP rules generally 

include those which are ancillary to or directly associated with airport services.  

2.2 Resource Management Issues 

 Sections 2.2.1 – 2.2.4 discuss the following key resource management issues in relation to the Airport.  

• Providing for current and future airport operations. 

• Reserve sensitivity effects (including noise). 

• Managing the effects of airport operations.  

• Possibility of relocating the airport.  

2.2.1 Providing for current and future airport operations 

 The Airport is regionally significant infrastructure that provides facilities for the transportation of people 

and freight, and is a key asset to the District in terms of supporting the economy, the tourism industry 

and the needs of local and business travellers. The Airport acts as an important gateway to the District 

and facilitates access and economic activity in the local and broader regional economies. It is therefore 

essential that the current and future operations of the Airport are safeguarded through the District Plan 

Review.  

 The Airport needs the flexibility to respond to changes and growth in the economic and tourism market. 

Increasingly, modern airports are also demanding a greater diversity and range of activities to provide 

for their passengers, and to assist in the efficient operation and functioning of the airport. In the context 

of the Airport, which is surrounded by a range of land uses, meeting the changing and evolving needs 
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of the Airport operations now and into the future will need to be carefully balanced with achieving 

appropriate environmental outcomes for the immediately surrounding zones.  

 PC143 aims to provide for current and future airport operations by acknowledging and allowing for the 

continued operation of airport activities and any ancillary activities while managing potential adverse 

effects on surrounding land uses. To this end, the land comprising the SPA is subject to a designation 

for Aerodrome purposes which authorises a range of activities, such as aircraft movements, which are 

necessary to enable the ongoing operation of the Airport. An airspace designation also restricts the 

intrusion of structures into airport approach/take off paths.  

 It is intended that the SPA will provide for activities that are compatible with the Airport in a manner that 

protects the Airport from adverse effects and reserve sensitivity. It is important to note that designations 

take priority over zoning, and that any conditions or restrictions on the Aerodrome or Airspace 

designations will override the provisions in the SPA should a land use or subdivision conflict arise. It is 

also acknowledged that the Airport may relocate in the future and it is expected that the management 

of land use and subdivision in the SPA will be conscious of potential future uses.  

2.2.2 Reserve Sensitivity Effects 

 Reverse sensitivity can arise where sensitive activities are introduced to an environment where existing 

effects-intensive activities take place. The establishment of activities sensitive to airport noise within the 

vicinity of an airport has the potential to create, and in some other locations has created, reverse 

sensitivity issues and pressures on airport activities.  

 One of the most frequent issues airport operators face is reverse sensitivity effects caused by sensitive 

activities locating in close proximity to established airports. There is a risk that activities (e.g. houses, 

childcare centres) that locate near established airports may object to the effects of the airport (in 

particular, noise effects which cannot be reasonably internalised, such as those generated by the taking 

off and landing of aircraft).  

 The Airport is surrounded by residential zoning and land uses. The location of residential dwellings and 

any potential future residential development may result in actual or perceived nuisances from the Airport. 

This can potentially lead to pressure to reduce or eliminate such effects, which in the instance of the 

Airport is impractical and could potentially constrain both present and future airport operations.  

 Once activities sensitive to aircraft noise are established in the vicinity of an airport, the people affected 

are likely to complain about the noise, even though they and any potential future developers of the 

properties have always known that the properties are subject to air noise. As competition for land 

increases, and as land uses evolve in Whangarei, issues of reverse sensitivity will likely become 

increasingly important.  

 If the WDP does not give due consideration to reserve sensitivity effects on the Airport from surrounding 

land uses, there could be substantial implications for regional and national tourism and commerce. 

PC143 aims to address reverse sensitivity by avoiding and managing the encroachment of any non-

airport activities within the SPA.  
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2.2.3 Managing the effects of airport operations 

 The operation of an airport typically can result in adverse effects including noise and vibrations that 

impact on the amenity typical of nearby more sensitive environments. While the continued efficient and 

effective operation of the Airport needs to be provided for, adverse effects on the surrounding 

environment need to be appropriately managed to ensure those effects are appropriately addressed.  

 The Airport is surrounding by living zones which are primarily occupied by residential development. 

Therefore, while acknowledging that the airport is an established activity of regional significance and 

that a reduced level of amenity is anticipated in such area, adverse effects generated by the Airport 

shouldn’t unduly impact on the reasonable enjoyment or use of the surrounding environment.  

 It is intended that PC143 will provide for activities that are compatible with the Airport in a manner that 

protects both the airport from unnecessary controls whilst protecting, as far as possible, surrounding 

sensitive environments from adverse effects. PC143 aims to ensure that all new activities and buildings 

within the SPA are of a scale and character that is compatible with the residential zones surrounding 

the Airport and are sited in a located sufficiently setback from site boundaries to enable privacy, the 

retention of open space and access to sunlight.  

2.2.4 Relocating the Airport 

 It is acknowledged that the Airport may relocate in the future. The WDC Long Term plan identifies that 

the current airport will not be fit for purpose in the future (approximately 10 years) due to changes in 

airplane and airline operator requirements. WDC will be exploring and scoping for a new airport site for 

the district in the future, however it is not anticipated that the Airport will relocated within the 10 year 

lifespan of the Plan.  

2.3 Consultation 

 Prior to the notification of PC143, consultation regarding the development of PC143 and the draft 

provisions for the SPA was undertaken. This included a draft version of the chapter being made available 

for comment during the pre-notification consultation process undertaken for the wider Urban & Services 

Plan Changes.  

 The draft SPA provisions were provided to Airport representatives for review and comments following 

the pre-notification consultation phase and discussions with Airport representatives took place. No 

formal written feedback was provided. Council’s Infrastructure & Services Department have reviewed 

the draft plan change and confirmed that the Department is happy to maintain the status quo for the 

airport.  

2.4 Background Research and District Plan Comparisons  

 To assist with the drafting and development of the SPA chapter, background comparison research was 

undertaken on Airport zones and provisions in other District Plans throughout the country. This research 

was used to inform the SPA provisions. As no formal feedback was received on the draft pre-notification 

version of the SPA chapter, the research aided in developing the provisions.  
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 The following District Plans were reviewed as part of the comparison research:  

• Whangarei District Plan;  

• Palmerston North District Plan; 

• Gisborne Tairāwhiti Resource Management Plan (Unitary Plan); 

• New Plymouth District Plan; 

• Tauranga City Plan; 

• Dunedin City District Plan; 

• Nelson Resource Management Plan; 

• Napier District Plan.  

 Consistency between the research findings and the proposed SPA chapter is referenced throughout the 

analysis in Section 4, where it has informed and influenced the provisions.  

3. Statutory Considerations 

 The WDP sits within a layered policy framework, which incorporates the National Policy Statements, 

National Environmental Standards, Iwi Management Plans, RPS, Regional Plans, Structure Plans and 

Long Term Plans.  Each of these policy documents and plans has been considered in accordance with 

the RMA.  The relevant policy documents that were taken into consideration when preparing PC143 are 

discussed below.  

3.1 National Policy 

National Policy Statements 

 Section 55 of the RMA requires local authorities to recognise National Policy Statements (NPS) in their 

plans. There are currently five NPS:  

• National Policy Statement on Urban Development Capacity; 

• New Zealand Coastal Policy Statement; 

• National Policy Statement for Freshwater Management; 

• National Policy Statement for Renewable Energy; and 

• National Policy Statement on Electricity Transmission. 

 With regard to the New Zealand Coastal Policy Statement (NZCPS), parts of the Airport are located and 

extend into the coastal environment, therefore it is necessary to consider the NZCPS.  
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 The purpose of the NZCPS is to state policies regarding the management of natural and physical 

resources in the coastal environment, in order to achieve the purpose of the RMA in relation to the 

coastal environment of New Zealand. Local authorities are required by the RMA to give effect to the 

NZCPS through their plans and policy statements.  

 The NZCPS emphasises ‘appropriate’ use of the coastal environment. The objectives focus on, for 

example, the protection of natural character and the management of the coastal environment from 

inappropriate use and development while enabling people and communities to provide for their social, 

economic and cultural well-being. Specifically, the objectives of the NZCPS recognise that the coastal 

environment contains established infrastructure connecting New Zealand internally including airports. 

The following objective and policy also has relevance to land uses for infrastructure:  

• Objective 6 – To enable people and communities to provide for their social, economic and 

cultural wellbeing and their health and safety, through subdivision, use and development 

recognising that: 

o Functionally some uses and developments can only be located on the coast or in the 

coastal marine area (CMA); 

• Policy 6 – Recognise that the provision of infrastructure are activities important to the social, 

economic and cultural wellbeing of people and communities.  

 Given that parts of the Airport are located and extend into the coastal environment, PC143 is intended 

to be consistent with the NZCPS. There are no proposed objectives, policies or rules for the SPA which 

conflict with the higher order direction in the NZCPS. In addition, the WDP has a Coastal Area chapter 

which is specifically designed to protect the values of the coastal environment and which will be relevant 

and applicable in conjunction with the SPA chapter. It is therefore considered that PC143 gives effect 

to the NZCPS.  

