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Glossary
ACCC Australian Competition and Consumer Commission

Aerobridge Allows passengers to board and disembark aeroplanes directly from/to 
the terminal gate lounge. Avoids need for passengers to go outside and 
use the apron.

Aircraft-related services 
and facilities

Services and facilities provided by airports that are specifically utilised 
by aircrafts (e.g. runways, aircraft parking bays and taxiways). The full 
list of aircraftrelated services and facilities for monitoring purposes are 
listed in the Airports Regulations 1997.

Airline surveys Each year, the ACCC sends domestic and international airlines a survey 
in which they are asked to rate on a scale of 1 to 5 the availability and 
standard of services and facilities provided by the monitored airports.

Airports Act Airports Act 1996 

Airports Regulations Airports Regulations 1997

Airside Refers to areas specifically in the airport that are dedicated to 
the provision of aircraftrelated services and facilities and most 
passengerrelated services and facilities e.g. terminal buildings, runways 
and taxiways.

Aeronautical services and 
facilities

As defined under the Airports Regulations 1997, services and facilities 
at an airport that are necessary for the operation and maintenance of 
civil aviation at the airport (including both passengerrelated and aircraft-
related services and facilities).

Apron Airport aprons are areas where planes park and are refuelled, 
passengers embark and disembark and/or where planes are loaded and 
unloaded.

BARA Board of Airline Representatives of Australia

BITRE Bureau of Infrastructure, Transport and Regional Economics

CCA Competition and Consumer Act 2010 (Cth)

CPI Consumer Price Index

DTL Domestic terminal lease

EBITA Earnings before interest, tax and amortisation

FAC Federal Airports Corporation

General aviation Aircraft operations that are not regular public transport, such as private 
charter and aircraft training flights, and Royal Flying Doctor Services.

GST Goods and Services Tax

Landside Parts of an airport that are not airside areas e.g. access roads and 
walkways within airport precincts

LIS Line-in-the-sand approach. A regulatory approach to valuing airport 
assets under which the value of an airport’s aeronautical asset base for 
monitoring purposes is the value of tangible non-current aeronautical 
assets reported to the ACCC as at 30 June 2005, plus new investments, 
less depreciation and disposals.

Monitored airports Airports which are subject to price and quality of service monitoring and 
are specified in Parts 7 and 8 of the Airports Regulations 1997; currently 
Brisbane, Melbourne, Perth and Sydney airports.

MTOW Maximum take-off weight
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Objective indicators Airport services and facilities listed in the Airports Regulations 1997 
to be monitored and evaluated by the ACCC and of which monitored 
airports are required to keep records. Includes both physical 
infrastructure (e.g. the number of checkin desks and flight information 
display screens) and other measurements (e.g. number of passengers 
during peak hour).

On-carriage passengers Passengers that arrive on one flight and depart on another flight 
generally without leaving the airport

Overall quality of service A metric derived by aggregating the quality of service monitoring 
results sourced from objective indicators and surveys of airlines and 
passengers on the quality of services and facilities provided by the 
monitored airports. 

Passenger-related services 
and facilities

Services and facilities provided by airports that are specifically utilised 
by passengers (e.g. checkin desks, aerobridges and gate lounges). 
The full list of passengerrelated services and facilities for monitoring 
purposes are listed in the Airports Regulations 1997.

Passenger surveys The monitored airports arrange for annual passenger surveys to 
be conducted by market research companies in order to provide 
information to the ACCC as required under the Airports Regulations. 
These surveys ask passengers to rate on a scale of 1 to 5 the availability 
and standard of services and facilities.

Peak hour The hour that, on average for each day in the financial year, has the 
highest number of (arriving/departing/total of both) passengers.

Profit

Profit margin

Earnings before interest, tax and amortisation (EBITA).

Ratio of EBITA relative to revenue. 

Real terms A value expressed in the money of a particular base time period (e.g., 
2017–18 dollars) in order to remove the impact of inflation.

Return on assets Ratio of EBITA relative to average tangible non-current assets.

SLA Service level agreement

Taxiway A road for aircraft that connects runways with airport facilities including 
ramps, hangers and terminals
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The Productivity 
Commission draft inquiry 
report into the economic 
regulation of airports said 
that while the four major 

airports have market 
power, the regulatory 
framework is broadly 

effective.

Return on aeronautical 
assets increased for all 

monitored airports except 
Melbourne. Sydney 
Airport reported the 

highest return.

All four airports were rated 
‘good’ for overall quality 

of service for the first 
time over the last decade. 
Perth Airport received the 

highest overall  
service rating.

Investment levels have 
been lower in recent 

years following a period 
of capital expansion. 

Brisbane Airport had the 
highest rate of investment 

as a proportion of the 
aeronautical asset base.

Fees from providing 
landside access to 

transport operators 
such as taxis, ride-share 
vehicles and buses are a 

growing source of revenue 
for airports.

All monitored airports 
except Brisbane earned 

less profits from car 
parking. The reasons for 
this varied among the 
airports but included 

price reductions, higher 
expenses and falling 

volumes.
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Executive summary 

Aeronautical profits grew at Brisbane, Perth and 
Sydney airports 
Aeronautical profits continued to grow at most of the monitored airports in 2017–18. The four airports 
combined made $820.1 million in operating profit (EBITA) from aeronautical activities in the year, up 
6.2 per cent. Sydney Airport alone made almost half of this amount. 

Brisbane and Perth airports reported the strongest growth in aeronautical profits. Brisbane Airport’s 
profit increased by 24.8 per cent. This was due to higher charges to airlines, with average revenue per 
passenger increasing notably. In contrast, aeronautical profit at Perth Airport grew primarily as a result 
of falling expenses. Sydney Airport also reported an increase in aeronautical profit.  

The higher profits at these airports were also reflected in all three reporting higher returns on 
aeronautical assets. For example, Sydney Airport reported that its return (EBITA) on aeronautical assets 
increased to 11.7 per cent. The increases in the airports’ returns on assets represent a departure from 
the recent downward trend. A contributing factor to this result is that airports have significantly scaled 
back their investment in the last few years, which means that asset bases have not been growing at the 
rate they were a few years ago. The rate of investment may pick up again over the next few years with 
new runways either planned or under construction at a number of the monitored airports, as well as 
planned investment in terminals. 

Melbourne Airport reported very different financial results in relation to aeronautical services than the 
other three airports. Despite enjoying the fastest passenger growth of the airports, Melbourne Airport 
reported falls in aeronautical revenue (marginally), profit and return on aeronautical assets. These 
results appear to be due to reductions in aeronautical charges to airlines, with revenue per passenger 
falling by 4.3 per cent. The airport implemented new pricing in 2017–18 for the T2 International Terminal 
and airside access.   

All four airports were rated as ‘good’ for overall quality 
of service 
For the first time over the last decade, all four monitored airports were rated as ‘good’ for their overall 
quality of service. Sydney and Melbourne airports’ ratings improved just enough to be slightly above the 
threshold of ‘good’. Perth Airport received the highest overall quality of service rating. 

The monitored airports are assessed for quality of service using airline and passenger surveys, as well as 
objective measures. The possible ratings are: ‘very poor’, ‘poor’, ‘satisfactory’, ‘good’ or ‘excellent’. 

All four monitored airports were rated as ‘good’ by passengers. Passengers have consistently given 
the highest ratings to Brisbane Airport over the last decade, but Sydney and Melbourne airports both 
received improved ratings in 2017–18. From an airline perspective, Perth Airport has significantly 
improved its performance over the past three years and was the only airport to receive a ‘good’ rating in 
2017–18. The other three monitored airports were rated as ‘satisfactory’ by airlines.

Airports earning less profit from car parking 
Car parking activities were generally less profitable for the airports in 2017–18. The four airports 
combined earned $278.5 million in operating profit (EBITA) from car parking. Melbourne, Perth and 
Sydney airport all reported decreases, while Brisbane’s profit remained relatively unchanged. Car 
parking profit margins also continued their downward trends, although all four airports still reported 
margins between 50 and 70 per cent.
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There were different reasons for the fall in car parking profits between the airports, including price 
reductions, higher expenses and falling volumes. For example, both Melbourne and Brisbane airports 
reduced some of their parking prices by around 20 per cent. This indicates that the airports may be 
facing some competitive pressure as customers look to alternative transport modes such as ridesharing, 
off-airport parking, bus and, where available, train. 

Landside access services growing as a source of revenue
The airports provide landside access to various modes of transport such as taxis, ride-share operators 
and buses. While being a relatively small proportion of overall revenues, landside revenues have grown 
rapidly in recent years at Melbourne and Sydney airports. This is driven by a growing number of people 
using these transport modes and an increase in some landside access charges.

The Productivity Commission’s draft inquiry report rejects 
call for dispute resolution scheme 
The Productivity Commission’s draft report of its inquiry into the economic regulation of airports largely 
endorsed the current framework based around ACCC monitoring.

The Productivity Commission released its draft report in February 2019 after being directed by the 
government to investigate the sector for the first time since 2011. It found that while the four major 
airports had market power, they had not systematically exercised their market power to the detriment 
of the community. As a result, the Productivity Commission considered that the current arrangements 
are largely effective. It did, however, have concerns that charges to airlines for international services at 
Sydney and Brisbane airports were high compared to airports overseas. 

The ACCC submitted that an effective regime is required to constrain the major airports in relation to 
the supply of aeronautical services. The ACCC put forward a solution for resolving disputes between 
airports and airlines where any party frustrating commercial negotiations would face the threat of an 
independent arbitrator determining prices and terms of access. The submission also said that ACCC 
monitoring was an appropriate tool for addressing concerns with respect to airport market power in car 
parking and landside access services.

Perth Airport takes legal action against Qantas Group for 
alleged unpaid aeronautical charges 
In December 2018, Perth Airport commenced legal action against Qantas Group for allegedly 
underpaying airport charges by $11.3 million.1 An airline service agreement between the two parties 
expired on 31 June 2018. The alleged underpayment relates to interim aeronautical charges applied 
by the airport while the two parties were negotiating a new airline services agreement. In response, 
Qantas Group said that Perth Airport’s proposed charges would increase its cost of using the airport by 
approximately 38 per cent over the next seven years. 

1 Australia Financial Review, ‘Qantas sued by Perth Airport over $11m underpayment of aeronautical fees’, 17 December 2018.
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Key performance indicators 2017–18

Table 1:  Key aeronautical indicators for 2017–18

Airport Passenger 
numbers (m)

Aero 
revenue 

($m)

Aero 
revenue per 
passenger 

($)

Aero 
operating 

profit ($m)

Aero profit 
margin (%)

Return on 
aero assets 

(%)

Overall rating 
for quality of 

service

Brisbane 23.7 350.7 14.82 172.9 49.3 7.9 Good

Melbourne 36.8 446.2 12.14 172.3 38.6 8.9 Good

Perth 14.3 231.1 16.16 92.3 39.9 9.1 Good

Sydney 44.1 849.0 19.26 382.6 45.1 11.7 Good

Note:  The rating categories are: Very poor, Poor, Satisfactory, Good and Excellent.

Table 2:  Changes in key aeronautical indicators from 2016–17 to 2017–18

Airport Passenger 
numbers (%)

Aero 
revenue (%)

Aero 
revenue per 

passenger (%)

Aero 
operating 
profit (%)

Aero profit 
margin (pp)

Return on 
aero assets 

(pp)

Overall 
rating for 
quality of 

service

Brisbane 2.6 18.4 15.4 24.8 2.5 0.9 —

Melbourne 4.4 –0.1 –4.3 –7.2 –2.9 –0.9 p*

Perth 0.1 0.5 0.4 14.9 5.0 1.3 p

Sydney 3.3 6.5 3.1 4.0 –1.1 0.7 p*

Note:  pp = percentage points. Changes for financial data are presented in real terms (base year = 2017–18).  
p indicates an increase; — indicates no change.  
*Rating changed by a category over the period.

Table 3:  Key car parking indicators for 2017–18

Airport Revenue 
($m)

Operating 
profit ($m)

Profit 
margin 

(%)

Car 
parking 
spaces

Revenue 
per car 

park space 
($)

Operating 
profit per 
car park 

space ($)

Revenue share 
of total airport 

revenue (%)

Brisbane 100.0 65.4 65.4 17 061 5 862 3 832 12.9

Melbourne 149.9 84.8 56.5 26 565 5 642 3 190 15.2

Perth 62.5 32.9 52.7 22 560 2 770 1 460 11.9

Sydney 136.4 95.4 69.9 18 898 7 216 5 047 8.9

Table 4:  Changes in key car parking indicators from 2016–17 to 2017–18

Airport Revenue (%) Operating 
profit (%)

Profit 
margin 

(pp)

Car 
parking 

spaces (%)

Revenue 
per car 

park space 
(%)

Operating 
profit per car 

park space 
(%)

Revenue share 
of total airport 
revenue (pp)

Brisbane 5.0 0.6 –2.8 2.1 2.8 –1.5 –0.9

Melbourne 1.3 –4.1 –3.2 0.5 0.9 –4.5 –0.4

Perth –2.7 –2.2 0.3 –0.4 –2.4 –1.8 0.3

Sydney –0.7 –3.5 –2.0 10.6 –10.2 –12.7 –0.7

Note:  pp=percentage points. Changes for financial data are presented in real terms (base year = 2017–18).
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1. Introduction 

1.1 The ACCC’s monitoring role
This report presents the results of the ACCC’s monitoring of the quality, prices, costs and profits relating 
to the supply of aeronautical and car parking services at Brisbane, Melbourne (Tullamarine), Perth and 
Sydney (Kingsford Smith) airports for 2017–18. 

The ACCC’s monitoring functions originate from directions issued by the Assistant Treasurer pursuant 
to section 95ZF of the Competition and Consumer Act 2010 and from Part 8 of the Airports Act 1996. 

The price monitoring regime was established in 2002 following the consideration of the 
recommendations of a Productivity Commission inquiry. The move from a price regulation regime to 
a monitoring regime was intended to facilitate investment and innovation. The move also sought to 
retain some oversight of the exercise of market power by the airports in their dealings with airlines and 
other customers.

It is generally accepted that Australia’s four major airports have market power. As a result, there is a 
concern that at some airports, airlines do not possess enough bargaining power to ensure appropriate 
commercial outcomes. 

An unconstrained airport could be expected to exercise its market power to earn monopoly profit 
to the detriment of the broader Australian economy. For example, an airport may not face sufficient 
incentive to constrain its prices and/or improve the quality of its services and facilities. It could also 
under- or over-invest in key infrastructure, potentially leading to inefficient outcomes. Due to a lack of 
competitive pressure, an unconstrained airport may also lack incentive to operate efficiently or adopt 
innovative technologies and service models. 

Price monitoring can provide some transparency over the airports’ performance and allows for 
some general observations to be made regarding whether they are taking advantage of the lack of 
competition. This can help inform the Australian Government about whether some form of regulation 
may be required to better protect consumers and promote more efficient outcomes. Transparency 
of performance may also assist airlines in their negotiations with airports regarding prices and 
service standards. 

However, monitoring is limited in its ability to address behaviour that is detrimental to consumers. For 
example, monitoring does not directly restrict the airports from increasing prices and allowing service 
quality to decline. In particular, it does not provide the ACCC with power to intervene in the airports’ 
setting of terms and conditions of access to the airports’ infrastructure. Other limitations of monitoring 
are discussed in appendix A4.3.

1.2 Terminals within the scope of monitoring program
The ACCC’s monitoring role for aeronautical services and facilities relates only to those terminals that 
are owned and operated by each of the four monitored airports. 

While some domestic terminals operate through common-user arrangements where all airlines can 
access the terminals subject to agreement with the airport operator, some terminals operate exclusively 
for a single airline under a domestic terminal lease (DTL). The terminals under DTLs are not subject to 
the ACCC’s monitoring. 

Table 1.2.1 sets out which terminals at the four monitored airports are included in the 
monitoring program.
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Table 1.2.1:  Terminal operational arrangements for the monitored airports in 2017–18

Airport Terminal Type Subject to ACCC 
monitoring in 2017–18

Brisbane Domestic Terminal Qantas DTL1 No

Virgin DTL1 No

Common-user Yes

International Terminal Common-user Yes

Melbourne Terminal 1 Domestic Qantas DTL No

Terminal 2 International Common-user Yes

Terminal 3 Domestic Common-user Yes

Terminal 4 Domestic Common-user Yes

Perth Terminal 1 International & Domestic Common-user Yes

Terminal 2 Domestic Common-user Yes

Terminal 3 Domestic Common-user Yes

Terminal 4 Domestic Qantas DTL No

Sydney Terminal 1 International Common-user Yes

Terminal 2 Domestic Common-user Yes

Terminal 3 Domestic Qantas2 Yes

Note: (1) Qantas and Virgin Australia occupied and operated the majority of the domestic terminal under lease with the  
 remainder of the domestic terminal being a common-user area. 

  (2) Primary responsibility for the Qantas domestic terminal 3 reverted back to Sydney Airport in late 2015. It  
 therefore became subject to the ACCC’s monitoring for the 2015–16 year.

The ACCC does not collect quality of service ratings for the terminals under DTLs. Further, while 
revenues, costs and profits associated with the leased terminals are included in the ACCC report’s 
‘total airport’ figures, they are not included in figures that specifically represent aeronautical services. 
Passenger numbers and aircraft movements are reported on a total airport basis and therefore include 
those associated with DTL terminals. 

With the expiry of the DTLs at Brisbane and Perth airports at the end of December 2018 and January 
2019 respectively, the terminal areas operated under these DTLs are now subject to ACCC monitoring 
and will be covered in the next ACCC airport monitoring report. Analysis of Melbourne’s DTL will be 
included in the 2019–20 monitoring report. The pending expiry of the DTLs is discussed in section 2.4.

1.3 The structure of this report
The structure of the report is as follows: 

�� chapter 2 looks at relevant airport industry developments and observations

�� chapter 3 provides an overview of the prices, revenues, costs, profits and quality of service 
indicators at the four monitored airports 

�� chapters 4 to 7 present more detailed results for each monitored airport 

�� appendix A1 discusses the history of airport regulation in Australia 

�� appendix A2 provides background on the current regulatory framework including the legislative 
basis for the ACCC’s monitoring of airport performance 

�� appendix A3 outlines the services provided by the airports, and 

�� appendix A4 presents the methodology used by the ACCC in the analysis of airports in this report. 

This and past airport monitoring reports can be found on the ACCC website at https://www.accc.gov.
au/regulated-infrastructure/airports-aviation/airports-monitoring. The webpage for each report will 
include links to supplementary information such as the regulatory accounts for the monitored airports 
for that year and the various forms of data used in that report.

https://www.accc.gov.au/regulated-infrastructure/airports-aviation/airports-monitoring
https://www.accc.gov.au/regulated-infrastructure/airports-aviation/airports-monitoring
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2. Industry observations and 
developments

Key points
�� The Productivity Commission’s draft report of its inquiry into the economic regulation of airports 

largely endorsed the current regulatory framework based around ACCC monitoring. It found that 
while the four major airports of Sydney, Melbourne, Brisbane and Perth had market power, they 
had not systematically exercised their market power to the detriment of the community. It did, 
however, have concerns that charges to airlines for international services at Sydney and Brisbane 
airports were high compared to overseas airports.

�� Most of the monitored airports are in the process of negotiating new aeronautical service 
agreements with airlines. The majority of airlines operating out of Melbourne Airport have signed 
the current aeronautical services agreement, which commenced on 1 July 2017 and expires in 
2022. Perth Airport also commenced negotiations with airlines in 2017 for the current agreement 
period which commenced on July 2018. This has resulted in the execution of commercial 
agreements with all airlines except for Qantas. In 2018, Sydney Airport commenced discussions 
with domestic airlines in relation to the next set of agreements. 

�� In December 2018, Perth Airport commenced legal action against Qantas Group for allegedly 
underpaying airport charges by $11.3 million for the period between 1 July and 31 October 
2018, following expiry of its airline services agreement in June 2018. 

�� Certain terminals at the monitored airports are managed by an airline rather than the airport, 
however these domestic terminal leases are in the process of expiring. The reversion of these 
terminals to the airports will provide the airports with the opportunity to exercise greater control 
over the terminal design and layout. This also means that the terminals at Melbourne, Brisbane 
and Perth airports that operate under a lease will be covered by the ACCC’s monitoring activities. 
Terminal 3 at Sydney Airport, which previously operated under a domestic terminal lease with 
Qantas is already included in the ACCC’s monitoring activities.

�� The Victorian Government announced that it would construct a rail link to Melbourne Airport and 
match the $5 billion funding pledged by the Australian Government. The Melbourne Airport Rail 
Link is estimated to cost between $8 billion and $13 billion and will be completed by the end of 
2022. It will connect the Melbourne CBD to the airport via Sunshine.

2.1 Productivity Commission inquiry into the economic 
regulation of airport services

2.1.1 Draft report largely endorsed the existing framework 
The Productivity Commission’s draft inquiry report into the economic regulation of airports largely 
endorsed the current framework based around ACCC monitoring.

The Productivity Commission released the draft report on 6 February 2019 after being directed by the 
government to investigate the sector for the first time since 2011. It found that while the four major 
airports of Sydney, Melbourne, Brisbane and Perth had market power, they had not systematically 
exercised their market power to the detriment of the community. It did, however, have concerns that 
charges to airlines for international services at Sydney and Brisbane airports were high compared to 
overseas airports. 

The draft report recommended that the four major airports continue to be monitored by the ACCC 
in relation to aeronautical, car parking and landside operations. It recommended certain changes to 
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the monitoring regime to better inform reviews of airport performance including the requirement 
that airports:

�� separately report revenues and costs of providing domestic and international services to airlines, and

�� provide more detailed information in relation to landside access services.

Most notably, the Productivity Commission concluded that commercial negotiations between the major 
airports and airlines did not raise concerns. Airlines and the ACCC had proposed a solution where an 
independent arbitrator would be used if parties could not agree on prices and terms of access. The 
Productivity Commission said that such a solution would have few benefits and many risks. Instead, it 
considered that the existing arrangement, which consists of ACCC monitoring, periodic reviews by the 
Productivity Commission and the threat of Part IIIA National Access Regime is sufficient for constraining 
the monitored airports’ market power.

The Productivity Commission also supported the ongoing application of the price notification regime 
to regional air services at Sydney Airport, with some minor changes. This regime requires the ACCC to 
undertake an assessment of any proposed increase to charges. 

The Productivity Commission will provide its final report to the government in June 2019. 

2.1.2 The ACCC submission to the Productivity Commission inquiry 
The ACCC provided a submission to the inquiry in September 2018. The submission noted that 
monitoring is not sufficient to constrain the major airports from using their market power. Monitoring 
regimes can influence behaviour if there is a credible threat of regulation. While this threat might have 
constrained behaviour in the past when the airports were first privatised, this is unlikely to be the 
case today. 

The submission noted that the monitored airports have significantly raised aeronautical charges to 
airlines over time with the increases across the four airports over the last decade representing an 
additional $1.3 billion in payments from airlines. However, despite these significant increases in charges, 
the ratings for most monitored airports have changed little over this period. Only Perth Airport has 
materially improved its overall quality of service.

The ACCC submitted that high aeronautical charges imposed by airports needed to be addressed 
by an effective regulatory regime. Commercial negotiations between airports and airlines would be 
supported if parties were provided with a fall-back option of seeking an arbitrated outcome on terms 
and conditions. This would address the imbalance in bargaining power between monopoly airports and 
airlines, particularly small airlines. Arbitration could be conducted by a commercial arbitrator to ensure 
that outcomes are reached in a timely manner. 

While having concerns about the market power of the major airports in the supply of car parking 
and landside access services, the ACCC did not consider stronger regulatory oversight to be 
appropriate for these services. This is because unlike for aeronautical services, there does not 
appear to be an alternative regulatory approach that would be more effective. Further, monitoring 
and advising consumers of alternative options may be more effective in relation to car parking than 
aeronautical services. 

The submission also noted that the government could provide a formal direction to the ACCC to 
monitor landside access services to promote competitive transport options, which currently occurs on 
an informal basis.

2.2 Aeronautical service agreements
Airlines typically enter into long-term service agreements with major airports in Australia. These may be 
structured in different ways, such as separate agreements for airfield services and terminals.2

2 This relates to terminals that are operated by the airport, and are different from domestic terminal leases, which are discussed 
in section 2.4.
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Commencement of a new agreement may result in changes to charges, investment programs, and/or 
the quality of service that participating airlines should be able to expect from the airport. The progress 
and outcomes of negotiations over the agreements may be influenced by the relative level of bargaining 
power between the two parties.

The following provides an update on the status of aeronautical service agreements at the four 
monitored airports.

2.2.1 Brisbane Airport
Brisbane Airport has a specific agreement for terminals, aprons and related infrastructure. The airport is 
currently in the process of negotiating a new terminals agreement with airlines, which came into effect 
from 1 January 2019 until 2023. These negotiations are at various stages, with some airlines already 
under the new agreement. 

The expiry of the terminals agreement coincided with the expiry of the domestic terminal leases held 
by Qantas and Virgin at the end of 2018 (see section 2.4). As a result, the terminals-related agreement 
applies to all airlines using the domestic terminal, including Qantas and Virgin for the first time.

The airport has a separate agreement for the runway system. This agreement commenced on 
1 September 2012 and will expire in 2023 to coincide with the expiry of the terminals agreement.3

2.2.2 Melbourne Airport
The existing aeronautical services agreement at Melbourne Airport applies to the use of runways, 
taxiways for all airlines, as well as the international terminal. 

The Aeronautical Services Agreement (ASA) at Melbourne Airport covers the use of the international 
terminal (Terminal 2), and all of the airside infrastructure (runways, taxiways etc.). The current ASA 
commenced on 1 July 2017 and expires on 30 June 2022. Negotiations were undertaken primarily with 
four key parties: Qantas Group (Qantas, Jetstar), Virgin Group (Virgin Australia, Tigerair), Rex, and the 
Board of Airline Representatives of Australia (BARA), which represents the majority of the international 
airlines that operate services at the airport. Other non-BARA members were also consulted. The 
majority of airlines operating out of Melbourne Airport have signed the 2017 ASA.

Melbourne Airport has said that as a result of the commercial negotiation process, the 2017 agreement 
incorporates some new features, including:

�� consultation forums to review quality of service issues

�� a Capital Consultation Group to report and involve airlines in the scope of major projects to ensure 
airline input for major projects, and

�� an annual price reset if actual expenditure falls short of planned expenditure, reducing the risk to 
airlines of any underinvestment.4

2.2.3 Perth Airport
Perth Airport has separate agreements with most airlines relating to aeronautical charges, as well as 
terms and conditions of use. The airport commenced direct negotiations with airlines in mid-2017 
for the current agreement period which commenced on 1 July 2018. This resulted in commercial 
agreements with all airlines operating from Perth Airport terminals except for Qantas.

As at February 2019, negotiations were continuing with Qantas, which means there has been no 
underlying contractual agreement for Qantas’ operations at the T1 International and T3 terminals since 
1 July 2018. Perth Airport advised that operators without an agreement with the airport are bound by 

3 Brisbane Airport, Submission to the Productivity Commission’s inquiry into airport regulation, Brisbane Airport Corporation 
Pty Ltd, September 2018, p. 19.

4 Melbourne Airport, Productivity Commission Inquiry into the Economic Regulation of Airports: Response to Issues Paper, 
Melbourne Airport, September 2018, pp. 36–46.
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the Conditions of Use inclusive of rack rates. Perth also took legal action against Qantas in December 
2018 for unpaid runway and terminal fees (see section 2.3 for further details).5

2.2.4 Sydney Airport
Sydney Airport implemented a new five-year agreement with international airlines during 2015–16. 
It contains a service level agreement with a set of key performance indicators covering the areas of 
baggage, passenger facilitation and satisfaction, peak planning/resource allocation and bussing. Other 
components include a rebate mechanism and common service standards for cleaning, maintenance 
and terminal presentation.

Sydney Airport has also commenced discussions with domestic airlines operating at Terminal 2 (Virgin 
and Jetstar) in relation to the next set of airline service agreements. These are due to expire in June 
and December 2019. Sydney Airport said that the new agreements will incorporate elements of the 
2015 international airline agreement to include service level agreements with each airline as well as a 
medium-term investment strategy.6

2.3 Perth Airport legal action against Qantas Group for 
alleged unpaid aeronautical charges 

It has been reported that in December 2018, Perth Airport commenced legal action in the Supreme 
Court of Western Australia against Qantas Group for allegedly underpaying airport charges by 
$11.3 million.7 

Perth Airport claimed that it charged Qantas Group $27.8 million for its use of international terminals, 
domestic terminals and airfields services at the airport for the period 1 July to 31 October 2018 and the 
amount paid by Qantas Group was $16.5 million.8 Qantas Group (including Jetstar) operates from both 
the international (T1) and domestic (T3 and T4) terminals. 

Perth Airport said while its legal action would not impact Qantas’ operations at the airport, failure to 
resolve underpayment could have potential implications for the airport’s ability to provide services and 
build additional capacity.9

Like other major airports in Australia, the aeronautical charges for the use of terminal and airfields 
services at Perth Airport are set out in individual aeronautical agreements negotiated between 
individual airlines and the airport. The previous 7-year agreements between airlines and Perth Airport 
expired in June 2018. While other airlines have reportedly reached agreement with the airport, the 
ACCC understands that Qantas Group is yet to do so at the time of this report. 

While the parties were negotiating over a new agreement, Perth Airport reportedly charged Qantas 
interim rates that were lower than those contained in the previous agreement. The airport claimed that 
Qantas underpaid those interim rates. As a result of the alleged underpayment, the airport began to 
charge Qantas Group at the rates10 applied to airlines that do not have specific agreements with the 
airport.11

Qantas Group stated that that it has not been able to reach a new agreement with Perth Airport on 
airport fees despite a 12-month negotiation.12 It also said that Perth Airport’s proposed charges would 
increase its cost of using the airport by approximately 38 per cent over the next seven years and is well 
above the airport’s cost of capital and building facilities.13

5 Perth Airport, Productivity Commission: Economic Regulation of Airports, submission, September 2018, pp. 54–57.

6 Sydney Airport, Submission to the Productivity Commission: Economic Regulation of Airports, submission, September 2018, 
pp. 53–58.

7 Australia Financial Review, Qantas sued by Perth Airport over $11m underpayment of aeronautical fees, 17 December 2018.

8 The Age, Perth Airport takes Qantas to court over $11m in unpaid runway fees, 17 December 2018.

9 PerthNow, Perth Airport sues Qantas for short changing aeronautical services bills, 17 December 2018.

10 These rack rates are typically higher than rates scheduled in aeronautical agreements. 

11 Australia Financial Review, Qantas sued by Perth Airport over $11m underpayment of aeronautical fees, 17 December 2018.

12 Qantas, Opinion article, West Australian: Qantas wants to keep Airport costs in check, media release, 24 December 2018. 

13 Qantas, Supplementary submission to the Productivity Commission’s inquiry into the economic regulation of airport services, 
submission, 21 December 2018. 
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2.4 Expiry of domestic terminal leases
Prior to the privatisation of the monitored airports, the then Federal Airports Corporation set up DTLs 
with certain airlines to provide facilities for domestic flights. Under a DTL, an airline leases the entire 
terminal or a specific area in a terminal from an airport and provides terminal services such as check-in 
and baggage facilities directly to passengers. All of the currently monitored airports have had some of 
their terminals subject to DTLs.

Table 2.4.1 shows that the DTLs at the monitored airports are beginning to expire. The first was the 
30-year DTL held by Qantas in relation to Terminal 3 at Sydney Airport. Under a commercial agreement 
between the parties, the DTL reverted from Qantas to the airport from 1 September 2015, ahead 
of the formal expiry date of 30 June 2019. Qantas has retained priority usage of Terminal 3 through 
to 30 June 2025. Priority usage includes a majority of the terminal’s gates, check-in and baggage 
facilities.14 

Table 2.4.1:   Expiry date of the domestic terminal leases15

Airport Terminal Lease expiry date

Sydney Terminal 3 (Qantas) Reverted to airport in September 2015

Brisbane Domestic Terminal (Qantas) 30 December 2018

Domestic Terminal (Virgin) 31 December 2018

Perth Terminal 4 (Qantas) 31 January 2019

Melbourne Terminal 1 (Qantas) 30 June 2019

The DTLs held by Qantas and Virgin at Brisbane Airport expired on 30 December 2018 and 31 
December 2018, respectively. The DTL at Perth Airport expired on 31 January 2019, and the DTL for 
Terminal 1 Melbourne Airport will expire on 30 June 2019 following a six month extension. 

The expiry of these leases will provide the airports with the opportunity to exercise greater control over 
the terminal design and layout. However, as the leases expire, both the airports and the airlines will need 
to manage the transition to ensure that any disruptions are minimised. The ACCC understands that the 
arrangement for the reversion of the Qantas terminal at Sydney Airport involves a phased transition 
where the responsibilities for various areas of terminal operation will be gradually handed back to 
the airport. 

The expiry of the DTLs has relevance for the ACCC’s monitoring activities. Firstly, terminals covered 
by DTLs are not covered under the quality of service monitoring because the facilities are operated by 
the relevant airline, rather than the airport. This means that the overall airport quality of service rating 
reported by the ACCC does not capture performance of terminals covered by DTLs. 

Secondly, the presence of the DTLs can impact on an airport’s financial reporting. As a DTL expires and 
the airport takes over operations of the terminal, it will see a notable increase in both its aeronautical 
revenues and expenses. This is because the airport will begin charging aeronautical fees for the airlines’ 
use of the terminal, instead of lease payments which are not considered to be aeronautical revenue. 
Expenses will also increase because the airport will now have responsibility for operating the terminal. 
Further information on how the DTLs impact financial reporting can be found in box 3.3.1. 

The expiry of the DTLs means that these terminals will become part of the ACCC’s monitoring. Sydney 
Airport’s Terminal 3 has been part of the monitoring regime since 2015–16. The 2018–19 monitoring 
report will include information on the Qantas and Virgin parts of the Brisbane domestic terminal 
and Perth Airport’s Terminal 4 for the first time. Melbourne Airport’s Terminal 1 will figure in the 
2019–20 monitoring report. 

14 Qantas, Qantas and Sydney Airport reach commercial agreement on Domestic Terminal, media release, 2015.

15 Sources: Brisbane Airport, Submission to the Productivity Commission’s inquiry into airport regulation, 2018, p. 45, Melbourne 
Airport, Submission to the Productivity Commission Inquiry into the Economic Regulation of Airports, 2018, p. 45, Perth 
Airport, Productivity Commission, Economic Regulation of Airports—Perth Airport Pty Ltd submission, 2018, p. 53 and 
Qantas, Qantas and Sydney Airport reach commercial agreement on Domestic Terminal, 2015.
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2.5 Melbourne Airport Rail Link 
On 22 July 2018, the Victorian Premier Daniel Andrews announced16 that, if re-elected, the Victorian 
Government would construct a rail link to Melbourne Airport and would match the $5 billion funding 
pledged by the Australian Government.17 The Melbourne Airport Rail Link is estimated to cost between 
$8 billion and $13 billion.18 Rail Projects Victoria will be responsible for delivery of the rail link, with 
construction expected to commence by the end of 2022.

The plans for construction of a rail link comes during a time of increasing demand for air travel at the 
airport, which has experienced passenger growth of 48.4 per cent over the past ten years. As a result 
there is an emerging challenge to facilitate transport to and from the airport. Unlike some other major 
airports such as Brisbane and Sydney, which are already serviced by rail links, travel to Melbourne 
Airport is totally dependent on road transport. 

In contrast to building a rail link now, Infrastructure Victoria’s 30 year infrastructure strategy plan 
recommended that on-road priority to bus services should be used to meet this increasing demand 
over the next 10 years. Construction of a rail link should then follow in 15 to 30 years once the additional 
capacity of the airport bus is close to being exceeded.

Melbourne Airport is supportive of the rail link and has commented that it would help enable the airport 
to reach its full potential.

Among the four routes that have been proposed for the rail link, the route via Sunshine has been 
identified as the preferred route by both the Victorian and Australian governments. The Victorian 
Government has also previously reserved land for a rail link which would be utilised under the 
Sunshine route.

Using this route, travel time from the CBD to Melbourne Airport is estimated to be 30 minutes. It would 
also make Melbourne Airport more accessible for the western suburbs as well as regional centres such 
as Geelong and Ballarat. Once constructed, the rail link will provide an alternative to other transport 
modes such as driving to the airport or taking Skybus, which currently operates bus services from 
Melbourne CBD to Melbourne Airport. 

2.6 Update on Western Sydney Airport
In April 2014, the Australian Government announced that a new international airport would be built in 
Western Sydney at Badgerys Creek to meet the projected growth in demand for air travel. Western 
Sydney Airport is expected to open in 2026 with capacity for 10 million annual passengers.

On 7 August 2017, a government-owned company, WSA Co, was created to build the new airport with 
an equity investment of up to $5.3 billion. On 17 May 2018, the government awarded the lease of the 
Western Sydney Airport site to WSA Co, which gives WSA Co the right to build and operate the airport.

WSA Co awarded both the delivery partner and early earthworks contracts, and sought registrations of 
interest for the operations planning role in June 2018. Expressions of interest for the first of three major 
earthworks contracts were taken in August 2018. WSA Co expects the contract to be awarded mid-
2019, with its works to commence by late 2019. 

Construction began on Western Sydney Airport on 24 September 2018. It is expected that construction 
of the terminal will begin in 2022. Qantas and Virgin airlines have committed to operate full-service 
and low cost carriers from the airport19, which will generate some degree of competition with Sydney 
Airport (Kingsford Smith).

16 Andrews, D (Premier of Victoria), ‘Airport Rail To Take Off Under Labour Government’, media release, 22 July 2018.

17 Koob, S, ‘Melbourne airport rail link: Federal government backs Sunshine route’, The Age, 21 November 2018.

18 ‘Australia & New Zealand Infrastructure Pipeline’, Melbourne Airport Rail Link, 13 December 2018.

19 Fletcher, P (Minister for Urban Infrastructure and Cities), ‘Qantas announcement further evidence of importance of Western 
Sydney Airport’, media release, 24 August 2018.
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3. Performance across the four airports

Key points
Aeronautical activity
�� In 2017–18, total passenger numbers across the four monitored airports increased by 3.1 

per cent to 118.8 million passengers. This was largely driven by international travel with an 
increase of 5.9 per cent to 37.8 million passengers. Domestic passenger growth was more 
moderate with a rise of 1.8 per cent to 81.0 million passengers. 

Aeronautical services and facilities
�� All monitored airports except Melbourne reported increases in aeronautical revenue per 

passenger in real terms. Revenue per passenger for Brisbane Airport increased by 15.4 per cent 
to $14.82, while the same measure at Melbourne Airport fell by 4.3 per cent ($12.14). Sydney 
Airport continued to earn the highest revenue per passenger at $19.26. 

�� The four airports made a combined $820.1 million in operating profits (EBITA) from aeronautical 
activities in 2017–18, up 6.2 per cent. Sydney Airport grew its operating profit from aeronautical 
activities by 4.0 per cent to $382.6 million. The airports increased their total airport profits across 
all operations by 4.3 per cent to $2.2 billion.

�� Returns on aeronautical assets generally increased in 2017–18, reversing the downward trend 
observed in recent years. Perth, Brisbane and Sydney reported higher returns, with Sydney 
Airport reporting the highest result (11.7 per cent) among the four aiports. Melbourne Airport 
reported that its return on aeronautical assets fell to 8.9 per cent. 

�� Investment rates have been much lower in recent years following a period of capital expansion. 
These rates may pick up over the new few years with runways either planned or under 
construction at Brisbane, Melbourne and Perth airports, as well as planned investment in 
terminals. Brisbane Airport had the highest rate of investment, with new additions representing 
14.6 per cent of the aeronautical asset base. 

Car parking and landside access services and facilities
�� In 2017–18, the four airports made a combined $278.5 million in operating profits from car 

parking activities. Melbourne, Perth and Sydney airports all reported declines, while Brisbane’s 
profits remained relatively unchanged. Car parking profit margins also continued their downward 
trends, although all four airports reported margins of between 50 and 70 per cent. 

�� There were different reasons for the fall in profits between the four airports, including some 
price reductions, higher expenses and falling volumes. Melbourne Airport’s short-term drive-up 
parking prices fell across all durations, by up to 21.5 per cent. Brisbane Airport’s long-term 
drive-up parking prices (Airpark) also fell across all durations, by up to 21.9 per cent.

�� Airports continue to grow their revenues from landside access services such as those provided 
to taxis, ride-share operators and buses. These increases ranged from 8.5 per cent at Sydney 
Airport to 18.9 per cent at Melbourne Airport. This is driven by both a growth in volumes and 
an increase in some landside access charges. The combined revenue collected by the four 
monitored airports for landside access services (excluding car rental operators) in 2017–18 was 
$58.7 million. 
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Quality of service
�� For the first time over the last decade, all four monitored airports were rated as ‘good’ for 

their overall quality of service, with Sydney and Melbourne airports’ ratings improving from 
‘satisfactory’. Perth Airport received the highest overall quality of service rating. 

�� All four monitored airports were rated as ‘good’ by passengers. Passengers have consistently 
given the highest ratings to Brisbane Airport over the last decade, but Sydney and Melbourne 
airports both received improved ratings in 2017–18. From an airline perspective, Perth Airport 
has significantly improved its performance over the past three years and was the only airport to 
receive a ‘good’ rating in 2017–18. The other three monitored airports were rated as ‘satisfactory’. 

3.1 Introduction
This chapter presents an overview of the performance of Brisbane, Melbourne, Perth and Sydney 
airports in the supply of aeronautical, car parking and landside services. 

The chapter is structured as follows:

�� section 3.2 presents data on passenger and aircraft movements

�� section 3.3 reports on revenues, prices, costs, profits, assets and investments for aeronautical 
services

�� section 3.4 presents pricing and the financial results for airport car parking services

�� section 3.5 presents prices and revenues from landside activities

�� section 3.6 provides selected quality of service ratings

�� section 3.7 contains a chart that compares each airport’s aeronautical revenue per passenger with 
quality of service ratings for aeronautical services.

In general, the monitored airports are only required to provide information to the ACCC in relation to the 
terminals that are directly operated by the airports. This means that the terminals operated by airlines 
under domestic terminal leases are generally excluded from the data contained within this report 
(see section 1.2). The only exceptions are:

�� the data presented in section 3.2 in relation to aeronautical activity, and

�� where figures are presented for total airport operations. 

While comparisons between airports can provide useful information about their performance, it should 
be recognised that some measures may enable more direct comparisons between airports than others. 
Various factors such as airport size, terminal configuration, proportion of international passengers, 
accounting practices and approaches to data collection influence an airport’s reported performance.

Unless otherwise noted, dollar values presented throughout this report are in 2017–18 dollars, with all 
movements adjusted for inflation. 

3.2 Aeronautical activity
Figures in this section relating to passenger volumes and aircraft movements include those associated 
with either an airport-operated terminal or a terminal operated by an airline under a domestic 
terminal lease. 

3.2.1 Passenger volumes
Total passenger numbers across the four monitored airports increased by 3.1 per cent to 118.8 million 
passengers in 2017–18. International passenger growth was relatively stronger with an increase of 
5.9 per cent to 37.8 million passengers and was the main driver of the overall passenger growth. 
Domestic passenger growth was more moderate, rising by 1.8 per cent to 81.0 million passengers in 
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2017–18. This is the fifth year in a row when the aggregate international passenger growth outpaced 
that of domestic passengers. 

Figure 3.2.1 shows total passenger numbers for each monitored airport over the past decade. 
Melbourne Airport reported the largest passenger growth during 2017–18 with a rise of 4.4 per cent 
to 36.8 million passengers. Growth in international passengers of 9.2 per cent was the main driver for 
Melbourne Airport’s passenger increase. Domestic passenger numbers at Melbourne Airport rose by 
2.5 per cent in 2017–18.

Figure 3.2.1:  Volume of passengers: 2008–09 to 2017–18
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Note:  Domestic passenger numbers include domestic passengers who travel via an airline that use a terminal that is 
leased from the airport under a domestic terminal lease.

Sydney Airport reported overall passenger growth of 3.3 per cent to 44.1 million passengers during 
2017–18, making it the busiest airport in Australia in terms of passenger numbers. The airport had a 
5.6 per cent increase in international passengers and a 2.0 per cent increase in domestic passengers. 

