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Glossary 

AAL  Adelaide Airport Limited 

AASB   Australian Accounting Standards Board 

ACCC   Australian Competition and Consumer Commission 

AC&BPS Australian Customs and Border Protection Service 

AFPPS  Australian Federal Police Protective Service 

AGAAP  Australian Generally Accepted Accounting Principles 

AIFRS   Australian equivalents to International Financial Reporting Standards 

APS   Australian Protective Service 

AQIS   Australian Quarantine and Inspection Service 

Availability Describes the amount of the facility/service made available relative to demands 
for the facility or service. May include whether facilities or services are available or 
restricted due to congestion, positioning, maintenance, or repairs, the accessibility 
or usefulness of the facility/service provided, and the efficiency of the system to 
allocate usage. 

BARA  Board of Airline Representatives of Australia 

CBD  central business district 

CCA  Competition and Consumer Act 2010 

CTFR   Counter Terrorism First Response 

CPI   consumer price index 

DIAC  Department of Immigration and Citizenship 

DIT Department of Infrastructure and Transport  

DTL  domestic terminal lease 

EBITA   earnings before interest, tax and amortisation 

EBITDA earnings before interest, tax, depreciation and amortisation 

ECP  entry control point 

FAC  Federal Airports Corporation 

FID   flight information display 

FSC  full service carrier 

GA  general aviation 

GST   goods and services tax 
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IASB   International Accounting Standards Board 

LCC  low cost carrier 

LHS  left-hand side 

MTOW   maximum take-off weight 

OAC   operationally agreed capacity 

OCP  outwards control point 

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.  

PC   Productivity Commission 

PFC  passenger facilitation charges 

PSC  passenger services charge 

RHS  right-hand side 

RPT  regular public transport 

SACL  Sydney Airport Corporation Limited 

Standard Describes the physical condition of the facility/service supplied and condition in 
which it is generally maintained. 

STAR  state of the art renewal 

TPA Trade Practices Act 1974 (renamed the Competition and Consumer Act 2010 on 
1 January 2011) 

 

 

 

 

 

 



Airport monitoring report 2010-11  Summary  vii  

Summary  

Key points 

• The Australian Government has directed the Australian Competition and Consumer 
Commission (ACCC) to monitor Adelaide, Brisbane, Melbourne (Tullamarine), Perth and 
Sydney (Kingsford Smith) airports due to concerns about their market power in the supply 
of aeronautical services and airport car parking.  

Monitoring results for aeronautical services for 20 10-11 

• All of the monitored airports increased passenger throughput and total aeronautical 
revenue. Aeronautical revenue on a per passenger basis (as a proxy for average prices) 
also increased at all of the airports, except for Adelaide Airport.  

• As a result of revenues increasing by more than operating expenses, aeronautical 
operating margins on a per passenger basis increased at all of the monitored airports, 
except for Melbourne Airport. Further, the airports’ returns on aeronautical assets were 
higher compared to the previous year, except for Melbourne Airport.       

• Quality of service ratings encompassing the views of airlines, passengers, border agencies 
and objective indicators increased at all of the monitored airports, except for Melbourne 
Airport. Notably, airlines’ ratings of Melbourne Airport declined in the most recent period. 
Meanwhile, airlines’ ratings of Sydney Airport, which have been cause for concern in 
previous years, improved in the most recent period.    

Monitoring results for airport car parking for 2010 -11  

• Total car parking revenue increased for all of the monitored airports. For Adelaide and 
Sydney airports, these increases were wholly attributable to an increase in demand for car 
parking services. For Brisbane, Melbourne and Perth airports, these increases in revenue 
were attributable to increases in both demand and prices. 

• As a result of revenues increasing by more than costs, operating margins for car parking 
increased at all of the monitored airports, except for Brisbane Airport. However, operating 
margins per car park space increased only at Adelaide, Melbourne and Sydney airports. 

• Revenues from landside access charges applied by the airports on operators of 
alternatives to airport car parking increased at all of the monitored airports. 

The role of monitoring 

• Monitoring provides information about the airports’ performance to the public and to the 
Australian Government.  

• However, monitoring does not restrict the airports from exercising their market power and is 
not a substitute for effective regulation of airports.  
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The ACCC’s role in monitoring aeronautical and car 
parking services  

Due to concerns about the airports’ market power, the Australian Government has directed the 
ACCC to monitor the supply of aeronautical and car parking services by Adelaide, Brisbane, 
Melbourne (Tullamarine), Perth and Sydney (Kingsford Smith) airports.   

It is widely accepted that Australia’s five major airports have market power and control access 
to monopoly infrastructure. Air transportation is essential in Australia in particular because of 
the distances between capital cities and the lack of practical alternatives for travelling overseas. 
Airports provide and control access to the key infrastructure—referred to as aeronautical 
services—necessary for air transportation.  

Also, airport users require access to the airports and their terminals. Airport users can access 
airports by, for example, private vehicles, taxis, hire cars, buses, rental vehicles and bikes. 
Further, users accessing the airport in private vehicles may be dropped-off or picked-up, or 
they may park on a short-term or long-term basis. Airports control access to a key input to 
supply for these travel options—airport land—which is a bottleneck facility. 

Importantly, an unconstrained airport would be expected to exercise its market power to earn 
monopoly profits to the detriment of Australians. For example, an airport could seek to charge 
high prices and/or provide low service-quality, under-invest in key infrastructure so as to 
artificially restrict supply (leading to further potential for higher prices), and/or operate 
inefficiently by allowing its costs to rise or not adopting cost-saving or innovative technologies. 
Monopoly pricing is also of general concern to the community. 

The ACCC notes, however, that monitoring does not restrict the airports from exercising their 
market power and that it is limited in its scope to provide information about the airports’ 
performance (box 1). The role of airport monitoring is therefore to provide a greater level of 
transparency to the airports’ performance than would otherwise be available.  

Box 1: Monitoring explained  

Why monitoring is limited in its scope to provide i nformation about the airports’ performance  

 

Monitoring does not directly restrict the airports from increasing prices and/or lowering service-quality. In 
particular, it does not provide the ACCC with a general power to intervene in the airports’ setting of terms and 
conditions of access to the airports’ infrastructure.  

Instead, monitoring primarily provides information about the performance of the airports to stakeholders (such 
as governments and users of the services) that would not otherwise be available. It provides some 
information about the level and trends in the airports’ prices, profits and quality of service. However, for the 
reasons outlined below, monitoring is limited in its scope to enable a detailed assessment of the airports’ 
performance to be undertaken and cannot be used to establish whether or not an airport has exercised its 
market power to earn monopoly profits. 

Firstly, monitoring information cannot be used to a ssess the appropriateness of the level of prices 
and profits.  

In undertaking an assessment of the level of prices and profits, it is common regulatory practice to undertake 
an assessment of the firm’s economic returns against a benchmark of their efficient long-run costs for 
providing services. This involves a rigorous public process to determine an economic value of the firm’s asset 
base—referred to as the regulatory asset base (RAB)—and to determine an efficient benchmark for the firm’s 
return on  capital—referred to as the weighted average cost of capital (WACC). Once a benchmark for 
efficient long-run costs and the revenues required to recover those costs has been established, the regulated 
firm’s performance in subsequent years can be assessed. 
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Box 1: Monitoring explained continued … 

Why monitoring is limited in its scope to provide i nformation about the airports’ performance  

 

In the case of airports, however, this efficient benchmark has not been set. Instead, the airports’ asset values 
under monitoring are based on their accounting value rather than their economic value. Importantly, the 
accounting value of assets may include revaluations that have been undertaken at the airports’ discretion 
and can have the effect of distorting any assessment of the airports’ performance. For example, some 
airports have effected upwards revaluations of their assets, which lower the airports’ apparent return on 
assets. Therefore, the airports’ asset values under monitoring do not provide a reliable indicator of the 
airports’ RAB, which is needed to make a meaningful assessment of whether the airports are earning 
monopoly rents.   

The ACCC notes that, in an attempt to partially address the issues associated with the airports revaluing their 
assets, a ‘line in the sand’ for asset valuations was introduced in 2007-08. This meant that asset values were 
not to be further revalued for monitoring purposes. The line in the sand asset values are derived from the 
airports’ assets as at 30 June 2005 and remove the airports’ discretion in revaluing assets for monitoring 
purposes since that time. However, those airport revaluations that occurred prior to the 30 June 2005 cut-off 
date remain in the line in the sand asset base. This means that the line in the sand asset values do not 
represent a reliable basis for assessing the returns of the monitored airports now or over the next several 
years. 

Secondly, judgement about the airports’ performance cannot be made based on trends in the 
airports’ prices, profits and quality of service al one. 

An airport that is already pricing at or near monopoly levels would only be expected to report gradual 
increases in prices and profitability over time.  

Also, increasing profitability by increasing prices whilst lowering or holding quality of services constant over a 
sustained period of time might raise cause for concern about an airport’s performance. However, increasing 
profitability may be attributable to any one or a combination of outcomes, including (1) lower unit costs due to 
increased efficiency in operations or economies of scale, (2) lower unit costs due to delaying or withholding 
investment to update or maintain facilities, or (3) increasing prices by more than unit costs. Importantly, not 
all of these situations would necessarily raise concerns about the exercise of market power, but monitoring 
cannot clearly distinguish between them.  

Finally, monitoring does not provide meaningful com parisons of the prices, profits and quality of 
service across airports. 

Because the airports have taken different approaches to valuing their assets, it is not meaningful to compare 
profitability between the airports based on reported returns 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, such as the Qantas 
domestic terminal at Melbourne, Perth and Sydney airports as well as the Qantas and Virgin Blue domestic 
terminals at Brisbane Airport are leased and operated by those 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.   

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 as well as some at a distance 
from the terminals. Comparisons of airport car parking prices, revenue, costs and profits are therefore 
complicated by these various car parking configurations. Importantly, highlighting differences across the 
airports will only be robust if comparisons are on a ‘like-with-like’ basis as far as is practicable. 
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Airport monitoring results for 2010-11  

Aeronautical services 

The ACCC uses aeronautical revenue per passenger as an indicator of the airports’ average 
prices, and operating margins and return on aeronautical assets as an indicator of the airports’ 
profitability. Further, ratings of the airports’ quality of service by airlines, passengers, border 
agencies and objective indicators are used as measures of service-quality.  

However, it is important to note that, for the reasons outlined in box 1, care needs to be taken 
when interpreting the levels of the airports’ prices and profitability for aeronautical services, and 
when making comparisons of performance across the monitored airports and over time.  

Recent trends in demand, prices, revenue, profitability and quality of service for 
aeronautical services 

In 2010-11, tables 1 and 2 show that increased total aeronautical revenue at all of the 
monitored airports was driven by an increase in demand and, with the exception of Adelaide 
Airport, an increase in average prices.  

With the exception of Melbourne Airport, revenues increased by more than operating expenses 
(on a per passenger basis), resulting in increased operating margins per passenger. Melbourne 
Airport reported a decrease in aeronautical operating margins per passenger for the third year 
in a row as a result of operating expenses increasing at a faster rate than revenue. In 
particular, the airport reported increased investment in aeronautical services during these 
periods. As a result of this investment, Melbourne Airport’s return on aeronautical assets 
decreased in 2010-11. For all of the other monitored airports, returns on aeronautical assets 
were higher compared to the previous period.  

In relation to overall quality of service (that is, quality of service ratings encompassing the views 
of airlines, passengers, border agencies and objective indicators), Brisbane Airport was the 
only airport to achieve a rating of ‘good’ (that is, a rating of 4.0 or above, but less than 5.0) in 
2010-11. Overall ratings for Adelaide, Perth and Sydney airports improved within the 
‘satisfactory’ (that is, a rating of 3.0 or above, but less than 4.0) range. Melbourne Airport was 
the only airport to have a decrease in its overall rating in 2010-11, although it remained rated 
as ‘satisfactory’. The sharp decline in Melbourne Airport’s overall rating was primarily driven by 
lower ratings given by airlines and border agencies.        

Table 1:   Key indicators for the monitored airport s for 2010-11  

Airport 
 

Passenger 
numbers 
(million) 

 

Total 
aeronautical 

revenue 
($million) 

Aeronautical 
revenue per 

passenger 
($) 

Aeronautical 
operating 

margin per 
passenger 

($) 

Return on 
aeronautical 

assets 
(%) 

Overall 
rating for 
quality of 

service  
(out of 5) 

Adelaide 7.4 86.1 11.64 5.31 10.2 3.93 

Brisbane 20.3 198.5 9.80 4.10 6.2 4.23 

Melbourne 28.3 231.9 8.19 3.75 12.3 3.72 

Perth  11.5 103.1 9.00 3.56 13.2 3.68 

Sydney 36.3 524.8 14.46 6.89 9.6 3.66 
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Table 2: Percentage change in key indicators from 2 009-10 to 2010-11  

Airport 
 

Passenger 
numbers  

 

Total 
aeronautical 

revenue  

Aeronautical 
revenue per 

passenger  

Aeronautical 
operating 

margin per 
passenger  

Return on 
aeronautical 

assets 
 

Overall 
rating for 
quality of 

service 

Adelaide ▲ 3.4% ▲ 2.7% ▼ 0.7% ▲ 2.0% ▲ 0.3 pp ▲ 3.5% 

Brisbane ▲ 5.2% ▲ 10.2% ▲ 4.7% ▲ 12.0% ▲ 1.0 pp ▲ 1.7% 

Melbourne ▲ 7.8% ▲ 9.4% ▲ 1.5% ▼ 0.1% ▼ 0.3 pp ▼ 4.3% 

Perth  ▲ 9.4% ▲ 17.2% ▲ 7.2% ▲ 8.2% ▲ 0.1 pp ▲ 0.5% 

Sydney ▲ 4.0% ▲ 7.1% ▲ 3.0% ▲ 10.1% ▲ 1.2 pp ▲ 5.9% 

Note: pp = percentage points 

The ACCC notes that overall ratings are not necessarily a direct indicator of the quality of 
service provided by the airport operator. This is because passengers’ perceptions of the 
airports’ quality of service can be influenced by the services also provided by airlines and 
border agencies. Further, the supply of airport services to border agencies is complicated 
because airports have regulatory obligations to provide certain services.  

In contrast, airports provide services directly to user airlines under commercial arrangements. 
Airlines are therefore in a good position to make an informed assessment of quality against 
price. Therefore, airline survey ratings for quality of service can provide a more direct indication 
of whether an airport has provided a satisfactory quality of service. 

Airlines’ ratings for quality of service in 2010-11 were satisfactory on average for all of the 
monitored airports, except for Perth Airport. Perth Airport was rated as ‘poor’ (that is, a rating of 
2.0 or above, but less than 3.0) by airlines. It is noted that airlines’ ratings of Melbourne Airport 
declined in 2010-11, though remained within the satisfactory range. Meanwhile, airlines’ ratings 
for Sydney Airport increased from poor in previous periods to be satisfactory in 2010-11.      

Risk and the airports’ returns on aeronautical services 

In previous reports the ACCC has observed that the airports’ risks and returns on aeronautical 
services are partially insulated by airlines. For this year’s report, the ACCC has further 
examined the level of risk that the airports bear by comparing the volatility of the airports’ 
returns on aeronautical services to the volatility of airlines’ returns. In particular, the ACCC has 
looked at the standard deviation of the airports’ and airlines’ returns as an indicator of their 
volatility and risk.  
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Chart 1: The volatility of the airports’ returns co mpared to the volatility of the airlines’ 
returns between 2007-08 and 2010-11 1 
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The ACCC notes that, in the period between 2007-08 and 2010-11, there have been numerous 
events (such as the global financial crisis and natural disasters) that have had the potential to 
affect the demand for air travel. Chart 1 shows that, over this period, the volatility of the 
airports’ returns and, therefore, level of risk was significantly lower than the airlines.  

This provides further support for the ACCC’s observations about the relative stability of the 
airports’ returns and, in particular, that airports appear to be partially insulated from demand 
shocks. 

 Airport car parking  

The ACCC monitors trends in on-airport car parking prices, revenues, costs and profits across 
the monitored airports. Further, airports could, by imposing excessive charges or restrictive 
terms and conditions for landside access, impede competition from alternatives to on-airport 
car parking. This can have the effect of shifting demand from those alternatives to an airport’s 
own car parking services, and allow the airport to charge higher prices. Therefore, the ACCC 
also collects information on charges imposed by the airport on operators of alternatives as well 
as the amount of revenue received from those operators.  

However, it is important to note that, for the reasons outline in box 1, care needs to be taken 
when interpreting the levels of on-airport car parking and landside access prices, revenues, 
costs and profits, and when making comparisons of performance across the monitored airports 
and over time.   

                                                      
1
  The ACCC notes that the airports’ returns under the line in the sand approach, which removes the airports’ 

discretion to revalue their assets, have been used for this analysis, while the airlines’ returns have been based on 
their publicly available financial reports. Importantly, because the airlines operate in a competitive market, they do 
not have the same discretion that the airports do in revaluing their assets. Therefore, the ACCC considers that this 
approach provides a reasonable basis for comparison between the airports and airlines. The requirement to report 
line in the sand data was first implemented in the 2007-08 financial year. 
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Recent trends in prices, revenue, profitability and capacity for airport car 
parking 

Tables 5 and 6 show that, in 2010-11, total car parking revenue increased for all airports. For 
Adelaide and Sydney airports, these increases were wholly attributable to an increase in 
demand for car parking services. For Brisbane, Melbourne and Perth airports, these increases 
in revenue were attributable to both demand and price increases.   

All of the airports, except Brisbane Airport, experienced increases in their margins for car 
parking services in 2010-11. This was attributable to revenues increasing by a greater rate than 
operating costs for car parking services. The decrease in Brisbane Airport’s margin for car 
parking services was the result of cost increases driven by substantial investment in new car 
parking facilities.    

Table 3: Car parking prices as 30 June 2011 2  

Short-term car parking Long-term car parking Airport 
1 hour 3 hours 8 hours 24 hours 1 day 7 days  

Adelaide $4.00 $11.00 $26.00 $30.00 $25.00 $70.00 

Brisbane $13.00 $22.00 $40.00 $40.00 $40.00 $140.00 

Melbourne $12.00 $28.00 $52.00 $52.00 $29.00 $77.00 

Perth  $5.60 $10.00 $36.00 $36.00 $16.00 $88.00 

Sydney $15.00 $26.00 $52.00 $52.00 $25.00 $122.00 

Table 4: Percentage change in car parking prices fr om 30 June 2010 to 30 June 2011 

Short-term car parking Long-term car parking Airport 
1 hour 3 hours 8 hours 24 hours 1 day 7 days  

Adelaide 0.0% 0.0% 0.0% 0.0% 0.0% 0.0% 

Brisbane 0.0% ▲ 10.0% ▼ 20.0% ▼ 20.0% ▲ 14.3% 0.0% 

Melbourne 0.0% ▲ 12.0% ▲ 4.0% ▲ 4.0% 0.0% 0.0% 

Perth  ▲ 3.7% ▲ 13.6% ▲ 2.9% ▲ 2.9% 0.0% ▲ 10.0% 

Sydney 0.0% 0.0% 0.0% 0.0% 0.0% 0.0% 

Table 5:  Key indicators for the monitored airports  for 2010-11  

Airport 
 

Total 
airport car 

parking 
revenue 

($million) 
 

Total  
airport car 

parking 
operating 

margin 
($million) 

Total  
airport car 

parking 
spaces  

(’000) 

Airport car 
parking 

revenue per 
car park 

space  
($) 

Airport car 
parking 

margin per 
car park 

space 
($) 

Airport car 
parking 

revenue as 
% of total 

airport 
revenue 

(%) 

Adelaide 14.8 10.6 3 000 4 918 3 534 9.2 

Brisbane 60.1 42.9 9 767 6 151 4 397 13.2 

Melbourne 114.6 86.9 22 412 5 115 3 878 21.0 

Perth  41.1 27.5 14 551 2 824 1 889 13.9 

Sydney 98.0 69.1 12 271 7 983 5 632 10.2 

                                                      
2
  Brisbane, Perth and Sydney airports’ short-term and long-term car parking prices are based on the domestic 

terminal car park at each airport. Melbourne Airport’s long-term car parking prices are based on the long-term 
uncovered car park located at distance from the terminal precinct. 
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Table 6:  Percentage change in key indicators from 2009-10 to 2010-11   

Airport 
 

Total 
airport car 

parking 
revenue  

 

Total  
airport car 

parking 
operating 

margin 

Total  
airport car 

parking 
spaces   

Airport car 
parking 

revenue per 
car park 

space  
 

Airport car 
parking 

margin per 
car park 

space 
 

Airport car 
parking 

revenue as 
% of total 

airport 
revenue  

Adelaide ▲ 7.4% ▲ 1.9% ▼ 2.8% ▲ 10.4% ▲ 4.8% 0.0 pp 

Brisbane ▲ 3.3% ▼ 3.8% ▲ 1.6% ▲ 1.7% ▼ 5.4% ▼ 0.6 pp 

Melbourne ▲ 10.4% ▲ 7.5%  0.0% ▲ 10.4% ▲ 7.5%  ▲ 0.4 pp 

Perth  ▲ 23.5% ▲ 21.9% ▲ 26.2% ▼ 2.2% ▼ 3.5% ▲ 0.4 pp 

Sydney ▲ 3.0% ▲ 1.3% ▲ 1.0% ▲ 1.9% ▲ 0.3% ▼ 0.4 pp 

Note: pp = percentage points 

Recent trends in landside access prices and revenues 

Revenue from landside access charges increased at all of the monitored airports due to 
increased demand. Brisbane Airport was the only airport to increase any of its landside access 
charges in 2010-11. The airport increased the charge it imposes for train access by 2.8 per 
cent from $141 000 in 2009-10 to $145 000 in 2010-11. Brisbane Airport also increased some 
of its charges for landside access by private bus and car operators by various amounts.    
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The regulatory options for airports 

The rationale for regulating airports  

Airports are monopolies and have market power. This was confirmed in the recent Productivity 
Commission (PC) inquiry into the economic regulation of airports. At the time of writing this 
report, the PC’s final inquiry report was yet to be made publicly available and the Government 
was yet to respond to the recommendations made in that report. However, in its draft inquiry 
report, the PC found that Brisbane, Melbourne, Perth, Sydney—and to a lesser extent 
Adelaide—airports possess sufficient market power to be of policy concern.  

An unconstrained airport can exercise its market power to charge monopoly prices and earn 
monopoly profits to the detriment of Australians. Further, an unconstrained airport may lack the 
necessary incentives to meet the needs of its users and provide access to its services and 
facilities on reasonable terms and conditions. This can have an impact on competition in 
downstream markets, which can have flow on effects through the economy more broadly. 

Indeed, the ACCC has observed increasing prices for airports while, in some instances, quality 
of services have remained constant or have even fallen below satisfactory over a sustained 
period of time. As noted in box 1, these observations might raise cause for concern about the 
performance of certain airports. Additionally, the ACCC has observed that airports’ returns are 
less volatile than those observed in related markets, such as airlines. Even allowing for the 
limitations of the monitoring results, these observations are consistent with outcomes that 
would be expected of firms that can exercise market power.  

The degree of market power and the potential risks associated with the exercise of market 
power are likely to differ across the airports. Many factors, including the characteristics of 
demand and possibilities for substitution will influence the degree of market power held by any 
individual airport. Such factors are relevant to ensuring an appropriate regulatory solution 
would apply only where needed.    

Monitoring does not effectively deal with the airpo rts’ market power  

The Government introduced the current monitoring regime in response to the specific concerns 
about the airports’ market power. Monitoring was intended to provide information to 
stakeholders (including governments and airport users) about the performance of the airports.  

However, as discussed in box 1, monitoring does not restrict the airports’ from exercising their 
market power and it is limited in its scope to provide information about the airports’ 
performance. For these reasons, monitoring is not effective in addressing concerns about the 
airports’ market power and is not a substitute for effective regulation. 

There are, however, regulatory tools available that can deal with the airports’ market power. In 
its submission to the PC’s inquiry, the ACCC specifically noted that there are ‘fit-for-purpose’ 
regulatory tools available under Part IIIA of the Competition and Consumer Act 2010 (CCA). 

Approaches under Part IIIA can deal with the airpor ts’ market power 

Part IIIA of the CCA provides for third parties to negotiate access to monopoly infrastructure 
such as airports and constrains monopoly pricing. The regime focuses on facilities that have 
natural monopoly characteristics, are essential for competition in upstream and/or downstream 
markets, and are of national significance (for example, important to interstate and international 
trade). Importantly, it establishes a framework that can be used to ensure that access to key 
infrastructure is provided on reasonable terms and conditions absent the exercise of the 
airports’ market power. This in turn promotes competition in related markets. 
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The Part IIIA framework reflects a negotiate/arbitrate model which supports commercial 
negotiations. Where the access seekers and access providers have an interest in establishing 
and maintaining a commercial relationship with each other, they will often be able to negotiate 
reasonable terms and conditions of access without recourse to arbitration. However, this will 
not always be the case, particularly where the access provider lacks a commercial incentive to 
provide reasonable access to the access seeker. Indeed, as previously noted, an 
unconstrained airport may lack the necessary incentives to meet the needs of its users and 
provide access to its services and facilities on reasonable terms and conditions. 

Therefore, Part IIIA sets out a number of mechanisms to facilitate third party access to services 
and facilities, including (1) declaration and arbitration, (2) access undertakings and (3) 
certification of effective state access regimes. While the ACCC notes that the general 
provisions of Part IIIA already apply to airports (meaning that any party could at any time apply 
to have an airport declared), the ACCC also notes that there are costs, time and uncertainty 
associated with having services declared under Part IIIA. 

Declaration of aeronautical services  

Declaration of aeronautical services under Part IIIA would enable airports and airlines to carry 
on ‘business as usual’. Importantly, however, if an airline and an airport are unable to agree on 
one or more aspects of an access agreement, declaration would enable them (the airline or the 
airport) to seek arbitration of the dispute by the ACCC. The existence of a credible ability to 
seek arbitration would balance the negotiating power of the airlines and airports and encourage 
the development of commercial relationships absent the airports’ exercise of market power.  

It is noted that some services provided by Sydney Airport have previously been declared under 
Part IIIA on two separate occasions. These previous declarations provide examples of the 
suitability of Part IIIA to airports by demonstrating that airports (in this case, Sydney Airport) do, 
in fact, meet the relevant criteria. The ACCC notes, however, that in order for Part IIIA to cover 
those services that have been previously declared, a full process of re-application would be 
required.  

Recognising the difficulties associated with seeking declaration and the desirability of providing 
airports and their users with greater certainty, the ACCC has submitted that the provision of 
aeronautical services by airports could be declared up front (that is, deemed declared) by the 
Government by amending the Airports Act.        

Access undertakings for landside access 

Access undertakings under Part IIIA for landside access would provide airports and operators 
of alternatives to on-airport car parking with certainty about the terms and conditions of access. 
Importantly, the airports can give an access undertaking to the ACCC specifying the terms and 
conditions on which access will be made available. The ACCC can accept or reject the 
undertaking, giving consideration to the reasonableness of the terms and conditions proposed 
by the airport and ensuring that competition to on-airport car parking is not unfairly impeded. If 
the ACCC accepts the undertaking, the airport is required to provide access in accordance with 
the access undertaking.  

Noting that an unconstrained airport may lack the incentives to give an access undertaking to 
the ACCC on its own accord, the ACCC has submitted that the Government could make it 
mandatory for airports to give the ACCC access undertakings for landside access.   
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1 Overview of the monitoring results for 
aeronautical services  

Key points 

Trends in prices, costs, profits and quality of ser vice for aeronautical 
services 

• Passenger numbers increased for all the monitored airports in 2010-11. 

− Sydney Airport had the highest passenger throughput over the whole reporting period 
(2006-07 to 2010-11), while Perth Airport had the highest passenger growth. 

• Aeronautical revenue increased for all of the monitored airports, with the largest increase 
occurring at Perth Airport, followed closely by Brisbane Airport. 

• With the exception of Adelaide Airport, the airports reported increased aeronautical revenue 
per passenger (an indicator of average prices). With the exception of Adelaide and Sydney 
airports, the airports reported increased aeronautical operating expenses per passenger (an 
indicator of unit costs).  

− Aeronautical operating margin per passenger (an indicator of profitability) decreased 
slightly at Melbourne Airport in 2010-11, but increased for the other airports. 

• Overall quality of service ratings encompassing the views of airlines, passengers, border 
agencies and objective indicators, increased for all of the airports in 2010-11, with the 
exception of Melbourne Airport.  

− Airlines’ ratings, which can provide a more direct indication of the quality that the airport 
operators provide, declined for Melbourne Airport in the most recent period.    

• Sydney Airport had the highest aeronautical revenue per passenger and the lowest overall 
quality of service rating in 2010-11. 

− In contrast, Melbourne Airport had the lowest aeronautical revenue per passenger but was 
third behind Brisbane and Adelaide airports for overall quality of service. 

Observations from the monitoring results  

• Sydney Airport is Australia’s largest airport. Therefore, concerns regarding Sydney Airport’s 
performance are likely to be greater given its economic significance. The ACCC has observed 
increasing prices and profits from aeronautical services over a long period of time at Sydney 
Airport. Despite an improvement in airlines’ ratings of Sydney Airport’s quality of service in 
2010-11, concerns about less than satisfactory service-standards have been raised by airlines 
over a much longer period of time. 

• Airlines have raised concerns about the quality of service at Perth Airport in more recent 
periods. However, the ACCC has not observed a persistence of these less than satisfactory 
airline ratings over a long period of time. At the same time, investment is occurring and there 
have been relatively moderate increases in prices and margins as well as a decrease in 
returns on aeronautical services.  

• For all airports the ACCC has observed that the relative stability of the airports’ returns despite 
the global financial crisis and natural disasters of recent years.   
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This chapter presents observations made by the Australian Competition and Consumer 
Commission (ACCC) about the performance of Adelaide, Brisbane, Melbourne (Tullamarine), 
Perth and Sydney (Kingsford Smith) airports in relation to the supply of aeronautical services.  

In this chapter, the airports’ terminal configurations are presented in section 1.1. Key indicators 
relating to activity, prices, revenues, costs, profits and investments for aeronautical services are 
presented in section 1.2, and section 1.3 presents the quality of service results. Section 1.4 
compares the airports’ price and quality of service outcomes for the most recent period (2010-11). 
Finally, section 1.5 provides some observations about the performance of each of the monitored 
airports, while section 1.6 makes some observations about the level of risk borne by the airports in 
providing aeronautical services. 

More detailed information about the monitoring results for aeronautical services over the last five 
years is provided on an airport-by-airport basis in chapters 3 to 7. Appendices 1 and 2 of this 
report provide the individual airports’ regulatory accounts and detailed information on the airports’ 
indicators and statistics used in this report. For details regarding the approach taken by the ACCC 
in preparing the measures used in this report, as well as a full list of aeronautical services covered 
by the monitoring program, see appendices 4 to 7.  

1.1 Airport terminal configurations 
The airports have considerably different terminal configurations, with some airports offering a 
combined terminal for international and domestic passengers, while others have separate 
terminals.  

Importantly, some of the domestic terminals at the monitored airports are leased and operated by 
airlines under domestic terminal leases (DTLs). Under DTLs, airlines operate their terminals 
independently of the airports and have greater discretion over the quality of services and facilities 
offered. 

The various terminal configurations offered by the monitored airports and the DTLs that apply are 
outlined in table 1.1.1.  

Table 1.1.1: Terminal configurations at the monitor ed airports 

Airport Terminal configuration Domestic terminal leases (DTLs) 

Adelaide  One multi-user integrated terminal (T1) that services 
international, domestic and regional passengers  

None (expired February 2006) 

Brisbane One international terminal and one domestic 
terminal  

The majority of the domestic 
terminal is occupied by Qantas and 
Virgin Blue under DTLs         
(expires December 2018) 

Melbourne One international terminal and three domestic 
terminals as follows: 

• T1—Qantas domestic terminal 

• T2—international terminal 

• T3—common-user domestic terminal (Virgin 
Australia, Regional Express and Skywest) 

• T4—common-user domestic terminal (Tiger 
Airways) 

T1 (Qantas domestic terminal) 
(expires December 2018) 

Perth One international terminal and two domestic 
terminals as follows: 

• T1—international terminal 

 T2 (Qantas domestic terminal) 
(expires 2018) 
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Airport Terminal configuration Domestic terminal leases (DTLs) 

• T2—Qantas domestic terminal 

• T3—common user domestic terminal (Tiger 
Airways, Virgin Australia and others) 

Sydney One international terminal and two domestic 
terminals as follows: 

• T1—international terminal 

• T2—common-user domestic terminal (Tiger 
Airways, Jetstar, Virgin Australia, Regional 
Express and others) 

• T3—Qantas domestic terminal 

T3 (Qantas domestic terminal) 
(expires June 2019) 

Comparisons of airports’ revenues, prices, costs, profits and quality of service are complicated by 
these various terminal configurations and DTLs. Importantly, terminals at the monitored airports 
that are occupied and operated by airlines under DTLs are not included in the ACCC’s monitoring. 
Therefore, the revenues, prices, costs, profits and quality of service associated with those 
terminals are excluded from the results presented in this report.1  

1.2 Price monitoring results 
This section provides an overview of the key indicators relating to prices, revenues, costs and 
profits for aeronautical services. In particular: 

• activity levels (including passenger and aircraft movements) (section 1.2.1) 

• revenues (section 1.2.2) 

• average prices, costs, profits (section 1.2.3 to 1.2.6) 

• investment in aeronautical assets (section 1.2.7). 