 The NPSs for Urban Development Capacity, Freshwater Management, Renewable Electricity 

Generation and Electricity Transmission are not relevant to the Plan Change.  

National Environmental Standards 

 National Environmental Standards (NES) are regulations issued under the RMA. They prescribe 

technical standards, methods and other requirements for environmental matters. Section 44A of the 

RMA requires local authorities to recognise NES in their plans.  There are currently six National 

Environmental Standards:  

• National Environmental Standards for Air Quality; 

• National Environmental Standards for Sources of Drinking Water; 

• National Environmental Standards for Telecommunication Facilities; 

• National Environmental Standards for Electricity Transmission Activities; 
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• National Environmental Standards for Assessing and Managing Contaminants in Soil to Protect 

Human Health; and 

• National Environmental Standards for Plantation Forestry. 

 The NES for Assessing and Managing Contaminants in Soil to Protect Human Health (NESCS) is a 

nationally consistent set of planning controls and soil contaminant values. It ensures that land affected 

by contaminants in soil is appropriately identified and assessed before it is developed – and if necessary 

the land is remediated or the contaminants contained to make the land safe for human use.  

 Given the existing uses of the Airport environment, the NESCS assumes that the underlying ground is 

subject to potential contamination and as such is considered a HAIL (Hazardous activities and industries 

list) activity under the NESCS. However, in this instance the NESCS is not applicable to PC143 as the 

use of the land is not changing.  

 The are no other NES considered relevant to this plan change.  

National Planning Standards 

 The Government is introducing a set of National Planning Standards (NP Standards), which are 

intended to make council plans and policy statements easier to prepare, understand, compare and 

comply with. The purpose of the NP Standards is to improve consistency in plan and policy statement 

structure, format and content. The NP Standards were introduced as part of the 2017 amendments to 

the RMA and will be implemented between April 2019 – April 2024.  

 The draft NP Standards include site specific zoning for special purpose areas. Airport Zones are listed 

as a ‘special purpose zone’ to be incorporated into district plans. As per the draft NP Standards, the 

purpose of the Airport Zone is to:  

• Enable the ongoing operation and future development of airports and the surrounding airfield and 

aerodrome; 

• Enable associated operational areas and facilities; 

• Enable operations relating to the transportation of people and freight; 

• Provide for aeronautical (or aviation) activities of airports, as well as operational, administrative, 

commercial and industrial activities associated with airports.  

 PC143 implements site specific zoning to the Airport (SPA) to achieve consistency with the draft NP 

Standards.  

3.2 Regional Policy 

Northland Regional Policy Statement (RPS) 
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 The RPS is operative and provides broad direction for managing Northland’s natural and physical 

resources. The policies and methods contained in the RPS provide guidance for territorial authorities for 

plan making.  

 Regionally significant infrastructure in the RPS is the infrastructure essential for the social and economic 

functioning of Northland. Northland also needs this type of infrastructure to attract investment and 

development opportunities as well as help complement and support Auckland and other regions. The 

Whangarei Airport is identified as ‘Regionally Significant Infrastructure’ in Appendix 3 of the RPS.  

 The RPS has a strong focus on economic wellbeing and regionally significant infrastructure. Specifically, 

objectives 3.5, 3.6 and 3.7 are relevant to the Airport and are as follows:  

3.5 Enabling Economic Wellbeing – Northland’s natural and physical resource are sustainably 

managed in a way that is attractive for business and investment that will improve the economic wellbeing 

of Northland and its communities. 

3.6 Economic Activities – Reverse Sensitivity and Sterilisation - The viability of land and activities 

important for Northland’s economy is protected from the negative impacts of new subdivision, use and 

development, with particular emphasis on either: 

(a) Reverse sensitivity for existing: 

(i) Primary production activities; 

(ii) Industrial and commercial activities; 

(iii) Mining*; or 

(iv) Existing and planned regionally significant infrastructure; or 

(b) Sterilisation of: 

(i) Land with regionally significant mineral resources; or 

(ii) Land which is likely to be used for regionally significant infrastructure. 

3.7 Regionally Significant Infrastructure – Recognise and promote the benefits of regionally 

significant infrastructure, (a physical resource) which through its use of natural and physical resources 

can significantly enhance Northland’s economic, cultural, environmental and social wellbeing.  

 The objectives of the RPS are clear that regionally significant infrastructure, including the Airport, needs 

to be recognised, provided for and appropriately managed in the long term given the importance of such 

infrastructure to the economy of Northland. Regionally significant infrastructure is recognised and 

promoted through PC143.  

 The policies of the RPS also place strong emphasis on encouraging the development of infrastructure, 

promoting and realising the benefits of regionally significant infrastructure and avoiding and managing 
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effects on and arising from regionally significant infrastructure. Specifically, policies 5.1.2, 5.1.3, 5.2.2, 

5.2.3, 5.3.1, 5.3.2 and 5.3.3 are relevant to the Airport and are as follows:  

5.1.2(b)(i) Development in the coastal environment – Enable people and communities to provide for 

their wellbeing through appropriate subdivision, use, and development that ensures sufficient 

development setbacks from the coastal marine area to maintain and enhance public access, open 

space, and amenity values. 

5.1.3 Avoiding the adverse effects of new use(s) and development – Avoid the adverse effects, 

including reverse sensitivity effects of new subdivision, use and development, particularly residential 

development on the following: the operation, maintenance or upgrading of existing or planed regionally 

significant infrastructure.  

5.2.2 Future-proofing infrastructure – Encourage the development of infrastructure that is flexible, 

resilient, and adaptable to the reasonably foreseeable needs of the community.  

5.2.3 Infrastructure, growth and economic development – promote the provision of infrastructure as 

a means to shape 

5.3.1 Identifying Regionally Significant Infrastructure – The regional and district Councils shall 

recognise the activities identified in Appendix 3 of this document as being regionally significant 

infrastructure.  

5.3.2 Benefits of Regionally Significant Infrastructure – Particular regard shall be had to the 

significant social, economic, and cultural benefits of regionally significant infrastructure when 

considering and determining resource consent applications or notices of requirement for regionally 

significant infrastructure.  

5.3.3 Managing adverse effects arising from regionally significant infrastructure –  

(1) Allow adverse effects arising from the establishment and operation of new regionally significant 

infrastructure and the re-consenting of existing operations; and  

(2) Allow adverse effects arising from the maintenance and upgrading of established regionally 

significant infrastructure wherever it is located. 

 The importance of providing for regionally significant infrastructure is recognised in the policies as being 

due to the clear social, economic and cultural benefits that such infrastructure delivers to the region.  

 PC143 and the associated objectives, policies and rules are intended to support the Whangarei Airport 

through enabling airport activities to continue and support Northland’s economy, whilst ensuring that 

adverse effects are managed to an acceptable level. Proposed PC143 is therefore consistent with the 

provisions in the RPS.  

Regional Plans 
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 There are a number of operative Regional Plans for Northland that have been developed under the 

RMA. These include the Regional Water and Soil Plan, Air Quality Plan and the Coastal Plan. Having 

reviewed each document and taking into account all of the provisions, it is considered that the proposed 

objectives for the PC134 are consistent with the operative Regional Plans. 

 The Proposed Regional Plan (PRP) combines the operative Regional Plans applying to the CMA, land 

and water and air, into one combined plan. Objective 1 of the proposed SPA Chapter seeks to recognise 

and provide for the operational area of the Airport as a regionally significant resource.  As such, it is 

considered that the proposed objectives for PC143 are consistent with the PRP.  

3.3 District Policy 

Whangarei District Growth Strategy, Sustainable Futures 30/50 (30/50) 

 The Whangarei District experienced significant growth over the period 2001 – 2008. Further growth for 

the district is projected to continue and in some parts of the district has the potential to be substantial. 

This growth presents both challenges and opportunities to the district and its communities, individuals 

and families, businesses and governing bodies. To manage the projected growth sustainably, Council 

formulated the Whangarei District Growth Strategy, Sustainable Futures 30/50 (30/50).  

 Section 5.2 of 30/50 relates to the Airport. 30/50 notes that no major difficulties are being experienced 

with the terminal facilities, even though the terminal could benefit from reorganisation in order to improve 

the layout and space requirements. However, it may be more advantageous to construct a new, larger 

terminal once demand for its facilities outgrows its capacity.  

 30/50 acknowledges that the Airport’s present location, close to the urban area and in close proximity 

to residential land uses that have grown up with and around the Airport, has both positive and adverse 

effects. However, the adverse effects (e.g. reverse sensitivity) are identified as being able to be 

managed so as to provide for the continued operation of the Airport and airport activities. Adverse effects 

from an increase in the frequency of flights would also be partially offset by the trend towards quieter 

aircraft in the future.  

 30/50 identifies that the most recent extension of the runway system ensures the ability of the Airport to 

accommodate larger aircraft and increased frequency of flights.  In addition, it is considered that 

advances in aircraft technology will, in the future, produce airplanes that are quieter, offsetting potential 

increases in noise and reducing the impact on local residents. These features, in addition to the Airport’s 

ability to cater for an increased frequency of flights and destinations, are considered to provide adequate 

capacity for the next 30 to 50 years. 

