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PLANNING AND DEVELOPMENT ACT 2005 
RESOLUTION DECIDING TO AMEND A LOCAL PLANNING SCHEM E 

 
CITY OF GERALDTON–GREENOUGH 

LOCAL PLANNING SCHEME No.5 (Greenough) 
 

AMENDMENT No.1 
 
 
RESOLVED that the Council, in pursuance of Section 75 of the Planning and 
Development Act 2005, amend the above local planning scheme by: 
 
 
1 Inserting the following into the Table of Contents of the Scheme Text: 
 
 “6.6 Geraldton Airport Special Control Area” 
 
 
2 Inserting the following into Section 6.1.1 of the Scheme Text: 
 
 “(v) Geraldton Airport Special Control Area” 
 
 
3 Inserting the following into Part 6 of the Scheme Text: 
 

“6.6 Geraldton Airport Special Control Area 
 

6.6.1 Major Values 
 

The Geraldton Airport is a strategic infrastructure element in the Mid-
West region. The area comprises the obstacle limitation surfaces, noise 
exposure area and surrounding land uses. 

 
6.6.2 Purpose of the Special Control Area 

 
(a) To control development within the area so that the purpose of the 

airport is not compromised. 
 

(b) To avoid development which would negatively impact on the 
social and economic values of the area. 

 
(c) To ensure that land use in the area, including airport related 

development does not reduce the potential of the area as a 
strategic infrastructure element. 

 
(d) To ensure that any development takes place in such a manner so 

as to safeguard the lives and property of people in the area. 
 

(e) To ensure that any development does not adversely alter the 
capacity of the airport to function and grow. 
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6.6.3 Application Requirements for Subdivision and Development 

 
Planning approval is required to construct or extend a dwelling or other 
building, or to carry out any other form of development.  

 
The definition of development within this Special Control Area shall 
have the same meanings as for the rest of the Scheme and shall 
include erection, construction, maintenance, improvement or alteration 
of a boundary fence or wall, or other means of boundary enclosure. 

 
6.4.4 Relevant Considerations 

 
In considering any rezoning request, subdivision or development 
application the Local Government will have regard to the following: 

 
(a) There is a presumption against rezoning of land within the 

Geraldton Airport Special Control Area for more intensive land 
uses. 

 
(b) Subdivision applications for land entirely within the Geraldton 

Airport Special Control Area will not be supported by the Local 
Government that create the potential for additional residential 
development and intensification of land use. 

 
(c) The Local Government may consider supporting subdivision 

applications within the Geraldton Airport Special Control Area 
where: 

 
(i) The subdivision is for the use of land which will not create 

the potential for additional residential development (with 
accompanying notification on the title); 

 
(ii) The subdivision is for a boundary realignment, rationalisation 

of landholdings or lots created for management purposes, 
that will not create the potential for additional residential 
development within the special control area; and 

 
(iii) The subdivision is consistent with the policies of the Western 

Australian Planning Commission. 
 

(d) Development applications for land within the Geraldton Airport 
Special Control Area shall not be approved where the 
development may result in an obstruction to, or negatively impact 
upon, air transport services or fail to meet the requirements of the 
Obstacle Height Limitation Surface Area. 

 
(e) Public works (for example, road or rail construction) or community 

facilities may be permitted within the Geraldton Airport Special 
Control Area, subject to advice from the Civil Aviation Safety 
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Authority that such public works or development can be designed 
and located in a manner so as to minimise conflict. 

 
(f) The Local Government may consider supporting development 

applications within the Geraldton Airport Special Control Area 
where: 

 
 (i) The development is able to demonstrate that it will not 

detract from the ability of the airport to function to its full 
potential. 

 
 (ii) The development is for airport related activities that will 

assist in the growth of the airport as a strategic infrastructure 
element. 

 
(g) The local authority may require the preparation of a plan 

containing building envelopes at either a development or 
subdivision stage for lots that are partly located within the 
Geraldton Airport Special Control Area, requiring that habitable 
buildings shall only be located outside the confines of the Special 
Control Area. 

 
(h)  The local authority will require at a development or subdivision 

stage that lots within, or partly within, the Geraldton Airport 
Special Control Area, shall have memorials lodged on the titles to 
advise people that the properties are within an area that may be 
affected by aircraft noise due to the proximity of the lot to the 
Geraldton Airport. 

 
(i)  Any proposed development for habitable purposes within the 

Geraldton Airport Special Control Area is required to address 
noise attenuation to achieve the following indoor design sound 
levels: 

 
·   50dBA indoor design sound level for bedrooms and 

dedicated lounge area; 
·   55dBA indoor design sound level for all other habitable 

spaces; & 
·   60dBA indoor design sound level for bathroom, toilet and 

laundry. 
 

6.6.5 Referral of Applications 
 

The local government may refer applications regarding rezoning, 
subdivision or development to the Civil Aviation Safety Authority for 
comment.”  

 
 
4 Including ‘Special Control Area-Geraldton Airport’ within the Scheme Map 

Legend; 
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5 Including the Geraldton Airport Special Control Area upon the Scheme Map 

in accordance with the Scheme Amendment Map. 
 
 
 
 
 
 
Dated this        day of           2009. 
 
 
 
 
 

______________________________ 
CHIEF EXECUTIVE OFFICER  
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1 INTRODUCTION 
 
 
The Geraldton Airport located approximately 10km east of the city centre is the 
major airport servicing the Geraldton/Greenough community and the Mid West 
region as a whole. This airport is well established and has recently been upgraded 
with a new terminal building and additional security around the perimeter of the 
landholding. Due to the increase in activities such as mining, tourism and 
development generally within the Geraldton and Mid West Regions it is important 
that an efficient and restriction free airport operation be maintained to service the 
activities that are important to the growing economy of the region. 
 
The establishment of a Special Control Area surrounding the Geraldton Airport to 
manage future land use will retain the integrity of the Airport and allow present 
levels of service and operation to be maintained and improved into the future as 
the Region expands.  
 
Council has initiated Scheme Amendment No.1 for the City of Geraldton-
Greenough Town Planning Scheme No.5 (Greenough) to achieve the following: 
 
 �  prevent the development of incompatible land uses about the Geraldton 

Airport which may adversely affect and jeopardise its future expansion and 
operations; 

 
�  encourage development adjacent to the Geraldton Airport of compatible uses 

which will also have a positive benefit on the retention and future viability of 
the Geraldton Airport; 

 
�  statutory recognition that the Obstacle Height Limitation Surface must be 

considered in the assessment of development in this area; &  
 
�  provide certainty and opportunity to surrounding landowners on the types of 

land uses that are deemed appropriate within this area. 
 
Approval of this rezoning will enable Council to identify on its Scheme Maps the 
existing controls that are relevant to the Geraldton Airport and to regulate 
development within close proximity so that the Airport may be retained as the 
major air service centre for the Region for many years to come. 
 
The following sections within this report will detail information relating to the 
importance of the Airport to the Region and outline the mechanism by which the 
operations of the Airport may continue to expand and service the Region without 
being restricted by development that is incompatible with airport operations. 
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2 LOCATION 
 
 
Geraldton lies on the west coast of Australia approximately 416km north of Perth. 
It is linked by road from Perth and then on to Carnarvon all the way through the 
Pilbara and Kimberley regions to Darwin.  To the east the road links Geraldton with 
Mullewa, Yalgoo, Mt Magnet and Meekatharra. 
 
Geraldton is considered to be the service centre for the Mid West region. It is 
surrounded by farming country and has a number of other diverse industries such 
as mining, communications, fishing and light industry. Tourism is also a strong 
draw to the Mid West, which has good beaches for fishing, and in spring, large 
displays of wild flowers. 
 
Geraldton Airport is the main regional base for regular domestic routes, light 
aircraft charter operations (including mining fly in-fly out, tourist related, and 
regional service provision), flight training (both private and military), private flying, 
aerial and agricultural work and aircraft maintenance in the Mid West region. The 
Geraldton Airport is located within and owned and operated by the City of 
Geraldton-Greenough. The Airport is situated approximately 10km east of 
Geraldton city centre. 
 
The closest significant general aviation light aircraft aerodrome is Mullewa, 100km 
to the east, and for larger jet operations Perth Airport, 370km (by air) to the south. 
 
Figure 1 provides a locality map giving context to the Geraldton Airport. 
 
Figure 2 provides an aerial photograph for the Geraldton Airport and surrounds. 
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3 POPULATION 
 
 
The population for the combined Geraldton and Greenough statistical division is 
35,022. This is the population of the immediate catchment area for Geraldton 
Airport, which has grown 7.8% over the past three years. However, the Geraldton 
Airport’s catchment area covers a considerably greater distance and is bounded by 
Denham and Overlander to the north, Wiluna to the east and Three Springs to the 
South. 
 
The following statistical divisions and their corresponding population, which lie in 
the Geraldton Airport’s catchment, are listed below: 
 
 

Table 1 Estimated Resident Population Figures as of  30 June 2006 
 

Location  
(these districts directly feed to the Geraldton Airport 

to transit on to other destinations, such as Perth) 

 
Population Figures 

Chapman Valley 957 
Geraldton-Greenough 35,022 
Irwin 3,240 
Mingenew 501 
Morawa 888 
Mullewa 1,011 
Northampton 3,360 
Sub Total 44,979 

Location 
(actual populations served are higher due to fly in/fly 

out operations not included in these statistics) 

 
Population Figures 

Cue 921 
Meekatharra 1,296 
Mount Magnet 496 
Murchison 127 
Sandstone 130 
Shark Bay 921 
Wiluna 777 
Yalgoo 271 
Sub Total 4,377 
TOTAL 49,356 

 
Source: www.abs.gov.au 
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4 REGIONAL ECONOMY 
 
 
Geraldton is the business and service centre of the Mid West region of Western 
Australia and its prosperity depends upon the economy of its various local 
industries and to a lesser extent, the State as a whole. The economy of Western 
Australia is in large based upon export of the State’s natural resources of 
agriculture, minerals, tourism and to a lesser extent fishing and aquaculture. In 
Geraldton along with tourism the major industries are agriculture, fishing and 
minerals, at the primary and secondary levels. Significant downturns of growth in 
these industries can have a marked affect on Geraldton Airport’s operational 
statistics. 
 