Perth Airport experienced a rise in total passenger numbers (by 0.1 per cent) to 14.3 million passengers 
during 2017–18. It had a 0.5 per cent increase in domestic passengers. In contrast, international 
passengers at Perth Airport decreased by 0.8 per cent during 2017–18. Perth Airport was the only 
monitored airport where growth in passenger numbers was driven by an increase in domestic 
passengers in 2017–18.

Total passenger volumes at Brisbane Airport increased by 2.6 per cent to 23.7 million during 2017–18. 
International passenger growth was strong (up 6.0 percent), while growth in domestic passengers was 
lower (up 1.5 percent).

3.2.2 Aircraft movements
Total aircraft movements across the four monitored airports remained relatively constant at 932 571 
in 2017–18. While total domestic aircraft movements fell by 1.2 per cent to 659 724, total international 
aircraft movements grew by 5.7 per cent to 180 509. General aviation aircraft movements fell by 
1.1 per cent to 92 338. All four monitored airports reported declines of varying degrees in domestic 
aircraft movements during 2017–18. 

Melbourne Airport was the only monitored airport to see growth in total aircraft movements, by 
2.2 per cent to 244 476. 

Brisbane Airport reported its fourth consecutive decrease in aircraft movements (1.2 per cent), while 
Perth Airport reported its fifth straight decline (0.1 per cent). These falls were driven by reductions 
in general aviation aircraft movements. Sydney Airport reported a fall in aircraft movements of 
0.6 per cent largely due to the continued adoption of larger aircraft by airlines.
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The average number of passengers per aircraft movement grew by 3.0 per cent to 127. Melbourne 
Airport reported the highest number of passengers per aircraft movement at 150. 

3.3 Aeronautical prices and financial results
This section presents the key financial results in relation to the aeronautical operations of the monitored 
airports. These operations directly relate to the provision of aviation services including runways, aprons, 
aerobridges, departure lounges, check-in facilities and baggage handling facilities. 

3.3.1 Revenue

Aeronautical revenue per passenger

Airports earn most of their aeronautical revenue from charges to airlines accessing a range of airport 
services and facilities such as runways, aircraft parking, aerobridges and terminals. Charges are typically 
applied on a per-passenger basis or by aircraft weight. 

However, comparing charges across airports is complicated by the various types of charges employed 
by each airport. As a result, the ACCC uses aeronautical revenue per passenger as a proxy for analysing 
movements in an airport’s average charges over time.

Figure 3.3.1 shows that aeronautical revenue per passenger at each monitored airport has trended 
upwards since 2008–09. One reason for this is that international passengers, who typically incur higher 
charges than domestic passengers, are growing as a proportion of total passengers. In particular, 
Melbourne Airport has seen its proportion of international passengers grow from 20.3 to 29.7 per cent 
over the past decade. The average share of international passengers across the four monitored 
airports has increased from 25.6 to 30.8 per cent in the period. Increasing revenue per passenger may 
also be partly attributed to significant investment made by some airports such as Perth, Melbourne 
and Brisbane.

Figure 3.3.1:  Aeronautical revenue per passenger in real terms: 2008–09 to 2017–18
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Box 3.3.1 A note on per-passenger figures 

The ACCC reports aeronautical revenues, costs and operating profits in both aggregate and on a 
per-passenger basis. In particular, revenue per passenger is a useful measure of average charges 
and provides information on whether an airport’s wide range of prices is going up or down. 

It is important to understand how per-passenger figures are calculated for this report. 

The ACCC calculates the per-passenger figures by dividing the aeronautical revenue/expenses 
reported by the airport by the total passenger numbers for the airport. 

The airports provide the ACCC with the number of passengers travelling through any of 
their terminals. 

However, the monitored airports are only required to report aeronautical revenues and costs that 
relate to terminals that they directly operate. This means that the reported figures do not include 
that which relates to the leased Qantas and Virgin parts of the domestic terminal in Brisbane, or the 
Qantas terminals in Sydney (until late 2015), Melbourne and Perth. The most notable item excluded 
is rent collected from the lease with the airline. This means that per-passenger figures in this report 
understate the true values to some degree. 

This should also be kept in mind when making comparisons between the four airports. For example, 
for part of 2015–16 and all of 2016–17, Sydney Airport’s revenues and expenses include those that 
relate to the Qantas terminal after the airport took back responsibility for its operations. This may 
make the per-passenger figures for Sydney Airport appear higher than the other three airports 
which do not report revenues and costs for all terminals. 

Furthermore, it is common for airports to separately levy airfield and terminal charges. While 
revenues collected through terminal charges relating to a leased terminal are not included as part 
of aeronautical revenue in this report, revenues from airfield charges applied to aircraft going to 
leased terminals are typically included (as airfield charges are independent of a particular terminal). 
Because some airports collect relatively more revenue from these activities, care must be taken 
when comparing the airports. 

For example, Brisbane Airport’s approach to pricing—which includes runway and infrastructure 
charges that are independent of a particular terminal—means that aircraft that proceed to a 
leased terminal are effectively paying almost as much per-passenger as aircraft going to a terminal 
operated directly by the airport. This means that Brisbane Airport’s per-passenger figures in this 
report may not be understating the true values by as much as other airports. The same can also 
apply to costs, where airports may have different approaches to allocating costs of infrastructure to 
particular terminals. 

The ACCC has explored alternative approaches to calculating per-passenger figures, but these too 
have their limitations. However, the issue is expected to dissipate within the next two years as the 
remaining domestic terminal leases expire (discussed in section 2.4).
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Sydney Airport continued to earn the highest revenue per passenger among the monitored airports 
at $19.26 (up 3.1 per cent). The gap between Sydney Airport and other airports was greater a decade 
ago, which may have been somewhat influenced by a relatively higher proportion of international 
passengers at Sydney Airport. The growth in revenue per passenger over the last decade was the 
lowest at Sydney Airport (16.6 per cent). This is despite higher values for the last three years due to 
the inclusion of aeronautical revenues received in relation to its T3 domestic terminal. The airport had 
previously received rent from Qantas for leasing the terminal, but such revenues are not included in 
aeronautical revenue for monitored airports. 

Brisbane Airport’s average aeronautical revenue per passenger increased the most of all monitored 
airports in 2017–18 after it recorded a 15.4 per cent increase to $14.82. This figure has increased by 
42.9 per cent in the past decade. 

Melbourne Airport’s average aeronautical revenue per passenger fell by 4.3 per cent in real terms 
to $12.14 in 2017–18, despite increasing 25.9 per cent over the past decade. Melbourne Airport has 
reported the lowest average revenue per passenger in every year over the period.  

Perth Airport collected an average of $16.16 per passenger in 2017–18. This represents an increase 
of 0.4 per cent in real terms from the previous year. Over the past decade, Perth Airport’s average 
aeronautical revenue has increased by 61.5 per cent, which is the largest increase of the four monitored 
airports. This increase has been driven by significant terminal investment undertaken by Perth Airport 
during that period. 

Aeronautical revenue

Total aeronautical revenue for the monitored airports increased by 6.0 per cent in real terms to 
$1.9 billion in 2017–18. This represents an increase of 74.5 per cent in real terms since 2008–09. 

Melbourne Airport is the only monitored airport to report a fall in aeronautical revenue in 2017–18, with 
revenue falling by 0.1 per cent to $446.2 million.

Brisbane Airport reported the largest percentage increase in aeronautical revenue, increasing by 
18.4 per cent to $350.7 million. Sydney (up 6.5 per cent to $849.0 million) and Perth (up 0.5 per cent to 
$231.1 million) airports also reported increases in total aeronautical revenue. 

Over the past decade, Sydney Airport has collected significantly higher aeronautical revenue than other 
airports, with its aeronautical revenue typically doubling that of the next highest airport (Melbourne 
Airport). However, aeronautical revenue growth over the decade has been the lowest at Sydney Airport 
at 56.9 per cent. Perth Airport has had the highest growth in aeronautical revenue over this period at 
137.2 per cent. 

Total airport revenue

The monitored airports have multiple revenue sources in addition to aeronautical revenue. This includes 
revenues from car parking, retail leases and commercial property, as well as payments under the 
domestic terminal leases. 

Table 3.3.1 presents both aeronautical and total revenue for the years 2008–09 and 2017–18. Sydney 
Airport received total revenues of over $1.5 billion in 2017–18, followed by Melbourne Airport with 
$986.7 million. Perth Airport had the strongest percentage growth since 2008–09, increasing by 
154.4 per cent to $524.1 million. The table shows that aeronautical revenue for the four monitored 
airports is significantly higher than it was 10 years ago.
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Table 3.3.1:   Aeronautical and total airport revenue in real terms: 2008–09 to 2017–18

Revenue in 2008–09 ($million)

Brisbane Melbourne Perth Sydney Total

Aeronautical 198.2 238.9 97.4 541.1 1 075.6

Total revenue 462.9 560.8 206.0 1 366.8 2 596.4

Aero as % of total 42.8 42.6 47.3 39.6 41.4

Revenue in 2017–18 ($million)

Brisbane Melbourne Perth Sydney Total

Aeronautical 350.7 446.2 231.1 849.0 1 876.9

Total revenue 776.5 986.7 524.1 1 540.3 3 827.6

Aero as % of total 45.2 45.2 44.1 55.1 49.0

Notes:  Real values in 2017–18 dollars. Sydney Airport advised that its aeronautical revenue as a proportion of total 
revenue figure in 2008–09 was affected by a material one-off non-aeronautical revenue item in this year that did 
not occur again in the following years, including 2018–19. Adjusting for this one-off item, aeronautical revenue as a 
percentage of total revenue is largely unchanged (54.8 per cent in 2008–09).

3.3.2 Expenses

Aeronautical expenses per passenger

In 2017–18, aeronautical expenses per passenger increased for Brisbane Airport (by 10.0 per cent in 
real terms to $7.51), Sydney Airport (5.1 per cent to $10.58) and Melbourne Airport (by 0.5 per cent to 
$7.45). Aeronautical expenses per passenger at Perth Airport fell by 7.3 per cent to $9.71.

Over the past decade, aeronautical expenses per passenger have risen for all of the airports in real 
terms, up 63.3 per cent at Perth Airport, 48.3 per cent at Melbourne Airport, 20.5 per cent at Sydney 
Airport and 16.3 per cent at Brisbane Airport. 

In its 2015–16 monitoring report, the ACCC noted the increasing average cost for airports to service 
a passenger and queried whether growing passenger volumes and economies of scale should be 
putting downward pressure on average costs. The Australian Airports Association (AAA) addressed 
this issue in its submission to the Productivity Commission’s review of airport regulation.20 It said that 
the incremental cost of aeronautical capacity has increased over the decade for a number of reasons, 
including:

�� new investments offer much greater amenity than existing assets, and this can be expected to be 
reflected in higher construction costs

�� the cost of construction significantly increased during the decade

�� space constraints at the airports can result in increasingly expensive projects, and

�� capacity development projects typically involve upgrading existing assets that still need to be 
operational, which is inherently more expensive than capacity at greenfield sites. 

In addition, the AAA also noted that operating costs, which have experienced small but steady 
increases over recent years, could reflect a number of factors such as increasing security costs, 
maintenance costs associated with aging assets, and economy-wide increases in energy costs.21

Aeronautical expenses

In 2017–18, aeronautical expenses across all of the monitored airports increased by 5.9 per cent in real 
terms to $1.1 billion. 

Of the monitored airports, Sydney Airport reported the highest level of total aeronautical costs at 
$466.4 million, an increase of 8.6 per cent in real terms during the year. Melbourne Airport reported 

20 Australian Airports Association (AAA), submission to the Productivity Commission’s review of airport regulation, September 
2018, pp. 43–44.

21 Ibid, pp. 44, 56.
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a 4.9 per cent increase in aeronautical expenses to $273.9 million, while Brisbane Airport reported a 
12.8 per cent increase to $177.7 million. Aeronautical expenses at Perth Airport fell by 7.3 per cent to 
$138.8 million.

Total airport expenses

Expense items incurred by monitored airports include depreciation, salaries and wages, services and 
utilities and property/leasing maintenance-related expenses. With respect to total airport operations, 
expenses among the four monitored airports reached $1.6 billion in 2017–18. This represents a 
6.6 per cent increase from the previous year.

Sydney Airport’s 8.9 per cent increase in total expenses to $620.4 million was the most significant of 
the monitored airports in 2017–18. Melbourne Airport had total expenses of $431.4 million, followed by 
Brisbane Airport with $318.4 million and Perth Airport with $247.0 million. 

3.3.3 Operating profit
The main indicator that the ACCC uses to assess profitability of airports is earnings before interest, tax 
and amortisation (EBITA). This is referred to as ‘operating profit’ in this report. 

The ACCC uses EBITA for its airport monitoring reports because it is not affected by management 
decisions regarding capital structures and taxation arrangements which vary substantially 
between airports. 

Aeronautical operating profit per passenger

In 2017–18, aeronautical operating profit per passenger has increased in real terms for Brisbane Airport 
(21.6 per cent to $7.31), Perth Airport (14.8 per cent to $6.45) and Sydney Airport (0.7 per cent to 
$8.68). Aeronautical operating profit per passenger at Melbourne Airport fell by 11.0 per cent to $4.69.

Over the past decade, real aeronautical operating profit per passenger has risen for all of the monitored 
airports. Aeronautical operating profit per passenger has risen by 86.7 per cent at Brisbane Airport, 
58.9 per cent at Perth Airport, 12.1 per cent at Sydney Airport and 1.5 per cent at Melbourne Airport. 

Aeronautical operating profit

The monitored airports increased their combined operating profit from aeronautical activities by 
6.2 per cent in 2017–18 to $820.1 million.

Figure 3.3.2 shows that in 2017–18, Sydney Airport continued its trend of earning significantly higher 
levels of aeronautical operating profit than the other monitored airports. During the year, Sydney 
Airport’s aeronautical operating profit grew 4.0 per cent to $382.6 million. 
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Figure 3.3.2:  Aeronautical profit in real terms: 2008–09 to 2017–18
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Note: Values in 2017–18 dollars.

Among the monitored airports, only Melbourne Airport reported a fall in aeronautical profit in 2017–18 
of 7.2 per cent to $172.3 million.

Brisbane Airport recorded the most significant increase in aeronautical operating profit, rising 
24.8 per cent in real terms to $172.9 million. This result was driven by the greater increase in the airport’s 
aeronautical revenue relative to expenses. Perth Airport’s aeronautical profit also showed a significant 
increase of 14.9 per cent to $92.3 million. 

In each year over the past decade, Sydney Airport has typically reported more than double the 
operating profit from aeronautical services than the next most profitable airport. Sydney Airport has 
accumulated over $3.2 billion in operating profit from aeronautical services during this period. 

Real growth in aeronautical operating profit over the decade was highest for Perth Airport at 
133.4 per cent, while Melbourne Airport had the lowest growth of 50.6 per cent. The growth rates for 
Brisbane and Sydney Airports were 131.3 and 51.0 per cent, respectively. 

Aeronautical operating profit margins

Operating profit margin is calculated as EBITA as a percentage of revenue. Figure 3.3.3 shows that 
operating profit margins for the monitored airports (except for Brisbane Airport) were generally slightly 
lower than they were earlier in the ten-year period.



21 Airport monitoring report 2017–18

Figure 3.3.3:  Aeronautical profit margins: 2008–09 to 2017–18
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Brisbane Airport reported the highest aeronautical profit margin among the monitored airports in 
2017–18, after its margin rose 2.5 percentage points to 49.3 per cent.

Sydney Airport posted a 1.1 percentage point fall in its aeronautical profit margin in 2017–18 to 
45.1 per cent. This is the fifth consecutive year that Sydney Airport’s aeronautical profit margin has 
eroded. Perth Airport saw its aeronautical profit margin rise by 5.0 percentage points to 39.9 per cent. 
Melbourne Airport reported a fall in its aeronautical profit margin of 2.9 percentage points to 38.6 
per cent, giving it the lowest aeronautical profit margin of the four airports in 2017–18. 

Return on aeronautical assets

Return on assets is calculated by dividing EBITA by average value of tangible non-current assets 
over the year. This measure needs to be interpreted carefully partly due to the potentially different 
approaches that airports have historically taken in valuing their assets. In this report, airports’ 
aeronautical return on assets are reported exclusively using a ‘line-in-the-sand’ approach to asset 
valuation (see box 3.3.2). 

Figure 3.3.4:  Return on aeronautical assets: 2008–09 to 2017–18
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In 2017–18, Sydney Airport reported the highest return on aeronautical assets of 11.7 per cent (up 
0.7 percentage points). The return on assets for Perth Airport increased by 1.3 percentage points to 
9.1 per cent. Melbourne Airport had a return on assets of 8.9 per cent, while Brisbane Airport had a 
return of 7.9 per cent.

Figure 3.3.4 illustrates a downward trend in return on aeronautical assets for both Perth and Melbourne 
airports over the past decade, which fell 5.2 percentage points at both airports over the period. 
Both airports have reported large additions to their asset bases over the decade following periods 
of investment. 

Total airport operating profit

In 2017–18, total airport profit increased at all monitored airports except Perth. Brisbane Airport 
reported the largest real increase in total profit, rising 13.4 percent to $458.2 million. Sydney Airport 
reported an increase of 5.1 per cent to $919.9 million, while Melbourne Airport recorded the smallest 
percentage increase in total profit of 2.0 per cent to $555.3 million.

Perth Airport posted a decrease of 6.4 percent in total airport profit, to $277.0 million. 

The aggregate of total profits for all the monitored airports rose for the fourth consecutive year in 
2017–18, by 4.3 per cent in real terms to reach a record high of $2.2 billion.

Total airport operating profit margins

In 2017–18, total airport profit margins decreased at all monitored airports except Brisbane. Melbourne 
Airport reported the most significant decrease, falling 1.2 percentage points to 56.3 per cent. Sydney 
Airport’s total operating profit margin decreased by 0.9 percentage points to 59.7 per cent, while Perth 
Airport’s profit margin fell by 0.7 percentage points to 52.9 per cent. 

Brisbane Airport’s profit margin rose by 0.6 percentage points to 59.0 per cent. 

Return on total airport assets

In 2017–18, Sydney Airport reported the highest return on total tangible non-current assets 
(17.0 per cent) among the four monitored report. This is slightly up (0.1 percentage point) from the 
previous year. Brisbane Airport reported the highest increase of the four airports, with its return on 
total airport assets increasing by 0.9 percentage points to 10.3 per cent. Melbourne Airport’s return on 
total airport assets remained unchanged at 12.3 per cent while Perth Airport was the only airport that 
reported a decline (down 0.7 percentage points to 9.8 per cent). 

3.3.4 Asset value and investment

Aeronautical services 

Tangible non-current aeronautical assets are assets that are directly utilised for the supply of 
aeronautical services. These include runways, taxiways, parking bays, aprons and terminal facilities. The 
ACCC reports asset values using a line-in-the-sand approach (see box 3.3.2).

In 2017–18, the aggregate value of tangible non-current aeronautical assets across the four monitored 
airports increased by 2.0 per cent in real terms to $8.5 billion. This is the seventh consecutive year that 
the airports’ combined aeronautical asset base has grown.
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Box 3.3.2 The use of a line-in-the-sand approach to aeronautical asset valuations

The Productivity Commission noted in its 2006 report into the review of price regulation of 
airport services that since the privatisation of major airports, most of the monitored airports had 
revalued above ground assets. The Productivity Commission said that one possible effect of 
these revaluations would be to provide justification for higher charges over time.22 For instance, 
an upward revaluation of airports’ aeronautical assets usually results in a lower return on assets 
measure. The lower rate of return on average assets could be used to argue for the raising of 
airport charges.

The Productivity Commission recommended that under the monitoring regime, the value of an 
airport’s asset base should be rolled forward as follows:

�� the value of tangible (non-current) aeronautical assets reported to the ACCC as at 30 June 2005, 
adjusted as necessary to reflect the proposed service coverage of the new regime

�� plus new investment

�� less depreciation and disposals. 

The line-in-the-sand approach removes the effect of revaluations of aeronautical assets by airports 
for monitoring purposes. For example, an upward revaluation of a tangible non-current aeronautical 
asset is recognised in the regulatory accounts prepared under Australian International Financial 
Reporting Standards (AIFRS) but not in the line-in-the-sand asset base after 30 June 2005. As 
a result, to the extent that subsequent revaluations took place, the line-in-the-sand asset base 
will be lower. There is also a flow-on effect of a lower value of depreciation and, therefore, lower 
operating expenses.

The ACCC required airport operators to provide information regarding the aeronautical asset base 
under the line-in-the-sand approach for the first time in the 2007–08 report. This information was 
required in addition to the airport operator’s regulatory accounts based on AIFRS which included 
any revision to the value of the assets recorded since 20 June 2005. 

Since that time, only Sydney and Brisbane airports have revised the value of their assets. Past 
monitoring reports have presented two sets of financial accounts for these airports: one based on 
the line-in-the-sand approach and one based on AIFRS. However, the 2017–18 monitoring report 
only presents the line-in-the-sand data to support the rationale for the recommendation by the 
Productivity Commission. 

For Sydney Airport, landfill assets were not included in the asset base as at 1 July 2005. However, 
Sydney Airport has advised that the value of landfill is included in the asset base that was used in 
the pricing modelling for airport charges for airlines. This report presents data which reflects the 
exclusion of the landfill assets unless otherwise specified.

Sydney Airport’s aeronautical asset value is by far the largest of the monitored airports at $3.2 billion. 
Brisbane and Melbourne airports’ asset values are $2.3 billion and $2.0 billion respectively. Perth 
Airport’s asset value in 2017–18 stood at $1.0 billion.

Figure 3.3.5 shows investment in aeronautical assets made by each monitored airport each year from 
2008–09, represented as a percentage of the total value of aeronautical assets. Investment rates have 
been much lower in recent years, following a period of capital expansion such as the redevelopments 
of Perth Airport’s Terminal 1 and Melbourne Airport’s Terminal 4. These rates may pick up over the next 
few years with runways either planned or under construction at Brisbane, Melbourne and Perth airports 
as well as planned investment in terminals. Sydney Airport has invested at a rate (in terms of investment 
as a percentage of assets values) far below the other airports over the last decade despite having 
invested the most in absolute terms. 

22 Productivity Commission, (2006), Review of price regulation of airport services, No 40, 14 December (p. XXII), http://www.
pc.gov.au/__data/assets/pdf_file/0019/20638/airportservices.pdf.

http://www.pc.gov.au/__data/assets/pdf_file/0019/20638/airportservices.pdf
http://www.pc.gov.au/__data/assets/pdf_file/0019/20638/airportservices.pdf
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Figure 3.3.5:  Additions as a percentage of tangible non-current assets for aeronautical services:  
 2008–09 to 2017–18
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Note:  Sydney Airport’s investment in 2015–16 largely reflects the amount paid for the early expiry of the Qantas domestic 
terminal lease (T3).

Brisbane Airport’s new investment as a percentage of its aeronautical asset base was 14.6 per cent in 
2017–18, the highest of the monitored airports. Melbourne Airport reported 9.8 per cent, while Sydney 
Airport had 5.3 per cent and Perth Airport had 3.7 per cent. 

Over the past 10 years, the monitored airports have made additions to aeronautical assets of 
$8.0 billion, with Sydney Airport reporting the largest aeronautical additions over the period with 
$2.6 billion (including the amount paid for the early expiry of the Qantas domestic terminal lease). 
Melbourne ($2.2 billion) and Brisbane ($2.1 billion) airports also reported significant aeronautical capital 
expenditure over the past decade. Perth Airport invested $1.2 billion. 

Total airport 

In 2017–18, the aggregate value of total airport tangible non-current assets across the four monitored 
airports increased to $26.9 billion, up 0.6 per cent (in real terms) from the previous year. Sydney 
Airport’s asset value reached $15.0 billion, more than the total of the other three airports combined. 
Perth Airport’s asset value was the lowest among the four airports ($2.8 billion).

In terms of investment, the four monitored airports combined invested $1.2 billion on a total airport 
basis in 2017–18. The aggregate level of investment was 23.3 per cent higher than last year. Sydney 
Airport invested $448.4 million, followed by Brisbane ($423.1 million), Melbourne ($284.5 million) and 
Perth ($68.6 million) airports.

3.4 Airport car parking prices and financial results
The four monitored airports provide a range of on-site car parking facilities for the public and 
staff, which represents an important source of revenue. In 2017–18, car parking accounted for 
between 8.9 per cent (Sydney) and 15.2 per cent (Melbourne) of each airport’s total revenue. 

The price paid for these services is of particular interest to the public, as car parking charges are more 
directly visible to consumers than airport charges to airlines for aeronautical services.

Airports hold significant market power with respect to car parking because in most cases they are the 
sole provider of these services on airport land. However, the extent of this market power will depend 
on the degree to which consumers’ needs (e.g. convenience, cost) can be met by alternative transport 
modes or an independent car park operator located in close proximity to the airport. Independent car 
parks are often provided at an equivalent or cheaper rate than similar car parking services provided by 
each airport, although the shuttle bus transfer to the terminal may be slightly longer.  
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This section provides an overview of the ACCC’s monitoring results of the prices, revenues, costs and 
profits relating to airport car parking. More detailed information on the facilities and prices offered at 
each airport are provided in chapters 4 to 7. 

3.4.1 Car parking throughput and spaces provided
Each day, an average of 32 550 cars entered the monitored airports’ carparks in 2017–18. Sydney 
Airport reported the highest throughput at 11 754 vehicles per day, followed by Melbourne (8697), 
Brisbane (7012) and Perth (5086) airports. Melbourne, Perth and Sydney airports reported decreases 
in the daily throughput of their car parks for the year. Car parking throughput has been on a gradual 
decline in recent years as passengers find other ways to get to and from the airport.

Table 3.4.1 shows the number of car parking spaces at the monitored airports. There were increases 
in the number of car parking spaces at Brisbane, Melbourne and Sydney airports during 2017–18. 
The largest increase was at Sydney Airport, which was mostly due to the completion of the northern 
multi-storey car park (P6 at the international terminal). Further information on this expansion can be 
found in chapter 7.

Table 3.4.1:  Change in total car parking spaces

Airport Total car parking spaces Percentage change

2008–09 2016–17 2017–18 10 years 1 year

Brisbane 9 915 16 703 17 061 72.1 2.1

Melbourne 22 257 26 443 26 565 19.4 0.5

Perth 10 799 22 645 22 560 108.9 –0.4

Sydney 12 410 17 094 18 898 52.3 10.6

Over the past decade, the number of parking spaces increased to varying degrees at all the airports. 
The largest increase over this period was at Perth Airport, where current car parking capacity is more 
than double what it was in 2008–09. These increases have helped the airports accommodate increases 
in passenger numbers over the past decade. 

However, percentage increases in passenger numbers at Melbourne Airport (48.4 per cent) were much 
higher than the increase in car parking spaces (19.4 per cent). In contrast, car parking capacity growth 
at Brisbane, Perth and Sydney airports have exceeded passenger number growth since 2008–09.

3.4.2 Car parking prices
Car parking prices at airports are influenced by a number of factors including customer demand, the 
length of stay, whether a car park is covered or open, the proximity of the car park to the terminals 
and seasonality.

All of the monitored airports offer the option to pre-pay for parking online, typically at a discount 
compared with the drive-up rate. Most airports also offer promotions that can be accessed online, 
such as for off-peak periods or early bookings. The ACCC collects information on total drive-up and 
online booking revenue to calculate average drive-up and online booking prices per vehicle. The ACCC 
also calculates the average price per vehicle combining both drive-up and online charges. Average 
car parking charges are calculated as revenue per vehicle for each length of stay. As a result, it is 
determined by prices23 and changes in the mix of parking products used by motorists. 

In comparing prices and profits, it is important to consider that these configurations vary between 
airports, and that locational factors will also vary in each city.

23 Average car parking charges capture any promotional pricing that may be offered by the airport and are therefore generally 
lower than listed prices.
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Short-term car parking

Prices charged for short-term parking are typically higher than those for long-term parking. Multi-storey 
parking facilities are generally also more capital-intensive in nature and therefore have different costs 
of supply compared to the ‘at-distance’ parking facilities typically used for longer durations. Airports 
may also need to price short-term parking in order to manage the competing and growing demand for 
limited space within walking distance of the terminals. 

Airports are likely to have greater market power in short-term rather than long-term car parking 
because users of this service are likely to place a priority on convenience and are unlikely to consider 
using an off-site car park. 

Table 3.4.2 shows the average drive-up, online and combined average price of selected short-term 
parking durations at the four monitored airports. It also provides an estimate of the average discounts 
available if customers pre-booked online.

Table 3.4.2:  Average drive-up and online car parking prices in 2017–18, short-term car parking ($)

Airport 30 to 60 mins 2 to 3 hours

Average 
drive-up

Average 
online

Combined 
average

Online 
discount

Average 
drive-up

Average 
online

Combined 
average

Online 
discount

Brisbane 15.87 14.54 15.87 –8.4% 25.28 18.03 24.96 –28.7%

Melbourne 14.28 11.71 14.21 –18.0% 27.45 20.93 26.47 –23.8%

Perth 11.91 N/A N/A N/A 21.37 N/A N/A N/A

Sydney 18.15 12.87 17.97 –29.1% 35.37 20.96 32.68 –40.7%

Notes:  This table presents information from at-terminal, multi-storey car parking facilities for each airport. Prices for 
Melbourne Airport exclude valet parking. Average car parking charges are calculated as revenue per vehicle for 
each length of stay. These charges capture any fluctuations in pricing, including promotions that may be offered by 
the airport and are therefore generally lower than listed prices. N/A = not applicable.

Perth Airport did not offer the option to pre-book online for short-term parking (i.e. durations of less 
than 24 hours), but reported the lowest average drive-up rates. The remaining three airports all offered 
cheaper average rates for online bookings. The average discount offered across Brisbane, Melbourne 
and Sydney airports for booking online was 18.5 per cent to park for between 30 and 60 minutes, 
and 31.1 per cent to park for between 2 and 3 hours. Sydney Airport offered greater discounts for 
their short-term parking facilities, although online bookings only represented around 6.4 per cent of 
these bookings.

At-distance car parking

Each of the airports offers at-distance car parking facilities to the public. At-distance car parking is 
generally not located within walking distance of airport terminals and therefore requires shuttle bus 
access. Compared to other parking facilities provided by each of the airports, it may offer better value 
for money, particularly for extended durations.

Table 3.4.3 shows the average drive-up, online and combined average prices for these facilities at 
each of the airports. It also provides an estimate of the average discounts available if customers 
pre-booked online.
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Table 3.4.3:  Average drive-up and online car parking prices in 2017–18, at-distance car parking ($)

Airport 2 to 3 days 6 to 7 days

Average 
drive-up

Average 
online

Combined 
average

Online 
discount

Average 
drive-up

Average 
online

Combined 
average

Online 
discount

Brisbane 56.92 30.75 32.84 –46.0% 94.16 71.92 74.63 –23.6%

Melbourne 66.74 54.14 60.53 –18.9% 92.09 78.70 83.77 –14.5%

Perth 77.04 77.00 77.03 0.0% 124.03 98.50 115.76 –20.6%

Sydney 77.41 70.30 73.58 –9.2% 140.41 108.37 114.93 –22.8%

Note:  This table uses the revenue and throughput rates of open-air at distance car parking facilities for each airport: 
Airpark uncovered (Brisbane), Long-term uncovered car park (Melbourne), T1/T2 long-term car park (Perth) and 
Blu Emu uncovered (Sydney). Average car parking charges are calculated as revenue per vehicle for each length of 
stay. These charges capture any fluctuations in pricing, including promotions that may be offered by the airport and 
are therefore generally lower than listed prices.

Brisbane, Melbourne and Perth offered larger discounts for online bookings at their at-distance facilities, 
compared to the discounts offered at their short-term facilities. In particular, Brisbane Airport offered 
the largest discount of 46 per cent for 2 to 3 days of parking. The discount rates for 6 to 7 days of 
parking averaged 20.4 per cent across the four airports. 

Changes to car parking prices

Table 3.4.4 shows the change in drive-up car parking prices in real terms in 2017–18. Most notably, 
Melbourne Airport’s short-term parking charges fell across all durations, by up to 21.5 per cent. 
Brisbane Airport’s long-term parking charges also fell across all durations, by up to 22 per cent for 5 to 
6 days of parking.

There were no significant increases to prices assessed, with the largest increase being 4.2 per cent 
($0.70) for 30 to 60 minutes of parking at Brisbane Airport.

Table 3.4.4:  Change in selected drive-up prices, short and long-term car parking from  
 30 June 2017 to 30 June 2018

Short-term parking Long-term parking

Airport First 30 mins 30 to 60 mins 1 to 2 hours 1 to 2 days 2 to 3 days 3 to 4 days

Brisbane –1.9% 4.2% 3.0% –8.7% –8.1% –6.6%

Melbourne –21.5% –21.5% –18.8% –1.9% –1.9% –1.9%

Perth 3.4% 1.2% 3.6% 2.0% 3.5% 3.9%

Sydney 4.6% 1.1% 0.1% –0.4% –0.6% –1.4%

Note:  Based on price changes in real terms. Short-term parking is represented by at-terminal, multi-storey facilities at 
each airport (excluding valet). Long-term parking is represented by open-air, at-distance facilities at each terminal.

Motorists booking their car parking online

An increasing proportion of motorists are now booking their car parking online, particularly for longer 
stays, in order to obtain a discount. In 2017–18, the share of total car parking revenue sourced from 
online car park bookings ranged from 24 per cent (Perth) to 47.3 per cent (Brisbane). This represents an 
increase for all four of the monitored airports from the previous year.

Most customers who used long-term, at-distance car parks in Brisbane, Melbourne and Sydney 
pre-booked their parking online, at rates of 87.9 per cent, 55.6 per cent and 62.0 per cent respectively. 
While this rate was lower at Perth Airport, the share of customers choosing to pre-book long-term 
parking online also increased over the past year (representing 28.6 per cent of the total).

In comparison, the percentage of customers booking online for short-term car parking (that is, stays 
of up to one day) is still less than 10 per cent, but has increased at all three of the airports that offered 
these services. The popularity of pre-booking online for longer term options are due to factors such as 
the larger discounts that are available compared to short-term parking, and the ability to arrange for 
longer trips in advance.
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Although more consumers are booking online at the four airports, a majority continue to pay drive-up 
prices and could still potentially benefit from significant discounts by booking car parking online.

3.4.3 Car parking revenues, costs and profits
Table 3.4.5 presents car parking revenue, expenses and operating profits (EBITA) in 2017–18 for the 
monitored airports, as well as changes since 2016–17. In 2017–18, Melbourne and Sydney airports 
generated the highest revenue from car parking, of $149.9 million and $136.4 million respectively. This 
resulted in car parking operating profit of $84.8 million for Melbourne Airport and $95.4 million for 
Sydney Airport.

Table 3.4.5:  Car parking revenue, costs and operating profit in 2017–18

Airport Revenue Expenses Operating profit

Total ($m) Change since 
16–17

Total ($m) Change since 
16–17

Total ($m) Change since 
16–17

Brisbane 100.0 5.0% 34.6 14.3% 65.4 0.6%

Melbourne 149.9 1.3% 65.1 9.4% 84.8 –4.1%

Perth 62.5 –2.7% 29.6 –3.3% 32.9 –2.2%

Sydney 136.4 –0.7% 41.0 6.3% 95.4 –3.5%

Note:  Charges are calculated using prices in real terms.

Both airports have consistently reported the highest revenues and operating profits from car parking 
over the last decade. In particular, Melbourne Airport has reported the highest revenue for each year 
over the reporting period while Sydney Airport has reported the highest operating profit for the last 
three consecutive years.

Car parking revenue at all of the four monitored airports has grown significantly over the past decade. 
Since 2008–09, car parking revenue has increased by 76.9 per cent at Perth Airport, 57.8 per cent at 
Brisbane Airport, 30.5 per cent at Melbourne Airport and 27.4 per cent at Sydney Airport. 

Car parking continues to earn significant operating profit margins (EBITA as a percentage of revenue) 
for the four monitored airports, despite these margins trending downwards over the last decade. 
Figure 3.4.1 presents the operating profit margins from car parking for each of the four monitored 
airports from 2008–09 to 2017–18. 

Figure 3.4.1:  Car parking operating profit margin: 2008–09 to 2017–18
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Sydney Airport reported the highest operating profit margin from car parking for the fifth consecutive 
year at 69.9 per cent, although it was lower than the previous four years. Brisbane Airport reported the 
second highest operating profit margin from parking, at 65.4 per cent, also down (by 2.8 percentage 
points) from 2016–17. Perth Airport had an operating profit margin of 52.7 per cent, while Melbourne 
Airport reported 56.5 per cent, which is 3.2 percentage points lower than the previous year. Melbourne 
Airport has been reporting a lower operating margin since the airport revised their cost allocation 
methodology in 2015–16.

3.4.4 Revenues, costs and profits per vehicle
Table 3.4.6 shows car parking revenue, expenses and operating profit per vehicle for each airport in 
2017–18. Consistent with trends in total car parking revenue, Melbourne Airport reported the highest 
revenue per vehicle at $47.22. This was 21 per cent higher than the next highest airport (Brisbane 
Airport at $39.08) despite the airport’s recent reduction in drive-up prices, and could be attributed to an 
increasing number of consumers choosing premium car parks located closer to the terminals. Revenue, 
prices and throughput from valet and premium parking at Melbourne Airport all increased significantly 
over the past year despite declines in total car parking revenue, profits and throughput.

Table 3.4.6:  Car parking revenue, costs and operating profit per vehicle in 2017–18

Airport Revenue Expenses Operating profit

Total ($) Change since 
16–17

Total ($) Change since 
16–17

Total ($) Change since 
16–17

Brisbane 39.08 0.0% 13.53 8.9% 25.55 –4.1%

Melbourne 47.22 1.7% 20.52 9.8% 26.70 –3.7%

Perth 33.67 6.6% 15.92 6.0% 17.75 7.2%

Sydney 31.79 0.1% 9.56 7.3% 22.23 –2.7%

Note:  Charges are calculated using prices in real terms.

On a per vehicle basis, Perth Airport’s revenue and operating profit both increased over the past year 
by 6.6 and 7.2 per cent respectively. This compares to total revenue and operating profit reported by 
the airport which decreased (see table 3.4.5) and may be attributed to the throughput levels reported 
by the airport, which were at their lowest for the decade.

3.5 Landside access revenue
Aside from driving and parking on airport land, the public can choose to travel to and from the airport 
using a range of transport modes such as taxis, off-airport car parking, terminal pick-up and drop-off, 
hire cars, limousines, public and private buses, trains, or ride-share services. Airports are responsible for 
providing ground transport providers with landside access (e.g. forecourt and transport hubs), waiting 
areas and roads to facilitate movements around the airport. To some degree, these transport modes 
also compete with airports’ own car parking facilities. 

The monitored airports levy some charges for operators of alternative transport modes to access 
landside areas at airports. The level of these charges, and the quality of the access provided, can 
potentially constrain landside operators’ ability to compete with airports’ own car parking businesses.

This section examines recent trends in landside access revenues at each of the monitored airports. 
Unlike aeronautical activities, landside access data is provided by airports on a voluntary basis and 
may vary in the forms in which it is provided across the airports. For example, because airports have 
inconsistent methods for reporting revenue from car rental operators, this information is excluded from 
total revenue figures.

3.5.1 Total landside revenue
Figure 3.5.1 summarises total landside access revenue at each of the four monitored airports since 
the ACCC started monitoring these services in 2009–10. In 2017–18, the four monitored airports 
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earned a combined $58.7 million in revenue from providing landside access to ground transport 
operators. Melbourne Airport collected $23.6 million in these revenues, compared to $22.4 million for 
Sydney Airport.

Figure 3.5.1:  Total landside access revenue: 2009–10 to 2017–18
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Note:  Values in 2017–18 dollars. Totals for all four airports exclude revenue from car rental operators. 

Over the past year, total landside access revenue increased at all four airports, by between 8.5 per cent 
(Sydney Airport) and 18.9 per cent (Melbourne Airport). For all four airports, 2017–18 was the first full 
year of reporting ride-share operations. This can explain most of the increases seen in figure 3.5.1, as 
revenue from alternative modes generally either fell or remained stable during the year.

There has been a general upward trend in total landside access revenue collected at all of the monitored 
airports since the ACCC commenced reporting of landside access services in 2009–10. The combined 
revenue collected in 2017–18 was more than twice the amount of revenue collected in real terms in 
2009–10 ($24.7 million). 

Melbourne Airport’s revenues increased the most over this period (by 243.0 per cent), while Sydney, 
Perth and Brisbane airports reported growth of 111.9, 108.9 and 59.2 per cent respectively. These 
strong growth rates can be attributed to both growth in the demand for landside access services as well 
as increases in fees and charges for certain transport modes at some airports. 

For example, taxis at Melbourne Airport are paying 128.9 per cent more than they did in 2009–10 
($3.658 per pick up compared to $1.56 in 2009–10), while ride-share paid $4.40 per trip in 2017–18. 
Although Perth Airport does not charge buses (including off-airport car park operators) a landside 
access fee, charges to private cars (e.g. limousines) have increased by 76 per cent since 2009–10. Fees 
charged to private cars, taxis and ride-share vehicles are all passed onto the passenger as a surcharge 
on top of their fare. More information on the specific fees and charges levied by each of the four 
airports can be found in chapters 4–7.

3.5.2 Revenue by transport mode
Table 3.5.1 details the total revenues collected by airports from access charges on various transport 
modes over the past year. Most notably, the take-up of Uber and other ride-share services has been 
significant and resulted in the creation of dedicated pick-up and drop-off zones in each of the airport’s 
forecourt areas. It has also contributed to declines in taxi demand and revenue at all of the monitored 
airports except Brisbane, where revenue remained relatively stable.

Since 2009–10, different transport modes have contributed varying levels of revenue for airports. Taxi 
charges have typically contributed the most significant amount due to higher take-up rates for the 
service. This is the case for all of the monitored airports except Melbourne Airport, where private buses 
(including Skybus) contributes the most significant amount of landside access revenue. 
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Table 3.5.1:   Landside access revenue by mode: 2016–17 to 2017–18 ($’000)

Transport mode Year Brisbane(a) Melbourne(b) Perth Sydney(c)(d)

Taxi 2017–18 4 072.5 6 740.7 2 533.0 12 053.0

2016–17 4 009.2 7 001.5 2 763.4 12 086.8

% change 1.6% –3.7% –8.3% –0.3%

Public bus 2017–18  309.8 0 0 0

2016–17  329.2 0 0 0

% change –5.9% 0 0 0

Private bus 2017–18 1 820.0 9 059.1 0 2 354.0

2016–17 2 444.1 7 953.5 0 2 538.0

% change –25.5% 13.9% 0 –7.3%

Off-airport car parking 2017–18  449.0 2 710.3 0 N/A

2016–17  516.9 2 440.2 0 N/A

% change –13.1% 11.1% 0 N/A

Train 2017–18  168.0 N/A N/A 0

2016–17  168.4 N/A N/A 0

% change –0.2% N/A N/A 0

Private car 2017–18 N/A 2 624.3  325.0 4 227.0

2016–17 N/A 2 490.1  341.3 3 746.9

% change N/A 5.4% –4.8% 12.8%

Ride-share 2017–18 1 447.0 2 509.4 1 497.0 3 781.0

2016–17 N/A N/A  604.7 2 291.4

% change N/A N/A 147.6% 65.0%

Notes: N/A indicates that the transport mode is not available for that airport. A zero indicates that the airport does not 
charge for that transport mode. 
(a) Revenue from private car operators is captured in figures for private bus. Revenue from ride-share services was 
captured in figures for private bus in 2016–17, which explains the relatively large fall in revenue for that category 
compared to the previous year. (b) Revenue from Skybus is captured in figures for private bus. Off-airport operator 
bus revenues include regional and chartered buses. (c) Revenue from off-airport car parking operators are captured 
in figures for private bus. (d) Ride-share refers to the priority pick-up areas at Sydney Airport and therefore only 
represents a proportion of this revenue. This category also includes pre-booked taxis, some private cars and paid 
public pick-up. Reporting of ride-share revenue for Sydney Airport in 2016–17 was for a partial year only (from 
September 2016).

3.6 Quality of service
This section summarises each of the four monitored airport’s quality of service monitoring results 
for aeronautical services. To evaluate airports’ service quality, the ACCC collects both subjective and 
objective information on aircraft and passenger-related services and facilities.