 PC143 seeks to provide for the continued operation of the airport without undue constraints while 

managing the known adverse effects where possible associated with airports. In addition, the proposed 

SPA chapter incorporates rules and controls which are supportive and enabling of any future growth 

and development of the Airport as it may be required due to growing the growing population. Therefore, 

PC143 is considered to be consistent with the objective and direction of 30/50.  
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Long Term Plan 2018– 2028 (LTP)  

 The Local Government Act 2002 (LGA) requires every council to produce a Long Term Plan every three 

years. The LTP outlines Council’s activities and priorities for the next ten years, providing a long-term 

focus for decision-making. It also explains how work will be scheduled and funded. The latest LTP was 

adopted by WDC in June 2018 and covers the period 1 July 2018 to 30 June 2028.  

 A core activity for WDC is the provision of infrastructure as per the LTP.  Because development and 

settlement patterns have effects on both the timing and costing of core infrastructure, the LTP, the 

Infrastructure Strategy and the supporting Asset Management Plans (AMPs) have been developed with 

regard to 30/50.   

 A key activity for Council over the next 10 years is undertaking an evaluation for a new airport. The 

Council considers the current Airport will no longer be fit for purpose in the future and intends to continue 

scoping and planning for a new airport site in the district.  

 Except for the above, there is nothing specific or directly relevant to the Airport in the LTP. It is 

considered that the PC134 is consistent with the outcomes in the LTP.  

Whangarei District Operative Plan 2007 (WDP)- 

 The WDP became operative in May 2007. Within the WDP, the Airport is controlled through designations 

and the zoning rules which are addressed in: 

•  Chapter 24: Whangarei Airport (containing objectives and policies);  

• Chapter 45: Airport Environment Rules (containing rules);and  

• The Noise and Vibration Chapter (NAV) (containing rules relating to noise boundaries, engine 

testing).  

 The designations authorise a range of activities such as aircraft movements, independently of the rules 

of the WDP. The underlying zoning of the airport site is ‘Airport Environment’. The WDP sets out the 

rules regarding the land uses in the Airport Environment and applies to all activities not falling within the 

purpose of the Aerodrome designation.  

 The current objective in the WDP (24.3 Objective) is: 

•  “the long-term continuation of Whangarei Airport at its present location, with provision for continued 

growth in aircraft movements, whilst managing the effects of noise and other potential adverse effects 

on the community”.  

 The objective recognises that the Airport is a significant physical resource which contributes to the social 

and economic wellbeing of Whangarei and the Northland Region and aims to ensure its existence 

continues and operations expand in the future.  

 The WDP currently has six policies relating to the Airport which are as follows:  
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• Airport Resources – The operational area of the Whangarei Airport should be recognised and 

considered as an important community resource;  

• Aircraft Noise – Nosie effects of aircraft should be reasonable, in the context of the 

neighbourhoods surrounding the Whangarei Airport, and should not exceed levels at, or outside, 

the Air Noise and Outer Control Boundary projected for the year 2027; 

• Noise Management, Monitoring and Review – To establish methods for control, management 

and procedures for monitoring and audit of aircraft noise within areas defined by the Air Noise and 

outer control boundary;  

• Receiving Environment – The potential exposure of communities to Airport noise should be 

managed to ensure that a reasonable balance is achieved between the operational needs of the 

Whangarei Airport, over time, and the amenities and wellbeing of the community;  

• Noise-Sensitive Activities – The potential incompatibility between the airport and the living 1 

environment and open space environment should be managed through land use controls to avoid 

new noise-sensitive activities within the Air Noise Boundary and provide restrictions on new noise-

sensitive activities within the outer control boundary for the Airport, as well as implementation of 

best practice for mitigating noise from aircraft operations; and 

• Fuel Burn – To monitor the effects of use of aviation fuel.  

 The policies recognise the regional significance and importance of the Airport and all associated airport 

operations. The current policies aim to provide for the operational requirements of the Airport whilst 

seeking to manage the effects of noise on surrounding residential areas. In addition, the policies seek 

to strike a balance between the operational needs of the Airport with amenities and wellbeing of the 

community.  

 The Airport Environment rules in Chapter 45 generally permit any activity if it is ancillary to, or directly 

associated with airport activities. Where activities do not meet the conditions for a permitted activity they 

become a discretionary activity. There is a suite of other specific rules for the Airport relating to 

hazardous substances; parking; signs; artificial lighting; outdoor storage and aerials. In addition, there 

are specific building standards which must be met including a maximum building height of 10.25m, 50% 

maximum building coverage and 4.5m setbacks from road boundaries.  

 The Noise and Vibration (NAV) Chapter was made operative in May 2016 and contains rules to address 

the effects of Airport noise on noise-sensitive activities, and vice versa. For example, NAV.6.6.1-2 

provides rules for the establishment of residential activities within the Air Noise Margin, Outer Control 

Boundary, and the Air Noise Boundary.   

 The provisions in the WDP are relatively outdated and therefore require review to ensure that they are 

still relevant and effective at achieving the intended outcomes. The exception is the NAV provisions 

which were only made operative in May 2016 and therefore do not need to be reviewed.  
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3.4 Iwi and Hapu Management Plans 

 According to s74(2A) of the RMA, Council must take into account any relevant planning document 

recognised by an iwi authority and lodged with the territorial authority, to the extent that its content has 

a bearing on the resource management issues of the district.  At present, there are five such documents: 

Te Iwi O Ngatiwai Environmental Policy Document (2007), Patuharakeke Te Iwi Trust Board 

Environmental Plan (2014), Ngati Hine Iwi Environmental Management Plan (2008), Ngati Hau Hapu 

Environmental Management Plan (2016) and Te Uriroroi Hapu Environmental Management Plan and 

Whatatiri Environmental Plan.  

 Each management plan is comprehensive and covers a range of issues of importance to the respective 

iwi.  The management plans contain statements of identity and whakapapa and identify the rohe over 

which mana whenua (and mana moana) are held.  The cultural and spiritual values associated with the 

role of kaitiaki over resources within their rohe are articulated.   

 Many of the identified issues relate to concerns over indigenous flora and fauna, minerals, soil, air quality 

and water quality particularly in regards to industry and development activities. Issues relating to air and 

water quality, are mainly the responsibility of the Northland Regional Council. However, the 

management of stormwater is a district council function and will be addressed through impervious 

surface controls.  

 The Ngati Hine Iwi Environmental Management Plan contains a section identifying issues relating to 

utilities, amenities and infrastructure, whereby the issue of increased development and population 

pressures is identified in relation to increased demand for all types of infrastructure. While it is noted 

that the inclusion of airports, or regionally significant infrastructure, is not specifically listed in this section, 

it is considered that Policy 26.1 of this management plan is relevant, which requires the full participation 

of Te Runanga o Ngati Hine in all decision-making processes of agencies over planning for, 

development and management of infrastructure within their rohe.  The pre-notification consultation 

process for the Urban & Services Plan Changes provided an opportunity prior to formal notification for 

iwi and hapu to comment on the proposed plan changes. No submissions specific to the draft SPA 

Chapter were received from Te Runanga o Ngati Hine. Further opportunities for consultation with iwi, 

will continue to be provided through the PC143 plan change process.  

 PC143 has considered those matters of relevance within the iwi and hapu management plans and has 

taken them into account in the development of the proposed provisions.   

4. Proposed Airport Zone 

 The proposed SPA aims to recognise the significance of the Airport as regionally significant 

infrastructure, and provide for the ongoing operation of the Airport by enabling a range of airport activities 

and any ancillary activities while managing potential adverse effects on surrounding land uses. As the 

Airport is regionally significant and contributes to the economic and social wellbeing of the Whangarei 

District and the Northland Region, the SPA aims to protect the Airport land to allow for the ongoing and 
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future operation and development of the Airport. It is proposed to achieve these outcomes through zone 

mapping, objectives, policies and provisions specific to the Whangarei Airport.  

 With regard to zone mapping, the extent of the area included within the SPA has not changed from the 

current operative Airport chapter and mapping the WDP. The current SPA boundaries are considered 

fit for purpose for the Airport, with no reason currently known to expand or reduce the boundaries.  

5. Section 32 Analysis 

5.1 Appropriateness in Terms of Purpose of RMA 

 Council must evaluate in accordance with Section 32 of the RMA the extent to which each objective 

proposed in PC143 is the most appropriate way to achieve the purpose of the RMA. To confirm the 

appropriateness of the proposed objectives, section 5.1 of this report assess whether the proposed 

objectives are the most appropriate way to achieve the purpose of the RMA. Sections 5.2 and 5.3 of this 

report go on to assess whether the proposed objectives are the most appropriate with regard to higher 

order documents and the Strategic Direction Chapter. The level of analysis undertaken in this report is 

commensurate/appropriate to the scale of the proposal.   