It should be noted that the charts in this section present the monitoring results between 2001-02 
and 2010-11 so that long-term trends can be observed. However, the text beneath the charts 
focuses on the trends over the last five years as consistent with the more detailed monitoring 
results provided on an airport-by-airport basis in chapters 3 to 7.  

1.2.1 Activity levels 

Users of the airport services and facilities primarily include airlines, passengers and government 
border agencies (such as Customs). Passengers are a useful measure of activity at the airports as 
passenger demand for air transportation is likely to be the primary driver of the airports’ capacity 
needs.  

                                                      
1
  For more detailed information on the implications of domestic terminal leases, see chapter 3 of the ACCC’s Airport 

monitoring report 2008-09. 
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Chart 1.2.1: Volume of passengers 
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All of the airports had an increase in passenger numbers in 2010-11 (chart 1.2.1). The total 
number of passengers passing through the five monitored airports increased from approximately 
98.1 million in 2009-10 to 103.7 million in 2010-11 (5.8 per cent).  

Interestingly, despite the recent global economic slowdown and a number of natural disasters both 
domestically and internationally in 2010-11, the airports have had continual growth in passenger 
numbers, leading to a growth in total throughput of 17.6 million (20.4 per cent) over the past five 
years (2006-07 to 2010-11). Chart 1.2.2 illustrates the percentage of total passengers passing 
through each of the five airports in 2010-11.   

Chart. 1.2.2: Percentage of total passengers throug h each airport in 2010-11 

Adelaide Airport
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Sydney Airport has the highest passenger throughput of the five monitored airports, with 
36.3 million passengers passing through the airport in 2010-11 (chart 1.2.2). This was an increase 
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of 4 per cent from the previous period (chart 1.2.1). Over the past five years, passengers through 
Sydney Airport increased by 15.6 per cent. 

Perth Airport was the fastest growing airport, with passenger numbers increasing by 41.6 per cent 
from 8.1 million passengers in 2006-07 to 11.5 million passengers in 2010-11. Over the last five 
years, the highest increase occurred in 2007-08 at 13.5 per cent, while the increase in the most 
recent period was 9.4 per cent. 

Melbourne Airport was the second busiest airport following Sydney Airport and the second fastest 
growing airport following Perth Airport. In 2010-11, Melbourne Airport saw 28.3 million passengers 
passing through its terminals—an increase of 7.8 per cent compared to the previous period. Over 
the last five years, passenger throughput grew by 25.9 per cent from 22.5 million passengers in 
2006-07.  

Brisbane Airport has seen an increase in passenger throughput of 13.5 per cent over the past five 
years from 17.8 million passengers in 2006-07 to 20.3 million passengers in 2010-11. In the most 
recent period the number of passengers passing through the airport increased by 5.2 per cent. 

In terms of passenger numbers, Adelaide Airport is the smallest of the five airports, with 7.4 million 
passengers passing through the airport in 2010-11. However, over the past five years, Adelaide 
Airport was the third fastest growing airport, increasing passenger throughput by 17.4 per cent 
from 6.3 million passengers in 2006-07.    

Aircraft movements provide another indicator of activity at the airports and the demand for 
aeronautical services. 

Chart 1.2.3: Aircraft movements 
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A combined 936 570 aircraft flew to and from the five airports in 2010-11, increasing by 5.4 per 
cent from the previous period (chart 1.2.3). All of the monitored airports saw an increase in the 
number of aircraft movements in 2010-11, ranging from 2.4 per cent at Adelaide Airport to 9.2 per 
cent at Perth Airport. Over the last five years, total aircraft movements increased by 12.7 per cent, 
from around 831 010 in 2006-07. 

Sydney Airport aircraft movements increased over the past five years by 10.5 per cent. Sydney 
Airport had the highest number of aircraft movements out of the five monitored airports. In 
2010-11, there were around 311 150 aircraft movements. 
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Over the last five years Perth Airport saw the highest growth in aircraft movements of the five 
airports, reporting an increase of around 30 per cent since 2006-07. The highest increase in 
aircraft movements occurred in 2010-11 at 9.2 per cent. Despite these increases, Perth Airport 
had the second smallest number of aircraft movements of the monitored airports in 2010-11 at 
around 129 000 aircraft movements. 

Melbourne Airport saw around 206 100 aircraft movements in 2010-11, an increase of 5.2 per cent 
from 195 900 aircraft movements in 2009-10. Over the last five years, Melbourne Airport saw the 
second largest increase in aircraft movements of the five monitored airports at 14.4 per cent, 
following Perth Airport. 

Brisbane Airport had a 7.1 per cent increase in aircraft movements in 2010-11, increasing to 
around 190 400 aircraft movements. Over the last five years aircraft movements at the airport 
have increased by around 22 560 movements (13.4 per cent).   

Similarly to passenger numbers, Adelaide Airport is the smallest of the five airports in terms of 
aircraft movements, with around 99 890 movements in 2010-11—an increase of 2.4 per cent from 
the previous period. Adelaide Airport was the only airport to report a decrease in the number of 
aircraft movements over the last five years at 2.1 per cent. 

It is interesting to note that while passenger numbers have generally increased at the airports over 
the past five years, aircraft movements have not necessarily followed the same trend, with the 
number of aircraft increasing at a slower rate and, in some instances, decreasing. 

Over time, there has been a change in aircraft configurations, particularly with an increasing 
number of low cost carriers (LCCs) which carry a higher number of passengers per flight, as well 
as a shift towards airlines using larger aircraft which carry a much greater load of passengers 
(such as the A380, which carries 525 passengers compared to a typical Boeing 747, which carries 
416 passengers).  

Therefore, while some passenger growth is accommodated by using larger aircraft, passengers 
are likely to be a primary driver of terminal capacity needs and total aeronautical revenue at the 
airports. 

1.2.2 Total aeronautical revenue 

Aeronautical revenue is derived from charges to airlines, typically on a per passenger basis, for 
the use of essential airport services (such as runways, taxiways and some passenger processing 
facilities).  
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Chart 1.2.4: Total aeronautical revenue 
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Total aeronautical revenue increased at all of the monitored airports in 2010-11 (chart 1.2.4). The 
five monitored airports reported a combined $1.1 billion in revenue from aeronautical services—an 
increase of 8.6 per cent from the previous period. Increased passenger numbers and charges 
have led to the airports’ reporting a combined $368.5 million (47.5 per cent) increase in total 
aeronautical revenue over the last five years. 

Sydney Airport’s total aeronautical revenue was significantly higher than the other airports’ over 
the past five years—ranging from $357.8 million in 2006-07 to $524.8 million in 2010-11. This 
equated to an increase of 39.8 per cent over the past five years and an increase of 7.1 per cent in 
the most recent period. 

Brisbane Airport had the highest percentage growth in aeronautical revenue over the last five 
years—increasing by 87.4 per cent. In 2010-11, Brisbane Airport had the second highest 
percentage increase out of the five monitored airports, reporting an increase of 10.2 per cent to 
$198.5 million. 

Melbourne Airport reported the second highest total aeronautical revenue at $231.9 million in 
2010-11—an increase of 9.4 per cent from the previous period. Over the past five years, 
Melbourne Airport has consistently reported the second highest total aeronautical revenue, with a 
total increase over the last five years of 45.3 per cent.  

Perth Airport reported the largest growth in total aeronautical revenue in 2010-11 (17.2 per cent) 
and the second largest increase (56.8 per cent) over the last five years. Although Perth Airport 
saw significant growth in total aeronautical revenue, the reported value of total aeronautical 
revenue was the second lowest out of the five monitored airports at $103.1 million in 2010-11.  

Adelaide Airport’s total aeronautical revenue was the smallest of the monitored airports, increasing 
by 2.7 per cent to $86.1 million in 2010-11. Despite the relatively small increase in total 
aeronautical revenue in this and the preceding two periods, aeronautical revenue increased by 
24.1 per cent over the last five years.  
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1.2.3 Average prices for aeronautical services 

Given the complex nature of airports’ bundling of charges, and changes in the basis of these 
charges, the ACCC adopts aeronautical revenue per passenger as an indicator of average prices 
that the airlines pay to operate at the airports.  

It should be noted that the average prices shown in chart 1.2.5 below includes revenue received to 
cover the costs for government mandated security and provides an indication of the total average 
price paid by airlines to operate at the airports. However, as discussed below, government 
mandated security charges do not reflect decisions made by the airport operators. Therefore, 
chart 1.2.6 further below also shows aeronautical revenue per passenger excluding security as an 
indication of the average prices charged by the airports, which more closely reflects the airport 
operators’ decisions.   

Chart 1.2.5: Aeronautical revenue per passenger (av erage prices including security) 
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With the exception of Adelaide Airport, all other monitored airports reported an increase in 
average prices in 2010-11 (chart 1.2.5). Compared to the previous period, changes in the airports’ 
average prices ranged from a decrease of just under one per cent at Adelaide Airport to an 
increase of around 7.2 per cent at Perth Airport. Over the past five years, average prices 
increased at all airports by between 5.7 per cent (Adelaide Airport) and 65 per cent (Brisbane 
Airport).  

Sydney Airport continued to report the highest aeronautical revenue at $14.46 per passenger in 
2010-11, increasing by 3 per cent from $14.03 per passenger in 2009-10. The average price in 
2010-11 was 21 per cent higher than in 2006-07, when it was $11.95 per passenger. This 
represented the second largest increase in aeronautical revenue per passenger out of the five 
monitored airports.  

Over the last five years, Brisbane Airport had the largest percentage increase in aeronautical 
revenue per passenger, increasing from $5.94 per passenger in 2006-07 to $9.80 per passenger 
in 2010-11 (65 per cent). In the most recent period Brisbane Airport saw the second largest 
increase to its average price out of the five airports, increasing by 4.7 per cent or 44 cents. 

Melbourne Airport’s aeronautical revenue per passenger is the lowest of the monitored airports at 
$8.19 per passenger in 2010-11. The airport’s aeronautical revenue per passenger remained 
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relatively stable in 2010-11, increasing by 1.5 per cent from the previous period. Over the last five 
years, the airport’s aeronautical revenue per passenger increased by 15.4 per cent or $1.09.   

Perth Airport’s aeronautical revenue per passenger saw the highest increase out of the five 
airports in the most recent period, increasing from $8.40 per passenger in 2009-10 to $9.00 per 
passenger in 2010-11 (7.2 per cent). Over the last five years average price increased by 
10.7 per cent, from $8.13 per passenger in 2006-07.  

Adelaide Airport was the only airport to see a decline in its average price in 2010-11, decreasing 
from $11.72 per passenger in 2009-10 to $11.64 per passenger in 2010-11 (-0.7 per cent). Over 
the last five years, Adelaide Airport’s average price increased by 5.7 per cent or 63 cents.  

It is worth noting that some of the charges to airlines, and the associated aeronautical revenue, 
are a direct result of security requirements mandated by government. Therefore, chart 1.2.6 below 
shows average prices less government mandated security charges.  

Average prices for aeronautical services excluding security  

Over the years, the Government has introduced more stringent security requirements at Australian 
airports, which is discussed in more detail in appendix 6. These include, amongst other 
requirements, increased passenger and baggage screening. Importantly, these additional 
requirements have contributed to the airports’ costs (and associated revenue) through necessary 
investment in security equipment and additional personnel. Given that government security 
requirements do not reflect decisions made by airport operators, the ACCC also reports on 
aeronautical revenue per passenger excluding security to provide some indication of the average 
prices charged by the airports and that reflect the airport operators’ decisions.     

Chart 1.2.6: Aeronautical revenue per passenger exc luding security (average prices 
excluding security) 
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In 2010-11, all of the monitored airports’ average prices (excluding security) increased (chart 
1.2.6). Compared to the previous period, changes in the airports’ average prices (excluding 
security) ranged from an increase of 8 per cent at Brisbane Airport to an increase of 0.6 per cent 
at Adelaide Airport. Similarly over the past five year period Brisbane Airport reported the highest 
increase at 76.3 per cent, while Adelaide Airport recorded the lowest increase at 6.4 per cent. 
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Sydney Airport continued to report the highest aeronautical revenue (excluding security) at 
$12.39 per passenger in 2010-11, increasing by 3.9 per cent from $11.92 per passenger in 
2009-10. Sydney Airport’s average price (excluding security) in 2010-11 was 24 per cent higher 
than in 2006-07, when it was $9.99 per passenger. This represented the second largest increase 
in aeronautical revenue per passenger (excluding security) of the five monitored airports over the 
last five years.  

Over the last five years, Brisbane Airport had the largest percentage increase in aeronautical 
revenue per passenger (excluding security), increasing from $4.97 per passenger in 2006-07 to 
$8.76 per passenger in 2010-11 (76.3 per cent). In the most recent period Brisbane Airport 
reported the largest increase to its average price (excluding security) of the five airports, 
increasing by 8 per cent or 65 cents. 

Melbourne Airport’s aeronautical revenue per passenger (excluding security) is the lowest of the 
monitored airports at $7.17 per passenger in 2010-11. The airport’s aeronautical revenue per 
passenger (excluding security) increased by 3.1 per cent from $6.95 in 2009-10. Over the last five 
years, Melbourne Airport’s aeronautical revenue per passenger (excluding security) increased by 
10.5 per cent or 68 cents.   

Perth Airport’s aeronautical revenue per passenger (excluding security) was the second lowest in 
2010-11 at $7.36 per passenger, increasing by 5.4 per cent from $6.98 in 2009-10. Over the past 
five years Perth Airport’s aeronautical revenue per passenger (excluding security) increased by 
9 per cent, the second lowest increase of the five monitored airports.  

Over the past five years Adelaide Airport reported the lowest increase in aeronautical revenue per 
passenger (excluding security), increasing by 6.4 per cent from $9.48 per passenger in 2006-07 to 
$10.09 per passenger in 2010-11. Adelaide Airport also recorded the lowest increase in 
aeronautical revenue per passenger (excluding security) in 2010-11 with an increase of 0.6 per 
cent from $10.02 per passenger in2009-10. 

1.2.4 Costs of providing aeronautical services  

Airports incur costs in providing aeronautical services, such as costs associated with maintaining 
terminals and runways (aeronautical operating expenses). These costs are recovered in the 
airports’ aeronautical revenues.  

Similarly to average prices, aeronautical operating expenses per passenger shown in chart 1.2.7 
below includes government mandated security costs and provides an indication of the total unit 
costs for the airports. However, as government mandated security costs do not reflect decisions 
made by the airport operators, chart 1.2.8 further below also shows aeronautical operating 
expenses per passenger excluding security as an indication of the unit costs that reflect the airport 
operators’ decisions. 
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Chart 1.2.7: Aeronautical operating expenses per pa ssenger (unit costs including 
security) 
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In 2010-11, aeronautical operating expenses per passenger decreased at Adelaide and Sydney 
airports, while aeronautical operating expenses per passenger remained relatively unchanged at 
Brisbane Airport and increased at Melbourne and Perth airports (chart 1.2.7). Compared to the 
previous period, the airports’ aeronautical operating expenses per passenger saw changes 
ranging from a decrease of 2.8 per cent at Adelaide Airport to an increase of 6.6 per cent at Perth 
Airport.  

In 2010-11, Perth Airport’s aeronautical operating expenses per passenger saw the largest 
increase of the five airports at 6.6 per cent. This was as a result of total aeronautical expenses 
increasing (16.6 per cent) at a faster rate than passenger volumes (9.4 per cent). Increases in 
total aeronautical expenses were largely related to consultancy fees and security costs. It should 
also be noted that some of the movement in this figure over the last five years was due to a 
technical services fee whereby Perth Airport accrued the expense in 2006-07 but subsequently 
reversed the amount in 2007-08. This is explained in more detail chapter 6.     

Melbourne Airport reported the lowest aeronautical operating expenses per passenger at 
$4.43 per passenger, increasing by 2.9 per cent in 2010-11 from $4.31 per passenger in the 
previous period. This increase was largely attributable to operating expenses increasing at a faster 
rate (10.9 per cent) than growth in passenger numbers (7.8 per cent). The increase in operating 
expenses largely related to depreciation.    

Adelaide and Sydney airports were the only two airports to have reported a reduction in operating 
expense per passenger in 2010-11 of 2.8 per cent and 2.6 per cent respectively. The decrease at 
Adelaide Airport was as a result of greater passenger growth (3.4 per cent) than growth in 
operating expenses (0.5 per cent). Likewise, Sydney Airport’s growth in passenger numbers was 
greater (4 per cent) than growth in operating expenses (1.2 per cent).  

In 2010-11, Brisbane Airport’s aeronautical operating expenses per passenger remained relatively 
unchanged at $5.70 per passenger. Despite no change in the most recent period, Brisbane Airport 
reported the largest increase in operating expenses per passenger over the past five years of 
39.5 per cent. This was attributable to operating expenses increasing at a faster rate 
(58.4 per cent) than passenger numbers (13.5 per cent) since 2006-07. 
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Line in the sand approach 

The ACCC required airport operators to provide additional information relating to the aeronautical 
asset base under the ‘line in the sand’ approach for the first time in 2007-08, as discussed in 
appendix 7. Under this approach, 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 at 
30 June 2005—plus new investments, less depreciation and disposals.  

Under the line in the sand approach, aeronautical operating expenses per passenger were lower 
for Adelaide, Brisbane and Sydney airports in 2010-11 compared to the non line in the sand 
values. However, Melbourne and Perth airports’ values were no different under the line in the sand 
approach as they had no revaluations of their aeronautical assets recorded in the regulatory 
accounts during the relevant periods. Adelaide, Brisbane and Sydney airports’ aeronautical 
operating expenses per passenger under the line in the sand approach were $6.26, $5.46 and 
$7.47 respectively in 2010-11. 

As above, some of the airports’ increased costs are associated with increased mandated security 
requirements. Therefore, chart 1.2.8 below shows unit costs less government mandated security 
expenses.  

Costs of providing aeronautical services excluding security costs 

As noted above, additional Government mandated security requirements have contributed to the 
airports’ costs (and associated revenue). The following provides information on the airports’ costs 
excluding government mandated security requirements and provides an indication of the unit costs 
that reflect the airport operators’ decisions. 

Chart 1.2.8: Aeronautical operating expenses per pa ssenger excluding security (unit 
costs excluding security)  
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In 2010-11, aeronautical operating expenses per passenger (excluding security) decreased at 
Adelaide and Sydney airports by 4.6 per cent and 2.9 per cent respectively. The other airports all 
reported an increase, with Melbourne Airport reporting the highest increase in aeronautical 
operating expenses per passenger (excluding security) in 2010-11 at 4 per cent.  

In 2010-11 Sydney Airport reported the highest aeronautical operating expenses (excluding 
security) of the five monitored airports at $5.50 per passenger, a decrease of 2.9 per cent from the 
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previous period when it was $5.67 per passenger. Over the last five years Sydney Airport has 
reported an increase of 22.4 per cent in aeronautical operating expenses (excluding security), 
from $4.49 per passenger in 2006-07.  

Over the past five years Brisbane Airport reported the highest increase to aeronautical operating 
expenses (excluding security) at 50.5 per cent, from $3.10 per passenger in 2006-07 to $4.67 per 
cent in 2010-11. In 2010-11, Brisbane Airport reported a 0.9 per cent increase from $4.63 per 
passenger in 2009-10. 

In 2010-11, Melbourne Airport reported the lowest aeronautical operating expenses (excluding 
security) of the five monitored airports at $3.46 per passenger, representing an increase of 4 per 
cent from 2009-10 when it was $3.33 per passenger. Over the past five years aeronautical 
operating expense per passenger (excluding security) increased by 7.6 per cent from $3.22 per 
passenger in 2006-07. 

Adelaide Airport’s aeronautical operating expenses (excluding security) decreased by 4.6 per cent 
from $4.98 per passenger in 2009-10 to $4.75 per passenger in 2010-11. Over the past five years 
aeronautical operating expenses (excluding security) decreased by 1.4 per cent, from $4.82 per 
passenger in 2006-07.   

In 2010-11, Perth Airport reported an increase in aeronautical operating expenses (excluding 
security) of 1.9 per cent, from $3.77 per passenger in 2009-10 to $3.84 per passenger in 2010-11. 
Over the past five years, Perth Airport reported the largest decrease in aeronautical operating 
expense per passenger (excluding security) of the five monitored airports—a decrease of 3.1 per 
cent from $3.96 per passenger in 2006-07.  

1.2.5 Aeronautical margins  

Aeronautical operating margin per passenger provides one indicator of the airports’ profitability. 
Another indicator—earnings before interest, tax and amortisation (EBITA) on average tangible 
non-current assets—is provided below. It should be noted, however, that both of these indicators 
are based on regulatory accounts prepared under standard accounting practices and, therefore, it 
is difficult to interpret returns in terms of whether or not prices are generating revenue consistent 
with the efficient long-run costs of providing the services.  

Further, the indicators are influenced by the different approaches airports have taken to valuing 
their assets and changes in accounting standards and regulations over time. It should be noted 
that, to facilitate the monitoring of returns, the Government introduced a ‘line in the sand’ for asset 
values from 2007-08 onwards.2 Over the long-term, significant fixed aeronautical assets (such as 
buildings, plant and machinery) will be fully depreciated and replaced, while aeronautical land will 
also be depreciated and become a smaller proportion of the total value of aeronautical assets. 
Therefore, over the long-term, the line in the sand approach would be expected to reduce the 
effect of the different approaches taken by airports in valuing their assets.  

Unlike average prices and unit costs above, aeronautical operating margin per passenger has not 
been presented excluding security. This is because government mandated security revenue is set 
to recover the costs and does not affect the overall profitability of the airports.  

                                                      
2
  Under the line in the sand approach, the value of an airports’ aeronautical asset base for monitoring purposes is the 

value of tangible non-current aeronautical assets reported to the ACCC at 30 June 2005 ( which includes any 
revaluations by the airports up to this point), plus new investments, less depreciation and disposals.    
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Chart 1.2.9: Aeronautical operating margin per pass enger 

-$1.00

$0.00

$1.00

$2.00

$3.00

$4.00

$5.00

$6.00

$7.00

$8.00

2001–02 2002–03 2003–04 2004–05 2005–06 2006–07 2007–08 2008–09 2009–10 2010–11

P
er

 p
as

se
ng

er

Adelaide Airport Brisbane Airport Melbourne Airport Perth Airport Sydney Airport

 

With the exception of Melbourne Airport, all of the airports reported an increase in aeronautical 
operating margin per passenger in 2010-11 (chart 1.2.9). Compared to the previous period, the 
airports’ aeronautical operating margin per passenger increased by between 2 per cent at 
Adelaide Airport and 12 per cent at Brisbane Airport. Melbourne Airport’s operating margin per 
passenger decreased by 0.1 per cent. 

Over the past five years, Sydney Airport had the highest operating margin per passenger of the 
monitored airports—reaching $6.89 in 2010-11. Sydney Airport’s operating margin per passenger 
increased by 10.1 per cent in 2010-11 and by 25.4 per cent over the past five years, the second 
highest increase out of the five airports over both periods.   

Brisbane Airport reported the highest increase in operating margin on a per passenger basis in 
2010-11 and over the past five years. The airport’s aeronautical operating margin per passenger 
increased by 12 per cent to $4.10 per passenger in 2010-11 and by 121.4 per cent over the past 
five years from $1.85 per passenger in 2006-07. 

Despite reporting the lowest increase over the past five years, Adelaide Airport’s aeronautical 
operating margin per passenger was the second highest of the five airports at $5.31 per 
passenger in 2010-11. The aeronautical operating margin per passenger at Adelaide Airport 
increased by 2 per cent in 2010-11.  

Perth Airport had the lowest aeronautical operating margin per passenger of the five airports in 
2010-11 at $3.56 per passenger. Operating margin per passenger increased by 8.2 per cent in 
2010-11 and by 18.6 per cent over the past five years, from $3.00 per passenger in 2006-07. It is 
noted that some of the movement in this figure over the last five years was due to a technical 
services fee as discussed under chart 1.2.7.     

Melbourne Airport was the only airport to report a decrease in its operating margin per passenger 
from the previous period. Operating margin per passenger decreased by 0.1 per cent from $3.76 
in 2009-10 to $3.75 in 2010-11. Over the past five years, however, Melbourne Airport’s operating 
margin per passenger increased by 15.8 per cent, from $3.24 in 2006-07. 

Under the line in the sand approach, Adelaide, Brisbane and Sydney airports had a higher 
aeronautical operating margin per passenger as a result of lower aeronautical operating expenses 
per passenger in 2010-11 (as discussed above). Sydney Airport maintained the highest operating 
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margin per passenger ($6.99) compared to the other airports under the line in the sand approach. 
Adelaide and Brisbane airports’ aeronautical operating margin per passenger under the line in the 
sand approach were $5.38 and $4.34 respectively in 2010-11.  

1.2.6 Return on assets 

EBITA on average tangible non-current assets provides another indicator of the airports’ 
profitability. As previously noted, however, this indicator is based on regulatory accounts prepared 
under standard accounting practices and, therefore, it is difficult to interpret returns in terms of 
whether or not prices are generating revenue consistent with the efficient long-run costs of 
providing the services. Further, this indicator is influenced by the different approaches airports 
have taken to valuing their assets and changes in accounting standards and regulations over time. 
Therefore, care should be taken when trying to make comparisons across airports and over time.  

Aeronautical services 

Chart 1.2.10: Return on assets for aeronautical ser vices  

0%

2%

4%

6%

8%

10%

12%

14%

16%

18%

20%

2001–02 2002–03 2003–04 2004–05 2005–06 2006–07 2007–08 2008–09 2009–10 2010–11

Adelaide Airport Brisbane Airport Melbourne Airport Perth Airport Sydney Airport

  

Sydney Airport reported increased returns on aeronautical assets over the last five years. Despite 
the airport having undertaken investment in aeronautical assets (see chart 1.2.11), earnings 
increased by more and the airport’s return on aeronautical assets increased from 7.6 per cent in 
2006-07 to 9.6 per cent in 2010-11 (2 percentage points).   

Over the past five years, Brisbane Airport’s return on aeronautical assets increased from 
3.4 per cent in 2006-07 to a high of 6.2 per cent in 2010-11 (2.8 percentage points). Although 
Brisbane Airport undertook significant investment in aeronautical services over the last five years 
(see chart 1.2.11), earnings increased at a faster rate.  

Compared to 2007-08, when Perth Airport’s return on aeronautical assets was at 18.5 per cent, 
the airport’s return on assets was 5.2 percentage points lower in 2010-11 at 13.2 per cent. As 
discussed below chart 1.2.11, the airport has been undertaking significant investment in 
aeronautical assets over the last few years.  

Melbourne Airport’s return on aeronautical assets was 12.3 per cent in 2010-11. Since 2007-08, 
when it was 16.4 per cent, the airport’s return on aeronautical assets has decreased by 
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4.1 percentage points. In the most recent period, Melbourne Airport’s return on aeronautical 
assets decreased by 0.3 percentage points, from 12.6 per cent in 2009-10.  

Since the opening of its new multi-user terminal in 2006, Adelaide Airport’s return on aeronautical 
assets increased by 2.6 percentage points, from 7.6 per cent in 2006-07 to 10.2 per cent in 
2010-11.  

Under the line in the sand approach, Adelaide and Brisbane airports both had a higher return on 
aeronautical assets in 2010-11 when compared with the non line in the sand values. Sydney 
Airport’s value was lower under the line in the sand approach, while Melbourne and Perth airports’ 
values were no different. 

The greatest difference between the line in the sand values and non line in the sand values in 
2010-11 was at Brisbane Airport where return on aeronautical services was higher at 8.9 per cent 
compared to 6.2 per cent for non line in the sand (2.7 percentage points). This is because 
Brisbane Airport’s aeronautical tangible non-current asset base was most affected by the line in 
the sand approach. 

Total airport services 

With the exception of relatively no change at Melbourne Airport, all of the monitored airports’ 
returns on total airport assets increased in 2010-11. The most significant increase occurred at 
Perth Airport, where return on total airport assets increased by 2.1 percentage points to 20.1 per 
cent.  

In 2010-11, the airports’ returns on total airport assets ranged from 10 per cent at Brisbane Airport 
to 20.1 per cent at Perth Airport. Under the line in the sand approach, the figures ranged from 
11.7 per cent at Brisbane Airport to 16.1 per cent at Adelaide Airport.  

1.2.7 Aeronautical asset values 

Aeronautical assets refer to assets held by the airports for primary airport functions, such as 
runways and terminal buildings. As noted above, aeronautical asset values are influenced by the 
different approaches airports have taken to valuing their assets and changes in accounting 
standards and regulations over time. Therefore, care should be taken when trying to make 
comparisons across airports and over time. 

Over the past five years, the airports collectively invested, on average, around $487.9 million 
annually in aeronautical assets. 
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Chart 1.2.11: Aeronautical tangible non-current ass ets 
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In 2010-11, the five monitored airports held a combined $5.5 billion worth of aeronautical tangible 
non-current assets—an increase of 1.8 per cent from the previous period (chart 1.2.11). With the 
exception of Sydney Airport all of monitored airports’ aeronautical tangible non-current asset 
values increased by between 2.1 per cent at Brisbane Airport and 20.8 per cent at Perth Airport. 
Sydney Airport’s aeronautical tangible non-current asset value decreased by 3.1 per cent in 
2010-11.  

Perth Airport has invested significantly in aeronautical assets over the past five years, increasing 
its tangible asset base by 78.5 per cent to $337.9 million in 2010-11. In the last year alone, Perth 
Airport had additions of $69.7 million or 20.6 percent of its aeronautical asset base.  

Melbourne Airport has also had a significant increase in its aeronautical tangible non-current asset 
base over the past five years, increasing by 67.6 per cent from $536.2 million in 2006-07 to 
$898.5 million in 2010-11. Melbourne Airport’s tangible asset base increased by 7.9 per cent in the 
most recent period and the airport reported additions of $103.4 million, or 11.5 per cent of its 
aeronautical asset base. This was slightly lower than the previous two periods, when additions as 
a percentage of aeronautical asset base were 16.4 per cent (2009-10) and 22.1 per cent 
(2008-09). Additions in 2010-11 were to plant and machinery, land, and land improvement.  

Brisbane Airport had additions equivalent to 4.7 per cent of its asset base ($1.4 billion) in 2010-11, 
at $63.2 million. Brisbane Airport has a significantly higher asset base compared to Adelaide 
($399.3 million), Melbourne ($898.5 million) and Perth ($337.9 million) airports. Brisbane Airport 
undertook significant investment over the past five years, increasing its asset base by 
$330.7 million (32.5 per cent) over that period.  

Sydney Airport had around $65.1 million in additions to aeronautical assets in 2010-11, equivalent 
to 2.5 per cent of its aeronautical asset base ($2.5 billion). Additions were to buildings, land 
improvements, plant and machinery and other assets. Nevertheless, the value of the airport’s 
asset base decreased by 3.1 per cent in the most recent period. Over the past five years, Sydney 
Airport has increased the value of its aeronautical asset base by around 10.4 per cent.  

Adelaide Airport’s total aeronautical assets increased over the last five years by 2.6 per cent to be 
worth $399.3 million in 2010-11. Adelaide Airport invested around $38.1 million in aeronautical 
assets in 2010-11 equivalent to 9.5 per cent of its tangible aeronautical assets. Additions were to 
buildings, land improvements, plant and machinery and work in progress. 
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Additions as a percentage of aeronautical assets 

The indicator ‘additions as a percentage of tangible non-current assets for aeronautical services’ is 
used as a measure of investment relative to airport size. Similarly to returns, the different 
approaches taken by airports in valuing their assets will also affect this measure, although, over 
time, the line in the sand approach will also reduce the effects. 

Chart 1.2.12: Additions as a percentage of tangible  non-current assets for aeronautical 
services 
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In 2010-11, additions as a percentage of tangible non-current assets for aeronautical services 
increased at Adelaide and Perth airports, while the measure decreased at Brisbane, Melbourne 
and Sydney airports. 