Geraldton also supports mining in the large northern goldfields area encompassing 
the towns of Meekatharra and Wiluna. While many mines in the northern goldfields 
mineral province are operated on a fly in/fly out basis using labour from Perth 
Geraldton is now breaking into this market with Skywest Airlines flying to 
Brockman Mine in the Pilbara and Maroomba Airlines servicing Meekatharra in the 
Midwest, local operators Geraldton Air Charter and Shine Aviation also provide 
regular fly in/fly out services to mines in the Midwest. 
 
Further there are a growing number of mines that utilise mechanical services and 
material supplies from Geraldton. These services have a direct impact on the 
Airport. Due to the distances involved, aircraft are utilised to fly crew shift changes 
and mechanical parts to such mining developments. 
 
In general, the health of mining activity in the whole of Western Australia impacts 
on the entire Western Australian economy. This usually reflects on aviation traffic, 
which is closely related to the well being of the regional economies. The Mid West 
region is enjoying significant buoyant times with commodity prices driving 
increased exploration and development of new mines, in particular iron ore. With a 
strong outlook for the regional economy the City of Geraldton-Greenough can 
anticipate increased aviation activity, both general aviation, charter and passenger 
transport, during this period of growth. The Mid West Development Commission 
Resources Industry Snapshot July 2007 provides further information on the 
development opportunities which will have an ongoing affect on the airport 
operation and expansion. 
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5 EXISTING OPERATION OF THE GERALDTON AIRPORT 
 
 
Like many aerodromes in Western Australia, the Geraldton Airport started as a 
landing field in pre World War II. The term ‘Airfield’  was derived because aircraft in 
pre-war times were required to always land directly into the wind. To allow this to 
happen fields or paddocks were used. 
 
In 1941 No.4 Service Flying Training School arrived in Geraldton to provide 
intermediate and advanced training of pilots. However due to the nature of the 
runway it took over two years to convert the bare stretch of ground into a smooth 
running unit. 
 
The Geraldton Airport was used extensively during World War II. It was used 
mainly for training purposes and for long range armament supplies. The Airport 
was well developed with a network of taxiways, runways and on the landside there 
were extensive barracks and buildings. 
 
The station was constructed by the Allied Works Council. Rows of orderly huts 
housed 103 officers, 4 nurses, 1 WAAF officer, 177 WAAF, 27 air pilots, 46 air 
gunners, 176 trainee pilots and 992 airmen, totalling 1572 personnel. 
 
In 1955/56 the Department of Civil Aviation was formed for the operation of Civil 
Aerodromes and a redevelopment of the terminal was carried out in 1958. This 
terminal existed through until the construction of the Brearley Terminal which was 
built in 1979. 
 
In 1979 the Shire of Greenough accepted the Airport management under the 
Aerodrome Local Ownership Plan. This carried through to 1991 when the Shire 
took over 100% responsibility for the operation and management of the Airport. 
 
In 1999 Council expended $2,039,000 applying approximately 80mm thickness of 
asphalt to the main runway, taxiway and aprons. This raised the Pavement 
Classification Number from 14 to 34 and allows unrestricted operations of B717-
200 (100 seat jets) and B737-800 on pavement concession. This runway surface 
is expected to have a life span in excess of 20 years and requires a minimum of 
maintenance. 
 
During the mid to late 90’s it was recognised that the capacity of the Brearley 
Terminal to accommodate the number of passengers flying in and out of Geraldton 
was inadequate. The new Geraldton Airport Terminal Building was opened by the 
State Premier Hon Geoff Gallop on 13th August 2001. 
 
The present airport has 3 runways, 7 taxiways (to allow transport of aircraft from 
the runways to the aprons and parking areas) and 4 separate apron areas. The 3 
runways are described further as follows: 
 
Runway 03/21: This is the main runway, referred to in aeronautical terms as 

03/21, is aligned 30°/210° to take best advantage o f the prevailing 
winds and topography. The wind usability for this runway is 96% 
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for winds up to 30 km/hour. This runway is sealed to a width of 
45m and is 1,981m long. This runway can land a variety of aircraft 
up to and including Fokker Fellowship F28's and British 
Aerospace 146 aircraft. Geometrically the runway can land larger 
aircraft up to and including Boeing 727 aircraft.  However, such 
aircraft require pavement concessions and permission from the 
City of Geraldton-Greenough before operations can be permitted. 

 
Runway 08/26: This runway has a magnetic direction of approximately 80°/260°. 

It is 18m wide and has a length of 900m. This runway is restricted 
to aircraft with a maximum take-off weight of 5,700kg and has a 
wind usability of 93% for cross winds up to 30km/hour. It has a 
gravel surface. The runway was resheeted in December 2003. 

 
Runway 14/32: This runway has a magnetic direction of approximately 140°/320°. 

This runway is 18m wide with a length of 844m. It is quite often 
used for flight training school. The runway is restricted to aircraft 
with a maximum take-off weight of 5,700kg and has a wind 
usability of 95% for cross winds up to 30km per hour. Runway 
14/32 was reconstructed and asphalted in April 2006. 

 
The last two runways in conjunction with runway 03/21 allow an above 99% 
serviceability in high winds and are low maintenance runways. 
 
In addition to the Aerodrome’s modern passenger terminal building and recently 
constructed general aviation facility there are also multiple hangars, the Mid West 
Aero Club facility, an Aeronautical Museum, the Bureau of Meteorology, a Council 
Depot, a Medical Centre and the Headquarters of the Moonyoonooka Fire Brigade. 
 
Ample space with apron access is available for the construction of additional 
hangars and other aviation facilities, particularly in the general aviation area. 
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6 FUTURE DEVELOPMENT OF THE GERALDTON AIRPORT  
 
 
The secure future of the Geraldton Airport relies on its proximity to Geraldton, the 
Regional Centre for the Mid West. As Geraldton grows either through natural 
population growth or by virtue of new projects coming on stream in the immediate 
area, the need for the Geraldton airport will grow. Improvements to the service by 
way of upgrading both the existing runway to jet capable standards and the 
Terminal to cater for the comfort of passengers will be necessary. In addition to 
this the City of Geraldton-Greenough has undertaken land acquisition in 
preparation for a new parallel runway, that will be required once the capacity of 
Geraldton Airport reaches at least 150,000 aircraft movements per annum. 
 
The current level of general aviation activity at Geraldton Airport is estimated at 
20,000 aircraft movements per annum and the most significant airline type service 
conducted at the aerodrome is the regular Regional Airline operations between 
Geraldton and Perth provided by Skywest Airlines using Fokker 50 aircraft 35 
times a week. These services produce around 80% of the aerodrome revenue In 
addition to the Perth service an airline service to northern regional airports, namely 
Kalbarri, Monkey Mia and Carnarvon also operates. 
 
 
6.1 Passenger Traffic 
 
Passenger traffic through the Geraldton Airport continues to experience growth 
with the twelve month 1997/1998 period recording 64,314 passenger numbers 
rising to 98,345 passengers in 2007/2008. Business travellers account for 
approximately 90% of the airline passengers using Geraldton aerodrome and 
schedules are designed to meet this demand. 
 
The statistical data derived from records retained by the airport reveals general 
aviation has grown at an annual average rate of 18% per annum. Passenger 
numbers have also increased over the same 5 year period by an impressive 
annual average of 17%. However, if annual growth is considered commencing 
from before the Ansett collapse (year 2000/01) to current then the growth per 
annum averages 7%. This aligns closely with earlier 8% growth projections for 
passenger numbers in the 2004 Airport Master Plan review. 
 
With solid economic growth in Geraldton, its Mid West regional catchment, and 
Western Australia as a whole it is not unreasonable to expect continued positive 
growth of between 2% and 8% for another 5 years. 
 
The case for continued positive passenger growth can be supported by the 
emerging Mid West mineral producers, whom will be exporting their product 
through Geraldton Port or the new port at Oakajee. This will generate greater 
demand for company employees, contractors and associated consultants and 
Government agency personnel to be travelling to Geraldton. 
 
Adopting an average of 5% growth over the next 5 years the passenger numbers 
will exceed 100,000 per annum in 2009/10 and be 115,550 in 2011/12. Projection 
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beyond this period is not reliable as economic indicators are not available. Earlier 
master plan projections suggested RPT passenger numbers could be 300,000 by 
2030. This is dependant upon continued strong positive growth, which should be 
assessed at closer time intervals. 
 
 
6.2 General Aviation 
 
General Aviation (GA) aircraft is non-Airline traffic and comprises charter, private 
flying, local flying training, Royal Flying Doctor Service activity and military aircraft 
traffic. GA movements at Geraldton Airport rose from 8,672 in 2001/2002 to 
16,462 in 2006/2007. 
 
 
6.3 Flying Training 
 
Local Aviation companies presently undertake flying training meeting the local 
demand for pilot flying training. 
 
Geraldton has been considered by international flying training organisations and a 
trial conducted by the Singapore Flying College in June-August 2004 saw 833 
sorties conducted with an estimated 4,998 movements using six aircraft. The 
potential for establishment of a flying training school, with 200 students and 30 
aircraft, could quickly push the circuit traffic up to 100 sorties per day with each 
sortie consisting of 6 movements this would equate to 219,000 flight training 
movements per annum. 
 
This issue was discussed at a special council meeting held Wednesday 12th 
January 2005 and it was resolved that considering the potential detrimental noise 
effect this would have on the airport buffer zone profile, international pilot training 
would be restricted to 50,000 movements per annum for planning purposes. 
 
 
6.4 Current Demand Versus Capacity 
 
The Geraldton Airport Master Plan concluded that an estimated 150,000 aircraft 
movements be adopted as a realistic annual service volume capacity for the 
current three runway configuration at Geraldton airport. 
 
With current demand (aircraft movements) presently estimated at 20,000 per 
annum (16,500 general aviation GA and 3,500 regular public transport) the airside 
movement area facilities are presently adequate. 
 
Capacity improvements are recommended when demand is forecast to utilise 60% 
of capacity. This allows sufficient lead time to develop the improvement before the 
airport becomes saturated. Present demand represents 13% of annual service 
volume. 
 
Development planning for the parallel runway is not warranted until aircraft 
movements reach 90,000 per annum. The requirement for parallel runway 
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03R/21L is based on aircraft movements exceeding 150,000 per annum, which is 
likely to be generated through general aviation traffic growth. 
 
When annual aircraft movements reach the annual service volume there will be 
periods of peak hour traffic congestion resulting in delay accessing the runways. 
 
Delay is the difference in time between a constrained and unconstrained aircraft 
operation and is non-productive aircraft operating time and represents a cost to all 
operators. 
 