Airport users, including airlines and passengers, are the principal sources for the ACCC’s quality of 
service assessment survey data. The respondents of these surveys are asked to rate their level of 
satisfaction with airport services and facilities on a scale of 1 to 5. These are then converted into five 
ratings ranging from ‘very poor’ to ‘excellent’, as shown in table 3.6.1.

Table 3.6.1:   Ratings of satisfaction for airport facilities and services 

Scales 1–1.49 1.50–2.49 2.50–3.49 3.50–4.49 4.50–5

Average ratings Very poor Poor Satisfactory Good Excellent

The ACCC also collects data from the airport operators on a wide range of objective indicators. An 
example of these indicators is the number of departing passengers per check-in desk, kiosk and bag 
drop facility.
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3.6.1 Total airport services
For each airport, the ACCC calculates a single overall quality of service rating. This overall rating covers 
aeronautical, car parking and, to a lesser degree, landside operations. The overall rating represents the 
average score that the airport achieved across the many measures based on airline surveys, passenger 
surveys and objective indicators. The methodology for calculating this rating is explained in section 
A4.2.3 in appendix A4.

Figure 3.6.1 shows that in 2017–18, all four monitored airports were rated as ‘good’ for their overall 
quality of service. This is the first time in the last decade that this has occurred. Both Sydney and 
Melbourne airports improved from ‘satisfactory’ to ‘good’. 

Figure 3.6.1:  Overall quality of service rating: 2008–09 to 2017–18
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For the second year in a row, Perth Airport was the highest rated among the four monitored airports 
after overtaking Brisbane Airport in 2016–17. The significant improvement in Perth Airport’s overall 
quality of service rating in the past few years coincides with significant investments in the terminals. 

3.6.2 Passenger ratings of the airports’ quality of service
Passengers at each of the monitored airports are surveyed about the quality of service provided by the 
airport. Passenger perception can be affected by service providers operating at the airports such as the 
airlines, ground handling services, some security providers and Australian Border Force personnel other 
than the airport operators themselves. 

Figure 3.6.2 shows the average passenger ratings of the quality of service for each monitored airport for 
the past decade. The average ratings were calculated by drawing on passenger survey responses with 
respect to passenger-related aeronautical services, car parking services and landside services such as 
taxi pick-up and drop-off facilities.
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Figure 3.6.2:  Average passenger ratings of quality of service: 2008–09 to 2017–18
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During 2017–18 all four of the monitored airports were rated as ‘good’ by passengers. Brisbane Airport 
has consistently received the highest rating in the last decade although its rating has decreased 
marginally in the past two years. Sydney and Melbourne airports both improved on their passenger 
ratings during 2017–18, with Sydney Airport experiencing the largest increase. In contrast, Perth 
Airport’s rating declined marginally. 

Passenger ratings on the quality of service at the monitored airports have been very consistent in the 
past decade, particularly when compared to airline ratings (discussed in section 3.6.3). Except for 
Brisbane Airport receiving a rating of ‘excellent’ in 2015–16, all airports have received ‘good’ ratings 
from passengers in the entire period. Sydney Airport has been consistently rated the lowest by 
passengers over the last decade.

3.6.3 Airline ratings of the airports’ quality of service
Airlines are direct users of airport services and facilities. They provide an informed view of the 
quality of the airports’ aeronautical infrastructure such as runways, taxiways and associated 
terminal infrastructure. 

However, the ACCC is mindful that customers of airport services such as airlines may be strategically 
motivated to rate the quality of services downwards at individual airports. In contrast to passenger 
ratings, airline ratings have been much more volatile and generally lower over the past decade. 
The volatility in performance may reflect the relatively small number of respondents to the survey 
(e.g. around eight to ten airlines).

Figure 3.6.3 presents the average airline ratings on the quality of service for each monitored airport over 
the past decade. The average rating has been calculated using airline survey responses with respect to 
aircraft- and passenger-related aeronautical services and airport management.
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Figure 3.6.3:  Average airline ratings of quality of service: 2008–09 to 2017–18
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Perth Airport’s average rating from airlines has significantly improved over the past three years. It is also 
the highest rated and the only monitored airport to receive a ‘good’ rating during that period, while the 
other three monitored airports were rated as ‘satisfactory’ by airlines. 

In 2017–18, Sydney and Melbourne airport’s ratings remained relatively constant. Brisbane Airport’s 
rating declined marginally and has trended downwards over the period, despite receiving the highest 
rating for six of the past ten years. 

3.7 Comparing trends in revenue per passenger with 
aeronautical quality of service

This section looks at trends in both revenue per passenger (as a proxy for prices) and quality of service. 
It is useful to compare both of these measures to identify whether users of airport services are getting 
more or less value. For example, investment by an airport may see an increase in charges to airlines, 
but this investment may also lead to a significant improvement in the quality of service provided by the 
airport. However, a monopoly infrastructure operator may also not have much incentive to constrain its 
prices and/or improve its service levels. 

Figure 3.7.1 compares each airport’s overall rating of the quality of aeronautical services with its average 
aeronautical revenue per passenger, both in 2017–18 and a decade earlier. The measure of overall rating 
for aeronautical services is calculated using a similar approach as the overall rating for total airport 
services in figure 3.6.1 but excludes indicators related to car parking and landside services. 

The most favourable outcome for customers of the airports (such as airlines) would be in the lower right 
region in the chart, which represents lower prices and higher quality. The least favourable outcome is in 
the upper left region which represents lower quality and higher prices.
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Figure 3.7.1:  Aeronautical revenue per passenger and aeronautical quality of service rating for the  
 monitored airports: 2008–09 to 2017–18
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For these measures, all four monitored airports have drifted upwards over the last decade, indicating 
increasing average aeronautical revenue per passenger at the airports. For all airports, the upward 
movement is more apparent than any corresponding move to the right, which would represent 
improved quality of service. In fact, both Brisbane and Melbourne airports have seen a move to the left 
(a decline in quality of service from a decade ago). This may suggest that airport users could have lost 
value for their payments over this time, and/or that the costs of operating the airports have increased. 

Perth, Brisbane and Melbourne airports appear to be providing similar ratios of revenue to quality, with 
Perth Airport at relatively higher price/quality and Melbourne Airport at relatively lower price/quality. 
Sydney Airport is the outlier with both the highest revenue per passenger and the lowest quality of 
service rating. Some of the factors behind Sydney Airport’s higher revenue per passenger are discussed 
in section 3.3.1.
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4. Brisbane Airport

Key points
�� In 2017–18, Brisbane Airport’s passenger traffic grew by 2.6 per cent to 23.7 million passengers. 

This was driven by a 6.0 per cent increase in international passenger traffic to 6.1 million, while 
the number of domestic passengers rose by 1.5 per cent to 17.5 million.

�� Higher airport charges led to significant increases in aeronautical revenue in 2017–18 on both 
a total (up 18.4 per cent to $350.7 million) and per-passenger (up 15.4 per cent to $14.82) 
basis. Aeronautical operating profit (EBITA) grew by 24.8 per cent to $172.9 million. The airport’s 
aeronautical operating profit margin increased by 2.5 percentage points to 49.3 per cent, the 
highest it has been since monitoring began. The rate of return on total aeronautical tangible 
non-current assets increased to 7.9 per cent.

�� Brisbane Airport invested $341.2 million in aeronautical capital expenditure which represented 
14.6 per cent of aeronautical tangible non-current assets. This is an increase over the previous 
year and reflects projects such as the upgrade to the international terminal’s north concourse as 
well as ongoing works to build the new runway (scheduled for completion in 2020). 

�� Brisbane Airport’s overall quality of service rating was again rated as ‘good’, with the rating 
remaining relatively stable over the last decade. Brisbane Airport’s passengers continued to 
rate the airport as ‘good’ but average ratings of both passenger and airline surveys decreased 
in 2017–18. The average rating for international terminal declined modestly while the domestic 
terminal’s rating remained largely unchanged.

�� Total car parking revenue increased by 5.0 per cent to $100.0 million, which represented around 
12.9 per cent of total airport revenue. The relatively higher increase in expenses of 14.3 per cent 
over the year resulted in operating profits from car parking remaining relatively stable at 
$65.4 million.

4.1 Introduction
This chapter presents a detailed review of the performance of Brisbane Airport in the supply of 
aeronautical, car parking and landside access services. 

The chapter is structured as follows:

�� section 4.2 presents an overview of aeronautical activity, terminal configuration and aeronautical 
investments

�� section 4.3 reports on prices and financial performance

�� section 4.4 reports on the quality of aeronautical and total airport services

�� section 4.5 presents a review of car parking and landside access services. 

Brisbane Airport is only required to provide information to the ACCC in relation to the terminals 
that it directly operates. This means that the domestic terminal operated by Qantas and Virgin 
under its domestic terminal lease is generally excluded from the data contained within this chapter 
(see section 1.2 for more information). The only exceptions are:

�� the data presented in section 4.2 in relation to aeronautical activity, and

�� where figures are presented for total airport operations.

Unless otherwise noted, dollar values presented throughout this chapter are in 2017–18 dollars, with all 
movements having been adjusted for inflation. 
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4.2 Airport overview and major aeronautical 
investments

This section provides an overview of Brisbane Airport and its activity and investment during 2017–18. 
It covers the volume of passengers, tonnes landed and aircraft movements (section 4.2.1), terminal 
configurations (section 4.2.2) and major aeronautical investments (section 4.2.3).

4.2.1 Aeronautical activity levels
Figure 4.2.1 shows that in 2017–18, Brisbane Airport’s passenger traffic grew by 2.6 per cent to 
23.7 million. This was driven by a 6.0 per cent increase in international passenger traffic to 6.1 million, 
which is higher than the average annual growth rate in international passengers of 4.0 per cent over 
the past decade. There was a relatively smaller increase of 1.5 per cent in domestic passenger traffic to 
17.5 million.

Figure 4.2.1:  Brisbane Airport—volume of passengers, tonnes landed and aircraft movements:  
 2008–09 to 2017–18
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Note:  Domestic passenger numbers include domestic passengers who travel via an airline that use the terminal that is 
leased from the airport to Qantas and Virgin under a domestic terminal lease.

Figure 4.2.1 also shows that the volume of tonnes landed increased by 2.3 per cent in 2017–18 to 
8.4 million. Aircraft movements however decreased slightly by 1.2 per cent to 213 102 in 2017–18.

4.2.2 Terminal configurations
Brisbane Airport has one common-user international terminal for all international airlines flying in and 
out of the airport. There is also a single domestic terminal, largely occupied and operated by Qantas 
and Virgin Australia under lease. The remainder of the domestic terminal is comprised of common-user 
areas that are mainly used by Jetstar, Tigerair and regional airlines.

4.2.3 Aeronautical investments
Table 4.2.1 lists selected aeronautical investments that were completed, initiated or planned during 
2017–18. An overview of car parking and landside-related investments can be found in section 4.5.1.

During 2017–18, Brisbane Airport completed the construction of the northern concourse of the 
international terminal. This project added extra gate lounges, fixed links and aerobridges to create six 
additional boarding areas for the terminal.
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Table 4.2.1:  Brisbane Airport—selected investments in aeronautical services and facilities

Description of investment Value ($m) Started Completed

International terminal northern concourse 81.63 Q3 2016 Q1 2018

International apron bays 69 to 71 40.46 Q3 2016 Q4 2017

Domestic terminal fire upgrade project 25.79 Q1 2017 Q4 2017

New parallel runway 1 300.00 2012 2020

Domestic terminal goods and waste facilities 4.70 Q3 2017 Q3 2019

International terminal baggage handling system upgrades 1.10 Q3 2017 Q4 2018

Domestic northern apron expanstion 168.00 Q1 2015 Q1 2030

International terminal Bays 65 to 68 including links 70.40 Q3 2018 Q4 2020

The international terminal baggage handling system upgrade commenced in 2017–18. This project 
will involve the installation of additional automatic tag readers and a new conveyor belt to bypass the 
manual encode process that Brisbane Airport currently uses.

The domestic northern apron expansion is currently in the planning and design phase. The first of four 
stages will consist of four new regional aircraft bays and is due for completion in December 2019.

In addition to the above, the $1.3 billion New Parallel Runway project is expected for completion in 
2020. It includes the construction of a 3.3 kilometre runway, over 12 kilometres of taxiways, airfield 
infrastructure and an underpass for vehicles to access the general aviation precinct.

4.3 Aeronautical price monitoring and financial 
performance results

This section presents Brisbane Airport’s aeronautical price monitoring and financial reporting results. 
These results are categorised into prices (section 4.3.1), revenues, costs and profits per passenger 
(section 4.3.2), and in total (section 4.3.3), assets (section 4.3.4), changes in the asset base (section 
4.3.5) and the rate of return on tangible non-current assets (section 4.3.6). Note that all pricing and 
financial data is presented in real terms with values in 2017–18 dollars.

4.3.1 Prices
Airports publish list prices (or ‘rack rates’) that represent the maximum charge applicable to an airline 
operating out of the airport. However, airports typically enter into negotiations that result in airlines 
paying rates below the list prices. Major Australian airports discount charges for domestic flights by 
an average of 24.0 per cent and international charges by an average of 9.8 per cent according to the 
Australian Airports Association.24 

Brisbane Airport’s pricing agreements with domestic and international airlines are structured in 
two parts. The first part is a 25-year agreement for the runway system that has been in place since 
1 September 2012. 

Brisbane Airport has an agreement with domestic and international airlines that covers terminals 
and aprons. Brisbane Airport’s current agreement has been in place since 1 September 2012. A new 
agreement covering terminals and aprons came into effect from 1 January 2019. The airport said that 
a cost-based building block method has been used to set charges for these agreements, and prices are 
typically adjusted as investment expenditure is incurred. Further information on these agreements can 
be found in section 2.2.1.

Table 4.3.1 presents the published list prices for aeronautical services at Brisbane Airport during 
2017–18, as well as their movements between 2013–14 and 2017–18. Perpassenger runway and terminal 
charges are the most significant charges for airlines, and these all increased in 2017–18. The most 
significant change was to the international passenger service charge which increased by 22.4 per cent. 

24 Australian Airports Association, AAA submission to the Productivity Commission, 2018, p. 32.
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The domestic passenger service charge also increased by 8.9 percent if an aerobridge was used to 
service the aircraft and 8.1 per cent if an aerobridge wasn’t used. 

Table 4.3.1:  Brisbane Airport—schedule of published aeronautical charges and movements over time:  
  2013–14 to 2017–18

Description of investment Charge 
per unit 

($)

Indexed list prices 

(2017–18 base year=100)

2017–18 2013–14 2014–15 2015–16 2016–17 2017–18

Landing fees

Freight landing fees (per MTOW) 21.73 81.0 93.1 92.5 86.4 100.0

General aviation landing fees (per MTOW) 21.73 81.0 93.1 92.5 86.4 100.0

Rotary wing landing fees (per MTOW) 13.02 81.1 93.2 92.8 86.6 100.0

International private charter and non scheduled air 
service landing fee (per MTOW)

21.73 81.0 93.1 92.5 86.4 100.0

Aircraft parking fees

0 to 5 000kg 110.00 35.3 34.7 60.3 93.5 100.0

5 001 to 20 000kg 110.00 58.8 57.8 74.6 96.3 100.0

20 001 to 40 000kg 110.00 88.2 86.7 92.4 99.7 100.0

40 001 to 100 000kg 160.93 96.8 95.2 97.4 100.7 100.0

100 001 to 250 000kg 367.29 96.8 95.2 97.5 100.7 100.0

250 001 to 400 000kg 534.27 96.8 95.2 97.5 100.7 100.0

400 001kg + 707.85 96.9 95.2 97.5 100.7 100.0

Noise surcharge (applies to all aviation charges)—
excluding GST

0.50 100.0 100.0 100.0 100.0 100.0

Runway Charges

Domestic Runway charge (per passenger) 4.40 63.4 83.4 85.1 78.5 100.0

International Runway charge (per passenger) 8.04 59.7 79.0 81.8 76.2 100.0

Terminal charges

Domestic terminal infrastructure charge (per passenger) 4.94 88.9 98.3 104.1 100.3 100.0

International passenger service charge (per passenger) 27.87 92.5 86.5 83.5 81.7 100.0

Domestic passenger service charge common user 
terminal—including aerobridge (per passenger)

9.35 94.2 95.7 96.1 91.8 100.0

Domestic passenger service charge common user 
terminal—excluding aerobridge (per passenger)

8.62 93.6 96.0 96.8 92.5 100.0

Government mandated security charges

International passenger government mandated security 
charge (per passenger)

3.53 119.3 126.8 103.4 101.6 100.0

Domestic passenger government mandated security 
charge common user terminal (per passenger)

2.40 84.6 100.3 107.1 104.1 100.0

Domestic passenger government mandated security 
charge Qantas/Virgin terminal (per passenger)

0.20 64.1 94.6 98.5 76.4 100.0

Other charges

Peak period minimum movement charge 220.00 106.9 105.1 103.7 101.9 100.0

Note:  Real indexed prices are in 2017–18 dollars. Charges include GST.

Brisbane Airport’s runway charges also increased in 2017–18. The domestic passenger runway charge 
increased by 27.3 per cent, while the international passenger runway charge increased by 31.2 per cent.

Some charges declined in 2017–18. The government mandated security charge for domestic 
passengers at the common user terminal decreased by 3.9 per cent, while the same charge for 
international passengers fell by 1.6 per cent.
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Although many charges did decrease over the past year, all aeronautical charges except the noise 
surcharge and the international passenger government mandated security charge have increased since 
2013–14. These charges include domestic and international runway charges (57.7 and 67.5 per cent 
respectively), security charges at the domestic common-user terminal (18.2 per cent), and the landing 
fee (23.4 per cent).

4.3.2 Revenues, costs and profits per passenger for aeronautical 
services

Figure 4.3.1 displays the aeronautical revenue, expenses and operating profit per passenger at Brisbane 
Airport over the past decade. Expenses and profits have been calculated using the line-in-the-sand 
approach to asset valuations (see box 3.3.2). 

Figure 4.3.1:  Brisbane Airport—aeronautical revenue, expenses and operating profit per passenger:  
 2008–09 to 2017–18
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Note:  Real values in 2017–18 dollars.

In 2017–18, aeronautical revenue per passenger increased by 15.4 per cent to $14.82, which was much 
higher than the 1.1 per cent increase in the previous year. This is the largest increase in revenue per 
passenger of the monitored airports and was mainly driven by the growth in the passenger runway and 
terminal charges over the past year. Over the past decade, aeronautical revenue per passenger has 
increased by 42.9 per cent. Part of this trend would be associated with international passengers growing 
as a proportion of the airport’s passenger mix.

The higher revenues per passenger primarily flowed into profit. Operating profit (EBITA) per passenger 
grew by 21.6 per cent to $7.31. Aeronautical expenses per passenger increased by 10.0 per cent in 
2017–18 to $7.51.

4.3.3 Revenues, costs and profits for aeronautical and total airport 
services

Table 4.3.2 presents the revenues, costs and profits for aeronautical services and the total airport 
over the past decade. Once again, the line-in-the-sand approach to asset valuations has been used to 
calculate these numbers.

In 2017–18, total aeronautical revenue increased by 18.4 per cent to $350.7 million. This was 
much higher than the growth of 2.8 per cent observed in the previous year. This growth was 
mainly attributable to significant increases in aeronautical charges (especially for international 
airlines), but other factors were the growth in passengers and a higher proportion of passengers 
flying internationally.
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Aeronautical expenses grew by 12.8 per cent in 2017–18. The relatively larger increase in aeronautical 
revenue over the year contributed to an overall increase in aeronautical profit (EBITA) of 24.8 per cent, 
to $172.9 million. This is 131.3 per cent higher than the aeronautical profit reported in 2008–09. 

Brisbane Airport’s aeronautical operating profit (EBITA) margin was 49.3 per cent in 2017–18, increasing 
by 2.5 percentage points from the previous year. This is the highest profit margin recorded since 
monitoring began and the highest margin reported of the four monitored airports in 2017–18. 

4.3.4 Assets for aeronautical and total airport services
Table 4.3.3 shows Brisbane Airport’s tangible non-current assets for aeronautical and total airport 
services over the past decade. The line-in-the-sand approach to asset valuations has been used.

Total aeronautical tangible non-current assets increased by 15.1 per cent to $2.3 billion. This was driven 
primarily by an increase in the value of property, plant, and equipment and to a lesser extent, increases 
in other non-current assets.

4.3.5 Capital expenditure 
Figure 4.3.2 presents asset additions as a percentage of tangible non-current assets since 2008–09. 
Brisbane Airport invested $341.2 million in aeronautical capital expenditure in 2017–18, representing 
around 14.6 per cent of total aeronautical tangible non-current assets. Assets under construction made 
up 36.9 per cent of these additions with a value of $125.8 million (see section 4.2.3).

Additions as a percentage of tangible non-current assets hit a peak of 19.3 per cent in 2014–15, falling 
to 8.1 per cent in the following year. Since then, additions have increased, rising to 14.6 per cent in 
2017–18. An increase is expected in the future with the construction of the new parallel runway and 
associated investments. Construction of the new runway has begun. The taxiways linking the new 
parallel runway with the domestic and international terminals and the rest of the airfield have been 
completed.25

Figure 4.3.2:  Brisbane Airport—additions as a percentage of tangible non-current assets for aeronautical  
 and total airport services: 2008–09 to 2017–18
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25  Brisbane Airport completes construction of first taxiways for new runway’, Australian Aviation, 7 September 2018.
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Table 4.3.2:  Brisbane Airport—revenues, expenses and profits for aeronautical and total airport services—line-in-the-sand approach: 2008–09 to 2017–18

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Revenue ($m) Total aeronautical 198.2 213.5 228.1 238.6 249.6 258.4 286.1 288.0 296.1 350.7

Total airport 462.9 501.9 524.5 545.9 578.6 603.0 641.9 666.6 692.0 776.5

Aeronautical % of total airport 42.8 42.5 43.5 43.7 43.1 42.9 44.6 43.2 42.8 45.2

Operating expenses ($m) Total aeronautical 123.4 125.8 127.1 126.8 136.6 145.8 156.4 157.3 157.5 177.7

Total airport 200.3 204.0 211.9 217.2 238.3 250.9 267.2 277.8 288.0 318.4

Operating profit ($m) Total aeronautical 74.8 87.7 101.0 111.8 112.9 112.7 129.7 130.7 138.6 172.9

Total airport 262.6 298.0 312.6 328.7 340.3 352.1 374.6 388.8 404.0 458.2

Profit margin (%) Aeronautical 37.7 41.1 44.3 46.9 45.2 43.6 45.3 45.4 46.8 49.3

Total airport 56.7 59.4 59.6 60.2 58.8 58.4 58.4 58.3 58.4 59.0

Revenue per passenger ($) Total aeronautical 10.38 11.09 11.26 11.25 11.55 11.70 12.84 12.70 12.84 14.82

Operating expenses per 
passenger ($)

Total aeronautical 6.46 6.53 6.28 5.98 6.33 6.60 7.02 6.93 6.83 7.51

Operating profit per 
passenger ($)

Total aeronautical 3.91 4.56 4.98 5.27 5.23 5.10 5.82 5.76 6.01 7.31

Note:  Real values in 2017–18 dollars.
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Table 4.3.3:  Brisbane Airport—non-current assets for aeronautical services and total airport services—line-in-the-sand approach: 2008–09 to 2017–18 ($m)

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Investment property Aeronautical  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0

Total airport  808.1  835.8  911.5 1 002.2 1 101.1 1 140.6 1 195.3 1 291.6 1 289.4 1 381.2

Land Aeronautical  31.4  30.1  29.1  29.2  65.7  62.9  63.2  68.3  64.2  62.4

Total airport  78.9  76.3  73.3  70.7  108.4  105.0  102.6  105.8  103.0  100.0

Property, plant and equipment Aeronautical 1 191.6 1 119.0 1 110.0 1 206.6 1 262.4 1 416.3 1 671.2 1 763.9 1 850.1 2 095.7

Total airport 1 654.1 1 691.0 1 768.2 1 897.8 1 929.1 2 160.7 2 470.7 2 555.1 2 671.0 2 865.1

Intangibles Aeronautical  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0

Total airport  997.6  975.0  945.6  924.3  903.7  879.8  865.0  853.2  838.9  823.0

Other tangible non-current assets Aeronautical  49.7  4.6  18.7  0.0  24.3  17.2  80.1  109.0  119.7  182.4

Total airport  123.5  11.0  48.9  0.0  90.0  113.6  256.0  347.1  260.4  221.8

Total tangible non-current assets Aeronautical 1 272.7 1 153.7 1 157.8 1 235.8 1 352.5 1 496.4 1 814.5 1 941.1 2 033.9 2 340.6

Total airport 2 664.6 2 614.1 2 801.9 2 970.7 3 228.6 3 519.9 4 024.6 4 299.5 4 323.8 4 568.2

Total non-current assets Aeronautical 1 272.7 1 153.7 1 157.8 1 235.8 1 352.5 1 496.4 1 814.5 1 941.1 2 033.9 2 340.6

Total airport 3 662.3 3 589.1 3 747.5 3 895.0 4 132.4 4 399.7 4 889.6 5 152.8 5 162.7 5 391.2

Note:  Real values in 2017–18 dollars.
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4.3.6 Rates of return on tangible non-current assets
The ACCC calculates the rate of return on tangible non-current assets using earnings before interest, 
tax and amortisation (EBITA) on average assets. The rate of return for aeronautical services was 
7.9 per cent in 2017–18, up from 7.0 per cent the previous year. This is the first time that the rate of 
return has increased since 2011–12 (see figure 4.3.3). Among the monitored airports, Brisbane Airport 
has consistently reported the lowest rate of return on aeronautical tangible non-current assets since the 
ACCC began the airports monitoring program.26

Figure 4.3.3:  Brisbane Airport—rate of return (EBITA) on tangible non-current assets for aeronautical and  
 total airport services: 2008–09 to 2017–18
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For total airport services, the rate of return increased from 9.4 per cent in 2016–17 to 10.3 per cent in 
2017–18. This is the highest rate of return since 2013–14.

4.4 Quality of aeronautical and total airport services
Ratings of the quality of service offered at each airport are derived from surveys of both airlines and 
passengers as well as various objective indicators of performance collected from the airport. This 
section discusses ratings derived from these surveys for Brisbane Airport, together with other objective 
indicators of service quality. 

This section presents Brisbane Airport’s overall average ratings (section 4.4.1), followed by ratings for 
terminal and aircraft-related services and facilities (section 4.4.2), and ratings for passenger-related 
services and facilities for each terminal (section 4.4.3).

4.4.1 Total airport services
Figure 4.4.1 presents Brisbane Airport’s overall quality of service rating, which covers aeronautical, 
car parking and, to a lesser degree, landside operations. The overall rating represents the average 
score that the airport achieved across a large number of measures based on airline surveys, 
passenger surveys and objective indicators. The methodology for calculating this rating is explained in 
section A4.2.3 in appendix A4.

Brisbane Airport has consistently performed relatively well among the four monitored airports in terms 
of overall quality of service, and was only overtaken by Perth Airport in 2016–17 as the highest rated 
airport for overall quality of service. In 2017–18, its overall quality of service was again rated as ‘good’, 
with the rating remaining relatively stable over the last decade.

26 This refers to line-in-the-sand accounts from 2007–08 to 2017–18 and non-line-in-the-sand accounts from 2001–02 to 
2006–07.
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Figure 4.4.1:  Brisbane Airport—rating of overall quality of service, passenger surveys and airline surveys:  
 2008–09 to 2017–18
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Source:  Airline surveys, passenger surveys and objective indicators obtained from Brisbane Airport.

Figure 4.4.1 shows that Brisbane Airport’s average ratings in both passenger and airline surveys 
decreased in 2017–18. While the average passenger rating is trending down slightly, it remained near 
the top of the ‘good’ category and above the level recorded a decade ago. In contrast, the average 
airline rating declined further within the ‘satisfactory’ category in 2017–18 and was at its lowest level in 
the past decade. 

Figure 4.4.2 shows Brisbane Airport’s average ratings in relation to the availability and standard of 
services and facilities over the past decade. These ratings have remained relatively stable within 
the ‘good’ category during the last decade. While the rating for the availability of total airport 
services remained largely unchanged in 2017–18, the rating for the standard of total airport services 
declined marginally.

Figure 4.4.2: Brisbane Airport—average ratings for the standard and availability of airport services and  
 facilities: 2008–09 to 2017–18
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Source:  Airline surveys, passenger surveys and objective indicators obtained from Brisbane Airport.
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4.4.2 Terminal and aircraft-related services and facilities
Figure 4.4.3 shows that the quality of service ratings for both the domestic and international terminals 
were rated as ‘good’ in 2017–18. While the rating for the international terminal declined modestly, the 
domestic terminal’s rating remained largely unchanged. Both ratings have remained relatively stable 
during the last decade. 

Figure 4.4.3: Brisbane Airport—average ratings for international and domestic terminal facilities, and  
 aircraft-related services and facilities: 2008–09 to 2017–18
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Source:  Airline surveys, passenger surveys and objective indicators obtained from Brisbane Airport.

In 2017–18, the average rating by airlines of the quality of aircraft-related services improved moderately 
following the decline in the previous two consecutive years (figure 4.4.3). However the improvement 
was not sufficient to bring the rating back into the ‘good’ category, which the airport achieved most 
recently in 2014–15. 

Table 4.4.1 provides more detail on how airlines have rated specific elements of aircraftrelated services. 
Most of the ratings improved in 2017–18. However, all indicators have declined over the last decade.
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Table 4.4.1:  Brisbane Airport—airline ratings of quality of individual aircraft-related services and  
 facilities: 2017–18, 1-year change, and change since 2008–09

Category Indicator Rating category 
2017–18

1-year 
change

Change 
since 
2008–09

Runway Availability Satisfactory p q*

Standard Good q q

Taxiways Availability Good p q

Standard Good p q

Aprons Availability Good p* q

Standard Good p q

Aircraft parking Availability of facilities and bays Satisfactory p q*

Standard of facilities and bays Satisfactory p q*

Ground handling Availability of services and facilities Satisfactory — q*

Standard of services and facilities Satisfactory — q*

Management 
responsiveness

Availability Satisfactory q q*

Standard Satisfactory q q*

Notes:  The rating categories are: Very poor, Poor, Satisfactory, Good and Excellent. 
p indicates an improvement; q indicates a decline; — indicates no change.  
*Rating changed by a category over the period.

The rating for runway availability improved within the ‘satisfactory’ range in 2017–18. Some airlines 
commented that they were provided with adequate notifications of scheduled works. In particular, 
airlines said that the airport consulted with them regarding expected disruptions as a result of the new 
parallel runway construction. The ratings for runway standard declined but maintained a ‘good’ rating.

The ratings for the availability and standard of taxiways, aprons and aircraft parking facilities all 
improved in 2017–18. Airlines said that the impact of congestion at these facilities during peak periods 
was alleviated due to the introduction of additional aerobridges and bays and had resulted in reduced 
needs for towing. It was noted however that the availability of parking bays during peak periods was 
still limited. 

The ratings for the availability and standard of ground handling were unchanged and rated as 
‘satisfactory’ in 2017–18. Some airlines said that there was congestion in baggage rooms while others 
suggested that there was a need for the provision of ground power and air conditioning on aerobridges. 

The ratings for management responsiveness declined in 2017–18, although both the availability and 
standard indicators remained in the ‘satisfactory’ range. Some airlines identified the response time of 
airport management as an area for improvement. 

4.4.3 Passenger-related services and facilities

International terminal

Table 4.4.2 summarises the quality of service ratings for passenger-related services and facilities at 
Brisbane Airport’s international terminal.

Passengers continued to rate the quality of services and facilities at the international terminal of 
Brisbane Airport favourably in 2017–18. More than a third of the indicators were rated as ‘excellent’ with 
the rest receiving the ‘good’ rating. However, the ratings for the majority of the indicators declined when 
compared with the previous year with nearly half declining from ‘excellent’ to ‘good’. Declines related to 
measures associated with immigration, information, baggage, and gate lounges. 

Consistent with previous years, airlines rated the quality of passenger-related services at the 
international terminal less favourably than passengers did. The ratings for all of the indicators declined 
but remained rated as ‘satisfactory’.
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The rating for both the availability and standard of check-in dropped from ‘good’ to ‘satisfactory’. Some 
airlines commented that while the airport had focused on providing more check-in kiosks and automatic 
bag drop facilities, availability of these facilities was an issue when more airlines were moving across 
to kiosks and automatic bag drop. Airlines also raised issues on the standard of these facilities. One 
airline said common use self-service facilities require review and another suggested that the standard of 
conventional check-in facilities had room for improvement.

The majority of the objective indicators improved in 2017–18. A doubling of the number of bag drop 
facilities, a tripling of the number of outbound immigration desks, and a significant increase in the 
number of gate lounge seats in the international terminal have contributed to the improvement of some 
of these indicators. 
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Table 4.4.2:  Brisbane Airport—indicators of quality of passenger-related services and facilities—international terminal: 2017–18, 1-year change and change since  
 2008–09

Category Indicator Data source Indicator result 
2017–18

1-year 
change

Change 
since 
2008–09

Check-in Check-in availability Airline survey Satisfactory q* q*

Check-in standard Airline survey Satisfactory q* q*

Check-in waiting time Passenger survey Excellent p* q

Number of departing passengers per check-in desk, kiosk and bag drop facility (peak hour) Objective indicator 5.8 p p

Immigration Waiting time in outbound Immigration area Passenger survey Excellent p p

Number of departing passengers per outbound Immigration desk (peak hour) Objective indicator 61.4 p q

Waiting time in inbound Immigration area Passenger survey Good q* p

Number of arriving passengers per inbound Immigration desk (peak hour) Objective indicator 55.9 p q

Waiting time in inbound baggage inspection area Passenger survey Excellent q p*

Number of arriving passengers per baggage inspection desk (peak hour) Objective indicator 36.8 p q

Information Flight information display screens Passenger survey Good q* p

Number of passengers per flight information display screen (peak hour) Objective indicator 2.8 p p

Number of passengers per information point (peak hour) Objective indicator 573.3 p q

Signage and wayfinding Passenger survey Good q* p

Notes: The rating categories are: Very poor, Poor, Satisfactory, Good and Excellent. 
p indicates an improvement; q indicates a decline; — indicates no change. 
* Rating changed by a category over the period. 
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Table 4.4.2:  Brisbane Airport—indicators of quality of passenger-related services and facilities—international terminal: 2017–18, 1-year change and change since  
 2008–09 (cont.)

Category Indicator Data source Indicator result 
2017–18

1-year 
change

Change 
since 
2008–09

Baggage Baggage processing facilities availability Airline survey Satisfactory q q*

Baggage processing facilities standard Airline survey Satisfactory q q*

Average throughput of outbound baggage system (per hour) Objective indicator 423.3 p p

Circulation space for inbound baggage reclaim Passenger survey Good q* q

Information display for inbound baggage reclaim Passenger survey Good q* p

Number of arriving passengers per m2 of inbound baggage reclaim area (peak hour) Objective indicator 0.4 — N/A

Findability of baggage trolleys Passenger survey Excellent q p

Number of passengers per baggage trolley (peak hour) Objective indicator 0.8 p p

Gate lounges Seating in lounge area (quality and availability) Passenger survey Good p q*

Number of departing passengers per seat in gate lounges (peak hour) Objective indicator 0.4 p p

Crowding in lounge area Passenger survey Good q* q*

Number of departing passengers per m2 of lounge area (peak hour) Objective indicator 0.1 — —

Amenities Standard of washrooms Passenger survey Good q p

Number of departing passengers per washroom (peak hour) Objective indicator 50.3 p N/A

Aerobridges Aerobridges availability Airline survey Satisfactory q q*

Aerobridges standard Airline survey Satisfactory q q

Percentage of arriving international passengers using an aerobridge Objective indicator 98.6% p q

Percentage of departing international passengers using an aerobridge Objective indicator 98.6% p q

Security Quality of security search process Passenger survey Excellent q q

Number of departing passengers per security clearance system (peak hour) Objective indicator 20.5 p p

Notes: The rating categories are: Very poor, Poor, Satisfactory, Good and Excellent. 
p indicates an improvement; q indicates a decline; — indicates no change. 
* Rating changed by a category over the period. N/A = not applicable.
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Domestic terminal

Table 4.4.3 summarises the quality of service ratings for passenger-related services and facilities at 
Brisbane Airport’s domestic terminal, which is used by Jetstar, Tigerair and regional airlines. The parts 
of the terminal operated under lease by Qantas and Virgin are not part of the monitoring regime.

Passenger ratings were either ‘excellent’ or ‘good’. In particular, the ratings for the two indicators for 
seating and crowding in gate lounges improved from ‘good’ to ‘excellent’.

Airline ratings were ‘satisfactory’ for all indicators except for the standard of aerobridges, which 
received a ‘poor’ rating. The rating for the availability of baggage processing facilities improved from 
‘poor’ to ‘satisfactory’. The ratings for the availability and standard of aerobridges declined from ‘good’ 
to ‘satisfactory’ and from ‘satisfactory’ to ‘poor’ respectively. 

More than half of the objective indicators declined modestly in 2017–18. This is primarily a result of 
increased peak hour passenger throughput. 
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Table 4.4.3:  Brisbane Airport—indicators of quality of passenger-related services and facilities—domestic terminal: 2017–18, 1-year change and change since  
 2008–09

Category Indicator Data source Indicator result 
2017–18

1-year 
change

Change 
since 
2008–09

Check-in Check-in availability Airline survey Satisfactory q N/A

Check-in standard Airline survey Satisfactory p N/A

Check-in waiting time Passenger survey Excellent p p*

Number of departing passengers per check-in desk, kiosk and bag drop facility (peak hour) Objective indicator 19.6 q p

Baggage Baggage processing facilities availability Airline survey Satisfactory p* N/A

Baggage processing facilities standard Airline survey Satisfactory p N/A

Circulation space for inbound baggage reclaim Passenger survey Good q p

Information display for inbound baggage reclaim Passenger survey Good p p*

Number of arriving passengers per m2 of inbound baggage reclaim area (peak hour) Objective indicator 3.1 q N/A

Findability of baggage trolleys Passenger survey Good q p

Number of passengers per baggage trolley (peak hour) Objective indicator 3.3 q p

Information Flight information display screens Passenger survey Good q p

Number of passengers per flight information display screen (peak hour) Objective indicator 5.0 — p

Number of passengers per information point (peak hour)(a) Objective indicator N/A N/A N/A

Signage and wayfinding Passenger survey Good q p

Gate lounges Seating in lounge area (quality and availability) Passenger survey Excellent p* p*

Number of departing passengers per seat in gate lounges (peak hour) Objective indicator 0.8 q —

Crowding in lounge area Passenger survey Excellent p* p*

Number of departing passengers per m2 of lounge area (peak hour) Objective indicator 0.4 — q

Amenities Standard of washrooms Passenger survey Good q p

Number of departing passengers per washroom (peak hour) Objective indicator 133.2 p N/A

Aerobridges Aerobridges availability Airline survey Satisfactory q* —

Aerobridges standard Airline survey Poor q* q*

Number of arriving domestic passengers per aerobridge (peak hour) Objective indicator 334.0 p p

Number of departing domestic passengers per aerobridge (peak hour) Objective indicator 333.0 p p

Security Quality of security search process Passenger survey Excellent q p*

Number of departing passengers per security clearance system (peak hour) Objective indicator 51.2 q p

Notes: The rating categories are; Very poor, Poor, Satisfactory, Good and Excellent. 

 p indicates an improvement; q indicates a decline; — indicates no change.

 *Rating changed by a category over the period. (a) Brisbane Airport did not have any information points in the 
domestic terminal during 2017–18. N/A = not applicable.
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4.5  Car parking and landside access services
This section reviews Brisbane Airport’s car parking and landside access services and facilities, including 
an overview of facilities and investments (section 4.5.1), activity (section 4.5.2), pricing (section 4.5.3), 
revenues and profits (section 4.5.4), quality of service outcomes (section 4.5.5) and other transport 
options (section 4.5.6).

4.5.1 Car parking facilities and investments

Car parking facilities

Brisbane Airport has three separate car parking precincts, two of which are located within walking 
distance from the terminals. The third precinct is located at a distance from the airport, with access 
provided via a free, regular shuttle bus service.

The two facilities that are located close to the terminals are both multi-level car parks. One is located 
near the international terminal and one is located near the domestic terminal (comprising of P1 and P2 
car parks):

�� The International terminal offers short-term (up to four hours of parking, also known as ParkShort), 
long-term (over four hours of parking, also known as ParkLong) and valet parking services 

�� P1 offers ParkShort, ParkLong, valet, premium parking and Guaranteed Space services, and

�� P2 offers long-term and guaranteed space parking services.

The car park that is located at a distance from the airport (Airpark) provides open air and undercover 
parking for longer stays. A shuttle bus service picks up and drops off customers from three designated 
bus stops close to the entrance of both terminals. It is part of the Central Parking Area that also includes 
staff car parking facilities as well as landside operator facilities and amenities.

Car parking and landside-related investments

Table 4.5.1 lists selected car parking and landside-related investments that have been completed or 
planned during 2017–18. The international terminal express pick-up area was completed in July 2018. 
This upgraded the free pick-up facility at the international precinct.

Table 4.5.1:   Brisbane Airport—selected investments in car parking and landside access services

Description of investment Value ($m) Started Completed

Inter-terminal transfer 1.8 Q2 2015 Q1 2018

International valet upgrade 0.4 Q2 2017 Q1 2018

International multi-level car park 100.0 Q1 2018 Q2 2020

Stage 3 Staff car park 15.2 Q4 2016 Q2 2020

CCTV for car parks and ground transport areas 3.5 Q1 2017 Q4 2018

Bus maintenance facility 2.0 Q4 2017 Q3 2019

International Express Pick-Up Area 1.8 Q2 2016 Q3 2018

Domestic multi-level car park 170.0 Q2 2019 Q2 2023

International level 1 road 7.0 Q3 2019 Q3 2020

Rental car expansion 5.3 Q3 2018 Q4 2021

The next stage of the staff car parking expansion commenced in 2017–18. When complete, the staff car 
parking area (located at the Central Parking Area along with Airpark) will create an additional 1540 new 
bays. This will increase total capacity to 3800 spaces to meet demand by 2020.

Brisbane Airport has commenced planning for construction and completion of a multi-level car park at 
the international terminal by 2020, which would be expected to increase capacity to 5000 bays27. There 

27 Brisbane Airport, Submission to the Productivity Commission’s Inquiry into airport regulation, 2018, pp. 18 and 51.
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are also plans to develop a third multi-level car park at the domestic terminal to better meet demand 
with an additional 4000 bays at completion.

4.5.2 Car park activity
Table 4.5.2 summarises the supply and throughput of car parking facilities at Brisbane Airport over the 
ten years to 2017–18.

Across the airport, car parking spaces increased by 2.1 per cent to 17 061 spaces in 2017–18. This was 
mostly due to an increase in spaces at the domestic long-term (P2) car park and for airport staff.

Average daily throughput increased by 5.0 per cent in 2017–18 to 7012 vehicles, following three 
consecutive years of decreasing throughput. This change was driven by significant increases in 
throughput at the international car park (19.5 per cent) and Airpark (82.5 per cent). 

In contrast, throughput at the domestic short-term (P1) car park decreased by 176 cars per day, or 
6.1 per cent. The decrease occurred despite an increase in the number of domestic passengers over 
the past year and indicates that consumers are increasingly using alternative transport options such 
as public pick-up and drop-off points, as well as on-site parking products at the terminal and Airpark, 
instead of short-term ‘meet and greet’ parking options.
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Table 4.5.2:  Brisbane Airport—number of car park spaces and average daily throughput: 2008–09 to 2017–18

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Number of 
car park 
spaces

International short-term and long-term 1 740 1 740 1 740 1 740 2 202 2 202 2 137 2 123 2 123 2 141

Domestic short-term  810  976 1 133 1 690 1 119 1 119 1 074 1 366 1 013 1 049

Domestic long-term 4 635 4 410 4 410 6 948 7 616 7 616 7 428 6 971 7 491 7 670

Remote long-term (Airpark) 2 200 2 500 2 500

Staff 2 730 2 484 2 484 2 484 3 038 3 038 3 038 3 165 3 576 3 701

Total airport 9 915 9 610 9 767 12 862 13 975 13 975 13 677 15 825 16 703 17 061

Annual 
throughput 
of car park 
facilities 
(thousand)

International short-term and long-term  705  673  662  663  751  751  735  762  734  877

Domestic short-term  960  912  839  758 1 381 1 327 1 162 1 105 1 055  991

Domestic long-term  362  511  533  533  652  725  657  613  605  611

Remote long-term (Airpark) 26 44 81

Total airport 2 028 2 096 2 035 1 954 2 784 2 804 2 555 2 507 2 438 2 559

Average 
daily 
throughput 
of car park 
facilities

International short-term and long-term 1 932 1 845 1 815 1 811 2 058 2 057 2 014 2 082 2 011 2 403

Domestic short-term 2 631 2 498 2 298 2 070 3 784 3 637 3 185 3 020 2 890 2 714

Domestic long-term  993 1 399 1 462 1 457 1 785 1 987 1 801 1 675 1 658 1 673

Remote long-term (Airpark) 70 122 222

Total airport 5 557 5 742 5 574 5 338 7 627 7 681 7 000 6 848 6 681 7 012
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4.5.3 Car parking prices
This section assesses trends in Brisbane Airport’s car parking charges since 2008–09. This includes 
comparing drive-up (listed) rates with rates for parking that was pre-purchased online (tables 4.5.3 and 
4.5.4).