Sydney Airport’s additions as a percentage of tangible non-current assets were at a five year high 
for the airport in 2008-09, at 13.5 per cent. In the most recent period, the measure was at a five 
year low of 2.5 per cent. In other periods over the last five years, the airport reported additions as 
a percentage of tangible non-current assets of between 3.6 per cent (2007-08) and 8.6 per cent 
(2009-10). 

At Perth Airport, additions as a percentage of tangible non-current assets have been relatively 
high over the last five years. The airport reported additions of between 8.4 per cent (2006-07) and 
20.6 per cent (2010-11). This reflects the investment that the airport is currently undertaking. More 
on this is discussed in section 1.5.2 below. 

Melbourne Airport has consistently reported additions as a percentage of tangible non-current 
assets above 10 per cent over the last five years. More specifically, the airport reported additions 
of between 11.3 per cent (2006-07) and 22.1 per cent (2008-09). In 2010-11, additions were 
approximately 11.5 per cent of tangible non-current assets for aeronautical services. 

Although reporting a lower level of additions as a percentage of tangible non-current assets in 
earlier periods, Brisbane Airport has reported additions of between 9.1 per cent in 2006-07 and 
19.5 per cent in 2009-10. In 2010-11, the airport reported additions of approximately 4.7 per cent, 
which was the lowest level over the last five years.     

Since opening its new multi-user terminal in 2006, additions as a percentage of tangible non-
current assets have remained relatively low at Adelaide Airport. This would be expected given that 
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the terminal is still relatively new. In 2010-11, additions increased to 9.5 per cent of tangible non-
current aeronautical assets. 

1.3 Quality of service monitoring results 
Information was collected for each airport, including quantitative measures of utilisation of services 
and facilities and results from surveys of airlines, border agencies (government) and passengers. 
The results obtained for each airport were aggregated to give an overall view of the quality of 
service provided by the airport operators over the past five years.  

The overall view of quality of service can however be broken down into the relevant users’ 
average ratings to provide an indication of their views of the airports’ quality of service. 
Importantly, the ACCC notes that overall ratings are not necessarily a direct indicator of the quality 
of service that the airport operators provide. This is because passengers’ perceptions of the 
airports’ quality of service can be influenced by the services also provided by airlines and border 
agencies. Further, the supply of airport services to border agencies is complicated because 
airports have regulatory obligations to provide certain services. 

In contrast, airports provide services directly to airlines under commercial arrangements. Airlines 
are therefore in a good position to make an informed assessment of quality against price. As such, 
airline survey ratings for quality of can provide a more direct indication of whether an airport has 
provided a satisfactory quality of service. 

It should be noted that the charts in this section present the monitoring results between 2001-02 
and 2010-11 so that long-term trends can be observed. However, the text beneath the charts 
focuses on the trends over the last five years as consistent with the more detailed monitoring 
results provided on an airport-by-airport basis in chapters 3 to 7.      

1.3.1 Overall airport ratings for quality of servic e 

Chart 1.3.1 shows the overall ranking and rating of quality of service for the monitored airports 
encompassing the views of airlines, passengers, border agencies and objective indicators. 

Chart 1.3.1: Overall ratings of quality of service 
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Brisbane Airport had the highest overall rating in 2010-11, having increased for the third 
consecutive period, to 4.23 (good) in 2010-11. The 2010-11 results represent a five year high for 
Brisbane Airport and all of the five monitored airports. Brisbane Airport has consistently been 
ranked first in the overall ratings results over the last five years.   

Adelaide Airport was ranked second of the monitored airports for quality of service in 2010-11, at 
3.93 (satisfactory). Adelaide Airport has been rated at 3.80 (satisfactory) on average by users over 
the past five years.   

Melbourne Airport was the only airport to see a decline in its overall rating in 2010-11, although its 
rating remained within the satisfactory range at 3.72. This decline has resulted in Melbourne 
Airport’s overall ranking dropping from second place in 2009-10 to third place in 2010-11. Over the 
past five years Melbourne Airport’s overall rating has fluctuated within the satisfactory range 
between its lowest rating of 3.49 in 2007-08 and highest rating of 3.89 in 2009-10.  

Perth Airport’s overall rating remained unchanged in 2010-11 at satisfactory (3.68). While the 
airport was rated at satisfactory (3.63) on average over the past five years, some users rated 
some of the airport’s services as below satisfactory.  

Between 2006-07 and 2010-11, Sydney Airport was consistently ranked last out of the five 
monitored airports for overall quality of service, albeit with an average rating of satisfactory (3.38). 
Although the airport’s overall rating has improved slightly every year since 2007-08 when it was 
rated 3.17 to a five year high for Sydney Airport of 3.66 in 2010-11, some users have continued to 
rate some of the airport’s services as below satisfactory.  

Passenger or consumer demand is regarded as a main driver behind capacity needs of the 
airports’ services and facilities. Therefore, passengers’ perceptions of their airport experience are 
an important indicator of the airports’ quality of service. 

1.3.2 Passengers’ ratings of the airports’ quality of service 

The demand for airport services is derived from the demand for airline services, which in turn is 
driven by passengers. Passengers presumably expect a minimum standard of services and 
facilities they use (including for check-in waiting times, quality of search process, and flight 
information display screens). 

Chart 1.3.2: Average of passenger survey ratings 
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Over the past five years, passengers have rated Brisbane, Melbourne and Perth airports as good 
on average, while Adelaide and Sydney airports were rated as satisfactory (chart 1.3.2).  

Brisbane Airport’s average passenger rating dropped slightly in 2010-11, but remained within the 
good range at 4.20. Despite this slight reduction Brisbane Airport was ranked first out the five 
monitored airports in regards to its passenger survey results in 2010-11 and in the preceding two 
periods.  

Perth Airport’s rating by passengers remained unchanged in 2010-11 compared with 2009-10 at 
4.09 (good). Perth Airport was ranked second along with Melbourne Airport out of the five airports 
in this period. Over the last five years Perth Airport has consistently been rated as good by 
passengers, on average receiving a rating of 4.14 (good).   

Melbourne Airport’s rating by passengers decreased slightly in 2010-11, but remained within the 
good range. Melbourne Airport was also consistently rated as good by passengers over the past 
five years, with a reporting period average of 4.13 (good). Melbourne Airport retained the second 
place ranking in 2010-11 alongside Perth Airport. 

Passengers’ perceptions of Adelaide Airport increased slightly within the satisfactory range to 3.81 
in 2010-11. Over the past five years Adelaide Airport was rated at around 3.81 (satisfactory) on 
average, or fourth of the monitored airports.  

Sydney Airport was rated the lowest of all the monitored airports by passengers for the past five 
years with an average rating of 3.65 (satisfactory). Sydney Airport was rated at around 3.68 
(satisfactory) in 2010-11. 

Interestingly, passengers’ perceptions were, in general, higher than the overall ratings of quality of 
service for the monitored airports. While airports provide many of the services and facilities at the 
airports, the airlines and border protection agencies also provide services that may influence the 
passenger experience. Therefore, airlines’ and border agencies’ ratings of the airports can vary 
significantly from passengers’ perceptions and provide another indicator of the airports’ quality of 
service.  

1.3.3 Airlines’ ratings of the airports’ quality of  service 

As previously noted, airline survey results can provide a more direct indication of whether airports 
have provided quality of service at satisfactory level for airside services (such as runways and 
aircraft parking facilities) as well as terminal services (such as check-in counters, aerobridges and 
baggage processing facilities).  
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Chart 1.3.3: Average of airline survey ratings 
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On average, airlines’ ratings of the airports services and facilities over the past five years have 
been lower than passengers’ perceptions for the same period (chart 1.3.3). In particular, Adelaide, 
Brisbane, Melbourne and Perth airports were rated as satisfactory on average over the five years, 
while Sydney Airport was rated below satisfactory on average. 

In 2010-11, Brisbane Airport airline rating improved slightly but remained within the satisfactory 
range – receiving a ranking of first out of the five airports in 2010-11 at 3.82 (satisfactory). Over 
the past five years, the airport was rated at satisfactory (3.73) on average.  

Melbourne Airport’s airline rating declined in 2010-11 to 3.0 (satisfactory), which is a five year low 
for Melbourne Airport. This period’s decline in airline ratings has resulted in Melbourne Airport’s 
ranking falling from first in 2009-10 to fourth in 2010-11. Over the past five years airlines rated 
Melbourne Airport at satisfactory (3.46) on average. 

Airlines’ ratings of Adelaide Airport increased slightly within the satisfactory range to 3.67 in 
2010-11, giving it a ranking of second in this period. Adelaide Airport’s average rating by airlines 
over the past five years was slightly below this period’s result at 3.56 (satisfactory).   

Although airlines on average gave Perth Airport a rating of 3.00 (satisfactory) over the past five 
years, the rating fell for the second consecutive period to 2.61 (poor) in 2010-11. This was the 
third time over the past five years that airlines rated Perth Airport below satisfactory, the first being 
in 2007-08 and the second in 2009-10. The decline in 2010-11 resulted in Perth Airport being 
ranked last of the five airports.  

In 2010-11 Sydney Airports’ airline ratings increased from 2.84 (poor) in 2009-10 to 3.15 
(satisfactory) in 2010-11—giving the airport a ranking of third in the most recent period. Over the 
past five years Sydney Airport was ranked last out of the five airports with an average rating by 
airlines of 2.99 (just below satisfactory).  
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1.3.4 Border agencies’ ratings of the airports’ qua lity of 
service 

Border agencies are surveyed on services and facilities provided by airport operators to allow for 
government inspection services (such as adequacy of areas for circulation and queuing, signage 
and desks). However, as previously noted, the relationship between the border agencies and 
airports is partly mandated by government and not subject to the same commercial relationship 
between airlines and airports. 

Chart 1.3.4: Average of border agencies’ survey rat ings 
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With the exception of Adelaide Airport, border agencies’ ratings of the airports’ services and 
facilities over the past five years were, on average, lower than passengers’ ratings of the airports’ 
overall quality of services and facilities (chart 1.3.4). 

1.4 Price and quality rankings for the airports 
The chart below provides a summary of the aeronautical revenue per passenger and overall 
ratings for quality of service for each of the monitored airports in 2010-11. 
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Chart 1.4.1: Aeronautical revenue per passenger and  overall quality of service ratings  
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Sydney Airport had the highest aeronautical revenue per passenger and the lowest overall rating 
for quality of service in 2010-11 (chart 1.4.1). In contrast, Melbourne Airport had the lowest 
aeronautical revenue per passenger but was third behind Brisbane and Adelaide for overall quality 
of service. It is noted, however, that all of the monitored airports’ overall ratings for quality of 
service were within the satisfactory or good range.  

Users rated Brisbane Airport the highest out of the monitored airports for overall quality of service, 
however, aeronautical revenue per passengers was the third highest out of the five airports.  
Although Perth Airport had the second lowest overall rating for quality of service, it also had the 
second lowest aeronautical revenue per passenger. 

Adelaide Airport had the second highest aeronautical revenue per passenger and was rated 
second in overall quality of service. However, it should be noted that Adelaide Airport is the only 
monitored airport that does not have any DTLs (see section 1.1). Importantly, the revenue 
associated with DTLs at the other monitored airports is excluded from their aeronautical revenue, 
which results in the aeronautical revenue figure for Adelaide Airport being overstated relative to 
the other airports. 

1.5 Observations from the monitoring results for 
aeronautical services 

In performing its monitoring role, the ACCC looks at levels and trends across a range of 
indicators—including prices, costs, margins, returns on assets, investment and quality of service—
at the individual airports. However, although observations from monitoring might raise some 
concerns about an individual airport’s performance, monitoring is limited in its scope to enable a 
detailed assessment of the airports’ performance to be undertaken and cannot be used to 
conclusively establish whether an airport has exercised its market power to earn monopoly profits. 
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Firstly, an airport that is already pricing at or near monopoly levels would only be expected to 
report gradual increases in prices and profitability over time. Also, increasing profitability by 
increasing prices whilst lowering or holding quality of services constant over a sustained period of 
time might raise cause for concern about an airport’s performance. However, increasing 
profitability may be attributable to any one or a combination of outcomes, including (1) lower unit 
costs due to increased efficiency in operations or economies of scale, (2) lower unit costs due to 
delaying or withholding investment to update or maintain facilities, or (3) increasing prices by more 
than unit costs. Importantly, not all of these situations would necessarily raise concerns about the 
exercise of market power, but monitoring cannot clearly distinguish between them. 

Moreover, in undertaking an assessment of the level of prices and profits, it is common regulatory 
practice to undertake an assessment of the firm’s economic returns against a benchmark of their 
efficient long-run costs for providing services. This involves a rigorous public process to determine 
an economic value of the firm’s asset base—referred to as the regulatory asset base (RAB)—and 
to determine an efficient benchmark for the firm’s return on  capital—referred to as the weighted 
average cost of capital (WACC). Once a benchmark for efficient long-run costs and the revenues 
required to recover those costs has been established, the regulated firm’s performance in 
subsequent years can be assessed. 

In the case of airports, however, this efficient benchmark has not been set. Instead, the airports’ 
asset values under monitoring are based on their accounting value rather than their economic 
value. Importantly, the accounting value of assets may include revaluations that have been 
undertaken at the airports’ discretion and can have the effect of distorting any assessment of the 
airports’ performance. For example, some airports have effected upwards revaluations of their 
assets, which lower the airports’ apparent return on assets. Therefore, the airports’ asset values 
under monitoring do not provide a reliable indicator of the airports’ RAB, which is needed to make 
a meaningful assessment of whether the airports are earning monopoly rents.   

The ACCC notes that, in an attempt to partially address the issues associated with the airports 
revaluing their assets, a ‘line in the sand’ for asset valuations was introduced in 2007-08. This 
meant that asset values were not to be further revalued for monitoring purposes. The line in the 
sand asset values are derived from the airports’ assets as at 30 June 2005 and remove the 
airports’ discretion in revaluing assets for monitoring purposes since that time. However, those 
airport revaluations that occurred prior to the 30 June 2005 cut-off date remain in the line in the 
sand asset base. This means that the line in the sand asset values do not represent a reliable 
basis for assessing the returns of the monitored airports now or over the next several years. 

Finally, because the airports have taken different approaches to valuing their assets, it is not 
meaningful to compare profitability between the airports based on reported returns 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, such as the 
Qantas domestic terminal at Melbourne, Perth and Sydney airports as well as the Qantas and 
Virgin Blue domestic terminals at Brisbane Airport are leased and operated by those 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.   

With these limitations in mind, the ACCC’s previous airport monitoring reports have raised some 
questions about the performance of certain airports in relation to aeronautical services—most 
specifically at Sydney Airport. It should be noted that where quality of service is analysed the 
ACCC has focused on the quality of service provided to airlines. This is because, as previously 
discussed, airline ratings can provide a better direct indicator of the quality of service that the 
airport operator provides.  

The following sections outline some observations from the monitoring results for each of the 
airports. 
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1.5.1 Observations about Sydney Airport  

In previous reports, the ACCC noted that airlines consistently identified Sydney Airport as the least 
responsive of the airports in relation to the delivery and quality of aeronautical services over a long 
period of time—particularly at the airport’s international terminal. Further, despite the airport 
investing in aeronautical services, the ACCC also observed significant increases in average prices 
and profitability. These outcomes led the ACCC to note that the monitoring results, when 
considered within the context of the airport’s market power, raise cause for concern about the 
performance of Sydney Airport.   

The monitoring results for 2010-11 show a continuation of long-term trends in prices and 
profitability, but a recent increase in quality of service results.  

Airlines noted improved quality of service in the m ost recent period  

Chart 1.5.1 shows that, in the most recent period, airlines reported an improvement in the quality 
of services they received at Sydney Airport. The higher airline ratings in the most recent period 
follow investment in aeronautical services by Sydney Airport over the last few years. Notably, 
chart 1.2.12 shows an increase in additions as a percentage of tangible non-current aeronautical 
assets (as a measure of investment), particularly between 2006-07 and 2009-10 when additions 
averaged around $204.5 million per annum. In explaining the types of investments that had 
occurred, Sydney Airport advised that, for example, the baggage handling system at the 
international terminal was upgraded and that apron capacity was improved. While the airlines 
recognised that investment was occurring, it was not until 2010-11 that the airlines rated the 
quality of service at Sydney Airport as satisfactory on average.      

Chart 1.5.1:  Airlines’ average ratings for quality  of service at Sydney Airport between 
2001-02 and 2010-11  
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The ACCC considers that the higher airline ratings for Sydney Airport in the most recent period 
are an initial positive step at the airport. However, it should be noted that airlines still raised 
concerns about particular services and facilities in 2010-11. For example, although baggage 
processing facilities were upgraded, some airlines noted that carousels connected to those 
facilities remain inadequate, particularly during peak periods. More detail on the most recent 
period’s results is available in section 7.2 of this report. 
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Further, the ACCC has previously reported that airlines rated the quality of service as less than 
satisfactory on average in 2005-06, 2007-08 and 2009-10. More notably, airlines rated the quality 
of service they received at the international terminal as less than satisfactory in every period 
except for 2006-07 (and 2010-11). Indeed, examining the ratings for individual services over 
numerous years, the ACCC observed that airlines consistently raised concerns about particular 
services.  

For example, at the international terminal, airlines rated the standard of baggage processing 
facilities as less than satisfactory over eight consecutive periods from 2002-03 to 2009-10. Airlines 
repeatedly noted that the system was unreliable during peak periods. Over a similar period of 
time, airlines raised concerns about inadequate check-in services and aerobridges. Sydney Airport 
reported only two increases to the number of aerobridges at the international terminal (four 
aerobridges were added to the international terminal in 2008-09 and three were added to the 
domestic terminal in 2007-08) and no additions to the number of check-in desks. By way of 
contrast, demand for these services in terms of total passenger numbers increased by 49.2 per 
cent from 2001-02 to 2010-11, and demand in terms of aircraft movements increased by 22.2 per 
cent over the same period.   

Sydney Airport’s average prices and unit margins co ntinue to increase   

The ACCC previously observed that average prices and profits increased significantly since the 
introduction of the current monitoring regime on 1 July 2002. Chart 1.2.6 shows that, between 
2001-02 and 2009-10, Sydney Airport’s aeronautical revenue per passenger (excluding security) 
increased in every period and by a total of 43.1 per cent, which is equivalent to an annualised 
increase of around 4.6 per cent. The ACCC notes that, over the same period, the CPI increased 
by around 2.9 per cent on an annualised basis.3 As a result of aeronautical operating expenses 
per passenger (excluding security) decreasing while aeronautical revenue per passenger 
(excluding security) increased, Sydney Airport’s aeronautical operating margin per passenger 
(excluding security) increased by a total of 190.5 per cent between 2001-02 and 2009-10, which is 
equivalent to an annualised increase of 14.3 per cent. 

In the most recent period, the ACCC has observed further increases in average prices and unit 
margins. Chart 1.2.6 shows that aeronautical revenue per passenger (excluding security) 
increased by 3.9 per cent in 2010-11. As a result of aeronautical operating expenses per 
passenger (excluding security) decreasing while aeronautical revenue per passenger (excluding 
security) increased, Sydney Airport’s aeronautical operating margin per passenger (excluding 
security) increased by 10.1 per cent in 2010-11.    

The ACCC assessed a pricing proposal from Sydney Ai rport in 2000-01, 
which provides some perspective to Sydney Airport’s  current performance 

To provide some perspective to these results, the ACCC notes that, in 2000-01 (when Sydney 
Airport was under a price notification regulatory regime), the ACCC assessed a proposal from 
Sydney Airport to increase its charges for aeronautical services by around 130 per cent.4 The 
assessment involved the ACCC determining the airport’s efficient prices for aeronautical 
services—that is, prices that were expected to generate revenue to meet the efficient costs of 
providing those services, including a return on investment commensurate with the risks that the 
airport bore. The ACCC’s decision was that the proposed price increases were higher than 
necessary to cover the efficient costs of supply. The ACCC subsequently objected to Sydney 
Airport’s proposal, but did not object to a lower increase.5 The monitoring results show that, 
following the ACCC’s decision, Sydney Airport’s aeronautical revenue per passenger (excluding 
security) increased by 70.8 per cent between 2000-01 and 2001-02.  

                                                      
3
  Reserve Bank of Australia inflation calculator, http://www.rba.gov.au/calculator/annualDecimal.html. 

4
  Sydney Airport is the only airport for which the ACCC undertook a detailed assessment of prices, costs and profits 

whilst the airports were regulated under the price notification regime. 
5
  Further information on Sydney Airport’s proposal can be found on the ACCC’s website at www.accc.gov.au/aviation.  
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It should be noted that an important consideration in any assessment of the airports’ performance 
is the level of risk that the airports bear in providing aeronautical services, such as the extent to 
which an airport’s actual aeronautical revenues are likely to differ from expected revenue. The 
ACCC has previously concluded that airports appear to be partially insulated by airlines against 
shocks to demand for aeronautical services and, therefore, shocks to aeronautical revenues (see 
section 1.6 for more discussion on this). As such, once an airport’s efficient prices for aeronautical 
services have been established based on expected demand, it would also be expected that an 
airport’s revenues would be sufficient to cover costs without the need to increase prices. An 
exception to this is where unit costs increase due to, for example, significant capital expenditure. 
However, the monitoring results do not show that there was such an increase in Sydney Airport’s 
unit costs. 

In any case, it follows that increasing unit margins may begin to raise concerns about an airport’s 
performance if similar outcomes are observed across a number of indicators. In particular, 
increasing unit margins may be attributable to one or a combination of the following outcomes: 

• lower unit costs due to increased efficiency in operations or economies of scale;  

• lower unit costs due to delaying or withholding investment to update or maintain facilities;  

• increasing prices by more than unit costs.   

The first outcome would not necessarily raise concerns about the exercise of market power. 
However, the second and third outcomes might raise concerns about the exercise of market 
power if they are not shown as being done for legitimate business reasons. It is difficult for the 
ACCC to make observations about whether or not an airport has increased the efficiency of its 
operations based on the monitoring information alone. However, the ACCC has made some 
observations about the changes in Sydney Airport’s average prices relative to unit costs above. 
The ACCC has also observed trends over time in returns on aeronautical services as an additional 
indicator of profitability. 

Sydney Airport’s returns on aeronautical services a lso increased     

In previous years, the ACCC has also observed increasing returns on aeronautical services. 
Chart 1.2.10 shows that, between 2001-02 and 2009-10, Sydney Airport’s returns on aeronautical 
services, increased by 4.1 percentage points. In the most recent period, Sydney Airport’s returns 
on aeronautical services increased by an additional 1.2 percentage points to be 9.6 per cent.   

As previously noted, the level of returns on aeronautical services is not conclusive in terms of 
whether or not an airport is earning monopoly rents. This is because the measure is based on 
accounting data contained in the airports’ regulatory accounts that may not represent a reliable 
measure of the airports’ economic returns. Nevertheless, the ACCC notes that it has observed 
increasing average prices, unit margins and returns on aeronautical services over a long period of 
time at Sydney Airport.    

Long-term trends in the monitoring results may rais e concerns regarding 
Sydney Airport’s performance   

The ACCC looks at long-term trends in the monitoring results when making observations about an 
airport’s performance. The ACCC has observed increasing average prices, unit margins and 
returns on aeronautical services since 2001-02 at Sydney Airport. Further, while the ACCC 
acknowledges that an uplift in airlines’ ratings of Sydney Airport’s quality of service in the most 
recent period is a positive step, concerns about less than satisfactory services were raised by 
airlines over a significant number of years prior to this.  
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1.5.2 Observations about Perth Airport  

The ACCC’s previous reports observed that Perth Airport appeared to be responding to more 
recent quality of service concerns raised by airlines through new investment. At the same time, 
price increases were moderate. These outcomes led the ACCC to conclude that there was less 
likely to be concerns about the performance of Perth Airport in the provision of aeronautical 
services.  

The monitoring information continues to show mixed results for Perth Airport. On the one hand 
recent quality of service results continue to be an area of concern. But, at the same time, 
investment continues to occur and increases in prices and unit margins are moderate.  

Airlines have raised concerns about quality of serv ice levels at Perth 
Airport in recent years  

The ACCC previously reported that airlines had rated Perth Airport’s quality of service levels as 
less than satisfactory, on average, in 2007-08 and 2009-10. However, the ACCC also noted that 
Perth Airport had reported increased investment in aeronautical services and had announced a 
major redevelopment of its airport on 25 November 2010 (see section 1.3.2). Nevertheless, the 
ACCC’s previous reports also acknowledged that any significant investment was yet to be 
completed and that the outcomes of these works were yet to be seen in the monitoring results. 

The ACCC notes that none of the announced investment was delivered in the most recent period. 
Chart 1.5.2 shows that airlines have reported a further decline in the quality of service levels at 
Perth Airport, with airlines’ average rating for quality of service falling below satisfactory for the 
second consecutive period—particularly at the international terminal. Notably, airlines in the 
2010-11 survey results have rated 17 of the 22 indicators at the international terminal, domestic 
terminal and airside services as below satisfactory.  

Chart 1.5.2: Airlines’ average ratings for quality of service at Perth Airport between 
2002-03 and 2010-11  
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In examining the 2010-11 quality of service results at the domestic terminal, airlines noted that the 
facilities were outdated and had not kept up with increasing demand. Airlines’ ratings for 
aerobridges, check-in counters and baggage processing facilities were all below satisfactory in the 
most recent period. Airlines noted similar concerns at the international terminal. For example, 
airlines noted that there were insufficient facilities during peak periods, rating aerobridges and 
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check-in counters below satisfactory for the third consecutive period, while baggage processing 
was rated less than satisfactory in the most recent period. Perth Airport did not agree with a 
number of the airlines’ concerns raised in the most recent survey.  

In relation to airside services, airlines rated taxiways, aprons and ground handling services below 
satisfactory for the last two consecutive periods, while aircraft parking facilities and bays have 
been rated below satisfactory for the past five periods. A more detailed discussion of Perth 
Airport’s quality of service results is available in section 6.2 of this report.   

Perth Airport appears to be continuing to invest in  aeronautical services  

The ACCC previously acknowledged that Perth Airport had increased investment in aeronautical 
services in more recent periods, and that it had announced a major redevelopment of its airport on 
25 November 2010. The airport suggested that the redevelopment was intended to address 
declining quality of service standards due to unprecedented (and, in part, unexpected) growth in 
throughput at the airport. In particular, Perth Airport anticipated that its announced investment 
would be delivered over the next three years (to November 2013) and would include new and 
expanded passenger terminals, expanded aircraft parking areas and public access infrastructure. 

The results for the most recent period show that Perth Airport is continuing to invest in 
aeronautical services. Chart 1.2.12 shows that additions as a percentage of tangible non-current 
assets for aeronautical services over the last four periods have seen a significant increase, with a 
high of 20.6 per cent recorded in 2010-11.   

The ACCC notes that none of the announced investment was completed in the 2010-11 period. 
However, Perth Airport advised that it has completed a number of major investment projects post 
30 June 2011. This included an upgrade of the domestic terminal, and the completion of the first 
stage of the international terminal refurbishment. Perth Airport also advised that it was undertaking 
airfield upgrades, which included runway works (completed in October 2011) and an upgrade to 
taxiways and aprons (which is anticipated to be completed by late 2013). The airport advised that 
it has started construction on a new domestic terminal which will primarily service regional 
Western Australia and some limited interstate routes (expected to be completed in early 2013).  

Higher profitability appears to have been driven by  increased demand 
rather than prices  

In the most recent period, the ACCC has continued to observe moderate increases in average 
prices and unit margins. Chart 1.2.6 shows that aeronautical revenue per passenger (excluding 
security) increased by 5.4 per cent in 2010-11, but this follows an increase of just 3.5 per cent 
over the previous four years—which is equivalent to 2.2 per cent on an annualised basis between 
2006-07 and 2010-11 and is well below CPI over the same period.  

As a result of aeronautical operating expenses per passenger (excluding security) increasing by a 
lower amount than aeronautical revenue per passenger (excluding security), Perth Airport’s 
aeronautical operating margin per passenger (excluding security) increased by 9.4 per cent in 
2010-11. However, the increase in the most recent period follows decreases in three of the 
preceding four periods. Further, Perth Airport’s returns on aeronautical services have decreased 
from a high of around 18.5 per cent in 2007-08 to around 13.2 per cent in 2010-11.  

As discussed in section 1.6 below, the level of returns on aeronautical services, like other 
monitoring indicators, are not conclusive in determining whether or not an airport is earning 
monopoly rents.  
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The extent to which investment addresses airlines’ concerns over the next 
few years will be an important consideration in fut ure periods   

The ACCC notes that, in general, where an airport’s quality of service has been less than 
satisfactory over a short period of time and the airport has undertaken sizeable investment to 
address quality of service concerns, this would be less likely to raise concerns about the airport’s 
performance.  

While airlines’ ratings of the quality of service at Perth Airport have been an area of concern in 
more recent periods, including 2010-11, these results are not necessarily consistent with the 
long-term trends at Perth Airport. Importantly, however, the ACCC has not observed a persistence 
of below satisfactory ratings for quality of service. At the same time, investment continues to 
increase, and there have been moderate increases in average prices and unit margins as well as 
a decrease in returns on aeronautical services at Perth Airport.  

As such, the monitoring results continue to support the ACCC’s view that Perth Airport 
performance does not necessarily raise concerns. The ACCC notes, however, that it remains to 
be seen whether the investment completed by Perth Airport post the 2010-11 period (to which the 
monitoring results in this report pertain) and the anticipated completion of future investment will 
address airlines’ concerns. While the ACCC acknowledges the need for negotiations with users for 
significant investment projects and the time associated with planning and raising capital, the 
ACCC also notes that long delays in addressing key users’ concerns would be less likely to occur 
in a competitive market. Therefore, the extent to which investment in aeronautical services 
addresses the concerns over the next few years will be an important consideration for the ACCC 
in future periods. It has now been a number of years since Perth Airport first recognised the 
unexpected growth in demand.  

1.5.3 Observations about Melbourne Airport 

The ACCC has observed that, over the long-term, Melbourne Airport sustained quality of service 
ratings that were well above satisfactory. Further, increases in average prices and unit margins 
have appeared to be moderate, and there were indications that Melbourne Airport had conducted 
negotiations with airlines based on a fair and reasonable assessment of what is expected by the 
Government. The monitoring results for 2010-11, however, show a sharp decline in quality of 
services results for Melbourne Airport. 

Melbourne Airport’s ratings by airlines for quality  of service fell sharply in 
the most recent period, but remained satisfactory o n average 

Average airline ratings for Melbourne Airport’s quality of service fell sharply in 2004-05 but 
recovered in the following period before falling sharply again in 2010-11.The ACCC notes that 
while the average airline ratings fell sharply in both periods they remained within the satisfactory 
range. Further, with the exception of a couple of individual services and facilities occasionally 
having received a rating of less than satisfactory, on average, airlines have rated Melbourne 
Airport’s quality of service as satisfactory in all other periods.   

In the most recent period, airlines noted that services at the domestic terminal were constrained 
during peak periods. In particular, airlines rated the check-in counters and baggage processing 
facilities as below satisfactory on average. At the international terminal airlines noted that, 
although the airport has made additional services and facilities available, easing some of the 
shortages, this investment was insufficient to appropriately cater for the high demand during peak 
periods. In particular, on average, airlines rated aerobridges, check-in counters and baggage 
processing all less than satisfactory at the international terminal in 2010-11.  

While the sharp decline in quality of service results at Melbourne Airport in the most recent period 
is noteworthy and will be an area that the ACCC will continue to monitor, the ACCC notes that a 
decline in results in one period alone would be unlikely to raise significant concerns. Rather, the 
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monitoring results are more likely to raise concerns where airlines continually rate services as less 
than satisfactory over a number of periods. Further, the quality of service results are only one 
indicator that the ACCC examines in its monitoring role. In particular, the ACCC also looks at 
trends in prices, profits and investment in aeronautical services.   

While Melbourne Airport’s average prices and unit m argins continue to 
increase, the airport is undertaking investment  

Melbourne Airport’s aeronautical revenue per passenger (excluding security) increased by 
34.5 per cent between 2002-03 and 2010-11. This represents an annualised increase of 3.8 per 
cent, which is above the annualised increase in CPI. In the most recent period, the increase was 
3.1 per cent. Over the same period (2002-03 to 2010-11), aeronautical margin per passenger 
(excluding security) at Melbourne Airport increased by 56.8 per cent. This represents an 
annualised increase of 5.8 per cent. The most recent period increase was 2.2 per cent, which was 
lower than the increase in aeronautical revenue per passenger (excluding security).  