Under these circumstances airport capacity should be increased to reduce 
congestion. Detailed analysis using models of the runway system to service 
aircraft of different types under known demand conditions is required to assess the 
impact of aircraft delays with changes in demand for takeoff/landing movements, 
runway configurations, different aircraft types, separation standards etc. As noted 
in the aviation forecasts there is potential for rapid escalation of aircraft 
movements if flying training operators are to establish at Geraldton airport with a 
primary focus on training international student pilots. At this point of time the 
airport operator has determined international pilot training at Geraldton airport will 
be limited to 50,000 movements per annum. 
 
This decision has been taken on grounds of external land use management and 
being infrastructure and operational ready for significant increases in aircraft traffic 
levels. 
 
Geraldton airport is very well located and has excellent external land use planning 
and land use management that will serve the community for decades to come. 
From this comparison of demand and capacity it is concluded that the aerodrome 
has capacity that is sufficient to accommodate operational growth for the 
foreseeable future. 
 
Further, it is estimated that at least 90% of all flying hours and therefore 
movements are conducted during day visual conditions. Consequently, when 
demand reaches the 60% annual service volume it is recommended flying patterns 
be examined in greater detail to establish the hourly traffic mix by aircraft type, day 
visual and instrument flight so infrastructure development needs and timing can be 
refined. 
 
 
6.5 Design Aircraft & International Capability 
 
The Geraldton Airport Master Plan aims to meet the current and future range of 
domestic aircraft type needs which typically may include B737-800 series (Code 
4C), the B767-300 (Code 4D) and the A330-200 (Code 4E). The pavement 
strength needs are quite independent to the geometric configuration and must be 
separately addressed before operations commence. These fleet aircraft are also 
highly suited to many international routes and with Geraldton’s proximity to Perth 
airport it is reasonable to consider Geraldton airport as an international option in 
the future. 
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7 OBSTACLE LIMITATION SURFACE 
 
 
Geraldton Airport is an important infrastructure facility for the Mid West region and 
the community expects that this facility will develop and grow compatibly with the 
community. The Geraldton Airport Master Plan sets out to determine, at an early 
stage of the airport’s life cycle, the ultimate form to which it is envisaged to 
develop. Selection of the design aircraft has determined the movement area 
development needs, which is the very basis for the airport’s existence. 
 
By defining the ultimate movement area development it is possible to establish the 
airport’s impact on the environment and the community and calculate the 
Geraldton Airport Obstacle Limitation Surface (OLS). The OLS dictates the height 
of developments at differing distances from the airport taking into account the 
existing contours in order that the approach and departure angles of aircraft are 
not jeopardised. The airport’s aerial contours or OLS must be protected from the 
infringement of structures and dwellings for the safe operation of aircraft at 
Geraldton Airport. 
 
The approach/takeoff surfaces of the runways, depicted by the OLS plan, are 
imaginary inclined planes beginning at the end of the runway strip end or inner 
edge and extending outwards to distance up to 15km depending upon runway use 
(instrument or visual). The width and slope of the approach/takeoff surface are 
also dependant upon runway use. The surface governs the height of objects on or 
near the airport. Objects should not penetrate or extend above the 
approach/takeoff surface. If they do they are classified as obstructions and must 
be either marked or removed. 
 
The OLS for the adopted runway development standards has been prepared and 
the City of Geraldton-Greenough is required to implement planning controls to 
manage the building height of new structures proposed for erection around the 
airport encompassing the full extent of the OLS surfaces as depicted by the plans.  
 
This Scheme Amendment requires that all developments be assessed with regard 
for the Obstacle Height Limitation Surface. 
 
To further enhance the safe operations of aircraft the FAA recommend (FAA 
AC150/5300-13 ‘Airport Design’) Runway Protection Zones (RPZ) under the 
approach path to be kept clear of all obstructions to enhance the protection of 
people and property on the ground. 
 
For instrument runway 03/21 the RPZ is trapezoid with dimensions 150m at the 
inner edge extending out 500m to a width of 300m. For small aircraft exclusively, 
namely runway 08/26 and 14/32 the RPZ dimensions recommended are 75m at 
the inner edge extending out 300m to a width of 150m. 
 
A set of Geraldton Airport OLS drawings have been prepared for the ultimate 
development of the airport. The OLS plans depict two main parallel runways 
(03L/21R and 03R/21L and two existing secondary direction runways (08/26 and 
14/32) for the benefit of general aviation aircraft when prevailing winds dictate. The 
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OLS also has the inner edge of proposed parallel runway 03R/21L at 150m, 
reduced from 300m, as this meets Civil Aviation Safety Authority’s (CASA’s) 
current standards for an instrument non-precision runway code 3C runway. The 
development planning has not altered the threshold or centreline location of 
proposed parallel runway 03R/21L. 
 
Figure 3 provides a map illustrating the Obstacle Height Limitation Surface Area 
for the Geraldton Airport. 
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8 MEASUREMENT OF NOISE 
 
 
The development of land uses that are not compatible with airports and aircraft 
noise is a growing concern across Australia and worldwide. In addition to aircraft 
noise, there are other issues, such as safety and other environmental impacts to 
land uses around airports, which need to be considered when addressing the 
overall issue of land use compatibility. The primary responsibility for integrating 
airport considerations into the local land use planning process rests with local 
governments. The objectives of compatible land use planning are to encourage 
land uses that are generally considered to be incompatible with airports (such as 
residential, schools, and churches) to locate away from airports and to encourage 
land uses that are more compatible (such as industrial and commercial uses) to 
locate around airports. 
 
While not the only compatibility issue, aircraft noise has been the primary driver of 
airport land use compatibility conflicts. Since the introduction of turbo jet aircraft in 
the 1950’s there has been a constant technical effort to reduce aircraft noise 
emissions. Although there has been significant reduction in aircraft engine noise, 
little more can be expected in the field of noise-reduction technology. 
Consequently the focus must now be on airport-specific noise and land use 
compatibility planning. 
 
Historically land use plans prepared by local governments have only minimally 
recognised the implications of planning for airports and off-site, airport related 
development. Local land use planning, as a method of determining appropriate 
(and inappropriate) use of properties around airports, should be an integral part of 
the land use policy and regulatory tools used by airports and local land use 
planners. 
 
The use of zoning to control development around airport facilities has realised 
varied degrees of success. However if zoning controls are put in place early 
enough, zoning can be an effective tool to help eliminate or reduce land uses that 
are not compatible with airports. 
 
 
8.1 Australian Noise Exposure Forecast  
 
Council initially resolved at its 29 October 1997 meeting to commence the 
establishment of a development control area about the Geraldton Airport taking 
onto account the Obstacle Limitation Surface and Australian Noise Exposure 
Forecast (ANEF) measurement systems as the basis for protect the future 
development of the airport from incompatible land uses. The ANEF Noise levels 
indicate the decibel rating of aircraft noise at varying distances from the runway 
and provide an indication of the compatible land uses within the various decibel 
ranges. 
 
The initial use of the ANEF measurement system met objections from the 
Environmental Protection Authority (EPA), when the rezoning documentation was 
forwarded to them in September 1998, with the EPA preferring the Ldn/Lmax 



 20 

measurement series. The Council contacted Westralia Airports Corporation/Perth 
International Airport in regard to the EPA’s request for additional Ldn and Lmax 
information. The Airports Corporation commented that this request contradicted 
the 1990 Western Australian Planning Commission report “Land Use Planning in 
the Vicinity of Airports” (of which the EPA was part of the working group). 
 
The report recommended that: 
 

“The ANEF system be used as the basis for determining the extent of aircraft 
noise nuisance at any point in time and that land use planning authorities 
adopt the land use compatibility published by the Civil Aviation Authority and 
included in Australian Standard AS 2021 as a basis for land use zoning and 
control of development.” 

 
The Airports Corporation also commented that: 
 

“In summary, it would appear inappropriate to use the DNL and LAMAX 
contours as they are not required under the current standards relating to land 
use planning in the vicinity of Australian Airports.” 

 
Council submitted the Ldn/Lmax data for comparison purposes and the EPA 
agreed to the use of ANEF figures in their correspondence to Council dated 29 
April 1999. 
 
The ANEF measurement series had originally been utilised as the basis for the 
calculation for the Geraldton Airport Special Control Area as it is the recognised 
Australian Standard. Australian Standard Table 2.1 AS2021-1994 ‘Building Site 
Acceptability based on ANEF Zones’ prescribes land uses appropriate for each 
noise contour (primarily to allow residential development within 20 to 25 ANEF 
contours, subject to the incorporation of noise control features during construction, 
and no residences within the 25+ ANEF contour).  
 
However, due to industry wide concern over ANEF’s as a means of successfully 
harmonising encroaching airport operations and encroaching residential 
development, the Department of Transport and Regional Services in Canberra 
commenced re-assessment of the whole approach to the use of ANEF and other 
controls around airports within Australia. 
 
 
8.2 Expanding Ways to Describe and Assess Aircraft Noise 
 
The Department’s 2000 discussion paper ‘Expanding Ways to Describe and 
Assess Aircraft Noise’ noted that: 
 

“Over the past twenty years the Australian Noise Exposure Forecast (ANEF) 
system has been used in four key ways. It is used to delineate where, and 
what type of development can take place around airports; to determine which 
buildings are eligible for insulation around Sydney Airport; for technical 
assessments of airports operating options in Environmental Impact 
Statements (EIS) processes; and as a tool for providing information to the 



 21 

public on noise exposure patterns around airports. 
 
It has been and continues to be, successfully used in the first three of these 
roles. However, the Department considers that there are significant 
limitations in using the ANEF as a way to describe aircraft noise to a 
layperson. 
 
While populations with the highest aircraft noise burdens live within the 20 
ANEF contour, the majority of noise complaints that are received are now 
coming from persons living outside the 20 ANEF contour. Traditionally the 
residents of these areas have been given little information on aircraft noise 
through the ANEF system other than that the area is considered ‘acceptable’ 
for new housing. This type of approach has at best proven unhelpful and at 
worst has sent completely the wrong message. Some people living outside 
the 20 ANEF contour have been given expectation of receiving little or 
indeed no aircraft noise and, as a consequence find the levels of noise 
actually experienced to be ‘unacceptable’. 
 

Section 6.1 of the Discussion Paper continues on to say that: 
 

 “The underlying basis of the ANEF is that it will predict the level of 
community reaction to a certain level of noise dose. While this type of 
information is useful for establishing broad acceptability standards (e.g. the 
land use acceptability advice in AS2021) it does not help the individual to 
gain an understanding of how noise will affect them. In most circumstances a 
person wants to know how the noise will impact on him or her, not what 
proportion of the total population will consider themselves affected. 
 