Short-term car parking

Brisbane Airport provides short-term28 parking facilities close to both the international and domestic 
terminals. Figure 4.5.1 shows the drive-up rates for short-term parking at the international terminal over 
the past decade. In 2017–18, Brisbane Airport offered the same rates for up to 1 day of parking at the 
domestic terminal.

Figure 4.5.1:  Selected short-term parking prices (drive-up), at terminal: 30 June 2009 to 30 June 2018
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Note:  Real values in 2017–18 dollars.

The figure shows that prices increased in all categories during 2017–18, except parking for between 3 to 
4 hours. The biggest increase was to the drive-up price for parking between 30 minutes and 1 hour. This 
price went up by a further 4.2 per cent to $17, following a 4.9 per cent increase in 2016–17.

The drive-up price of parking for most short-term durations has increased significantly over the past 
decade, by between 39 per cent (3 to 4 hours) and 81.5 per cent (4 and 24 hours).

Long-term car parking

Long-term car parking facilities are provided at walking distance from both of the terminals, as well as 
via shuttle bus access to terminals (Airpark).

Figure 4.5.2 shows a selection of drive-up rates for long-term parking at-terminal over the past decade. 
Prices have remained relatively stable since 2014–15. In 2017–18 the price for between 1 and 2 days of 
parking was $75 and increased by $20 increments for each additional day, up to 5 days.

During the past decade, the price of parking for between 1 and 2 days increased the most, from $55 in 
2008–09 to $75 in 2017–18, up 37.5 per cent. The prices of parking for all other durations considered in 
this report have increased by around 20 per cent during that period.

28 The ACCC defines short-term parking as parking durations of up to 24 hours, and long-term parking durations as parking 
durations of 24 hours or more.
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Figure 4.5.2: Selected long-term parking prices (drive-up), at-terminal: 30 June 2009 to 30 June 2018
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Note:  Real values in 2017–18 dollars.

Drive-up prices at Airpark fell across all durations during 2017–18, by between 7 per cent for 3 to 4 days 
of parking (to $79) and 22 per cent for 5 to 6 days of parking (to $90). This trend has continued since 
the car park opened in June 2015.

In order to get cheaper rates, customers can also choose to pre-purchase car parking spaces online. As 
noted in section 3.4, this is an increasingly popular option for consumers who wish to park at the airport. 
Table 4.5.3 compares the average drive-up and online charges for at-terminal car parking services. 
Pre-purchased parking online was between 14 per cent (for 3 to 4 days of parking) and 36 per cent (for 
6 to 7 days of parking) cheaper than drive-up rates.

Table 4.5.3:  Brisbane Airport—selected average drive-up and online charges for at-terminal car parking  
 ($): 2017–18

Length of stay Average drive-up Average online Average of drive-up and 
online

4–24 hours 54.73 44.66 52.06

1–2 days 75.84 60.54 71.08

2–3 days 95.67 74.43 86.42

3–4 days 115.22 99.37 107.68

4–5 days 134.54 107.93 120.47

5–6 days 145.06 102.50 117.01

6–7 days 154.37 99.43 113.35

Notes:  Average car parking charges are calculated as revenue per vehicle for each length of stay. These charges capture 
any fluctuations in pricing, including promotions that may be offered by the airport and are therefore generally 
lower than listed prices. Charges listed comprise of the average of both international and domestic car parks, 
excluding valet and premium parking.

Table 4.5.4 compares the average drive-up and online charges for at-distance car parking services. 
The rates offered at Airpark were significantly cheaper than the equivalent at-terminal option. For 
example, pre-booking online at Airpark cost an average of $12.56 for up to 1 day of parking, which was 
72 per cent cheaper than parking at-terminal ($44.66). When pre-booked online, parking for a weekend 
trip (i.e. 2 to 3 days) at Airpark cost $30.75 on average, compared to $74.43 at-terminal.
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Table 4.5.4:  Brisbane Airport— selected average drive-up and online charges for at-distance car parking  
 ($): 2017–18

Length of stay Average drive-up Average online Average of drive-up and 
online

up to 1 day 20.00 12.56 13.65

1–2 days 39.53 24.10 26.11

2–3 days 56.92 30.75 32.84

3–4 days 74.50 39.89 42.29

4–5 days 78.61 53.73 55.87

5–6 days 82.46 62.18 64.28

6–7 days 94.16 71.92 74.63

Note:  Average car parking charges are calculated as revenue per vehicle for each length of stay. These charges capture 
any fluctuations in pricing, including promotions that may be offered by the airport and are therefore generally 
lower than listed prices.

4.5.4 Car park revenues, costs and operating profits
Table 4.5.5 summarises Brisbane Airport’s revenues, expenses and operating profits (EBITA) for car 
parking services over the past decade. In 2017–18, car parking revenue increased by 5.0 per cent to 
$100.0 million, which represented around 12.9 per cent of total airport revenue. 

The relatively higher increase in expenses of 14.3 per cent over the year resulted in operating profits 
from car parking remaining relatively stable, increasing by 0.6 per cent to $65.4 million. Operating profit 
from car parking has increased by 35.6 per cent since 2008–09.

The airport made an operating profit of 65.4 cents for each dollar in car parking revenue, down from 
68.2 per cent in the previous year.

On a per car space basis, revenue increased by 2.8 per cent to $5862 and expenses increased by 
11.9 per cent to $2030. This contributed to an operating profit per car park space of $3832 in 2017–18.
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Table 4.5.5:  Brisbane Airport—revenues, expenses and operating profits for car parking and total airport services: 2008–09 to 2017–18

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Revenue ($m) Car parking 63.4 68.9 69.0 68.4 78.9 84.9 88.8 92.2 95.3 100.0

Total airport 462.9 501.9 524.5 545.9 578.6 603.0 641.9 666.6 692.0 776.5

Car parking % of 
total

13.7 13.7 13.2 12.5 13.6 14.1 13.8 13.8 13.8 12.9

Expenses ($m) Car parking 15.2 16.0 19.7 25.9 27.3 30.3 29.2 31.3 30.3 34.6

Total airport 200.3 204.0 211.9 217.2 238.3 250.9 267.2 277.8 288.0 318.4

Operating profit ($m) Car parking 48.2 52.9 49.3 42.5 51.6 54.6 59.7 61.0 65.0 65.4

Total airport 262.6 298.0 312.6 328.7 340.3 352.1 374.6 388.8 404.0 458.2

Profit margin (%) Car parking 76.0 76.8 71.5 62.1 65.4 64.3 67.2 66.1 68.2 65.4

Total airport 56.7 59.4 59.6 60.2 58.8 58.4 58.4 58.3 58.4 59.0

Revenue per space ($) 6 392 7 167 7 067 5 321 5 644 6 075 6 496 5 828 5 704 5 862

Operating expenses per space ($) 1 532 1 662 2 015 2 015 1 953 2 170 2 131 1 975 1 813 2 030

Operating profit per space ($) 4 860 5 506 5 052 3 306 3 692 3 905 4 365 3 853 3 890 3 832

Revenue per vehicle ($) 31.25 32.86 33.93 35.03 28.33 30.28 34.77 36.79 39.07 39.08

Operating expenses per vehicle ($) 7.49 7.62 9.67 13.27 9.80 10.82 11.41 12.47 12.42 13.53

Operating profit per vehicle ($) 23.76 25.24 24.25 21.77 18.53 19.47 23.37 24.32 26.65 25.55

Note:  Real values in 2017–18 dollars.
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Figure 4.5.3 presents Brisbane Airport’s revenues, expenses and operating profits per vehicle. Revenue 
per vehicle remained at $39.08 in 2017–18. An increase in the average cost per vehicle (up 8.9 per cent 
to $13.53) led to a fall in operating profit per vehicle (down 4.1 per cent to $25.55).

Figure 4.5.3: Brisbane Airport—average car parking revenue, costs and profit per car: 2008–09 to 2017–18
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4.5.5 Quality of car parking facilities
Passenger satisfaction ratings for Brisbane Airport’s car parking facilities fell during 2017–18, particularly 
from passengers at the international terminal.

Figure 4.5.4 shows passengers’ ratings for Brisbane Airport’s car parking facilities at the international 
terminal. The airport’s ratings moved down for all three indicators (availability, standard and time taken 
to enter) from ‘excellent’ to ‘good’.

Figure 4.5.4: Brisbane Airport—international passenger survey ratings of the quality of car parking  
 facilities: 2008–09 to 2017–18
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Source:  Passenger surveys obtained from Brisbane Airport.

Figure 4.5.5 shows passengers’ ratings for Brisbane Airport’s car parking facilities at the domestic 
terminal. It also shows declines across all three indicators, although to a smaller degree. Passengers 
continued to rate the time taken to enter the car park as ‘excellent’. The standard of car parking moved 
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from an ‘excellent’ to ‘good’ rating, while the rating for car parking availablility has declined for three 
consecutive years.

Figure 4.5.5: Brisbane Airport—domestic passenger survey ratings of the quality of car parking facilities:  
 2008–09 to 2017–18
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Source:  Passenger surveys obtained from Brisbane Airport.

4.5.6 Other transport options
In addition to using the car parking facilities provided by Brisbane Airport, people can travel to and 
from the airport by train, taxi, ride-share services (e.g. Uber), or park at a nearby facility that is run by an 
independent operator. 

Transport options and facilities

The following section provides further details on the alternatives available for accessing Brisbane 
Airport, including relevant information on transportation fares and charges.

Terminal pick-up and drop-off

Passengers can be picked up and dropped off by private vehicle for free. Brisbane Airport provides 
a 200-metre passenger pick-up and drop-off zone and four designated pick-up bays at the 
international terminal. There are also free shuttle bus services that operate between the domestic and 
international terminals.

Public and private buses

There are no public bus services to the passenger terminals at Brisbane Airport. 

Brisbane Airport operates a free shuttle bus to and from the Skygate shopping precinct and between 
the terminals.

One commercial bus operator ‘Con-x-ion’ services Brisbane Airport’s international and domestic 
terminals. Con-x-ion offers door-to-door transfers to or from the Brisbane CBD (from $15 one way or 
$27 return), Gold Coast or Sunshine Coast areas. 

Off-airport car parking operators

Five off-airport car parking operators serviced the airport in 2017–18. Some of the online prices 
sampled by the ACCC for daily standard off-airport car parking were equivalent to or lower than that 
offered by the airport. Further discounts are generally offered by off-airport car parking operators for 
longer term parking.
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Taxis

As shown in table 4.5.6, Brisbane Airport charged a $3.70 airport access fee for each taxi pick-up, and 
did not charge for drop-offs. This fee is added as a surcharge to the passenger’s total trip fare. 

Ridesharing

Following the legalisation of ride-share services in September 2016, Brisbane Airport provided a 
pick-up area at the forecourt of both the international and domestic terminals. A permanent dedicated 
ride-share facility is planned for completion in late July 2019. 

The airport charged an airport access fee of $3.50 (refer to table 4.5.6) for passenger pick-ups, which is 
added to the passenger’s total fare. 

Private cars

Private cars such as limousines and pre-booked taxis are charged various rates depending on vehicle 
type, length of stay and terminal. The minimum fee in 2017–18 was $3.50 for the first 10 minutes and 
$5.89 for between 10 and 25 minutes of parking at the domestic terminal. These fees are incorporated 
into the passenger’s total fare.

Train

Brisbane Airport is serviced by a privately owned and operated train service called AirTrain that is 
integrated into the suburban train network (operated by Translink). An adult train fare is $18.50 one 
way between the airport and Brisbane CBD or $35 return. A 5 per cent discount is offered for online 
bookings if booked within 24 hours of travel, 10 per cent discount if booked 2 to 6 days prior to travel, 
and 15 per cent discount if booked at least 7 days prior to travel.

Landside access fees and charges

Services that provide transport access to and from Brisbane Airport require landside access in order 
to operate effectively, which the airport provides for a fee. Table 4.5.6 provides some details of the 
landside access charges levied in 2017–18, as well as the indexed average list prices since 2013–14. It 
shows that costs for access remained relatively stable for most transport options except ride-share 
vehicles, which have increased in charges by 14.5 per cent over the past year.

Table 4.5.6:  Brisbane Airport—landside access charges and indexed average access charges: 2013–14 to  
 2017–18

Transport option Average list prices 
($) 2017–18

2013–14 2014–15 2015–16 2016–17 2017–18

Private bus operators(a) 9.13 97.3 98.1 99.1 99.9 100.0

Off-airport car parking operators(a) 4.57 N/A N/A 99.1 99.9 100.0

Taxi (per pick-up) 3.70 95.3 96.6 98.1 99.2 100.0

Private car operators(a) 5.89 97.5 98.1 99.3 100.0 100.0

Ride-share 3.50 N/A N/A N/A 87.4 100.0

Train (corridor lease) 168 000 98.0 101.3 100.0 100.1 100.0

 Source:  Real prices in 2017–18 dollars. (a) Brisbane Airport charges private car and bus operators, including off-airport car 
parking operators based on vehicle type, length of stay and location. Prices listed are the minimum charges for 
parking at the domestic terminal. N/A = not applicable.

Landside access revenue

Figure 4.5.6 summarises landside access revenue by transport mode since 2009–10. Brisbane 
Airport’s total landside access revenue increased by 10.7 per cent in real terms to $8.3 million during 
2017–18, following a 5.4 per cent increase the previous year. This is partly due to the operation of 
ride-share services, which generated $1.4 million in revenue for the airport in 2017–18 and represented 
17.5 per cent of total landside access revenue.
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Despite growing demand for ride-share, revenue from taxis also increased slightly to $4.1 million. This 
is due to both an increase in charges and demand, as the number of taxis that accessed the airport 
also increased.

Revenue generated from all other transport modes either remained relatively stable (taxis, public bus 
and train) or declined (private bus and private car, off-airport car parking). The 25.5 per cent fall in 
private bus and private car revenue can be explained by the separation of ride-share services from this 
category in 2017–18.

Total landside access revenue has increased by 59.2 per cent since 2009–10 which has largely been 
driven by volume growth. Apart from the introduction of ride-share services, this growth can be 
attributed to revenue collected from off-airport car parking operators and public buses, both of which 
have more than doubled.

Figure 4.5.6:  Brisbane Airport—landside access revenue by transport mode: 2009–10 to 2017–18
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Quality of landside access services and facilities

The ratings for landside services and facilities at both the international terminal and domestic terminal 
remained relatively stable during 2017–18. Most aspects of the service continued to be rated ‘good’ or 
‘excellent’. However, there was a fall from ‘excellent’ to ‘good’ for some indicators, including the waiting 
time for taxis at both terminals.

Table 4.5.7:  Brisbane Airport—passenger ratings of the quality of landside access services and facilities:  
 2017–18, 1-year change and change since 2013–14

Terminal Indicator Rating category 
2017–18

1-year change Change since 
2013–14

International Kerbside pick-up and drop-off facilities Good p p

Taxi facilities waiting time Good q* p

Kerbside space congestion Good q p

Domestic Kerbside pick-up and drop-off facilities Good q p

Taxi facilities waiting time Good q* p

Kerbside space congestion Excellent q p*

Notes: The rating categories are; Very poor, Poor, Satisfactory, Good and Excellent. 

 p indicates an improvement; q indicates a decline; — indicates no change.

 *Rating changed by a category over the period. 
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5. Melbourne Airport
Key points
�� The number of passengers at Melbourne Airport grew by 4.4 per cent in 2017–18 to 36.8 million. 

The growth rate was the highest of the four monitored airports. Once again, the growth was 
driven by international passengers, which increased by 9.2 per cent to 10.9 million. Domestic 
passengers grew by 2.5 per cent to 25.8 million. 

�� Total aeronautical revenue was relatively constant at $446.2 million, despite the higher passenger 
numbers. Aeronautical revenue per passenger fell by 4.3 per cent to $12.14 in 2017–18. Higher 
costs contributed to a decrease of 7.2 per cent in aeronautical operating profit (EBITA) to 
$172.3 million. Aeronautical operating profit margin fell from 41.5 per cent to 38.6 per cent, while 
the rate of return on total aeronautical tangible non-current assets declined to 8.9 per cent. 

�� Melbourne Airport invested $192.4 million in aeronautical facilities, which represented 9.8 per cent 
of aeronautical tangible non-current assets. Investment has been down at the airport since the 
completion of the T4 terminal redevelopment in 2014–15, but this will likely increase in coming 
years with the planned construction of a third runway. Non-aeronautical investment will also grow 
due to plans for new elevated roads and a redesign of the forecourt. 

�� Melbourne Airport’s overall quality of service rating improved from ‘satisfactory’ to ‘good’ in  
2017–18. This was the first time since 2011–12 that the airport has achieved this rating. The 
most notable improvement was seen in the ratings provided by airlines (within the ‘satisfactory’ 
category), with satisfaction at its highest levels in almost a decade. Passengers continued to 
rate the airport as ‘good’. Average ratings for international and domestic terminals as well as 
aircraft-related services all improved in 2017–18. 

�� In March 2018, Melbourne Airport announced a reduction in drive-up terminal parking charges of 
up to 20 percent. Many drive-up prices are now cheaper than they were a decade ago. Despite 
these reductions and relatively stable throughput rates, car parking revenue increased in 2017–18 
(up 1.3 per cent to $149.9 million). A 9.4 per cent increase in expenses reduced both car park 
operating profit (EBITA) to $84.8 million and operating profit margin to 56.5 per cent.

5.1 Introduction
This chapter presents a detailed review of the performance of Melbourne Airport in the supply of 
aeronautical, car parking and landside access services. 

The chapter is structured as follows:

�� section 5.2 presents an overview of aeronautical activity, terminal configuration and aeronautical 
investments

�� section 5.3 reports on prices and financial performance

�� section 5.4 reports on the quality of aeronautical and total airport services

�� section 5.5 presents a review of car parking and landside access services. 

Melbourne Airport is only required to provide information to the ACCC in relation to the terminals that 
it directly operates. This means that the domestic terminal (T1) operated by Qantas under its domestic 
terminal lease is generally excluded from the data contained within this chapter (see section 1.2 for 
more information). The only exceptions are:

�� the data presented in section 5.2 in relation to aeronautical activity, and

�� where figures are presented for total airport operations. 

Unless otherwise noted, dollar values presented throughout this chapter are in 2017–18 dollars, with all 
movements having been adjusted for inflation.
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5.2 Airport overview and major aeronautical 
investments

This section provides a brief outline of Melbourne Airport’s aeronautical activities (section 5.2.1), 
terminal configurations (section 5.2.2) and major aeronautical investments (section 5.2.3). 

5.2.1 Aeronautical activity levels
Figure 5.2.1 displays the number of passengers, tonnes landed and aircraft movements at Melbourne 
Airport. All three increased in 2017–18. Total passenger numbers rose by 4.4 per cent to 36.8 million 
during 2017–18, which was the highest growth recorded of the four monitored airports in 2017–18.

Figure 5.2.1:  Melbourne Airport—volume of passengers, tonnes landed and aircraft movements: 2008–09  
 to 2017–18
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Note:  Domestic passenger numbers includes the domestic passengers that travel via an airline that use the terminal (T1) 
that is leased from the airport to Qantas under a domestic terminal lease.

Passenger growth was largely driven by a 9.2 per cent increase in international passengers 
(including transit) to 10.9 million. Domestic passenger volumes (including on carriage) increased 
moderately by 2.5 per cent to 25.8 million in 2017–18, which was in line with its long-term trends. The 
Melbourne-Sydney route remained in the top five busiest air routes in the world29. 

Total aircraft movements grew by 2.2 per cent to 244 476 during 2017–18, driven by a 9.5 per cent 
increase in international aircraft movement (to 48 824). While domestic aircraft movements increased 
by 0.3 per cent to 186 386, general aviation aircraft movements increased by 3.5 per cent to 
9266 Tonnes landed increased by 3.2 per cent to 13.8 million in 2017–18. 

5.2.2 Terminal configurations
Melbourne Airport has one international terminal and three domestic terminals: 

�� Terminal 1 (T1) is occupied and operated by Qantas under a domestic terminal lease. 

�� The international terminal (T2) is a common user terminal used by all international airlines flying to 
and from Melbourne Airport. 

�� Terminal 3 (T3) is a common user domestic terminal, which is currently used by Virgin Australia. 

�� Terminal 4 (T4) is a common user domestic terminal which was opened in August 2015 and is 
currently used by Jetstar, Tigerair, Regional Express, and Airnorth.

29  Kylie McLaughlin (2018), World’s busiest airline flight routes: Melbourne-Sydney now world’s second busiest, Traveller.
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5.2.3 Aeronautical investments
Table 5.2.1 shows selected aeronautical investments that were completed, commenced or planned 
at Melbourne Airport. An overview of car parking and landside-related investments can be found in 
section 5.5.1.

To provide additional capacity to meet the projected future increase in demand, Melbourne Airport 
plans to construct a third runway with an east-west orientation and extend its existing east-west 
runway. The airport worked on the schematic design of the new runway throughout 2017–18. 

Table 5.2.1:   Melbourne Airport—selected investments in aeronautical services and facilities

Description of investment Value ($m) Started Completed

Installation of a new baggage reclaim carousel 40 2015–16 2017–18

T2 luxury retail development 39 2014–15 2017–18

Pier F Extension 19 2014–15 2017–18

Runway development plan n/p 2013–14 2023–24

Taxiway Zulu development n/p 2013–14 2023–24

T2 arrivals hall development n/p 2015–16 2020–21

T2 pier D expansion n/p 2021–22 2025–26

Pier F redevelopment n/p 2019–20 2023–24

Note:  n/p = Not provided by the airport.

In 2017–18 Melbourne Airport completed installation of a new baggage reclaim carousel in the 
expanded international reclaim hall. The year also saw continued development of taxiway Zulu, which 
involves the construction of a new parallel taxiway and the redevelopment of existing taxiways. 

The pier F redevelopment is expected to commence after 2019 and will involve the extension and 
widening of pier F providing a ‘full service’ pier with gate lounges, retail sites and aerobridges to serve 
16 total aircraft gates. 

5.3 Aeronautical price monitoring and financial 
performance results

This section covers the aeronautical price monitoring and financial reporting results for Melbourne 
Airport. The results are categorised into prices (section 5.3.1), revenues, costs and profits per passenger 
(section 5.3.2), total revenues, costs and profits (section 5.3.3), assets (section 5.3.4), changes in the 
asset base (section 5.3.5) and rate of return on tangible non-current assets (section 5.3.6). All pricing 
and financial data are presented in real terms with values in 2017–18 dollars.

5.3.1 Prices
Airports collect aeronautical revenue from airlines through a variety of charges for services. The most 
significant charges are typically per-passenger charges for the airline to use the relevant terminal. 

Airports publish list prices that represent the maximum charge applicable to an airline operating out 
of the airport. However, airports typically enter into negotiations that result in airlines paying rates 
below the list prices. Major Australian airports discount charges for domestic flights by an average 
of 24.0 per cent and international charges by an average of 9.8 per cent according to the Australian 
Airports Association.30

The agreement that sets out the primary charge for aeronautical services at Melbourne Airport 
covering the T2 International Terminal and airside and landside access expires on 30 June 2022. 
Prices are broadly determined using a cost-based building block methodology. Price paths over the 

30  Australian Airports Association, AAA submission to the Productivity Commission, 2018, p. 32.
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agreement are negotiated with airlines, with some charges adjusted in line with CPI during the term of 
the agreement. 

Table 5.3.1 presents Melbourne Airport’s published list prices for aeronautical services during 2017–18, 
as well as their changes in real terms between 2013–14 and 2017–18. All charges decreased in 2017–18 
except for one. The per-passenger landing charges at the international terminal (Terminal 2) decreased 
by 2.8 per cent in 2017–18, while the equivalent charge for the common user domestic terminals 
increased by 0.6 per cent. 

Table 5.3.1:   Melbourne Airport—schedule of published aeronautical charges and movements over time:  
 2013–14 to 2017–18

Charge 
per unit 

($)

Indexed list prices

(2017–18 base year = 100)

2017–18 2013–14 2014–15 2015–16 2016–17 2017–18

Landing fees 

International terminal (per passenger) 22.88 86.3 90.7 97.2 102.9 100.0

Other (for aircraft not utilising international 
terminal) (per passenger)

4.79 97.1 98.3 100.4 103.0 100.0

Common-user domestic terminals (per passenger) 6.30 96.1 97.4 99.5 99.4 100.0

International freight (per MTOW) 10.83 101.5 102.6 101.9 101.9 100.0

Domestic freight (per MTOW) 10.83 101.5 102.6 101.9 101.9 100.0

General aviation (per MTOW) 20.33 101.4 102.6 101.9 101.9 100.0

Aircraft parking (per 15 minutes) 46.12 102.2 103.3 102.7 101.9 100.0

Check-in desks (per hour) 33.78 107.1 108.2 107.9 107.9 100.0

Minimum charges

International and domestic freight (per landing) N/A N/A N/A N/A N/A N/A

General aviation (per landing) 302.36 99.0 99.8 101.9 101.9 100.0

Government mandated security charges

International terminal passenger and baggage 
screening (per passenger)

4.35 108.4 102.9 100.1 101.9 100.0

Common user domestic terminals passenger and 
baggage screening (per passenger)

3.55 79.2 85.3 108.5 107.3 100.0

Airport security charge—passengers (per 
passenger)

0.21 117.1 105.1 98.7 101.9 100.0

Airport security charge—freighters and general 
aviation (per MTOW)

0.21 117.1 105.1 98.7 101.9 100.0

Notes:  Real indexed prices are in 2017–18 dollars. Charges include GST. 

List prices have been stable since 2013–14. Only the per-passenger charge for the international terminal 
has had much change over this time (up 15.8 per cent). This may change as new airline agreements take 
effect shortly.  

5.3.2 Revenues, costs and profits per passenger for aeronautical 
services

Figure 5.3.1 compares Melbourne Airport’s aeronautical revenues, expenses and operating profits 
on a per-passenger basis in real terms in the past decade. Aeronautical revenue per passenger fell 
by 4.3 per cent in 2017–18 to $12.14. This decline is the first in seven years and occurred despite 
international passengers (who accrue higher charges) growing as a proportion of total passengers 
at the airport. Lower revenue per passenger likely reflects a fall in a number of airport charges as 
seen in the list prices shown in table 5.3.1. Melbourne Airport’s revenue per passenger has grown by 
25.9 per cent in real terms since 2008–09. 
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Figure 5.3.1:  Melbourne Airport—aeronautical revenues, expenses and operating profit per passenger:  
 2008–09 to 2017–18
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Note:  Real values in 2017–18 dollars.

Figure 5.3.1 shows that the growing revenue per passenger over the decade has only had limited 
impact on operating profit (EBITA) per passenger (up 1.5 per cent to $4.69). This is because expenses 
per passenger have grown 48.3 per cent during the period to $7.45. Expenses per passenger have been 
particularly higher in the last three years due in part to the completion of the redevelopment of the 
T4 terminal.

5.3.3 Revenues, costs and profits for aeronautical and total airport 
services

Table 5.3.2 presents the revenues, expenses and profits for aeronautical services and the total airport in 
real terms over the last decade. During 2017–18, Melbourne Airport’s aeronautical revenue decreased 
by 0.1 per cent to $446.2 million. This is the first time that aeronautical revenue has fallen in the last 
decade. The decline occurred despite growth in passenger numbers, particularly those travelling 
internationally. Over the past decade, aeronautical revenue has increased by 86.7 per cent.

During 2017–18, total aeronautical expenses grew by 4.9 per cent to $273.9 million. This is more than the 
3.7 per cent increase reported for 2016–17. Over the past decade, aeronautical expenses have increased 
by 120.0 per cent. 

As a result of the decrease in aeronautical revenue and the increase in aeronautical expenses, 
Melbourne Airport’s aeronautical operating profit (EBITA) decreased by 7.2 per cent to $172.3 million 
during 2017–18. 

On a total airport basis, Melbourne Airport grew its revenue by 4.2 per cent to $986.7 million and 
operating profit by 2.0 per cent to $555.3 million. 

Aeronautical operating profit is 50.6 per cent higher than it was a decade ago. During 2017–18, the 
airport generated a profit of 38.6 cents for each dollar of aeronautical revenue, compared to 41.5 cents 
in the previous year. This is much lower than the 47.9 cents reported a decade ago.
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Table 5.3.2:   Melbourne Airport—revenues, expenses and profits for aeronautical and total airport services: 2008–09 to 2017–18

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Revenue ($m) Total aeronautical 238.9 251.1 266.5 273.6 307.5 330.2 355.4 407.8 446.7 446.2

Total airport 560.8 595.9 626.6 643.8 686.8 742.2 791.5 870.3 947.2 986.7

Aero % of total airport 42.6 42.1 42.5 42.5 44.8 44.5 44.9 46.9 47.2 45.2

Operating expenses ($m) Total aeronautical 124.5 134.2 144.3 165.7 184.1 180.8 201.1 251.8 261.2 273.9

Total airport 194.7 207.9 223.4 246.3 271.2 278.4 313.2 389.7 402.8 431.4

Operating profit ($m) Total aeronautical 114.4 117.0 122.2 107.8 123.4 149.3 154.3 155.9 185.5 172.3

Total airport 366.0 388.0 403.2 397.5 415.6 463.8 478.3 480.5 544.4 555.3

Profit margin (%) Aeronautical 47.9 46.6 45.8 39.4 40.1 45.2 43.4 38.2 41.5 38.6

Total airport 65.3 65.1 64.3 61.7 60.5 62.5 60.4 55.2 57.5 56.3

Revenue per passenger ($) Total aeronautical 9.65 9.55 9.41 9.64 10.25 10.59 11.00 12.00 12.68 12.14

Operating expenses per 
passenger ($)

Total aeronautical 5.03 5.10 5.09 5.84 6.14 5.80 6.22 7.41 7.42 7.45

Operating profit per 
passenger ($)

Total aeronautical 4.62 4.45 4.31 3.80 4.11 4.79 4.78 4.59 5.27 4.69

Note:  Real values in 2017–18 dollars.
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Table 5.3.3:   Melbourne Airport—non-current assets for aeronautical services and total airport services: 2008–09 to 2017–18 ($m)

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Investment property Aeronautical  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0

Total airport 1 040.1 1 031.9 1 084.9 1 115.6 1 174.3 1 133.2 1 268.2 1 401.5 1 445.9 1 480.1

Land Aeronautical  55.4  55.8  53.4  51.6  50.3  48.3  46.9  58.7  60.6  91.4

Total airport  70.0  69.8  66.9  64.5  81.0  77.9  113.8  113.7  121.7  151.1

Property, plant and 
equipment

Aeronautical  828.7  931.0  978.8 1 079.4 1 166.0 1 420.3 1 834.5 1 831.5 1 856.1 1 868.2

Total airport 1 200.4 1 298.5 1 359.8 1 447.4 1 572.0 1 914.7 2 510.1 2 513.5 2 516.1 2 533.3

Intangibles Aeronautical  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0

Total airport  809.3  791.0  767.1  749.8  733.2  715.8  703.2  693.2  683.3  670.7

Other tangible non-current 
assets

Aeronautical  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0

Total airport  0.0  0.0  0.0  8.3  49.6  113.6  273.0  415.3  344.2  435.9

Total tangible non-current 
assets

Aeronautical  884.1  986.8 1 032.3 1 131.0 1 216.3 1 468.6 1 881.4 1 890.2 1 916.8 1 959.6

Total airport 2 310.4 2 400.3 2 511.7 2 635.8 2 876.8 3 239.4 4 165.1 4 444.0 4 427.9 4 600.4

Total non-current assets Aeronautical  884.1  986.8 1 032.3 1 131.0 1 216.3 1 468.6 1 881.4 1 890.2 1 916.8 1 959.6

Total airport 3 119.8 3 191.3 3 278.8 3 385.6 3 610.0 3 955.1 4 868.3 5 137.1 5 111.3 5 271.1

Note:  Real values in 2017–18 dollars.
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5.3.4 Assets for aeronautical and total airport services
Table 5.3.3 presents Melbourne Airport’s tangible non-current assets for aeronautical and total airport 
services in real terms over the last decade. 

The value of aeronautical tangible non-current assets at Melbourne Airport increased by 2.2 per cent 
in 2017–18 to $1.96 billion. This was driven by the increase in the value of the aeronautical land of 
50.7 per cent and an increase in the value of property, plant and equipment by 0.6 per cent. Over 
the last decade, the value of aeronautical tangible non-current assets has grown by 121.7 per cent in 
real terms.

The value of total airport tangible non-current assets increased by 3.9 per cent to $4.6 billion in 2017–18.

5.3.5 Capital expenditure 
Figure 5.3.2 shows that during 2017–18, Melbourne Airport’s $192.4 million capital spend on 
aeronautical assets represented 9.8 per cent of total aeronautical tangible non-current assets. 

Figure 5.3.2:  Melbourne Airport—additions as a percentage of tangible non-current assets for   
 aeronautical and total airport services: 2008–09 to 2017–18
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Investment has been down at the airport since the completion of the T4 terminal redevelopment in 
2014–15, but this will likely increase in coming years with the planned construction of a third runway. 

5.3.6 Rates of return on tangible non-current assets
Figure 5.3.3 shows the rate of return on tangible non-current assets for aeronautical services and total 
airport operations in real terms at Melbourne Airport since 2008–09. This rate of return is defined as 
earnings before interest, tax and amortisation (EBITA) on average tangible non-current assets.
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Figure 5.3.3:  Melbourne Airport—rate of return (EBITA) on tangible non-current assets for aeronautical  
 and total airport services: 2008–09 to 2017–18
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During 2017–18, Melbourne Airport’s return on tangible non-current aeronautical assets decreased 
by 0.9 percentage points to 8.9 per cent. The rate of return on total airport tangible non-current 
assets remained unchanged at 12.3 per cent. However, both indicators have trended down over the 
past decade.

5.4 Quality of aeronautical and total airport services
Ratings of the quality of service offered at each airport are derived from surveys of both airlines and 
passengers as well as various objective indicators of performance collected from the airport. This 
section presents Melbourne Airport’s ratings for quality of total airport services (section 5.4.1), terminal 
and aircraft-related services and facilities (section 5.4.2), and passenger-related services and facilities 
for international and domestic terminals (section 5.4.3).

5.4.1 Total airport services
The ACCC calculates a single overall quality of service rating for each monitored airport, which covers 
aeronautical, car parking and, to a lesser extent, landside operations. The overall rating represents the 
average score that the airport achieved across a large number of measures based on airline surveys, 
passenger surveys and objective indicators. The methodology for calculating this rating is explained in 
section A4.2.3 in appendix A4.

Figure 5.4.1 shows that Melbourne Airport’s overall quality of service rating improved from ‘satisfactory’ 
to ‘good’ in 2017–18. This was the first time since 2011–12 that the airport’s overall quality of service 
was rated as ‘good’. The most notable improvement was seen in the ratings provided by airlines (within 
the ‘satisfactory’ category), with satisfaction at its highest levels in almost a decade. Passenger survey 
ratings also improved marginally within the ‘good’ category. 
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Figure 5.4.1:  Melbourne Airport—ratings of overall quality of service, passenger survey and airline survey:  
 2008–09 to 2017–18
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Source:  Airline surveys, passenger surveys and objective indicators obtained from Melbourne Airport.

Figure 5.4.2 presents Melbourne Airport’s average ratings in measures that relate specifically to either 
the availability or standard of services and facilities over the last decade. The rating for the availability of 
total airport services and facilities increased within the ‘satisfactory’ range in 2017–18, nearly reaching 
the threshold for ‘good’. The rating for the standard of total airport services and facilities also improved 
(but remaining within the ‘good’ range). 

Figure 5.4.2 : Melbourne Airport—average ratings for the standard and availability of total airport services  
 and facilities: 2008–09 to 2017–18
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Source:  Airline surveys, passenger surveys and objective indicators obtained from Melbourne Airport.

5.4.2 Terminal and aircraft-related services and facilities
Figure 5.4.3 shows that in 2017–18, the average quality of service ratings for the international terminal 
moved from ‘satisfactory’ to ‘good’, while the rating for the domestic terminals increased within the 
‘good’ range. The improved rating for domestic terminals reflects higher levels of satisfaction amongst 
both airlines and passengers with T4, despite the redevelopment of the terminal taking place two 
years ago. 
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Figure 5.4.3  Melbourne Airport—average ratings for international and domestic terminal facilities, and  
 aircraft-related services and facilities: 2008–09 to 2017–18
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Source:  Airline surveys, passenger surveys and objective indicators obtained from Melbourne Airport.

Figure 5.4.3 also shows that while the aircraft-related services (which is determined by the airline 
surveys) at Melbourne Airport have been rated as ‘satisfactory’ by airlines since 2010–11, its rating has 
improved over the past two years. 

Table 5.4.1 provides a more detailed breakdown of the airlines’ ratings on various aspects of 
aircraft-related services and facilities. Melbourne Airport was rated as ‘satisfactory’ for the majority 
of its aircraft-related services and facilities in 2017–18. More than half of the indicators received 
improved ratings. 

Table 5.4.1:  Melbourne Airport—airline ratings of quality of individual aircraft-related services and  
 facilities 

Category Indicator Rating category 
2017–18

1-year 
change

Change since 
2008–09

Runway Availability Satisfactory — q*

Standard Good p —

Taxiways Availability Satisfactory p q*

Standard Satisfactory q* q*

Aprons Availability Satisfactory p q*

Standard Good p* q

Aircraft parking Availability of facilities and bays Satisfactory q q

Standard of facilities and bays Satisfactory p p

Ground handling Availability of services and facilities Satisfactory q q

Standard of services and facilities Satisfactory q q

Management 
responsiveness

Availability Good p* q

Standard Satisfactory p q*

Notes:  The rating categories are: Very poor, Poor, Satisfactory, Good and Excellent. 
p indicates an improvement; q indicates a decline; — indicates no change.

 *Rating changed by a category over the period.

Availability and standard of runways were rated as ‘satisfactory’ and ‘good’ respectively. Some airlines 
said that unlike other major airports, Melbourne Airport did not operate a runway slot management 
system, and the airlines experienced delays and disruptions during peak periods when demand 
exceeded capacity. Airlines also commented that their operations were affected by works scheduled by 
the airport, some of which occurred in daylight hours.
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Melbourne Airport received a ‘satisfactory’ rating for the availability and standard of its taxiways. 
However the rating for taxiway standard dropped from ‘good’ to ‘satisfactory’. Airlines noted that slab 
replacement works were underway or being planned due to the age of taxiway structure.

Airlines’ ratings for the availability and standard of aprons both improved in 2017–18. Apron availability 
was rated as ‘satisfactory’ while the rating for apron standard improved from ‘satisfactory’ to ‘good’. 

The availability and standard of aircraft parking were both rated as ‘satisfactory’. Some airlines said that 
there were insufficient contact bays during peak periods, which contributed to increased needs for 
towing. Airlines also considered that there was room for improvement for bussing services, which was 
being reviewed by a working group involving airlines and the airport. 

Airlines’ ratings on availability and standard of ground handling both declined within the ‘satisfactory’ 
range in 2017–18. Some airlines said that they experienced shortages in ground handling equipment 
such as belts, stairs and high-lifts, noting that Melbourne Airport does not provide ground handling 
services directly. 

Ratings for airport management improved in terms of both availability and standard. The rating for 
availability increased from ‘satisfactory’ to ‘good’. Some airlines commented that while their working 
relationship with the airport was quite good generally, some issues remained unresolved due to 
capacity constraints on the airport. 

5.4.3 Passenger-related services and facilities

International terminal

Table 5.4.2 presents the quality of passenger-related services and facilities for Melbourne Airport’s T2 
international terminal. Similar to the previous year, passengers continued to rate all of the subjective 
indicators in relation to the international terminal favourably with the majority of the indicators receiving 
the ‘good’ rating and one indicator being rated as ‘excellent’. Ratings for most indicators improved with 
the rating for ‘waiting time in outbound immigration area’ increasing by one category to ‘excellent’. 

Airlines’ ratings of all of the subjective indicators remained within the ‘satisfactory’ category except 
for ‘check-in standard’, which improved its rating from ‘satisfactory’ to ‘good’. A number of airlines 
commented that check-in areas became very congested during peak periods, but that the installation 
of self-service kiosks had gone some way to addressing the problem. One airline said that the layout of 
bag-drop kiosks was not very user friendly. 

Airlines’ ratings for the availability and standard of baggage processing facilities both improved within 
the ‘satisfactory’ range during 2017–18. However, shortage of bag room area and its resulted congestion 
in peak periods were raised by some airlines as a concern.

Airlines’ ratings for the availability and standard of aerobridges improved within the ‘satisfactory’ range. 
The availability of gates during peak periods was limited according to some airlines. Airlines also noted 
that the aerobridges could be too warm or cold due to insufficient heating or air conditioning and 
cleanliness of bridges could be improved. 

Performance against objective indicators was mixed in 2017–18. While a small number of indicators 
improved, most indicators experienced decline. The declines largely reflect increasing passenger 
throughput in peak periods and do not necessarily reflect a drop in service quality. 
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Table 5.4.2:  Melbourne Airport—indicators of quality of passenger-related services and facilities—international terminal: 2017–18, 1-year change and change  
 since 2008–09

Category Indicator Data source Indicator result 
2017–18

1-year 
change

Change 
since 
2008–09

Check-in Check-in availability Airline survey Satisfactory p p

Check-in standard Airline survey Good p* p*

Check-in waiting time Passenger survey Good p q

Number of departing passengers per check-in desk, kiosk and bag drop facility (peak hour) Objective indicator 7.0 p p

Immigration Waiting time in outbound Immigration area Passenger survey Excellent p* q

Number of departing passengers per outbound Immigration desk (peak hour) Objective indicator 45.6 p p

Waiting time in inbound Immigration area Passenger survey Good p p

Number of arriving passengers per inbound Immigration desk (peak hour) Objective indicator 31.7 p p

Waiting time in inbound baggage inspection area Passenger survey Good p q

Number of arriving passengers per baggage inspection desk (peak hour) Objective indicator 49.5 q q

Information Flight information display screens Passenger survey Good p p

Number of passengers per flight information display screen (peak hour) Objective indicator 23.0 q q

Number of passengers per information point (peak hour) Objective indicator 2 941.0 q q

Signage and wayfinding Passenger survey Good p p

Notes: The rating categories are: Very poor, Poor, Satisfactory, Good and Excellent. 
p indicates an improvement; q indicates a decline; — indicates no change.

 * Rating changed by a category over the period. 
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Table 5.4.2:  Melbourne Airport—indicators of quality of passenger-related services and facilities—international terminal: 2017–18, 1-year change and change  
 since 2008–09 (cont.)