 PC143 proposes the following objectives, the reasons for which are detailed in Table 1:  

TABLE 1: S32 ASSESSMENT OF PROPOSED SPA OBJECTIVES  

Proposed SPA Objectives Reason 

SPA-O1 Recognise and provide for the operational area 

of the Whangarei Airport as regionally significant 

infrastructure and the contribution it makes to the 

economic and social wellbeing of the District and 

Region.  

This objective recognises the regional significance of 

the Airport and the role it plays in serving local business, 

industry and tourism in Whangarei, the wider Northland 

Region and National network of airports.  

 

SPA-O2 Provide for the efficient and effective ongoing 

operation, maintenance, upgrade and development of 

the Whangarei Airport.  

This objective facilitates the current and future Airport 

operations, maintenance, upgrade and development.  

 

SPA-O3 Manage the adverse effects (including reverse 

sensitivity effects) associated with the Airport which 

could compromise the amenity and well-being of the 

community.  

Given the Airport’s proximity to the nearby residential 

land uses, a key intention of the SPA is to carefully 

manage the adverse effects (including reverse 

sensitivity effects) associated with the Airport.  

SPA-O4 Avoid fragmentation of the SPA and potential 

reverse sensitivity effects associated with subdivision.  

The Airport, as regionally significant infrastructure 

requires sufficient land to be made available to allow for 

the continued functioning and operation of the Airport 

and cater for any potential future expansion required.  

Objective SPA - 04 ensures that the suitability and 

availability of Airport land is not compromised by 

inappropriate subdivision activities. 

 

 Part 2 of the RMA provides the statutory framework for the sustainable management of natural and 

physical resources. Section 5 outlines the purpose and principles of the RMA, Section 6 lists matters of 

national importance that shall be recognised and provided for, Section 7 lists other matters that all 
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persons exercising functions and powers under the RMA shall have particular regard to and Section 8 

addresses matters relating to the principles of the Treaty of Waitangi.  

 The following table assesses the appropriateness of the proposed objectives in achieving the purpose 

of the RMA. It is noted that several sections within Part 2 of the RMA are not relevant to PC143, and 

only those sections which are relevant are addressed below. 

 

 Taking into account the comments above and having assessed the proposed objectives against Part 2 

of the RMA, it is considered that the three proposed objectives are consistent with the purpose of the 

RMA and promote the sustainable management of natural and physical resources.  

5.2 Appropriateness in Relation to Higher Order Documents 

 The provisions of higher order documents were considered in the formulation of the objectives and 

policies in PC143. Of particular relevance to PC143 are the NP Standards, NZCPS, RPS, 30/50 and the 

LTP. Section 2 provides an overview and evaluation of the consistency of the SPA in relation to higher 

order documents.  

 Table 3 provides an overview of the links and consistency of the proposed SPA objectives with the 

relevant higher order documents.  

  TABLE 2: LINKAGE OF PROPOSED SPA OBJECTIVES WITH PART 2 OF THE 

RMA 
  

Proposed Airport Zone Objectives 

  SPA-O1 SPA-O2 SPA-O3 SPA-O4 
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5(2)(a)     

5(2)(c)     

6(a)     

7(aa)     

7(b)     

7(c)     

7(f)     

  TABLE 3: EVALUATION OF PROPOSED SPA OBJECTIVES AGAINST HIGHER 

ORDER DOCUMENTS 
  

Proposed Airport Zone Objectives 
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5.3 Appropriateness in Relation to the Strategic Direction Chapter  

 The proposed SPA objectives are subservient to the higher order district wide objectives set out in the 

Strategic Direction Chapter proposed under Plan Change 148. The relevant overarching Strategic 

Direction Chapter objectives and policies and their links to the proposed SPA objectives are shown in 

Table 4 below. This table illustrates that the objectives of the SPH are effectively linked to the relevant 

overall objectives and policies of the Strategic Direction Chapter which have been assessed as being 

appropriate in terms of s32 (refer to Plan Change 148 s32 Report). 

TABLE 4: LINKING BETWEEN STRATEGIC DIRECTION CHAPTER AND SPA OBJECTIVES 

Proposed SD Objective Proposed 

SD Policies 

Proposed 

SPA 

Objectives 

SD-03 – Growth  

Accommodate future growth through urban consolidation of Whangarei city, 

existing suburban nodes and rural villages, to avoid urban development 

sprawling into productive rural areas. 

SD-P6  SPA-O1 

SD-05 – Incompatible Activities 

Avoid conflict between incompatible land use activities from new subdivision and 

development. 

SD-P2  SPA-O3 

SPA-O4 

SD-09 – Land Use and Transport Planning 

Maintain and enhance accessibility for communities and integrate land use and 

transport planning. 

SD-P6, P7, 

P9, P13  

SPA-O2 

Urban Area Objectives 

SD-013 – Unanticipated Activities 

Manage, and where appropriate avoid the establishment of activities that are 

incompatible with existing uses or unanticipated in the zone. 

SD-P2, P4  SPA-O3 

Regional Significant Infrastructure Objectives 

SD-022 – Recognised Benefits 

Identify and protect Regionally Significant Infrastructure and recognise the 

benefits it provides. 

SD-P15 SPA-O1 

SPA-O2 

SD-023 – Adverse Effects 

Avoid remedy or mitigate adverse effects of the development, operation and 

maintenance of Regionally Significant Infrastructure. 

SD-P16, P17 SPA-O3 

SPA-O4 

 
 

5.4 Appropriateness of Proposed Policies and Methods 

 A section 32 assessment must determine whether the proposed provisions are the most appropriate 

way to achieve the proposed objectives by undertaking a cost benefit analysis of the economic, social, 

environmental and cultural effects of the provisions, including whether opportunities for economic growth 

and employment are reduced or increased. The risk of acting or not acting where uncertain information 

exists must also be considered. It is important to determine whether the preferred approach will be more 

effective and efficient than other alternatives and whether this effectiveness and efficiency comes at a 

higher cost than other alternatives. Below is an assessment of the proposed provisions.  
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5.4.1 Proposed SPA Policies  

 The proposed SPA policies seek to ensure that airport activities are provided for in the SPA and that 

any adverse effects (including reverse sensitivity effects) are avoided, remedied or mitigated where 

practicable. These policies are achieved through the application of land use and subdivision rules.  

 The policies proposed for inclusion are considered to achieve the objectives by:  

• Recognising the Airport as regionally significant infrastructure and providing for activities that support 

and complement the continued operation of the Airport without unnecessary constraints. 

• Ensuring all new developments within the SPA are of a scale and character that would not compromise 

the amenity and well-being of the surrounding residential community.  

• Retaining the Airport land holding by avoiding land fragmentation from inappropriate subdivision.  

 The proposed policies are considered the most appropriate for achieving the objectives and provide a 

coherent link to the rules of the SPA chapter. The use of clear and direct policies also aligns with the 

policy driven approach applied to the rolling review. Table 5 below demonstrates that the policies for the 

SPA implement the proposed SPA objectives.  

TABLE 5: LINKING OF PROPOSED SPA PROVISIONS  

Proposed SPA Objective Proposed SPA Policies 

SPA-O1 Recognise and provide for the operational area 

of the Whangarei Airport as regionally significant 

infrastructure and the contribution it makes to the 

economic and social wellbeing of the District and 

Region.  

SPA-P1 To recognise the regional significance of the 

Airport by enabling a wide range of existing and future 

airport operations and activities.  

 

SPA-O2 Provide for the efficient and effective ongoing 

operation, maintenance, upgrade and development of 

the Whangarei Airport.  

SPA-P2 To enable the continued operation of the 

Whangarei Airport and ancillary activities with provision 

for controlled growth in aircraft movements.  

SPA-O3 Manage the adverse effects (including reverse 

sensitivity effects) associated with the Airport which 

could compromise the amenity and well-being of the 

community.  

SPA-P3 To manage and minimise adverse effects to 

surrounding residential areas’ amenity and character by 

ensuring that all new activities and buildings in the SPA 

are: 

1. Of a scale and character that is compatible 

with Residential Zones.  

2. Sited in a location sufficiently setback from site 

boundaries to enable privacy, the retention of 

open space and access to sunlight.  

SPA-O4 Avoid fragmentation of the SPA and potential 

reverse sensitivity effects associated with subdivision.  
SPA-P4 To retain the airport lad holding by avoiding 

fragmentation of airport land through inappropriate 

subdivision.  

 An alternative option to the proposed policies was to rely on the existing Whangarei Airport policies in 

Chapter 24. It is noted that none of the existing policies in Chapter 24 of the WDP have been retained, 

although the intent of some of these policies has been carried through into the three new policies 

proposed for the SPA. Following a series of plan changes, other chapters of the WDP e.g. Noise and 

Vibration now address the matters that the existing Airport policies covered. The existing policies that 
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were not rolled over were not considered appropriate for the SPA chapter, in that they did not go far 

enough to recognise the Airport as regionally significant infrastructure as required under the RPS. The 

existing policies also focus heavily on noise effects to surrounding land uses and are not considered 

effective given the range of other potential adverse effects associated with airport activities (e.g. 

character, amenity, dominance and shading, traffic and safety, etc.).   