This issue was picked up in the Senate Select Committee Report  
 
‘The ANEF system…..did not provide people potentially exposed to aircraft 
noise with sufficient information to enable them to judge on a rational basis 
how they (as individuals) might be affected and hence whether the predicted 
level of noise would be acceptable to them.’” 
 

Section 6.2 of the Discussion Paper further notes that: 
 

 “The strategies employed to minimise community exposure to aircraft noise 
can be broadly placed in two categories. Those strategies directed at 
reducing the amount of noise emitted over residential areas (e.g. specified 
flight paths, curfews, noise certification of aircraft, etc) and those directed at 
protecting the receiver from the noise (e.g. land use planning controls to stop 
residential encroachment toward airports, insulation programs etc). 
 
The operational controls embodied in the first of these categories are the 
subject of ongoing development and refinement at most airports. While the 
strategies in this category have led to very significant reductions in the level 
of community aircraft noise exposure (cf the exposure levels that would 
otherwise have occurred) they have not eliminated the aircraft noise problem. 
Virtually all airports inevitably impose aircraft noise on neighbouring 
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communities. 
 
The ANEF system, which is picked up in Australian Standard AS2021, is 
directed at the second category through controlling land use around airports. 
The acceptability criteria for residential development in Australia contained in 
the Standard are amongst the strictest in the world.” 
 
“Despite the efforts encompassed in this two pronged attack, aircraft noise 
pressures at some airports are tending to increase, not decrease. A 
particularly problematical aspect of the issue is that the majority of complaints 
and pressures to restrict airport operations come from persons living in areas 
which the ANEF system indicates are suitable for residential development – 
that is outside the 20 ANEF”. 
 
“Many of the people raising this issue live in areas quite distant from an 
airport and it would clearly be impractical to prohibit residential development 
over massive urban areas on the grounds of aircraft noise. 
 
Clearly there are people who consider themselves badly affected by noise 
levels much lower than 20 ANEF – the level of acceptability for the siting of 
new housing specified in AS 2021. This is not inconsistent with the findings 
of the NAL study which showed that at the 20 ANEF level 10% of the 
population considers itself ‘seriously affected’ by aircraft noise. Given this, 
some airports have been advocating that land use planning restrictions on 
residential development be extended to the 15 ANEF. This approach may be 
valid in areas where there is undeveloped land which can be protected for 
non noise sensitive uses such as industrial.” 

 
 
8.3 Overseas Airport Noise Compatibility Findings 
 
The issue of airport noise compatibility planning has also been debated in the USA 
with the Federal Aviation Administration releasing the Aviation Noise Abatement 
Policy in 2000, with Section 1 stating that: 

 
“The FAA continues to place great emphasis on reducing the number of 
persons residing in areas of significant noise exposure around airports. 
Each airport with areas of significant noise exposure outside its boundary is 
encouraged to evaluate its current and projected noise levels, and to 
develop a program that both reduces the number of persons significantly 
impacted by noise, and prevents new incompatible development from 
occurring.” 
 

Policy Element 4 continues as follows: 
 
“The FAA will encourage airport proprietors, in consultation with airport 
users, local planning officials, and the interested public, to implement airport 
noise compatibility programs that will minimise aviation noise impacts, 
reduce existing non compatible land uses around airports, and prevent new 
non compatible uses.” 
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 “Noise solutions are airport specific – no two airports are alike in their noise 
and land use environments. The best solutions for one airport may not be 
effective or desirable in another location.” 
 
“Although the FAA has established, under ASNA and Part 150, a uniform 
system for measuring the noise in and around airports, the responsibility for 
determining the acceptable and permissible land uses and the relationship 
between specific properties and specific noise contours rest with the local 
authorities.” 

 
“FAA Policy is to place additional emphasis on the prevention of new non 
compatible land uses by limiting Federal funding to soundproof new homes 
built in noise-impacted areas. FAA’s policy is that new noise sensitive land 
uses should be prevented from developing around airports or, in cases 
where prevention is not feasible, they should be rendered compatible with 
noise exposure levels through measures such as sound insulation during 
construction.” 
 

The FAA’s role in encouraging the reduction of aircraft noise through new 
technologies has allowed for the possibility that noise contours around airports 
may be reduced as the impacts from aircraft lessen with these new technologies.  
However, Policy Element 5 of the Aviation Noise Policy cautions that: 

 
“There will be significant pressure to develop residential and other noise 
sensitive land uses closer to some airports as noise contours shrink 
towards the airport boundary. Such development should be undertaken 
only after prudent, thoughtful community planning and appropriate 
mitigation. The general trend over the past few decades has been an 
increasing interest on the part of the American public in continuing to 
upgrade environmental standards. Once noise exposure levels have 
stabilized with the transition to an all Stage 3 fleet, the demand by residents 
near airports for an ever quieter environment may outpace the delivery of 
further source – noise gains from advances in aircraft noise abatement 
technology. Additionally, not every airport will remain relatively static with 
respect to aircraft noise; some airports will experience high levels of growth 
and expansion of their facilities after completion of the Stage 3 transition, 
with consequent growth of their noise contours. 
 
It is important for the various governmental entities that own airports and 
control land uses around those airports to co ordinate airport and land use 
planning, and to undertake complementary actions that take into account 
the needs and operational requirements of the airport and the 
developmental goals and environmental needs of the community.” 
 
“According to FAA guidance, areas of significant noise exposure are those 
in which noise levels are DNL 65 dB or higher. Significant noise exposure is 
not compatible with a variety of noise sensitive land uses, as delineated in 
FAA’s compatible land use guidelines in Part 150. Jurisdictions should take 
all possible actions to make existing land uses compatible and to prevent 
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new noncompatible land uses form developing at DNL 65 dB and above.” 
 
“A few airport proprietors and local jurisdictions have already begun to 
address areas outside DNL 65 dB to create an extra margin of noise buffer 
between the airport and the community.” 
 

The research underlines the need to retain flexibility in relation to planning for 
airport operation and usage to ensure that future growth scenarios do not impact 
negatively on communities or incur restrictions being placed on the operation of 
the airport via curfews, etc. 
 
 
8.4 Concerns with ANEF 
 
The considerable amount of work being undertaken not only in Australia but the 
USA to ensure Airports and the surrounding land uses achieve workable 
compatibly led to the reconsideration of this Scheme Amendment. The basing of 
the Scheme Amendment solely on ANEF calculations is considered likely to lead 
to the problems faced elsewhere by other airports whose control areas preceded 
the most recent international debate. 
 
The major problem identified with the ANEF approach stems from the fact that it is 
an average only of operations around particular runways over a yearly basis (and 
in most cases does not indicate peak time operations and effects) and hence it 
defines and introduces various contours around and usually close to the runways 
of the Airport. New development is able to be established in areas in close 
proximity to the runways, albeit within acceptable ANEF contour positions, and 
hence be detrimentally affected by airport traffic to an extent that leads to regular 
complaints and in the long term added restrictions on the airport operations. 
Examples of the ANEF’s not working successfully appear in the larger trafficked 
airports such as Sydney and Jandakot (Sydney has had to introduce respite times 
and rotates runway use – Jandakot restricts flying times to certain hours to avoid 
disturbance to residents). Whilst it is recognised that the Geraldton Airport is not to 
the same scale as these Airports at this point in time it was considered that as the 
Airport usage continues to grow there will come a time in the future where the 
ANEF control would lead to restrictions having to be imposed on the operations of 
the Airport following complaints received. Given the relatively ‘greenfield’ situation 
with respect to the surrounding land being predominantly rural in both usage and 
zoning it is considered an ideal opportunity to introduce a more conservative 
approach to development controls around the Geraldton Airport to avoid some of 
the problems experienced around other airports. 
 
On this basis the Geraldton Airport Special Control Area was revisited to achieve a 
responsible compromise between the protection of the present and future 
operations of the Geraldton Airport and the development front of Geraldton, 
particularly from the west. The provisions contained within the document are 
based on a noise measurement system different to the previously recognised 
national standard and should be recognised as an environmentally conscious 
proposal by the City of Geraldton-Greenough. This deliberate decision has been 
taken given the indications from around the country and from overseas that the 



 25 

reliance on the present ANEF contours is not working effectively in nearly all 
airports, and the introduction of additional land use controls with compatible uses 
being introduced within close proximity to airports is being advocated. 
 
 
8.5 N70 Contour 
 
Whilst the US Federal Aviation Administration research noted 65dB as the basis 
for noise concern relating to airport operations the Australian Federal Department 
of Transport favoured 70dB with Sections 4.4 and 4.5 of its 2000 Discussion Paper 
noting that: 
 
 “A practice has evolved in relation to Sydney Airport and in the EIS for the 

Second Sydney Airport, of reporting N70s down to the 10 events per day 
exceeding 70 dB(A) level.” 

 
“The N70 is not a new concept. It was one of indicators examined by the 
National Acoustic Laboratories (NAL) in its 1982 study. Intuitively it is very 
easy to conceptualise noise impact using an N70 because it reports aircraft 
noise in the way that a person perceives it – as a series of noise events 
some of which are perceptibly intrusive. 
 
The N70 was also used to a limited degree in the EIS for the third runway 
third runway at Sydney Airport. This EIS showed the N70 value at 15 
selected sites rather than using contour maps showing N70 values for the 
broad Sydney area. This limited use of the N70 in that EIS may be related, at 
least in part, to the fact that the INM does not provide for direct computation 
of N70 contours and the publication of these contours is a relatively new 
innovation in Australia. 

 
N70 contours were first included by the Department in the LTOP Proponent’s 
Statement. They were subsequently used in the EIS for the Second Sydney 
Airport. It is interesting to note that the media, when reporting on the forecast 
noise exposure patterns in the EIS, tended to express these using the N70 
information rather than the ANEF data which appears to support the thesis 
that non-experts more readily relate to N70 information. 

 
The N70 is particularly attractive to the layperson in that it is an arithmetic 
indicator. All other things being equal, if the number of movements over an 
area doubles the N70 doubles – a very different outcome to logarithmic 
indicators such as the ANEF which are very insensitive to change. This 
relative insensitivity of the ANEF is well illustrated by computations in the EIS 
for the Second Sydney Airport which show the changes in exposed 
population at Sydney Airport resulting from traffic growth using both the N70 
and the ANEF. 
 