Category Indicator Data source Indicator result 
2017–18

1-year 
change

Change 
since 
2008–09

Baggage Baggage processing facilities availability Airline survey Satisfactory p q

Baggage processing facilities standard Airline survey Satisfactory p —

Average throughput of outbound baggage system (per hour) Objective indicator 674.3 p p

Circulation space for inbound baggage reclaim Passenger survey Good q p

Information display for inbound baggage reclaim Passenger survey Good p p

Number of arriving passengers per m2 of inbound baggage reclaim area (peak hour) Objective indicator 2.2 q N/A

Findability of baggage trolleys Passenger survey Good p q*

Number of passengers per baggage trolley (peak hour) Objective indicator 1.4 q q

Gate lounges Seating in lounge area (quality and availability) Passenger survey Good p p

Number of departing passengers per seat in gate lounges (peak hour) Objective indicator 0.4 q —

Crowding in lounge area Passenger survey Good p q

Number of departing passengers per m2 of lounge area (peak hour) Objective indicator 0.2 — —

Amenities Standard of washrooms Passenger survey Good q p

Number of departing passengers per washroom (peak hour) Objective indicator 94.1 q N/A

Aerobridges Aerobridges availability Airline survey Satisfactory p q

Aerobridges standard Airline survey Satisfactory p p

Percentage of international passengers arriving using an aerobridge Objective indicator 97.4% q q

Percentage of international passengers departing using an aerobridge Objective indicator 98.8% q p

Security Quality of security search process Passenger survey Good q q

Number of departing passengers per security clearance system (peak hour) Objective indicator 136.9 q p

Notes: The rating categories are: Very poor, Poor, Satisfactory, Good and Excellent. 

 p indicates an improvement; q indicates a decline; — indicates no change. 
 * Rating changed by a category over the period. N/A = not applicable. 
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Domestic terminal (T3)

Table 5.4.3 presents the quality of passenger-related services and facilities for Melbourne Airport’s T3 
domestic terminal, which is currently used by Virgin. Passengers rated all of the subjective indicators as 
‘good’ in 2017–18. More than half of those ratings improved in the ‘good’ range. The areas where ratings 
declined include ‘check-in wait time’, ‘findability of baggage trolleys’, ‘standard of washrooms’ and 
‘quality of security search’. 

The ratings of more than half of the objective indicators declined in 2017–18. As discussed above this 
is largely driven by increasing passenger throughputs and does not necessarily reflect decrease in 
service quality. 

Airline ratings are not reported because there is only a single user of the terminal.

Domestic terminal (T4)

Table 5.4.4 presents the quality of passenger-related services and facilities for Melbourne Airport’s T4 
domestic terminal, which is used by Jetstar, Tigerair, Regional Express and Airnorth. This terminal has 
received higher ratings since its redevelopment in 2015. 

Similar to the previous year, all of the indicators were rated as ‘good’ by passengers in 2017–18. Their 
ratings improved from the previous year except ‘quality of security search process’, which received a 
lower rating.

In 2017–18 airlines rated Terminal 4 as ‘satisfactory’ against the majority of their subjective indicators 
relating to ‘check-in’ and ‘baggage’ services and facilities, with ‘check-in availability’ being rated as 
‘good’. Airline ratings for all indicators improved, with the rating for ‘check-in availability’ improving by 
one category to ‘good’. 

One airline said the existing check-in facilities were inadequate but acknowledged that the airport 
had commenced works to redevelop the check-in hall and address capacity issues. Another airline 
commented that while baggage processing facilities were of satisfactory standard, its main belt shared 
by T4 users experienced stoppages at times due to blockage. 

Ratings of half of the objective indicators deteriorated in 2017–18.
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Table 5.4.3: Melbourne Airport—indicators of quality of passenger-related services and facilities—domestic terminal (T3): 2017–18, 1-year change and change  
  since 2008–09

Category Indicator Data source Indicator result 
2017–18

1-year 
change

Change 
since 
2008–09

Check-in Check-in waiting time Passenger survey Good q q

Number of departing passengers per check-in desk, kiosk and bag drop facility (peak hour) Objective indicator 22.4 q q

Baggage Circulation space for inbound baggage reclaim Passenger survey Good p p

Information display for inbound baggage reclaim Passenger survey Good p N/A

Number of arriving passengers per m2 of inbound baggage reclaim area (peak hour) Objective indicator 8.0 q N/A

Findability of baggage trolleys Passenger survey Good q q

Number of passengers per baggage trolley (peak hour) Objective indicator 4.1 q p

Information Flight information display screens Passenger survey Good p q

Signage and wayfinding Passenger survey Good p p

Number of passengers per flight information display screen (peak hour) Objective indicator 39.9 q q

Gate lounges Seating in lounge area (quality and availability) Passenger survey Good p p

Number of departing passengers per seat in gate lounges (peak hour) Objective indicator 0.8 — q

Crowding in lounge area Passenger survey Good p p

Number of departing passengers per m2 of lounge area (peak hour) Objective indicator 0.3 — q

Amenities Standard of washrooms Passenger survey Good q p

Number of departing passengers per washroom (peak hour) Objective indicator 179.2 q N/A

Aerobridges Number of arriving domestic passengers per aerobridge (peak hour) Objective indicator 79.1 p p

Number of departing domestic passengers per aerobridge (peak hour) Objective indicator 74.7 p p

Security Quality of security search process Passenger survey Good q p

Number of departing passengers per security clearance system (peak hour) Objective indicator 128.0 q p

Notes: The rating categories are; Very poor, Poor, Satisfactory, Good and Excellent.  
p indicates an improvement; q indicates a decline; — indicates no change. 
N/A = not applicable. Airlines ratings are not included for confidentiality reasons.
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Table 5.4.4:  Melbourne Airport—indicators of quality of passenger-related services and facilities—domestic terminal (T4): 2017–18, 1-year change and change  
 since 2008–09

Category Indicator Data source Indicator result 
2017–18

1-year 
change

Change 
since 
2008–09

Check-in Check-in availability Airline survey Good p* N/A

Check-in standard Airline survey Satisfactory p N/A

Check-in waiting time Passenger survey Good p p

Number of departing passengers per check-in desk, kiosk and bag drop facility (peak hour) Objective indicator 12.7 q p

Baggage Baggage processing facilities availability Airline survey Satisfactory p N/A

Baggage processing facilities standard Airline survey Satisfactory p N/A

Circulation space for inbound baggage reclaim Passenger survey Good p p

Information display for inbound baggage reclaim Passenger survey Good p N/A

Number of arriving passengers per m2 of inbound baggage reclaim area (peak hour) Objective indicator 0.5 — N/A

Findability of baggage trolleys Passenger survey Good p p

Number of passengers per baggage trolley (peak hour) Objective indicator 8.5 q p

Information Flight information display screens Passenger survey Good p p

Signage and wayfinding Passenger survey Good p p

Number of passengers per flight information display screen (peak hour) Objective indicator 22.3 p p

Gate lounges Seating in lounge area (quality and availability) Passenger survey Good p p

Number of departing passengers per seat in gate lounges (peak hour) Objective indicator 0.7 p q

Crowding in lounge area Passenger survey Good p p

Number of departing passengers per m2 of lounge area (peak hour) Objective indicator 0.3 q —

Amenities Standard of washrooms Passenger survey Good p p

Number of departing passengers per washroom (peak hour) Objective indicator 139.4 p N/A

Security Quality of security search process Passenger survey Good q p

Number of departing passengers per security clearance system (peak hour) Objective indicator 159.3 q q

Notes: The rating categories are; Very poor, Poor, Satisfactory, Good and Excellent. 

 p indicates an improvement; q indicates a decline; — indicates no change.

 *Rating changed by a category over the period. N/A = not applicable.

 Terminal 4 has no aerobridges or information points and as a result, no indicators are included for these measures.
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5.5 Car parking and landside access services
This section provides an overview of Melbourne Airport’s car parking and landside access services. It 
covers facilities and investments (section 5.5.1), activity (section 5.5.2), pricing (section 5.5.3), revenues 
and profits (section 5.5.4), quality of service outcomes (section 5.5.5), and other transport options 
(section 5.5.6).

5.5.1 Car parking facilities and investments

Car parking facilities

Melbourne Airport provides multiple car parking facilities for both domestic and international 
passengers. There are two main multi-level car parks that are located ‘at-terminal’: T123 (for access to 
Qantas, Virgin and international terminals) and T4 (for access to Tiger, Jetstar, Rex or AirNorth services). 
While both offer premium parking options, the T123 car park also offers a valet parking service.

The Long Term car park provides open air and undercover parking for longer stays. It is serviced by a 
free shuttle bus that picks up and drops off customers at the entrance of all terminals. An additional 
overflow car park known as the Value Car Park also operates during school holidays.

Over the past year, Melbourne Airport has introduced the Value Short Stay car park to provide 
customers with a cheaper, at-distance parking option for shorter stays (i.e. up to 4 hours). It has also 
introduced a 10-minute pick-up zone with 200 bays in proximity to T123.

Car parking and landside-related investments

Table 5.5.1 lists selected car parking and landside-related investments. In 2017–18 Melbourne Airport 
completed its T123 car park and forecourt optimisation project.

Table 5.5.1:   Melbourne Airport—selected investments in car parking and landside access services

Description of investment Amount ($m) Started Completed

Parking and forecourt optimisation project 15 Q1 2017 Q2 2018

Roads replacement project 4 Q3 2017 Q1 2018

Dynamic lane allocation development n/p Q3 2017 Q3 2018

Long term car park structural refurbishment n/p 2017–18 2018–19

Terminal 4 express elevated link (Detailed 
Design and Developmnent Plan)

n/p 2015–16 2020–21

Elevated road and forecourt n/p 2015–16 2022–23

Note:  n/p = Not provided by the airport.

The elevated road program was underway in 2017–18 and involves the construction of an elevated 
access road from the Tullamarine Freeway into the At-Terminal T123 and At-Terminal T4 car parks. The 
project will also reconfigure the forecourt and relocate the public pick-up and drop-off area into the 
At-Terminal T123 car park.

5.5.2 Car park activity
Table 5.5.2 summarises the number of car parking spaces available at Melbourne Airport over the past 
decade, as well as the throughput of those facilities.

The total number of car parking spaces at Melbourne Airport increased by around 120 spaces 
(0.5 per cent) to 26 565 during 2017–18. However, there was some reconfiguration of spaces, with 
the number of long-term spaces increasing by 2.9 per cent to 13 790 spaces, while the number of 
short-term spaces fell by 2.6 per cent to 9935 spaces.
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Total throughput in 2017–18 was 8697 vehicles per day, which was relatively consistent with the 
previous year. Demand for short term car parks fell by 2.0 per cent to 6810 vehicles per day. In contrast, 
throughput at long-term car parks increased by 6.1 per cent to 1886 vehicles per day.

Car parking spaces at Melbourne Airport have grown over the past decade, yet total throughput 
has remained stagnant despite rising passenger numbers. Over the past decade, the number of car 
parking spaces increased by 19.4 per cent. While the average daily throughput for long term car 
parks also increased by 30.7 per cent over that period, the throughput of short term car parks fell 
by 6.7 per cent. These trends may be attributable to an increased number of airport visitors taking 
advantage of free drop-off and pick-up zones in favour of ‘meet and greet’ options, or opting for 
alternative transportation.



85 Airport monitoring report 2017–18

Table 5.5.2:  Melbourne Airport—number of car park spaces and average daily throughput: 2008–09 to 2017–18

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Number of car park spaces Short-term 7 698 7 529 7 529 7 441 7 441 7 279 6 824 9 501 10 201 9 935

Long-term 12 500 12 500 12 500 12 100 12 250 14 500 13 830 13 830 13 402 13 790

Staff 2 059 2 383 2 383 2 383 2 627 2 627 2 569 2 569 2 840 2 840

Total airport 22 257 22 412 22 412 21 924 22 318 24 406 23 223 25 900 26 443 26 565

Annual throughput of car park 
facilities (thousand)

Short-term 2 664 2 725 2 723 2 804 2 701 2 594 2 543 2 504 2 537 2 486

Long-term  527  521  540  530  579  586  618  678  649  689

Total airport 3 191 3 246 3 263 3 334 3 279 3 180 3 161 3 182 3 186 3 174

Average daily throughput of car 
park facilities

Short-term 7 298 7 466 7 460 7 662 7 400 7 106 6 967 6 841 6 951 6 810

Long-term 1 443 1 427 1 480 1 447 1 585 1 606 1 694 1 852 1 778 1 886

Total airport 8 742 8 893 8 940 9 110 8 985 8 711 8 661 8 693 8 729 8 697
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5.5.3 Car parking prices
This section reviews Melbourne Airport’s drive-up car parking charges over the last decade. 
This includes comparisons between drive-up car parking rates and rates for parking that was 
pre-purchased online.

Short-term car parking

Figure 5.5.1 displays trends in drive-up short-term prices for Melbourne Airport’s ‘At-Terminal’ T123 
car park. The T4 car park has been excluded from this analysis as it opened in 2015; however both car 
parks currently offer the same listed prices for parking durations of up to 24 hours.

In March 2018, Melbourne Airport announced a reduction in drive-up terminal parking charges of up 
to 20 percent. The highest decrease was for parking of between 30 minutes and 1 hour, which fell by 
21.5 per cent during 2017–18. All other short-term parking durations featured in the figure below fell by 
between 14 and 19 per cent.

Figure 5.5.1:  Melbourne Airport—selected short-term parking prices (drive-up) at the T123 At-terminal  
 car park: 30 June 2009 to 30 June 2018
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Note:  Real values in 2017–18 dollars.

The recent reductions in parking prices mean that short-term parking for most durations is now cheaper 
than it was a decade ago. The only exception to this is parking for between 1 and 2 hours, which has 
increased by 10 per cent in real terms over the 10-year period. While many drive-up prices are cheaper 
than they were a decade ago, the product offering has also diversified with prices, throughput and 
revenue from premium and valet parking all increasing notably over the past year.

Long-term car parking

Figure 5.5.2 shows selected drive-up prices for the uncovered long-term car park. These prices are 
lower than those offered at the T123 At-Terminal car park, due to the longer distance from terminals 
and the need to catch a shuttle bus.
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Figure 5.5.2: Melbourne Airport—selected long-term parking prices (drive-up) at the uncovered   
 long-term car park: 30 June 2009 to 30 June 2018
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For the second consecutive year, nominal prices for all categories remained the same, hence those 
charges have decreased during 2017–18 by 1.9 per cent in real terms. Prices fell over the decade in real 
terms, except for the price to park for 6 to 7 days (up 18.4 per cent).

Table 5.5.3 reports the average drive-up and online car parking charges for At-Terminal (both T123 
and T4) and uncovered long-term car parking facilities in 2017–18. As expected, all average online 
charges were lower than the equivalent drive-up rates for selected long-term durations, with an average 
discount of 19 per cent offered across all car parks at all durations. The largest differential was for 1 to 
2 days duration at T4, for which the average online charge was 31.5 per cent cheaper than the average 
drive-up charge.
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Table 5.5.3:  Melbourne Airport—drive-up, online and average parking charges at selected long-term  
 parking facilities ($): 2017–18

At-Terminal T123 car park

Length of stay Average drive-up Average online Average of drive-up and online

1–2 days 110.76 80.94 101.48

2–3 days 122.51 88.55 106.80

3–4 days 134.54 107.03 120.57

4–5 days 151.14 123.80 136.52

5–6 days 166.34 138.31 149.55

6–7 days 178.93 149.15 159.16

At-Terminal T4 car park

Length of stay Average drive-up Average online Average of drive-up and online

1–2 days 102.13 69.97 81.30

2–3 days 106.46 76.44 82.98

3–4 days 113.93 93.94 98.02

4–5 days 124.37 104.87 108.57

5–6 days 134.84 119.91 122.59

6–7 days 149.33 132.06 134.74

Uncovered long term car park (at-distance)

Length of stay Average drive-up Average online Average of drive-up and online

1–2 days 47.87 42.28 45.36

2–3 days 66.74 54.14 60.53

3–4 days 71.92 56.74 63.53

4–5 days 75.15 65.96 70.07

5–6 days 83.52 72.86 77.25

6–7 days 92.09 78.70 83.77

Note:  Average car parking charges are calculated as revenue per vehicle for each length of stay. These charges capture 
any fluctuations in pricing, including promotions that may be offered by the airport and are therefore generally 
lower than listed prices.

The table also shows that the average price paid at the uncovered long-term car park was around 
50 per cent lower than the average price paid at the T123 car park. Long-term rates at T4 are also 
cheaper than the rates offered at T123 for long-term stays.

5.5.4 Car park revenues, costs and operating profits
Table 5.5.4 reports Melbourne Airport’s revenues, expenses and profits in real terms for car parking and 
total airport services from 2008–09 to 2017–18. 

Car parking generated $84.8 million in profits for Melbourne Airport in 2017–18, despite decreasing 
by 4.1 per cent from the previous year. This was due to revenue increasing at a more subdued rate 
(1.3 per cent to $149.9 million) than expenses (9.4 per cent to $65.1 million). 

Over the past decade, Melbourne Airport’s car parking revenue increased by 30.5 per cent. Car parking 
earned a profit of 56.5 cents per dollar of revenue in 2017–18, down from 59.7 per cent the previous 
year. Operating profit margins for car parking have been notably lower since the airport changed its 
approach to allocating costs in 2015–16. 

Melbourne Airport’s revenue per car park space remained relatively stable, increasing by 0.9 per cent 
to $5642 in 2017–18. Expenses per car park space also increased by 8.9 per cent, while operating profit 
per car park space fell by 4.5 per cent to $3190.

Figure 5.5.3 presents Melbourne Airport’s revenue, expenses and operating profit per car. Despite a 
recent reduction in drive-up terminal car parking prices, the average revenue collected from each car 
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that visited a car park at Melbourne Airport during 2017–18 increased by 1.7 per cent to $47.22. This 
may reflect the airport’s efforts to deliver parking products that better suit the needs of motorists. 
For example, by providing more long-term car parking spaces to address increased demand for these 
products as well as a broader range of value and premium products. A 10 per cent increase in expenses 
per car led to a 3.7 per cent reduction in the average operating profit earned from each car to $26.70 
for the year.

Figure 5.5.3: Melbourne Airport—average car parking revenue, costs and profit per car: 2008–09  to  
 2017–18
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Table 5.5.4:  Melbourne Airport—revenues, expenses and operating profits for car parking and total airport services: 2008–09 to 2017–18

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Revenue ($m) Car parking 114.9 123.0 131.7 128.8 131.8 134.6 142.1 140.3 147.9 149.9

Total airport 560.8 595.9 626.6 643.8 686.8 742.2 791.5 870.3 947.2 986.7

Car parking % of total 20.5 20.6 21.0 20.0 19.2 18.1 17.9 16.1 15.6 15.2

Expenses ($m) Car parking 24.6 27.3 31.9 31.8 37.4 41.6 41.4 57.5 59.6 65.1

Total airport 194.7 207.9 223.4 246.3 271.2 278.4 313.2 389.7 402.8 431.4

Operating profit ($m) Car parking 90.3 95.8 99.8 97.0 94.4 93.0 100.6 82.8 88.3 84.8

Total airport 366.0 388.0 403.2 397.5 415.6 463.8 478.3 480.5 544.9 555.3

Profit margin (%) Car parking 78.6 77.8 75.8 75.3 71.6 69.1 70.8 59.0 59.7 56.5

Total airport 65.3 65.1 64.3 61.7 60.5 62.5 60.4 55.2 57.5 56.3

Revenue per space ($) 5 161 5 490 5 876 5 875 5 904 5 515 6 117 5 418 5 593 5 642

Operating expenses per space ($) 1 104 1 217 1 421 1 448 1 676 1 703 1 784 2 221 2 252 2 451

Operating profit per space ($) 4 057 4 273 4 455 4 426 4 228 3 811 4 333 3 197 3 341 3 190

Revenue per vehicle ($) 36.00 37.91 40.36 38.63 40.18 42.33 44.94 44.10 46.42 47.22

Operating expenses per vehicle ($) 7.70 8.40 9.76 9.52 11.41 13.07 13.11 18.08 18.69 20.52

Operating profit per vehicle ($) 28.30 29.50 30.60 29.11 28.77 29.26 31.83 26.02 27.73 26.70

Note:  Real values in 2017–18 dollars.
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5.5.5 Quality of car parking facilities
Figure 5.5.4 summarises passenger survey ratings for the quality of Melbourne Airport’s car parking 
facilities. During 2017–18, passengers’ ratings across all three indicators improved. The standard of, 
and time taken to enter, car parking facilities experienced relatively modest improvements in ratings to 
remain within the ‘good’ category. 

Figure 5.5.4: Melbourne Airport—passenger survey ratings of the quality of car parking facilities:   
 2008–09 to 2017–18
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Source:  Passenger surveys obtained from Melbourne Airport.

Car parking availability moved from ‘satisfactory’ to ‘good’ following a period of steady decline between 
2013–14 and 2015–16. Given there has been a relatively small increase in the number of car parking 
spaces across Melbourne Airport as well as declining throughput, the improved rating for car parking 
availability may indicate that the reconfiguration of spaces towards long-term car parking options has 
better suited the needs of motorists. Melbourne Airport also noted that the drop in results in 2013–14 
appears to have coincided with the introduction of bay-finding technology. In particular, it is suggested 
that the fall in satisfaction may be explained by customers becoming reliant on the technology when it 
was first introduced.

5.5.6 Other transport options
In addition to the car parking services provided by Melbourne Airport, there are several alternative 
transport options available for people travelling to and from the airport, including public and private 
buses, taxis, ride-share services, off-airport car parking, and private cars. 

Transport options and facilities

The following section provides further details on the alternatives available for accessing Melbourne 
Airport, including relevant information on transportation fees charged to consumers.

Public pick-up and drop-off

Melbourne Airport provides passenger pick-up and drop-off areas at all terminals at no cost. There are 
157 designated public spaces at the main terminal forecourt area (servicing Terminals 1, 2 and 3) and 
84 spaces at Terminal 4.

Private and public buses

There are many private buses that operate to and from Melbourne Airport to areas throughout 
metropolitan Melbourne and across Victoria. The main service is the SkyBus service, which regularly 
operates between the CBD and Melbourne Airport for $18 per one way trip for adults. Melbourne 
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Airport collected $9.1 million in revenue from private buses in 2017–18, up 13.9 per cent from the 
previous year.

There are currently no charges levied on public buses.

Off-airport car parking operators

Melbourne Airport is serviced by a number of off-airport car park operators which provide alternative 
car parking services to Melbourne Airport’s own car parks. Customers are dropped off and picked up at 
the airport terminals via a shuttle bus. Prices sampled by the ACCC ranged from $16 to $25 for one day 
parking and $35 to $46 for three days (weekend) parking. These prices are generally cheaper than, or 
consistent with, Melbourne Airport’s at-distance long term car park.

Taxis

Melbourne Airport provides a range of services and facilities to taxis. These include taxi holding areas, a 
café, prayer rooms, restrooms and car washing facilities. 

Melbourne Airport charges $3.58 for each taxi picking up passengers from the airport, which did not 
change in nominal terms from the previous year. This fare is included as a surcharge in the passenger’s 
total trip fare.

Ridesharing

Uber commenced operations at Melbourne Airport in August 2017. The airport has dedicated wait 
zones for rideshare vehicles such as Uber, Didi, GoCatch and Ola at both terminal precincts for 
passengers travelling to and from the airport. There is also a dedicated pick-up area at Terminals 2 and 
4, a café and restrooms provided to drivers.

A fee of $4.40 is levied per trip for the first 15 minutes to access the public pick-up lanes. As with taxis, 
this fee is included as a surcharge in the passenger’s total fare.

Private cars (e.g. limousines)

Melbourne Airport charges a $3 minimum fee (to park for up to 5 minutes) to private car operators such 
as limousines for each entry to the airport which is included in the passenger’s total trip fare.

Landside access fees and charges

Melbourne Airport levies a landside access fee on businesses operating alternative transport options. 
Table 5.5.5 presents the landside access charges at Melbourne Airport for 2017–18 and indexed average 
list prices in real terms since 2013–14. It shows that in most cases, charges either fell or did not change 
in nominal terms (which resulted in a 1.9 decrease in real terms). In particular, the minimum fee for 
private car access has reduced by 26 per cent in real terms since 2016–17 due to a reduced time limit 
for stopping. There was however, a 3 per cent increase in the minimum charges to private buses and 
off-airport car parking operators. 
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Table 5.5.5:  Melbourne Airport—landside access charges and indexed average access charges: 2013–14  
 to 2017–18

Transport option Average list prices 
($)

2017–18 2013–14 2014–15 2015–16 2016–17 2017–18

Public bus No charge N/A N/A N/A N/A N/A

Private bus(a) $4.44 N/A 71.0 89.9 97.1 100.0

Off-airport car parking(a) $4.44 N/A 71.0 89.9 97.1 100.0

Taxis (per pick up) $3.58 80.6 79.3 78.2 101.9 100.0

Private car (first five minutes)(b) $3.00 142.5 140.1 138.2 135.9 100.0

Ride-share $4.40 N/A N/A N/A 101.9 100.0

Source:  Real prices in 2017–18 dollars. N/A = not applicable. (a) Melbourne Airport levies a range of charges to private 
buses including off-airport car parking operators, which are applied on the basis of different combinations of trip 
type, passenger numbers and for staff. Charges started from $4.44 per bus. (b) Prior to 2017–18, the minimum 
charge for private cars was higher as the stopping time was longer (first 15 minutes).

Landside access revenue

Figure 5.5.5 summarises landside access revenue by transport mode since 2009–10. Melbourne 
Airport’s total landside access revenue continued to increase significantly. Revenue increased by 
18.9 per cent in real terms to $23.6 million during 2017–18, following a 13.4 per cent increase during 
2016–17. Landside revenue per passenger has more than doubled since 2009–10. This trend is likely to 
be due to both an increased demand for landside access and increase in charges levied by the airport 
over the period.

The revenue collected by Melbourne Airport from private buses and off-airport car parking operators 
increased by 13.2 per cent in 2017–18 to $11.8 million. Taxis generated revenue of $6.7 million during 
2017–18, representing a decrease of 3.7 per cent from the previous year. The fall in revenue may indicate 
relatively lower demand as customers switched to alternative modes such as ridesharing. Despite this, 
Melbourne Airport’s revenue from taxis has more than tripled over the last six years.

Access from ride-share vehicles generated $2.5 million in revenue, while private car operators generated 
$2.6 million (an increase of 5.4 per cent from the previous year).

Figure 5.5.5:  Melbourne Airport—landside access revenue by transport mode: 2009–10 to 2017–18
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Quality of landside access services and facilities

Table 5.5.6 shows that the passengers rated Melbourne Airport’s kerbside services and facilities as 
‘good’, and taxi facilities waiting time as ‘satisfactory’ during 2017–18. However, there were declines in 
ratings across all indicators at all terminals surveyed. In particular, passenger ratings for taxi facilities 
waiting time fell from the ‘good’ category.

Table 5.5.6:  Melbourne Airport—passenger ratings of the quality of landside access services and  
 facilities: 2017–18, 1-year change and change since 2013–14

Terminal Indicator Rating 
category 
2017–18

1-year change Change since 
2013–14

International and Domestic Kerbside pick-up and drop-off 
facilities

Good q q

Taxi facilities waiting time Satisfactory q* q*

Kerbside space congestion Good q q

Notes: The rating categories are; Very poor, Poor, Satisfactory, Good and Excellent. 

	 p indicates an improvement; q indicates a decline; — indicates no change. 

 *Rating changed by a category over the period. 
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6. Perth Airport
Key points
�� In 2017–18, total passengers at Perth Airport rose by 0.1 per cent to 14.3 million, which 

was the first increase since 2013–14. This increase was driven by a 0.5 per cent increase in 
domestic passengers to 9.9 million, while the number of international passengers fell by 
0.8 per cent to 4.4 million. Perth Airport is the only monitored airport that saw a decline in 
international passengers. 

�� Total aeronautical revenue grew by 0.5 per cent in real terms to $231.1 million. On a per 
passenger basis, revenue increased by 0.4 per cent to $16.16. A fall in expenses helped increase 
aeronautical operating profit (EBITA) by 14.9 per cent to $92.3 million. Perth Airport earned 
an aeronautical operating profit of 39.9 cents for each dollar of aeronautical revenue, up 
from 34.9 cents in the previous year. The airport’s return on aeronautical assets increased by 
1.3 percentage points to 9.1 per cent. 

�� Perth Airport invested $36.8 million in aeronautical assets in 2017–18, representing just 
3.7 per cent of the non-current aeronautical asset base. The airport has now had two years 
of very low investment. The airport has reduced its investment in recent years following the 
completion of a $1 billion investment program and a downward turn in passenger numbers.

�� Perth Airport’s overall quality of service rating remained largely unchanged within the ‘good’ 
category. The airport received the best overall quality of service rating of all of the monitored 
airports for the second year in a row. The airport was rated ‘good’ for both its international and 
domestic terminals. After six years of improvement, the airport’s ratings from airlines are almost 
as high as ratings from passengers. 

�� Revenue from car parking fell by 2.7 per cent to $62.5 million in 2017–18, which is the fourth 
consecutive year of decline. Operating profits from car parking also declined by 2.2 per cent to 
$32.9 million. This was driven by a decline in car parking throughput to 1.9 million in 2017–18, 
which is the lowest level recorded over the decade. Despite these falls, the airport slightly 
increased its operating profit margin from car parking to 52.7 per cent.

6.1 Introduction
This chapter presents a detailed review of the performance of Perth Airport in the supply of 
aeronautical, car parking and landside access services. 

The chapter is structured as follows:

�� section 6.2 presents an overview of aeronautical activity, terminal configuration and aeronautical 
investments

�� section 6.3 reports on prices and financial performance

�� section 6.4 reports on the quality of aeronautical and total airport services

�� section 6.5 presents a review of car parking and landside services. 

Perth Airport is only required to provide information to the ACCC in relation to the terminals that it 
directly operates. This means that the domestic terminal (T4) operated by Qantas under its domestic 
terminal lease is generally excluded from the data contained within this chapter (see section 1.2 for 
more information). The only exceptions are:

�� the data presented in section 6.2 in relation to aeronautical activity, and

�� where figures are presented for total airport operations. 

Unless otherwise noted, dollar values presented throughout this report are in 2017–18 dollars, with all 
movements having been adjusted for inflation.



97 Airport monitoring report 2017–18

6.2 Airport overview and major aeronautical 
investments

This section provides an overview of Perth Airport and its activity and investment during 2017–18. 
It covers the volume of passengers, tonnes landed and aircraft movements (section 6.2.1), terminal 
configurations (section 6.2.2) and major investments (section 6.2.3). 

6.2.1 Aeronautical activity levels
Figure 6.2.1 shows the number of international and domestic passengers, aircraft movements, and 
tonnes landed at Perth Airport over the past decade. Each of these activity indicators except domestic 
passenger numbers fell in 2017–18. 

Figure 6.2.1:  Perth Airport—volume of passengers, tonnes landed and aircraft movements: 2008–09 to  
 2017–18
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Note:  Domestic passenger numbers include domestic passengers who travel via an airline that use the terminal (T4) that 
is leased from the airport to Qantas under a domestic terminal lease.

Total passengers grew marginally by 0.1 per cent to 14.3 million, which was the first increase since 
2013–14. This was driven by a 0.5 per cent increase in domestic passengers to 9.9 million (including 
transits), which more than offset the decline in international passengers (down by 0.8 per cent to 
4.4 million). Perth Airport is the only monitored airport that reported negative growth in international 
passengers in 2017–18.

In the past decade, total passenger numbers at Perth Airport increased by 46.9 per cent, which 
was driven by 67.0 per cent growth in international passengers and 39.4 per cent increase in 
domestic passengers. 

In 2017–18, total tonnes landed decreased by 3.8 per cent to 5.9 million tonnes, while aircraft 
movements fell 0.1 per cent to 129 931.

6.2.2 Terminal configurations
Perth Airport has one international terminal and four domestic terminals (one of which also provides 
international services) located in two separate precincts:

�� Terminal 1 International (T1 International) is a common-user terminal used by all international airlines. 
It is located in the Airport Central Precinct. Terminal 1 Domestic (T1 Domestic), also in the Airport 
Central Precinct, opened in November 2015. It is used exclusively by Virgin Australia for all its 
interstate and some regional services.
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�� Terminal 2 (T2) is a common-user domestic terminal located in the Airport Central Precinct. Airlines 
flying from T2 include Alliance Airlines, Tigerair (interstate), Virgin Australia (regional) and Regional 
Express. T2 opened in March 2013 primarily to meet the travel demands of the resource sector and 
intrastate passengers.

�� Terminal 3 (T3) is in the Airport West Precinct and is a common-user terminal used by Jetstar 
(domestic services), Network, Qantas and QantasLink. In March 2018, Perth Airport completed 
additional capital works to facilitate Qantas international services. 

�� Terminal 4 (T4) is next to T3 in the Airport West Precinct. It was occupied and operated by Qantas 
under lease. Perth Airport advised that it took over operations of T4 from 31 January 2019.

6.2.3 Aeronautical investments
Table 6.2.1 lists the selected aeronautical investments that were completed, ongoing or planned during 
2017–18. An overview of car parking and landside-related investments can be found in section 6.5.1. 

Perth Airport’s Master Plan, which outlines future airport requirements and development objectives, is 
due to be updated in 2019.

Table 6.2.1:   Perth Airport—selected investments in aeronautical services and facilities

Description of investment Value ($m) Started Completed

Low visibilty infrastructure upgrade project 34 Q3 2015 Q3 2017

T3 international operations project 11 Q1 2017 Q2 2018

Consolidated field staff facility (CFSF) development 5 Q3 2014 Q2 2018

New runway project 486 Q3 2015 Q2 2027

Airside security enhancement 18 Q2 2018 Q3 2019

T1 international self check-in kiosk & bag drop development 7 Q4 2017 Q2 2020

International Terminal Upgrade (ITU) 425 Q3 2017 Q4 2024

Taxiway resurfacing program 11 Q1 2019 Q3 2019

Apron and runway renewal program 8 Q2 2019 Q2 2020

Perth Airport completed its low visibility infrastructure upgrade project in 2017–18, which provided 
upgrades to the existing airfield ground lighting infrastructure. This brought the airfield to the Category 
III standard to support operations during low visibility.

Planning for the new runway project commenced in 2017–18. The new runway would add additional 
capacity to meet future demand. Perth Airport also plans to expand the International Terminal, which 
will provide a new departure lounge connected to the existing building and delivery of associated 
airfield infrastructure. This is expected to commence after 2017–18.

The airport’s capital expenditure levels are considered in section 6.3.5.

6.3 Aeronautical price monitoring and financial 
performance results

This section presents Perth Airport’s aeronautical price monitoring and financial reporting results. These 
results are separated into prices (section 6.3.1), revenues, costs and profits per passenger (section 
6.3.2), total revenues, costs and profits (section 6.3.3), assets (section 6.3.4), capital expenditure 
(section 6.3.5) and the rate of return on tangible non-current assets (section 6.3.6). Unless otherwise 
noted, all pricing and financial data are presented in real terms with values in 2017–18 dollars.
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6.3.1 Prices
Airports collect aeronautical revenue from airlines through a variety of charges for services. The most 
significant charges are typically per-passenger charges for the airline to use the relevant terminal. 

Airports publish list prices (Condition of Use) that represent the maximum charge applicable to an 
airline operating out of the airport. However, airports typically enter into agreements with airports 
that result in airlines paying rates below the list prices. Major Australian airports discount charges for 
domestic flights by an average of 24.0 per cent and international charges by an average of 9.8 per cent 
according to the Australian Airports Association.31

Table 6.3.1 shows aeronautical charges for customers with contracts at Perth Airport during 2017–18. It 
also shows how these charges have changed between 2013–14 and 2017–18. 

31  Australian Airports Association, AAA submission to the Productivity Commission, 2018, p. 32.
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Table 6.3.1:   Perth Airport— schedule of aeronautical charges and movements over time: 2013–14 to  
 2017–18

Charge 
per unit 

($)

Indexed list prices

(2017–18 base year = 100)

2017–18 2013–14 2014–15 2015–16 2016–17 2017–18

Landing fees 

Basic landing charge

International regular passenger transport (per 
arriving and departing passenger)

4.69 90.5 91.2 96.0 96.6 100.0

Domestic and regional regular passenger 
transport (per arriving and departing 
passenger)

4.69 90.5 91.2 96.0 96.6 100.0

Fixed wing (GA, freight and other) (per tonne 
MTOW)

8.69 99.9 101.1 101.8 101.5 100.0

Rotary wing (per tonne MTOW) 4.35 99.9 101.1 101.8 101.5 100.0

Minimum landing charge

Fixed wing (per landing) 40.55 99.7 100.9 101.5 101.3 100.0

Rotary wing (per landing) 20.23 99.9 101.1 101.8 101.6 100.0

Basic aircraft parking charge (GA) (per aircraft 
per day)

36.18 99.9 101.1 101.8 101.6 100.0

Aircraft storage charge 9.83 99.9 101.1 101.8 101.6 100.0

Peak-period minimum movement charge (on 
airfield usage)(a)

224.79 99.9 101.1 101.8 111.7 100.0

Passenger-related services and facilities

International terminal charge (per arriving and 
departing passenger)

13.06 96.3 87.6 88.4 98.4 100.0

Common user terminal equipment (CUTE) 
usage charge (per departing international 
passenger)

0.45 144.9 142.5 103.7 101.9 100.0

Domestic terminal charge (per per arriving and 
departing passenger)

17.64 93.4 92.2 98.6 99.4 100.0

Government mandated security charges

Counter terrorism first response—regular 
passenger transport (per passenger)

1.22 79.7 84.5 94.3 92.7 100.0

Counter terrorism first response—freight and 
other (aircraft > 20 tonne) (per tonne MTOW)

1.14 79.7 84.5 94.3 92.7 100.0

International passenger and checked bag 
screening (per departing international 
passenger)

4.20 133.9 142.9 100.3 145.7 100.0

Common user domestic terminal passenger and 
checked bag screening (per departing domestic 
passenger)

4.86 60.1 116.7 78.0 108.4 100.0

Notes:  Real indexed prices are in 2017–18 dollars. Charges include GST. (a) Peak period minimum charges apply to both 
arrival and departure movements.

The majority of Perth Airport’s published charges increased during 2017–18. The international terminal 
charge increased by 1.6 per cent to $13.06 per passenger, while the domestic terminal charge increased 
by 0.6 per cent to $17.64 per passenger. Landing charges for regular passenger transport were $4.69 
per passenger for both international and domestic passengers, a 3.5 per cent increase from last year. 

Among the charges that have decreased in 2017–18, the international passenger and checked bag 
screening charge declined by 31.4 per cent (from $6.11 to $4.20 per departing passenger). Domestic 
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passenger and checked bag screening charge declined by 7.8 per cent in 2017–18 (from $5.27 to 
$4.86 per departing passenger). 

6.3.2 Revenues, costs and profits per passenger for aeronautical 
services

Figure 6.3.1 shows the aeronautical revenue, costs and operating profit (EBITA) per passenger. In 
2017–18 aeronautical revenue per passenger rose by 0.4 per cent to $16.16, the highest level in the 
last decade. In contrast, aeronautical operating expenses per passenger fell by 7.3 per cent to $9.71 in 
2017–18. This decrease was mainly a result of reduced depreciation expenses (Perth Airport advised 
that its deprecation expenses in 2017–18 were lower than the previous year because deprecation 
expenses in 2016–17 included a one-off item). The combination of higher revenue and lower expenses 
pushed up aeronautical operating profit by 14.8 per cent to $6.45 per passenger in 2017–18, which is 
the highest level recorded by the airport in the last decade.

Figure 6.3.1:  Perth Airport—aeronautical revenue, expenses and operating profit per passenger: 2008–09  
 to 2017–18
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6.3.3 Revenues, costs and profits for aeronautical and total airport 
services

Table 6.3.2 presents revenues, expenses and operating profits (EBITA) over the last decade. 
Aeronautical revenue grew marginally by 0.5 per cent to $231.1 million in 2017–18 and is 137.2 per cent 
higher than a decade ago. This increase is driven by the significant investment Perth Airport has 
undertaken in its terminals to meet passenger growth which has seen its aeronautical tangible 
non-current asset assets more than tripled in that period.

Aeronautical expenses fell by 7.3 per cent to $138.8 million, following an increase of 3.4 per cent in the 
previous year. These decreases primarily reflect reduced depreciation. 

As a result, aeronautical operating profit (EBITA) increased by 14.9 per cent in 2017–18 to $92.3 million. 

Perth Airport earned an aeronautical operating profit of 39.9 cents for each dollar of aeronautical 
revenue in 2017–18, up from 34.9 cents in the previous year.
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Table 6.3.2:   Perth Airport—revenues, expenses and profits for aeronautical and total airport services: 2008–09 to 2017–18

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Revenue ($m) Total aeronautical 97.4 104.2 118.5 132.6 176.2 198.9 196.2 217.7 230.0 231.1

Total airport 206.0 293.4 340.2 810.7 722.9 408.1 451.2 473.3 552.0 524.1

Aero % of total airport 47.3 35.5 34.8 16.4 24.4 48.7 43.5 46.0 41.7 44.1

Operating expenses ($m) Total aeronautical 57.9 63.3 71.6 85.9 101.6 111.7 117.4 144.9 149.7 138.8

Total airport 113.3 124.7 141.8 163.7 191.2 204.0 213.9 246.6 256.1 247.0

Operating profit ($m) Total aeronautical 39.5 40.9 46.9 46.7 74.6 87.2 78.8 72.8 80.3 92.3

Total airport 92.7 168.7 198.4 647.0 531.7 204.0 237.3 226.7 295.8 277.0

Profit margin (%) Aeronautical 40.6 39.2 39.6 35.2 42.3 43.8 40.2 33.5 34.9 39.9

Total airport 45.0 57.5 58.3 79.8 73.5 50.0 52.6 47.9 53.6 52.9

Revenue per passenger ($) Total aeronautical 10.00 9.95 10.34 9.95 11.99 13.33 13.28 15.02 16.10 16.16

Operating expenses per passenger ($) Total aeronautical 5.94 6.05 6.25 6.45 6.92 7.49 7.95 9.99 10.48 9.71

Operating profit per passenger ($) Total aeronautical 4.06 3.90 4.09 3.50 5.08 5.84 5.33 5.02 5.62 6.45

Note:  Real values in 2017–18 dollars.

Table 6.3.3:   Perth Airport—non-current assets for aeronautical services and total airport services: 2008–09 to 2017–18 ($m)

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Investment property Aeronautical  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0

Total airport 382.0 452.3 430.8 848.2 412.7 411.1 460.9 703.3 679.3 678.9

Land Aeronautical  20.9  20.1  19.3  18.7  18.0  17.3  0.0  0.0  0.0  0.0

Total airport 37.5 36.2  38.5  37.3 724.8 645.5 747.5 517.7 569.5 564.7

Property, plant and equipment Aeronautical  275.3  311.2  368.9  428.1  595.6  750.0  902.3 1 005.4 1 025.5  980.4

Total airport  486.4  495.2  549.1  683.6  882.4 1 095.0 1 300.2 1 455.9 1 429.6 1 382.0

Intangibles Aeronautical  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0

Total airport  551.6  538.0  521.0  507.0  494.0  480.5  472.8  603.9  462.9  455.3

Other tangible non-current assets Aeronautical  0.0  0.0  0.0  0.0  0.0  0.0  16.8  16.4  15.9  15.4

Total airport  9.7  13.6  11.2  23.2  6.4  0.0  193.2  128.3  200.1  176.9

Total tangible non-current assets Aeronautical  296.1  331.3  388.2  446.7  613.6  767.3  919.2 1 021.8 1 041.4  995.8

Total airport  915.7  997.3 1 029.6 1 592.3 2 026.3 2 151.6 2 701.8 2 805.2 2 878.5 2 802.5

Total non-current assets Aeronautical  296.1  331.3  388.2  446.7  613.6  767.3  919.2 1 021.8 1 041.4  995.8

Total airport 1 467.2 1 535.3 1 550.6 2 099.2 2 520.4 2 632.1 3 174.6 3 409.1 3 341.4 3 257.8

Note:  Real values in 2017–18 dollars.
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6.3.4 Assets for aeronautical and total airport services
Table 6.3.3 lists Perth Airport’s tangible non-current assets for aeronautical services and the total 
airport over the last decade. Total aeronautical non-current assets fell by 4.4 per cent in 2017–18 to 
$995.8 million. This was driven by a fall in the value of property, plant and equipment. However, total 
aeronautical non-current assets have grown by 236.3 per cent during the past decade. 

6.3.5 Capital expenditure
Figure 6.3.2 shows that in 2017–18, Perth Airport’s investment as a percentage of tangible non-current 
aeronautical assets dropped to 3.7 per cent. This is the lowest level of investment during the last 
decade. The slowdown in investment follows the airport’s $1 billion investment program (see 
section 6.2.3) and coincides with a decline in passenger traffic at the airport in recent years. Despite 
the slowdown, the airport’s aeronautical asset base has more than tripled over the decade to reach 
$995.8 million in 2017–18, while its total passenger numbers has increased by 46.9 per cent over the 
10-year period. 