5.4.2 Proposed SPA Boundaries 

 Spatial mapping is considered to be an appropriate method of achieving the objectives of the SPA as it 

identifies where the proposed provisions do and do not apply. In order to assess the appropriateness of 

the proposed spatial extent of the SPA, the following three options were evaluated:  

• Option 1: Status Quo/Proposed Plan Change - Retain the current spatial extent of the Airport and 

rezone this to SPA.  

• Option 2: Expand the current spatial extent of the Airport and rezone this to SPA.  

• Option 3: Reduce the spatial extent of the Airport and rezone this to SPA. 

 Option 1 is considered the most appropriate option for the following reasons:  

• Option 1 is efficient and effective as the existing boundaries are considered to be sufficient for the 

continued operation and any future development of the Airport. It would also consolidate future growth 

within an already established Airport environment.  

• Option 2 is not efficient or effective as the surrounding areas are already zoned Residential. Rezoning 

this land to SPA is not necessary as Airport representatives have indicated that there is sufficient land 

for the current and future airport operations over the next 10 years. Option 2 would also reduce the 

residential land supply in Whangarei and create additional adverse effects on existing residential land 

in the vicinity.  

• Option 3 is not efficient or effective as this would result in reduced opportunities for activities enabled 

by the SPA and therefore could limit the ongoing operation and development of the Airport.   

• Options 1 and 2 provide the greatest economic growth and employment opportunities by retaining or 

increasing the SPA land and thereby enabling the continued operation and future expansion of the 

Airport as the Northland region continues to experience growth. Option 3 provides the least economic 

growth and employment opportunities.  

• There is no risk due to insufficient information.  

5.4.3 Proposed SPA Rules 

 The proposed rules in the SPA are assessed below and grouped according to topic. The evaluation of 

the rules includes the identification of alternative options and an assessment of the costs, benefits, 

efficiency and effectiveness of the proposed rules and the risks of acting and not acting.  
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Permitted Activities (Land Use) 

 The proposed provisions include rules for permitted land use activities in SPA-R1 – R8. These rules are 

assessed below in terms of their appropriateness under the following sub headings.  

Any activity not otherwise listed in this chapter 

 A wide range of existing and future Airport facilities and activities need to be provided for within the SPA, 

while ensuring adverse effects are appropriately manged.  

 Consistent with the approach in other chapters within the Urban & Services Plan Changes, SPA-R1 

states that any activity not otherwise listed in the SPA chapter is a permitted activity (provided that 

resource consent is not required or the activity is not prohibited under any other rule in the District Plan). 

The approach within the SPA chapter has been to list those activities which are not directly related to 

the Airport (e.g. rural production) and not anticipated within the zone and state the activity status for 

them. The default to a permitted activity means that those activities which are not captured by the 

specific provisions are permitted and enabled within the SPA chapter.  

 Alternatives considered were:  

• Option 1: Status Quo – Generic Airport Environment Rule 45.3.1.  

• Option 2: Proposed Plan Change – Include default to permitted activity in SPA-R1.  

• Option 3: Default to non-complying activity status.  

 It is considered that Option 2 is the most appropriate for the following reasons:  

• Option 1 is not an efficient or effective option. The existing Airport Environment provisions are 

not fit for purpose and do not appropriately enable and provide for the continued operation and 

future expansion and development of the Airport to meet the needs of the District and Region 

as the population grows.  

• Option 2 is the most efficient and effective option. The SPA objectives and policies seek to 

provide for the efficient and effective ongoing operation, maintenance, upgrade and 

development of the Airport. Specifically listing those activities not related to the Airport (e.g. 

rural production) and the activity status for them means that any airport related activities are 

by default a permitted activity (provided that resource consent is not required or the activity is 

not prohibited under any other rule in the District Plan), which gives the Airport the ability to 

undertake these activities without unnecessary restriction or the unforeseen need to obtain a 

resource consent.  

• Option 3 is not an efficient or effective option. Under the current structure of the SPA Chapter, 

a default non-complying activity status may present unintended and unnecessary consenting 

barriers to airport activities in the SPA. It is considered appropriate to enable such activities 

within the SPA in order to enable the Airport to continue to operate and potentially expand and 
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develop further in the future in order to provide for population growth and the economic and 

social needs of the community.  

• Option 2 provides for a higher level of economic growth and employment opportunities by 

enabling the efficient and effective operation, expansion and future development of the Airport.  

• For the reasons outlined above, it is considered that the benefits of Option 2 outweigh any 

potential costs and offer greater benefits than Options 1, 3 and 4.  

• There is no known risk due to insufficient information.  

Landing, Departure, Movement or Servicing of Aircraft 

 The proposed SPA objectives seek to recognise the Airport as regionally significant infrastructure and 

provide for the efficient and effective operation, maintenance, upgrade and development of the 

Whangarei Airport now and in the future within the SPA. To achieve this, it is recognised that the 

operational requirements associated with the Airport (e.g. landing and departure of aircraft) needs to be 

provided for without undue constraints. However, it is still important that adverse effects associated with 

the Airport on the surrounding environment are appropriately managed with the airport needs.  

 Proposed Rule SPA-R2 permits the landing, departure, movement or servicing of aircraft in the SPA in 

order to provide for the day to day operational needs of the Airport. This approach is consistent with 

Councils throughout the country as identified through background comparison research.  

 Alternatives considered were: 

• Option 1: Status Quo – Generic rule 45.3.1. 

• Option 2: Proposed plan change rule – SPA-R2. 

• Option 3: More restrictive activity status requiring resource consent (controlled, restricted 

discretionary or discretionary).  

• Option 4: No rule in the SPA.  

 It is considered that Option 2 represents the most appropriate option for the following reasons:  

• Option 1 is neither efficient nor effective as the wording of the current rule is ambiguous thus 

potentially resulting in uncertainty during the consenting process.  

• Option 2 is efficient and effective as it provides more clarity and direction on the specific 

activities that are permitted within the SPA. It reduces any uncertainty and any potential 

unnecessary costs for the owners and operators of the Airport as well as Council staff during 

the consenting process. This option is also more consistent with the new WDP structure thus 

making the subsequent provisions easier to understand for plan users. It is also considered 

that this option aligns with the draft NP Standards as it specifically provides for aeronautical 

activities of airports and associated operational areas and facilities. Option 2 is also consistent 



25 
 

 
 
 

with the approach applied in District Plans throughout New Zealand for Airports as revealed 

in background research undertaken.  

• Option 3 is neither efficient nor effective. Having a more restrictive activity status requiring 

consent would result in unnecessary costs and delays to the ongoing and future operation, 

maintenance, upgrade and development of the Airport thus not achieving the proposed 

objectives of PC143. Option 3 would not recognise or provide for the higher-level objectives 

and policies of the RPS which identify the Airport as regionally significant infrastructure which 

needs to be enabled in the Northland region. This approach would not achieve consistency 

with the draft NP Standards and the Airport as a special purpose zone.   

• Option 4 is neither efficient nor effective as having no rules would potentially result in adverse 

effects to the surrounding residential areas’ amenity and character. This would not achieve 

the proposed objectives which seek to manage the adverse effects associated with the Airport.  

• Option 4 provides the greatest economic growth and employment opportunities by giving the 

greatest flexibility on any future development of the SPA. Options 1 and 3 have similar impacts 

in terms of economic growth and employment opportunities. Option 2 provides the least 

economic growth and employment opportunities.  

• Option 2 has the greatest benefits. The benefits associated with Option 2 outweigh any 

potential cost. Options 1, 3 and 4 have greater costs than benefits.  

• There is no risk due to insufficient information.  

Access to Aircraft or Airport Facilities 

 Access to aircraft or airport facilities is necessary to be provided for without undue constraints in order 

to enable the Airport to continue to contribute to the economic and social wellbeing of the District and 

Region.  

 Proposed Rule SPA-R3 seeks to manage all activities that require direct or reasonable access to 

aircrafts or airport facilities within the SPA in order to provide for the operational needs of the Airport. 

This approach is consistent with Councils throughout the country as identified through background 

research.  

 Alternatives considered were:  

• Option 1: Status Quo – Generic rule 45.3.1.  

• Option 2: More restrictive activity status requiring resource consent (controlled, restricted 

discretionary or discretionary).  

• Option 3: Proposed plan change rule – SPA-R3.  

• Option 4: No rule in the SPA. 
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 It is considered that Option 3 represents the most appropriate option for the following reasons:  

• Option 1 is neither efficient nor effective as the wording of the current rule is ambiguous thus 

potentially resulting in uncertainty during the consenting process.  

• Option 2 is neither efficient nor effective. Having a more restrictive activity status requiring 

consent would result in unnecessary costs and delays to the ongoing and future operation, 

maintenance, upgrade and development of the Airport thus not achieving the proposed 

objectives of PC143.  Option 2 would not recognise or provide for the higher-level objectives 

and policies of the RPS which identify the Airport as regionally significant infrastructure which 

needs to be enabled in the Northland region.  