The N70 is also a very useful metric as it permits measured noise levels to 
be very neatly summarised for any given period…It is common for members 
of the public to distrust, rightly or wrongly, any form of noise information 
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produced by a computer model and to place much more faith in measured 
noise levels.” 
 
“It is not uncommon for a person who is not familiar with aircraft noise or the 
dB(A) scale to ask how 70 dB(A) compares with the level of noise generated 
by common everyday events. 
 
A person will generally be exposed to a very high number of noise events 
louder than 70 dB(A) on a normal day - from cars, domestic appliances, 
music, shouts, articles being banged or dropped, etc. However, a statement 
such as ‘when we move the flight path over your home the sound pressure 
level at your house from an aircraft will only be the same as that from a car 
passing down the road’ is likely to prove very misleading. While the sound 
pressure levels may be the same the person’s perceptions of the two events 
will almost certainly be very different. Experience has shown that using a 
‘noise thermometer’ to place aircraft noise levels in context is likely to be 
counterproductive. Undoubtedly the best approach, if a person shows a 
strong interest in this topic, is to let the person form their own view by 
directing them to a place where the sound pressure level from aircraft 
overflights can be compared to the reading on a sound level meter and 
where it can also be compared to other common sources of noise such as 
road traffic. 
 
It was shown in Section 1.2 that at Sydney in 1998 approximately 90% of the 
noise complaints came from areas outside the 20 ANEI. By way of 
comparison it is estimated that only about 30% of the complaints came from 
areas outside the 10 events per day louder than 70 dB(A) contour. Some 
observers have suggested this shows that the N70 may give a better 
indication of community reaction to aircraft noise than the conventional 
ANEFs. Clearly this conclusion cannot be validly drawn from this information. 
In this instance the difference is primarily brought about because the N70 
contours have been taken out to a much lower noise level. If ANEF contours 
were extended (say to the 10 ANEF level) then it would not be unreasonable 
to expect a similar level of ‘complaint capture’. It is also important to not lose 
sight of the fact that there is often a very poor correlation between underlying 
‘community reaction’ and the level of aircraft noise complaints. 
 
One apparent weakness with the N70 is that it, for example, registers a noise 
event at 70 dB(A) to be the same as one at 90 dB(A). There are arguments 
that this is not important since the N70 is based on the concept that once a 
certain noise threshold is reached the event becomes intrusive and the 
actual level of the noise is not necessarily important. For example, a sleeping 
person may have the same reaction whether they are exposed to a noise 
event at 70 dB(A) or 80 dB(A) - they are likely to wake up. 
 
This issue can be addressed by the production of Number Above’ contours 
for other noise levels (e.g. 80, 90 dB(A)). The production of these additional 
contours works well when a ‘one-off’ detailed examination of noise exposure 
patterns is being carried out. However, producing such additional contours 
for regular public reporting would not necessarily assist in understanding of 
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the noise exposure patterns due to the multiplicity of charts that would be 
produced.” 

 
Department of Transport and Regional Services prepared a further report relevant 
to the formulation of the Geraldton Airport Special Control Area in 2003 entitled 
‘Going beyond noise contours - Local approaches to land use planning around 
smaller Australian airports’. Section 3.2.2 of the reports states: 
 

“Over recent years there has been increasing evidence that the number of 
noise events is a key determinant of the extent to which a person may be 
annoyed by aircraft noise. 
 
When the ANEF was being developed more than 20 years ago, the NAL 
study found that, even though at that time there were relatively few aircraft 
overflights compared to today, a number of events based noise metric, the 
N70, ‘…could provide useful information…’. Two major public inquiries in 
recent years have found that logarithmic contours (e.g. the ANEF) do not 
give sufficient weight to the number of aircraft noise events. These findings 
are supported by examination of complaints about aircraft noise from 
residents living around GA and other airports – the issue of concern is 
primarily the very high number of overflights per day. Therefore there would 
appear to be strong arguments for suggesting that noise metrics based on 
number of noise events could be of value in land use planning decisions. In 
particular, these metrics could be useful when considering the issue of land 
use planning to cater for training circuits at smaller airports.  
 
These number of events based metrics, commonly called the N70 in 
Australia, have recently been introduced as a tool for providing aircraft noise 
information around major jet airports. These report the number of noise 
events louder than 70 dB(A) over a specified time period. A sound pressure 
level of 70 dB(A) is considered to be a useful ‘trigger level’ since an external 
noise of this magnitude equates to approximately 60 dB(A) inside a house 
with open windows. 60 dB(A) is the sound pressure level at which noise 
events may become intrusive to speech and hence may interfere with 
activities like telephone conversations and watching the TV. This is 
commonly called the Speech Interference Level (SIL).”  

 
Section 3.3 goes on to ponder that: 
 

“Retaining a noise contouring approach has some attractions. Principally it 
would mean little or no divergence from current practice. It would retain a 
system which some see as scientifically rigorous and which leads to planning 
decisions based on what some would argue are ‘objective’ rather than 
‘subjective’ criteria. There is a view that this approach also results in 
outcomes that are more consistent and more legally defensible. 
 
On the other hand retaining a noise contouring approach is unlikely to 
address those factors which submissions to the Department would suggest 
are seen as the problems with the current system. The current noise 
contouring based approach to land use planning produces ‘black and white’ 
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answers – on one side of the line a building is permitted, on the other it is 
not. The criteria for determining this line are not transparent and are derived 
from a computer model which for most people is a ‘black box’. The criteria 
take no account of local circumstances and the ‘yes/no’ criteria, if the system 
is strictly followed, apply equally to an urban area adjacent to a big city 
airport and to the rural area around a small ‘greenfield’ regional airport. 

 
It could be argued that the current noise contouring system effectively takes 
land use planning decisions out of the hands of the planners and elected 
representatives and places them in the hands of the ‘experts’ who carry out 
the computer modelling.” 

 
The Geraldton Airport Special Control Area as contained within this Scheme 
Amendment is the area defined by plotting the N70 contour for more than 10 
events per day (i.e. the contour that represents the area affected by noise levels in 
excess of 70dB – a level which is considered to make normal speech difficult to 
hear for the duration of the noise). The N70 contour is the most appropriate 
mechanism for application to regional airports. 
 
Figure 4 provides a map illustrating the N70 contour for the Geraldton Airport 
which is the basis for the Geraldton Airport Special Control Area as proposed for 
the Local Planning Scheme Map. 
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9 REGIONAL PLANNING ASPECTS 
 
 
The Geraldton Airport is referenced in a number of strategic planning documents. 
 
 
9.1 Geraldton Region Plan 
 
The Geraldton Region Plan was finalised by the Western Australian Planning 
Commission in 1999. Section 9.8.9 of the Region Plan states: 
 

“The Geraldton Airport, operated by the Shire of Greenough, is strategically 
situated to serve the needs of the Greater Geraldton urban area for the 
foreseeable future. Planning of the surrounding industrial areas should 
ensure minimum interference with flight paths of the aircraft using the facility. 
The noise exposure contours are included on the Structure Plan. The 
contours provide land use compatibility advice for land in the vicinity of the 
airport. 
 
The alignment of the railway and multi-use service corridor, shown on the 
Structure Plan encroaches into the airport reserve. A study which 
investigated the possible impact of the railway, road and services corridor on 
the upgrading and future development of the airport has been completed and 
indicated that the proposal will not prejudice upgrading and future 
development of the airport. 
 
The consultant preparing the airport master plan advised that: 
 
�  Railway development would not affect the future (Master Planned) 

development of the Geraldton Airport. 
 
�  Height limitations of approximately 9 metres would apply to the 

construction of structures in the service corridor at the point of 
intersection with the Geraldton-Mt Magnet Road, such as signal 
heights, bridges, power poles and lights. 

 
�  Queued traffic on the Geraldton-Mt Magnet Road and following stock 

on the rail would be classified as structures and their heights also 
critically assessed in approach/take off gradient determination. 

 
�  Height limitations will apply to all future developments within the 

Obstacle Height Limitations Surfaces for the Geraldton Airport and all 
future construction, be it rail or high tension power lines, along the 
entire service corridor route will need to consider this airport 
requirement. 

 
�  The proposed service corridor will affect the existing Geraldton-Mt 

Magnet Road that lies within the approach inner edge of the two 
runways, because of the serious height limitations available at this 
point. 
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�  Evaluation of the options available for the re-alignment of the 

Geraldton-Mt Magnet road should be undertaken.” 
 
The Region Plan proceeds to list the following Objectives relevant to the Geraldton 
Airport: 
 
�  To protect the existing airport operation and future requirements. 
 
�  To accept the future expansion of the airport as having precedence over any 

general or light industrial rezoning, which includes height limitations. 
 
The Scheme Amendment as proposed accords with the objectives of the 
Geraldton Region Plan. 
 
Figure 5 provides an extract from the Department for Planning and Infrastructure’s 
Greater Geraldton Structure Plan detailing the Geraldton Airport and surrounds. 
 

 
9.2 City of Geraldton-Greenough Local Planning Stra tegy (Greenough) 
 
The City’s Local Planning Strategy that addresses the former Shire of Greenough 
local government area was commenced as part of the Local Planning Scheme 
Review process in 1996. 
 
The Local Planning Strategy Map includes the Geraldton Airport Inner Buffer Area 
that forms the basis for the Geraldton Airport Special Control Area subject of this 
Scheme Amendment. The dimensions of the Geraldton Airport Special Control 
Area as contained within this Scheme Amendment and the methodology behind it 
have received the prior support of the Western Australian Planning Commission 
through their endorsement of the Local Planning Strategy on 20 December 2008. 
 
Section 5.4.10 of the Local Planning Strategy notes that: 
 

“There are two areas shown on the Planning Strategy Map which are 
influenced by the operation of the Airport, being the Airport Inner Buffer and 
the Airport Area of Influence. 
 
The Airport Inner Buffer is the area defined by plotting the N70 contour for 
more than 10 events per day (i.e. the contour that represents the area 
affected by noise levels in excess of 70dB – a level which is considered to 
make normal speech difficult to hear for the duration of the noise).  
 
The Airport Area of Influence is the area considered to be the area under the 
influence of activities generated by the Airport. Both the Airport Inner Buffer 
and Airport Area of Influence are based on the ultimate operation of the 
airport. 
 
Subdivision and Development within the Airport Inner Buffer 
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�  There is a presumption against further rezoning and subdivision within 
the Airport Inner Buffer which would result in the intensification of 
residential and other sensitive land uses, or in fact be themselves 
detrimentally affected by Airport activity. 