Figure 6.3.2:  Perth Airport—additions as a percentage of tangible non-current assets for aeronautical and  
 total airport services: 2008–09 to 2017–18
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Note: ACCC has revised some data points in this chart based on clarification from Perth Airport.

On a total airport basis, additions to non-current aeronautical assets have also been declining since 
the peak reached in 2008–09 (21.1 per cent). They dropped 0.2 percentage points to 2.4 per cent in 
2017–18.

6.3.6 Rates of return on tangible non-current assets
The ACCC calculates the rate of return on tangible non-current assets using earnings before interest, tax 
and amortisation (EBITA) as a percentage of average assets. Figure 6.3.3 shows that the rate of return 
increased by 1.3 percentage points to 9.1 per cent in 2017–18. Despite the increase, the rate of return 
on aeronautical tangible non-current assets is still significantly lower than the levels seen in the first 
half of the past decade. This reflects the significant growth in the asset base as a result of the airport’s 
capital investment program. The return on total airport assets decreased by 0.7 percentage point to 
9.8 per cent in 2017–18. 
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Figure 6.3.3:  Perth Airport—rate of return (EBITA) on tangible non-current assets for aeronautical and  
 total airport services: 2008–09 to 2017–18
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Note: The rate of return for total airport services was significantly higher in 2011–12. Perth Airport said that this reflects 
an increase in fair value of non-aeronautical investment property circa $337.5 million as at 30 June 2012. Perth 
Airport said that the increase was primarily due to a change in the investment methodology used for deriving fair 
value. The change materially impacts on measurements of total airport returns.

6.4 Quality of aeronautical and total airport services
Ratings of the quality of service offered at each airport are derived from surveys of both airlines and 
passengers as well as various objective indicators of performance collected from the airport. This 
section discusses ratings derived from these surveys for Perth Airport, together with other objective 
indicators of service quality. It presents overall average ratings for total airport services (section 6.4.1), 
followed by ratings for terminals and aircraft-related services and facilities (section 6.4.2), and 
passenger-related services and facilities for each terminal (section 6.4.3). These ratings do not cover 
Terminal 4, which was leased by Qantas. 

6.4.1 Total airport services
For each airport, the ACCC calculates a single overall quality of service rating, which covers 
aeronautical, car parking and, to a lesser degree, landside operations. The overall rating represents the 
average score that the airport achieved across a large number of measures based on airline surveys, 
passenger surveys and objective indicators. The methodology for calculating this rating is explained in 
section A4.2.3 in appendix A4.

Figure 6.4.1 shows that Perth Airport’s overall quality of service rating remained largely unchanged 
within the ‘good’ range in 2017–18. This followed a period of notable improvement in its overall rating 
since 2013–14. The airport has been the highest rated of the four monitored airports for two years in 
a row. 
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Figure 6.4.1:  Perth Airport—ratings of overall quality of service, passenger surveys and airline surveys:  
 2008–09 to 2017–18
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Source:  Airline surveys, passenger surveys and objective indicators obtained from Perth Airport.

Perth Airport’s average rating from airline surveys continued to improve within the ‘good’ category in 
2017–18. The rating has increased for six years in a row (figure 6.4.1). Passengers also rated the airport 
as ‘good’, with the rating remaining within the ‘good’ range with little change over the last decade. 

Figure 6.4.2 shows that Perth Airport’s average ratings for the standard and availability of total airport 
services both remained relatively unchanged within the ‘good’ category in 2017–18. Both ratings 
however have had notable improvement since 2013–14. 

Figure 6.4.2: Perth Airport—average ratings for standard and availability of total airport services and  
 facilities: 2008–09 to 2017–18
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Source:  Airline surveys, passenger surveys and objective indicators obtained from Perth Airport.

6.4.2 Terminal and aircraft-related services and facilities
Figure 6.4.3 shows that in 2017–18, Perth Airport’s average quality of service ratings for the T1 
international terminal increased slightly within the ‘good’ category. The airport’s average rating for 
domestic terminal facilities remained largely unchanged. Perth Airport’s investment in its terminals has 
contributed to notable improvement in its terminal ratings over recent years.
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Figure 6.4.3: Perth Airport—average ratings for international and domestic terminal facilities, and  
 aircraft-related services and facilities: 2008–09 to 2017–18
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Source:  Airline surveys, passenger surveys and objective indicators obtained from Perth Airport.

The average rating for aircraft-related services is determined solely by airline surveys. Figure 6.4.3 
shows that the rating for aircraft-related activities improved notably within the ‘good’ range in 2017–18. 
This rating has now improved for eight years in a row.

Table 6.4.1 shows how airlines rated specific aspects of aircraft-related services and facilities. All 
indicators were rated as ‘good’ in 2017–18 except the standard of aircraft parking facilities, which was 
rated as ‘satisfactory’. The majority of the indicators received improved ratings from last year with 
three indicators improving from ‘satisfactory’ to ‘good’. Compared to a decade ago, the overwhelming 
majority of indicators have improved with more than half of those rising from ‘satisfactory’ to ‘good’.

Table 6.4.1:  Perth Airport—airline ratings of quality of individual aircraft-related services and facilities:  
 2017–18, 1-year change, and change since 2008–09

Category Indicator Rating category 
2017–18

1-year 
change

Change 
since 
2008–09

Runway Availability Good p* p*

Standard Good p p*

Taxiways Availability Good p p*

Standard Good p p

Aprons Availability Good — p*

Standard Good q —

Aircraft parking Availability of facilities and bays Good p* p*

Standard of facilities and bays Satisfactory p p

Ground handling Availability of services and facilities Good p p*

Standard of services and facilities Good q p*

Management responsiveness Availability Good p p

Standard Good p* p

Notes:  The rating categories are: Very poor, Poor, Satisfactory, Good and Excellent. 
p indicates an improvement; q indicates a decline; — indicates no change.

 *Rating changed by a category over the period.

Airline ratings for runway standard and availability both increased during 2017–18. In particular, the 
rating for runway availability improved from ‘satisfactory’ to ‘good’. Some airlines said that Perth Airport 
sought to limit the impact of works by scheduling works to avoid peak periods as well as by providing 
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adequate notification. Airlines also noted that the airport had completed airfield lighting upgrades, 
which has improved visibility and enabled operations to continue in fog conditions.

The standard and availability of taxiways were both rated as ‘good’ with ratings improving from the 
previous year. One airline noted that the airport’s timely communication about its upgrades reduced 
their operational impacts while another airline said that the airport was quick to rectify the issues raised.

Apron availability and standard were both rated as ‘good’ in 2017–18. While the rating for apron 
availability remained unchanged, the rating for apron standard decreased from the previous year. 
Airlines said that apron markings faded on a number of bays and visibility of taxi lines in wet weather 
was less satisfactory, which could be improved by providing more lighting.

Airlines rated the availability and standard of aircraft parking as ‘good’ and ‘satisfactory’ respectively. 
Both indicators received higher ratings in 2017–18 with the rating for aircraft parking availability 
improving from ‘satisfactory’ to ‘good’.

Similarly the availability and standard of ground handling services and facilities were both rated as 
‘good’ in 2017–18. While the rating for availability improved, the rating for standard dropped. One airline 
said there was insufficient lighting provided. Another airline raised concerns about the cost impact of 
using an independent third-party ground handling operator as proposed by the airport. Airlines have 
however generally acknowledged that the airport has been cooperative when issues have been raised.

Airlines rated both the availability and standard of overall management responses as ‘good’. The 
rating for the standard of management responsiveness increased from ‘satisfactory’ to ‘Good. Airlines 
generally considered that the airport was quick to respond to issues raised and communications 
from the airport improved compared to the previous year. However, airlines also noted issues such 
as the absence of a duty manager at T2, difficulties in discussion with the airport about development 
opportunities, as well as the impact of airport staff changes on the ability to resolve issues.

6.4.3 Passenger-related services and facilities

International terminal (T1)

The ratings for the quality of passenger-related services and facilities for the T1 international terminal 
are shown in table 6.4.2. All of the quality indicators from passenger surveys achieved a ‘good’ rating 
in 2017–18 except ‘waiting time in the outbound immigration area’, which was rated as ‘excellent’. Most 
passenger quality indicators improved when compared to the previous year. 

The majority of the ratings from airline surveys were ‘good’ except for one ‘satisfactory’ rating. All of the 
airline ratings improved in 2017–18. 

Airline ratings of the availability and standard of check-in facilities both improved within the ‘good’ 
category. While airlines were generally happy about the level of services, one suggested that there were 
some issues with the layout of the airport which could cause congestion in peak hour. Another airline 
said check-in counters were not well designed and did not provide adequate space.

Similarly, the ratings for the availability and standard of the baggage processing facility also improved 
within the ‘good’ range in 2017–18. Some airlines commented that they sometimes experienced 
congestion during peak periods. One airline also said that inbound baggage belts in the arrival hall 
struggled to cope with a full load of baggage and as a result baggage could fall off the belt. 

The rating for aerobridge availability improved enough to be in the ‘good’ category. Aerobridge 
standard was however rated as ‘satisfactory’. Some airlines commented that some of the aerobridges 
were dated, requiring four flights of steps before reaching aircraft. Airlines also said aerobridges 
suffered from leakage issues during adverse weather conditions.

During 2017–18, most objective indicators of quality of services and facilities at the international 
terminal improved. 
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Table 6.4.2:  Perth Airport—indicators of quality of passenger-related services and facilities—international terminal (T1): 2017–18, 1-year change and change   
 since 2008–09

Category Indicator Data source Indicator result 
2017–18

1-year 
change

Change 
since 
2008–09

Check-in Check-in availability Airline survey Good p p*

Check-in standard Airline survey Good p p*

Check-in waiting time Passenger survey Good q p

Number of departing passengers per check-in desk, kiosk and bag drop facility (peak hour) Objective indicator 11.0 q q

Immigration Waiting time in outbound Immigration area Passenger survey Excellent q p*

Number of departing passengers per outbound Immigration desk (peak hour) Objective indicator 41.8 q q

Waiting time in inbound Immigration area Passenger survey Good p p

Number of arriving passengers per inbound Immigration desk (peak hour) Objective indicator 20.4 p p

Waiting time in inbound baggage inspection area Passenger survey Good — q

Number of arriving passengers per baggage inspection desk (peak hour) Objective indicator 31.2 p q

Information Flight information display screens Passenger survey Good p p

Number of passengers per flight information display screen (peak hour) Objective indicator 9.4 p p

Number of passengers per information point (peak hour) Objective indicator 1103.0 p q

Signage and wayfinding Passenger survey Good p p

Notes: The rating categories are: Very poor, Poor, satisfactory, Good and Excellent. 
p indicates an improvement; q indicates a decline; — indicates no change.

 * Rating changed by a category over the period. 
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Table 6.4.2:  Perth Airport—indicators of quality of passenger-related services and facilities—international terminal: 2017–18, 1-year change and change since  
 2008–09 (cont.)

Category Indicator Data source Indicator result 
2017–18

1-year 
change

Change 
since 
2008–09

Baggage Baggage processing facilities availability Airline survey Good p p*

Baggage processing facilities standard Airline survey Good p p

Average throughput of outbound baggage system (per hour) Objective indicator 386.6 p p

Circulation space for inbound baggage reclaim Passenger survey Good p p

Information display for inbound baggage reclaim Passenger survey Good p p

Number of arriving passengers per m2 of inbound baggage reclaim area (peak hour) Objective indicator 0.1 p N/A

Findability of baggage trolleys Passenger survey Good q q*

Number of passengers per baggage trolley (peak hour) Objective indicator 1.3 p q

Gate lounges Seating in lounge area (quality and availability) Passenger survey Good p —

Number of departing passengers per seat in gate lounges (peak hour) Objective indicator 0.4 — p

Crowding in lounge area Passenger survey Good q p

Number of departing passengers per m2 of lounge area (peak hour) Objective indicator 0.1 — p

Amenities Standard of washrooms Passenger survey Good p p

Number of departing passengers per washroom (peak hour) Objective indicator 52.3 q N/A

Aerobridges Aerobridges availability Airline survey Good p* p*

Aerobridges standard Airline survey satisfactory p p*

Percentage of arriving international passengers using an aerobridge Objective indicator 100.0% p —

Percentage of departing international passengers using an aerobridge Objective indicator 100.0% p —

Security Quality of security search process Passenger survey Good p p

Number of departing passengers per security clearance system (peak hour) Objective indicator 125.4 q p

Notes: The rating categories are: Very poor, Poor, satisfactory, Good and Excellent. 
p indicates an improvement; q indicates a decline; — indicates no change. 

 * Rating changed by a category over the period. N/A = not applicable.
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Domestic terminal (T1)

Table 6.4.3 shows quality of service measures for the T1 domestic terminal, which was completed in 
2015 and is a common user terminal, currently used exclusively by Virgin Australia. 

All of the passenger survey indicators were rated as ‘good’ in 2017–18. However their ratings decreased 
when compared to the previous year. In particular, the rating for check-in waiting time dropped from 
‘excellent’ to ‘good’. 

The performance of objective indicators for service quality at the T1 domestic terminal was mixed 
in 2017–18. While measures relating to check-in, baggage, information, and gate lounge generally 
improved or remained constant, indicators relating to amenities and security decreased. 

Since Virgin Australia is currently the only airline to use the terminal, table 6.4.3 does not show airline 
survey results.

Domestic terminal (T2)

Table 6.4.4 shows quality of service measures for passenger-related services and facilities for the T2 
domestic terminal. The terminal has been operating since March 2013, primarily to meet the travel 
demands of the resource sector and intrastate passengers. Airlines flying from T2 include Alliance 
Airlines, Tigerair (interstate), Virgin Australia (regional) and Regional Express. 

During 2017–18, all T2 related indicators were rated as ‘good’ by passengers. However most passenger 
ratings decreased when compared to the previous year. 

The airline ratings were either ‘excellent’ or ‘good’ in 2017–18. In particular, the rating for the standard 
of baggage processing facilities improved from ‘good’ to ‘excellent’. The rating of check-in availability 
dropped by one category to ‘good’. 

Perth Airport’s performance in relation to objective service quality indicators was mixed in 2017–18. 
While the objective indicators relating to check-in, amenities and security improved, those relating to 
baggage and information generally decreased when compared with the previous year.
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Table 6.4.3:  Perth Airport—indicators of quality of passenger-related services and facilities—domestic terminal (T1): 2017–18, 1-year change 

Category Indicator Data source Indicator result 
2017–18

1-year 
change

Check-in Check-in waiting time Passenger survey Good q*

Number of departing passengers per check-in desk, kiosk and bag drop facility (peak hour) Objective indicator 9.1 —

Baggage Circulation space for inbound baggage reclaim Passenger survey Good q

Information display for inbound baggage reclaim Passenger survey Good q

Number of arriving passengers per m2 of inbound baggage reclaim area (peak hour) Objective indicator 0.2 —

Findability of baggage trolleys Passenger survey Good q

Number of passengers per baggage trolley (peak hour) Objective indicator 2.1 p

Information Flight information display screens Passenger survey Good —

Number of passengers per flight information display screen (peak hour) Objective indicator 6.1 p

Number of passengers per information point (peak hour)(a) Objective indicator N/A N/A

Signage and wayfinding Passenger survey Good q

Gate lounges Seating in lounge area (quality and availability) Passenger survey Good q

Number of departing passengers per seat in gate lounges (peak hour) Objective indicator 0.3 —

Crowding in lounge area Passenger survey Good q

Number of departing passengers per m2 of lounge area (peak hour) Objective indicator 0.1 —

Amenities Standard of washrooms Passenger survey Good q

Number of departing passengers per washroom (peak hour) Objective indicator 95.8 q

Aerobridges Number of arriving domestic passengers per aerobridge (peak hour) Objective indicator 34.9 q

Number of departing domestic passengers per aerobridge (peak hour) Objective indicator 38.3 p

Security Quality of security search process Passenger survey Good q

Number of departing passengers per security clearance system (peak hour) Objective indicator 95.8 q

Notes: The rating categories are; Very poor, Poor, satisfactory, Good and Excellent. 

 p indicates an improvement; q indicates a decline; — indicates no change, 

 *Rating changed by a category over the period. (a) Perth Airport does not have any information point in T1 domestic Terminal.

 Airline ratings are not included for confidentiality reasons. N/A = not applicable.
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Table 6.4.4:  Perth Airport—indicators of quality of passenger-related services and facilities—domestic terminal (T2): 2017–18, 1-year change 

Category Indicator Data source Indicator result 
2017–18

1-year 
change

Check-in Check-in availability Airline survey Good q*

Check-in standard Airline survey Excellent —

Check-in waiting time Passenger survey Good q

Number of departing passengers per check-in desk, kiosk and bag drop facility (peak hour) Objective indicator 21.3 p

Baggage Baggage processing facilities availability Airline survey Excellent p*

Baggage processing facilities standard Airline survey Good —

Circulation space for inbound baggage reclaim Passenger survey Good q

Information display for inbound baggage reclaim Passenger survey Good q

Number of arriving passengers per m2 of inbound baggage reclaim area (peak hour) Objective indicator 0.2 —

Findability of baggage trolleys Passenger survey Good q

Number of passengers per baggage trolley (peak hour) Objective indicator 7.5 q

Information Flight information display screens Passenger survey Good p

Number of passengers per flight information display screen (peak hour) Objective indicator 10.6 q

Number of passengers per information point (peak hour) Objective indicator 464.0 q

Signage and wayfinding Passenger survey Good —

Gate lounges Seating in lounge area (quality and availability) Passenger survey Good q

Number of departing passengers per seat in gate lounges (peak hour) Objective indicator 0.6 p

Crowding in lounge area Passenger survey Good q

Number of departing passengers per m2 of lounge area (peak hour) Objective indicator 0.2 q

Amenities Standard of washrooms Passenger survey Good q

Number of departing passengers per washroom (peak hour) Objective indicator 95.8 p

Security Quality of security search process Passenger survey Good q

Number of departing passengers per security clearance system (peak hour) Objective indicator 127.7 p

Notes: The rating categories are; Very poor, Poor, satisfactory, Good and Excellent. 

 p indicates an improvement; q indicates a decline; — indicates no change.

 *Rating changed by a category over the period. 
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Table 6.4.5:  Perth Airport—indicators of quality of passenger-related services and facilities—domestic terminal (T3): 2017–18, 1-year change and change since  
 2008–09

Category Indicator Data source Indicator result 
2017–18

1-year 
change

Change 
since 
2008–09

Check-in Check-in waiting time Passenger survey Good — q

Number of departing passengers per check-in desk, kiosk and bag drop facility (peak hour) Objective indicator 12.7 q p

Baggage Circulation space for inbound baggage reclaim Passenger survey Good q p

Information display for inbound baggage reclaim Passenger survey Good q q

Number of arriving passengers per m2 of inbound baggage reclaim area (peak hour) Objective indicator 0.3 q N/A

Findability of baggage trolleys Passenger survey Good q q

Number of passengers per baggage trolley (peak hour) Objective indicator 4.6 q q

Information Flight information display screens Passenger survey Good q q

Number of passengers per flight information display screen (peak hour) Objective indicator 8.7 q p

Number of passengers per information point (peak hour) Objective indicator 445.0 q p

Signage and wayfinding Passenger survey Good q q

Gate lounges Seating in lounge area (quality and availability) Passenger survey Good q q

Number of departing passengers per seat in gate lounges (peak hour) Objective indicator 0.5 q p

Crowding in lounge area Passenger survey Good q p

Number of departing passengers per m2 of lounge area (peak hour) Objective indicator 0.1 — p

Amenities Standard of washrooms Passenger survey Good q p

Number of departing passengers per washroom (peak hour) Objective indicator 148.3 p N/A

Aerobridges Number of arriving domestic passengers per aerobridge (peak hour) Objective indicator 53.8 p q

Number of departing domestic passengers per aerobridge (peak hour) Objective indicator 89.0 p q

Security Quality of security search process Passenger survey Good p p

Number of departing passengers per security clearance system (peak hour) Objective indicator 111.3 p p

Notes: The rating categories are; Very poor, Poor, satisfactory, Good and Excellent. 

	 p indicates an improvement; q indicates a decline; — indicates no change.

 Airline ratings are not included for confidentiality reasons. N/A = not applicable.
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Domestic terminal (T3)

Table 6.4.5 shows quality of service measures for terminal T3, which is a common-user terminal used by 
Jetstar (domestic services), Network, Qantas and QantasLink. As Jetstar, Network and Qantas are the 
only airlines to use the terminal, airline survey results are not shown.

All of the quality of service indicators in the passenger survey received a ‘good’ rating during 2017–18. 
However the majority of those decreased within the ‘good’ category. Passenger ratings for check-in 
time and security were the only indicators to either increase or remain constant within the ‘good’ 
category. 

In 2017–18, over half of the objective service quality indicators decreased. However, objective indicators 
relating to amenities, aerobridges, and security all improved. 

6.5 Car parking and landside access services
This section presents an overview of Perth Airport’s car parking and landside services. It describes 
facilities and investments (section 6.5.1), activity (section 6.5.2), pricing (section 6.5.3), revenues 
and profits (section 6.5.4), quality of service outcomes (section 6.5.5), and other transport options 
(section 6.5.6).

6.5.1 Car parking facilities and investments

Car parking facilities

There are two main car parking precincts at Perth Airport: T1/T2 and T3/T4. T1 and T2 are serviced 
by individual short-term car parks and common long-term car parks, while T3 and T4 are serviced by 
common short and long-term car parks. The T3/T4 precinct also includes a premium, undercover ‘Fast 
Track’ car park in front of the terminals.

Consistent with the other monitored airports, Perth Airport’s long-term parking areas are serviced by 
free shuttle buses that operate every 10 minutes. The airport also offers free parking for the first hour 
in all long-term car parks. Long-term parking can be booked online, although this service is not yet 
available for parking under 24 hours.

In addition to these two parking precincts is the General Aviation parking area, which is in proximity to 
regional airline terminals. It is targeted at particular groups such as fly-in-fly-out workers. 

Car parking and landside-related investments

Table 6.5.1 shows selected investment projects in relation to car parking and landside access. In 2017–18 
the airport completed the installation of nested motorcycle parking in three select public car parks 
across the airport estate.

Table 6.5.1:   Perth Airport—selected investments in car parking and landside access services

Description of investment Value ($m) Started Completed

Horrie Miller drive overlay and restoration project 2 Q4 2017 Q1 2018

Motorcycle parking carpark installation 1 Q2 2016 Q1 2018

Perth Airport works for the Forrestfield Airport Link project 31 Q3 2018 Q1 2020

T2 forecourt monitoring and control upgrade 1 Q3 2016 Q4 2018

FY19–28 road networks renewals program 9 Q3 2019 Q2 2028

The works for the Forrestfield Airport Link at Perth Airport commenced in 2018. The project involves 
the construction of a pedestrian link bridge in Airport Central.

The airport is scheduled to commence its FY19–28 road networks renewals program, which involves 
renewal of the airport road network to reduce the risk of road failures and unplanned road closures.
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6.5.2 Car park activity
Table 6.5.2 shows the number of car parking spaces available and the throughput of car parking 
facilities at Perth Airport over the last ten years.

There were a total of 22 560 car parking spaces across Perth Airport in 2017–18. This was 85 spaces (0.4 
per cent) less than what was available in 2016–17 due to the creation of new motorcycle compounds at 
the T2 and T3/T4 short-term car parks. Over the decade, the number of car parking spaces has more 
than doubled.

Total annual throughput declined to 1.9 million in 2017–18, or 5086 cars per day. This continues a 
declining trend over the past decade and is the lowest throughput recorded over the period. The 
decline over the past year has been attributed to customers opting for alternative modes of transport 
such as ride-share, as well as free forecourt pick-up and dropoff areas. However, the fall in domestic 
passenger numbers associated with changes in the resource sector can also explain the declines in car 
park throughput over the decade.
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Table 6.5.2:  Perth Airport—number of car park spaces and average daily throughput: 2008–09 to 2017–18

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Number of car park spaces T3/T4 short-term 1 377 1 719 1 719 1 769 1 714 1 714 1 714 1 714 1 666 1 598

T3/T4 long-term 5 670 6 055 7 082 8 485 8 796 8 796 8 796 8 796 8 796 8 796

T1/T2 short-term  663  663  663  663  961 1 145 1 357 1 914 1 844 1 827

T1/T2 long-term 1 778 1 778 1 778 3 792 3 792 4 600 6 374 9 367 9 367 9 367

Staff 1 311 1 311 1 295  917  972  972  972  972  972  972

Total airport 10 799 11 526 12 537 15 626 16 235 17 227 19 213 22 763 22 645 22 560

Annual throughput of car park 
facilities (thousand)

T3/T4 short-term 1 019  990 1 054 1 054 1 030  902  857  701  537  493

T3/T4 long-term  121  173  230  343  387  363  345  237  183  168

T1/T2 short-term  685  715  733  720  747  847  874 1 132 1 172 1 055

T1/T2 long-term  32  48  66  67  93  138  137  144  142  140

Total airport 1 858 1 926 2 083 2 185 2 257 2 249 2 212 2 214 2 034 1 856

Average daily throughput of car park 
facilities

T3/T4 short-term 2 792 2 712 2 888 2 879 2 822 2 472 2 347 1 914 1 471 1 352

T3/T4 long-term  333  475  630  938 1 060  994  945  648  501  459

T1/T2 short-term 1 876 1 959 2 007 1 968 2 047 2 320 2 394 3 094 3 211 2 890

T1/T2 long-term  89  130  181  184  254  377  375  393  389  384

Total airport 5 089 5 276 5 706 5 970 6 182 6 162 6 061 6 049 5 573 5 086
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6.5.3 Car parking prices
This section reviews Perth Airport’s drive-up car parking charges over the last decade. This includes 
comparisons between drive-up car parking rates and rates for parking that was pre-purchased online.

Short-term car parking

Figure 6.5.1 shows that most short-term drive-up parking charges remained relatively stable during 
2017–18. The largest increase was in the price to park for between 1 and 2 hours, which increased by 
3.6 per cent in real terms to $19. The rates for parking between 3 and 4 hours did not change in nominal 
terms, which led to a 1.9 per cent decrease in real terms. 

Despite the modest changes to short-term car parking charges over the past year, most prices have 
more than doubled over the past decade. For example, parking for between 2 and 3 hours increased 
from $10 in 2008–09 to $22 in 2017–18.

Figure 6.5.1:  Perth Airport—selected short-term parking prices (drive-up): 30 June 2009 to 30 June 2018
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Note:  Real values in 2017–18 dollars.

Long-term car parking

Figure 6.5.2 shows trends of rising prices across selected long-term parking durations over the past 
decade. In 2017–18, the largest price increase was for parking of between 4 and 5 days, which increased 
by 4.3 per cent to $101. Prices of all long-term parking durations presented in the figure below have 
increased by around 27 per cent since 2008–09. 
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Figure 6.5.2: Perth Airport—selected long-term parking prices (drive-up): 30 June 2009 to 30 June 2018
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Table 6.5.3 shows the average drive-up and online charges for long-term car parks in 2017–18. Perth 
Airport offers online booking services for parking durations of more than one day. However, not 
all online bookings are offered a discount over the drive-up rate and the prices offered vary by car 
park, lead time, day of the week and season. This is reflected in table 6.5.3 by the modest differences 
between the average drive-up and average online price for stays of between 1 and 3 days.

Table 6.5.3:  Perth Airport—selected drive-up, online and average parking charges at long-term car  
 parking facilities: 2017–18 ($)

Length of stay Average drive-up Average online Average of drive-up and 
online

1–2 days 51.99 52.00 51.99

2–3 days 77.04 77.00 77.03

3–4 days 89.03 76.03 86.04

4–5 days 101.05 86.05 97.13

5–6 days 113.01 96.53 107.85

6–7 days 124.03 98.50 115.76

Note:  Average car parking charges are calculated as revenue per vehicle for each length of stay. These charges capture 
any fluctuations in pricing, including promotions that may be offered by the airport and are therefore generally 
lower than listed prices.

6.5.4 Car park revenues, costs and operating profits
Table 6.5.4 lists Perth Airport’s revenues, expenses and operating profit (EBITA) for car parking and 
total airport services from 2008–09 to 2017–18. Revenue from car parking fell by 2.7 per cent to 
$62.5 million in 2017–18, which represents a decline for the fourth year in a row. Operating profits from 
car parking also fell by 2.2 per cent to $32.9 million.

Perth Airport made an operating profit of 52.7 cents for each dollar in car parking revenue in 2017–18, 
slightly up from 52.4 cents last year. This compares to an operating profit of 68.8 cents from four 
years ago.

Car parking revenue, expenses and profit per parking space all fell during 2017–18. Revenue per space 
fell by 2.4 per cent in real terms to $2770, while expenses per space fell by 2.9 per cent to $1310. Car 
parking profit per space fell by 1.8 per cent to $1460, which is the lowest in the past decade. 
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Figure 6.5.3 shows Perth Airport’s revenues, expenses and operating profits per car. Car parking 
revenue per vehicle increased by 6.6 per cent in 2017–18 to $33.67, while operating expenses per vehicle 
rose 6.0 per cent to $15.92. These trends led to an increase in operating profit per vehicle of 7.2 per cent 
to $17.75.

Figure 6.5.3: Perth Airport—average car parking revenue, costs and profit per car: 2008–09 to 2017–18
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Table 6.5.4:  Perth Airport—revenue, expenses and operating profits for car parking and total airport services: 2008–09 to 2017–18

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Revenue ($m) Car parking 35.3 39.4 47.2 56.8 64.2 69.2 68.4 65.9 64.3 62.5

Total airport 206.0 293.4 340.2 810.7 722.9 408.1 451.2 473.3 552.0 524.1

Car parking % of total 17.2 13.4 13.9 7.0 8.9 17.0 15.2 13.9 11.6 11.9

Expenses ($m) Car parking 12.8 12.7 15.6 18.5 20.6 21.6 24.8 29.2 30.6 29.6

Total airport 113.3 124.7 141.8 163.7 191.2 204.0 213.9 246.6 256.1 247.0

Operating profit ($m) Car parking 22.6 26.7 31.6 38.4 43.6 47.6 43.6 36.7 33.7 32.9

Total airport 92.7 168.7 198.4 647.0 531.7 204.0 237.3 226.7 295.8 277.0

Profit margin (%) Car parking 63.9 67.8 66.9 67.5 67.9 68.8 63.7 55.6 52.4 52.7

Total airport 45.0 57.5 58.3 79.8 73.5 50.0 52.6 47.9 53.6 52.9

Revenue per space ($) 3 273 3 420 3 244 3 637 3 769 3 644 3 081 2 894 2 837 2 770

Operating expenses per space ($) 1 182 1 102 1 074 1 181 1 212 1 138 1 119 1 284 1 350 1 310

Operating profit per space ($) 2 090 2 318 2 170 2 456 2 557 2 507 1 963 1 611 1 487 1 460

Revenue per vehicle ($) 19.03 20.47 22.67 26.01 28.46 30.79 30.93 29.76 31.59 33.67

Operating expenses per vehicle ($) 6.87 6.60 7.50 8.45 9.15 9.61 11.23 13.20 15.03 15.92

Operating profit per vehicle ($) 12.15 13.87 15.16 17.56 19.31 21.18 19.70 16.56 16.56 17.75

Note:  Real values in 2017–18 dollars.
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6.5.5 Quality of car parking facilities
Figure 6.5.4 shows that T1/T2 passenger ratings of parking availability, standard and time taken to 
enter were stable in 2017–18, remaining at ‘good’.

Figure 6.5.4: Perth Airport—passenger survey ratings of the quality of car parking facilities at the  
 international terminal: 2008–09 to 2017–18
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Source:  Passenger surveys obtained from Perth Airport.

Figure 6.5.5 shows the T3/T4 passenger ratings of car park availability, standard, and time taken to 
enter car parks. All three indicators declined within the ‘good’ category in 2017–18.

Figure 6.5.5 : Perth Airport—passenger survey ratings of the quality of car parking facilities at the  
 domestic terminal: 2008–09 to 2017–18
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6.5.6 Other transport options
In addition to car parking provided by Perth Airport, access is provided by off-airport car parking, 
public and private buses, taxis and private hire cars as well as ride-sharing services such as Uber. 

Transport options and facilities

The following section provides further details on the alternatives available for accessing Perth Airport, 
including relevant information on transportation fees charged to consumers.

Terminal drop-off and pick-up

Perth Airport provides public drop-off and pick-up areas at all terminals, with 63 designated spaces in 
the T1/T2 precinct and 50 designated spaces in the T3/T4 precinct. The airport advised that access 
facilities for both the T1/T2 and T3/T4 precincts remained unchanged in 2017–18. 

Buses

Transperth operates regular bus services between Perth Airport, Perth City and other local centres. 
Bus Route 380 operates between the Elizabeth Quay Bus Station in the Perth city centre and the T1/T2 
precinct. Bus Route 40 operates services between Elizabeth Quay Bus Station and T3/T4 precinct. 
Single trip tickets cost $4.80, which is the equivalent of a two zone trip on the Transperth bus network. 

Perth Airport is serviced by several private bus operators connecting the airport to other suburbs such 
as the CBD. Prices range from $18 for a one way trip from the airport to the CBD. 

Off-airport car parking operators

There are a number of off-airport car parking operators that provide alternatives to the airport’s 
car parks. Unlike other monitored airports, Perth Airport does not charge these operators a fee for 
accessing the airport. Parking prices (charged by off-airport car parking operators) sampled by the 
ACCC started at $19 for one day parking and $57 for three days of parking.

Taxis

Perth Airport maintained its charge of $3.00 on taxis departing the airport. No charge applies for 
dropping off passengers.

Ridesharing

Perth Airport provides dedicated pick-up areas for ridesharing services such as Uber at all terminals, as 
well as holding areas at both precincts. Each vehicle is charged $3.00 per pick-up. 

Private cars

Perth Airport’s charge for private car operators (such as limousines) remained unchanged in nominal 
terms at $4.50 per entry. These fees were included as a surcharge in the passenger’s total trip fare.

Motorcycles

During 2017–18, Perth Airport created dedicated motorcycle parking facilities close to terminals. Parking 
rates ranged from $5.40 for up to 1 day of parking to $38.30 for between 6 and 7 days of parking.

Landside access fees and charges

Perth Airport levies a landside access charge on some of the businesses operating alternative transport 
options. Table 6.5.5 shows the 2017–18 landside access charges and indexed average list prices for the 
last five years.

Access charges for taxis and private cars both dropped slightly in real terms as Perth Airport 
maintained its nominal charges in 2017–18.
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Table 6.5.5:  Perth Airport—landside access charges and indexed average access charges: 2013–14 to  
 2017–18

Transport option Average list 
prices ($) 2017–18

2013–14 2014–15 2015–16 2016–17 2017–18

Public bus No charge N/A N/A N/A N/A N/A

Private bus No charge N/A N/A N/A N/A N/A

Off-airport car parking No charge N/A N/A N/A N/A N/A

Taxi (per exit) 3.00 71.3 70.1 103.7 101.9 100.0

Private car operators (per entry) 4.50 71.3 70.1 103.7 101.9 100.0

Ride-share 3.00 N/A N/A N/A 101.9 100.0

Source:  Real prices in 2017–18 dollars.

Landside access revenue

Figure 6.5.6 summarises landside access revenue by transport mode since 2009–10. Total landside 
access revenue increased by 17 per cent to $4.4 million32 during 2017–18. This can largely be attributed 
to the revenue collected from ride-share services, which increased by 148 per cent to $1.5 million, or 
over one-third of total landside access revenue.

Taxis continued to generate a majority of total landside access revenue, of $2.5 million or 58.2 per cent. 
However, there was an 8.3 per cent decrease in revenue from the previous year, most likely as some of 
these passengers switched to using ride-share services. Revenue collected from private car operators 
also fell by 4.8 per cent to $325 000.

Figure 6.5.6:  Perth Airport—landside access revenue by transport mode: 2009–10 to 2017–18
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Note:  Totals exclude revenue from car rental operators. Revenue from ride-share services commenced in 
December 2016–17.

Quality of landside access services and facilities provided by Perth Airport

This section outlines the passenger quality of service ratings for landside services and facilities. The 
ACCC has also collected landside operators’ quality of service ratings in the past, but has decided to 
cease collection from this year. 

Table 6.5.6 shows that ratings for all landside access for services and facilities decreased but remained 
‘good’ in 2017–18. However, the ratings across all indicators have all improved since the quality of 
service ratings were introduced for landside services and facilities in 2013–14.

32 Excludes revenue from car rental operators.
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Table 6.5.6:  Perth Airport—passenger ratings of the quality of landside access services and facilities:  
 2017–18, 1-year change and change since 2013–14

Terminal Indicator Rating category 
2017–18

1-year 
change

Change 
since 
2013–14

International, Domestic & 
General Aviation (T1/T2)

Kerbside pick-up and drop-off facilities Good q p

Taxi facilities waiting time Good q p

Kerbside space congestion Good q p

Domestic (T3/T4) Kerbside pick-up and drop-off facilities Good q p

Taxi facilities waiting time Good q p

Kerbside space congestion Good q p

Notes: The rating categories are: Very poor, Poor, Satisfactory, Good and Excellent. 

 p indicates an improvement; q indicates a decline; — indicates no change.
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7. Sydney Airport

Key points
�� Sydney Airport continues to be the busiest airport in Australia with total passengers increasing 

by 3.3 per cent in 2017–18 to 44.1 million. International passengers grew by 5.6 per cent to 
16.4 million, while domestic passengers grew by 2.0 per cent to 27.7 million

�� Aeronautical revenue per passenger increased by 3.1 per cent in real terms to $19.26 
during 2017–18. Total aeronautical revenue grew by 6.5 per cent in real terms in 2017–18 
to $849 million. Aeronautical expenses increased by 8.6 per cent in the same period 
to $466.4 million, while aeronautical operating profit (EBITA) grew by 4.0 per cent to 
$382.6 million. For aeronautical services, operating profit margin fell slightly to 45.1 per cent, 
while return on non-tangible assets increased slightly to 11.7 per cent. 

�� Sydney Airport invested $170 million in aeronautical facilities in 2017–18. This investment 
represented 5.3 per cent of total aeronautical tangible non-current assets, down from 
9.0 per cent the previous year. Much of the investment in recent years has gone into the 
international terminal.

�� Sydney’s car parking services continue to be the most profitable of the four monitored airports 
for the fifth consecutive year, earning 69.9 cents for every dollar of revenue. Operating profit 
decreased by 3.5 per cent to $95.4 million due to a modest revenue decline (by 0.7 per cent to 
$136.4 million) and rising expenses (by 6.3 per cent to $41 million) over the year. This was also 
the second consecutive year that car parking profit has fallen.

�� Sydney Airport’s overall quality of service rating improved to ‘good’ in 2017–18. This is the 
first time that Sydney Airport has achieved this level of performance over the last decade. 
The average rating for aircraft-related services remained at ‘satisfactory’, but has shown 
improvement in each of the last three years. Ratings for international terminals improved and 
continued to be rated as ‘good’ in 2017–18. Airline ratings of quality of service have remained 
unchanged in 2017–18.

7.1 Introduction
This chapter presents a detailed review of the performance of Sydney Airport in the supply of 
aeronautical, car parking and landside access services. 

The chapter is structured as follows:

�� section 7.2 presents an overview of aeronautical activity, terminal configuration and aeronautical 
investments

�� section 7.3 reports on prices and financial performance

�� section 7.4 reports on the quality of aeronautical and total airport services

�� section 7.5 presents a review of car parking and landside services. 

Sydney Airport is only required to provide information to the ACCC in relation to the terminals that it 
directly operates. This means that the domestic terminal (T3) that used to be operated by Qantas under 
its domestic terminal lease was generally excluded from the data contained within this chapter (see 
section 1.2 for more information) during the period that Qantas held the lease. The only exceptions are:

�� the data presented in section 7.2 in relation to aeronautical activity, and

�� where figures are presented for total airport operations. 

Unless otherwise noted, dollar values presented throughout this report are in 2017–18 dollars, with all 
movements having been adjusted for inflation.
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7.2 Airport overview and major investments
This section presents an overview of Sydney Airport, including aeronautical activities relating to 
volume of passengers, tonnes landed and aircraft movements (section 7.2.1), terminal configurations 
(section 7.2.2) and major aeronautical investments (section 7.2.3).

7.2.1 Aeronautical activity levels
Total passenger volumes across the three terminals at Sydney Airport increased by 3.3 per cent 
to 44.1 million during 2017–18. International passengers drove the increase, with growth of 
5.6 per cent (to 16.4 million passengers) compared to domestic passenger growth of 2.0 per cent (to 
27.7 million passengers).

The fastest growing international passenger group in 2017–18 was Taiwan, which increased by 
49 per cent. Passengers from Vietnam and India grew by 25 per cent and 17 per cent respectively. In 
terms of absolute passenger numbers, domestic Australian passengers, the USA and China provided 
the main sources of passenger growth.33

Figure 7.2.1:  Sydney Airport—volume of passengers, tonnes landed and aircraft movements: 2008–09 to  
 2017–18
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Note:  Domestic passenger numbers include domestic passengers who travel via an airline that use the terminal (T4) that 
was leased from the airport to Qantas under a domestic terminal lease.

Figure 7.2.1 shows that total aircraft movements fell by 0.6 per cent to 345 062 during 2017–18, while 
total tonnes landed increased by 2.3 per cent to 18.2 million. The fall in total aircraft movements is 
driven by the decrease in domestic (including regional) aircraft movement despite an increase in 
international aircraft movements. 

7.2.2 Terminal configurations and aeronautical investments

Terminal configurations

Sydney Airport operates with one international terminal and two domestic terminals that are located 
within two separate precincts:

�� The international terminal (T1) is a common user terminal that is used by all airlines flying 
internationally to and from Sydney Airport. 

33 Sydney Airport, Half year results presentation—August, Sydney Airport, 2018.
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�� Terminal 2 (T2) and Terminal 3 (T3) are both domestic terminals located in the domestic precinct. T2 
is a common user terminal currently used by a number of domestic and regional airlines, including 
Virgin Australia, Jetstar, Regional Express and Tigerair. 

�� T3 was previously owned and operated under a domestic terminal lease by Qantas. The terminal 
was purchased by Sydney Airport in August 2015 and is still operated by Qantas with transition to 
Sydney Airport due to commence from 1 July 2019. As such, T3 has been covered by the ACCC’s 
monitoring reports since 2015–16.

Airport investments

Table 7.2.1 lists the largest aeronautical investments that were completed, commenced or planned at 
Sydney Airport during 2017–18. An overview of car parking and landside-related investments can be 
found in section 7.5.1.

The airport’s current master plan was approved on 17 February 2014, and a future master plan is 
currently under development for the period 2019 to 2039.

Sydney Airport is anticipating that the annual number of airline passengers that will use the airport 
will rise from 44.1 million in 2017–18 to 65.6 million in 2039. It also anticipates that annual aircraft 
movements will rise to 408 000 in 2039.34 Investment will be focused on meeting this demand. 

Table 7.2.1:  Sydney Airport—selected investments in aeronautical services and facilities

Description of investment Value ($m) Started Completed

Airfield ashphalt re-sheeting 30–40 Q3 2017 Q2 2018

T1 baggage reclaim hall upgrades 15–20 Q2 2017 Q2 2018

T1 check in automation and re-development 15–20 Q3 2017 Q2 2018

T1 gate lounge redevelopment 20–50 Q3 2017 Q4 2018

T1 emigration and security redevelopment 25–30 Q3 2017 Q3 2019

T1 baggage reclaim upgrades 10–20 Q4 2016 Q4 2018

T1 southern bag room development >200 Q4 2018 Q3 2020

Airfield bay upgrades 100–200 Q4 2018 Q4 2022

Many of Sydney Airport’s investment projects have related to its international terminal. Sydney Airport’s 
T1 check-in automation and re-development involved the installation of 36 kiosks, 16 automatic 
baggage drops, as well as the modernisation of six traditional service counters. 

The upgrade of the T1 baggage reclaim hall involved the refurbishment and replacement of the 
baggage reclaims carousels that commenced in 2016. The upgrades include refurbishment of reclaim 
carousels in Pier B and replacement of four baggage reclaim carousels in Pier C.

Projects commenced include the T1 gate lounge redevelopment, which will result in new boarding 
arrangements with new joinery, improved wayfinding and more seating.

The largest planned investment is the T1 southern bag room development. This project will include a 
new bag room with make up for outgoing baggage. It will provide an increase in the capacity of the 
baggage handling system.

The airport’s capital expenditure levels are considered in section 7.3.5.