Melbourne Airport has also invested in aeronautical services in recent periods. Since 2006-07, 
Melbourne Airport’s additions as a percentage of tangible non-current assets for aeronautical 
services have been over 10 per cent, with a high of 22.1 per cent recorded in 2008-09. In the most 
recent period, additions were $103.4 million, which represents 11.5 per cent of tangible non-
current aeronautical assets.    

1.5.4 Observations about Brisbane Airport 

The ACCC has observed that Brisbane Airport’s quality of service was consistently rated as 
satisfactory to good over the long-term. Further, the airport has recorded significant increases in 
prices and profits, but the airport also reported substantial increases in investments and costs. 
The ACCC continues to observe these trends in the monitoring results for 2010-11. 

Airlines have consistently rated Brisbane Airport’s  quality of service as 
satisfactory or above  

Since 2002-03, airlines have on average rated Brisbane Airport’s quality of service as satisfactory 
or above. In fact, with the exception of airlines rating the availability of check-in desks and the 
standard of aerobridges as less than satisfactory in 2003-04 and 2007-08 respectively, airline 
ratings for all of Brisbane Airport’s individual services and facilities have been rated as at least 
satisfactory in every other period.  

Brisbane Airport’s average prices and unit margins continue to increase, 
but the airport is also continuing to invest 

Between 2002-03 and 2010-11, Brisbane Airport’s aeronautical revenue per passenger (excluding 
security) increased by 103.4 per cent. Representing an annualised increase of 9.3 per cent, this is 
well above CPI over the same period. In the most recent period, Brisbane Airport’s aeronautical 
revenue per passenger (excluding security) increased by 8 per cent. 

Brisbane Airport’s aeronautical operating margin per passenger (excluding security) also 
increased significantly since 2002-03, by a total of 355.7 per cent. This increase is equivalent to 
an annualised increase of around 20.9 per cent. In the most recent period alone the increase in 
the aeronautical operating margin per passenger (excluding security) was 17.5 per cent. The 
increase in margins was driven by revenue increasing at a faster rate than operating expenses.  

Brisbane Airport advised that the increases were set out in five-year pricing agreements with 
airlines to recover the costs of investment. However, the ACCC notes airlines’ submissions to the 
PC’s inquiry which claim that commercial negotiations with some airports are one-sided and 
dysfunctional. The ACCC notes that it is not privy to the commercial negotiations between 
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Brisbane Airport and the airlines and, therefore, is unable to determine whether or not the price 
increases at Brisbane Airport are a reflection of the high quality of services delivered at the airport 
or whether they might also be a symptom of an imbalance in negotiating power between airlines 
and the airport. That said, the airlines have not raised any specific concerns with the ACCC on this 
matter and the ACCC continues to note the high quality of service results at the airport.    

Further, in more recent periods the airport has increased its level of investment in aeronautical 
services. As a measure of investment in aeronautical services, additions as a percentage of 
tangible non-current assets for aeronautical services were under 5 per cent between 2002-03 and 
2005-06. In contrast, between 2006-07 and 2009-10, additions as a percentage of tangible non-
current assets for aeronautical services increased to over 10 per cent per annum on average, with 
the most significant investment occurring in 2007-08 at 19.5 per cent. Additions as a percentage of 
tangible non-current assets for aeronautical services were, however, below 5 per cent in the most 
recent period.    

1.5.5 Observations about Adelaide Airport 

Prior to the opening of its new multi-user terminal in 2006, Adelaide Airport had poor quality of 
service results. However, since the opening of its new terminal, quality of service results increased 
significantly and have on average been rated as satisfactory or above.  

Adelaide Airport’s aeronautical revenue per passenger (excluding security) increased by 6.4 per 
cent between 2006-07 and 2010-11. This represents an annualised increase of 1.6 per cent. In the 
most recent period the increase was 0.6 per cent. Adelaide Airport’s aeronautical operating margin 
per passenger (excluding security) increased by 14.4 per cent between 2006-07 and 2010-11. 
This represented an annualised increase of 3.4 per cent. In the most recent period, there was a 
5.8 per cent increase in aeronautical operating margin per passenger (excluding security).  

As a measure of investment in aeronautical services, Adelaide Airport’s additions as a percentage 
of tangible non-current assets for aeronautical services have been relatively low, which would be 
expected given that the multi-user terminal is still relatively new. In 2010-11, the ACCC notes that 
additions increased to 9.6 per cent of tangible non-current aeronautical assets. 

1.6 Risk and the airports’ returns on 
aeronautical services  

A firm that has competitive pressures and is not exercising market power would be expected to set 
prices so as to generate expected revenue that is sufficient to meet the efficient costs of providing 
those services. The efficient costs would include a return on investment, commensurate with the 
risks associated with providing those services. Importantly, the lower the level of risk that a firm 
bears in providing services, the lower the required return on investment. 

The ACCC previously concluded that the airports’ ri sks are partially 
insulated by airlines  

The ACCC has previously noted that airports have a higher proportion of predictable fixed 
aeronautical costs. Further, the ACCC observed that the level of uncertainty about aeronautical 
revenue is reduced because the airports are partially insulated by airlines from shocks to demand 
as a result of, for example, the global financial crisis. Finally, it was noted that the airports have 
the ability to transfer additional risk to airlines. These factors led the ACCC to conclude that the 
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characteristics of supplying aeronautical services appear to have the effect of reducing the level of 
risk that the airports bear in providing those services.6 

A comparison of airports’ and airlines’ returns pro vide additional support to 
the ACCC’s previous conclusions 

The ACCC has further examined the level of risk that the airports bear by comparing the volatility 
of the airports’ returns on aeronautical assets to the volatility of airlines’ returns. In particular, the 
ACCC has looked at the standard deviation of the airports’ and airlines’ returns as an indicator of 
their volatility and risk. 

Chart 1.6.1 below shows that, between 2002-03 and 2010-11, the volatility of the airports’ returns 
appears to be lower than the airlines’ returns. The story is markedly different when the airports’ 
returns on aeronautical assets under the line in the sand approach are used instead.7 Chart 1.6.2 
shows that, between 2007-08 and 2010-11, the volatility of the airports’ returns on aeronautical 
assets under the line in the sand approach appear to be considerably lower than the volatility of 
airlines’ returns.  

Chart 1.6.1:  The volatility of the airports’ retur ns on aeronautical assets compared to the 
volatility of airlines’ returns between 2002-03 and  2010-118  
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6
  For more information, see chapter 2 of the ACCC’s 2009-10 report. 

7
  The ACCC notes that the airports’ returns under the line in the sand approach, which removes the airports’ discretion 

to revalue their assets, have been used for this analysis, while the airlines’ returns have been based on their publicly 
available financial reports. Importantly, because the airlines operate in a competitive market, they do not have the 
same discretion that the airports do in revaluing their assets. Therefore, the ACCC considers that this approach 
provides a reasonable basis for comparison between the airports and airlines. The requirement to report line in the 
sand data was first implemented in the 2007-08 financial year. 

8
  This analysis has used the airports’ EBITA on average tangible non-current assets for aeronautical services as 

reported in the ACCC’s airport monitoring reports, weighted by the value of tangible non-current aeronautical assets. 
For airlines, EBIT on average total assets, weighted by the value of total assets, has been used.    
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Chart 1.6.2: The volatility of the airports’ return s on aeronautical assets under the line in 
the sand approach compared to the volatility of air lines’ returns between 
2007-08 and 2010-11 9 
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Over the period between 2007-08 and 2010-11, there have been numerous events that had the 
potential to affect the demand for air travel. They include the global financial crisis and natural 
disasters that have occurred both internationally and domestically. Nevertheless, chart 1.6.2 
shows that, over this period, the volatility of the airports’ returns and, therefore, level of risk was 
significantly lower than the airlines.  

This provides further support for the ACCC’s observations about the relative stability of the 
airports’ returns and, in particular, that airports appear to be partially insulated from demand 
shocks. 

 

 

 

 

 

 

 

 

                                                      
9
  This analysis has used the airports’ EBITA on average tangible non-current assets for aeronautical services under the 

line in the sand approach as reported in the ACCC’s airport monitoring reports, weighted by the value of tangible non-
current aeronautical assets under the line in the sand approach. For airlines, EBIT on average total assets, weighted 
by the value of total assets, has been used. See footnote 7 for further explanation of the comparability between these 
figures. 



Overview of the monitoring results for aeronautical  services  Airport monitoring report 2010-11 

 

36 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



Airport monitoring report 2010-11  Overview of the monitoring results for airport car parking  

 

 

37 

2 Overview of the monitoring results for 
airport car parking  

Key points 

Prices, costs and profits for airport car parking  

• Adelaide and Sydney airports were the only airports that did not change any of their prices for 
car parking in 2010-11. While some of the other airports did report some decreases in prices 
for car parking, the majority of price changes were increases.  

• All of the airports reported an increase in revenue from car parking. At Brisbane, Melbourne 
and Perth airports, the increased revenue was due to a combination of increased demand and 
higher prices. At Adelaide and Sydney airports, the increased revenue was due to increased 
demand. 

− Car parking revenue at each airport ranged from $114.6 million at Melbourne Airport to 
$14.8 million at Adelaide Airport. 

• All of the airports also reported increased operating expenses for car parking in 2010-11. 
Nevertheless, with the exception of Brisbane Airport, all of the airports also reported increased 
operating margins from car parking. Car parking operating margins at each airport ranged 
from $86.9 million at Melbourne Airport to $10.6 million at Adelaide Airport. 

• Adelaide, Melbourne and Sydney airports’ car parking operating margins per car park space 
increased in 2010-11, while Brisbane and Perth airports’ operating margins per car park space 
decreased.  

Supply and quality of service for airport car parking  

• In 2010-11, the total number of car parking spaces decreased at Adelaide Airport, while the 
supply of car parking increased at Brisbane, Perth and Sydney airports. Melbourne Airport’s 
total number of car parking spaces remained unchanged from the previous reporting period.  

• Passenger ratings of the airports’ availability of car parking remained within the satisfactory 
range in 2010-11, with the exception of Perth Airport which increased to good. Passenger 
ratings of the time taken to enter the car parking facilities were good for Melbourne and Perth 
airports, while Adelaide, Brisbane and Sydney airports were all rated as satisfactory. 

Landside access charges and revenues  

• Through their control over access to airport land, airports have the ability to impede 
competition from operators of alternatives to on-airport car parking. This may allow an airport 
to charge higher prices for airport car parking. Therefore, as a complement to car parking, the 
ACCC also collects information about the airports’ landside access charges and revenues. 

• Total revenue for landside access increased for all of the monitored airports in 2010-11, by 
between 4 per cent (Sydney Airport) and 23.5 per cent (Brisbane Airport). For Brisbane Airport 
this increase was in part due to increased prices, while for the other airports this increase was 
wholly attributable to increased demand.  
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This chapter presents observations made by the Australian Competition and Consumer 
Commission (ACCC) about the performance of Adelaide, Brisbane, Melbourne (Tullamarine), 
Perth and Sydney (Kingsford Smith) airports in relation to the supply of on-airport car parking. In 
addition, because airports have the ability to impede competition from alternatives to on-airport 
through their control of access to airport land, this chapter also presents observations about the 
airports’ landside access charges and revenues.  

In this chapter, the airports’ individual car parking configurations are outlined in section 2.1. The 
airports’ prices, financial information and supply of car parking are reported in section 2.2. 
Section 2.2 presents information on the airports’ landside access charges and revenues over the 
last two reporting periods. Lastly, section 2.4 provides some observations about the performance 
of each of the monitored airports.   

More detailed information about the monitoring results for car parking over the last five years is 
provided on an airport-by-airport basis in chapters 3 to 7. Appendix 3 of this report provides a full 
list of car parking statistics, including prices and supply, over the past five years for each of the 
monitored airports. For details regarding the approach taken by the ACCC in preparing the 
measures used in this report, see appendices 4 to 7. 

2.1 Airport car parking configurations 
Car parking services are considerably differentiated by the airports with parking provided in close 
proximity to the terminals for convenience, as well as at some distance from the terminals. The 
various car parking configurations offered by the monitored airports are outlined in table 2.1.1.  

Table 2.1.1: Airport car parking configurations at the monitored airports 

Airport International terminal Domestic terminal 

Adelaide  Two car parks, both servicing international and domestic terminal users 

• Short-term car park located within walking distance of the multi-user terminal 

• Long-term car park located at distance from the multi-user terminal, serviced by a 
free shuttle bus  

Brisbane • Combined short-term and long-term 
multi-level car park located within 
walking distance of the international 
terminal  

 

• Short-term car park located within 
walking distance of the domestic 
terminal  

• Long-term car park located within 
walking distance of the domestic 
terminal 

Melbourne Five car parks servicing both international and domestic terminal users 

• Covered short-term car park located within walking distance of the terminal precinct 

• Covered long-term multi-level car park located within walking distance of the 
terminal precinct 

• Uncovered long-term car park located at distance from the terminal precinct, 
serviced by a free shuttle bus 

• Business car park (offering daily rates) located within walking distance of the 
terminal precinct 

• Express car park  (offering short-term and daily rates) located within walking 
distance of the terminal precinct  
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Airport International terminal Domestic terminal 

Perth • Short-term car park located within 
walking distance of the international 
terminal 

• Long-term car park located at 
distance from the international 
terminal, serviced by a free shuttle 
bus every 10 minutes  

 

• Short-term car park located within 
walking distance of the domestic 
terminal 

• Long-term car park located at distance 
from the domestic terminal, serviced 
by a free shuttle bus every 10 minutes  

• The airport offers ‘FASTtrack’ 
business parking for domestic terminal 
users located directly in front of both 
domestic terminals  

• A separate car park for users of the 
regional terminal is also provided, with 
the first hour free 

Sydney • Combined short-term and long-term 
multi-level car park located within 
walking distance of the international 
terminal 

• Combined short-term and long-term 
car park located near the domestic 
terminals 

• Additionally, a long-term car park 
located at distance from the domestic 
terminals, serviced by a free shuttle 
bus 

 

2.2 Airport car parking prices, revenues, costs, 
profits, supply 

Section 2.2.1 provides a summary of the airports’ car parking prices as at 30 June 2011, while the 
airports’ car parking revenue, costs and profits are outlined in section 2.2.2. Changes in the supply 
of airport car parking and the quality of services are summarised in section 2.2.3 and 2.2.4 
respectively.  

It should be noted that comparisons of airport car parking prices, revenue, costs and profits are 
complicated by the various car parking configurations outlined in section 2.1. Importantly, 
highlighting differences across airports will only be robust if comparisons are on a ‘like-with-like’ 
basis as far as practicable.1 Therefore, care should be taken in interpreting differences in car 
parking prices and revenues, costs and profits across the monitored airports. 

2.2.1 Car parking prices  

Table 2.2.1 lists the nominal car parking prices charged by the monitored airports for a selected 
number of price points in 2010-11, while table 2.2.2 provides the percentage change in those 
nominal car parking prices from the previous year. 

Trends in nominal car parking prices provide one indicator of the monitored airports’ performance. 
However, it should be noted that the basic tracking of list prices does not provide a reliable 
indicator of changes in overall price levels. For example, an airport could lower prices for, say, four 
hours in a short-term car park and increase the price for two hours by the same amount. This 
might give the impression that, on average, prices have not changed. However, if significantly 

                                                      
1
  See chapter 3 of the ACCC’s Airport monitoring report 2007-08 (March 2009) for a comprehensive discussion of the 

monitored airports’ car parking services and difficulties in making comparisons across airports. 
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more customers use the two hour service then, overall, users would be paying higher prices for 
car parking.  

To provide more reliable observations on changes in overall price levels, it would be useful to 
report on an index of prices that takes into account the demand for each price point in each of the 
airport’s car parking facilities. However, most of the airports advise that the information is not 
available in the format necessary to develop an index of prices. Therefore, care should be taken in 
interpreting the levels and differences in the airports’ car parking prices. 

Table 2.2.1: Car parking prices as 30 June 2011 2  

Short-term car parking Long-term car parking Airport 
1 hour 3 hours 8 hours 24 hours 1 day 7 days 

Adelaide $4.00 $11.00 $26.00 $30.00 $25.00 $70.00 

Brisbane $13.00 $22.00 $40.00 $40.00 $40.00 $140.00 

Melbourne $12.00 $28.00 $52.00 $52.00 $29.00 $77.00 

Perth  $5.60 $10.00 $36.00 $36.00 $16.00 $88.00 

Sydney $15.00 $26.00 $52.00 $52.00 $25.00 $122.00 

Table 2.2.2: Percentage change in car parking price s from 30 June 2010 to 30 June 2011 

Short-term car parking Long-term car parking Airport 
1 hour 3 hours 8 hours 24 hours 1 day 7 days 

Adelaide 0.0% 0.0% 0.0% 0.0% 0.0% 0.0% 

Brisbane 0.0% ▲ 10.0% ▼ 20.0% ▼ 20.0% ▲ 14.3% 0.0% 

Melbourne 0.0% ▲ 12.0% ▲ 4.0% ▲ 4.0% 0.0% 0.0% 

Perth  ▲ 3.7% ▲ 13.6% ▲ 2.9% ▲ 2.9% 0.0% ▲ 10.0% 

Sydney 0.0% 0.0% 0.0% 0.0% 0.0% 0.0% 

Adelaide and Sydney airports were the only airports that did not change any of their car parking 
prices in 2010-11, including for those price points displayed in table 2.2.1 and those price points 
not displayed in the table. Perth Airport increased the majority of its car parking prices in 2010-11, 
although in the previous year the majority of car parking prices were held constant or decreased. 
Brisbane Airport decreased car parking prices for some price points in 2010-11, however the 
majority of its car parking prices increased. The majority of Melbourne Airport’s car parking prices 
were unchanged or increased in 2010-11. 

Adelaide Airport charged the least of the monitored airports for stays of one hour ($4), eight hours 
($26) and 24 hours ($30) in its short-term car park, as well as for seven days ($70) in its long-term 
car park.  

Brisbane Airport was the only airport to decrease any of the price points shown in the table 2.2.1. 
Brisbane Airport charged a flat rate for parking between eight and 24 hours, which decreased by 
20 per cent from $50 in 2009-10 to $40 in 2010-11.  

Of the price points displayed in table 2.2.1, Brisbane Airport had the largest increase of the five 
airports. This increase was for the one day price point, which increased by 14.3 per cent from $35 
in 2009-10 to $40 in 2010-11. Brisbane Airport reported the highest one and seven day rates of 
the five airports.  

                                                      
2
  Brisbane, Perth and Sydney airports’ short-term and long-term car parking prices are based on the domestic terminal 

car park at each airport. Melbourne Airport’s long-term car parking prices are based on the long-term uncovered car 
park located at distance from the terminal precinct. 
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It should be noted that the tables above display only a small range of price changes that occurred 
at Brisbane Airport in 2010-11. The majority of Brisbane Airport’s long-term domestic car parking 
prices increased, while all price points for the long-term international car park were unchanged in 
2010-11. In the short term domestic and international car parks the majority of prices remained 
unchanged with a small number of price points either increasing or decreasing. 

Of the prices shown in table 2.2.1, Melbourne Airport increased its charge for eight and 24 hours 
parking in its short-term car park by 4 per cent, from $50 in 2009-10 to $52 in 2010-11. Melbourne 
Airport charged a flat rate for stays between four and 24 hours at its short-term car park. 
Melbourne Airport also increased its price for three hours parking by 12 per cent to $28.  

As previously noted, Melbourne Airport has five car parks servicing both the domestic and 
international terminals. Most prices remained unchanged at the short-term car park.  At the 
uncovered long-term car park, price for stays between ten and 14 days increased, while other 
price points remained unchanged. The majority of prices at the long-term multi-level and business 
car park increased, which are not represented in tables 2.2.1 and 2.2.2.   

Perth Airport increased all but one of the price points displayed in table 2.2.1 in 2010-11. Perth 
Airport’s three hour price point increased by the most (13.6 per cent), from $8.80 in 2009-10 to 
$10 in 2010-11. The eight and 24 hour price points in the short-term car park increased by the 
least. In addition, Perth Airport’s daily flat rate for stays over six hours increased by 2.9 per cent, 
from $35 in 2009-10 to $36 in 2010-11.  

As noted above, Perth Airport has six car parks, two of which service the international terminal, 
three of which service the domestic terminal, while the remaining one services the regional 
terminal. With the exception of the prices for the regional car park, most prices increased for Perth 
Airport’s domestic and international car parks in 2010-11.  

Sydney Airport had the highest car parking charges for one hour and three hour stays at $15 and 
$26 respectively. Melbourne and Sydney airports charge the same rate for stays of eight and 
24 hours at their short-term car parks. Sydney Airport, like Adelaide Airport, made no changes to 
any of its car parking prices in 2010-11. 

2.2.2 Car parking revenues, costs and profits 

Table 2.2.3 presents the airports’ revenues, operating expenses and operating margins for car 
parking in 2010-11. In addition, table 2.2.3 presents the percentage change in these measures 
from 2009-10. 

Trends in these indicators can provide some indication about the performance of the monitored 
airports and, in some instances, might raise concerns about the performance of particular airports. 
However, as discussed below, the results from monitoring alone are far from conclusive. 
Importantly, the indicators are based on regulatory accounts prepared under standard accounting 
practices and, therefore, it is difficult to interpret the results in terms of whether or not prices are 
generating revenue consistent with the efficient long-run costs of providing the services.  
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Table 2.2.3: Airport car parking revenue, operating  expenses and operating margins for 
2010-11 and changes from 2009-10 

Airport Revenue 
($million) 

Change in 
revenue   

(%)  

Operating 
expenses 
($million) 

Change in 
operating 
expenses 

(%)  

Operating 
margins 

($million) 

Change in 
operating 

margins   
(%)  

Adelaide 14.8 ▲ 7.4% 4.2 ▲ 24.3% 10.6 ▲ 1.9% 

Brisbane 60.1 ▲ 3.3% 17.1 ▲ 27.1% 42.9 ▼ 3.8% 

Melbourne 114.6 ▲ 10.4% 27.7 ▲ 20.4% 86.9 ▲ 7.5% 

Perth  41.1 ▲ 23.5% 13.6 ▲ 26.8% 27.5 ▲ 21.9% 

Sydney 98.0 ▲ 3.0% 28.8 ▲ 7.1% 69.1 ▲ 1.3% 

All of the monitored airports reported increased revenue for car parking services in 2010-11.3 With 
the exception of Brisbane Airport, revenue from car parking increased by more than operating 
expenses (in dollar terms), resulting in increased operating margins. Melbourne Airport reported 
the largest increase in dollar terms in car parking revenue in 2010-11, while Perth Airport reported 
the highest percentage increase in car parking revenue.  

In 2010-11, Adelaide Airport had the lowest car parking revenue, operating expenses and 
operating margin out of the five airports. Adelaide Airport’s operating margin for car parking 
increased by 1.9 per cent from the previous period as a result of its revenue increasing by more 
than expenses in dollar terms.  

Perth Airport’s operating margin increased the most of the five airports in 2010-11, by 21.9 per 
cent to $27.5 million. This was a result of car parking revenue increasing by more than operating 
expenses in dollar terms.  

Brisbane Airport was the only airport to report a decrease in its operating margin for car parking in 
2010-11 by 3.8 per cent to $42.9 million. This decrease in its operating margin was a result of 
operating expenses increasing by more than revenue. Brisbane Airport advised that the majority of 
this increase was due to higher depreciation costs associated with investment. The airport also 
advised that a smaller proportion of the increase was attributable to additional kerbside 
management costs associated with staffing to manage traffic activity for changed conditions during 
construction of the new car park and terminal face roads. 

Sydney Airport’s operating margin increased in 2010-11 by 1.3 per cent or around $885 000 as a 
result of revenue increasing by more than operating expenses.  

Melbourne Airport reported the highest operating margin for car parking in 2010-11 at 
$86.9 million, and the second highest growth in operating margin at 7.5 per cent. This increase 
was as a result of revenue increasing by more than operating expenses in dollar terms. 

Table 2.2.4 displays the airports’ car parking revenue, operating expenses and operating margins 
on a per car park space basis for 2010-11, as well as changes in these measure from the previous 
period. Information on changes in the number of car park spaces is presented in section 2.2.3.  

                                                      
3
  Revenues and operating expenses are not reported separately for public and staff car parking by most of the airports. 

Therefore, to assist comparability, the revenues, operating expenses and operating margins for car parking presented 
in table 2.2.3, 2.2.4, 2.2.5 and chart 2.2.1 include data for both public and staff car parking. 
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Table 2.2.4: Airport car parking revenue, operating  expenses and operating margins per 
car parking space for 2010-11, and changes from 200 9-10  

Airport 
 

Revenue per 
car park 

space         
($) 

Change in 
revenue per 

car park 
space      

(%) 
 

Operating 
expenses 

per car park 
space        

($) 

Change in 
operating 
expenses 

per car park 
space       

(%) 

Operating 
margin per 

car park 
space        

($) 

Change in 
operating 

margin per 
car park 

space      
(%) 

 

Adelaide 4 918 ▲ 10.4% 1 384 ▲ 27.8 3 534 ▲ 4.8% 

Brisbane 6 151 ▲ 1.7% 1 754 ▲ 25.0 4 397 ▼ 5.4% 

Melbourne 5 115 ▲ 10.4% 1 237 ▲ 20.4 3 878 ▲ 7.5% 

Perth  2 824 ▼ 2.2% 935 ▲ 0.5 1 889 ▼ 3.5% 

Sydney 7 983 ▲ 1.9% 2 351 ▲ 6.1 5 632 ▲ 0.3% 

In 2010-11, airport car parking revenue per car parking space increased for the monitored airports, 
with the exception of Perth Airport, which experienced a decrease of 2.2 per cent. Increases in 
airport car parking revenue per car parking space ranged from 1.7 per cent (Brisbane Airport) to 
10.4 per cent (Adelaide and Melbourne airports).   

All the monitored airports’ car parking operating expenses per car parking space increased in 
2010-11, by between 0.5 per cent (Perth Airport) and 27.8 per cent (Adelaide Airport).  

As a result of the dollar value of revenue increasing by more than operating expenses, airport car 
parking margin per car parking space increased by 4.8 per cent, 7.5 per cent and 0.3 per cent for 
Adelaide, Melbourne and Sydney airports respectively. Conversely, as a result of the dollar value 
of operating expenses increasing by more than revenue, Brisbane and Perth airports both 
experienced decreases in their operating margins, by 5.4 per cent and 3.5 per cent respectively.  

Chart 2.2.1: Airport car parking revenue as a propo rtion of total airport revenue 
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In 2010-11, car parking revenue as a share of total airport revenue ranged between 9.2 per cent at 
Adelaide Airport and 21 per cent at Melbourne Airport (chart 2.2.1). 



Overview of the monitoring results for airport car parking  Airport monitoring report 2010-11 

 

 

44 

Brisbane and Sydney airports’ car parking revenue as a share of total airport revenue decreased 
by around 0.6 percentage points and 0.4 percentage points respectively in 2010-11. Melbourne 
and Perth airports’ car parking revenue shares both increased by around 0.4 percentage points. 
Car parking revenue as a share of total airport revenue remained relatively unchanged at Adelaide 
Airport. 

Over the whole reporting period, Perth Airport’s car parking revenue as a share of total airport 
revenue increased the most, from 7.6 per cent in 2006-07 to 13.9 per cent in 2010-11 
(6.3 percentage points). Conversely, Sydney Airport car parking revenue as a share of total airport 
revenue increased by the lowest amount over the whole reporting period, with an increase from 
9.2 per cent in 2006-07 to 10.2 per cent in 2010-11. The increase at Sydney Airport was largely 
due to a decrease in total airport revenue as a result of a reduction in other non-aeronautical 
revenue (see chapter 7).  

2.2.3 Supply of airport car parking 

Table 2.2.5 displays the total number of airport car parking spaces at the monitored airports in 
2010-11, as well as how each airport’s total number of car parking spaces has changed compared 
to the previous period.  

Table 2.2.5:  Total airport car parking spaces for 2010-11 and changes from 2009-10 

Airport Total car parking spaces 
as at 30 June 2010         

(’000)  

Total car parking spaces 
as at 30 June 2011        

(’000) 

Change in total car 
parking spaces   

(per cent) 

Adelaide  3 085 3 000 ▼ 2.8% 

Brisbane 9 610 9 767 ▲ 1.6% 

Melbourne 22 412 22 412  0.0% 

Perth 11 526 14 551 ▲ 26.3% 

Sydney 12 148 12 271 ▲ 1.0% 

In 2010-11, Adelaide Airport was the only airport to report a decrease in the total number of car 
parking spaces. Adelaide Airport advised that this decrease was to accommodate a capital 
construction program that included a new multi-story car park. Brisbane, Perth and Sydney 
airports experienced increases to their number of car parking spaces in 2010-11, by 1.6 per cent, 
26.3 per cent and 1 per cent respectively. Perth Airport’s significant increase in car parking spaces 
was largely attributable to the completion its new park-and-ride facilities. Melbourne Airport’s car 
parking capacity remained unchanged in 2010-11.   

2.2.4 Quality of service for airport car parking 

The ACCC collects information under the quality of service monitoring requirements that can 
indicate if airports are providing an appropriate level of service for car parking. The information 
includes passenger survey results for the availability of car parking and ‘time taken to enter’ the 
car park facility, which is displayed in charts 2.2.2 and 2.2.3. Indicators of capacity—based on the 
total number of car parks as a ratio of average daily throughput for short-term and long-term car 
parking—are shown in charts 2.2.4 and 2.2.5. 
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 Chart 2.2.2: Overall passenger survey results for airport car parking availability 
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Passenger ratings of the monitored airports’ car parking availability remained within the 
satisfactory range in 2010-11, with the exception of Perth Airport which increased to good 
(chart 2.2.2).  

Adelaide and Brisbane airports were the only airports to report a decline in passenger ratings in 
2010-11. Adelaide Airport received the lowest rating by passengers at 3.0 (satisfactory), while 
Perth Airport received the highest at 4.1 (good). 

Chart 2.2.3: Overall passenger survey results for t ime taken to enter the car park from the 
access road 
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With the exception of Melbourne Airport, passengers’ ratings of their satisfaction with the time 
taken to enter the airports’ car parking facilities decreased or remained relatively unchanged in 
2010-11 (chart 2.2.3). At Melbourne Airport, passengers’ ratings of time taken to enter increased 
slightly. 
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In the most recent period, passengers’ ratings were on average good for Melbourne and Perth 
airports, while Adelaide, Brisbane and Sydney airports were all rated as satisfactory.  

Chart 2.2.4: Total number of short-term car parking  spaces as a ratio of average daily 
throughput for short-term parking 
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Melbourne Airport had the highest short-term car parking capacity relative to throughput of the five 
monitored airports (chart 2.2.4). It is noted that the completion of a multi-level car park at 
Melbourne Airport in 2008-09 more than doubled its capacity. In 2010-11, Brisbane Airport 
increased the capacity at its domestic short-term car park by 16.1 per cent or 157 spaces. 
Adelaide Airport began construction of a new multi-level car park as part of its landside 
infrastructure project. However, as noted in last year’s report, Adelaide Airport appears to have 
been slow to expand its car parking capacity. 

Adelaide Airport noted in commentary to the monitoring results that it is clear and widely accepted 
that the car park is now too busy, particularly during peak periods. Moreover, the airport stated the 
existing car parking facilities are frequently operating beyond capacity, resulting in adverse 
publicity for Adelaide Airport. In response to these capacity constraints, Adelaide Airport stated it 
adjusted its short-term car parking prices to encourage more efficient use of airport parking—in 
particular to encourage patrons to utilise the long-term car park. In January 2011, Adelaide Airport 
commenced construction of a new multi-level car park as part of its landside infrastructure project. 
The new car park is expected to be completed in mid-2012. It will have a capacity of 2000 spaces, 
including around 1600 short-term car parking spaces and 400 car rental spaces. 
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Chart 2.2.5: Total number of long-term car parking spaces as a ratio of average daily 
throughput for long-term parking 
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Although Perth Airport seems to provide a relatively low number of short-term car parking spaces, 
the airport provides greater long-term car parking capacity than the other airports (chart 2.2.5). 
This may reflect different market characteristics at Perth Airport. Adelaide and Brisbane airports 
appear to have the lowest long-term car parking capacity relative to throughput of the monitored 
airports. 

2.3 Landside access charges and revenues 
Airports control access to airport land. Airport land is a bottleneck facility and it is essential to the 
supply of services in downstream markets, such as operators of alternatives to on-airport car 
parking that require landside access to drop-off and/or pick-up airport users at the terminals.  