�  Council may include relevant noise attenuation or other measures to 
mitigate against noise and other impacts, to be included as conditions 
of approval for development within the Airport Inner Buffer. 

 
Subdivision and Development within the Airport Area of Influence 
 
�  In broad principle it is envisaged that low density rural residential 

activities on existing zoned land within the Area of Influence would 
proceed however Council will require caveats or memorials on the titles 
of lots as conditions of approval to advise people that they are within an 
area which is affected by aircraft noise due to the proximity of the 
Geraldton Airport. 

 
It is recommended that detailed planning be undertaken to investigate land 
development opportunities around the airport in the context of the wider area 
of Geraldton-Greenough.  Any assessment would be required to demonstrate 
that proposals would be required to: 
 
1 Maintain the strategic integrity of the Airport for long term use as a 

Regional Airport; 
2 Be compatible with the operations of the Airport; 
3 Consider matters such as land use, zoning, road hierarchy and access 

issues, landscaping buffer areas, height limitations as stipulated by the 
Obstacle Height Limitation Surface, and service requirements; and 

4 Include specific guidelines for lot layout, building and height control 
within the area.” 

 
The Area of Influence is recognised at a strategic level and applications for 
rezoning and subdivision will be required to have regard for the Local Planning 
Strategy Map, with rural-residential development considered appropriate. This 
direction for rural-residential development also accords with the Greater Geraldton 
Structure Plan and the aims of the Geraldton Airport Area of Influence as shown 
on the Local Planning Strategy Map can be ensured through its recognition at the 
strategic planning level. 
 
However the objectives of the Airport Inner Buffer as recognised by the Local 
Planning Strategy require a level of statutory recognition that this Scheme 
Amendment proposes to introduce. The Geraldton Airport Special Control will be a 
means of ensuring that the objectives of the Local Planning Strategy are achieved. 
 
Figure 6 provides an extract from the City of Geraldton-Greenough Local Planning 
Strategy Map detailing the Geraldton Airport and surrounds. 
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10 EXISTING LAND USE AND ZONING 
 
 
The predominant use of the land surrounding the Geraldton Airport is for rural 
pursuits with development growth extending from Geraldton to the west. 
 
Figure 7 provides a map illustrating the existing land uses in the vicinity of the 
Geraldton Airport. 
 
North of the Geraldton Airport are a number of properties fronting the Geraldton-
Mount Magnet Road ranging between 2ha and 65ha the majority of which contain 
residences. These properties are zoned ‘Rural’ and further subdivision of these 
lots is not permitted under the Local Planning Scheme. Many of these properties 
are used for market gardening purposes and contain large shadehouse structures 
used for growing tomatoes. The Moonyoonooka townsite is located north-west of 
the Geraldton Airport and contains a shop and residences located on smaller lots. 
 
The land to the east and south-east of the Geraldton Airport is used for rural 
pursuits and is also the proposed alignment for the Narngulu-Oakajee railway, 
road and services corridor as shown upon the Greater Geraldton Structure Plan. 
These properties are zoned ‘Rural’ and further subdivision of these lots is not 
permitted under the Local Planning Scheme. 
 
The land to the south-west of the Geraldton Airport is contained within the 
Narngulu Industrial Buffer as shown upon the Greater Geraldton Structure Plan 
and is zoned a combination of ‘Light Industry’ and ‘General Industry’ under 
Scheme No.5. This area contains a number of large storage and transport depot 
operations that are serviced by the 53.5m road train routes of Edward Road, 
Deepdale Road and the Geraldton-Mount Magnet Road/Southern Transport 
Corridor. Figure 8 provides the Structure Plan for the Narngulu Buffer Area C that 
guides subdivision within this area. 
 
The land to the north-west of the Geraldton Airport contains land zoned ‘Rural 
Residential’ that has been developed or is able to be developed for rural-
residential purposes. The Eastlyn and Deepdale Estates allow for rural-residential 
lots of 1ha and the endorsed Structure Plans for both estates have regard for the 
requirements of the Geraldton Airport Special Control Area. Figures 9 and 10 
provide the Deepdale and Eastlyn Estate Structure Plans respectively. 
 
The land bordered by the Geraldton-Mount Magnet Road, Deepdale Road, Arthur 
Road  Moonyoonooka-Narngulu Road that comprises the Geraldton Airport and 
immediate surrounds is zoned ‘Public Purposes-Airport’. 
 
Within the proposed Geraldton Airport Special Control Area there are 82 lots that 
are zoned either ‘Rural’, ‘Rural Smallholding’ or Rural-Residential’ that are 
permitted to contain a residence, of these 36 lots already contain a residence, 
meaning that the potential exists for an additional 46 residences to be constructed 
within vicinity of the Geraldton Airport (subject to conditions as outlined in this 
report). 
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In addition to this there are 36 lots that are located partly within the Geraldton 
Airport Special Control Area that are zoned either ‘Rural’, ‘Rural Smallholding’ or 
Rural-Residential’ that are permitted to contain a dwelling, although in this instance 
the opportunity exists for any future dwelling to be located outside of the SCA (it 
should be noted that of these, 10 lots already contain a residence). 
 
In further addition there also 19 lots zoned ‘Rural’ located within the Narngulu 
Industrial Estate Buffer as shown upon the Greater Geraldton Structure Plan (of 
which 6 contain a dwelling) and the potential development upon the remaining 13 
lots would require assessment under the criteria for this separate buffer. 
 
The figures provided above do not include land zoned for public purposes, 
recreation or industrial where dwellings are not permitted land uses and the list of 
permitted operations are considered compatible with the operations of the airport 
(there are 2 existing non-conforming residences upon industrial zoned lots within 
the SCA but no further dwellings are permitted within these zones). 
 
Figure 11 contains an extract from the existing Scheme Map detailing the zoning 
for the Geraldton Airport and surrounds. 
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11 PROPOSED ZONING 
 
Figure 12 provides the proposed Scheme Amendment Map. 
 
The Geraldton Airport Special Control Area seeks to introduce planning controls 
that will ensure the long term viability of the airport operations whilst achieving 
compatibility with community expectations. 
 
The Special Control Area will not alter the zoning of land within its confines, 
however it will require that the assessment of applications for rezoning, subdivision 
or development within the Special Control Area will have regard to the following: 
 
(a) There is a presumption against rezoning of land within the Geraldton Airport 

Special Control Area for more intensive land uses. 
 
(b) Subdivision applications for land entirely within the Geraldton Airport Special 

Control Area will not be supported by the Local Government that create the 
potential for additional residential development and intensification of land 
use. 

 
(c) The Local Government may consider supporting subdivision applications 

within the Geraldton Airport Special Control Area where: 
 

(i) The subdivision is for the use of land which will not create the potential 
for additional residential development (with accompanying notification 
on the title); 

 
(ii) The subdivision is for a boundary realignment, rationalisation of 

landholdings or lots created for management purposes, that will not 
create the potential for additional residential development within the 
special control area; and 

 
(iii) The subdivision is consistent with the policies of the Western Australian 

Planning Commission. 
 
(d) Development applications for land within the Geraldton Airport Special 

Control Area shall not be approved where the development may result in an 
obstruction to, or negatively impact upon, air transport services or fail to meet 
the requirements of the Obstacle Limitation Surface Area. 

 
(e) Public works (for example, road or rail construction) or community facilities 

may be permitted within the Geraldton Airport Special Control Area, subject 
to advice from the Civil Aviation Safety Authority that such public works or 
development can be designed and located in a manner so as to minimise 
conflict. 

 
(f) Development applications within the Geraldton Airport Special Control Area 

will need to demonstrate that they do not detract from the ability of the airport 
to function to its full potential. 
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(g) The local authority may require the preparation of a plan containing building 
envelopes at either a development or subdivision stage for lots that are partly 
located within the Geraldton Airport Special Control Area, requiring that 
habitable buildings shall only be located outside the confines of the Special 
Control Area. 

 
(h)  The local authority will require at a development or subdivision stage that lots 

within, or partly within, the Geraldton Airport Special Control Area, shall have 
memorials lodged on the titles to advise people that the properties are within 
an area that may be affected by aircraft noise due to the proximity of the lot 
to the Geraldton Airport. 

 
(i)  Any proposed development for habitable purposes within the Geraldton 

Airport Special Control Area is required to address noise attenuation to 
achieve the following indoor design sound levels: 
 
·   50dBA indoor design sound level for bedrooms and dedicated lounge 

area; 
·   55dBA indoor design sound level for all other habitable spaces; & 
·   60dBA indoor design sound level for bathroom, toilet and laundry. 
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12 AMENDMENT PROCESS AND CONSULTATION  
 
 
The Geraldton Airport Special Control Area Scheme Amendment was first initiated 
by Council at its 29 October 1997 meeting when it resolved to amend its Town 
Planning Scheme No.4 text and Scheme maps by inserting the Obstacle Limitation 
Surface and Australian Noise Exposure Forecast details. 
 
After much discussion the Environmental Protection Authority advised on 23 
October 2000 that the Scheme Amendment did not warrant formal assessment. 
 
Council held a public meeting on 24 June 2002 to discuss the introduction of the 
proposed buffer area around the airport. Over 60 landowners attended the meeting 
and posed a number of questions in relation to the first draft of the proposed buffer 
area around the Geraldton Airport. 
 
Based on the concerns raised by landowners and increasing academic and 
industry debate over the suitability of ANEF calculations when applied to regional 
airports, Council undertook revisions to the Scheme Amendment document that 
better attempted to address landowner concerns whilst ensuring protection of a 
community asset. 
 
A new Special Control Area utilising the N70 contour (where noise levels 
exceeding 70dB are experienced for more than 10 events in one day) was 
generated and this was displayed as the Geraldton Inner Buffer Area within the 
Local Planning Strategy that was advertised during August-October 2006. During 
the advertising period for the Local Planning Strategy, landowners within the 
Special Control Area were written to directly, with many landowners taking the 
opportunity to meet with City staff to discuss the potential impacts, and 
submissions were received concerning this issue. 
 
On 20 December 2008 the Western Australian Planning Commission approved the 
City of Geraldton-Greenough Local Planning Strategy (Greenough), giving 
endorsement to the Special Control Area noise measurement mechanism and 
dimensions contained within the Strategy text and mapping. 
 
Following on from this strategic level recognition the City of Geraldton-Greenough 
has prepared this Scheme Amendment for consideration. 
 