34 Sydney Airport, Master Plan 2039 Frequently Asked Questions, Sydney Airport, 2014, p. 2.
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7.3 Aeronautical price monitoring and financial 
performance results

This section examines aeronautical prices (section 7.3.1) and the financial performance of Sydney 
Airport. Financial performance results include revenues, costs and profits per passenger (section 7.3.2), 
total revenues, costs and profits (section 7.3.3), assets (section 7.3.4), changes in the asset base 
(section 7.3.5) and rate of return on tangible non-current assets (section 7.3.6). All pricing and financial 
data is presented in real terms with values in 2017–18 dollars.

Financial data presented in this report is based on the ‘line-in-the-sand’ approach to asset values (see 
box 3.3.2). This allows for a more consistent approach across all monitored airports with regard to 
revaluations of assets after 2005. 

7.3.1 Prices
Airports collect aeronautical revenue from airlines through a variety of charges for services. The most 
significant charges are typically per-passenger charges for the airline to use the relevant terminal. 

Airports publish list prices (or ‘condition of use’) that represent the maximum charge applicable to an 
airline operating out of the airport. However, airports typically enter into negotiations that result in 
airlines paying rates below the list prices. Major Australian airports discount charges for domestic flights 
by an average of 24.0 per cent and international charges by an average of 9.8 per cent according to the 
Australian Airports Association.35 

Sydney Airport implemented a new five year agreement with international airlines during 2015–16. The 
new aeronautical services agreement contains a service level agreement with a set of key performance 
indicators covering the areas such as baggage, passenger facilitation and satisfaction, peak planning/
resource allocation and bussing. Other components include a rebate mechanism and common service 
standards for cleaning, maintenance and terminal presentation.

Sydney Airport’s aeronautical service agreements with domestic airlines will expire in 2019. Sydney 
Airport advised that it commenced discussions with airlines on key projects in early 2018 (see 
section 2.2.4 for further information on Sydney Airport’s aeronautical service agreements).

Table 7.3.1 presents the published list prices for aeronautical services at Sydney Airport during 2017–18, 
as well as their movements between 2013–14 and 2017–18. Perpassenger charges are the most 
significant charges for airlines. The average list price of the domestic passenger service charge went up 
by 4.4 per cent in 2017–18, while the international equivalent increased by 2.5 per cent.

However, a number of other charges decreased in 2017–18. For example, the apron and passenger 
facilitation charges fell by around 2 per cent.

35 Australian Airports Association, AAA submission to the Productivity Commission, 2018, p. 32.
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Table 7.3.1:   Sydney Airport—schedule of published aeronautical charges and movements over time:  
 2013–14 to 2017–18

Charge per 
unit ($)

Indexed list prices

(2017–18 base year = 100)

2017–18 2013–14 2014–15 2015–16 2016–17 2017–18

Aeronautical services—aircraft movement 
facilities and activities

International passenger services charge 
(per passenger)(a)*

31.39 84.5 87.7 94.8 97.5 100.0

Domestic passenger services charge 
(per passenger)(b)*

5.14 86.7 89.8 93.2 95.8 100.0

Runway charge—non-passenger movements and 
GA (per MTOW)*

6.57 84.7 87.7 90.8 93.1 100.0

Runway charge—regional services (per MTOW)** 3.78 106.9 105.1 103.6 101.8 100.0

Landing charge—rotary wing (per movement) 33.00 106.9 105.1 103.7 101.9 100.0

Apron charge—major aprons (per 15 minutes) 38.50 106.9 105.1 103.7 101.9 100.0

Apron charge—GA aprons—regional services 
(per day)

66.00 106.9 105.1 103.7 101.9 100.0

Apron charge—GA aprons—0 to 20 tonnes 
(per day)

154.00 91.6 97.6 103.7 101.9 100.0

Apron charge—GA aprons—20 to 40 tonnes 
(per day)

209.00 95.7 99.6 103.7 101.9 100.0

Apron charge—GA aprons—greater than 
40 tonnes (per day)

308.00 99.3 101.3 103.7 101.9 100.0

Domestic terminal infrastructure charge Commercial  
agreement

N/A N/A N/A N/A N/A

Aircraft refuelling services Commercial 
agreement

N/A N/A N/A N/A N/A

T3 domestic terminal infrastructure Commercial 
agreement

N/A N/A N/A N/A N/A

Light and emergency aircraft maintenance Commercial 
agreement

N/A N/A N/A N/A N/A

Aeronautical services—passenger processing 
facilities and activities

International security charges—including 
passenger screening, checked bag screening and 
additional security measures (per passenger)(c)

4.75 107.5 102.3 101.9 100.8 100.0

T2 domestic passenger facilitation charge 
(per passenger)(d)

9.44 106.9 105.1 103.7 102.0 100.0

T2 regional passenger facilitation charge 
(per passenger)(d)

4.95 106.9 105.1 103.7 101.9 100.0

T2 domestic security charges—including 
passenger screening, checked bag screening and 
additional security measures (per passenger)(e)

1.78 117.7 116.3 103.2 93.7 100.0

T2 regional security charges—including 
passenger screening and checked bag screening 
(per passenger)(f)

0.96 106.9 105.1 104.0 102.2 100.0

T2 new investment charge (per passenger)(g) 0.44 106.9 105.1 103.7 101.9 100.0

International check-in counters (per hour) 26.35 98.6 100.5 99.9 99.5 100.0

Terminal access roads (per vehicle—various 
charges)(h)

4.00 100.2 105.2 106.3 101.9 100.0



131 Airport monitoring report 2017–18

Minimum charges

Minimum charge for runway use (per movement) 66.00 106.9 105.1 103.7 101.9 100.0

Minimum charge for regional services 
(0–5 tonnes)

33.00 71.3 70.1 69.1 68.0 100.0

Minimum charge for regional services 
(5–10 tonnes)

45.38 106.9 105.1 103.7 101.9 100.0

Minimum charge for regional services 
(over 10 tonnes)

55.00 106.9 105.1 103.7 101.9 100.0

Notes:  Real indexed prices are in 2017–18 dollars. Charges include GST.

 N/A Not applicable.

 * Minimum charge for runway use is applicable.

 ** Minimum charge for regional air services is applicable. 

 (a) Charged per arriving and departing international passenger, excluding transfer and transit passengers, and  
 infants and positioning crew. Applies to runway use and terminal facilities. 

 (b) Charged per arriving and departing domestic passenger, excluding infants and positioning crew.  Applies  
 to runway use, however, commercially agreed charges also applied.  

 (c) Charged as a component of the international PSC, and recovers the cost of passenger screening, checked  
 bag screening and additional security measures. This charge includes an element that relates to security  
 charges.

 (d) Levied per arriving and departing passenger, excluding infants and positioning crew. This is a scheduled  
 charge—specific arrangements apply under commercial agreements with major users.

 (e) Applies to domestic users of T2 to recover the cost of passenger, checked bag screening and additional  
 security measures. This charge includes an element that relates to security charges—note comments in  
 (d) above.

 (f) Applies to regional users of T2 to partly recover the cost of passenger and checked bag screening.

 (g) Levied per arriving and departing domestic passenger in T2. 

 (h) Levied on vehicle pick-ups to recover costs associated with the provision of ground access facilities. 

Aeronautical services to regional air services

The provision of aeronautical services by Sydney Airport for regional air services is declared for the 
purpose of the price notification regime under Part VIIA of the Competition and Consumer Act 2010. 
Sydney Airport must notify the ACCC if it intends to increase the price of such services. The ACCC must 
then decide whether to object to the proposal. 

In assessing notifications from Sydney Airport for an increase in charges, the ACCC must give special 
consideration to the Australian Government’s policy for price increases. This policy includes that the 
total revenue weighted percentage increase in prices over the three years from 1 July 2016 should not 
exceed the total percentage increase in the Consumer Price Index over that same period. 

On 6 May 2016, the then Minister for Infrastructure and Transport, the Hon. Darren Chester MP 
announced the continuation of the regional air services declaration at Sydney Airport until 
30 June 2019.

The ACCC did not receive any price increase proposals for regional services at Sydney Airport during 
2017–18. 

7.3.2 Revenues, costs and profits per passenger for aeronautical 
services

Figure 7.3.1 displays the aeronautical revenues, costs and profits per passenger at Sydney Airport 
over the past decade. Aeronautical revenue per passenger increased by 3.1 per cent to $19.26 during 
2017–18, the third largest annual increase over the past decade. The increase in aeronautical revenue 
per passenger partly reflects the proportionally higher growth in international passengers who generate 
higher revenue than domestic passengers on a per passenger basis. However, as noted above, revenue 
per international passenger has also grown.
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Figure 7.3.1:  Sydney Airport—aeronautical revenues, expenses and operating profit per passenger:  
 2008–09 to 2017–18
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Note:  Real values in 2017–18 dollars.

Aeronautical expenses per passenger increased by 5.1 per cent to $10.58. This was driven by increases 
in depreciation of tangibles, security costs, and services and utilities on a per passenger basis. 
Operating profit (EBITA) per passenger increased 0.7 per cent to $8.68. Figure 7.3.1 above highlights 
that the trend of increasing revenue per passenger since 2014–15 reflects growing costs rather than 
increases in operating profit. 

7.3.3 Revenues, costs and profits for aeronautical and total airport 
services

Table 7.3.2 presents the revenues, expenses and profits for aeronautical services and the total airport 
over the last decade in 2017–18 dollars. It uses the line-in-the-sand (excluding landfill) approach to 
asset values.

Sydney Airport’s total aeronautical revenue increased by 6.5 per cent to $849 million in 2017–18. This 
represents a reduction from 8.4 per cent growth in the previous year. Over the past decade, Sydney 
Airport has reported the lowest increase in aeronautical revenue of the monitored airports with an 
increase of 56.9 per cent.

Total aeronautical expenses grew by 8.6 per cent to $466.4 million. This is less than the increase 
reported for the previous year which was 9.5 per cent. A number of expense items contributed 
to the increase with the largest rise in absolute terms attributable to depreciation of tangibles 
(up 12.3 per cent). Security costs increased by 9.0 per cent, while services and utilities grew by 
4.6 per cent.

Aeronautical operating profit increased by 4.0 per cent to $382.6 million during 2017–18. Sydney Airport 
has reported over the past decade an increase of aeronautical operating profit of 51.0 per cent.

Sydney Airport’s operating profit (EBITA) margin for aeronautical operations dropped by 
1.1 percentage points to 45.1 per cent during 2017–18. This is the fifth consecutive year that Sydney 
Airport’s operating profit margin has decreased.
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Table 7.3.2   Sydney Airport—revenues, expenses and profits for aeronautical and total airport services—line-in-the-sand approach (excluding landfill):   
 2008–09 to 2017–18

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Revenue ($m) Total aeronautical  541.1  580.3  602.9  610.3  645.4  663.9  675.8  735.8  797.4  849.0

Total airport 1 366.8 1 067.9 1 106.2 1 127.5 1 179.3 1 224.6 1 250.7 1 343.6 1 444.4 1 540.3

Aero % of total airport  39.6  54.3  54.5  54.1  54.7  54.2  54.0  54.8  55.2  55.1

Operating expenses ($m) Total aeronautical  287.6  320.9  311.6  302.6  304.2  319.0  335.4  392.4  429.6  466.4

Total airport  414.4  451.5  440.8  428.5  423.0  431.3  459.1  528.3  569.5  620.4

Operating profit ($m) Total aeronautical  253.5  259.4  291.3  307.7  341.3  344.9  340.4  343.4  367.8  382.6

Total airport  952.4  616.5  665.4  699.0  756.3  793.3  791.6  815.3  874.9  919.9

Profit margin (%) Aeronautical  46.8  44.7  48.3  50.4  52.9  52.0  50.4  46.7  46.1  45.1

Total airport  69.7  57.7  60.2  62.0  64.1  64.8  63.3  60.7  60.6  59.7

Revenue per passenger ($) Total aeronautical 16.53 16.63 16.61 16.80 17.01 17.14 17.24 17.91 18.69 19.26

Operating expenses per passenger ($) Total aeronautical 8.78 9.19 8.59 8.33 8.02 8.23 8.55 9.55 10.07 10.58

Operating profit per passenger ($) Total aeronautical 7.74 7.43 8.03 8.47 8.99 8.91 8.68 8.36 8.62 8.68

Note:  Real values in 2017–18 dollars.
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Line-in-the-sand—including landfill

The value of landfill assets was not included in the asset base provided by Sydney Airport as at 
1 July 2005. The ACCC therefore presents two versions of Sydney Airport’s line-in-the-sand financial 
accounts. Section 7.3.3 presented line-in-the-sand accounts without the value of landfill assets, while 
this section presents those accounts including landfill. The value for this landfill as at 30 June 2018 was 
$149.2 million.

Table 7.3.3 shows aeronautical revenue, expenses and operating profits for when the landfill amount 
is included. While there is no difference between revenue reported for the line-in-the-sand accounts 
that exclude landfill and those that include it, total expenses were 0.4 per cent greater for the accounts 
including landfill.

Table 7.3.3:   Sydney Airport—revenues, expenses and operating profits for aeronautical services   
 including landfill in real terms: 2008–09 to 2017–18 ($m) 

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Revenue 541.1 580.3 602.9 610.3 645.4 663.9 675.8 735.8 797.4 849.0

Expenses 290.0 323.3 313.1 304.7 306.3 321.0 337.4 394.4 431.5 468.3

Operating 
profit

251.1 257.0 289.8 305.6 339.2 342.9 338.5 341.4 365.8 380.7

Profit margin 
(%)

46.4 44.3 48.1 50.1 52.6 51.7 50.1 46.4 45.9 44.8

Note:  Real values in 2017–18 dollars.

7.3.4 Assets for aeronautical and total airport services
Table 7.3.4 presents Sydney Airport’s tangible non-current assets for aeronautical services and for total 
airport services over the last decade. It uses the line-in-the-sand (excluding landfill) approach.

Total aeronautical tangible non-current assets at Sydney Airport decreased by 4.2 per cent to 
$3.2 billion in 2017–18. This decrease was partly due to a fall in property, plant and equipment assets 
which decreased by 4.8 per cent. Total aeronautical tangible non-current assets have increased by 
3.5 per cent over the past decade.
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Table 7.3.4:   Sydney Airport—non-current assets for aeronautical services and total airport services in real terms—line-in-the-sand excluding landfill:  
 2008–09 to 2017–18 ($m)

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Investment property Aeronautical  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0

Total airport 5 712.7  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0

Land Aeronautical 1 315.7 1 473.5 1 225.6 1 184.7 1 145.5 1 265.1 1 229.1 1 197.8 1 163.4 1 127.4

Total airport 1 971.6 2 157.3 1 878.4 1 814.7 1 753.4 1 686.7 1 638.3 1 596.3 1 550.1 1 501.8

Property, plant and equipment Aeronautical 1 736.0 1 805.9 1 678.6 1 615.0 1 607.5 1 588.2 1 542.9 2 108.5 2 164.6 2 060.6

Total airport 2 498.0 2 390.4 2 266.4 2 202.7 2 232.4 2 206.2 2 130.5 3 071.9 3 128.8 3 210.5

Intangibles Aeronautical  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0

Total airport  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  8.0

Other tangible non-current assets Aeronautical  43.7  52.1  49.5  42.0  37.6  36.2  29.7  19.8  17.0  16.9

Total airport 4 589.3 4 532.1 5 509.9 6 370.0 7 034.7 10 860.0 11 209.7 10 231.2 10 487.1 10 261.5

Total tangible non-current assets Aeronautical 3 095.4 3 331.4 2 953.7 2 841.8 2 790.5 2 889.5 2 801.6 3 326.1 3 345.0 3 204.9

Total airport 14 771.5 9 079.9 9 654.6 10 387.3 11 020.5 14 753.0 14 978.5 14 899.4 15 166.0 14 973.7

Total non-current assets Aeronautical 3 095.4 3 331.4 2 953.7 2 841.8 2 790.5 2 889.5 2 801.6 3 326.1 3 345.0 3 204.9

Total airport 14 771.5 9 079.9 9 654.6 10 387.3 11 020.5 14 753.0 14 978.5 14 899.4 15 166.0 14 981.7

Note:  Real values in 2017–18 dollars.
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Line-in-the-sand assets—including landfill

Table 7.3.5 shows that the total value of aeronautical tangible non-current assets including the value 
of landfill was $4.6 billion, down 2.9 per cent from 2016–17. This amount is 3.3 per cent higher than the 
line-in-the-sand asset value that does not include landfill assets.

Table 7.3.5:   Sydney Airport—non-current assets for aeronautical services under the line-in-the-sand  
 approach including landfill in leasehold land: 2010–11 to 2017–18 ($m)

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Investment 
property

 0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0

Land 1 516.6 1 678.4 1 412.3 1 365.1 1 319.7 1 432.8 1 391.9 2 712.9 2 634.9 2 553.3

Property, plant 
and equipment

1 736.0 1 805.9 1 678.6 1 615.0 1 607.5 1 588.2 1 542.9 2 108.5 2 164.6 2 060.6

Intangibles  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0  0.0

Other tangible 
non-current 
assets

 43.7  52.1  49.5  42.0  37.6  36.2  29.7  19.8  17.0  16.9

Total tangible 
non-current 
assets

3 296.3 3 536.3 3 140.3 3 022.1 2 964.8 3 057.2 2 964.5 4 841.1 4 816.5 4 630.8

Note:  Real values in 2017–18 dollars.

7.3.5 Capital expenditure
Figure 7.3.2 presents Sydney Airport’s capital expenditure for both aeronautical and total airport 
services. This is represented by additions as a percentage of tangible non-current assets. Sydney 
Airport’s aeronautical capital expenditure of $170 million represented 5.3 per cent of total aeronautical 
tangible non-current assets, down from 9.0 per cent. The majority of the additions of aeronautical 
assets were related to buildings ($70.8 million) and land improvement ($50.9 million).

Sydney Airport’s additions to total airport assets were $448 million in 2017–18. The value of these 
additions to total airport assets is the third highest spend at Sydney Airport since 2008–09. However, 
the record-high value of the additions that occurred in 2015–16 were primarily as a result of the lease of 
T3 reverting from Qantas to Sydney Airport.



137 Airport monitoring report 2017–18

Figure 7.3.2:  Sydney Airport—additions as a percentage of tangible non-current assets for aeronautical  
 and total airport services: 2008–09 to 2017–18
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Note:  The additions that occurred in 2015–16 were primarily as a result of the lease of T3 reverting from Qantas to Sydney 
Airport.

7.3.6 Rates of return on tangible non-current assets
The rate of return on assets is another measure of an airport’s profitability. Figure 7.3.3 presents the 
rate of return on tangible non-current assets for aeronautical services and total airport operations. This 
measure is defined as EBITA as a percentage of average tangible non-current assets. 

Figure 7.3.3:  Sydney Airport—rate of return (EBITA) on tangible non-current assets for aeronautical and  
 total airport services: 2008–09 to 2017–18
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Sydney Airport’s return on tangible non-current aeronautical assets increased by 0.7 percentage points 
to 11.7 per cent during 2017–18. This is the first year since 2013–14 that the return on non-current 
aeronautical assets has increased. 

The total airport rate of return on tangible non-current assets was 17.0 per cent during  
2017–18, up 0.1 percentage points from the previous year. However, the current total airport return on 
assets is substantially lower than 2008–09 when it was 22.0 per cent.
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Line-in-the-sand assets including landfill—rates of return on tangible non-current 
assets

The rate of return on average aeronautical tangible non-current assets (including landfill) was 
11.1 per cent during 2017–18. This is 0.6 percentage points below the amount when landfill assets are 
not included.

The rate of return on average tangible non-current assets for total airport services and including landfill 
assets was 16.5 per cent during 2017–18. This is 0.5 percentage points below the return for total airport 
services without landfill assets included. 

7.4 Quality of aeronautical and total airport services
Passenger and airline perceptions of airport services are used in this report to gauge the quality of 
service offered at each airport. Quality of service ratings are derived from these survey results and also 
from various objective indicators collected from monitored airports. 

This section presents Sydney Airport’s ratings for quality of total airport services (section 7.4.1), terminal 
and aircraft-related services and facilities (section 7.4.2), and passenger-related services and facilities for 
international and domestic terminals (section 7.4.3).

7.4.1 Total airport services
For each airport, the ACCC calculates a single overall quality of service rating, which covers 
aeronautical, car parking and, to a lesser degree, landside operations. The overall rating represents the 
average score that the airport achieved across a large number of measures based on airline surveys, 
passenger surveys and objective indicators. The methodology for calculating this rating is explained in 
section A4.2.3 in appendix A4.

Figure 7.4.1 shows that in 2017–18 the airport overall rating improved just enough to reach ‘good’. This 
is the first time that the airport has achieved this overall rating over the last decade. Contributing to this 
performance was further improvement in the average rating by passengers, which was at the highest 
level in the past decade. The overall airline rating remained largely unchanged in 2017–18 within the 
‘satisfactory’ range. 

Figure 7.4.1:  Sydney Airport—ratings of overall quality of service, passenger surveys, and airline surveys:  
 2008–09 to 2017–18
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Source:  Airline surveys, passenger surveys and objective indicators obtained from Sydney Airport.

Figure 7.4.2 presents Sydney Airport’s average ratings in measures that relate specifically to either the 
availability or standard of services and facilities over the last decade. 
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As with the overall quality of service rating, the availability and standard indicators both improved in 
2017–18. The standard of total airport services was rated as ‘good’ for the first time since 2010–11. The 
rating for availability of total airport services remained just below the ‘good’ category. 

Figure 7.4.2: Sydney Airport—average ratings for standard and availability of total airport services and  
 facilities: 2008–09 to 2017–18
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Source:  Airline surveys, passenger surveys and objective indicators obtained from Sydney Airport.

7.4.2 Terminal and aircraft-related services and facilities
Figure 7.4.3 presents the average ratings for international and domestic terminal facilities, and aircraft 
related services and facilities at Sydney Airport. Average ratings for the international terminal showed 
notable improvement within the ‘good’ category when compared to the previous year. As discussed in 
section 7.2.3, Sydney Airport has made significant investment in its international terminal (T1), including 
check-in automation and re-development. The average rating for the domestic terminals remained 
relatively unchanged in the ‘satisfactory’ category during 2017–18.

Figure 7.4.3: Sydney Airport—average ratings for international and domestic terminal facilities, and  
 aircraft-related services and facilities: 2008–09 to 2017–18
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The average rating for aircraft-related services is determined solely by airline surveys. This rating 
improved notably within the ‘satisfactory’ category in 2017–18 (figure 7.4.3). 

Table 7.4.1 shows airlines’ rating of specific aircraft-related services and facilities at Sydney Airport. 
During 2017–18, indicators for aircraft-related services were rated by airlines as either ‘satisfactory’ or 
‘good’. The majority of ratings improved when compared to the previous year. 

Table 7.4.1:  Sydney Airport—airline ratings of quality of individual aircraft-related services and facilities:  
 2017–18, 1-year change, and change since 2008–09

Category Indicator Rating category 2017–18 1-year 
change

Change since 
2008–09

Runway Availability Good p* p*

Standard Good p p

Taxiways Availability Satisfactory q q

Standard Satisfactory q* q*

Aprons Availability Satisfactory p p

Standard Satisfactory p p

Aircraft parking Availability of facilities and bays Satisfactory p* q

Standard of facilities and bays Satisfactory q q

Ground handling Availability of services and facilities Satisfactory p p

Standard of services and facilities Satisfactory p p

Management 
responsiveness

Availability Good p p*

Standard Good — p*

Notes:  The rating categories are: Very poor, Poor, Satisfactory, Good and Excellent. 
p indicates an improvement; q indicates a decline; — indicates no change.

 *Rating changed by a category over the period.

Ratings for runway availability and standard both improved in 2017–18. While runway availability 
increased from ‘satisfactory’ to ‘good’, the rating for runway standard increased within the ‘good’ 
category. Despite the improvements, some airlines commented that runway availability was impacted 
by weather conditions (i.e. winds) which led to a high rate of single runway operation; although one 
airline acknowledged that it was outside the control of Sydney Airport. Some airlines also suggested 
that there was an over-allocation of landing slots during peak periods which resulted in congestion 
and delays. 

While rated as ‘satisfactory’ in 2017–18, the indicators for taxiway availability and standard both 
declined, with the rating for standard dropping from ‘good’. Some airlines said they experienced delays 
due to congestion on taxiways. 

The indicators for the availability and standard of aprons both received improved ratings within the 
‘satisfactory’ category in 2017–18. Airlines said congestion at aprons was an issue at Sydney Airport and 
attributed it to factors such as limited apron facilities and their poor design and layout. Some airlines 
also noted their concern about foreign object debris. 

Aircraft parking facilities were rated as ‘satisfactory’ both in terms of their availability and standard, with 
the indicator for availability improving from ‘poor’. One airline noted that access to bays improved from 
the previous year and the impact of other airlines’ late running flights on its own operation was less 
severe due to the implementation of new guideline principles for bay allocation at the airport. However, 
some airlines said that congestion remained an ongoing issue and there were insufficient parking 
facilities. In particularly, one airline said limited bay availability resulted in an increasing number of 
flights being allocated to remote parking positions. The rating for standard of aircraft parking facilities 
decreased within the ‘satisfactory’ category.

The ratings for both the availability and standard of ground handling facilities improved within the 
‘satisfactory’ category in 2017–18. The two indicators for management responsiveness availability were 
both rated as ‘good’, with their ratings improving within that category. Most airlines said the airport 
management response to issues raised by airlines was generally prompt and helpful.
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7.4.3 Passenger-related services and facilities

International terminal

Table 7.4.2 presents quality of service results for passenger-related services and facilities at the 
international terminal. Sydney Airport’s investment in its international terminal is reflected in more 
satisfied passenger and airline customers. During 2017–18, passenger ratings of the international 
terminal was generally positive with ratings for all indicators improving within the ‘good’ category in 
2017–18. Airline ratings of the international terminal were also generally positive, with all six indicators 
being rated as ‘satisfactory’ and improving compared to the previous year. 

Airline ratings for check-in availability and standard both improved within the ‘satisfactory’ category. 
Some airlines said the airport was proactive in providing additional counters when needed. 

Airline ratings for the standard of baggage handling facilities also improved from ‘poor’ to ‘satisfactory’. 
One airline said that updates and improvements were made to the facilities and reliability improved as 
a result. Another airline noted, however, that works undertaken by the airport had resulted in reduced 
availability of carousels. 

The indicators for both the availability and standard of aerobridges received improved ratings within the 
‘satisfactory’ category. A common issue identified by airlines is that there were insufficient aerobridges 
to meet demand. Some airlines also suggested that aerobridges were outdated and required 
refurbishment or replacement. 

In contrast, the majority of the objective indicators relating to the international terminal either declined 
or remained unchanged during 2017–18. ‘Number of passengers per flight information display screen’ is 
the only indicator that improved from the previous year. Declining performance against many objective 
indicators, which are typically measured on a per passenger basis, may reflect the higher number of 
international passengers handled by Sydney Airport particularly during peak periods in 2017–18. 



142 Airport monitoring report 2017–18

Table 7.4.2:  Sydney Airport—indicators of quality of passenger-related services and facilities—international terminal: 2017–18, 1-year change and change since  
 2008–09

Category Indicator Data source Indicator result 
2017–18

1-year 
change

Change 
since 
2008–09

Check-in Check-in availability Airline survey Satisfactory p p

Check-in standard Airline survey Satisfactory p p

Check-in waiting time Passenger survey Good p p

Number of departing passengers per check-in desk, kiosk and bag drop facility (peak 
hour)

Objective indicator 10.0 q p

Immigration Waiting time in outbound Immigration area Passenger survey Good p p

Number of departing passengers per outbound Immigration desk (peak hour) Objective indicator 71.1 q q

Waiting time in inbound Immigration area Passenger survey Good p p

Number of arriving passengers per inbound Immigration desk (peak hour) Objective indicator 55.9 q q

Waiting time in inbound baggage inspection area Passenger survey Good p N/A

Number of arriving passengers per baggage inspection desk (peak hour) Objective indicator 48.6 q p

Information Flight information display screens Passenger survey Good p p

Number of passengers per flight information display screen (peak hour) Objective indicator 4.9 p p

Number of passengers per information point (peak hour) Objective indicator 289.8 q p

Signage and wayfinding Passenger survey Good p p

Notes: The rating categories are: Very poor, Poor, Satisfactory, Good and Excellent. 
p indicates an improvement; q indicates a decline;  — indicates no change. N/A = not applicable.
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Table 7.4.2:  Sydney Airport—indicators of quality of passenger-related services and facilities—international terminal: 2017–18, 1-year change and change since  
 2008–09 (cont.)

Category Indicator Data source Indicator result 
2017–18

1-year 
change

Change 
since 
2008–09

Baggage Baggage processing facilities availability Airline survey Satisfactory p p

Baggage processing facilities standard Airline survey Satisfactory p* p*

Average throughput of outbound baggage system (per hour) Objective indicator 1381.4 q p

Circulation space for inbound baggage reclaim Passenger survey Good p N/A

Information display for inbound baggage reclaim Passenger survey Good p N/A

Number of arriving passengers per m2 of inbound baggage reclaim area (peak hour) Objective indicator 0.3 — N/A

Findability of baggage trolleys Passenger survey Good p p*

Number of passengers per baggage trolley (peak hour) Objective indicator 1.4 q q

Gate lounges Seating in lounge area (quality and availability) Passenger survey Good p p*

Number of departing passengers per seat in gate lounges (peak hour) Objective indicator 0.5 — —

Crowding in lounge area Passenger survey Good p N/A

Number of departing passengers per m2 of lounge area (peak hour) Objective indicator 0.3 — q

Amenities Standard of washrooms Passenger survey Good p p

Number of departing passengers per washroom (peak hour) Objective indicator 113.2 q N/A

Aerobridges Aerobridges availability Airline survey Satisfactory p q

Aerobridges standard Airline survey Satisfactory p p

Percentage of arriving international passengers using an aerobridge Objective indicator 94.4% q q

Percentage of departing international passengers using an aerobridge Objective indicator 94.6% q q

Security Quality of security search process Passenger survey Good p p

Number of departing passengers per security clearance system (peak hour) Objective indicator 127.3 q q

Notes: The rating categories are: Very poor, Poor, Satisfactory, Good and Excellent. 
p indicates an improvement; q indicates a decline; — indicates no change.

 * Rating changed by a category over the period. N/A = not applicable.
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Domestic precinct

Table 7.4.3 presents the quality of service ratings for passenger-related services and facilities in the 
domestic precinct (which covers terminals 2 and 3) at Sydney Airport. The results for both terminals 
have been combined at the request of Sydney Airport. 

In 2017–18, passenger ratings for all indicators for the domestic terminal were ‘good’ and improved from 
the previous year. 

Airline ratings for the domestic precinct ranged from ‘poor’ to ‘good’ in 2017–18. Ratings for all 
indicators either declined or remained constant when compared with the previous year.

While airline ratings for check-in availability remained constant within the ‘good’ category, the rating 
for check-in standard dropped one category to ‘satisfactory’. A number of airlines noted that check-in 
facilities in T2 were dated and required upgrades. 

Ratings for the two indicators of baggage processing facilities both decreased from ‘satisfactory’ to 
‘poor’ in 2017–18. Airlines commented that baggage processing facilities in T2 are insufficient to cope 
with throughput in peak periods. One airline said that intermittent breakdown in the baggage belt had 
flow-on impacts on the check-in process, leading to increased queueing time and congestion. 

Both the availability and standard of aerobridges in the domestic precinct received a ‘satisfactory’ 
rating. In relation to T2, while one airline noted that aerobridge availability was limited, an airline said 
the airport was generally proactive in notifying airlines of its maintenance work. Airlines also said T2 
aerobridges are in need of refurbishment. 

A majority of the objective indicators for the domestic terminal either decreased or remained 
constant in 2017–18. This is consistent with increasing passenger traffic through the domestic 
terminals in 2017–18. Objective indicators relating to the availability of bathrooms and the utilisation of 
aerobridges improved.  
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Table 7.4.3:  Sydney Airport—indicators of quality of passenger-related services and facilities—domestic   precinct (T2/T3): 2017–18, 1-year change

Category Indicator Data source Indicator result 
2017–18

1-year 
change

Check-in Check-in availability Airline survey Good —

Check-in standard Airline survey Satisfactory q*

Check-in waiting time Passenger survey Good p

Number of departing passengers per check-in desk, kiosk, and bag drop facility (peak hour) Objective indicator 18.1 q

Baggage Baggage processing facilities availability Airline survey Poor q*

Baggage processing facilities standard Airline survey Poor q*

Number of arriving passengers per m2 of inbound baggage reclaim area (peak hour) Objective indicator 0.4 —

Circulation space for inbound baggage reclaim Passenger survey Good p

Information display for inbound baggage reclaim Passenger survey Good p

Findability of baggage trolleys Passenger survey Good p

Number of passengers per baggage trolley (peak hour) Objective indicator 15.6 q

Information Flight information display screens Passenger survey Good p

Signage and wayfinding Passenger survey Good p

Number of passengers per flight information display screen (peak hour) Objective indicator 13.8 q

Number of passengers per information point (peak hour) Objective indicator 1133.9 q

Gate lounges Seating in lounge area (quality and availability) Passenger survey Good p

Crowding in lounge area Passenger survey Good p

Number of departing passengers per seat in gate lounges (peak hour) Objective indicator 0.5 q

Number of departing passengers per m2 of lounge area (peak hour) Objective indicator 0.3 —

Amenities Standard of washrooms Passenger survey Good p

Number of departing passengers per washroom (peak hour) Objective indicator 156.3 p

Aerobridges Aerobridges availability Airline survey Satisfactory q

Aerobridges standard Airline survey Satisfactory —

Number of arriving domestic passengers per aerobridge (peak hour) Objective indicator 82.9 p

Number of departing domestic passengers per aerobridge (peak hour) Objective indicator 91.0 p

Security Quality of security search process Passenger survey Good p

Number of departing passengers per security clearance system (peak hour) Objective indicator 193.1 q

Notes: The rating categories are; Very poor, Poor, Satisfactory, Good and Excellent. 

	 p indicates an improvement; q indicates a decline; — indicates no change.

 *Rating changed by a category over the period. Car parking and landside access services
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7.5 Car parking and landside access services
This section provides an overview of Sydney Airport’s car parking and landside access services. It 
covers facilities and investments (section 7.5.1) activity (section 7.5.2), pricing (section 7.5.3), revenues 
and profits (section 7.5.4), quality of service outcomes (section 7.5.5), and other transport options 
(section 7.5.6).

7.5.1 Car parking facilities and investments

Car parking facilities

Sydney Airport provides a range of car parking services and facilities. There are two at-terminal 
precincts that are located close to the domestic and international terminal respectively. 

The domestic precinct consists of two multi-level facilities (P1/P2 and P3) that provide both short-term 
and longer-term parking. The P1/P2 car park is located closest to the domestic terminals and includes 
a dedicated ‘Guaranteed Space’ area, while the P3 car park is a longer (8 minute) walk away from the 
domestic terminals and offers discounted day rates as well as an express pick-up area.

The international precinct consists of a multi-level facility (P7) that provides both short and longer-term 
parking. In September 2018, the airport opened the northern multi-level car park (P6) which was 
expanded to provide three additional floors of short-term parking to the public and an additional bridge 
for access to P7.

There is also a third long-term car park (Blu Emu) located at a distance from the terminals. A free 
regular shuttle bus service transports users between the car park and the domestic terminal.

Car parking and landside-related investments

Table 7.5.1 provides a summary of the largest car parking and landside-related investments that have 
been completed, commenced or planned during 2017–18. Investments completed during 2017–18 
include the T2/T3 ground access improvements which included widening Qantas Drive between Robey 
and O’Riordan streets.

Table 7.5.1:   Sydney Airport—selected investments in car parking and landside access services

Description of investment Value ($m) Started Completed

T1 ground access improvements 20–50 Q4 2015 Q2 2018

T1 parking improvements 20–50 Q3 2016 Q1 2018

T2/T3 ground access improvements 10–20 Q1 2016 Q3 2017

Ground access improvements 10–20 Q4 2015 Q4 2019

Ground access management 10–20 Q3 2016 Q4 2019

Landside operational management system 10–20 Q2 2017 Q4 2019

Parking enhancements 10–20 Q3 2019 Q2 2021

Sydney Airport also completed improvements to the parking facilities at T1. These improvements 
involved the expansion of the T1 northern multistorey car park, P6. The completion of this development 
allowed Sydney Airport to provide more capacity to meet peak demand for short-term drive-up parking 
for those picking up, dropping off or meeting arriving/departing passengers. The T1 priority pick-up 
area for ride-share services also opened in March 2018.

Projects commenced in 2017–18 include the commencement of the development of the Landside 
Operational Management System (LOMS). The LOMS is a system to manage landside transport services 
and assets and aid decision making. 
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7.5.2 Car park activity
Table 7.5.2 summarises the number of car parking spaces and the throughput of those facilities at 
Sydney Airport over the decade to 2017–18. 

The total number of car parking spaces at Sydney Airport increased by 10.6 per cent to 18 898 spaces 
during 2017–18. This change is mostly attributable to expansions at the international precinct following 
the completion of four additional floors of public parking in the new northern (P6) car park, which 
provided 1115 extra spaces. It continues to accommodate the most car parking spaces of the three 
precincts. The number of spaces at long-term car park Blu Emu also increased (by 283 spaces), while 
the number of spaces at the domestic terminal fell by 109 spaces. 

Average daily throughput fell by 0.9 per cent across the airport, despite a 3.3 per cent increase in 
passengers in 2017–18. This was driven by decreases in throughput at the domestic terminal and Blu 
Emu facilities of 11 and 7 per cent respectively, which may be attributable to changing consumer 
preferences towards alternative options such as ridesharing and the train. Sydney Airport also advised 
that traffic congestion due to internal road works may have contributed to the fall in throughput at the 
domestic terminal and recently completed works should help to address these issues in future.
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Table 7.5.2:  Sydney Airport—number of car park spaces and average daily throughput: 2008–09 to 2017–18

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Number of car park spaces Domestic terminal 3 688 3 458 3 244 3 207 3 599 4 446 4 367 3 889 4 888 4 779

International terminal 2 234 2 170 2 306 1 882 3 257 6 301 6 008 6 105 6 267 7 897

Long-term (Blu Emu) 4 577 4 194 4 307 5 694 5 817 6 117 6 117 5 939 5 939 6 222

Staff 1 911 2 326 2 414 2 333 3 149 N/A N/A N/A N/A N/A

Total airport 12 410 12 148 12 271 13 116 15 822 16 864 16 492 15 933 17 094 18 898

Annual throughput of car park 
facilities (thousand)

Domestic terminal 1 128 1 146 1 561 1 513 1 548 1 926 1 960 1 982 1 396 1 238

International terminal 1 648 1 761 1 888 1 983 2 179 2 388 2 414 2 482 2 721 2 857

Long-term (Blu Emu)  212  229  232  228  246  240  246  245  210  195

Total airport 2 988 3 136 3 680 3 724 3 972 4 555 4 621 4 708 4 327 4 290

Average daily throughput of 
car park facilities

Domestic terminal 3 091 3 139 4 278 4 133 4 240 5 277 5 370 5 415 3 824 3 391

International terminal 4 515 4 824 5 171 5 418 5 969 6 543 6 615 6 781 7 455 7 827

Long-term (Blu Emu)  581  628  634  624  673  659  675  668  576  535

Total airport 8 187 8 591 10 083 10 176 10 882 12 479 12 660 12 864 11 856 11 754
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7.5.3 Car parking prices
This section reviews Sydney Airport’s drive-up car parking charges over the last decade. This includes 
comparisons between drive-up car parking rates and rates for parking pre-purchased online.

Short-term car parking

Figure 7.5.1 displays trends in drive-up short-term car parking prices at Sydney Airport’s domestic 
(P1/P2) and international (P7) car parks. Both car parks currently offer the same listed prices for 
parking durations of up to 24 hours.

Most prices remained relatively stable, changing by 1 per cent or less. The exception to this was parking 
for up to 30 minutes which increased by 3.6 per cent during 2017–18 to $9.50.

Figure 7.5.1:  Sydney Airport—selected short-term parking prices (drive-up): 30 June 2009 to   
 30 June 2018
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Note:  Real values in 2017–18 dollars.

Over the past decade, most prices for short-term parking remained relatively stable. The exception to 
this was the price of parking for between 2 and 3 hours, which increased by around 20 per cent, from 
$30 to $37.

Long-term car parking

Figure 7.5.2 shows a selection of drive-up long-term prices for Sydney Airport’s at-distance car park 
(Blu Emu). The prices for all long-term parking durations at Blu Emu have decreased modestly, by up to 
1.4 per cent for between 3 and 4 days of parking, since 2016–17.

Trends over the decade were similar to those shown in Figure 7.5.1, with prices remaining relatively 
stable. The largest change was to the price of parking for 2 to 3 days, which increased from $61 to $78.
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Figure 7.5.2: Sydney Airport—selected long-term parking prices (drive-up) at Blu Emu car park:  
 30 June 2009 to 30 June 2018
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As seen in table 7.5.3, pre-booking online appeared to be significantly cheaper than paying the 
equivalent drive-up rates for long-term durations. The largest difference was for 2 to 3 days of parking, 
for which the average online charge was 9 per cent, or $7.82 lower than the average drive-up charge.

Table 7.5.3:  Sydney Airport—drive-up, online and average parking charges at Blu Emu car park ($):  
 2017–18

Length of stay Average drive-up Average online Average of drive-up and 
online

1–2 days 74.18 69.31 71.68

2–3 days 91.80 83.98 87.33

3–4 days 112.05 104.35 107.51

4–5 days 133.04 123.84 127.58

5–6 days 153.78 143.33 147.02

6–7 days 173.51 162.25 166.43

Note:  Average car parking charges are calculated as revenue per vehicle for each length of stay. These charges capture 
any fluctuations in pricing, including promotions that may be offered by the airport and are therefore generally 
lower than listed prices. 

7.5.4 Car park revenues, costs and operating profits
Table 7.5.4 shows that in 2017–18, car parking generated $95.4 million in operating profits (EBITA) for 
Sydney Airport, which is lower than reported in 2016–17.

The decrease in operating profits over the year is due to a relatively stable level of car parking revenue, 
which fell by 0.7 per cent to $136.4 million, combined with a rise in car parking expenses by 6.3 per cent 
to $41 million. This led to a 3.5 per cent decrease in operating profit, and is the second consecutive year 
that car parking operating profits have fallen. Overall throughput has also declined at similar levels over 
the period (refer to table 7.5.2).

Over the past decade, Sydney Airport’s car parking operating profits increased by 22.2 per cent. 
Although profit levels have fallen for two years, the airport still earns 69.9 cents in profit for every dollar 
of revenue, which is higher than the operating margin for total airport services of 58.7 per cent. This also 
represents the highest rate among the four monitored airports for the fifth consecutive year.

Sydney Airport’s revenue, expenses and profit per car park space all fell during 2017–18 and were at 
their lowest levels for the ten-year period.
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Table 7.5.4:  Sydney Airport— revenues, expenses and operating profits for car parking and total airport services: 2008–09 to 2017–18

2008–09 2009–10 2010–11 2011–12 2012–13 2013–14 2014–15 2015–16 2016–17 2017–18

Revenue ($’000) Car parking  107.1  112.7  112.5  112.7  122.4  128.3  134.3  138.7  137.4  136.4

Total airport 1 366.8 1 067.9 1 107.4 1 127.5 1 179.3 1 224.6 1 250.7 1 343.6 1 444.4 1 540.3

Car parking % of total  7.8  10.6  10.2  10.0  10.4  10.5  10.7  10.3  9.5  8.9

Operating expenses ($’000) Car parking  29.0  31.9  33.1  34.8  38.3  34.2  38.1  37.3  38.6  41.0

Total airport  414.4  451.5  440.8  428.5  423.0  431.3  459.1  528.3  569.5  620.4

Operating profit ($m) Car parking  78.1  80.8  79.4  77.9  84.2  94.1  96.2  101.4  98.8  95.4

Total airport  952.4  616.5  665.4  699.0  756.3  793.3  791.6  815.3  874.9  919.9

Profit margin (%) Car parking  72.9  71.7  70.6  69.1  68.8  73.3  71.6  73.1  71.9  69.9

Total airport  69.7  57.7  60.1  62.0  64.1  64.8  63.3  60.7  60.6  59.7

Revenue per space ($) 8 628 9 279 9 171 8 596 7 739 7 610 8 144 8 703 8 037 7 216

Operating expenses per space ($) 2 337 2 625 2 701 2 656 2 418 2 028 2 310 2 340 2 255 2 169

Operating profit per space ($) 6 291 6 653 6 471 5 941 5 321 5 582 5 834 6 364 5 782 5 047

Revenue per vehicle ($) 35.8 35.9 30.6 30.3 30.8 28.2 29.1 29.5 31.7 31.8

Operating expenses per vehicle ($) 9.7 10.2 9.0 9.4 9.6 7.5 8.2 7.9 8.9 9.6

Operating profit per vehicle ($) 26.1 25.8 21.6 20.9 21.2 20.7 20.8 21.5 22.8 22.2

Notes:  Real values in 2017–18 dollars. Staff car parking spaces have been excluded from the analysis since 2013–14 and may affect comparability over the decade.
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Figure 7.5.3 shows that the average revenue collected from each car that visited a car park at Sydney 
Airport during 2017–18 remained relatively stable, increasing by 0.1 per cent to $31.79. However, a 
7.3 per cent increase in expenses per car led to a 2.7 per cent reduction in the average operating profit 
earned from each car during 2017–18 to $22.23.