Importantly, airports have the ability to impede competition from alternatives to on-airport car 
parking by imposing excessive charges or restrictive terms and conditions for landside access. In 
particular, excessive charges or restrictive terms and conditions can have the effect of shifting 
demand from those alternatives to an airport’s own car parking services, and allow the airport to 
profitably sustain higher prices.  

Therefore, as a complement to the on-airport car parking information, the ACCC collects 
information about the charges imposed by the airport on operators of alternatives (section 2.3.1) 
as well as the amount of revenue received from those operators (section 2.3.2).  

As part of the monitoring program, the ACCC also requests information on costs and assets for 
landside access. However, responses to these requests have varied. For instance, some airports 
advised that it is difficult to allocate for various landside access services. Some airports also 
stated that charges reflect the value of the location and service provided. A lack of cost 
information limits the ACCC’s ability to draw meaningful conclusions about the level of prices and 
revenues generated from landside access activity and its likely effect on an airport’s performance.  
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2.3.1 Landside access charges 

The following table presents information on the airports’ landside access charges. 

Table 2.3.1: Landside access charges for the years ended 30 June 2010 and 30 June 
2011, and percentage change in charges between thos e years 4 

Airport Operator 2009-10 2010-11 % change 

Adelaide Public bus 

Private bus 

Off-airport car parking 

Taxis 

Private car operators  

No charge 

No charge 

No charge 

$2 per-pick up 

$2 per entry 

No charge  

No charge 

No charge 

$2 per pick-up 

$2 per entry 

0.0% 

0.0% 

0.0% 

0.0% 

0.0% 

Brisbane Scheduled bus 

Off-airport car parking 

Taxis 

Train 

Private bus and private 
car operators 

Monthly fee 

Monthly fee 

$3 per pick-up 

$141 000 corridor lease 

Various 

Monthly fee 

Monthly fee 

$3 per pick-up 

$145 000 corridor lease 

Various 

NA 

NA 

0.0% 

▲ 2.8% 

Various 

Melbourne Public bus 

Private bus 

Off-airport parking  

Taxis  

Private car operators 

No charge 

Various  

Various  

$1.32 per pick-up 

$3 per 30 minutes 

No charge 

Various 

Various 

$1.32 per pick-up 

$3 per 30 minutes 

0.0% 

0.0% 

0.0% 

0.0% 

0.0% 

Perth Public bus 

Private bus 

Off-airport parking  

Taxis 

Private car operators 

No charge 

No charge 

No charge 

$2 per pick-up 

$2.20 per pick-up 

No charge 

No charge 

No charge 

$2 per pick-up 

$2.20 per exit 

0.0% 

0.0% 

0.0% 

0.0% 

0.0% 

Sydney Public bus 

Private bus  

Off-airport parking 

Taxis  

Train 

Private car operators  

No charge 

Various  

Various  

$3 per pick-up 

No charge 

$3.50 per 20 minutes 
(domestic) 

$3.50 per 75 minutes 
(international) 

No charge 

Various  

Various  

$3 per pick-up 

No charge 

$3.50 per 20 minutes 
(domestic) 

$3.50 per 75 minutes 
(international) 

0.0% 

0.0% 

0.0% 

0.0% 

0.0% 

0.0% 

 

0.0% 

Brisbane Airport was the only monitored airport to increase any of its charges for landside access 
in 2010-11 (table 2.3.1). Brisbane Airport increased the charge it imposes for train access to the 
airport by 2.8 per cent to $145 000. Brisbane Airport also increased some of its charges for 
landside access by private bus and car operators by various amounts.  

                                                      
4
  Table 2.3.1 excludes revenue generated from car rental operations and premium services such as valet parking. 
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2.3.2 Landside access revenues 

The following table presents information on the airports’ landside access revenue. 

Table 2.3.2: Landside access revenues for the years  ended 30 June 2010 and 30 June 
2011, and percentage change in revenues between tho se years 

Airport Operator 2009-10 2010-11 % change 

Adelaide Public bus 

Private bus 

Off-airport car parking 

Taxis 

Private car operators 

Total  

No charge 

No charge 

No charge 

$233 6005 

$45 000 

$278 600 

No charge 

No charge 

No charge 

$253 4006 

$44 000 

$297 400 

0.0% 

0.0% 

0.0% 

▲ 8.5% 

▼ 2.2% 

▲ 6.7% 

Brisbane Scheduled bus 

Off-airport car parking 

Taxis 

Train 

Private bus and private 
car operators  

Total  

$120 000 

$176 000 

$2.6 million  

$141 000 

$1.3 million           

                                   
$4.3 million 

$124 000 

$237 000 

$3.1 million  

$145 000 

$1.7 million 

                      
$5.3 million 

▲ 3.3% 

▲ 34.7% 

▲ 20.0% 

▲ 2.8% 

▲ 32.9% 

               
▲ 23.5%   

Public bus 

Private bus and off-
airport parking  

No charge 

$3.2 million 

No charge 

$3.8 million 

0.0% 

▲ 19.5% 

Melbourne 

Taxis  

Private car operators 

Total  

$2.0 million 

$630 000 

$5.8 million 

$2.2 million 

$607 000 

$6.6 million 

▲ 10.6% 

▼ 3.8% 

▲ 13.9% 

Perth Public bus 

Private bus 

Off-airport parking  

Taxis 

Private car operators 

Total  

No charge 

No charge 

No charge 

$1.7 million  

$60 000 

$1.7 million 

No charge 

No charge 

No charge 

$1.9 million 

$153 000 

$2.1 million 

0.0% 

0.0% 

0.0% 

▲ 15.1% 

▲ 155.0% 

▲ 20.0% 

Public bus 

Private bus and off-
airport parking 

No charge 

$438 000 

No charge 

$427 000 

0.0% 

▼ 2.5% 

Sydney 

Taxis  

Private car operators 

Train 

Total  

$7.7 million 

$767 000 

No charge 

$8.9 million 

$7.9 million 

$923 000 

No charge 

$9.3 million 

▲ 2.7% 

▲ 20.3% 

0.0% 

▲ 4.0% 

                                                      
5
  The figure reported in this table is the net amount retained by the airport. Of the total revenue received from the taxi 

access charge, Adelaide Airport is entitled to retain 20 per cent, or 40 cents, of the fee. The rest of the fee is paid to the 
taxi council for the taxi concierge services at the taxi rank (60 per cent) and for driver education (20 per cent). 

6
  See footnote 5. 
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In 2010-11, Adelaide Airport’s revenue from landside access provided to taxis increased by 
8.5 per cent to $253 400, while its revenue from private car operators decreased by 2.2 per cent 
to $44 000.  

In 2010-11, Brisbane Airport’s revenue from charges imposed on private bus and private car 
operators increased by around 32.9 per cent to $1.7 million, while its revenue from off-airport 
parking operators increased by around 34.7 per cent to $237 000 (table 2.3.2). Brisbane Airport’s 
revenue from charges imposed on taxis increased by around 20 per cent to $3.1 million in 
2010-11, while the revenue collected from its train corridor lease increased by 2.8 per cent to 
$145 000.  

Melbourne Airport’s revenue from landside access provided to off-airport parking and private bus 
operators has increased by around 19.5 per cent to around $3.8 million in 2010-11. Revenue from 
charges imposed on taxis increased by around 10.6 per cent to $2.2 million, while revenue from 
charges imposed on private car operators decreased by 3.8 per cent to $607 000.  

Perth Airport’s revenue from landside access charges imposed on taxis increased by around 
15.1 per cent to $1.9 million, while revenue from charges imposed on private car operators 
increased by around 155 per cent to $153 000. The significant increase in revenue from private 
car operators was attributable to an increase in demand for these services, as Perth Airport’s 
charges for these operators remained unchanged in 2010-11.   

Sydney Airport’s revenue from charges levied on off-airport car parking and private bus operators 
decreased by around 2.5 per cent to $427 000 in 2010-11, while revenues from charges imposed 
on taxis and private car operators increased by around 2.7 per cent to 7.9 million and 20.3 per 
cent to $923 000 respectively. 

2.4 Observations from the monitoring results for 
airport car parking and landside access 

In performing its car parking monitoring role, the ACCC looks at levels and trends across a range 
of indicators—including prices, costs, margins, investment and quality of service—to make 
observations about the individual airports. Further, because an airport may be able to sustain 
higher than efficient prices for on-airport parking by impeding competition from alternatives 
through its supply of landside access, the ACCC also looks at levels and trends in the access 
charges imposed by the airports and the associated revenues. 

Observations made from trends in these measures can provide some indication about the 
performance of the monitored airports and, in some instances, might raise concerns about a 
particular airport’s performance. The ACCC’s previous airport monitoring reports have raised 
some questions about the performance of certain airports in relation to car parking and landside 
access—most specifically at Melbourne Airport.  

However, as outlined in detail in section 1.5 (observations from the monitoring results for 
aeronautical services), monitoring does not provide sufficient information to conclusively 
determine whether the airports have earned monopoly profits. It also noted that, 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 as well as some at a 
distance from the terminals. Comparisons of airport car parking prices, revenue, costs and profits 
are therefore complicated by these various car parking configurations. Importantly, highlighting 
differences across the airports will only be robust if comparisons are on a ‘like-with-like’ basis as 
far as is practicable. 

With these limitations in mind, the following sections of this chapter outline some observations 
about each of the airports’ performance for car parking.  
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2.4.1 Observations about Melbourne Airport 

In the 2009-10 airport monitoring report, the ACCC observed that Melbourne Airport’s landside 
access revenue, specifically from off-airport parking and private bus operators, was substantially 
higher than that of Brisbane and Sydney airports. Meanwhile, the ACCC was unaware of any 
substantiative differences between Melbourne Airport’s and Brisbane and Sydney airports’ level of 
service for off-airport parking and private bus operators, which could provide a reason for the need 
to recover considerably higher revenues than those airports. This raised questions about whether 
or not Melbourne Airport may have imposed excessive access levies on those alternatives. Such 
conduct may have the effect of reducing the ability of these operators to compete with the airport, 
and shift some demand to Melbourne Airport’s own car parking services.  

In its submission to the PC, Melbourne Airport provided a comparison of landside access revenue 
per passenger across airports, which showed that it generated similar levels to Brisbane and 
Sydney airports.7 However, the ACCC notes that landside access revenue per passenger is also 
not of itself conclusive. Specifically, it is difficult to determine the extent to which the number of 
passengers provides a correlation to the number of vehicles using landside access. Further, 
revenue per car park space does not take into consideration, for example, the potential capacity 
constraints at some airports. 

What has happened at Melbourne Airport more recently? 

In total, Melbourne Airport’s revenue from landside access services increased by 13.9 per cent to 
$6.6 million in 2010-11 (table 2.3.2). This increase appears to have been driven by demand for 
landside access services as Melbourne Airport did not report any increase in its access charges. 

For on-airport car parking, prices have either remained unchanged or increased in 2010-11. In 
relation to the short-term car park, prices for three, 10 and 24 hours have increased by 12 per 
cent, 4 per cent and 4 per cent respectively, while other prices have remained unchanged from the 
previous reporting period. In relation to the long-term uncovered car park, prices for ten to 14 days 
have increased by between 8.8 per cent and 6.5 per cent, while other prices have remained 
unchanged from the previous reporting period. For more information on Melbourne Airport’s car 
parking prices, see section 5.3.1 and appendix 3 of this report. 

In 2010-11, Melbourne Airport’s revenue and operating expenditure for car parking both 
increased, by $10.8 million (10.4 per cent) and $4.7 million (20.4 per cent) respectively. As a result 
of Melbourne Airport’s revenue increasing by more than its operating expenses, operating margin 
for car parking increased by 7.5 per cent to $86.9 million. For more information on Melbourne 
Airport’s car parking revenue, expenses and margins, see section 5.3.2 of this report. 

Since the end of the 2010-11 reporting period, Melbourne Airport has undertaken investment in its 
landside services. This investment includes road works to improve the traffic flow; redevelopment 
of its forecourt area; and a designated place to park while waiting to pick up passengers.   

The ACCC understands that these developments are intended to improve congestion on the 
landside of the airport. However, since these investments were undertaken post the 2010-11 
reporting period, it remains to be seen what impact this investment will have on Melbourne 
Airport’s monitoring results.  

2.4.2 Observations about Brisbane Airport 

In the 2009-10 airport monitoring report, the ACCC questioned the reasons why Brisbane Airport 
may have delayed investment in its car parking facilities. The ACCC noted that inefficiently 

                                                      
7
  Melbourne Airport, Response to Issues Paper: Productivity inquiry into economic regulation of airport services, April 

2011, p. 93. 
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delaying investment has the potential to artificially create scarcity which would allow an airport to 
charge higher than efficient prices. While Brisbane Airport had recently undertaken considerable 
investment in multi-level car parking facilities, the ACCC questioned why, given the relative 
scarcity of car parking spaces at the airport, this investment was not undertaken sooner.  

In its submission to the PC inquiry, Brisbane Airport stated that the global financial crisis made it 
difficult to obtain finance for investment during the period. The ACCC notes that, even in 
circumstances where an airport provides an explanation of the reasons for delaying investment, it 
is difficult to establish based on the monitoring information alone whether or not a decision has 
been made for legitimate business reasons or potentially the exercise of market power.   

What has happened at Brisbane Airport more recently?  

The monitoring results for 2010-11 show that Brisbane Airport’s total revenue from landside 
access services increased by 23.5 per cent to $5.3 million (table 2.3.2). This increase was partly 
attributable to increases in some of its charges for private transport operators.  

Brisbane Airport also undertook investment in several projects intended to improve the congestion 
and safety of the terminal roads in 2010-11. These included the construction of an undercover 
elevated walkway to connect the new and old multi-level car parks to the domestic terminal, which 
was completed in February 2011, and the first stage of development works on a central parking 
area. Brisbane Airport advised that its central parking area is located away from the terminals and 
caters for 330 taxis and 90 buses and limousines.  

Brisbane Airport’s car parking price changes were mixed in 2010-11. For the short-term domestic 
car parking, some prices increased, while others decreased or remained unchanged. The majority 
of short-term international car parking prices were unchanged. The majority of long-term domestic 
car parking prices increased, while long-term international prices were unchanged.  For more 
information on Brisbane Airport’s car parking prices, see section 4.3.1 and appendix 3. 

Revenue and operating expenses for car parking services at Brisbane Airport both increased in 
2010-11, by 3.3 per cent and 27.1 per cent respectively. As a result of operating expenses 
increasing by more than revenue, Brisbane Airport’s operating margin decreased by 3.8 per cent 
in 2010-11. For more information on Brisbane Airport’s car parking revenues, costs and profits, 
see section 4.3.2. 

Post 30 June 2011, Brisbane Airport has commenced works to reconfigure the roads adjacent to 
its domestic terminal, including the construction of a free passenger pick-up area. Brisbane Airport 
advised that this is expected to be completed by May 2012 and will improve congestion and traffic 
delays. Further, Brisbane Airport has continued to construct its new multi-level car park, which is 
expected to create around 5000 parking spaces. Brisbane Airport advised that levels two to five of 
this new car park became operational in January 2012, while levels six to nine are scheduled to 
open in March 2012. 

2.4.3 Observations about Sydney Airport 

In the 2009-10 airport monitoring report, the ACCC noted that it was unclear whether or not 
Sydney Airport had reached its capacity limit for car parking close to the airport’s terminals. In the 
case that Sydney Airport had reached its capacity limits, it was expected that on-airport parking 
prices would, at least in part, reflect the scarcity of available airport land. The ACCC noted that 
these factors complicate any assessment of the Sydney Airport’s performance.  

What has happened at Sydney Airport more recently? 

In 2010-11, total car parking capacity at Sydney Airport increased by 123 spaces (1 per cent). In 
addition, the airport began construction of an eight-story car park at its international terminal in 
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August 2011. The construction is expected to provide an additional 2300 spaces for international 
terminal users.  

In 2010-11, Sydney Airport did not increase any of its car parking prices. Revenues and operating 
expenses increased by 3 per cent and 7.1 per cent, respectively, while the operating margin 
increased by 1.3 per cent for car parking services. 

Sydney Airport’s total revenue from landside access supply increased by 4 per cent in 2010-11 to 
$9.3 million (table 2.3.2). The airport advised that there was no change to the charges for landside 
access during the 2010-11 financial period. 

The ACCC understands that, post the 30 June 2011 reporting period, Sydney Airport has 
increased its charges for landside access by private car operators and taxis.8 It remains to be 
seen what impact the higher charges for ground transport operators and investment undertaken 
by Sydney Airport will have.  

2.4.4 Observations about Adelaide Airport 

In the 2009-10 airport monitoring report, the ACCC noted that there had been signs of excess 
demand for car parking since 2005-06 and that the airport appeared to have been slow to expand 
its car parking facilities. However, the ACCC also noted that Adelaide Airport had not increased its 
car parking prices in the face of its growing capacity constraints. With the exception of some minor 
increases in 2009-10, the airport’s car parking prices remained largely unchanged between 
2005-06 and 2010-11. 

What has happened at Adelaide Airport more recently? 

In 2010-11, Adelaide Airport’s prices for its short-term and long-term car park were unchanged 
from the previous reporting period.  

Adelaide Airport also appears to be responding to its capacity shortages with investment in car 
parking facilities. During the 2010-11 reporting period, Adelaide Airport commenced construction 
of a new multi-level car park. The new car park is expected to be completed in mid-2012 and will 
have a capacity of 2000 spaces, including around 1600 short-term car parking spaces and 400 car 
rental spaces.  

Importantly, Adelaide Airport continues to not impose charges on off-airport parking operators. 
Therefore, the ACCC expects that potential for competition from off-airport parking could provide a 
constraint on the airport’s own car parking prices. Landside access that is provided at no charge 
allows off-airport car parking operators to compete with an airport in the provision of ground airport 
transport services on a relatively level playing field. 

2.4.5 Observations about Perth Airport 

The ACCC has previously acknowledged that Perth Airport does not impose charges on off-airport 
car parking operators. This increases the potential for competition to on-airport parking to provide 
a constraint on an airport’s own car parking prices and reduces the likelihood of economic welfare 
losses. Notably, however, the ACCC also observed that Perth Airport does not provide a separate 
kerbside pick-up area for off-airport parking and private bus operators, so it would not face the 
same costs of providing landside access as the other monitored airports.  

                                                      
8
  Productivity Commission, Economic Regulation of Airport Services, Draft Inquiry Report, Canberra, p.xxxix. 
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What has happened at Perth Airport more recently? 

In 2010-11, there were no changes to Perth Airport’s landside access charges. Off-airport car 
parking operators continued to access the airport for free. Perth Airport’s revenue from landside 
access charges imposed on other alternative operators increased by 20 per cent to $2.1 million 
(table 2.3.2).  

All price points for short-term car parking at Perth Airport increased in 2010-11, by between 
2.6 per cent and 15.4 per cent. Except for the price for one day parking, all price points for long-
term parking also increased, by between 2.6 per cent and 15.4 per cent. For more information on 
Perth Airport’s car parking prices, see section 6.3.1 and appendix 3 of this report. 

Revenues and operating costs for car parking at Perth Airport both increased in 2010-11, by 
23.5 per cent and 26.8 per cent respectively. As a result, the operating margin for car parking 
increased by 21.9 per cent to $27.5 million.  

In 2010-11, Perth Airport increased its total car parking capacity by 3025 spaces (26.3 per cent). 
This was largely attributable to the completion of its new park-and-ride facilities.   

Since 30 June 2011, Perth Airport has undertaken further investment in infrastructure, including an 
intersection to improve access to and from the GA precinct and the domestic terminals and the 
delivery of a new domestic park-and-wait facility providing 50 bays for customers to wait with their 
vehicle for up to 90 minutes. The airport advised that entry to the park-and-wait facility is via gold 
coin with profits donated to children’s charities.   
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3 Adelaide Airport 

Key points 

Aeronautical services 

• Adelaide Airport’s multi-user terminal was in operation over the whole reporting period 
(2006-07 to 2010-11). 

• Passenger numbers, tonnes landed and aircraft movements all increased in 2010-11. 

• The majority of Adelaide Airport’s charges for aircraft-related services and facilities increased 
by around 2.8 per cent in 2010-11, while charges for passenger-related services and facilities 
mostly decreased. 

− Passenger facilitation charges (PFCs), which account for the highest proportion of 
aeronautical revenue, decreased by between 8 and 9 per cent in accordance with a 
15-year PFC pricing mechanism agreed to with airlines. 

• Aeronautical revenue increased from $83.8 million in 2009-10 to $86.1 million in 2010-11 
(2.7 per cent). Operating expenses for aeronautical services increased by 0.5 per cent, from 
$46.6 million in 2009-10 to $46.8 million in 2010-11.   

− As a result of aeronautical revenue increasing at a faster rate than operating expenses, 
aeronautical operating margin increased by 5.5 per cent to by $39.3 million in 2010-11. 

• On a per passenger basis, aeronautical revenue and operating expenses decreased in the 
most recent period, while operating margin increased. 

− Aeronautical revenue per passenger (an indicator of average prices) decreased by 0.7 per 
cent to $11.64 in 2010-11, while operating expenses per passenger decreased by 2.8 per 
cent to $6.33. Aeronautical operating margin per passenger increased by 2 per cent to 
$5.31 in 2010-11. 

• The rate of return on aeronautical assets was slightly higher at 10.2 per cent in 2010-11.  

• From 2006-07 to 2010-11, Adelaide Airport’s overall ratings for domestic and international 
terminal services and other airport services were between satisfactory and good.  

Car parking 

• Adelaide Airport’s short-term and long-term car parking prices were unchanged in 2010-11. 
Notably, with the exception of some increases in 2009-10, the airport’s car parking prices 
remained largely unchanged over the whole reporting period.  

• Car parking revenue increased by 7.4 per cent to $14.8 million in 2010-11, while operating 
expenses increased by 24.3 per cent to $4.2 million.  

− As a result of revenue increasing by a greater amount than operating expenses (in dollar 
terms), car parking operating margin increased by 1.9 per cent to $10.6 million in 2010-11. 

• Adelaide Airport decreased its total car parking capacity by 85 spaces (-2.8 per cent) to 
3000 spaces in 2010-11. The airport advised that the decrease was to accommodate 
construction of a new multi-level car park, which began in January 2011 and is expected to be 
completed in mid-2012. The new car park will have a capacity of 2000 spaces, including 
around 1600 short-term car parking spaces and 400 car rental spaces.   

• Passenger survey ratings for car parking availability, standard and time taken to enter were at 
satisfactory levels throughout the whole reporting period. 
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3.1 Adelaide Airport price monitoring results 
In this section prices monitoring and financial reporting results are presented for aeronautical 
and total airport services. This includes activity levels (section 3.1.1), prices (section 3.1.2) and 
revenues, costs and profits (section 3.1.3). 

3.1.1 Activity 
Chart 3.1.1: Adelaide Airport—volume of passengers,  tonnes landed and aircraft 
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The number of passengers, tonnes landed and aircraft movements all increased at Adelaide 
Airport in 2010-11 (chart 3.1.1). 

Passenger numbers increased from around 7.2 million 2009-10 to 7.4 million in 2010-11 
(3.4 per cent). Over the whole reporting period (2006-07 to 2010-11), the number of 
passengers passing through the airport increased by around 17.4 per cent, from 6.3 million in 
2006-07. The largest increase in passenger throughput occurred in 2007-08, when passenger 
numbers increased by 7.6 per cent compared to the previous year.  

In 2010-11, tonnes landed at Adelaide Airport increased by 4 per cent to just under 2.3 million 
tonnes. Despite a decrease of 1.4 per cent in 2009-10, tonnes landed increased by 5.3 per cent 
over the whole reporting period, from just over 2.1 million tonnes in 2006-07.  

Aircraft movements increased from 97 540 movement in 2009-10 to 99 890 movements in 
2010-11 (2.4 per cent), which follows decreases in aircraft movements in the preceding two 
periods. Over the entire reporting period, aircraft movements decreased by 2.1 per cent, from 
around 102 100 movements in 2006-07. 
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3.1.2 Prices 
Table 3.1.1: Adelaide Airport—schedule of average c harges and indexed average list 

prices (2006-07 as base year) (including GST) 1 

 Indexed average list prices 

 Average 
charge   

per unit 

     

 $ 2006-07 2007-08 2008-09 2009-10 2010-11 

Aeronautical services       

Aircraft-related services and facilities       

International passenger air transport 
aircraft (per passenger) 12.45 100.0 95.0 94.6 97.0 99.8 

International passenger air transport 
aircraft diversions from other airports 
(per MTOW) 9.97 100.0 118.5 177.3 181.8 187.1 

Domestic passenger air transport aircraft 
weighing more than 20 000 kg MTOW 
(per passenger) 4.49 100.0 105.8 99.3 101.9 104.9 

Domestic passenger air transport aircraft 
weighing more than 20 000 kg MTOW 
(per MTOW) 14.76 100.0 115.3 108.9 111.7 114.9 

Domestic passenger air transport aircraft 
weighing more than 20 000 kg MTOW 
diversions from other airports 
(per MTOW) 7.39 100.0 99.7 108.9 111.7 114.9 

Domestic passenger air transport aircraft 
weighing less than 20 000 kg MTOW 
(per MTOW)(a) 8.12 100.0 110.9 121.3 134.4 138.3 

Domestic passenger air transport aircraft 
weighing less than 20 000 kg MTOW 
(per passenger)(a) (b) 2.63 NR NR 100.0 102.4 105.2 

Freight aircraft and aircraft not operating 
air transport services (per MTOW)(a) 6.76 100.0 108.4 109.2 111.9 115.2 

Rotary wing and unpowered aircraft 
(per MTOW)(a) 3.38 100.0 116.9 118.5 121.4 124.7 

Parking charge for aircraft parked longer 
than 2 hours in a designated general 
aviation parking area (per day or part 
thereof) 15.00 100.0 105.9 106.4 109.1 112.3 

Passenger-related services and 
facilities        

Passenger facilitation charge–
international passengers    
(per passenger) (c) 8.50 100.0 103.7 108.2 112.1 102.1 

Passenger facilitation charge–      
domestic passengers (per passenger)(c) 6.15 100.0 103.8 108.3 112.2 102.4 

Passenger facilitation charge–        
regional passengers (per passenger)(c) 1.44 100.0 103.9 108.1 111.8 102.8 

                                                      
1
  Where a list price changed during a financial year, the average of that charge has been reported in table 3.1.1. 
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 Indexed average list prices 

 Average 
charge   

per unit 

     

 $ 2006-07 2007-08 2008-09 2009-10 2010-11 

Security charge for domestic and 
regional passengers–including 
passenger security screening and 
checked bag screening 
(per passenger) (d) 3.34 100.0 100.0 101.3 110.2 99.7 

Security charge for international 
passengers–including passenger 
security screening and checked bag 
screening (per passenger) (e) 5.71 NR NR 100.0 118.4 155.0 

Security screening of international transit 
passengers (per passenger) 1.25 100.0 100.0 107.6 42.3 28.4 

Minimum charges (f)       

Minimum charge applicable to domestic 
passenger air transport aircraft weighing 
less than 20 000 kg MTOW (inclusive of 
insurance charge) 40.24 100.00 105.90 106.44 109.09 112.2 

Minimum charge applicable to freight 
aircraft and aircraft not operating air 
transport services (inclusive of insurance 
charge) 40.24 100.00 105.90 106.44 109.09 112.2 

Minimum charge applicable to rotary 
wing and unpowered aircraft (inclusive of 
insurance charge) 20.12 100.00 105.92 106.47 109.15 112.3 

Notes: NR Not relevant. 

 (a) Minimum charge applies. 

 (b) Adelaide Airport advised that this was not a new charge, but that an airline elected to be billed on a 
per passenger basis for the first time in 2008. 

 (c) New charge introduced in February 2006 due to the opening of the new terminal and an agreement with 
airlines to pay a revised schedule of charges to recover the costs. 

 (d) In reports prior to 2009-10, passenger security screening and checked bag screening for domestic and 
regional passengers were reported separately. For the 2009-10 and 2010-11 report, these charges 
have been combined to be reported as a single charge.  

 (e) New charge introduced in July 2008 due to changes in government regulation.  

 (f) Minimum charge is the minimum amount charged for landing aircraft in relation to landing charges. It 
does not include terminal and security charges. 

A majority of Adelaide Airport’s list prices for its aircraft-related services and facilities increased 
in 2010-11 (table 3.1.1). At the same time, a majority of list prices for passenger-related 
services and facilities, which accounted for a significant proportion of aeronautical revenue 
(discussed below) decreased. Adelaide Airport has in place formal five-year pricing agreements 
for aircraft-related services and facilities, which have been agreed with airlines. The prices are 
determined using a cost based building block methodology, and prices are only adjusted by 
CPI during the term of the agreement. The current agreement for aircraft-related services and 
facilities expires in 2012.  
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In relation to passenger-related services and facilities, passenger facilitation charges (PFCs) 
are covered by a 15-year pricing agreement to recover the cost of capital. The prices are 
reviewed every five years during the term of the agreement to allow for adjustments for any 
over- or under-recovery arising from actual traffic volumes being different from forecast 
volumes. Adelaide Airport advised that the most recent price review resulted in a decrease in 
PFCs in February 2011 of approximately 25 per cent. 

Charges for aircraft-related services and facilities all increased by between 2.7 per cent and 
2.9 per cent in 2010-11. The charge for international passenger air transport aircraft diversions 
from other airports (per MTOW) has increased by 87.1 per cent over the whole reporting 
period, from $5.33 in 2006-07 to $9.97 in 2010-11. Adelaide Airport noted that a large 
proportion of this increase related to a re-alignment of diversion charges with international 
passenger charges as, over time, these charges had become relatively low by comparison. 
Charges for international passenger air transport aircraft (per passenger) decreased over the 
same period by 0.2 per cent to be $12.45 in 2010-11. 

It should be noted that, as a proportion of total aeronautical revenue, domestic and 
international landing fees accounted for approximately 7.1 per cent and 27.6 per cent 
respectively in 2010-11. Passenger facilitation charges (PFCs) and security charges accounted 
for 46.4 per cent and 13.4 per cent of total aeronautical revenue respectively.  

With the exception of the security charge for international passengers (per passenger), charges 
for passenger-related services and facilities decreased in 2010-11. The security charge for 
international passengers increased from an average of $4.36 in 2009-10 to $5.71 in 2010-11 
(30.9 per cent). Adelaide Airport commented that this increase was due to increased 
government mandated security requirements regarding the screening for liquids and gels. This 
follows an increase of 18.4 per cent in the previous period. The security charge for domestic 
and regional passengers decreased from $3.69 per passenger in 2009-10 to 
$3.34 per passenger in 2010-11 (9.6 per cent).  

PFCs, which account for the highest proportion of aeronautical revenue, all decreased by 
between 8 per cent and 9 per cent in 2010-11 in annual terms, which Adelaide Airport noted 
followed a decrease in PFCs of approximately 25 per cent in February 2011. This follows 
increases in every year between 2006-07 and 2009-10. As noted above, increases in prior 
years and the decrease in the most recent period were in accordance with a 15-year pricing 
mechanism agreed to with airlines.  

All of the minimum applicable charges increased by around 2.9 per cent in 2010-11, compared 
to increases of around 0.5 per cent in 2008-09 and 2.5 per cent in 2009-10.  

3.1.3 Revenues, costs and profits 

Table 3.1.2 lists the revenues, operating expenses and operating margins for aeronautical 
services at Adelaide Airport from 2006-07 to 2010-11. 

Table 3.1.2: Adelaide Airport—revenues, operating e xpenses and operating margins 
for aeronautical services ($thousand) 

 2006-07 2007-08 2008-09 2009-10 2010-11 

Aeronautical revenue  69 398 77 349 81 180 83 841 86 124 

Aeronautical operating 
expenses  39 528 43 925 47 326 46 563 46 813 

Aeronautical operating 
margin  

29 870 33 424 33 854 37 278 39 311 

Notes: Aeronautical services in 2006-07 were defined under direction 27. In 2007-08, some amendments were 
made to the definition of aeronautical services and these were defined under direction 29. Therefore, care 
should be taken when comparing across periods.
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Total aeronautical revenue, operating expenses and operating margin for Adelaide Airport all 
increased in 2010-11 (table 3.1.2).  

Revenue from aeronautical services increased by $2.3 million (2.7 per cent) in 2010-11. Over 
the whole reporting period, aeronautical revenue increased by 24.1 per cent. The largest 
increase occurred in 2007-08 when revenue increased by almost $8 million (11.5 per cent).  

Aeronautical operating expenses increased by $251 000 (0.5 per cent) in 2010-11. This follows 
a decrease in the previous period of 1.6 per cent. Over the whole reporting period, aeronautical 
operating expenses increased by 18.4 per cent.   