The Scheme Amendment process will again give landowners and government 
agencies (including the Environmental Protection Authority and Civil Aviation 
Safety Authority) the opportunity to scrutinise and comment upon the proposed 
Geraldton Airport Special Control Area. 
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13 FREQUENTLY ASKED QUESTIONS  
 
 
During the course of the development and consultation for the Geraldton Airport 
Special Control Area since 1998 a number of questions from landowners have 
repeatedly arisen and this section of the Scheme Amendment Report aims to allay 
concerns held by some landowners and remove misconceptions. 
 
It is recognised that the following Frequently Asked Questions are by no means 
exhaustive and landowners (or other interested parties) are encouraged to contact 
the City of Geraldton-Greenough Town Planning Department should they have any 
questions relating to the Geraldton Airport Special Control Area. 
 
 
I live in a dwelling within the Geraldton Airport S pecial Control Area, does 
the rezoning mean I can no longer live in my dwelli ng? 
 
People already living within dwellings in the Geraldton Airport Special Control Area 
are able to remain living within their dwelling. 
 
 
I own a property within the Geraldton Airport Speci al Control Area that does 
not contain a dwelling, am I able to build a dwelli ng? 
 
Applications for dwellings within the Geraldton Airport Special Control Area upon 
land zoned ‘Rural’, ‘Rural-Residential’, ‘Rural Smallholding’ can be approved. The 
approval of new dwellings will be subject to the following conditions: 
 
(a) The lodgement of memorials on the title to advise people that the property is 

within an area that may be affected by aircraft noise due to the proximity of 
the lot to the Geraldton Airport. 

 
(b)  The dwelling is required to address noise attenuation to achieve the following 

indoor design sound levels: 
 
·   50dBA indoor design sound level for bedrooms and dedicated lounge 

area; 
·   55dBA indoor design sound level for all other habitable spaces; & 
·   60dBA indoor design sound level for bathroom, toilet and laundry. 

 
 
I live in a dwelling within the Geraldton Airport S pecial Control Area, am I 
able to demolish this dwelling and construct a new dwelling on my property? 
 
Landowners are able to construct a new dwelling upon their property (where they 
already live) subject to the demolition of their dwelling at the completion of the new 
residence. The new residence will be subject to conditions as outlined in the 
previous question. 
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I live in a dwelling within the Geraldton Airport S pecial Control Area, am I 
able to construct ancillary accommodation (‘granny flat’)? 
 
Ancillary accommodation can be approved within the Geraldton Airport Special 
Control Area upon land zoned ‘Rural’, ‘Rural-Residential’, ‘Rural Smallholding’ 
subject to the noise attenuation and notification conditions as outlined in the 
previous 2 questions. Ancillary accommodation within the City of Geraldton-
Greenough are also subject to the following Council-wide requirements under its 
Local Planning Policy: 
 
(a) Ancillary accommodation shall only be occupied by members of the same 

family as the occupiers of the main dwelling and a legal agreement shall be 
lodged with the local government stating that: 

 
·  The ancillary accommodation shall only be occupied by members of the 

same family as the occupiers of the main dwelling; and 
·  In the event of the property being sold, the owner will ensure that the 

prospective owner supplies the local government with a similar legal 
agreement. 

 
(b) Ancillary accommodation should not be further than 10m from the main 

dwelling. 
 
(c) Ancillary accommodation should be constructed of similar material and 

exterior finish as the main dwelling on the lot. 
 
(d) The maximum plot ratio area shall be 80m² with a maximum of 160m² of total 

roof area (inclusive of verandahs/patios and carports etc.). 
 
(e) Any variations to setbacks or size limits requires consultation with effected 

landowners and/or occupiers and neighbour consent should preferably be 
given. 

 
 
What are noise attenuation works? 
 
The construction of a new dwelling within the Geraldton Airport Special Control 
Area would need to accord with the noise attenuation requirements outlined in 
Australian Standard AS2021-2000. Therefore the following maximum noise levels 
must be achieved: 
 
�  50dBA indoor design sound level for bedrooms and dedicated lounge area; 
·   55dBA indoor design sound level for all other habitable spaces; & 
·   60dBA indoor design sound level for bathroom, toilet and laundry. 
 
Applicants for new residences within the Special Control Area have employed an 
acoustic engineer to verify that their proposed building design can meet with these 
sound levels in the proposed location relevant to the Geraldton Airport. 
 
Insulation against aircraft noise can be achieved in a number of ways and the 
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following are provided as a guide only and an appropriately qualified person such 
as an acoustic engineer can provide a more comprehensive assessment as 
variations will occur due to the specific materials proposed to be used in the 
building, and the relevant sound reduction index of the material as specified by the 
manufacturer. AS2021-2000 contains a formula for achieving specific reduction of 
aircraft noise and this calculation should be undertaken by the house designer 
based on the types of materials to be used and the manufacturer’s specifications 
of the materials to be used. 
 
Roof – pitched roofs with a voluminous ceiling space reduce noise more effectively 
than roofs with a ceiling which follows the form of the external sheeting. 
 
Fibrous Insulation – this will aid in sound reduction but will depend on factors such 
as thickness, mass per unit volume, fibre diameter and fibre disposition. 
 
Windows – it is possible to purchase from a large range of laboratory tested 
acoustic windows for different applications.  
 
Doors – doors can be strengthened with panels of acoustic membrane and if 
required have laminated glass incorporated into the door. 
 
 
My property is located partly in the Geraldton Airp ort Special Control Area, 
how does this effect an application for a dwelling?  
 
As has been previously stated landowners may construct new dwellings within the 
Special Control Area subject to conditions including noise attenuation and 
notification on-title. Where a property is partly located within the Special Control 
Area the Council will encourage landowners to construct new dwellings outside the 
confines of the Special Control Area. Dwellings located outside of the Special 
Control Area will not require noise attenuation conditions and will require 
notification on-title only advising that the property is within an area that may be 
affected by aircraft noise due to the proximity of the lot to the Geraldton Airport. 
 
 
Can I build a shed within the Geraldton Airport Spe cial Control Area? 
 
The development controls concerning the Special Control Area largely concern 
habitable buildings/dwellings, applications for outbuildings associated with 
dwellings are not subject to the same level of assessment, although they will need 
to comply with the Obstacle Limitation Surface. 
 
 
How can I check the Obstacle Limitation Surface for  my property? 
 
The Obstacle Limitation Surface dictates the height of developments permitted 
about an airport, it differs with the distance from the airport and takes into account 
the existing contours in order that the approach and departure angles of aircraft 
are not jeopardised. The approach/takeoff surfaces of the runways are inclined 
planes beginning at the end of the runway strip end or inner edge and extending 
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outwards. 
 
For example, a property located close to the intersection of the Moonyoonooka-
Narngulu Road and Edward Road is in line with the runway take-off and the 
Obstacle Limitation Surface comes down to 40m near this point, given that the 
contour height is generally about 25m in this area, as an approximation a new 
structure can not exceed 15m in height (this calculation is of course a general 
figure and will vary depending on the exact development site). 
 
As another example, the Moonyoonooka store is situated at a contour height of 
approximately 52m (site survey will confirm exact AHD) and the Obstacle 
Limitation Surface for this area is 77.7m, therefore an application for a new 
structure can not exceed 25.7m in height to be compliant. 
 
City staff are able to assist should you have a query concerning the Obstacle 
Height Limitation Surface as it relates to your specific property. 
 
 
My property is zoned ‘Rural’ how will the Geraldton  Special Control Area 
effect my subdivision potential? 
 
Under the current Local Planning Scheme, land surrounding the airport zoned 
‘Rural’ is not able to be subdivided. The Geraldton Airport Special Control Area 
does not support rezoning or subdivision that creates the potential for additional 
residential development and intensification of land use. However, the Geraldton 
Airport Special Control Area does allow for consideration where: 
 
(a) The subdivision is for the use of land which will not create the potential for 

additional residential development (with accompanying notification on the 
title); 

 
(b) The subdivision is for a boundary realignment, rationalisation of landholdings 

or lots created for management purposes, that will not create the potential for 
additional residential development within the special control area; and 

 
(c) The subdivision is consistent with the policies of the Western Australian 

Planning Commission. 
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14 COMPARISON WITH OTHER AIRPORT OPERATIONS THROUGH OUT 
AUSTRALIA 

 
 
In considering the development of this Special Control Area and more particularly 
in view of the concerns raised at the Public Meeting on 24 June 2002 it was 
considered essential to compare the situation of the Geraldton Airport with other 
Airports throughout Australia in order to put into some context the proposal for the 
Geraldton Airport Special Control Area. 
 
A number of Airports have been either contacted or studied and comments 
associated with each are listed under each heading as follows: 
 
 
14.1 Jandakot Airport – Perth, Western Australia 
 
Jandakot is Australia’s largest General Aviation Airport and it presently has a 
buffer area around its Airport this is based only on the ANEF contours. Contact 
with Jandakot indicated that there are constant community complaints in relation to 
noise being lodged from residents in close proximity to the Airport to the extent 
that the following operational restrictions have been placed on the Airport. 
 
�  Special procedures apply to minimise repetitive operations over residential 

areas. 
�  Procedures are in place to ensure that pilots adopt rates of climb/descent 

which minimise noise over residential areas. 
�  Circuit training operations are only permitted: 

Mon-Sat 0600 – 2230 hours local. 
Sun 0800 – 1800 hours local and may be restricted to 1100 – 1400 hours 
local. 

�  Repetitive formation circuits are not permitted. 
�  Repetitive low level circuits are not permitted on one runway. 
�  Circuit size should be as compact as possible. 
 
 
14.2 Busselton Airport – Western Australia 
 
The Busselton Airport is owned and operated by the Busselton Shire Council and 
is one of the more recent airports to be constructed in WA. 
 
Busselton Airport was a greenfield site and as part of the Environmental CER 
planning controls had to be placed on the framing land that surrounded the Airport. 
A structure plan was the basis for establishing the planning controls and the ANEF 
Contours were used to establish the extent of planning control. 
 
Currently Busselton Shire have a proposal to operate circuit training and therefore 
they are now in a position that they must revisit the planning controls via a noise 
management plan that may introduce curfews to the operations of the Airport.  
 
Comments received from the Busselton Engineer who manages the Airport 
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operations indicated that it was important to get the control area right in the first 
instance otherwise restrictions will occur on the operations of the Airport.  
 