Figure 7.5.3:  Sydney Airport—average car parking revenue, costs and profit per car: 2008–09 to 2017–18
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7.5.5 Quality of car parking facilities
Figure 7.5.4 presents passenger survey ratings for the quality of car parking facilities at Sydney Airport’s 
international terminal. During 2017–18, passengers’ ratings across all three indicators improved to 
remain in the ‘good’ category. All three of the indicators have gradually improved over the past decade, 
with car parking availability moving from a ‘satisfactory’ to ‘good’ rating over the past decade.

Figure 7.5.4: Sydney Airport—passenger survey ratings of the quality of car parking facilities at the  
 international precinct: 2008–09 to 2017–18
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Source:  Passenger surveys obtained from Sydney Airport.

Figure 7.5.5 presents passenger survey ratings for the quality of car parking facilities at Sydney Airport’s 
domestic terminal. Consistent with passenger ratings for the international terminal, improvements 
were observed in the ratings for all three car parking indicators, however these changes were more 
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significant than the changes in ratings given by international passengers. Notably, car parking 
availability moved into the ‘good’ category. 

Sydney Airport provides a number of reasons for the improvements to ratings, including the 
introduction of Guaranteed Space in mid-2017 and the completion of the P6 car park expansion 
project which allowed a reconfiguration of existing spaces to better suit the needs of customers. The 
reconfiguration includes meeting growing demand for ‘express pick-up’ space, the completion of the 
new exit road at Airport drive and the pedestrian footbridge, to relieve congestion on internal roads. 

Figure 7.5.5: Sydney Airport—passenger survey ratings of the quality of car parking facilities at the  
 domestic precinct: 2008–09 to 2017–18
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Source:  Passenger surveys obtained from Sydney Airport.

7.5.6 Other transport options
There are a number of alternative transport options apart from on-site car parking available to those 
wanting to travel to Sydney Airport. Options include public buses, taxis, rideshare, off-airport car 
parking, private buses, trains, and private hire car (such as limousines). 

Sydney Airport has estimated that ground transport modal shares are around36:

�� 23 per cent for train and public bus

�� 21 per cent for taxis

�� 19 per cent for private bus, coach and limousines

�� 18 per cent for free pick-up and drop-off

�� 12 per cent for cars (including paid parking and car rentals)

�� 5 per cent for priority pick-up (including ride-share services, paid public pick-up and 
pre-booked taxis).

Landside access fees and charges

With the exception of public bus and train services, all transport modes are charged various fees to 
access landside areas at Sydney Airport. Table 7.5.5 provide some details of these access charges in 
2017–18 and changes since 2013–14. 

36  Other modes of transport are not covered in this list which make up the remainder. 
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Table 7.5.5:  Sydney Airport—landside access charges and indexed average access charges: 2013–14 to  
 2017–18

Transport option Average list 
prices ($) 
2017–18

2013–14 2014–15 2015–16 2016–17 2017–18

Public bus varies N/A N/A N/A N/A N/A

Private bus(a) 15.50 N/A N/A N/A N/A N/A

Train N/A N/A N/A N/A N/A N/A

Taxi (per exit) 4.50 89.1 93.4 94.5 96.3 100.0

Private car operators (domestic/international)(b) 8.00/11.00 61.9 64.1 65.1 65.9 100.0

Priority pick-up/ride-share(c) 4.00 N/A N/A N/A 101.9 100.0

 Notes:  Real prices in 2017–18 dollars. (a) Includes off-airport car park operators. Sydney Airport applies various 
charges for buses based on bus size, length of stay and terminal. The price listed in this table was applicable at 
30 June 2018 to buses with 30 or more seats that stayed for up to 40 minutes. (b) Sydney Airport charges private 
cars based on length of stay and terminal. The prices listed in this table were applicable to vehicles that parked for 
up to 15 minutes at T2/T3 and up to 55 minutes at T1 as at 30 June 2018. (c) Priority pick-up access is available to 
both the public and private car operators including ride-share. N/A = not applicable.

Landside access revenue

Figure 7.5.6 summarises landside access by transport mode since 2009–10. Sydney Airport’s total 
landside access revenue increased significantly in 2017–18, by 22 per cent to $22.4 million. This can 
largely be attributed to revenue collected from priority pick-up (including ride-share, paid public 
pick-up and pre-booked taxi) services. These services accounted for 17 per cent, or $3.8 million of total 
landside revenue in 2017–18. This represents a 65 per cent increase in revenue from the previous year, 
demonstrating the popularity of this service since it was formally introduced in September 2016 at the 
domestic terminal and March 2018 at the international terminal.

However, private car operators (such as limousines, including UberBlack services) and taxi services 
still contributed $12.1 million and $4.2 million respectively, which is just over one-third of the total. In 
particular, revenue from private car operators increased by 13 per cent over the past year. This is due 
to both an increase in the volume of transactions and an increase in fees (see table 7.5.5). There was a 
further $2.4 million of revenue collected from private buses, including off-airport car parking operators.

Growth in landside access revenue has increased significantly since 2009–10, at an average annual rate 
of 10 per cent each year and is representative of the shift from parking to alternative access modes.
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Figure 7.5.6:  Sydney Airport—landside access revenue by transport mode: 2009–10 to 2017–18
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Notes:  Totals exclude revenue from car rental operators. Ride-share only represents a proportion of priority/ride-share 
revenue. This category also other vehicles that accessed the airport via priority pick-up zone including pre-booked 
taxis, some private cars and paid public pick-up. Reporting of ride-share revenue for Sydney Airport in 2016–17 was 
for a partial year only (from September 2016).

Transport options and facilities

The following section provides further details on the alternatives available for accessing Sydney Airport, 
including relevant information on transportation fares and charges.

Terminal drop-off and pick-up

Sydney Airport provides drop-off areas on the departure levels at both the domestic and international 
terminals at no charge. There are no kerbside pick-up facilities at either terminal. 

At both terminals, there is a priority pick-up zone with rates ranging from $4.00 for 15 minutes to $71.40 
for 24 hours. There is also an express pick-up area at both terminals with the first 15 minutes free and 
charges applying after this period ranging from $7.50 for 30 minutes to $50.00 for 24 hours. 

Private and public buses (including off-airport car parking)

There is one public bus service to Sydney Airport that runs between Bondi Junction and Burwood, with 
stops at both the International and T3 domestic terminals (route 400). A single ticket bus fare on this 
service costs $4.40.

There are a number of private bus operators also providing alternatives for visitors travelling to and from 
the airport. Examples of this transport type include Airbus Airport Shuttle which charges $17 per adult 
from the central business district to the airport. Other bus operators include Con-x-ion ($22).

There are a number of off-airport car park operators that compete with the airport on-site car parks. A 
sample of these operators were assessed and prices ranged from $17.50 to $50 for one day and from 
$52.50 to $116 for three days.

Taxis

As shown in table 7.5.5, taxis are charged $4.50 per exit at Sydney Airport. This fee is included in the 
passenger taxi fare and has increased by 3.9 per cent from 2017–18.

The total number of taxis accessing the airport decreased in 2017–18 by 4 per cent, and reflects a 
change in consumer preferences towards other options such as ridesharing and trains.
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Ridesharing (Priority pick-up zone)

Ride-share services such as Uber have been operating formally at Sydney Airport since 2016. There are 
now priority pick-up zones that provide access to ride-share services as well as other vehicles (including 
private vehicles, paid public pick-up and pre-booked taxis) at both the international (since March 2018) 
and domestic (since September 2016) precincts. Like taxis, the $4.00 priority pick-up fee is added to 
the passenger’s total trip fare.

The total number of vehicles that accessed the airport via priority pick-up increased significantly 
in 2017–18 (by 71 per cent, or 380 000). Sydney Airport estimated that the share of people using 
ride-share services comprised of 55 per cent of the usage of priority pick-up zones in 2017–18.

Private cars

Sydney Airport charges a range of rates for private cars such as limousines and UberBlack, depending 
on the period of stay and terminal location.

As shown in table 7.5.5, the airport charged $8.20 for stays of up to 15 minutes at the domestic terminal 
and $11 for up to 55 minutes at the international terminal. These costs are added to the passenger’s 
total fare. Changes in prices charged at the domestic terminal represented an increase of 52 per cent 
since 2016–17. In 2017–18, the ACCC received a number of complaints about these increases from 
private car operators. 

Sydney Airport noted that with the introduction of domestic priority pick-up in September 2016, private 
cars can choose to use this zone at standard priority pick-up rates. The same option became available 
at the international priority pick-up zone from March 2018.

Train

Both terminal precincts at Sydney Airport are serviced by rail. The NSW Government operates these rail 
services using privately owned and operated train stations. The share of people accessing the airport 
by train has increased from 16 per cent in 2012 to 24 per cent in 2017. The daily usage at both terminals 
has been estimated at over 33 000 trips on a busy day. This represents an increase by 45 per cent from 
2012.37

A one way trip from the CBD to one of the airport stations costs $18.70. This consists of a $4.40 rail 
component and a $14.30 component for the station access fee which covers charges for operational 
activities. Sydney Airport does not receive any revenues from either of these components of the 
ticket cost. 

Quality of landside access services and facilities

This section presents passenger perceptions of the quality of service for Sydney Airport’s 
landside areas. 

Table 7.5.6 presents the passenger ratings for landside quality of services at the international terminal 
and domestic terminals 2 and 3. Ratings for facilities and waiting time for taxis both improved across all 
three terminals and were rated ‘good’. Ratings for congestion fell during 2017–18, but remained in the 
‘satisfactory’ category. 

37 Sydney Airport, Master Plan 2036 Preliminary Draft.
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Table 7.5.6:  Sydney Airport—passenger ratings of the quality of landside access services and facilities:  
 2017–18 and 1-year change 

Terminal Indicator Rating category 
2017–18

1-year 
change

International Kerbside pick-up and drop-off facilities Good p

Taxi facilities waiting time Good p

Kerbside space congestion Satisfactory q

Domestic terminal (T2) Kerbside pick-up and drop-off facilities Good p

Taxi facilities waiting time Good p

Kerbside space congestion Satisfactory q

Domestic terminal (T3) Kerbside pick-up and drop-off facilities Good p

Taxi facilities waiting time Good —

Kerbside space congestion Satisfactory q

Notes: The rating categories are: Very poor, Poor, Satisfactory, Good and Excellent. 

	 p indicates an improvement; q indicates a decline; — indicates no change.
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A1.  History of airport regulation    
  in Australia 

A1.1  Privatisation of airports 
The Australian Government established the Federal Airports Corporation (FAC) in the 1980s to own 
and manage airports on a commercial basis. Initially the FAC was required to notify the relevant 
Minister prior to setting or varying aeronautical charges. In 1991, the government declared the FAC’s 
aeronautical charges under s. 21 of the Prices Surveillance Act 1983. The declaration required the FAC 
to notify the Prices Surveillance Authority (PSA) prior to raising its aeronautical charges.

In 1995, the government decided to privatise all 22 FAC airports (through leasing arrangements) to 
improve the efficiency of airport investment and operations, and to facilitate innovative management.38 
The sales were largely undertaken in two phases, during 1997 to 2003. Phase one included Brisbane, 
Melbourne and Perth airports, while phase two included Adelaide, Darwin and Canberra airports. 
Sydney Airport was corporatised in 1998, but not privatised until 2002.

The privatisation of these airports was accompanied by a transitional regulatory framework designed 
to limit the potential for the airports to exercise their market power. The regulatory regime, which was 
administered by the ACCC,39 consisted of:

�� a price notification regime that applied to aeronautical services

�� a price cap (Consumer Price Index (CPI) minus X) on prices for aeronautical services

�� price monitoring of certain aeronautical related services

�� cost pass-through provisions for efficient new investment and government mandated 
security services.

The airports subject to price regulation were also subject to quality of service monitoring to ensure that 
airport assets were not allowed to run down at the expense of service standards. 

The government stated that it would determine the subsequent, ongoing regulatory framework after a 
detailed review. 

A1.2  Productivity Commission inquiries into the   
  economic regulation of airport services 
Productivity Commission 2002 Inquiry
In December 2000, the government referred the review of the regulatory arrangements for airports 
to the Productivity Commission (PC). The review was concluded in 2002. The government accepted 
the PC’s recommendation that price notification and price caps under the PSA should be discontinued 
for the relevant airports, with the exception of regional air services at Sydney Airport.40 Additionally, 
the PC recommended that the ACCC should monitor prices at Adelaide, Brisbane, Canberra, Darwin, 
Melbourne, Perth and Sydney airports for a five-year period, and that a review of price regulation 
of airport services should be conducted at the end of that period to ascertain the need for future 

38 Department of the Parliamentary Library Australia, Turbulent Times: Australian Airline Issues 2003, Research
 Paper No. 10, 2003.

39 This was under Part VIIA of the then Trade Practices Act 1974.

40 Productivity Commission, Price regulation of airport services, report no. 19, Canberra, January, 2002.
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regulation. The government supported the PC’s recommendation that quality of service monitoring be 
continued at all price monitored airports, with some modifications. 

Productivity Commission 2006 Inquiry
In 2006, the PC conducted another review of the price regulation of airport services. In its response to 
the PC’s recommendations, the government announced that the airport price and quality of service 
monitoring would continue for a further six year period and that, following this period, an independent 
review of the regulatory regime would be undertaken in 2012. The government supported the PC’s 
recommendation that the monitoring regime should only apply to Adelaide, Brisbane, Melbourne, Perth 
and Sydney airports. Canberra and Darwin airports were excluded because the PC considered these 
airports to have less market power. 

Productivity Commission 2011 inquiry
In December 2010, the government brought forward the PC’s next review of the economic regulation of 
airport services from 2012. The PC’s review found that there had been a number of positive outcomes 
under the existing monitoring regime, including:

�� strong investment in new aeronautical assets 

�� a generally good level of service provision, and 

�� reasonable aeronautical charges, revenues and profits compared to international benchmarks. 

The PC found no evidence of any systemic misuse of market power by the airports, taking into 
account investment outcomes and international benchmarks. However, the PC considered that 
Brisbane, Melbourne, Perth and Sydney airports’ market power was a concern and recommended 
the continuation of the existing price and quality of service monitoring arrangements with some 
amendments to the regime. 

The government agreed with the PC’s recommendations to continue monitoring, with another review 
of the economic regulation of airport services scheduled for 2018. The government also asked the 
ACCC to conduct a review of quality of service monitoring, which was completed in June 2013. The 
government agreed in principle with the recommendation that the ACCC take steps to make as 
much of its underlying methodology publicly available as possible and focus on trends over time at a 
given airport.

On 12 June 2012, the government issued new directions pursuant to s. 95ZF (Part VIIA) of the 
Competition and Consumer Act 2010 (CCA). It directed the ACCC to monitor the prices, costs and 
profits related to the supply of aeronautical services and car parking services at the four specified 
airports, with Adelaide Airport being removed from the monitoring regime. The government stated that 
these arrangements would continue until 2020.

Productivity Commission 2019 inquiry
In June 2018, the Australian Government requested the Productivity Commission (PC) to undertake a 
further inquiry into the economic regulation of airports. 

The PC released its draft report on 6 February 2019. The draft report largely endorsed the 
existing regulatory framework. It found that while the major four airports had market power, they 
had not systematically exercised that market power to the detriment of the community. Its draft 
recommendation was for the ACCC to continue monitoring the four airports in relation to aeronautical, 
car parking and landside operations. 

The PC is due to release its final report in June 2019.
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A2. Regulatory framework
The ACCC’s regulatory role involves monitoring the performance of the airports under directions issued 
pursuant to the Competition and Consumer Act 2010 (CCA) as well as the Airports Act 1996 (Airports 
Act) and associated regulations. 

Furthermore, regional air services provided by Sydney Airport are subject to the price notification 
regime under Part VIIA of the CCA.

A2.1  Prices, costs and profits monitoring
A2.1.1 Aeronautical and car parking services monitoring
A direction, which was made pursuant to s. 95ZF of Part VIIA of the CCA and issued on 12 June 2012, 
requires the ACCC to monitor the prices, costs and profits related to the supply of aeronautical services 
and facilities by Brisbane, Melbourne, Perth and Sydney airports. This direction took effect on 1 July 
2012, replacing Direction 29.

A second direction, which was made pursuant to s. 95ZF of Part VIIA of the CCA and issued on 
12 June 2012, requires the ACCC to monitor the prices, costs and profits relating to the supply of car 
parking services by Brisbane, Melbourne, Perth and Sydney airports. This direction took effect on 
1 July 2012, replacing Direction 31.

Subsection 95G(7) requires the ACCC to have particular regard to the following matters in performing 
this monitoring function:

�� the need to maintain investment and employment, including the influence of profitability on 
investment and employment

�� the need to discourage a person who is in a position to substantially influence a market for goods or 
services from taking advantage of that power in setting prices

�� the need to discourage cost increases arising from increases in wages and changes in conditions of 
employment inconsistent with principles established by relevant industrial tribunals.

A2.1.2 Financial accounts
Under Part 7 of the Airports Act and Part 7 of the Airports Regulations 1997 (Airports Regulations), the 
ACCC collects and reports annual regulatory accounting statements, including an income statement, 
balance sheet and statement of cash flows, from the four monitored airports. 

In particular, regulation 7.03 of the Airports Regulations, under subsection 141(2) of the Airports Act, 
stipulates that a specified airport must prepare a financial report which separately shows the financial 
details in relation to the provision of aeronautical and non-aeronautical services. Under regulation 7.06 
of the Airports Regulations, airports must lodge these accounts with the ACCC within 90 days of the 
end of the relevant accounting period. 

The ACCC’s price monitoring and financial reporting information requirements for airport operators are 
outlined in the ACCC Airport prices monitoring and financial reporting guideline from June 2009.41

A2.2 Quality of service monitoring 
Part 8 of the Airports Act provides for the ACCC to monitor the quality of services and facilities at the 
specified airports. More specifically, Part 8 provides for:

�� quality of service aspects to be specified in the Airport Regulations

41 This is available on the ACCC’s website. 
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�� the ACCC to monitor and evaluate the quality of the aspects of airport services and facilities against 
criteria determined by the ACCC

�� records to be kept and retained in relation to quality of service matters

�� information to be provided to the ACCC by airport operators and other relevant parties, including 
airlines, relevant to quality of service matters

�� the ACCC to publish reports relating to the monitoring or evaluation of the quality of aspects of 
airport services and facilities. 

Regulation 8.01A of the Airports Regulations specifies the particular aspects of passenger-related and 
aircraft-related services and facilities for which the ACCC should monitor and evaluate quality of service. 
Schedule 2 of the Airports Regulations splits each required aspect into a variety of measures for which 
the airports must keep data. Regulation 8.03 of the Airports Regulations requires the specified airports 
to give the ACCC copies of the quality of service records for a financial year within 90 days after the end 
of that financial year.

In June 2013, the ACCC completed a review of quality of service monitoring, which was requested by 
the government following the PC’s 2011 inquiry into the economic regulation of airport services. The 
review recommended a number of amendments to the Airports Regulations. As a result, the Airports 
Regulations were amended in July 2014 to include some new objective indicators (e.g. number of 
departing passengers per checkin desk, bag drop and checkin kiosk during peak hour) and to remove 
other ones (e.g. the percentage of hours when more than 80 per cent of checkin desks are in use). 

The ACCC’s approach to its quality of service monitoring role is outlined in its Airport quality of service 
monitoring guideline from June 2014.42

A2.3 Regulation of regional air services at  
  Sydney Airport
Prices charged by Sydney Airport for aeronautical services and facilities provided to regional air 
services are regulated under the price notification regime in Part VIIA of the CCA. Declaration 94 
issued under s. 95X of the CCA requires Sydney Airport to notify the ACCC if it intends to increase the 
prices for regional air services. Declaration 94 was issued on 5 May 2016 to replace Declaration 93. It 
commenced on 1 July 2016 and will cease 30 June 2019. 

The ACCC must assess any proposed price and either:

�� not object to the increase

�� not object to an increase that is lower than the proposed increase, or

�� object to the proposed increase.

In undertaking its assessment of price notifications provided by Sydney Airport, the ACCC is 
directed by a direction made under section 95ZH of the CCA to give special consideration to the 
government’s policy.

Direction no. 35 provides that to facilitate continuing access to Sydney Airport by operators of regional 
air services, the total revenue-weighted percentage increase in prices over three years from 1 July 2016, 
or part thereof, should not exceed the total percentage increase in the Consumer Price Index over that 
same period. Direction no. 35 replaces the previous Direction no. 34.

42 This is available on the ACCC’s website.
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A3. Services provided by airports
Services and facilities provided by airports are categorised as either aeronautical (section A3.1) or 
non-aeronautical services (section A3.2).

A3.1  Aeronautical services
The ACCC’s direction to monitor the prices, costs and profits related to the supply of aeronautical 
services and facilities by the monitored airports refers to Part 7 of the Airports Regulations. Part 7 
defines aeronautical services as those services and facilities at an airport that are necessary for the 
operation and maintenance of civil aviation at the airport.

Some of the aircraft-related aeronautical services and facilities provided by airports are:

�� runways, taxiways, aprons, airside roads and airside grounds

�� airfield and airside lighting

�� aircraft parking sites

�� ground handling (including equipment storage and refuelling)

�� airside freight handling and staging areas essential for aircraft loading and unloading.

The basis of charging for aeronautical services can vary across airports. In general, airports determine 
charges based on a variety of factors, such as the number of passengers, maximum take-off weight 
(MTOW), duration and time of day. While some airports levy charges for each aeronautical service 
component, other airports bundle some of those services. 

Some of the passenger-related aeronautical services and facilities provided by airports include:

�� necessary departure and holding lounges, and related facilities

�� aerobridges and buses used in airside areas

�� facilities to enable the processing of passengers through customs, immigration and biosecurity 
(quarantine)

�� check-in counters and related facilities (including any associated queuing areas)

�� terminal access roads and facilities in landside areas (including lighting and covered walkways)

�� baggage, handling and reclaiming facilities.

Terminals operated by airlines under a domestic terminal lease are not included within the definition of 
aeronautical services and facilities (see section 1.2).

Charges for access to terminals are generally levied on the basis of the number of passengers per 
aircraft and type of flight. 

A3.2  Non-aeronautical services 
Airports also provide a number of non-aeronautical services such as car parking and leasing space 
for retail outlets, hotels, corporate parks and factory outlets. As discussed in appendix 2, the ACCC 
monitors the airports’ car parking activities in a similar manner to aeronautical services. However, the 
ACCC’s monitoring role does not extend to other nonaeronautical services and facilities.
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A4. Methodology 
This appendix explains the methodology used by the ACCC in preparing the measures used in this 
report for monitoring prices, costs and profits, financial reporting and quality of service.

Further information can be found in the following publications on the ACCC website:

�� Airport prices monitoring and financial reporting guideline, and

�� Guideline for quality of service monitoring at airports.

A4.1  Prices, costs and profits 
The monitoring results in chapters 3 to 7 of this report relate to the financial performance of the 
monitored airports including prices, costs and profits. While these results may serve as indirect 
indicators of economic efficiency, they do not indicate conclusively whether or not the airports are 
exercising their market power to earn monopoly rents. The limitations of this data are discussed in A4.3. 

A4.1.1 Aeronautical and total airport measures
The ACCC uses aeronautical revenue per passenger as an indicator of the airports’ average prices, and 
profits and returns on aeronautical assets as an indicator of the airports’ profitability. The ACCC also 
reports on total airport revenue, costs and profits. 

There have been some changes in the scope of aeronautical services in the past. This has resulted in the 
inclusion of revenue of some services (e.g. aircraft refuelling) in the airports’ regulatory accounts, which 
were previously excluded.43 This is one of the issues that affects the comparison of data across airports 
and over time. 

Prices

The ACCC uses aeronautical revenue per passenger as a proxy measure of changes in average airport 
prices. The ACCC has reported on changes in this measure since 2003–04. 

Ideally the ACCC would use a direct measure of prices in the form of a price index. However, in most 
cases it is not possible for the ACCC to compile such an index. For example, the price of using an airport 
cannot simply be measured by adding up the different charges in place at a given point in time because 
charges can be levied on different bases—such as on a per passenger basis or by aircraft weight. Also, 
airports might offer discounts for certain periods or to certain users, or there might be charges in place, 
which affect some users but not others.

In addition, the price changes for particular airport users may vary depending on the composition of the 
airport services they utilise and the times at which they use them. For example, the costs of a domestic 
flight to an airline are likely to be different to those associated with an international flight due to differing 
security and processing requirements. Similarly, changes in price structure imposed by an airport might 
affect users in different ways (e.g. lowering the costs for one user while raising them for another). 

The regulatory accounts for individual airports are available on the ACCC’s website.44 The schedules 
of published aeronautical charges for each airport are included in the individual airport chapters 
(chapters 4 to 7). Where possible, the ACCC has reported on the percentage change in list prices for 
aeronautical services in real terms. 

43 Brisbane, Perth and Sydney airports treated the revenue they derived from aircraft refuelling as nonaeronautical  
under Direction 27 (1 July 2002 to 30 June 2007), while subsequent Directions required aircraft refuelling to be included as 
aeronautical revenue.

44 For further information, see www.accc.gov.au/regulated-infrastructure/airports-aviation/airports-monitoring.

http://www.accc.gov.au/regulated-infrastructure/airports-aviation/airports-monitoring
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Costs and profits

This ACCC reports a number of profitability measures in this report. The use and interpretation of these 
measures are discussed below. 

Operating profits45 

In this report, one profitability measure used is earnings before interest, tax and amortisation (EBITA). 
This measure takes into account depreciation costs. EBITA is reported separately for the total airport 
and a business component such as aeronautical or car parking operations. The ACCC also reports 
operating profit as a percentage of revenue i.e. operating profit margin. 

The ACCC has reported on changes in aeronautical operating expenses per passenger and aeronautical 
profit per passenger since 2002–03. Aeronautical profit excluding security costs is not discussed in 
this report because government mandated security revenue is set to recover the costs associated with 
security services and does not affect the overall profitability of the airports.

EBITA provides a measure of airport operating performance, as distinct from financial performance. It 
is useful for revealing trends in operating performance over time. However, as a measure of profitability 
it does not take into account the full capital cost associated with the provision of services. Since it also 
includes non-cash items such as depreciation, operating margin does not provide a measure of net cash 
flow from airport operations either.

Rates of return

Rate of return measures can also inform analyses of profitability. The rate of return measure used by 
the ACCC in this report is return on assets which may be expressed in a number of forms (e.g., pre- or 
post-tax returns, and including or excluding interest expenses and/or depreciation and amortisation). 
The ACCC’s approach to calculating rates of return in this report is discussed below.

Return on assets

This report also looks at the rate of return that airports earn from their assets. This measure consists of 
EBITA on the average value (of opening and closing balances) of tangible non-current assets. The ratio 
provides a measure of the efficiency with which an entity uses its assets to produce operating profit 
before interest, tax and amortisation. Given the limitations in using a return on equity measure for the 
monitored airports, the ACCC considers that a return on assets measure is a more useful indicator of an 
airport’s rate of return and operating performance. 

EBITA on average tangible non-current assets is not affected by management decisions regarding 
capital structure, which can significantly affect interest expenses and tax payable, and therefore 
post-tax returns. Financing decisions do not reflect the operating profitability of providing airport 
services. Therefore, measures of EBITA on average tangible non-current assets allow for a more 
comparable basis for comparing operating performance across airports.

Non-tangible assets are excluded to limit the extent to which airport owners’ expectations of growth in 
value (as reflected in goodwill or lease premiums) may obscure changes in the profitability of providing 
services. In particular, lease premiums paid could reflect the expectation of future price and profit 
increases that take advantage of the airports’ monopoly power.

While having some advantages, measures of return on assets also have their limitations. For example, 
they are affected by the airport operator’s valuation of its assets. Since the ACCC’s monitoring regime 
commenced, a number of airports have revalued their assets upwards, thereby lowering the measure 
of return on assets. A line-in-the-sand (LIS) measure was introduced in 2007–08 to reduce the effect of 
such revaluations (discussed below).

Finally, in preparing this report the ACCC has not assessed the appropriateness of airport asset 
valuations as it has done in some other industries where prices are regulated. However, this report does 
provide details of asset values reported by the airports over time. 

45 The ACCC has previously used the term ‘aggregate margins’. 
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‘Line-in-the-sand’ aeronautical asset base

The ACCC has required airport operators to report under the LIS approach since 2007–08.46 Under this 
approach, the value of an airport’s aeronautical asset base is determined to be the value of tangible 
non-current assets as at 30 June 2005,47 adjusted for depreciation, additions (or new investment) and 
disposals for subsequent reporting periods. This information was required in addition to the airport 
operators’ regulatory accounts based on Australian International Financial Reporting Standards (AIFRS) 
(which include any revaluations to the assets recorded since 30 June 2005). 

The LIS approach removes the effect of revaluations of aeronautical assets by airports for monitoring 
purposes from 30 June 2005 onwards. For example, an upward revaluation of a tangible non-current 
aeronautical asset occurring after 30 June 2005 would be recognised in the regulatory accounts 
prepared under AIFRS but not in the LIS asset base. As a result, to the extent that subsequent 
revaluations have taken place, the LIS asset base is lower. There is also a flow-on effect of a lower value 
of depreciation under the LIS approach and, therefore, lower operating expenses.

Previously where applicable, the ACCC has provided details of the LIS values in the price monitoring 
section of this report and comments in relation to the effect of reporting the data on this basis. So far, 
only Brisbane Airport and Sydney Airport have revalued their assets since 30 June 2005. Since the 
2016–17 airport monitoring report, the ACCC has stopped reporting non-LIS values and has only used 
the LIS values in its reporting. 

A4.1.2 Airport car parking 
The ACCC monitors and reports on airport car parking prices, revenue, costs and profits (in real 
terms48) under a direction issued on 12 June 2012 pursuant to s. 95ZF of Part VIIA of the CCA. The 
ACCC also reports on changes in the supply of airport car parking, and the quality of airport car 
parking services. 

In addition to drive-up rates, the ACCC commenced collecting prices for booking airport car 
parking online for the 2014–15 report following consultation with the monitored airports. The ACCC 
has compared drive-up, online and the average of these two charges that customers pay at the 
monitored airports. 

Landside access charges and revenues

The ACCC also collects information on landside access charges and revenues although it is not required 
to do so under a ministerial direction. Access to airport land and in particular, landside areas controlled 
by airport operators is a necessary input in the supply of downstream services such as taxis, buses and 
off-airport parking. The suppliers of these services require landside access to drop-off and/or pick-up 
airport users at the terminals.

As a result, airports may have incentives to obstruct competition from alternative transport modes to 
on-airport car parking by imposing excessive charges or restrictive terms and conditions for landside 
access. Such behaviour may shift demand to an airport’s own car parking services. Therefore, the 
ACCC also collects information about airports’ charges for operators who provide competing services 
to on-airport car parking as well as the amount of revenue received from those operators. 

A4.2 Quality of service
Quality of service monitoring complements price monitoring because, instead of increasing prices, an 
airport with market power may decide to cut costs by lowering its service standards. 

The ACCC monitors the quality of service at the facilities that are subject to price monitoring, including: 

46 This approach was recommended by the PC in its 2006 inquiry and was supported by the government. The PC said that 
some airports revalued assets for a range of non-price reasons and the intention of revaluations is ‘to provide a justification 
for higher charges at some stage in the future’. The PC considered that it was inappropriate to base increases in aeronautical 
charges on asset revaluations. 

47 Airport revaluations that occurred prior to the 30 June 2005 cut-off date remain in the LIS asset base. 

48 All price and data outcomes are reported in real terms with 2017–18 as the base year. 
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�� airside facilities such as runways, taxiways and aprons

�� terminal facilities such as international departure lounges and baggage systems

�� car parking

�� taxi facilities and kerbside pick-up and drop-off points. 

However, domestic terminals leased to airlines are not within the scope of the quality of service 
monitoring program.

Further information on the ACCC’s approach can be found in the Guideline for quality of service 
monitoring at airports on the ACCC website.

A4.2.1 Issues concerning interpretation of results
A variety of factors outside the immediate control of the airport operator may influence the quality of 
service results. For example, the staffing and provision of IT equipment for checkin services by airlines 
and the staffing by the on-airport government border agencies may affect the quality of experience for 
passengers as they pass through an airport. This in turn may influence those passengers’ ratings of the 
airport. Airservices Australia, airlines and other service providers may also affect quality outcomes such 
as causing delays in aircraft departure.

In addition, investment in terminal infrastructure is ‘lumpy’ and there may be a lag between an increase 
in passenger and flight numbers and an increase in the capacity of airport infrastructure. Such a lag 
could highlight capacity constraints reflected in the quality of service indicators and therefore identify 
areas for increased investment.

To inform its analysis of the monitoring data, the ACCC provides airports with the opportunity to explain 
where there have been mitigating circumstances influencing the results of monitoring. 

A4.2.2 Sources of information
The quality of service analysis in this report draws on information from a number of different sources. 
These sources include airport operators’ surveys of passengers, airlines and landside operators.49

Airport operators

Airport operators provide the ACCC with a range of objective data related to the number or size of 
various facilities and throughput at those facilities. These include the number of passengers at peak 
hours, the number of aerobridges and the size of gate lounges. The ACCC has converted these 
numbers and sizes to indicators of quality of service, such as the number of passengers per square 
metre of lounge area during peak hour. 

The derived objective indicators are shown in charts in the body of the report. The data on which these 
objective indicators are based can be found in a spreadsheet on the ACCC’s website http://www.
accc.gov.au/regulated-infrastructure/airports-aviation/airports-monitoring. Measures relating to the 
size of facilities are generally presented as at the end of the relevant financial year, whereas measures 
of throughput—such as numbers of passengers or bags—relate to the whole financial year, unless 
otherwise specified (such as daily or during peak hour).

Passenger perception surveys

The passenger perception surveys are arranged by each airport and may differ in their coverage and 
detail. However, these surveys should provide information consistent with that specified in the Airports 
Regulations and quality of service guidelines. The areas covered include passenger check-in, security 
clearance, government inspection, gate lounges, washrooms, baggage processing and trolleys, signage 
and wayfinding, car parking and airport access for arriving and departing passengers.

These surveys ask respondents to rate their level of satisfaction with the airport facilities on a scale from 
1 to 5 (table A4.2.1). These are then converted into five ratings ranging from ‘very poor’ to ‘excellent’. 

49 Landside operators include taxi and bus industry bodies, as well as off-airport car parking operators.

http://www.accc.gov.au/regulated-infrastructure/airports-aviation/airports-monitoring
http://www.accc.gov.au/regulated-infrastructure/airports-aviation/airports-monitoring
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Table A4.2.1: Ratings of satisfaction for airport facilities and services

Scales 1–1.49 1.50–2.49 2.50–3.49 3.50–4.49 4.5–5

Average ratings Very poor Poor Satisfactory Good Excellent

The average ratings for each indicator in the passenger perception surveys are shown for each 
airport. The average ratings for domestic terminals and international terminals are presented over time 
where possible. 

Airline surveys

The ACCC conducts an annual survey of airlines about their perception of the quality of facilities they 
used at the monitored airports. Questions relate to both terminal facilities (aerobridges, check-in 
and baggage processing) and airside facilities (runways, taxiways, aprons, aircraft gates and ground 
equipment sites). Airlines are asked to rate two aspects of these facilities:

�� availability—that is, the availability of infrastructure and equipment and the occurrence of delays in 
gaining access to those facilities

�� standard—that is, the ability of equipment to perform the function intended, the reliability of the 
equipment and the probability of it breaking down.

The airlines are also asked to rate the airport operator’s responsiveness or approach to addressing 
problems and concerns with the above facilities. Full details of the questions are contained in a 
spreadsheet on the ACCC’s website http://www.accc.gov.au/regulated-infrastructure/airports-
aviation/airports-monitoring.

The scale used for airline ratings is the same as that of the passenger perceptions surveys and shown 
in table A4.2.1 above. Ratings given by airlines were averaged across airlines to give an average rating 
for each facility at each airport. The rating given by each airline is given equal weight, regardless of the 
number of passengers flown or flights. Airlines are also given the opportunity to provide an explanation 
of their ratings. 

Given that airlines may potentially have an incentive to deliberately under-report quality for the airports, 
the ACCC verifies the airlines’ responses when needed. In particular, if an airline gives an airport a rating 
of below ‘satisfactory’, the ACCC will seek comments and additional information from the airline, and 
provide the relevant airport operator with an opportunity to respond to non-confidential commentary 
by the airlines.

Under the ACCC monitoring regime, airlines are not required to provide survey information for the 
domestic facilities they operate themselves under domestic terminal leases. 

Because airline surveys are conducted on a voluntary basis, airlines’ participation in the ACCC’s survey 
varies each year with typically only a small number of responses received by the ACCC. As a result, 
service quality ratings obtained from airline survey results tend to vary more than passenger ratings. 
This may impact on the reliability of the overall service quality ratings for the monitored airports. 

Landside operator survey

The ACCC first commenced surveying a selection of offairport car parking operators and taxi and bus 
industry bodies about taxi facilities, terminal kerbside pickup and dropoff facilities in 2013–14. The 
results of the survey have been included in past airport monitoring reports. 

However, the ACCC has discontinued the survey since the 2016–17 airport monitoring report due to the 
low response rate. 

http://www.accc.gov.au/regulated-infrastructure/airports-aviation/airports-monitoring
http://www.accc.gov.au/regulated-infrastructure/airports-aviation/airports-monitoring
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A4.2.3 Calculating overall quality of aeronautical service ratings for  
  each airport
For each airport, the ACCC calculates a single overall quality of service rating in relation to total services 
at the airport. As for each of the many specific measures of quality of service, the overall rating is a 
score out of five. A score of between 1 and 1.49 represents ‘very poor’ performance, while a score 
between 4.50 and 5 represents ‘excellent’ performance. 

The overall rating is calculated using a combination of the results from airline surveys, passenger 
surveys, and objective indicators (e.g. the number of departing passengers per check-in desk, kiosk and 
bag drop facility during peak hour). 

The overall rating is the simple average of the scores that the airport achieved against each of the 
specific quality of service measures from airline surveys, passenger surveys and objective indicators. 
For example, Sydney Airport scored an average of 3.50 across 105 performance measures in 2017–18. 
Among those measures, 30 were obtained from airline surveys, 48 were from passenger surveys and 
the remaining 27 were objective indicators. 

While the airports’ performance against the quality of service measures in the airline surveys and 
passenger surveys are already rated as scores out of five, ratings of performance against objective 
indicators need to be calculated.

This process consists of producing a set of benchmarks for each measure based on how the four 
airports performed against that measure. If an airport’s performance against that measure is equal to 
the average performance across the four airports in that year, it will receive a score of 3 out of five. If an 
airport performs better than the benchmark average, it will receive score of 4 or 5 depending how close 
its performance is compared to the benchmark. Similarly if its performance is below the benchmark, it 
will be rated 1 or 2. 

An implication of this methodology is that an airport’s rating with respect to objective indicators is 
relative to that of the other three airports. This means an airport can report the same raw performance 
figures to the ACCC as the previous year, but find its rating for that measure going up or down. It also 
means that it is not possible for all airports to be rated highly or rated poorly. This is not the case for an 
airport’s ratings based on airline and passenger surveys, which are independent of ratings given to the 
other airports. 

A4.3 Limitations of monitoring
Monitoring does not directly restrict the airports from increasing prices and/or lowering service quality. 
Nor does it provide the ACCC with a general power to intervene in the airports’ setting of terms and 
conditions of access to the airports’ infrastructure.

In addition, the ACCC’s monitoring of airports is limited in scope and does not enable the ACCC to 
assess conclusively whether an airport has exercised market power to earn monopoly profits (discussed 
further below).

A4.3.1 Monitoring information cannot be used to consclusively assess  
  the appropriateness of the level of prices and profits
When assessing the level of prices and profits, it is common regulatory practice to undertake an 
assessment of the firm’s economic returns against their efficient long-run costs for providing services. 
This may involve a public process to rigorously determine an economic value of the firm’s asset base 
(i.e. the regulatory asset base (RAB)) and the firm’s required rate of return on capital (i.e. the weighted 
average cost of capital (WACC)). 

In the case of airports, however, the benchmark for efficient long run costs has not been set. Instead, 
the airports’ asset values under monitoring are based on their accounting values rather than their 
economic value. Importantly, the accounting value of assets may include revaluations that have been 
undertaken at the airports’ discretion and that can distort assessments of airports’ performance. For 
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example, in some years, some airports have revalued their assets upwards, which lowers their return on 
assets. Consequently, the airports’ asset values under monitoring do not provide a reliable indicator of 
the airports’ RAB, which is needed to make a conclusive assessment of whether the airports are earning 
monopoly rents.

As discussed earlier, the ACCC has adopted the ‘line-in-the-sand’ approach since 2007–08 to address 
the issues associated with the airports revaluing their assets. However this approach only removes any 
asset valuations that have occurred after 30 June 2005.

A4.3.2 Judgement about the airports’ performance cannot be made  
  based on trends in the airports’ prices, profits and quality of  
  service alone
An airport that is already pricing at or near monopoly levels may only report gradual (rather than sharp) 
increases in prices and profitability over time. Therefore trends in prices and profitability alone cannot 
tell us conclusively whether an airport is extracting monopoly profits. Further, monitoring cannot 
clearly distinguish between various factors that may contribute to increasing profitability, some of 
which may raise cause for concern about an airport’s performance while others may not. For example, 
increasing profitability by increasing prices whilst lowering or holding constant quality of services over 
a sustained period of time may indicate an airport exercising market power, which may be a concern. In 
contrast, increasing profitability due to increased efficiency in operations or economies of scale may not 
necessarily raise concerns. 

A4.3.3 Monitoring does not provide meaningful comparisons of the  
  prices, profits and quality of service across airports
Because the airports’ approaches to valuing their assets may vary, it is difficult to meaningfully compare 
profitability between the airports based on reported return on assets. There are also some other 
specific reasons that make comparisons difficult. 

For example, the ACCC’s monitoring role for aeronautical services relates only to those terminals 
that are owned and operated by the airports. However, some of the airports’ domestic terminals are 
leased and operated by airlines and are not subject to the ACCC’s monitoring. Therefore, the revenues, 
prices, costs, profits and quality of service associated with those terminals are not included in the 
monitoring results presented in this report. Such terminals include the Qantas domestic terminals at 
Melbourne and Perth airports, as well as the Qantas and Virgin Australia domestic terminals at Brisbane 
Airport. In 2015, Sydney Airport purchased the Qantas domestic terminal so it is now included in the 
monitoring regime.

In the case of airport car parking, the range of services provided by the airports varies significantly 
with some parking provided in close proximity to the airport terminals for convenience, while some car 
parking is located at a distance from the terminals. Comparisons of airport car parking prices, revenues, 
costs and profits are therefore complicated by these various car parking configurations. 

A4.4 Consultation
The ACCC provides the monitored airports with the opportunity to provide comments in their quality of 
service and price monitoring submissions for the ACCC airport monitoring report. This process allows 
the airports to provide explanations as to why ratings or objective data have changed in the period. In 
addition, in order to ensure the accuracy of the data, the monitored airports are given an opportunity to 
comment on their respective chapters of the report as well as chapter 3 that looks at the performance 
across the monitored airports. Where appropriate, the ACCC has incorporated these comments into the 
report, particularly where these comments provide a possible explanation for changes in ratings.
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