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Other Business - Response to enquiries from

Orakei Local Board representative (Troy
Churton)

This memo provides Auckland Airport’s written response to questions raised by Orakei Local
Board representative Mr Troy Churton in relation to Runway 23 approach procedures. The
original questions and supporting material were circulated to committee members by Mr Churton
on 2 June 2026 and are attached as an appendix.

The questions raised by Mr Churton relate primarily to how different types of approaches are
used and why aircraft may at times appear to operate differently from the visual approach rules
designed to help manage noise.

Responsibilities

Flight paths and approach procedures are designed by Airways New Zealand and regulated by
the Civil Aviation Authority (CAA). Auckland Airport works closely with both organisations on
operational and community matters, including noise and flight path concerns.

Visual and instrument approaches

Almost all commercial aircraft use instrument flight approaches, which provide standardised and
predictable procedures for safely managing aircraft in controlled airspace, including route,
altitude and speed. These instrument flight procedures are designed and certified to ensure safe
and consistent operations and are not subject to the same noise-based limits as visual
approaches.

The precise, pre-designed flight paths for instrument approaches enable Air Traffic Control to
manage spacing between aircraft rather than relying on visual separation and real-time
adjustments by pilots and ATC. This allows aircraft to join final approach closer in and at lower
altitude than visual approaches. Instrument approaches can also be used consistently across a
wide range of operating conditions.

Visual approaches allow pilots to fly to the runway using visual reference rather than a published
instrument approach and the pilot can either hand-fly the aircraft or engage the autopilot. They
are used when weather, visibility and air traffic conditions allow safe visual separation.

Visual approaches are subject to specific requirements under Civil Aviation Rule 93.61, which are
designed to help manage aircraft noise by setting expectations for how aircraft join the final
approach.

At Auckland Airport, the use of visual approaches for jets arriving from the north has been
significantly reduced over time. Since 2015, jets arriving from the north have not been permitted
to undertake visual approaches. This change was made to reduce potential noise effects
associated with lower altitude and less predictable flight paths.

Application of the rules
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Although jets arriving from the north are currently not permitted to conduct visual approaches,
the CAA has confirmed that, under the existing rules, Airways New Zealand may direct an aircraft
on a visual approach to join final approach inside the 14 nautical mile minimum standard referred
to in Civil Aviation Rule 93.61. No exemption is required for this.

Civil Aviation Rule 93.61 does not apply to instrument approaches. This reflects the fact that
aircraft flying an instrument approach are not subject to the same centreline-joining procedures
that apply to visual approaches. Rather, instrument approaches manage aircraft noise by design,
as they use standardised, predictable flight paths, altitudes and descent profiles that support
stable aircraft operation and minimise the need for short-notice manoeuvring or additional thrust
and drag changes close to the runway. Aircraft on instrument approaches are typically already
configured for landing, so the use of speed brakes is uncommon at this stage of flight. Where
speed brakes are used, this is more likely to occur earlier in the descent in preparation for
commencing an instrument approach, or during a visual approach where additional drag may be
required over a shorter distance.

Operational context

The use of different approach types reflects how aircraft are managed safely within a constrained
and busy airspace system. Instrument procedures are designed in advance to ensure aircraft
remain safely separated, including in situations where conditions may change or where pilots are
required to carry out unexpected manoeuvres.

This means flight paths are not easily changed, as even small adjustments can affect aircraft
safety and how flights are managed across the wider airspace.

Frequency of instrument approaches

There is no regulatory limit on how often aircraft may operate using instrument approaches. Their
use is determined by operational and safety requirements, including weather conditions, traffic
levels and how aircraft are sequenced through the airspace.

Regards,
Auckland Airport
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Appendix: copy of correspondence share with ANCCG, 2 June 2026

Dear Chair

Item tabled for ‘other business’ - Advice on 3 technical questions that have consequences
for our communities

According to CAR part 93.6]1, aircraft on a visual approach to runway 23 must not turn onto final
approach below 2000’ ( which is about 7 nautical miles from the runway threshold).

At night they must intercept final at 14nm or 4000

They also must not fly below S000’ over the residential noise abatement area.

Advice sought on three technical questions bulleted below:

o Why are they allowed to intercept final on the Green x/ray approach to RW 23 at 1000
and 3nm? And inevitably this means using speed brakes - is that right?

e If the visual approach rules are to minimise noise, why is there an exception on an
‘instrument approach™?

It seems the flightpath starts below 5000' somewhere over Mt Albert and descends
linearly over residential areas until turning in for landing.

e Isit correct Airport/Airways no limit to the number of times this happens?

| attach

1. the instrument approach charts. (| note too that the approach to RWO5 crosses
Hillsborough at 3000"), and

2. an Al description of the approach

With thanks
Troy Churton

Orakei Local Board



Auckland
Airport

AIP New Zealand

NZAA AD 2 - 45.5

ELEV 23 CATCD AUCKLAND

RWY O5R THR ELEV 15 RNP X RWY O5R (AR)

AUCKLAND APPROACH: 124.3 129.6 ATIS: 1278 127.0 TOWER: 118.7 120,95
T | I

L y !