 
14.3 Tamworth Airport – New South Wales 
 
The Tamworth Airport is owned and operated by the Tamworth City Council. 
Discussions with the Airport Manager from Tamworth offered the following 
comments: 
 
�  Presently a local environmental plan protects the Airport from Development. 

Within the Plan it provides an 8km control area around the Airport. 
�  No new housing estates will be supported within the buffer however single 

residential up to the ANEF contours with noise attenuation may be 
supported. 

�  There are other restrictions included in the plan such as lighting, and bird 
generating uses. 

�  The buffer was introduced in 1992. All property owners are notified through a 
“Section 149 Certificate” i.e. a zoning certificate that their property lies within 
a close distance to the airport and could be affected by noise. 

�  Circuit training helped develop the extent of the buffer in order that the airport 
can operate 24 hours per day. Training can happen up to 11.00pm in Winter 
and 12 midnight in Summer. 

�  The Airport is increasingly being used by the Military and up to 737’s as a 
back up landing area for other airports in the State. Few complaints have 
been lodged as neighbouring landowners are made aware of the airport’s 
operations through notification. 

�  The airport has some 115,000 movements per annum in total over two 
runways – 75,000 movements relate to the flying school college. 

 
The airport manager stated that in the operation of airports it is imperative to 
protect it as much as possible rather than have restrictions introduced in relation to 
the operation of the Airport. 
 
 
14.4  Sydney Airport – New South Wales 
 
Sydney Airport is probably the most complex airport operation within Australia 
however it is interesting to note that in its original development it only every relied 
on the ANEF contours to control development. It is now a well-documented fact 
that the operation of the Sydney Airport is restricted because of the closeness of 
residential buildings to the various runways. The problem has become so 
extensive that the Department of Transport and Regional Services in Canberra 
has undertaken to prepare a Discussion Paper and Draft Guidelines. The 
discussion paper raises many of the concerns outlined in this report and in the 
case of the operation of the Sydney Airport offer a number of scenarios to try and 
alleviate the complaints and concerns being expressed by residents near that 
airport. Some of the controls being suggested are ‘respite times’ from runway 
usage – i.e. planes will be required to not use certain runways, on a rotational 
basis, at certain times so that residents in close proximity to that runway will be 
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guaranteed a time without aircraft noise. The study on Sydney highlights to the 
extreme end of the scale the problems associated with the use of the ANEF 
contours as the only planning tool to control land uses around airports and the 
costly and time consuming methods that have to be introduced by the airport 
owner/operator to alleviate the problems and shortfalls of using such a system. 
 
The list of operational restrictions in relation to the Sydney Airport is extensive to 
say the least. 
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15 CONCLUSION  
 
 
The Geraldton Airport is an essential component of the Mid West economy and 
meets a regional community need. However, the Geraldton Airport also needs to 
be mindful that it remains a good neighbour to the immediately surrounding 
community. 
 
With this in mind, the Geraldton Airport Special Control Area, as proposed within 
this Scheme Amendment, seeks to protect both the existing and future operations 
of the Geraldton Airport and the concerns of landowners regarding their properties. 
 
The Scheme Amendment ensures that future development has regard for the 
Obstacle Limitation Surface about the Geraldton Airport as a means of 
safeguarding airport operations and surrounding buildings. 
 
The Scheme Amendment also provides controls on development that are subject 
to noise impacts due to their proximity to the Geraldton Airport operations. 
 
This Scheme Amendment is seen as a sensible planning approach to the control 
of incompatible land uses and future development pressures on the safe operation 
of an expanding Regional Airport which is currently geared to service the growth of 
the Mid West Region well into the future. 
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FIGURE 1 - LOCATION PLAN  
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FIGURE 2 - AERIAL PHOTOGRAPH  
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FIGURE 3 - OBSTACLE LIMITATION SURFACE AREA  
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FIGURE 4 - N70 CONTOUR 



 52 

FIGURE 5  - GREATER GERALDTON STRUCTURE PLAN (extra ct) 
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FIGURE 6  - LOCAL PLANNING STRATEGY MAP (extract) 
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FIGURE 7 - EXISTING LAND USE PLAN 



 55 

FIGURE 8 - NARNGULU INDUSTRIAL ESTATE BUFFER AREA C  STRUCTURE PLAN 
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FIGURE 9 – DEEPDALE ESTATE STRUCTURE PLAN 
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FIGURE 10 – EASTLYN ESTATE STRUCTURE PLAN 
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FIGURE 11 – EXISTING SCHEME MAP 
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FIGURE 12 – SCHEME AMENDMENT MAP 

 



 60 

PLANNING AND DEVELOPMENT ACT 2005 
 

CITY OF GERALDTON–GREENOUGH 
LOCAL PLANNING SCHEME No.5 (Greenough) 

 
AMENDMENT No.1 

 
 
The City of Geraldton–Greenough under and by virtue of the powers conferred 
upon it in that behalf by the Planning and Development Act 2005 hereby amends 
the above local planning scheme by: 
 
1 Inserting the following into the Table of Contents of the Scheme Text: 
 
 “6.6 Geraldton Airport Special Control Area” 
 
2 Inserting the following into Section 6.1.1 of the Scheme Text: 
 
 “(v) Geraldton Airport Special Control Area” 
 
3 Inserting the following into Part 6 of the Scheme Text: 
 

“6.6 Geraldton Airport Special Control Area 
 

6.6.1 Major Values 
 

The Geraldton Airport is a strategic infrastructure element in the Mid-
West region. The area comprises the obstacle limitation surfaces, noise 
exposure area and surrounding land uses. 

 
6.6.2 Purpose of the Special Control Area 

 
(a) To control development within the area so that the purpose of the 

airport is not compromised. 
 

(b) To avoid development which would negatively impact on the 
social and economic values of the area. 

 
(c) To ensure that land use in the area, including airport related 

development does not reduce the potential of the area as a 
strategic infrastructure element. 

 
(d) To ensure that any development takes place in such a manner so 

as to safeguard the lives and property of people in the area. 
 

(e) To ensure that any development does not adversely alter the 
capacity of the airport to function and grow. 

 
6.6.3 Application Requirements for Subdivision and Development 
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Planning approval is required to construct or extend a dwelling or other 
building, or to carry out any other form of development.  

 
The definition of development within this Special Control Area shall 
have the same meanings as for the rest of the Scheme and shall 
include erection, construction, maintenance, improvement or alteration 
of a boundary fence or wall, or other means of boundary enclosure. 

 
6.4.4 Relevant Considerations 

 
In considering any rezoning request, subdivision or development 
application the Local Government will have regard to the following: 

 
(a) There is a presumption against rezoning of land within the 

Geraldton Airport Special Control Area for more intensive land 
uses. 

 
(b) Subdivision applications for land entirely within the Geraldton 

Airport Special Control Area will not be supported by the Local 
Government that create the potential for additional residential 
development and intensification of land use. 

 
(c) The Local Government may consider supporting subdivision 

applications within the Geraldton Airport Special Control Area 
where: 

 
(i) The subdivision is for the use of land which will not create 

the potential for additional residential development (with 
accompanying notification on the title); 

 
(ii) The subdivision is for a boundary realignment, rationalisation 

of landholdings or lots created for management purposes, 
that will not create the potential for additional residential 
development within the special control area; and 

 
(iii) The subdivision is consistent with the policies of the Western 

Australian Planning Commission. 
 

(d) Development applications for land within the Geraldton Airport 
Special Control Area shall not be approved where the 
development may result in an obstruction to, or negatively impact 
upon, air transport services or fail to meet the requirements of the 
Obstacle Height Limitation Surface Area. 

 
(e) Public works (for example, road or rail construction) or community 

facilities may be permitted within the Geraldton Airport Special 
Control Area, subject to advice from the Civil Aviation Safety 
Authority that such public works or development can be designed 
and located in a manner so as to minimise conflict. 

 



 62 

(f) The Local Government may consider supporting development 
applications within the Geraldton Airport Special Control Area 
where: 

 
 (i) The development is able to demonstrate that it will not 

detract from the ability of the airport to function to its full 
potential. 

 
 (ii) The development is for airport related activities that will 

assist in the growth of the airport as a strategic infrastructure 
element. 

 
(g) The local authority may require the preparation of a plan 

containing building envelopes at either a development or 
subdivision stage for lots that are partly located within the 
Geraldton Airport Special Control Area, requiring that habitable 
buildings shall only be located outside the confines of the Special 
Control Area. 

 
(h)  The local authority will require at a development or subdivision 

stage that lots within, or partly within, the Geraldton Airport 
Special Control Area, shall have memorials lodged on the titles to 
advise people that the properties are within an area that may be 
affected by aircraft noise due to the proximity of the lot to the 
Geraldton Airport. 

 
(i)  Any proposed development for habitable purposes within the 

Geraldton Airport Special Control Area is required to address 
noise attenuation to achieve the following indoor design sound 
levels: 

 
·   50dBA indoor design sound level for bedrooms and 

dedicated lounge area; 
·   55dBA indoor design sound level for all other habitable 

spaces; & 
·   60dBA indoor design sound level for bathroom, toilet and 

laundry. 
 

6.6.5 Referral of Applications 
 

The local government may refer applications regarding rezoning, 
subdivision or development to the Civil Aviation Safety Authority for 
comment.”  

 
4 Including ‘Special Control Area-Geraldton Airport’ within the Scheme Map 

Legend; 
 
5 Including the Geraldton Airport Special Control Area upon the Scheme Map 

in accordance with the Scheme Amendment Map. 
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ADOPTION 
 
Adopted by resolution of the Council of the City of Geraldton–Greenough 
 
at the           meeting of the Council held on the 
 
       day of           2009. 
 
 
 
 
 
 
 

______________________________ 
MAYOR 

 
 
 
 
 

______________________________ 
CHIEF EXECUTIVE OFFICER 
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FINAL APPROVAL 
 
Adopted for final approval by resolution of the City of Geraldton–Greenough 
 
at the           meeting of the Council held on the 
 
       day of           2009. 
 
 
and the Common Seal of the City of Geraldton–Greenough was hereunto affixed 
by the authority of a resolution of the Council in the presence of: 
 
 
 
 
 

______________________________ 
MAYOR 

 
 
 
 

______________________________ 
CHIEF EXECUTIVE OFFICER 

 
 
 
Recommended/Submitted for Final Approval 
 
 
 
 

______________________________ 
Delegated under S.16 

of the PD Act 2005 
 
 

______________________________ 
Date 

 
Final Approval Granted 
 
 
 

______________________________ 
Minister for Planning 

 
 

______________________________ 
Date 