• Option 3 is efficient and effective as it provides more clarity and direction on the specific 

activities that are permitted within the SPA. It reduces any uncertainty for the owners and 

operators of the Airport as well as Council staff during the consenting process. This option 

also facilitates ongoing and future Airport operations which would achieve the proposed 

objectives of PC143. In addition, Option 3 is consistent with the RPS in enabling and providing 

for the Airport as regionally significant infrastructure by ensuring that the Airport can operate 

without undue constraints. It is also considered that Option 3 is consistent with the draft NP 

Standards in enabling operations relating to the transportation of people and freight.  

• Option 4 is neither efficient nor effective as having no rules would potentially result in adverse 

effects to the surrounding residential areas’ amenity and character. This would not achieve 

the proposed objectives which seek to manage the adverse effects associated with the Airport.  

• Option 4 provides the greatest economic growth and employment opportunities by giving the 

greatest flexibility on any future development of the SPA. Options 1 and 3 have similar impacts 

in terms of economic growth and employment opportunities. Option 2 provides the least 

economic growth and employment opportunities.  

• The benefits of Option 3 outweigh any potential costs and offers greater benefits than Options 

1, 2 and 4 which have greater costs.  

• There is no risk due to insufficient information.  

Community Activities, Industrial Activities, Commercial Services, Food and Beverage Activity 

and General Retail 

 It is recognised that there may be instances and requirements for community, industrial and some 

commercial activities to establish within the SPA to support the operation and functioning of the Airport. 

However, it is important that these activities do not adversely affect the safety and efficiency of the 

Airport or the ability of the Airport to continue to operate and function.  

 Accordingly, within the SPA chapter, the following activities are proposed to be classified as permitted 

activities where the activity is directly ancillary to Airport operations:  
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• Community Activities (SPA- R4); 

• Industrial Activities (SPA-R5);  

• Commercial Services (SPA-R6);  

• Food and Beverage Activity (SPA-R7); and 

• General Retail (SPA-R8).  

 The activities listed in SPA-R4 – R8 are community, industrial and some commercial activities which are 

considered appropriate to be located within the SPA where they are ancillary to the Airport. Where it 

cannot be determined that the activity is ancillary to the Airport, the activity status in non-complying. This 

approach is considered appropriate in regards to striking balance between providing for activities and 

land uses that are directly related to and will support the operation and functioning of the Airport without 

compromising the intent or purpose of the SPA which is consistent with the policy direction for the SPA 

and the NP Standards.  

 Alternatives considered were:  

• Option 1: Status Quo –Generic Rule 45.3.1.  

• Option 2: Proposed Plan Change Option – Permitted activity status for the above activities.  

• Option 3: Discretionary activity status for the above activities.  

• Option 4: Prohibited activity status for the above activities.  

 It is considered that Option 2 represents the most appropriate option for the following reasons:  

• Option 1 is neither efficient nor effective as the wording of the current rule is ambiguous thus 

potentially resulting in uncertainty during the consenting process. This option does not make 

it explicitly clear what specific activities are permitted in the Airport Environment.  

• Option 2 is the most efficient and effective option. This option provides greater clarity and 

direction on the specific activities that are permitted within the SPA. It reduces any uncertainty 

for the owners and operators of the Airport as well as Council staff during the consenting 

process. This option also facilitates ongoing and future Airport operations which would achieve 

the proposed objectives of PC143. Background research has also highlighted that it is 

important to provide for these types of activities provided that they are ancillary to the Airport. 

This will reduce consenting costs and allow the Airport to establish these activities while 

placing a control on these activities occurring if it is determined that they are not ancillary to 

the Airport.  

• Option 3 is neither efficient nor effective. While a discretionary activity status would allow a 

case by case assessment of whether a particular activity within SPA-R4 – R8 may be 

appropriate, a discretionary activity implies that provision is made within the objectives and 
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policies for such activities. This is not the case as the policy framework only provides for these 

activities in limited circumstances where they are ancillary.  This option could lead to the 

establishment of such activities within the SPA that are not ancillary to the Airport and 

ultimately not compatible with the provision of airport operations and functions. Having a more 

restrictive activity status requiring consent would also result in unnecessary costs and delays 

to activities which are directly related to and support the ongoing operation and functioning of 

the Airport thus not achieving the proposed objectives of the SPA.   

• Option 4 is not an efficient or effective option. A prohibited activity status would provide 

direction that such activities cannot be established within the SPA, and it provides no option 

for such activities to establish where they are compliant with the relevant permitted activity 

standards or to assess individual proposal for the above activities on their merits. It is 

considered that there are circumstances where commercial, industrial and community 

activities which are directly ancillary to the Airport should be able to establish within the SPA, 

particularly where it supports and is related to the ongoing operation and functioning of the 

Airport. A prohibited activity status would send the signal that these activities are not 

appropriate within the SPA and would not allow this to occur.  

• Option 2 would provide the greatest scope for employment and economic growth opportunities 

by allowing for commercial, industrial and community activities to establish without the need 

for a consent provided it is ancillary to the Airport.  

• Option 2 has the greatest benefits which outweigh the costs in comparison to the other options.  

• There is no known risk due to insufficient information.  

Building Height 

 It is recognised that there may be requirements for new buildings/structures or upgrades to existing 

buildings/structures within the SPA. However, it is important that building heights are managed to ensure 

that buildings within the SPA do not adversely affect the safety and efficiency of the Airport or the ability 

of the Airport to function; restrictions need to be in place to protect the fight approach paths in the SPA. 

Given the site’s proximity to residentially zoned land, heights also need to be controlled to ensure that 

potential adverse amenity effects on the surrounding environment are appropriately managed.  

 Proposed Rule SPA-R9 manages building height within the SPA. The proposed maximum building 

height is 10.50m, or less than 8.0m where the building adjoins a Residential or Open Space zone. The 

10.50m proposed is slightly higher than the maximum permitted building height of 10.25m in the WDP. 

It is noted that there is an airspace designation exists that will override the height limits regardless of 

this proposed rule.  

 Alternatives considered were:  

• Option 1: Status Quo - Retain the current building height rule in 45.4.1.  



29 
 

 
 
 

• Option 2: Proposed Plan Change - Increase the maximum building height. 

• Option 3: Have no building height controls in the SPA.  

 It is considered that Option 2 represents the most appropriate option for the following reasons:  

• Options 1 and 2 are very similar with only a very marginal difference in height proposed 

(0.25m) between the two.  

• Option 1 sets a maximum building height limit of 10.25m. The WDP and other District Plan’s 

reviewed do not tend to use 0.25 number increments (e.g. 10.25m as per rule 45.4.1 in the 

WDP) and therefore this height limit is not considered efficient given its inconsistencies with 

what is typically used.  

• Option 2 allows for a slight increase in the maximum building height permitted (by 0.25m) 

which would potentially increase development opportunities.  Whilst there is a slight increase 

in the maximum building height, it is considered that any potential shading and dominance 

effects of this option, in comparison to the current building height rule in 45.4.1, are unlikely to 

be noticeable to the surrounding environment. The building height is also consistent with the 

maximum heights applied to buildings in Airport zones throughout the country, which is 

relatively standard in order to ensure that there are no adverse impacts or safety issues with 

the Airport flight approach paths.  

• Option 3 is not an efficient or effective option as having no rules would potentially result in 

adverse effects relating to shading and building dominance to the surrounding environment. 

This would not achieve the proposed objectives which seek to manage the adverse effects 

associated with the Airport. This option would also create potential safety and adverse effects 

issues with flight approach paths for landing and departing aircrafts. It is not appropriate for 

the flight paths to be encroached or compromised by higher maximum building height limits.  

• Option 3 provides the greatest economic growth and employment opportunities by giving the 

greatest flexibility on any future development of the SPA. Options 1 and 2 have similar impacts 

in terms of economic growth and employment opportunities.  

• Option 2 provides the greatest benefits which outweigh the costs. Options 1 and 3 have higher 

costs that would outweigh the benefits of those options.  

• There is no risk due to insufficient information.  

Building Rules 

 Development within the SPA needs to be managed in order to reduce adverse effects on the surrounding 

residential environment.  
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 SPA-R10 – R13 seeks to include permitted activity building rules in relation to building setbacks, building 

heights in relation to boundaries, building coverage and impervious areas. These rules are proposed to 

be rolled over from the current rules in Chapter 45 of the WDP.  

 SPA-R10 is included to control setbacks from road boundaries and other boundaries external to the 

SPA in order to manage adverse amenity effects. Setbacks of 4.5m from road boundaries and 3.0m 

from any boundaries external to the SPA are proposed consistent with other WDP rules. 

 SPA-R11 is included to control building height in relation to boundary (HIRB) within the SPA. This rule 

is designed to provide a graduating height limit from the boundaries of the SPA. The drafting of this rule 

is consistent with how this rule is drafted throughout the rolling review of the WDP. It is designed to 

control the height of Airport buildings where they are close to the boundary of an adjoining Residential 

or Open Space Zone in acknowledgement of the shading, privacy and general amenity effects that a tall 

building can have when located in close proximity to a boundary.  