/4

F e g 217

653

<
e me %\f’w 1G4V

b ¥
615‘0 -

AATA4
ARC Li0.9 Nw ARC L/O.7 N

29 | FOR OPERATORS WITH CAANZ
RMNP-AR APPROVAL OMLY

3 Erawan E1paay E1ra

AARMERDSR-0

£ 1)

Use Auckland GINH arly
VIRES
[WF/F] ADLE SADOS
P 5000 QUINA
231° | 7 (5985 | P 3000
6000 A23p0,

OLOUR - GF
AAT A4 - P

IGAVA - GURLK

T T T T 'I- T T T
20 18 [] 14 12 10

expact rador veclons, or as instructed by ATC.

MISSED APCH: #MAK 1AS 185 ke o IGAVA, Track 0517 4o IGAVA, tum LEFT, frack 0217 4= GURUK 3000,

3, RMP 0.3 botwaan VIRIS and OLDUR, RMP 1.0 missed approach segment
# Mon-jel aircraft MAX LAS 170 kt bo IGAVA, if unable advise ATC

Category [ A B | C D
RNP 0,30 [ A, A50(335) — 1500

1. Procedure NA when AD temperature is below -5°C or obove 4750

2. RF roqui

rom 28 MOV 24: AATA4 odded between OUDUR and ELBAD.

Changss

@ Civil Aviation Authority

Confidential

AUCKLAND
RNP X RWY O5R (AR)

Page 4 of 6



Auckland
Airport

NZAA AD 2 - 45.6 AIP New Zealand
ELEV 23 CATCD AUCKLAND
RWY 23L THR ELEV 23 RNP X RWY 23L (AR)
ALCKLAND APFROACH: 124.3 1294 ATIS: 127.8 127.0 TOWER: 118.7 12095
| | 1 ]
I ' b4 41 AR LS| /o 28
. I|D’\ e
%: P |20k R
4 20t LAGUT
SAMUR 2.3
——— 2 GOBOB
HDAG a0 L rer %079'-3-» pdy
(1AF/IF) o e, [ Esmon
- :.‘.--.-‘O,Q‘Je o ¥ ¢ —
- 187 =
0179 N
e /) 1000 D120 #
: SFC - 15004 f4209
At or abave 6000 [ TFC
. MAX IAS 210 kt ! <£p axrov
ARC RO NM —

ARC RAOE MM —___ A4l

ARC R/1.6 N 3
AN 6 YA
. DUMAD

13\" ‘@/’:\'

L AT o
o ——5 300 AARGOW L 30 -
~ 20 gl g
To IGHIS “"26]’“&2' i 2 = ‘_',}
[=1
POREK 13\ 2
$
23 / £
FOR OPERATORS WITH CAANZ | O | 1B
RMNP-AR APPROVAL ONLY o34 B
I [=saro® — : / 1:":
£ 23 - 4
& £ e £ 17aay e Elpes ar Altinede | %
3 | 28 Mo e 3
Use Auckland 2
- =
AR I E:
| g
IGNIS ..--“0500 20 19
3000 prypry I::{f.‘,,, £
V. i
267 i?; ]
TCH S0 | g oo 31— o
0 5 18
MISSED APCH: #nass 145 18, POREE. Trock 2317 to POREE, surn RIGHT, track 2617 to IGNIS 3000,
wct radar e as instructed by ATC
T | ] ] c ] b
BIP 0.30 | NA. | 360(337] — 1500

1. Procedure NA whan AD lemperature is below -5°C or above 47°C

2. RF required

3. RMF 0.3 botwaan KIDAG and AKROV, RMP 1.0 missed approoch ssgmant
# Mon-jel alcraft MAX IAS 170 ki to POREK, ¥ unoble advisa ATC

. AUCKLAND

Direction of traffic
KIDAG is northwest of Auckland Airport, not northeast.

The RNAV X / Green X-ray is therefore designed for arrivals from the North and West, not from
the Gulf side.

Updated schematic description

KIDAG (NW of NZAA): Aircraft arriving from the north and west pass KIDAG, then track toward
LOSGA.

LOSGA (east of the field, 4,950 ft): From KIDAG, they route across the top of the TMA toward
LOSGA, then:

At LOSGA, they start the RF leg at 4,950 ft.
RF leg: From LOSGA, the curved path:
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Sweeps southwest, inside Whitford

Passes north of Totara Park

Crosses the centre of Highbrook (~1,400 ft)
DUNAD / Wiri (1,000 ft):

End of the curve, start of short final.

Over Wiri, at 1,000 ft.

Short final:

Straight-in from DUNAD to RWY 23L.

So the clean story is:

Arrivals from the North and West route via KIDAG, cross the top of Auckland to LOSGA (4,950 ft),
then follow a curved RF leg inside Whitford, over central Highbrook, straighten over Wiri at 1,000
ft, and land on 23L on a very short final.

If you want, next | can do the side-by-side schematic: RNAV X vs Whitford long-final, in the same
simple style.
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