As a result of revenue from aeronautical services increasing at a faster rate than operating 
expenses, aeronautical operating margin increased by around $2 million (5.6 per cent) in 
2010-11. From 2006-07 to 2010-11, Adelaide Airport’s operating margin from aeronautical 
services increased by $9.4 million (31.6 per cent).  

Aeronautical revenue per passenger 

Chart 3.1.2: Adelaide Airport—aeronautical revenue,  operating expenses and operating 
margin per passenger 
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Aeronautical revenue and operating expenses on a per passenger basis decreased at Adelaide 
Airport in 2010-11, while operating margin per passenger increased (chart 3.1.2).  

Aeronautical revenue per passenger decreased from $11.72 in 2009-10 to $11.64 in 2010-11 
(-0.7 per cent). Over the entire reporting period, aeronautical revenue per passenger increased 
by 5.7 per cent, from $11.01 in 2006-07. Over the same period, passenger numbers increased 
by 17.4 per cent.  

Operating expenses for aeronautical services decreased by 2.8 per cent in 2010-11, from 
$6.51 per passenger in 2009-10 to $6.33 per passenger. This follows a decrease of 4.6 per 
cent in 2009-10. Aeronautical operating expenses per passenger increased by 0.9 per cent 
over the whole reporting period, from $6.27 per passenger in 2006-07.     

As a result of operating expenses decreasing by more than revenue on a per passenger basis, 
operating margin per passenger increased from $5.21 in 2009-10 to $5.31 in 2010-11 (2 per 
cent). Over the whole reporting period, aeronautical operating margin per passenger increased 
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by 12.1 per cent (from $4.74 in 2006-07) as a result of revenue increasing at a faster rate than 
operating expenses. 

Line in the sand approach 

As discussed in chapter 1, the ACCC required airport operators to provide additional 
information relating to the aeronautical asset base under the ‘line in the sand’ approach for the 
first time in 2007-08. Under this approach 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. The starting 
line in the sand asset base figures are shown in table 3.1.3. 

Table 3.1.3: Adelaide Airport—starting line in the sand asset base as at 30 June 2005 
($thousand) 

Airport Land Property, plant and 
equipment 

Total line in the sand 
asset base 

Adelaide 72 594 233 194 305 788 

Under the line in the sand approach, Adelaide Airport’s aeronautical revenue per passenger 
was unchanged from the non line in the sand value. However, the airport’s aeronautical 
operating expenses per passenger were 1.1 per cent lower under the line in the sand approach 
in 2010-11, at around $6.26, because of lower depreciation expense. As a result, the 
aeronautical operating margin per passenger was 1.3 per cent higher in 2010-11, at $5.38, 
under the line in the sand approach. 

Security services 

Chart 3.1.3: Adelaide Airport—security revenues, ex penses and revenues per 
passenger 
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Total security revenue and revenue per passenger decreased at Adelaide Airport in 2010-11, 
while security expenses increased (chart 3.1.3). Government mandated security charges are 
directly related to the government mandated security levels (see chapter 1). Adelaide Airport 
commented that security charges represent a pass-through of costs to airlines and, therefore, 
increases or decreases in revenues or expenses do not have any impact on the long-term 
profitability of the airport. 
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Total security revenue decreased from $12.1 million in 2009-10 to $11.5 million in 2010-11 
(-5.2 per cent). Over the whole reporting period, total security revenue increased by 
19.2 per cent, from $9.7 million in 2006-07.   

Security revenue as a proportion of aeronautical revenue has remained relatively constant over 
between 2006-07 and 2010-11, with a reporting period high of 14.5 per cent in 2009-10 and a 
low of 13.4 per cent in 2008-09 and 2010-11. Security revenue accounted for around 7.2 per 
cent of total airport revenue in 2010-11. 

On a per passenger basis, security revenue decreased from a reporting period high of $1.70 in 
2009-10 to $1.56 in 2010-11 (-8.3 per cent) as a result of the volume of passengers increasing 
(3.4 per cent) while total security revenue decreased (5.2 per cent). Security revenue per 
passenger increased by 1.5 per cent over the whole reporting period, from $1.53 in 2006-07. 

Total security expenses increased from $10.9 million in 2009-10 to $11.7 million in 2010-11 
(6.8 per cent). Despite a decrease of 7 per cent in the previous period, total security expenses 
increased by 27.3 per cent over the whole reporting period. The majority of this increase 
occurred in 2008-09, when total security expenses increased by 27.6 per cent, from 
$9.2 million in 2007-08 to $11.7 million in 2008-09. 

Security expenses as a proportion of aeronautical operating expenses increased from 
23.5 per cent in 2009-10 to 24.9 per cent in 2010-11. Security expenses accounted for around 
16.3 per cent of the airport’s total operating expenses in 2010-11.    

Revenue shares 

Chart 3.1.4: Adelaide Airport—total revenue shares (aeronautical and non-aeronautical 
services)  
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Aeronautical revenue as a proportion of total airport revenue decreased for the second 
consecutive period, from 56.2 per cent in 2009-10 to 53.6 per cent in 2010-11 (chart 3.1.4). 
This compares to a reporting period high of 63.1 per cent in 2008-09. Notably, changes in this 
measure over the whole reporting period were partly attributable to changes in non-
aeronautical revenue due to increments and decrements in the fair value of non-aeronautical 
investment property. Excluding changes in the fair value of non-aeronautical investment 
property, aeronautical revenue as a proportion of total airport revenue remained relatively 
unchanged at 56.7 per cent in 2010-11 compared to the previous period when it was 
59 per cent.  
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Total airport services 

Chart 3.1.5: Adelaide Airport—total airport revenue , operating expenses and operating 
margin  
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In 2010-11, total airport revenue, operating expenses and operating margin all increased at 
Adelaide Airport (chart 3.1.5). 

Total airport revenue increased from $149.3 million in 2009-10 to $160.7 million (7.6 per cent) 
as a result of aeronautical and non-aeronautical revenue increasing by around $2.3 million 
(2.7 per cent) and $9.1 million (13.9 per cent) respectively. Over the whole reporting period, 
total airport revenue increased by around $37.2 million (30.1 per cent). The largest increase 
occurred in 2007-08 when total airport revenue increased by 20.9 per cent, while there was a 
decrease of 13.9 per cent in 2007-08. 

As discussed above, changes in total airport revenue over the whole reporting period were 
partly attributable to changes in the fair value of investment property and associated effects on 
non-aeronautical revenue. Excluding changes in non-aeronautical revenue due to changes in 
investment property, total airport revenue increased by 6.8 per cent in 2010-11 and by 
28.4 per cent over the whole reporting period.       

In 2010-11, total airport operating expenses increased by 0.6 per cent from $71 million in 
2009-10 to $71.4 million, following a decrease in 2009-10 of 0.2 per cent. This increase was a 
result of aeronautical and non-aeronautical operating expenses increasing by $251 000 
(0.5 per cent) and $149 000 (0.6 per cent) respectively. Total airport operating expenses 
increased by 16.8 per cent over the whole reporting period, from $61.1 million in 2006-07.  

As a result of total airport revenue increasing at a faster rate than operating expenses, the 
operating margin for total airport services increased by 14.1per cent from $78.3 million in 
2009-10 to $89.3 million in 2010-11. Over the whole reporting period, the total airport operating 
margin increased by $26.9 million (43.1 per cent), from $62.4 million in 2006-07.  

Excluding the effect of changes in non-aeronautical revenue due to changes in investment 
property, total airport operating margin increased by 13 per cent in 2010-11 and by 
40.8 per cent since 2006-07.    

Under the line in the sand approach, Adelaide Airport’s total airport revenue was unchanged 
from the non line in the sand value. However, the airport’s total operating expense was 
0.7 per cent lower in 2010-11, at $70.9 million, because of lower aeronautical operating 
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expenses under the line in the sand approach. As a result, the total airport operating margin 
under line in the sand approach was 0.5 per cent higher, at $89.8 million, in 2010-11. 

Rates of return on average tangible non-current ass ets 

Chart 3.1.6: Adelaide Airport—EBITA on average tang ible non-current assets  

0

2

4

6

8

10

12

14

16

2006–07 2007–08 2008–09 2009–10 2010–11

P
er

 c
en

t p
er

 a
nn

um

Aeronautical services Total airport

 

Earnings before interest, tax and amortisation (EBITA) on average tangible non-current assets 
for aeronautical and total airport services increased in 2010-11 (chart 3.1.6). 

EBITA on average tangible non-current assets for aeronautical services increased from 
9.8 per cent in 2009-10 to 10.2 per cent in 2010-11 as a result of a relatively greater increase in 
EBITA (5.5 per cent) than the increase in the value of tangible non-current assets (7 per cent) 
(see chart 3.1.7). Since 2006-07, EBITA on average tangible non-current assets for 
aeronautical services increased by 2.6 percentage points, from 7.6 per cent. This increase can 
largely be attributed to increases in aeronautical revenue. Adelaide Airport noted that a 
lowering of the value of aeronautical assets over the period was owing to the cyclical nature of 
capital expenditure, with the airport having constructed its new multi-user terminal in 2005-06. 

For total airport services, EBITA on average tangible non-current assets increased by 
1.4 percentage points to 14.4 per cent in 2010-11. Over the whole reporting period, EBITA on 
average tangible non-current assets for total airport services increased by 4.3 percentage 
points, from 10.1 per cent in 2006-07. EBITA for total airport services increased by 
43.1 per cent over the same period, while tangible non-current assets increased by 3.3 per 
cent. Excluding the effect of changes in investment property, EBITA for total airport services 
was 13 per cent higher in 2010-11 than the previous period. 

EBITA on average tangible non-current assets for aeronautical services under the line in the 
sand approach was higher, at 12.3 per cent, in 2010-11 due to a higher EBITA and a lower 
asset base. For total airport services the value was also higher, at 16.1 per cent.   

As explained in chapter 1, where the return is not subject to the line in the sand approach, the 
return on assets measure is influenced by the airport operator’s valuation of its assets recorded 
in its financial accounts. The following section gives details of asset values and changes in 
asset values over time. 
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Asset values 

Aeronautical services 

Chart 3.1.7: Adelaide Airport—aeronautical non-curr ent assets 
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The total value of aeronautical non-current assets at Adelaide Airport increased by 4.7 per 
cent, from $552.7 million in 2009-10 to $578.7 million in 2010-11 (chart 3.1.7).  

The increase in the most recent period was partly attributable to an increase in property, plant 
and equipment from $247.7 million in 2009-10 to $274.5 million in 2010-11 (10.8 per cent). The 
value of land and other non-current assets both decreased in 2010-11 as compared with the 
previous period. Land decreased from $121.8 million in 2009-10 to $121.3 million in 2010-11 
(-0.4 per cent), while other non-current assets decreased from $3.9 million in 2009-10 to 
$3.6 million in 2010-11 (-7.2 per cent). Intangibles (goodwill) remained unchanged at 
$179.4 million.  

Over the whole reporting period, the total value of aeronautical non-current assets increased by 
$9.9 million or 1.7 per cent, from $568.8 million in 2006-07. Notably, Adelaide Airport 
constructed its new multi-user terminal in 2005-06. Adelaide Airport noted that, since then, the 
asset value of its multi-user terminal has decreased due to depreciation.  

Under the line in the sand approach, the value of aeronautical non-current assets was around 
10.7 per cent lower in 2010-11, at $516.7 million. The value of land under this approach was 
around 34 per cent lower, at $80.1 million. The value of property, plant and equipment was 
7.6 per cent lower, at $253.6 million. The value of other non-current assets and intangibles 
were unchanged under the line in the sand approach.  

Chart 3.1.8 further illustrates the change in value of tangible aeronautical non-current assets 
(for land and for property, plant and equipment) at Adelaide Airport from 2006-07 to 2010-11. 
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Chart 3.1.8: Adelaide Airport—change in tangible ae ronautical non-current assets  
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Additions and transfers/re-allocations/adjustments to land and property, plant and equipment in 
2010-11 were partly offset by disposals and depreciation expense (chart 3.1.8). 

In 2010-11, additions of $38.1 million were made to property, plant and equipment—including 
to buildings ($250 000), land improvement ($24.8 million), plant and machinery ($581 000) and 
work in progress ($12.5 million). This was equivalent to 9.5 per cent of the value of tangible 
aeronautical non-current assets ($399.3 million) in 2010-11. Net transfers of just over $1 million 
were made to land, buildings and plant and machinery in 2010-11. As noted above, Adelaide 
Airport constructed its new multi-user terminal in 2005-06. The airport noted that, since then, 
the asset value of its multi-user terminal has decreased due to depreciation.   

Depreciation expense decreased from $15.3 million in 2009-10 to $12.8 million in 2010-11 
(-16.2 per cent). Depreciation expense decreased by 9.9 per cent over the whole reporting 
period, from $14.2 million in 2006-07. Disposals totalled almost $50 000 in 2010-11. 

Under the line in the sand approach, additions were 0.4 per cent higher, at around 
$38.3 million, in 2010-11. Disposals were also higher, at just over $100 000. However, 
depreciation was 0.8 per cent lower, at $12.7 million in the same period. Net transfers were 
also lower, at almost $270 000, under the line in the sand approach.  
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Total airport services 

Chart 3.1.9: Adelaide Airport—total airport non-cur rent assets 
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The value of total airport non-current assets at Adelaide Airport increased by 5.1 per cent, from 
$778.5 million in 2009-10 to $818.4 million in 2010-11 (chart 3.1.9).  

The increase in the most recent period was partly attributable to an increase in the value of 
property, plant and equipment by 10 per cent, from $275.6 million in 2009-10 to $303.1 million 
in 2010-11. The value of investment property also increased by 6.9 per cent, from 
$195.5 million in 2009-10 to $209 million in 2010-11. Partly offsetting these increases was a 
decrease in the value of land from $121.8 million in 2009-10 to $121.6 million in 2010-11 
(-0.4 per cent) and other non-current assets, which decreased by 7.1 per cent from $6.1 million 
in 2009-10 to $5.7 million in the same period. Intangibles (goodwill) remained unchanged at 
$179.4 million.   

Over the whole reporting period, the value of total airport non-current assets increased by 
$20.1 million or 2.5 per cent, from $798.3 million in 2006-07.  

Under the line in the sand approach, the value of total airport non-current assets was around 
7.6 per cent lower, at $756.4 million, in 2010-11. The value of land under this approach was 
34 per cent lower, at $80.1 million. The value of property, plant and equipment was 6.9 per cent 
lower, at $282.2 million. The value of investment property, other non-current assets and 
intangibles were unchanged under the line in the sand approach. 

Chart 3.1.10 further shows changes to the value of tangible non-current assets (for land, 
property, plant and equipment and investment property) at Adelaide Airport from 2006-07 to 
2010-11. 
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Chart 3.1.10: Adelaide Airport—change in tangible t otal airport non-current assets  
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Additions and transfers/re-allocations/adjustments to land and, property, plant and equipment 
in 2010-11 were partly offset by depreciation expense (chart 3.1.10). 

In 2010-11, additions of $45.3 million were made to property, plant and equipment and 
investment property. This was equivalent to 7.1 per cent of the value of tangible total airport 
non-current assets in 2010-11 ($639 million). There was also an upwards revaluation of 
investment property of $8.9 million and net transfers of almost $680 000 in 2010-11.   

Disposals totalled $80 000 in 2010-11. Depreciation expense decreased from $17 million in 
2009-10 to $14.4 million in 2010-11 (15.4 per cent). Depreciation expense decreased by 
17.1 per cent over the whole reporting period, from $17.4 million in 2006-07.  

Under the line in the sand approach, additions were 0.3 per cent higher, at $54.4 million, in 
2010-11. Disposals were also higher, at around $130 000. However, depreciation was 
0.8 per cent lower, at 14.3 million, in 2010-11. Net transfers were also lower under the line in 
the sand approach, at around -$70 000. 

The change in total airport tangible non-current assets under the line in the sand methodology 
follows the same trend as discussed above for the change in aeronautical tangible non-current 
assets. Non-aeronautical tangible non-current assets are not subject to the line in the sand 
approach. 

Rates of return on equity 

Adelaide Airport’s post-tax return on average equity was positive for the second consecutive 
period at approximately 35.7 per cent in 2010-11. In the same year, total equity was 
$47.2 million while total non-current liabilities were $846.1 million—a debt to equity ratio of 
approximately 17.9 to 1. 

Adelaide Airport’s post-tax return on equity is influenced by its capital structure. The airport has 
adopted a capital structure whereby it issues a $99 redeemable preference share stapled to 
each $1 ordinary share. These redeemable preference shares are classified in Adelaide 
Airport’s financial reports as a non-current liability. The holder of the redeemable preference 
share is entitled to a non-cumulative dividend. Payment of a dividend is subject to availability of 
funds. 
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3.2 Adelaide Airport quality of service 
monitoring results 

In this section, the quality of service monitoring results are presented for overall ratings 
(section 3.2.1), international services (section 3.2.2) and domestic services (section 3.2.3). 
Other airport services are discussed in section 3.2.4. The following provides some relevant 
information for understanding the monitoring results at Adelaide Airport. 

Adelaide Airport’s terminal configurations and DTLs  

Adelaide Airport operates one multi-user integrated terminal (T1) that services international, 
domestic and regional passengers. For example, Adelaide Airport advised that T1 has common 
outbound check-in, baggage handling and security screening for all passengers. Inbound 
international passengers are separated and processed separately through border agencies’ 
mandated procedures. “Swing gates” are used to isolate international areas within the terminal 
when required, with the whole terminal available to all passengers the rest of the time.  

Adelaide Airport opened its new multi-user terminal in October 2005, with Qantas transferring 
its domestic terminal operation to the new terminal in February 2006. Since February 2006, 
Adelaide Airport ceased to have a domestic terminal leases (DTLs), and all areas of the multi-
user integrated terminal are subject to monitoring and are included in the ACCC’s monitoring 
results.  

Investment in aeronautical services by Adelaide Air port 

Adelaide Airport completed the resurfacing of its runways and taxiways during the 2010-11 
financial year. Adelaide Airport has not advised of any new significant capital projects for 
aeronautical services that have commenced post 30 June 2011. 

3.2.1 Overall ratings 
Chart 3.2.1: Adelaide Airport—overall quality of se rvice ratings for international and 

domestic terminal services, and other airport servi ces 

0

1

2

3

4

5

6

2006–07 2007–08 2008–09 2009–10 2010–11

A
ve

ra
ge

 r
at

in
g

International terminal Domestic terminal Other airport services

Excellent

Good

Poor

Very poor

Satisfactory

 



Adelaide Airport monitoring results   Airport monitoring report 2010-11 

  

70 

Over the whole reporting period (2006-07 to 2010-11), Adelaide Airport’s overall rating for 
international terminal services increased to good in 2010-11, from ratings of satisfactory or just 
below good in the preceding four periods (chart 3.2.1). The overall rating for domestic terminal 
services also increased in the most recent period, but remained rated as satisfactory. Adelaide 
Airport’s overall rating for other airport services was rated as satisfactory over the whole 
reporting period.     

Chart 3.2.2: Adelaide Airport—overall quality of se rvice ratings for availability and 
standard of airport services 
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The availability of airport services at Adelaide Airport’s was rated as satisfactory for the first 
four periods and increased to good in 2010-11 (chart 3.2.2). Adelaide Airport’s overall rating for 
the standard of airport services was satisfactory over the whole reporting period.  

3.2.2 International services 
Chart 3.2.3: Adelaide Airport—check-in (internation al services) 
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Airline ratings of the availability of check-in desks increased from poor in 2009-10 to 
satisfactory in 2010-11 (chart 3.2.3). With the exception of the poor rating in 2009-10, airlines 
rated the availability of check-in desks as satisfactory over the whole reporting period. Airline 
ratings of the standard of check-in desks also increased in 2010-11, from satisfactory in 
2009-10 to good. In commentary to the surveys, airlines commented that check-in desks are 
well maintained and that a number of infrastructure upgrades have been undertaken recently. 
Although, it was also commented that improvements could be made regarding the allocation of 
adequate check-in desks. 

Adelaide Airport commented that no international airline has ever been refused a check-in desk 
for check-in purposes and the availability of check-in desks for international airlines has not 
changed from previous periods. In addition, the airport commented that service desks are 
shared across all airlines and all airlines have the same rights to signage behind check-in 
desks dependent on the volume of desks that they use.  

Chart 3.2.4: Adelaide Airport—inbound government in spection (international services) 
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In 2010-11, border agencies’ survey ratings for the availability of inbound Immigration facilities 
remained good, while ratings for the standard of inbound Immigration facilities decreased from 
excellent to good (chart 3.2.4).2  Both measures have been rated as good or above over the 
whole reporting period. In commentary to the border agencies survey it was noted that the 
facilities are reasonable and there is adequate space to cope with current demand, although 
congestion does occur when a number of flights arrive at the same time. It was also noted in 
commentary that improvements could be made to assist passengers to move through this area 
more efficiently. Adelaide Airport commented that it has provided the number of desks 
requested by border agencies and that there are always more counters available than border 
agency staff to operate them.  

The number of arriving international passengers per inbound Immigration desk (during peak 
hour) fluctuated between around 31 and 42 passengers over the whole reporting period, while 
the number of inbound Immigration desks was constant at 12 over the same period. Separate 
international passenger number data was not available in 2007-08.  

                                                      
2
  Prior to 2007-08. the border agencies’ survey reflected the views of the Australian Customs and Border Protection 

Service (AC&BPS) only. From 2007-08, the border agencies’ survey ratings encompass the views of the AC&BPS, 
the Department of Immigration and Citizenship (DIAC) and the Australian Quarantine Inspection Service (AQIS). 
The results are collated by the AC&BPS. DIAC operates inbound (immigration) and outbound (emigration) 
government inspection facilities, which are referred to as ‘Immigration facilities’ in this report. 
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Chart 3.2.5: Adelaide Airport—outbound government i nspection (international 
services) 
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In 2010-11, the border agencies’ survey ratings for the availability of outbound Immigration 
facilities decreased from good to satisfactory, while the standard remained unchanged at good 
(chart 3.2.5). In commentary to the survey, it was noted that there is adequate space within the 
outbound Immigration facilities for the current flight schedule and passenger numbers, 
however, the outwards primary line area is too small and congested. It was noted that the 
Australian Customs and Border Protection Service (AC&BPS) put its own electronic signage 
into the area, which improved signage for passengers. It was also noted that there is still not an 
operable shared primary support point (PSP) booth outwards, however, this is due to issues 
with the work contractor and not Adelaide Airport. Adelaide Airport commented that there are 
always more counters available than border agency staff to operate them and that the facilities 
were designed in consultation with the border agencies. The airport also noted that the outward 
government inspection area had been impacted by the implementation of government 
mandated security requirements regarding screening for liquids and gels, which took up extra 
space. 

The number of departing passengers per outbound Immigration desk (during peak hour) 
fluctuated between around 59 and 78 passengers over the whole reporting period. The number 
of outbound Immigration desks was constant at eight over the same period. Separate 
international passenger data was not available for 2007-08. 
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Chart 3.2.6: Adelaide Airport—baggage inspection (i nternational services) 
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In 2010-11, the border agencies’ survey ratings for the availability of baggage inspection 
facilities increased from satisfactory to good, while ratings for the standard of these facilities 
remained unchanged at satisfactory (chart 3.2.6). In commentary to the survey, it was noted 
that the availability of space for inspection facilities was generally sufficient. However, when 
there is more than one flight being processed, congestion can occur. It was also noted that the 
airport could make some improvements to the queuing area as passengers often get confused 
and that the airport could develop a process to expedite transit passengers. Overall, however, it 
was noted that the facilities are still quite new and, therefore, have been rated satisfactory. 
Adelaide Airport commented that the facilities were designed in consultation with the border 
agencies. The airport also noted that, in conjunction with AC&BPS and AQIS, it had undertaken 
a review of the queuing area in 2010-11 and had made some modifications aimed at improving 
the area. 

The number of arriving international passengers per baggage inspection desk (during peak 
hour) varied over the whole reporting period from around 26 to 36 passengers. Fluctuations in 
this measure were attributable to variations in passenger numbers during peak hour, as the 
number of baggage inspection desks remained constant at 14 over the same period. 
International passenger number data was not available for 2007-08. 
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Chart 3.2.7: Adelaide Airport—aerobridges (internat ional services) 
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Airline ratings of aerobridge facilities availability were satisfactory over the whole reporting 
period, improving slightly in 2010-11 compared to the previous period (chart 3.2.7). Airline 
ratings of aerobridge standard decreased slightly in 2010-11, though remained rated as 
satisfactory. In commentary to the survey, some airlines noted that there were only four 
aerobridges for wide body aircraft and that there were problems with air-conditioning in the 
aerobridges. Other airlines noted that improvements to these facilities have been made since a 
change of management at the airport. Adelaide Airport commented that, post the 30 June 
reporting period, additional air-conditioning has been incorporated into the aerobridges and the 
airport expects that this will enhance the standard of the facilities.  

Since 2006-07, 100 per cent of passengers arriving and departing used an aerobridge. 
Adelaide Airport commented that every international flight had access to an aerobridge since 
the opening of its multi-user terminal (in 2005-06). The airport also noted that some airlines 
desire access to specific gate numbers and/or a preference for having access to aerobridges 
for periods longer than is operationally required.  

Chart 3.2.8: Adelaide Airport—security (internation al services) 
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From 2006-07 to 2007-08, international passengers rated the quality of security search process 
as good or just below good (chart 3.2.8). International passenger survey data was not available 
from Adelaide Airport from 2008-09 onwards. Adelaide Airport noted that the information was 
not available due to changes in border agencies’ processes. 

The number of departing international passengers per international security clearance system 
(during peak hour) was higher in 2010-11, at around 270, compared to 263 in 2009-10.This 
was attributable to a higher number of international passengers during peak hour in 2010-11. 
The number of security clearance systems was constant at two over the reporting period.  

Chart 3.2.9: Adelaide Airport—baggage processing (i nternational services) 
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Airline ratings of the availability of baggage facilities increased in 2010-11, though ratings 
remained satisfactory (chart 3.2.9). Airline ratings of the standard of baggage facilities 
increased from satisfactory in 2009-10 to good in 2010-11. In commentary to the survey, some 
airlines noted that while baggage processing facilities for departing passengers are good, the 
baggage facilities for arriving passengers can be congested at times as there is only one 
international arrivals baggage belt. 
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Chart 3.2.10: Adelaide Airport—baggage trolleys (in ternational services) 
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From 2006-07 to 2007-08, passengers rated the findability of baggage trolleys as good 
(chart 3.2.10). International passenger survey data was not available from Adelaide Airport 
from 2008-09 onwards.  

The number of international passengers per baggage trolley (during peak hour) was slightly 
higher in 2010-11, at around 1.5 passengers. The number of working accessible baggage 
trolleys has fluctuated over the whole reporting period from a reporting period high of 
700 trolleys in 2006-07 to a low of 620 trolleys in 2008-09. The number of baggage trolleys has 
remained unchanged over the last two periods at 670 trolleys. Adelaide Airport noted that the 
baggage trolleys are made available to all passengers at no charge. 

Chart 3.2.11: Adelaide Airport—flight information d isplay screens (international 
services) 
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From 2006-07 to 2007-08, international passengers rated the flight information display screens 
as satisfactory (chart 3.2.11). International passenger survey data was not available from 
Adelaide Airport from 2008-09 onwards. Adelaide Airport noted there are only four international 
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gates at the airport and that flight information display screens are available at each of these 
gates.  

The number of international passengers per flight information display (during peak hour) 
remained relatively unchanged in 2010-11, at around 11 passengers. The number of 
passengers per information point (during peak hour) was lower in 2010-11, at 253 passengers, 
compared to 329 passengers in 2009-10. The number of flight information display screens 
remained constant over the whole reporting period, while Adelaide Airport increased the 
number of information points from three to four in 2010-11.  

3.2.3 Domestic services 
Chart 3.2.12: Adelaide Airport—check-in (domestic s ervices) 
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Airline ratings of the availability and standard of check-in facilities remained relatively 
unchanged in 2010-11, at good (chart 3.2.12). In commentary to the airline surveys, it was 
noted that check-in desks are well maintained and a number of infrastructure upgrades have 
been undertaken recently. 

Passenger ratings of the waiting time associated with check-in facilities improved slightly, 
though remained rated as just below good in 2010-11. The number of departing domestic 
passengers per check-in desk (during peak hour) increased from 35 passengers in 2009-10 to 
46 passengers in 2010-11. Notably, the number of check-in desks decreased from 46 desks to 
35 desks over the same period. Adelaide Airport noted in commentary that, in addition to the 
check-in desks, Qantas had 12 self-serve kiosks, Jetstar had four self-serve kiosks and Virgin 
Blue had six. Qantas also had six auto baggage drop kiosks.  
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Chart 3.2.13: Adelaide Airport—gate lounges (domest ic services) 
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Passenger ratings of the quality and availability of seating in lounge area increased within the 
satisfactory range in 2010-11(chart 3.2.13). Passenger ratings of gate lounge crowding were 
good between 2006-07 and 2008-09, but declined to just below good in 2009-10 and 2010-11.  
Adelaide Airport commented that it applies a policy of only one flight per gate at any one time. It 
added that the gate lounges were designed in accordance with IATA standards and were 
agreed with all of the major airlines.  

In 2010-11, the number of departing domestic passengers per seat in gate lounges (during 
peak hour) was relatively unchanged at one passenger. The number of seats in the gate 
lounge has remained constant at 1620 seats since 2007-08, following an increase by 10 seats 
in that period. The number of departing domestic passengers per square metre of lounge area 
has also remained relatively constant at around 0.2 passengers in 2010-11.The total lounge 
area has remained unchanged over the whole reporting period at 9890 square meters.   

Chart 3.2.14: Adelaide Airport—aerobridges (domesti c services) 
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Airline ratings of the availability and standard of aerobridge facilities decreased from good in 
2009-10 to satisfactory in 2010-11 (chart 3.2.14). In commentary to the airline surveys, some 
airlines noted that there was ongoing problems with the air-conditioning in the aerobridges. 

The number of arriving passengers per aerobridge (during peak hour) has increased over the 
whole reporting period, from 51 passengers in 2006-07 to 76 passengers in 2010-11. The 
number of departing passengers per aerobridge (during peak hour) has increased from 
64 passengers in 2006-07 to 115 passengers in 2010-11..This increase was due to higher 
number of passengers during peak hour as the number of aerobridges was constant at 14 over 
the same period. 

Chart 3.2.15: Adelaide Airport—security (domestic s ervices) 
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Passenger ratings of the quality of the security clearance search process increased slightly in 
2010-11, but remained rated as satisfactory (chart 3.2.15). The number of departing domestic 
passengers per domestic security clearance system (during peak hour) was slightly higher in 
2010-11, at 539 passengers, compared to 534 passengers in 2009-10. The number of security 
clearance systems remained stable at three over the whole reporting period. 



Adelaide Airport monitoring results   Airport monitoring report 2010-11 

  

80 

Chart 3.2.16: Adelaide Airport—baggage processing ( domestic services) 
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Airline ratings of both the availability and standard of baggage facilities remained unchanged at 
good in 2010-11 (chart 3.2.16). Airlines have rated baggage processing facilities as satisfactory 
or above over the whole reporting period. In commentary to the airline surveys, it was noted 
that while the check-in process is excellent, the belt room is multi-user and can become 
congested during busy periods. Adelaide Airport noted in commentary that the baggage system 
is closely located to the apron, which allows for speedy delivery, and that the system is always 
available during the operation of the terminal as baggage system maintenance is conducted 
out of hours. 

Passenger ratings of the waiting time associated with baggage reclaim increased from 
satisfactory in 2009-10 to good in 2010-11. Passengers ratings of the waiting time associated 
with baggage reclaim fluctuated between good and satisfactory over the whole reporting 
period. Passengers rated the baggage reclaim circulation space as good over the whole 
reporting period. Information display for inbound baggage reclaim was rated as satisfactory in 
2006-07 and 2009-10 and increased to good in 2010-11. Adelaide Airport advised that 
information regarding baggage reclaim information display was not collected as part of the 
passenger survey in 2007-08 and 2008-09. .  

The capacity of the inbound baggage handling system at Adelaide Airport has remained 
unchanged since it increased to 3000 bags per hour in 2008-09 from 2250 bags in 2006-07.3 
The capacity of the outbound baggage handling system has remained constant over the entire 
reporting period at 3000 bags per hour.  