 SPA-R12 and SPA-R13 control building coverage and impervious areas. These limits are permissive 

and acknowledge the requirement for the Airport to be developed further in the future, while recognising 

that some limits are required in order to control bulk and location of buildings and the retention of a 

degree of permeable surfaces within the SPA. A total building coverage no more than 50% of the area 

of the total SPA and any impervious area which does not increase the cumulative total impervious area 

to be more than 80% of the total area of the SPA is proposed to be permitted within the SPA chapter. 

 Alternatives considered were: 

• Option 1: Status Quo - Retain the current building setbacks, building HIRB and building 

coverage in Rule 45.4.2 to 45.4.4. 

• Option 2: Proposed Plan Change – SPA-R10 – R13 permitted activity rules.   

• Option 3: No building rules in the SPA.  

 It is considered that Option 2 represents the most appropriate option for the following reasons:  

• Option 1 is not an efficient or effective option as it would represent a lack of consistency with 

the new WDP structure. There is minimal difference between Options 1 and 2, with the current 

building rules in 45.4.2 – 45.4.4 proposed to be rolled over in both options. However, Option 

1 provides no impervious surface rules, meaning there is no control over the retention of some 

pervious surfaces on the site if future growth and development of the Airport occurs, which 

could result in adverse effects within the SPA and to the surrounding environment. As such,  

• Option 2 is the most efficient and effective option. The rules under Option 2 are proposed to 

be rolled over from the current rules in Chapter 45 of the WDP, with the exception of new 

impervious rules to be introduced. This option would be consistent with the structure of the 

WDP under the rolling review. Retaining these controls is important to managing the adverse 

effects on the surrounding environment.  
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• Option 3 is not an efficient or effective option and it is considered the costs outweigh any 

benefits of this option for the following reasons. While Option 3 would provide the greatest 

flexibility for the Airport, it will potentially result in adverse effects to the surrounding residential 

areas’ amenity and character. It will not result in any kind of management of effects in regards 

to building HIRB, building setbacks, building coverage or impervious surfaces. This would not 

achieve the proposed objectives which seek to manage the adverse effects associated with 

the Airport.  

• Option 3 provides the greatest economic growth and employment opportunities by giving the 

greatest flexibility for the Airport for future development. Options 1 and 2 have similar impacts 

in terms of economic growth and employment opportunities.  

• Option 2 has the greatest benefits which outweigh the costs. Options 1 and 3 present greater 

costs than benefits.  

• There is no risk due to insufficient information.  

Non-Complying Activities (Land Use) 

 The SPA objectives seek to recognise and provide for the efficient and effective operation, maintenance, 

upgrade and development of the Whangarei Airport, recognising the contribute it makes to the economic 

and social wellbeing of the Whangarei District and wider Northland Region. In order to enable and 

provide for current and future Airport operations and activities, non-airport related activities and activities 

which are not directly ancillary to the Airport should be avoided in order to not compromise current and 

future airport operations.  

 Accordingly, within the SPA chapter, the following activities are proposed to be classified as non-

complying activities:  

• Visitor accommodation (SPA-R14); 

• Residential activities (SPA-R15); 

• Motor Vehicle Sales (SPA-R16); 

• Garden Centres (SPA-R17) 

• Trade Suppliers (SPA-R18); 

• Marine Retail (SPA-R19); 

• Drive Through Facilities (SPA-R20); 

• Grocery Store (SPA-R21); 

• Hire Premise (SPA-R22); 

• Entertainment Facilities (SPA-R23); 
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• Visitor Accommodation (SPA-R24); 

• Service Station (SPA-R25); and 

• Funeral Home (SPA-R26).  

 Visitor accommodation (SPA-R14) and rules SPA-R16 – R26 are a subset of retail activity which are 

nested under the broader commercial activities definition as per the NP Standards.   

 Residential, accommodation and retail type activities as listed above are more sensitive land uses that 

are not considered suitable or appropriate to be located within the SPA. The activities are not consistent 

with the proposed objectives and policies for the SPA and there are purpose-built zones and areas to 

cater for these activities in appropriate locations within the District.  

 The boundaries of the SPA are relatively contained and the space within the zone is needed to provide 

for and accommodate any future growth or expansion that may be required for the Airport in the future. 

It is not considered appropriate to allow residential, accommodation and retail type activities to utilise 

the limited SPA land for non-Airport related activities which would compromise the land in the future for 

the Airport.  

 Alternatives considered were:  

• Option 1: Status Quo - Generic Rule 45.3.1.    

• Option 2: Proposed Plan Change – Non-complying activities status for the above activities.  

• Option 3: Discretionary activity status for the above activities.  

• Option 4: Prohibited activity status for the above activities.  

 It is considered that Option 2 represents the most appropriate option for the following reasons:  

• Option 1 is not an efficient or effective option. While it will result in greater flexibility and least 

compliance costs, it will not adequately avoid the establishment of residential activities or 

visitor accommodation within the SPA. Rule 45.3.1 is designed to be enabling and provide 

for most activities within the Airport Environment. Permitting these activities will not provide 

an appropriate level of protection for the Airport, nor will it be supportive and enabling of any 

future growth and development of the Airport in the future. This is inconsistent with the 

proposed SPA objectives and NP Standards. Providing for these activities within the SPA as 

a permitted activity would compromise the SPA through allowing inappropriate activities to 

establish within the zone.  

• Option 2 is the most efficient and effective option. While a non-complying activity status will 

result in consenting costs and reduce flexibility for the development of these activities within 

the SPA, it is considered necessary to protect the limited land within the SPA for Airport 

activities which is the primary purpose of the SPA under the NP Standards. The activities 
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proposed to be non-complying are considered to be inappropriate to be specifically provided 

for and enabled within the SPA as there are other zones within the WDP that provide specific 

provision for them. Some of the activities specified above are sensitive land uses which could 

compromise the safe, efficient and effective operation of the Airport now and in the future, 

and given the nature of Airport environments are not suitable to establish within the area. A 

non-complying activity status provides clear direction that this is the case. 

• Option 3 would allow a case by case assessment of whether residential activities or visitor 

accommodation within the SPA may be appropriate under a discretionary activity status. A 

discretionary activity status suggests that provision is made within the objectives and policies 

for such activities which is not the case for the proposed SPA chapter. Option 3 could lead 

to the establishment of activities within the SPA that are not compatible with the provision of 

Airport operations and activities and could compromise the ability of the Airport to continue 

to operate efficiently and effectively and expand its operations in the future. This is 

inconsistent with the objectives and policies of the SPA and the purpose of Airport zones 

under the NP Standards.  

• Option 4 is more efficient and effective than Options 1, 2 and 3 but is not favoured when 

compared to Option 2 as there are greater benefits in relation to costs in comparison to option 

4. A prohibited activity status for such activities would provide the most certainty that such 

activities are not appropriate and will not be able to establish in the SPA, however it does not 

provide any opportunity of assessing an individual proposal for each activity on its merits. It 

is considered that there may be instances where the Airport could potentially demonstrate 

that such activities do have a direct requirement to establish within the SPA and will not 

compromise or limit the efficient and effective operation and functioning of current and future 

Airport activities.  It is considered that residential and visitor accommodation activities should 

not be specifically provided for within the SPA as this would be incongruous with the purpose 

of the SPA. However, an argument could be made at some stage that some type of 

accommodation within the SPA is needed, appropriate and will not compromise the 

functioning of the zone.  

• Option 1 (status quo – permitted activity status) provides the greatest scope for employment 

and economic growth opportunities. However, for the reasons outlined above, it is 

considered appropriate to control the activities within SPA-R14 and R26 as non-complying 

activities in order to meet the objectives and policies of the SPA, ensure consistency with 

SPA as a special purpose zone under the NP Standards and to protect the Airport land for 

Airport operations and activities.  

• Option 2 has the greatest benefits which outweigh the costs. Options 1, 3 and 4 have far 

greater costs that would outweigh any possible benefits. Therefore Option 2, is the more 

favourable option.  

• There is no known risk due to insufficient information.  
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Prohibited Activities (Land Use)  

Rural Production 

 SPA-R27 seeks to provide for rural production as a prohibited activity in the SPA. This is in 

acknowledgement that rural production activities are not compatible within and do not have a direct 

requirement to establish in the SPA. There is limited Airport land and the SPA objectives seek that it is 

used for the Airport as regionally significant infrastructure and to provide for ongoing and future airport 

activities. In addition, giving the surrounding environment which is predominately residential it would not 

be appropriate to allow rural production activities to occur.  

 Alternatives considered were:  

• Option 1: No rural production activity control in SPA – default to permitted activity.  

• Option 2: Discretionary activity status for rural production activities.  

• Option 3: Status Quo - Generic Rule 45.3.1 which provides a non-complying activity status 

for rural production activities.  

• Option 4: Proposed Plan Change – SPA-R12 which provides a prohibited activity rule for rural 

production activities.  