 

                                                      
3
  Adelaide Airport did not provide data for the capacity of the inbound baggage handling system in 2007-08.  
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Chart 3.2.17: Adelaide Airport—baggage trolleys (do mestic services) 
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Passenger ratings of the findability of baggage trolleys increased slightly, though remained 
rated as just below good in 2010-11 (chart 3.2.17). The number of domestic passengers per 
baggage trolley (during peak hour) was relatively unchanged from the preceding period, at 
around four passengers. The number of working accessible baggage trolleys remained 
unchanged at 670 trolleys over the same period. Over the whole reporting period, the number 
of working accessible baggage trolleys fluctuated between 700 in 2006-07 and 620 in 2008-09. 
Adelaide Airport noted that the baggage trolleys are made available to all passengers at no 
charge.    

Chart 3.2.18: Adelaide Airport—flight information d isplay screens (domestic services) 
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Passenger ratings of flight information display screens remained satisfactory over the whole 
reporting period (chart 3.2.18). Passenger ratings of the signage and wayfinding were provided 
for the first time in 2008-09, and have been rated as satisfactory from then onwards. 

In 2010-11, the number of domestic passengers per flight information display screen (during 
peak hour) was slightly higher at around 29 passengers. The number of passengers per 
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information point (during peak hour) was lower, at around 673 passengers in 2010-11, 
compared to 887 passengers in 2009-10. Over the same period, Adelaide Airport increased the 
number if information points from three to four. This was the first increase in the number if 
information points over the whole reporting period. The number of flight information display 
screens remained constant at 94 screens over the whole reporting period.    

Chart 3.2.19: Adelaide Airport—washrooms (domestic services) 
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Passengers rated the standard of washroom facilities as satisfactory over the whole reporting 
period, having increased slightly within the satisfactory range in 2010-11 (chart 3.2.19). 
Adelaide Airport commented that it had installed new hand dryers in the washroom facilities, 
which it expected would improve users’ perceptions of the facilities.  

3.2.4 Other airport services 
Chart 3.2.18: Adelaide Airport—availability of airs ide services and facilities (other 

airport services) 
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Airline ratings of the availability of runways, taxiway and aprons all increased in 2010-11 as 
compared with 2009-10 (chart 3.2.18). In particular airline ratings of the availability of runways 
and taxiways increased from satisfactory to good, while airline ratings for apron availability 
increased within the satisfactory range. Airline ratings of the availability of aircraft parking 
facilities and bays and ground handling services and facilities both declined, but remained 
within the satisfactory range in the most recent period.  

In commentary to the surveys, some airlines commented that there are insufficient aircraft 
parking bays when aircraft arrive off-schedule. It was also commented that a ground service 
equipment wash bay was removed and not replaced. However, airlines also noted that 
Adelaide Airport has completed runway and taxiway overlays in the most recent period and that 
the airport provided details of the work to airlines for consideration in a timely fashion. 

Chart 3.2.19: Adelaide Airport—standard of airside services and facilities (other airport 
services) 
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Airline ratings of the standard of runways and taxiways increased from satisfactory in 2009-10 
to good in 2010-11(chart 3.2.19). Airline ratings of the standard of aprons and ground handling 
services and facilities also increased in 2010-11, but remained rated as satisfactory, while 
aircraft parking facilities and bays remained unchanged at satisfactory. In commentary to the 
surveys, it was noted that there have been some positive improvements regarding these 
services since a change in management. Adelaide Airport commented that it had completed a 
$25 million capital expenditure program to upgrade the standard of its runways. The airport 
also noted that the runways are only legislatively unavailable during curfew periods.  
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Chart 3.2.20: Adelaide Airport—airport management r esponsiveness (other airport 
services) 
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Airline ratings of airport management’s approach to addressing quality of service matters 
remained relatively unchanged from the three preceding periods at satisfactory, having 
increased from a rating of poor at the beginning of the reporting period (chart 3.2.22). In 
commentary to the survey for 2010-11, airlines noted that Adelaide Airport has been 
responsive to operational needs and future infrastructure development. Adelaide Airport 
commented that the airport’s corporate guidelines require a response to quality of service 
matters within five working days.  

The border agencies’ survey rating of airport management’s approach to concerns decreased 
from good in 2009-10 to satisfactory in 2010-11. In commentary to the survey, it was noted that 
the general approach by Adelaide Airport is good. However, it was also noted that Adelaide 
Airport needed to be more forthcoming in making improvements to problems identified.  

Chart 3.2.21: Adelaide Airport—terminal kerbside (o ther airport services)  
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Passenger ratings of kerbside pick-up and drop-off facilities increased slightly in 2010-11, but 
remained satisfactory over the whole reporting period, except for 2007-08 when ratings were 
not available from the airport (chart 3.2.23). Passengers’ rating of taxi facilities waiting time was 
good for the whole reporting period. Kerbside space congestion increased slightly in 2010-11 
but remained rated as satisfactory.   

Adelaide Airport noted that it had commenced a ‘landside infrastructure project’. The airport 
expects that the project will cost approximately $100 million, with one of its central aims to 
improve landside access generally at the airport.  

3.3 Car parking at Adelaide Airport 
In this section, the monitoring results for car parking Adelaide Airport are presented. This 
includes prices (section 3.3.1), revenues, costs and profits (section 3.3.2) and quality of car 
parking (section 3.3.3). Section 3.3.4 provides details on the various other transport options 
that are available for travelling to and from the airport. The following provides some relevant 
information for understanding the monitoring results at Adelaide Airport.  

Adelaide Airport’s car parking configurations 

Adelaide Airport provides two car parking facilities—a short-term car park located in front of its 
multi-user integrated terminal (T1) and a long-term car park that is serviced by a free shuttle 
bus that is provided by the airport. 

Adelaide Airport advised that it has started construction of a new multi-deck car park as part of 
its landside infrastructure project. From Adelaide Airport’s annual report it is expected that this 
project will be complete by December 2012.4 Adelaide Airport commented that its existing car 
parking facilities are currently frequently operating beyond capacity. In the past, Adelaide 
Airport advised that it had adjusted its car park prices to encourage more efficient use of the 
car park by, for example, encouraging long-stay vehicles to use the long-term car park.   

Investment in car parking infrastructure by Adelaid e Airport 

Over the 2010-11 reporting period Adelaide Airport completed no major investment in relation 
to its car parks.  

However, the airport noted that it had commenced a ‘landside infrastructure project’, estimated 
at $100 million, includes the construction of a new multi-level car park. The new car park will 
provide short-term parking for 2000 public and car rental vehicles. The car park is expected to 
be completed in mid-2012. The 2000 space car park is more than double the capacity of the 
previous short-term car park. The project is estimated to cost $100 million and is associated 
with a new internal road layout and pedestrian plaza adjacent to the terminal. 

                                                      
4
  Adelaide Airport Limited, Annual report 2010-11, p. 6.  
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3.3.1 Prices  
Chart 3.3.1: Adelaide Airport—prices at short-term car park  
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Adelaide Airport did not increase any of its prices at its short-term car parking in 2010-11 
(chart 3.3.1).  

The price for one hour short-term car parking remained unchanged at $4 over the whole 
reporting period (2006-07 to 2010-11). Prices for two, four and eight hours increased for the 
first time in the reporting period in 2009-10 by 14.3 per cent, 16.7 per cent and 30 per cent 
respectively to be $8, $14 and $26. The price for 24 hours parking in the short-term car park 
has not changed over the whole reporting period. 

As noted above, Adelaide Airport commented that it had previously increased prices for the 
short-term car park primarily as a way of managing demand and encouraging long-stay 
vehicles to use the long-term car park rather than the short-term car park.   

Chart 3.3.2: Adelaide Airport—prices at long-term c ar park 
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Adelaide Airport did not change any of its prices at its long-term car park in 2010-11 
(chart 3.3.2). 

With the exception of an increase in the price for one, two and three days in 2009-10, prices for 
parking in the long-term car park remained mostly unchanged over the whole period. In 
2009-10, the price for one, two and three days parking increased by 25 per cent, 14.3 per cent 
and 11.1 per cent respectively to be $25, $40 and $50. Since decreasing from $75 in 2006-07 
to $70 in 2007-08 (6.7 per cent), the price for the seven days parking in the long-term car park 
has remained constant. It is also noted that the price for the six day parking (not shown in the 
graph) decreased by 7.1 per cent to $65 in the same period.    

3.3.2 Revenues, costs and profits 
Table 3.3.1: Adelaide Airport—comparing car parking  revenues, operating expenses 

and operating margins to that of the total airport 

 Facility 2006-07 2007-08 2008-09 2009-10 2010-11 

Short-term 829 829 829 834 830 

Long-term 450 764 940 994 1020 

Staff 1138 1197 1197 1257 1150 

Number of car park 
spaces  

Total 2417 2790 2966 3085 3000 

Car parking 9.8 11.9 12.5 13.7 14.8 Revenue     
($million) 

Total airport 123.5 142.3 128.6 149.3 160.7 

Car parking 4.0 3.9 3.9 3.3 4.2 Operating expenses 
($million) 

Total airport 61.1 67.5 71.1 71.0 71.4 

Car parking 5.8 7.9 8.5 10.4 10.6 Operating margin 
($million) 

Total airport 62.4 74.8 57.5 78.3 89.3 

Car parking 59.0% 66.8% 68.5% 75.7% 71.9% Operating margin as 
a % of revenue 

Total airport 50.5%  52.6% 44.7% 52.5% 55.6% 

Adelaide Airport decreased its car parking capacity by 85 spaces (-2.8 per cent) in 2010-11 to 
accommodate the landside infrastructure project (table 3.3.1). Adelaide Airport noted that, to 
compensate for the decrease, it added additional overflow capacity of approximately 
190 spaces in what were previously car parking facilities. The airport advised that these 
additional car spaces are not included in the figures in table 3.3.1 as they are not allocated to 
either short- or long-term car parking. Over the whole reporting period, the total number of car 
parking spaces has increased by 583 spaces (24.1 per cent). Long-term car parking capacity 
increased by significantly more than short-term and staff car parking over the whole reporting 
period. Adelaide Airport commented that it had increased the number of spaces available in its 
long-term car park and provides a free shuttle bus service to ease congestion in its short-term 
car park. Further information on the number of car park spaces is provided in charts 3.3.3, 
3.3.5 and 3.3.6 below.  

Car parking revenue increased by 7.4 per cent in 2010-11 to $14.8 million. As a percentage of 
total airport revenue, car parking revenue remained relatively unchanged at 9.2 per cent in 
2010-11 compared with 2009-10, but increased over the whole reporting period from 8 per cent 
in 2006-07. Notably, total airport revenue was lower in 2008-09 and higher in 2009-10 and 
2010-11 partly due to changes in the value of investment property and associated effects on 
revenue (see chart 3.1.5). Excluding changes in total airport revenue due to changes in the 
value of investment property, car parking revenue as a percentage of total airport revenue 
remained relative unchanged compared to the previous period, at around 9.7 per cent in 
2010-11. Over the whole reporting period, car parking revenue increased by 50.1 per cent, 
while total airport revenue increased by 30.1 per cent.     
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Operating expenses for car parking increased by 24.3 per cent in 2010-11 to $4.2 million. As a 
percentage of total airport operating expenses, car parking operating expenses increased from 
4.7 per cent in 2009-10 to 5.8 per cent in 2010-11. Over the whole reporting period, car parking 
operating expenses increased by 3.2 per cent, while total airport operating expenses increased 
by 16.8 per cent. 

As a result of revenue increasing by more than operating expenses ($1 million and $0.8 million 
respectively), operating margin increased by 1.9 per cent to $10.6 million in 2010-11. Car 
parking operating margin over the whole reporting period increased by 82.7 per cent as a result 
of car parking revenue increasing at a significantly faster rate than operating expense. Over the 
same period, total airport operating margin increased by 43.1 per cent. As a percentage of total 
airport operating margin, car parking operating margin decreased from 13.3 per cent in 
2009-10 to 11.9 per cent in 2010-11.  

Car parking operating margin as a percentage of car parking revenue was 71.9 per cent in 
2010-11, while for total airport the figure was 55.6 per cent. Car parking operating margin as a 
percentage of car parking revenue fluctuated between 59.0 per cent and 75.7 per cent over the 
previous four periods, while for total airport it fluctuated between 44.7 per cent and 
52.6 per cent.     

Chart 3.3.3: Adelaide Airport—car parking revenues,  operating expenses and 
operating margins per car park space 
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Car parking revenue, operating expenses and operating margin per car park space all 
increased in 2010-11, (chart 3.3.3).  

Car parking revenue per car park space increased from $4454 in 2009-10 to $4918 in 2010-11 
(10.4 per cent). Notably, car parking revenue increased (7.4 per cent) while the number of car 
park spaces decreased (2.8 per cent).Over the whole period, car parking revenue per car park 
has increased by 21 per cent from $4066 in 2006-07, with the largest increase occurring in this 
period. 

In 2010-11, car parking operating expenses per car park space increased by 27.8 per cent from 
$1083 in 2009-10 to $1384 in 2010-11. Car parking operating expenses per car park space has 
increased due to car parking operating expense increasing (24.3 per cent) while the number of 
car park spaces decreased (2.8 per cent). Prior to 2010-11, car parking operating expenses 
per car park space had decreased from a reporting period high of $1666 in 2006-07 to a low of 
$1083 in 2009-10.  
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As a result of revenue increasing by more than operating expenses in dollar terms, car parking 
operating margin per car park space increased from $3371 in 2009-10 to $3534 in 2010-11 
(4.8 per cent). Car parking operating margin per car park increased every year from a reporting 
period low of $2420 in 2006-07, an increase over the whole reporting period of 47.2 per cent.     

The total number of car parking spaces decreased by 85 spaces to 3000 spaces in 2010-11 
(-2.8 per cent). Over the whole reporting period, the total number of car park spaces increased 
by 583 spaces (24.1 per cent). This increase was largely due to increases totalling 570 spaces 
in the long-term car park (126.7 per cent), as the short-term car park increased by only 1 space 
(0.1 per cent) and staff car park increased by 12 spaces (1.1 per cent). Further information on 
the number of car park spaces is provided in charts 3.3.5 and 3.3.6 below. 

3.3.3 Quality of car parking 
Chart 3.3.4: Adelaide Airport—domestic passenger su rvey ratings for car parking 
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Domestic passengers’ ratings of Adelaide Airport’s car parking availability, standard and time 
taken to enter have remained satisfactory over the whole reporting period (chart 3.3.4). 
Adelaide Airport did not provide international passenger survey results for 2009-10.  
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Chart 3.3.5: Adelaide Airport—number of car park sp aces and average daily 
throughput for short-term car park 
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In 2010-11, the number of short-term car park spaces decreased marginally from 834 spaces in 
2009-10 to 830 spaces (0.5 per cent) (chart 3.3.5). This follows a slight increase in spaces in 
2009-10 by 5 spaces (0.6 per cent). Prior to this the number of spaces had remained constant 
at 829 spaces.  

The average daily throughput in the short-term car park decreased from 2973 cars per day in 
2009-10 to 2954 cars per day in 2010-11 (0.6 per cent). This was due to a reduction in the total 
annual throughput of the short-term car park by 0.6 per cent to be just over 1 million cars in 
2010-11. 

Adelaide Airport commented that car parking capacity constraints are becoming an increasing 
issue at the airport. However, as noted above Adelaide Airport has started construction on a 
new multi-deck car park as part of its landside infrastructure project and is expected to increase 
the availability of short-term car parks to 2000 spaces, which will more than double the current 
capacity. The new car park is expected to be completed by mid-2012.  
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Chart 3.3.6: Adelaide Airport—number of car park sp aces and average daily 
throughput for long-term car park 
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The number of long-term car park spaces increased from 994 spaces in 2009-10 to 
1020 spaces in 2010-11 (2.6 per cent) (chart 3.3.6). The number of long-term car park spaces 
has increased in every year over the reporting period, with the largest increase occurring in 
2007-08 when the number of long-term car park spaces increased from 450 spaces (2006-07) 
to 764 spaces (69.8 per cent). Over the whole reporting period, long-term car parking spaces 
have increased by 126.7 per cent.     

The average daily throughput in the long-term car park increased from 232 cars per day in 
2009-10 to 265 cars per day in 2010-11 (14.3 per cent). This was due to an increase in the total 
annual throughput of the long-term car park by 14.3 per cent to 96 796 cars in 2010-11. 
Adelaide Airport noted that the increase in demand for long-term parking was partly attributable 
to changes made for demand management purposes as previously discussed.  

3.3.4 Other transport options to the airport 

The various other transport options to Adelaide Airport that are available, including prices by 
consumers and the levies imposed by the airport on the operators for those other transport 
options, are as follows:  

• Terminal drop-off and pick-up 

− Due to Government security requirements cars must not be left unattended at any 
time.  

− Adelaide Airport runs a complimentary shuttle bus three times per hour to and from 
its long-term car park and Terminal 1.5 

• Off-airport parking 

− Adelaide Airport is serviced by a number of off-airport car parking facilities. 
Off-airport prices ranged from $396 to $417 for one day’s parking and $588 to $609 for 

                                                      
5
  Adelaide Airport 2011, To & From: Shuttle Bus, viewed on 20 December 2011, 

http://www.adelaideairport.com.au/air-travel/to-and-from#s_shuttlebus_collapsible,   
6
  Airport Security Parking, Rates, viewed on 20 December 2011, http://202.6.155.202/AirSecBookings/Rates.aspx. 

7
  Airport Parking, Home: Quick quote, viewed on 20 December 2011, http://www.airportparking.net.au/index.html. 
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three days. The airport does not charge off-airport car parking operators for access 
to the airport.  

• Taxis 

− Adelaide Airport charges a $2 airport service fee for each taxi using the Terminal 1 
taxi rank. This charge contributed around $253 400 (net of the costs outlined below) 
to airport revenue in 2010-11, an 8.5 per cent increase from $233 600 in 2009-10. 
The charge has not increased since 2006. 

− Of the revenue received from this access charge, the airport is entitled to retain 
20 per cent, or 40 cents, of the fee. The rest of the fee is paid to the taxi council for 
the taxi concierge services at the taxi rank (60 per cent) and for driver education 
(20 per cent). The airport noted that it made additional payments to the taxi council in 
2009-10 for additional taxi concierge services at the taxi rank due to increasing 
congestion at the terminal.  

• Buses and limousines 

− A public bus service to Adelaide Airport runs past Terminal 1 and connects to 
Glenelg and Adelaide’s CBD. The service uses the standard metro ticket, which 
costs $4.60 for a single trip and $8.60 for a daily fare.10 Adelaide Airport does not 
charge public buses for access to the airport. 

− Two private bus companies service Adelaide Airport. Adelaide Airport does not 
charge private buses for access to the airport.  

− There are also commercial bus companies servicing the airport, specialising in CBD 
hotel pick up and door-to-door service from the outer suburbs (requiring pre 
booking). Adelaide Airport charges these companies $2 per entry to access the 
airport. This fee has not increased in 2010-11. 

− Adelaide Airport charges a $2 per entry fee to private cars (such as limousines) to 
access the airport. This charge contributed around $44 000 to airport revenue in 
2010-11, a 2.2 per cent decrease from $45 000 in 2009-10.  

                                                                                                                                                           
8
  Airport Security Parking, Rates , viewed on 20 December 2011, http://202.6.155.202/AirSecBookings/Rates.aspx. 

9
  Airport Parking, Home: Quick quote, viewed 20 December 2011, http://www.airportparking.net.au/index.html.  

10
  From July 2011, prices for a standard metro ticket have increased to $4.70 for a single trip and $8.80 for a daily 

fare. Adelaide Adelaide Metro, Fares & Metrotickets, viewed 20 December 2011, 
http://www.adelaidemetro.com.au/ticketing/fares.  
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4 Brisbane Airport 

Key points 

Aeronautical services 

• Passenger numbers, tonnes landed and aircraft movements all increased in the most recent 
period. 

• Brisbane Airport’s list prices for its aircraft-related services were unchanged for the fourth 
consecutive period, while some list prices for its passenger-related services and facilities 
increased and some decreased. 

− International terminal passenger charges, which contributes the greatest proportion 
towards total aeronautical revenue, increased by 4.5 per cent. 

• Aeronautical revenue increased from $180.2 million in 2009-10 to $198.5 million in 2010-11 
(10.2 per cent). Operating expenses for aeronautical services increased by 5.3 per cent, from 
$109.8 million in 2009-10 to $115.6 million in 2010-11.   

− As a result of aeronautical revenue increasing by more than operating expenses, 
operating margin increased by 17.9 per cent to just under $83 million in 2010-11. 

• On a per passenger basis, aeronautical revenue and operating margin increased in the most 
recent period, while operating expenses remained relatively unchanged. 

− Aeronautical revenue per passenger (an indicator of average prices) increased by 4.7 per 
cent to $9.80 in 2010-11, while operating expenses per passenger remained constant at 
$5.70. Aeronautical operating margin per passenger increased by 12 per cent to $4.10 in 
2010-11. 

• The rate of return on aeronautical assets was higher at 6.2 per cent in 2010-11 compared to 
5.2 per cent in 2009-10. This was a result of earnings increasing by more than the value of 
aeronautical assets. 

• Brisbane Airport’s overall quality of service ratings for the international and domestic terminals 
were good in 2010-11, having been rated as satisfactory or good over the whole reporting 
period (2006-07 to 2010-11). Ratings for other airport services were satisfactory. 

Car parking 

• The majority of car parking prices for Brisbane Airport’s combined short- and long-term 
international car park were unchanged in 2010-11, while some prices at its domestic terminal 
car parks increased and some decreased.  

• Car parking revenue increased by 3.3 per cent to $60.1 million in 2010-11, while operating 
expenses increased by 27.1 per cent to $17.1 million.  

− As a result of operating expenses increasing by more than revenue, car parking operating 
margin decreased by 3.8 per cent to $042.9 million in 2010-11. 

• Brisbane Airport increased its total car parking capacity by 157 spaces (1.6 per cent) to 
9767 spaces in 2010-11.  

− In April 2010, Brisbane Airport commenced construction on a new multi-level car park in 
the domestic precinct that will provide for 5000 undercover car park spaces in early 2012.     

• Passenger survey ratings for car parking availability and standard were at good or satisfactory 
levels throughout the whole reporting period. Time taken to enter was rated as good. 
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4.1 Brisbane Airport price monitoring results 
In this section prices monitoring and financial reporting results are presented for aeronautical 
and total airport services. This includes activity levels (section 5.1.1), prices (section 5.1.2) and 
revenues, costs and profits (section 5.1.3). 

4.1.1 Activity 
Chart 4.1.1: Brisbane Airport—volume of passengers,  tonnes landed and aircraft 

movements 
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The number of passenger, tonnes landed and aircraft movement all increased at Brisbane 
Airport in 2010-11 (chart 4.1.1).   

Passenger numbers increased from 19.3 million in 2009-10 to 20.3 million in 2010-11 (5.2 per 
cent). Over the whole reporting period (2006-07 to 2010-11), the number of passengers 
passing through the airport increased by around 13.5 per cent, from 17.8 million in 2006-07. 

In 2010-11, tonnes landed at Brisbane Airport increased by around 7 per cent to 7.2 million 
tonnes. This follows a decrease in tonnes landed in 2009-10 of 0.6 per cent. Despite the 
decrease in the previous period, tonnes landed increased by 14.4 per cent over the whole 
reporting period, from 6.3 million tonnes in 2006-07.  

Aircraft movements increased by 7.1 per cent in 2010-11 to 190 402 movements. This follows a 
decrease in aircraft movements of 0.9 per cent in the previous period, from 
179 370 movements in 2008-09 to 177 830 movements in 2009-10. Over the whole reporting 
period, aircraft movements increased by 13.4 per cent, from 167 840 movements in 2006-07.   
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4.1.2 Prices 
Table 4.1.1: Brisbane Airport—schedule of average c harges and indexed average list 

prices (2006-07 as base year) (including GST) 1 

 Indexed average list prices 

 Average 
charge   

per unit 

     

 $ 2006-07 2007-08 2008-09 2008-09 2010-11 

Aeronautical services       

Aircraft-related services and facilities       

Domestic landing fees (per MTOW)(a) 
10.69 100.0 110.2 NR NR NR 

Freight landing fees (per MTOW) 10.97 100.0 102.6 102.6 102.60 102.6 

General aviation landing fees 
(per MTOW) 10.97 100.0 102.6 102.6 102.6 102.6 

Rotary-wing landing fees (per MTOW) 6.82 100.0 118.1 118.1 127.5 127.5 

Aircraft parking fees (per 24 hours or 
part thereof)—excluding GST(b)       

0 to 5 000 kg 30.00 NR 100.0 100.0 100.0 100.0 

5 001 to 20 000 kg 50.00 NR 100.0 100.0 100.0 100.0 

20 001 to 40 000 kg 75.00 NR 100.0 100.0 100.0 100.0 

40 001 to 100 000 kg 120.00 NR 100.0 100.0 100.0 100.0 

100 001 to 250 000 kg 275.00 NR 100.0 100.0 100.0 100.0 

250 001 to 400 000 kg 400.00 NR 100.0 100.0 100.0 100.0 

400 001+ kg 530.00 NR 100.0 100.0 100.0 100.0 

Noise surcharge (applies to all aviation 
charges)(c) 25% NR 100.0 100.0 100.0 100.0 

International private charter and non-
scheduled air service landing fee 
(per MTOW) 10.97 100.0 102.6 102.6 102.6 102.6 

Passenger-related services and 
facilities       

Domestic landing fees (per passenger)(a) 4.17 NR 100.0 100.0 131.5 131.5 

International passenger service charge 
(per passenger) 23.12 100.0 129.3 176.7 190.7 199.3 

Domestic passenger service charge 
common user terminal—including 
aerobridge (per passenger) 4.15 100.0 118.5 118.5 161.1 196.7 

Domestic passenger service charge 
common user terminal—excluding 
aerobridge (per passenger) 3.65 100.0 122.7 122.7 177.9 223.9 

Government mandated charges—
international (per passenger) 3.31 NR 100.0 124.3 129.4 89.2 

Government mandated charges—
domestic common user (per passenger) 1.83 NR 100.0 76.4 133.7 87.8 

                                                      
1
  Where a list price changed during a financial year, the average of that charge has been reported in table 4.1.1. 
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 Indexed average list prices 

 Average 
charge   

per unit 

     

 $ 2006-07 2007-08 2008-09 2008-09 2010-11 

Government mandated security—
domestic Qantas/Virgin Blue terminals 
(per passenger) 0.13 NR 100.0 81.0 85.7 59.5 

Notes: NR Not relevant. 

 (a) The base of this charge was changed in 2007-08 from per MTOW to per passenger and is now listed 
under passenger-related services and facilities. 

 (b) The base of these charges were changed in 2007-08. Therefore, the indexes from 2005-06 to 2006-07 
were excluded from the table.  

 (c) New charge introduced in July 2007. 

Brisbane Airport’s list prices for its aircraft-related services and facilities remained unchanged 
in 2010-11. Airport charges for domestic and international passenger-related services and 
facilities increased, while government mandated passenger-related services and facilities 
charges decreased (table 4.1.1). Brisbane Airport previously advised that it entered into a five-
year pricing agreement with the airlines in 2006 for the period from 1 July 2007 to 30 June 
2012, and all changes in prices result from this agreed price path. 

With the exception of rotary-wing landing fees, all aircraft-related services and facilities fees 
were unchanged for the fourth consecutive year in 2010-11. Rotary-wing landing fees 
increased from $5.35 per MTOW in 2006-07 to $6.32 per MTOW in 2008-09 (18.1 per cent), 
further increasing by 7.9 per cent in 2009-10 to $6.82 per MTOW.  

In 2007-08, domestic landing fees changed from a per MTOW basis to a per passenger basis 
and, as a result, charges changed from $10.69 per MTOW (2006-07) to $3.17 per passenger 
(2007-08). The charge increased in 2009-10 to $4.17 per passenger (31.6 per cent), but 
remained unchanged in the most recent period. Brisbane Airport commented that the increase 
related to investment in aprons and access roads as agreed with airlines.  

In July 2007, Brisbane Airport introduced a 25 per cent noise surcharge on ‘marginally 
compliant aircraft’ that applies to all aviation charges associated with the use of the runway and 
taxiway system and aprons by such aircraft. This surcharge was introduced to encourage 
operators to move away from noisier aircraft at Brisbane Airport. As of 1 September 2010, older 
noisy jet aircraft were banned from major Australian airports.2  

The international passenger service charge increased from $22.12 per passenger in 2009-10 to 
$23.12 per passenger in 2010-11 (4.5 per cent). This charge has increased every year over the 
whole reporting period and by a total of 99.3 per cent, from $11.60 in 2006-07. Brisbane Airport 
attributed this increase primarily to investment by the airport in the expansion of the 
international terminal, which the airport advised was completed in 2010. In 2010-11, revenue 
from the international passenger service charge made the largest contribution to total 
aeronautical revenue at 49.4 per cent.   

Domestic passenger service charges for the common user terminal including an aerobridge 
increased from $3.40 per passenger in 2009-10 to $4.15 per passenger in 2010-11 
(22.1 per cent). Excluding an aerobridge, this charge increased by 25.9 per cent, from 
$2.90 per passenger in 2009-10 to $3.65 per passenger in 2010-11. Brisbane Airport 
commented that the increase related primarily to investment in the domestic user terminal and 
satellite that was completed in March 2011 (see section 4.2 for further information). In 2010-11, 

                                                      
2
  A Albanese, Minister for Infrastructure and Transport, Government to ban old, noisy freight jets, media release, 

29 March 2010. 
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revenue from domestic passenger service charges contributed around 14 per cent to total 
aeronautical revenue.   

The bases for the government mandated security charges for the domestic and international 
terminals as well as aircraft parking fees were changed in 2007-08. International government 
mandated security charges decreased by 31.1 per cent in 2010-11, while the domestic 
government mandated security charges decreased by 34.3 per cent for the common user 
terminal and 30.5 per cent for the Qantas/Virgin Blue terminals. Brisbane Airport previously 
noted that security charges at the airport are set to recover costs. Any over- or under-recovery 
in a period is factored into the following period’s security charges.   

4.1.3 Revenues, costs and profits 

Table 4.1.2 lists the revenues, operating expenses and operating margins for aeronautical 
services at Brisbane Airport from 2006-07 to 2010-11. 

Table 4.1.2: Brisbane Airport—revenues, operating e xpenses and operating margins 
for aeronautical services ($thousand) 

 2006-07 2007-08 2008-09 2009-10 2010-11 

Aeronautical revenue  105 958 141 582 163 518 180 188 198 536 

Aeronautical operating 
expenses  

72 941 87 384 105 429 109 765 115 546 

Aeronautical operating 
margin  33 017 54 198 58 089 70 423 82 990 

Note: Brisbane Airport previously advised that it was relying on the clause 3 exemption in the previous direction 
(direction 27) to exclude aircraft refuelling services from its aeronautical revenue. Aircraft refuelling revenue 
is therefore not included in Brisbane Airport’s aeronautical revenue until 2007-08 onwards when it was 
required to be included under the current direction (direction 29). 

Aeronautical revenue, operating expenses and operating margins all increased for Brisbane 
Airport in 2010-11 (table 4.1.2). 

Revenue from aeronautical services increased by $18.4 million, or 10.2 per cent in 2010-11. 
From 2006-07 to 2010-11, aeronautical revenue increased by 87.4 per cent, with the largest 
increase occurring in 2007-08 when revenue increased by $35.6 million (33.6 per cent). 
Increases in aeronautical revenue throughout the reporting period were partly due to increased 
prices, which Brisbane Airport advised were agreed with airlines.  

The increase in aeronautical revenue in 2007-08 was largely a result of increases in revenues 
derived from domestic landing fees (17.6 per cent), international passenger service charges 
(41.3 per cent) and government mandated security charges (48.8 per cent). In 2007-08 the 
basis of domestic landing fees changed from per MTOW to per passenger. The bases for 
government mandated security charges also changed from per departing international 
passenger and per domestic MTOW in 2006-07 to per arriving and departing international and 
domestic passenger in 2007-08. There was also a 29.3 per cent increase in the international 
passenger service charge in 2007-08. 

Aeronautical operating expenses increased by around $5.8 million (5.3 per cent) in 2010-11. 
This was relatively small compared to increases of $14.4 million (19.8 per cent) in 2007-08 and 
$18 million (20.7 per cent) in 2008-09. There was an increase over the entire reporting period 
of 58.4 per cent.  

As a result of revenue from aeronautical services increasing at a faster rate than aeronautical 
operating expenses, the aeronautical operating margin increased by $12.6 million 
(17.8 per cent) in 2010-11. Operating margins increased by around $50 million (151.4 per cent) 
over the entire reporting period, with the largest increase occurring in 2007-08 (64.2 per cent). 
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Aeronautical revenues per passenger 

Chart 4.1.2: Brisbane Airport—aeronautical revenues , operating expenses and 
operating margins per passenger 
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Aeronautical revenue and operating margin on a per passenger basis both increased at 
Brisbane Airport in 2010-11, while operating expenses remained relatively unchanged from the 
previous period (chart 4.1.2). 