 It is considered that Option 4 represents the most appropriate option for the following reasons: 

• Option 1 is not an efficient or effective option.  Having no rule for rural production activities would 

mean that under proposed rule SPA-R1 the activity would be permitted in the SPA (as it is not 

specifically provided for as a controlled, restricted discretionary, discretionary, non-complying 

or prohibited activity). A lack of control over rural production activities could result in a reduced 

or compromised land supply for airport related activities. This would be inconsistent with the 

proposed SPA objectives which seek to recognise the Airport as regionally significant 

infrastructure and provide for the efficient and effective ongoing operation, maintenance, 

upgrade and development of the Airport.   

• While discretionary activity status would allow a case by case assessment of whether a 

particular rural production activity may be appropriate, discretionary activity status implies that 

the objectives and policies anticipate rural production activities in the SPA. This is not the case 

and could lead to the establishment of rural production activities within the SPA that are not 

compatible with the provision of airport and airport related activities. Accordingly, Option 2 is not 

considered to be an efficient nor effective option.  

• Option 3 is not an efficient or effective option. A non-complying activity status would present a 

high threshold for rural production activities as it would be required to pass through one of the 

gateways in section 104D of the RMA. While Option 3 is considered more efficient and effective 

than Options 1 and 2, it is not considered more efficient and effective than Option 4 which clearly 

states that rural production activities are not appropriate within the SPA.  
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• Option 4 is the most efficient and effective option. Rural production activities are considered to 

be incompatible with airport related activities and therefore it is necessary to protect the land 

within SPA for the purpose of the Airport and associated operations which is the primary 

purpose of the SPA under the draft NP Standards. Allowing for rural production activities to be 

established within the SPA could compromise and detract from the continued operation of the 

Airport. The surrounding environment being primarily residential also means that rural 

production activities in the SPA would not be an appropriate use of the land thus warranting a 

prohibited activity status.   

• Option 1 provides the greatest economic growth and employment opportunities by giving the 

greatest flexibility in any future rural production activities on the SPA land. Options 3 and 4 have 

similar impacts in terms of economic growth and employment opportunities. A prohibited activity 

status (Option 4) will limit employment and economic growth opportunities that could be 

associated with the establishment of rural production activities on Airport land. However, for the 

reasons outlined above, this is considered appropriate in order to protect the Airport land for its 

primary purpose in the provision of airport and airport-related activities and because rural 

production activities are enabled in other zones.  

• The benefits outweigh the costs for Option 4. Options 1, 2 and 3 have greater costs than benefits 

and therefore Option 4 is the most appropriate option in terms of costs and benefits.  

• The benefits of Option 4 outweigh any potential costs and offers greater benefits than Options 

1, 2, and 3.  

• There is no risk due to insufficient information.  

Mineral Extraction Activities 

 It is proposed to apply a prohibited activity status to mineral extraction activities in the SPA. The 

prohibited rule for mineral extraction will be provided in the Minerals (MIN) chapter of the WDP rather 

than in the SPA chapter; this is a more appropriate location for this rule and is consistent with the 

approach taken in the WDP to dealing with mineral extraction.  

 Alternatives considered were:  

• Option 1: Permitted activity status for mineral extraction activities.  

• Option 2: Discretionary activity status for mineral extraction activities.  

• Option 3: Non-complying activity status for mineral extraction activities.  

• Option 4: Prohibited activity status for mineral extraction activities.  

 Option 4 is considered to be the most appropriate option for the following reasons:  
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• Option 1 is not an efficient or effective option. A permitted activity status would result in mineral 

extraction activities being able to occur without requiring a resource consent which would be 

inconsistent with the policy framework and intent of the SPA. A permissive approach to 

managing mineral extraction activities could lead to adverse environmental effects and 

compromise Port operations and activities within the SPA.  

• While Option 2 is more efficient and effective than Option 1, as a resource consent would be 

required for any mineral extraction activity, it is still not an efficient or effective option. A 

discretionary activity status would allow for resource consents to be applied for and possibly 

obtained on a case by case basis which would be inconsistent with the policy framework and 

intent of the SPA. A discretionary approach, if consents were to be obtained would potentially 

compromise Airport operations within the SPA.  

• Option 3 is not an efficient or effective option. A non-complying activity status would present a 

high threshold for mineral extraction activities as it would be required to pass through one of 

the gateways in Section 104D of the RMA. While Option 3 is considered more efficient and 

effective than Options 1 and 2, it is not considered to be more efficient than Option 4 which 

clearly states that mineral extraction activities are not appropriate within the SPA.  

• Option 4 is the most efficient and effective option. The prohibited activity status is in 

acknowledgement that mining activities are not compatible within the SPA and do not have a 

direct requirement to establish within the SPA. There is limited Airport land and the SPA 

objectives, and the draft NP Standards, seek that it is used for Airport operations and activities. 

A prohibited activity status is necessary as it clearly states that mineral extraction activities are 

never appropriate within the SPA.  

• Option 4 has the greatest benefits. The benefits of Options 4 outweigh the costs in comparison 

to the other options which present greater costs.  

• There is no known risk due to insufficient information.  

Subdivision  

 The subdivision rules for the SPA are proposed to be located in the proposed Subdivision Chapter (see 

PC148 Section 32) but have been assessed within this part of the s32 report. Under the subdivision 

chapter, all forms of subdivision within the SPA are proposed to be a discretionary activity. It is 

acknowledged that subdivision within the SPH could create further fragmentation of the larger allotments 

that form part of the Airport site. However, there may be some need in the future for the Airport to 

undertake subdivisions (including boundary adjustment). A discretionary activity status allows all 

subdivision to be assessed on a case by case basis to ensure that any subdivision does not have 

adverse effects on the effective operation, expansion and development of the Airport within the SPA.  

 Alternatives considered were:  

• Option 1: Status Quo - Controlled Activity Status Rule 74.3. 
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• Option 2: Proposed Plan Change – Discretionary Activity Status for all subdivisions within 

SPA.  

• Option 3: Permitted activity status for all subdivisions within the SPA.  

• Option 4: Non-Complying activity status for all subdivisions within the SPA.  

 It is considered that Option 2 is the most appropriate option for the following reasons:  

• Option 1 is not an efficient or effective option because a controlled activity resource consent 

must be granted and would only allow Council to specify conditions of consent. This would not 

be consistent with the intent of SPA which seeks to facilitate the continued operation of the 

Airport. This option is designed to encourage and facilitate subdivision which is not fit for 

purpose when considering the requirements of the Airport.  

• Option 2 is the most efficient and effective option. It enables a case by case consideration of 

subdivision applications within the SPA so that careful consideration can be given to the 

operational needs of the Airport and whether a proposed subdivision would result in 

fragmentation of the Airport land. It also allows Council to consider any relevant matters when 

deciding whether to grant or decline a resource consent. Furthermore, the proposed 

discretionary activity status is consistent with the structure the WDP under the Rolling Review, 

which sees many new chapters utilising a discretionary activity status for subdivisions. 

• Option 3 is not efficient or effective as enabling subdivision as a permitted activity could result 

in reduced land supply for airport related activities. This would also go against the intent of the 

proposed objectives which seek to recognise the Airport as regionally significant infrastructure. 

This option is inconsistent with the purpose of Airports as special purpose zones as per the 

draft NP Standards. Option 3 would result in reduced compliance costs and provide greater 

flexibility for the Airport to undertake subdivision within the SPA, however it will not allow for 

the appropriate management of adverse effects that subdivision could have on the SPA in 

terms of fragmentation of land and restricting Airport operations.  

• Option 4 is not an efficient or effective option. A non-complying activity status would present 

a higher threshold for subdivision as it would be required to pass through one of the gateways 

in section 104D of the RMA. A non-complying activity status indicates that subdivision is not 

anticipated or provided for. This is not the case, as it is acknowledged that subdivision within 

the SPA may be necessary at some stage to provide for current or future Airport operations. 

While this means that Option 4 is considered more efficient than Options 1 and 3, it is not 

considered more efficient and effective Option 2 which would still require a consent to be 

obtained and allow for any application for subdivision to be considered on a case by case 

basis.  
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• Option 3 provides the greatest economic growth and employment by giving the greatest 

flexibility in any potential future subdivision of the SPA land. Options 1 and 2 have similar 

impacts in terms of economic growth and employment opportunities.  

• The benefits of Option 2 outweigh any potential costs and offers greater benefits than Options 

1, 3 and 4.  

• There is no risk due to insufficient information.  

6. Conclusion 

 PC143 has been developed to review the existing Airport Environment in the WDP. The review of these 

provisions alongside the recognition of the Whangarei Airport as regionally significant infrastructure has 

identified the existing provisions are generally appropriate but require some amendments to match the 

new structure of the WDP under the rolling review and the draft NP Standards.  

 Pursuant to s32 of the RMA, the three proposed objectives have been analysed against Part 2 of the 

RMA and the relevant provisions of higher order plans and policy documents. It is considered that the 

proposed objectives are the most appropriate way to achieve the purpose of the RMA. 

 The proposed provisions have been detailed and compared against viable alternatives in terms of their 

costs, benefits, efficiency and effectiveness and risk in accordance with the relevant clauses of s32 of 

the RMA. The proposed provisions are considered to represent the most appropriate means of achieving 

the proposed objectives and of addressing the underlying resource management issues relating to 

airport operations and reverse sensitivity effects.  

 