Aeronautical revenue per passenger increased from $9.36 in 2009-10 to $9.80 in 2010-11 
(4.7 per cent). This compares to the more significant increases of 26.9 per cent in 2007-08 and 
13.6 per cent in 2008-09. Over the entire reporting period, aeronautical revenue per passenger 
increased by 65 per cent, from $5.94 in 2006-07. Over the same period, passenger numbers 
increased by less than a quarter of this rate (13.5 per cent).  

Aeronautical operating expenses on a per passenger basis remained relatively unchanged 
from the previous reporting period at $5.70 in 2010-11. Over the whole reporting period, 
operating expenses per passenger increased by 39.5 per cent, from $4.09 in 2006-07. 

Operating margin for aeronautical service increased from $3.66 per passenger in 2009-10 to 
$4.10 per passenger in 2010-11 (12 per cent) as a result of aeronautical revenue increasing 
while operating expenses remaining relatively constant. Aeronautical operating margin on a per 
passenger basis increased by 121.4 per cent over the entire reporting period, from $1.85 in 
2006-07, with the largest increase occurring in 2007-08 (55.9 per cent).  

Line in the sand approach 

As discussed in the appendix, the ACCC required airport operators to provide additional 
information relating to the aeronautical asset base under the ‘line in the sand’ approach for the 
first time in 2007-08. Under this approach 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. The starting 
line in the sand asset base figures are shown in table 4.1.3. 



Airport monitoring report 2010-11  Brisbane Airport monitoring results  

 

99 

Table 4.1.3: Brisbane Airport—starting line in the sand asset base as at 30 June 2005 
($thousand) 

Airport Land Property, plant and 
equipment 

Total line in the sand 
asset base 

Brisbane 32 113 531 465 563 578 

Under the line in the sand approach, Brisbane Airport’s aeronautical revenue per passenger 
was no different to the non line in the sand value. However, the airport’s aeronautical operating 
expenses per passenger were around 4.2 per cent lower under the line in the sand approach in 
2010-11, at around $5.46, because of lower depreciation expense. As a result, the aeronautical 
operating margin per passenger was 5.9 per cent higher in 2010-11, at $4.34, under the line in 
the sand approach compared to the non-line in the sand figure.  

Security services 

Chart 4.1.3: Brisbane Airport—security revenues, ex penses and revenues per 
passenger 
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Total security revenue and revenue per passenger decreased at Brisbane Airport in 2010-11, 
while total security expenses increased (chart 4.1.3). Government mandated security charges 
are directly related to the government mandated security levels (see appendix). These charges 
are set to recover the costs of these activities. Brisbane Airport advised that no profit is made 
from these activities, with over- or under-recoveries being taken into consideration when 
calculating the following year’s security charges.  

Total security revenue decreased from $24 million in 2009-10 to $21 million in 2010-11 
(-12.5 per cent). This follows a decrease in total security revenue in the previous period of 
10 per cent, from $26.7 million. Despite these consecutive decreases, total security revenue 
increased by 21.7 per cent over the whole reporting period, largely due to an increase of 
48.8 per cent in 2007-08.  

Security revenue as a proportion of aeronautical revenue decreased from 13.3 per cent in 
2009-10 to 10.6 per cent in 2010-11. This compares to 2007-08, when security revenue 
contributed 18.2 per cent to aeronautical revenue. Security revenue accounted for around 
4.6 per cent of total airport revenue in 2010-11.  
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On a per passenger basis, security revenue decreased for the second consecutive period from 
$1.25 in 2009-10 to $1.04 in 2010-11 (-16.9 per cent). This decrease was at a faster rate than 
total aeronautical revenue as a result of passenger numbers increasing by 5.2 per cent over 
the same period. Over the whole reporting period, security revenue per passenger increased 
7.2 per cent, from $0.97 in 2006-07.  

Total security expenses matched revenue in 2010-11, having increased from $20.7 million in 
2009-10 to $21 million (1.3 per cent). This follows a decrease in the previous period of 22.3 per 
cent, which Brisbane Airport advised was primarily due to the expiry of finance leases over 
screening equipment on 30 June 2009. Over the whole reporting period, total security 
expenses increased by 19.3 per cent, from a reporting period low of $17.6 million in 2006-07.  

Security expenses as a proportion of aeronautical operating expenses decreased slightly from 
18.9 per cent in 2009-10 to 18.2 per cent in 2010-11. This compares to earlier periods where 
security expenses as a proportion of aeronautical operating expenses were between 24.1 per 
cent (2006-07) and 26.3 per cent (2007-08). Security expenses accounted for around 
11.1 per cent of total airport operating expenses in 2010-11.  

Revenue shares 

Chart 4.1.4: Brisbane Airport—total revenue shares (aeronautical and non-aeronautical 
services)  
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Aeronautical revenue as a proportion of total airport revenue increased slightly in 2010-11, to 
around 43.5 per cent, compared to 2009-10 when it was 42.5 per cent (chart 4.1.4). Over the 
five year period, aeronautical revenue as a proportion of total airport revenue increased by 
11.6 percentage points. The lowest proportion was recorded in 2006-07 when aeronautical 
revenue represented 31.9 per cent of total airport revenue.  
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Total airport services 

Chart 4.1.5: Brisbane Airport—total airport revenue , operating expenses and operating 
margin  
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In 2010-11, total airport revenue, operating expenses and operating margin all increased by 
around about 7.8 per cent at Brisbane Airport (chart 4.1.5). 

Total airport revenue increased from $423.7 million in 2009-10 to $456.5 million in 2010-11 
(7.8 per cent) as a result of aeronautical and non-aeronautical revenue increasing by 
$18.4 million (10.2 per cent) and $14.5 million (6 per cent) respectively. Over the whole 
reporting period, total airport revenue increased by around $124 million (37.3 per cent), with the 
largest percentage increase occurring in 2007-08 (18.3 per cent).  

In 2010-11, total airport operating expenses increased by 7.7 per cent, from $175.8 million in 
2009-10 to $189.4 million. This was a result of aeronautical and non-aeronautical operating 
expenses increasing by $5.8 million (5.3 per cent) and $7.8 million (11.8 per cent) respectively.  
Total airport operating expenses increased in every period between 2006-07 and 2010-11, and 
by a total of 62.3 per cent over the entire reporting period, from $116.7 million in 2006-07.  

As a result of total airport revenue increasing by more than operating expenses, the operating 
margin for total airport services increased by 7.8 per cent, from $247.9 million in 2009-10 to 
$267.2 million in 2010-11. Despite a decrease by 16.4 per cent in 2008-09, the total airport 
operating margin increased by 7.8 per cent over the whole reporting period, from $215.9 million 
in 2006-07.   

Using the line in the sand approach for aeronautical services, Brisbane Airport’s total airport 
operating expenses were 2.6 per cent lower than the non-line in the sand figure in 2010-11, at 
$184.5 million, because of lower depreciation expenses. As a result, the total airport operating 
margin was 1.8 per cent higher under the line in the sand approach in 2010-11, at 
$272.1 million. 
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Rates of return on average tangible non-current ass ets 

Chart 4.1.6: Brisbane Airport—EBITA on average tang ible non-current assets  

0

2

4

6

8

10

12

14

16

2006–07 2007–08 2008–09 2009–10 2010–11

P
er

 c
en

t p
er

 a
nn

um

Aeronautical services Total airport

 

Earnings before interest, tax and amortisation (EBITA) on average tangible non-current assets 
for aeronautical and total airport services both increased in 2010-11 (chart 4.1.6). 

EBITA on average tangible non-current assets for aeronautical services increased from 
5.2 per cent in 2009-10 to 6.2 per cent in 2010-11 as a result of a greater increase in EBITA 
(17.9 per cent) than in tangible non-current assets (2.1 per cent) (chart 4.1.7). Over the whole 
reporting period, EBITA on average tangible non-current assets increased from 3.4 per cent in 
2006-07, increasing in all but one period (in 2008-09 when it decreased from 4.7 per cent in 
2007-08 to 4.4 per cent). 

For total airport services, EBITA on average tangible non-current assets also increased in 
2010-11, by 0.3 percentage points, to 10 per cent. This was attributable to EBITA increasing at 
a faster rate (7.8 per cent) than average tangible non-current assets (see chart 4.1.9). Over the 
whole reporting period, EBITA on average tangible non-current assets for total airport services 
ranged from a reporting period low of 8.7 per cent in 2008-09 to a reporting period high of 
12.6 per cent in 2006-07.   

EBITA on average tangible non-current assets for aeronautical services under the line in the 
sand approach was higher in 2010-11, at 8.9 per cent, due to a higher EBITA and a lower asset 
base compared to the non-line in the sand figures. Using the line in the sand approach for 
aeronautical services, EBITA on average tangible non-current assets for total airport services 
was also higher than the non line in the sand value, at 11.7 per cent in 2010-11.  

As explained in the appendix, where the return is not subject to the line in the sand approach, 
the return on assets measure is influenced by the airport operator’s valuation of its assets 
recorded in its financial accounts. The following section gives details of asset values and 
changes in asset values over time. 
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Asset values 

Aeronautical services 

Chart 4.1.7: Brisbane Airport—aeronautical non-curr ent assets 
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The value of aeronautical non-current assets at Brisbane Airport increased by 2.1 per cent from 
$1.32 billion in 2009-10 to $1.35 billion in 2010-11 (chart 4.1.7).  

The increase in the most recent period was largely attributable to an increase in other 
non-current assets from $3.9 million in 2009-10 to $16.3 million in 2010-11 (322.5 per cent). 
The value of property, plant and equipment also increased from $1.3 billion in 2009-10 to 
$1.32 billion in 2010-11 (1.2 per cent). These increases were partly offset by a decrease in the 
value of land from $17.9 million in 2009-10 to $17.7 million in 2010-11 (-1.3 per cent). Brisbane 
Airport also noted in commentary to its regulatory accounts that some change in the total value 
of aeronautical non-current assets was due to differences in allocating assets in each period, 
and depreciation of the asset base.    

Over the whole reporting period, the value of aeronautical non-current assets increased by 
32.5 per cent, from just over $1 billion in 2006-07. The largest increase occurred in 2007-08 
when the total value of aeronautical non-current assets increased by $249.5 million (24.5 per 
cent) due largely to an increase in property, plant and equipment of $224.1 million. Brisbane 
Airport did not record any intangible aeronautical assets over the entire reporting period.  

Under the line in the sand methodology, the value of aeronautical non-current assets was 
25.3 per cent lower in 2010-11, at just over $1 billion. The value of land under this approach 
was 43.1 per higher, at $25.3 million, compared to the non-line in the sand figure. The value of 
property, plant and equipment was 26.6 per cent lower, at $966.2 million. The value of other 
non-current assets was unchanged.  

Chart 4.1.8 further illustrates the change in the value of tangible aeronautical non-current 
assets (for land and for property, plant and equipment) at Brisbane Airport from 2006-07 to 
2010-11. 



Brisbane Airport monitoring results   Airport monitoring report 2010-11 

  

104 

Chart 4.1.8: Brisbane Airport—change in tangible ae ronautical non-current assets  
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Additions to property, plant and equipment in 2010-11 were partly offset by depreciation 
expense and disposals (chart 4.1.8). 

In 2010-11, additions of $63.2 million were made to property, plant and equipment for 
aeronautical services. This comprised of additions of $36.9 million to buildings, $22.1 million to 
plant and machinery and $4.2 million to work in progress. As a percentage of tangible 
aeronautical non-current assets, additions equated to 4.7 per cent in 2010-11.    

Depreciation expense increased from $39.5 million in 2009-10 to $41.6 million in 2010-11 
(5.3 per cent). Over the whole reporting period, depreciation expenses increased by 57.3 per 
cent, from $26.4 million in 2006-07. Disposals equated to $125 000 in 2010-11.  

There were no transfers/re-allocations/adjustments or revaluations reported by Brisbane Airport 
in 2010-11. 

Under the line in the sand approach, additions were 1.5 per cent higher than the non-line in the 
sand value at $64.2 million in 2010-11. However, depreciation expense was 11.8 per cent 
lower, at $36.7 million, and disposals were 4.8 per cent lower, at $119 000, under the line in the 
sand approach in 2010-11 compared to the non-line in the sand value. 
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Total airport services 

Chart 4.1.9: Brisbane Airport—total airport non-cur rent assets 
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The value of total airport non-current assets for Brisbane Airport increased from around 
$3.4 billion in 2009-10 to $3.6 billion 2010-11 (chart 4.1.9).   

In 2010-11, the value of property, plant and equipment and investment property increased by 
5.9 per cent and 12.5 per cent, to around $1.9 billion and $793.4 million respectively. The value 
of other non-current assets increased by 357.5 per cent from $9.3 million in 2009-10 to 
$42.6 million in 2010-11. These increases were partly offset by a decrease in the value of land 
from $56.8 million in 2009-10 to $56.2 million in 2010-11 (-1.2 per cent). Intangible assets 
remained unchanged at $823 million over the whole reporting period.  

Using the line in the sand approach for aeronautical assets, the value of total airport non-
current assets was around 9.5 per cent lower in 2010-11, at just under $3.3 billion. The value of 
land was 13.6 per cent higher, at $63.8 million. The value of property, plant and equipment was 
18.5 per cent lower, at around $1.5 billion. The value of investment property, other non-current 
assets and intangibles were unchanged under the line in the sand approach.   

Chart 4.1.10 further shows changes to the value of tangible non-current assets (for land, 
property, plant and equipment and investment property) at Brisbane Airport from 2006-07 to 
2010-11. 
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Chart 4.1.10: Brisbane Airport—change in tangible t otal airport non-current assets  
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Additions and revaluations to property, plant and equipment and investment property in 
2010-11 were partly offset by depreciation expense and disposals (chart 4.1.10). 

In 2010-11, additions of $185.4 million were made to property, plant and equipment (around 
$166 million) and investment property ($20.3 million). Additions to property, plant and 
equipment comprised of $39.8 million to buildings, $44.7 million to plant and machinery, 
$80.5 million to work in progress. Additions, as a proportion of the value of tangible total airport 
non-current assets, were 6.7 per cent. Upwards revaluations of $67.6 million were also made to 
investment property in 2010-11, taking the total value to $793.4 million.  

Depreciation expense increased from $55 million in 2009-10 to $59.9 million in 2010-11 
(8.9 per cent). Depreciation expense increased by 62 per cent over the whole reporting period, 
from $37 million in 2006-07. Disposals were $159 000 in 2010-11. 

Using the line in the sand approach for aeronautical assets, additions were 0.5 per cent higher 
in 2010-11, at $186.3 million. However, depreciation expense was 8.2 per cent lower, at 
$55 million, and disposals were 3.8 per cent lower, at $153 000, in 2010-11. 

The change in tangible non-current assets under the line in the sand methodology followed the 
same trend as discussed above for the change in aeronautical services tangible non-current 
assets. Tangible non-current assets for non-aeronautical services are not subject to line in the 
sand adjustments. 

Rates of return on equity 

Brisbane Airport’s post-tax return on average equity increased from 11.2 per cent in 2009-10 to 
17.6 per cent in 2010-11. Brisbane Airport reported positive returns on equity over the whole 
reporting period. In 2010-11, total equity was around $1.2 billion while total non-current 
liabilities were $2.5 billion—a debt to equity ratio of approximately 2.1 to one. 

Brisbane Airport’s post-tax return on equity is influenced by its capital structure. For example, 
Brisbane Airport lists transaction costs of an equity transaction as a deduction from equity, net 
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of any related income tax benefit interest payments for shareholder loans included in the 
regulatory accounts as operating expenses payable before income tax.3 

4.2 Brisbane Airport quality of service 
monitoring results 

In this section, the quality of service monitoring results are presented for overall ratings 
(section 4.2.1), international services (section 4.2.2) and domestic services (section 4.2.3). 
Other airport services are discussed in section 4.2.4. The following provides some relevant 
information for understanding the monitoring results at Brisbane Airport. 

Brisbane Airport’s terminal configurations and DTLs  

Brisbane Airport has one international terminal and one domestic terminal: 

• the international terminal is a common-user terminal used by all international airlines flying 
to and from Brisbane Airport. This terminal is subject to monitoring and is included in the 
ACCC’s monitoring results  

• the majority of the domestic terminal is occupied and operated by Qantas and Virgin Blue 
under domestic terminal leases (DTLs). These areas are not subject to monitoring and 
therefore are not included in the ACCC’s monitoring results. The common-user area within 
the domestic terminal, which is predominantly used by Jetstar and Tiger Airways, is, 
however, subject to monitoring and included in the monitoring results.    

It should be noted that, as a result of the majority of the domestic terminal being occupied 
under DTLs, airline surveys are not available for all measures of Brisbane Airport’s domestic 
terminal. 

Investment in aeronautical services by Brisbane Air port 

Brisbane Airport advised in that it is currently into the detailed design for the first construction 
phase of the new parallel runway (NPR). The NPR is needed to address the continuing growth 
in air travel through Brisbane Airport. This growth is expected to exceed the capacity of the 
current runway system between 2013 and 2015. Brisbane Airport noted that the expected 
opening of the NPR is in 2020. 

Brisbane Airport has commenced a staged upgrade and expansion of its domestic terminal, 
with an expansion to its Common User Satellite completed in March 2011. This included: 

• an increase in the number of passenger gate lounges from two to seven  

• two additional aircraft parking bays, bringing the total to seven for the Common User 
Satellite (and to nine for the Common User area)  

• new food and beverage facilities  

• refurbishment of the gate lounges  

• improved energy efficiency of the satellite building, and  

• space for airline offices.  

It is noted that Brisbane Airport completed the majority of an expansion of its international 
terminal in early 2009, with only a few additional works to that terminal finalised in 2010.  

                                                      
3
  Brisbane Airport Corporation Pty Ltd, 2008 Financial report, p. 30. 
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4.2.1 Overall ratings 
Chart 4.2.1: Brisbane Airport—overall quality of se rvice ratings for international and 

domestic terminal services, and other airport servi ces 
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Over the whole reporting period (2006-07 to 2010-11), Brisbane Airport’s overall rating for 
international terminal services increased from satisfactory (in 2006-07 and 2007-08) to good (in 
2008-09, 2009-10 and 2010-11) (chart 4.2.1). Brisbane Airport’s overall rating for domestic 
terminal services was good over the entire reporting period, while the overall rating for other 
airport services was satisfactory, or just below good, over the same period. 

Chart 4.2.2: Brisbane Airport—overall quality of se rvice ratings for availability and 
standard of airport services 
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Over the whole reporting period, Brisbane Airport’s overall rating for the availability and 
standard of airport services increased from satisfactory (in 2006-07 and 2007-08) to good (in 
2008-09, 2009-10 and 2010-11), with both measures improving within the good range in the 
most recent period (chart 4.2.2).  
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4.2.2 International services 
Chart 4.2.3: Brisbane Airport—check-in (internation al services) 
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Airline ratings of check-in availability decreased from good in 2009-10 to satisfactory in 
2010-11 (chart 4.2.3). In the same year, airline ratings of the standard of check-in facilities also 
decreased, but remained within the satisfactory range. In commentary to the airline surveys, 
some airlines noted that check-in facilities continue to be congested during peak periods and 
that the number and location of the transfer desks could be increased and the location 
improved. Other airlines raised concerns regarding poor signage and aging boarding pass and 
bag tag printers. Others noted well maintained and designed check-in desks.   

Passenger ratings of check-in waiting time decreased within the good range in 2010-11. The 
percentage of hours with more than 80 per cent of check-in desks in use increased slightly in 
2010-11 to around 1.5 per cent. The number of check-in desks has remained unchanged at 
90 desks over the last three periods following an increase from 63 to 90 in October 2008. 

Chart 4.2.4: Brisbane Airport—inbound government in spection (international services) 
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The border agencies’ survey ratings for both the availability and standard of inbound 
Immigration facilities were satisfactory and good respectively, remaining unchanged since 
2007-08 (chart 4.2.4).4 Commentary to the surveys noted that the SmartGate relocation 
continues to have a positive impact with solid growth occurring in usage rates amongst eligible 
passengers. However, some airlines note that congestion still remains a problem during peak 
periods as it is inherent with the design of the terminal.  

Passenger ratings of waiting time were good over the whole reporting period, having increased 
slightly within the good range in the two most recent periods. The number of passengers per 
inbound Immigration desk (during peak hour) was lower in 2010-11, at around 39 passengers, 
compared to 44 passengers per Immigration desk. This compares to 76 passengers per 
Immigration desk in 2006-07. Brisbane Airport commented that there were 28 conventional 
Immigration desks plus four SmartGate pass-back gates, bringing the total to 32 desks in 
2010-11 (two more than in 2008-09 and ten more than in 2006-07) as a result of an upgrade of 
desks by Australian Customs and Border Protection Service (AC&BPS). In addition, there were 
eight SmartGate kiosks introduced in December 2008.5  

Chart 4.2.5: Brisbane Airport—outbound government i nspection (international 
services) 
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The border agencies’ survey ratings for availability of outbound Immigration facilities remained 
satisfactory in 2010-11, having increased from a rating of poor between 2006-07 and 2008-09 
(chart 4.2.5). The ratings of the standard of the facilities remained good for the second 
consecutive period in 2010-11, having increased from satisfactory in the first three periods. In 
commentary to the airline survey, border agencies noted that the departures process is now 
operating smoothly as a consequence of collaboration between all stakeholders.  

In 2010-11, passenger ratings of waiting time decreased slightly, but continued to be rated as 
good. The number of departing passengers per outbound Immigration desk (during peak hour) 
was lower in 2010-11, at 61, compared to 68 in 2009-10. The number of outbound Immigration 

                                                      
4
  Prior to 2007-08. the border agencies’ survey reflected the views of the Australian Customs and Border Protection 

Service (AC&BPS) only. From 2007-08, the border agencies’ survey ratings encompass the views of the AC&BPS, 
the Department of Immigration and Citizenship (DIAC) and the Australian Quarantine Inspection Service (AQIS). 
The results are collated by the AC&BPS. DIAC operates inbound (immigration) and outbound (emigration) 
government inspection facilities, which are referred to as ‘Immigration facilities’ in this report. 

5
  SmartGate kiosks give eligible travellers arriving into Australia’s international airports the option to self-process 

through passport control. It uses the electronic information in the ePassport and face recognition technology to 
perform the customs and immigration checks that are usually conducted by an AC&BPS officer. SmartGate can 
currently only be used by Australian and New Zealand ePassport holders aged 18 or over. 
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desks decreased twice over the whole reporting period—once in 2009-10 (from 20 desks in 
2007-08 to 19 desks in 2008-09) and then again in 2009-10 (to 17 desks). The number of 
Immigration desks did not change in 2010-11. Brisbane Airport noted in commentary to its 
quality of service results that the decrease in the number of desks in 2009-10 was a result of 
two outbound Immigration desks being replaced by a primary support point (PSP)6 counter as 
the previous location of the PSP counter was impacting passenger flow behind the outbound 
Immigration desks.  

Chart 4.2.6: Brisbane Airport—baggage inspection (i nternational services) 
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The border agencies’ survey ratings for the availability and standard of baggage inspection 
facilities remained rated as good in 2010-11 (chart 4.2.6). This compares to a rating of poor for 
the availability of baggage inspection facilities in 2006-07 and satisfactory for the standard of 
these facilities in the same period. Commentary to the survey noted that facilities are generally 
good and the space provided by Brisbane Airport allows for effective passenger facilitation. 
Problem areas remain the proximity of the ends of baggage carousels to queuing spaces and 
the difficulties caused by keeping clear access to the oversized goods lift. 

Passenger ratings for baggage inspection waiting time were good over the whole reporting 
period. The number of arriving passengers per baggage inspection desk (during peak hour) 
was slightly lower in 2010-11, at around 33 passengers, compared to 37 passengers in 
2009-10. This figure is considerable lower than in 2006-07 and 2007-08 when the number of 
passengers per baggage inspection desk was about 60. The change was partly attributable to 
an increase in the number of baggage inspection desks from 28 in 2007-08 to 38 in 2008-09, 
as well as a lower number of arriving passengers during peak hour.  

                                                      
6
  Primary support point (PSP) counters are a border agency referral desk for any Immigration issues that arise during 

passenger processing. 
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Chart 4.2.7: Brisbane Airport—gate lounges (interna tional services) 
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The passenger ratings for both the quality and availability of seating in lounge area and for the 
crowding in lounge area decreased in 2010-11, though remained rated as good (chart 4.2.7). 
The number of departing passengers per seat in gate lounges (during peak hour) was slightly 
lower in 2010-11, at 0.5 passengers per seat, compared to 0.6 passengers per seat in 2009-10. 
The number of departing passengers per square metre of lounge area (during peak hour) 
remained relatively unchanged over the last three periods at just under 0.1 passengers per 
square metre. The number of seats in the international gate lounges remained constant over 
the reporting period following an increase from 1522 seats in 2006-07 to 1972 seats in 
2007-08. The lounge area increased in the same period, from 8600 square metres in 2006-07 
to 18 120 square metres in 2007-08, and remained constant for the rest of the reporting period.  

Chart 4.2.8: Brisbane Airport—aerobridges (internat ional services) 
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Airline ratings of availability of aerobridge facilities decreased slightly within the satisfactory 
range in 2010-11 (chart 4.2.8). Airline ratings of the standard of these facilities increased in the 
same period, but also remained satisfactory in 2010-11. Airline surveys noted mixed results 
regarding the maintenance of aerobridges while most airlines responding to the survey noted 
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that aerobridges could be cleaner. One airline noted that Brisbane Airport has been very 
facilitative in meeting aerobridge demands. 

The percentage of passengers arriving and departing using an aerobridge remains at almost 
100 per cent in 2010-11 following an increase from around 97 per cent in 2007-08. Notably, the 
number of aerobridges available at the international terminal remained unchanged following an 
increase from ten in 2006-07 to 15 in 2007-08.  

Chart 4.2.9: Brisbane Airport—security (internation al services) 
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Passenger ratings for the quality of the security clearance search process were good over the 
whole reporting period (chart 4.2.9). In 2010-11 the number of departing passengers per 
security clearance system was lower, at 57 passengers, compared to 64 passengers in 
2009-10. The number of passengers per clearance system has been relatively stable over the 
last three periods, down from the reporting high of 152 passengers in 2007-08. The lower 
figures are attributable to both a lower number of departing passengers during peak hour and 
an increase in the number of security clearance systems from ten in 2007-08 to 18 in 2008-09. 

Chart 4.2.10: Brisbane Airport—baggage processing ( international services) 
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Airline ratings of both the availability and standard of baggage facilities remained at a 
satisfactory level in over the whole reporting period (chart 4.2.10). In commentary to the airline 
surveys, some airlines raised concerns regarding the capacity of the baggage processing 
facilities and noted that an upgrade would improve efficiency. 

Passenger ratings for waiting time for inbound baggage reclaim and circulation space both 
improved slightly in 2010-11, and were consistently rated as good, or just below good, for the 
whole reporting period. The average throughput of the inbound baggage system decreased 
from 313 bags per hour in 2009-10 to 303 bags per hour in 2010-11. Similarly, the average 
throughput of the outbound baggage system decreased from 327 bags per hour in 2009-10 to 
294 bags per hour in 2010-11. These figures compare to a reporting period high of 360 bags 
per hour for the inbound baggage system in 2006-07 and 392 bags per hour for the outbound 
baggage system in the same year. The capacity of the inbound and outbound baggage 
systems was unchanged at 9000 and 6000 bags per hour, respectively, over the whole 
reporting period.     

Chart 4.2.11: Brisbane Airport—baggage trolleys (in ternational services) 
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Passenger ratings for the findability of baggage trolleys were good over the whole reporting 
period (chart 4.2.11). The number of passengers per baggage trolley (during peak hour) was 
slightly lower in 2010-11, at approximately 1.1 passengers, compared to 1.3 passengers in 
2009-10. The number of baggage trolleys remained relatively constant over the whole reporting 
period, at around 2000 trolleys.  
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Chart 4.2.12: Brisbane Airport—flight information d isplay screens (international 
services) 
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Passenger ratings of the flight information display screens and signage and wayfinding were 
good or just below good over the whole reporting period (chart 4.2.12). The number of 
passengers per flight information display screen (during peak hour) was lower in 2010-11, at 
6.5 passengers, compared to 7.4 passengers in the previous period. This was down from the 
reporting period high of 14.8 passengers in 2006-07. The number of flight information display 
screens increased twice over the whole reporting period, from 211 screens in 2006-07 to 
240 screens in 2007-08, and then again in 2008-09 when it increased to 350 screens. The 
number of passengers per information point (during peak hour) was also lower in 2010-11, at 
around 207 passengers, compared to 234 passengers in 2009-10. The number of information 
points has not changed in the last three periods. Brisbane Airport noted in commentary that an 
additional information point had been included from 2008-09 onwards, bringing the total to 11, 
as a result of the airport revising its definition of information points. This figure included one 
visitor information desk, nine interactive kiosks and one directory board. 

Chart 4.2.13: Brisbane Airport—washrooms (internati onal services) 
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Passengers rated the standard of international terminal washroom facilities as good, or just 
below good, over the whole reporting period (chart 4.2.13). 

4.2.3 Domestic services 
Chart 4.2.14: Brisbane Airport—check-in (domestic s ervices) 
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Passenger ratings of check-in facility waiting time decreased within the good range in 2010-11 
(chart 4.2.14). The number of departing passengers per check-in desk (during peak hour) was 
at a reporting period high of just over 40 passengers in 2010-11.7 This compares to around 
28 passengers per check-in desk (during peak hour) between 2007-08 and 2009-10. The 
higher figure in the most recent period was attributable to a higher number of departing 
passengers during the peak as the number of check-in desks was unchanged at 16 between 
2007-08 and 2010-11.   

                                                      
7
  The ACCC’s Airport quality of service monitoring guideline and the Airports Act 1996 requires the provision of 

information concerning both the number of hours of operation with more than 80 per cent of check-in desks staffed 
and the total number of hours any check-in desks are open. However, Brisbane Airport has not provided this 
information. The appropriate staffing of the airport-supplied check-in counters remains the responsibility of the 
airlines. For comparison purposes, the ACCC has derived a quantitative criterion of utilisation wherever possible to 
assist with analysis—here the quantitative criterion of number of passengers per check-in desk was used.   
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Chart 4.2.15: Brisbane Airport—gate lounges (domest ic services) 
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Passenger ratings for the quality and availability of seating in lounge area and for the crowding 
in lounge area were good throughout the whole reporting period (chart 4.2.15). The number of 
departing passengers per seat in gate lounges (during peak hour) was relatively unchanged 
between 2007-08 and 2010-11, at around 0.8 passengers, compared to 1.1 passengers in 
2006-07. Notably, the number of seats in gate lounges increased twice over the whole 
reporting period, from 427 seats in 2006-07 to 577 seats in 2007-08 and again in 2010-11 
when the number of seats increased to 850. The number of departing passengers per square 
metre of lounge area (during peak hour) was just over 0.1 passengers over the whole reporting 
period. The total gate lounge area increased for the first time in the most recent period, from 
3522 square metres between 2006-07 and 2009-10 to 4560 square metres in 2010-11.  

Chart 4.2.16: Brisbane Airport—aerobridges (domesti c services) 
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The number of arriving passengers per aerobridge (during peak hour) was higher at 
346 passengers in 2010-11, compared to 318 passengers in 2009-10 and a reporting period 
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low of 224 passengers in 2008-09 (chart 4.2.16).8 The number of departing passengers per 
aerobridge (during peak hour) was also higher in 2010-11, at around 322 passengers, 
compared to 222 passengers in 2009-10. Notably, the number of aerobridges available for 
domestic flights remained at two over the whole reporting period. 

Chart 4.2.17: Brisbane Airport—security (domestic s ervices) 
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Passenger ratings of the quality of security search process were good over the reporting period 
(chart 4.2.17). The number of departing passengers per security clearance system (during 
peak hour) was higher in 2010-11, at 129 passengers, compared to 89 passengers in 2008-09 
and 2009-10. However, these figures compare to a reporting period high of 238 passengers in 
2006-07. The number of security clearance systems increased from two in 2006-07 and 
2007-08 to five from 2008-09 onwards. 

                                                      
8
  The ACCC’s Airport quality of service monitoring guideline and the Airports Act 1996 did not require the provision 

of information concerning the number of domestic passengers arriving via an aerobridge as is the case for 
international passengers. However, for comparative purposes the ACCC has derived a quantitative measure of 
utilisation whenever possible to assist with analysis. As such, the quantitative measure of number of passengers 
per aerobridge were used. 
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Chart 4.2.18: Brisbane Airport—baggage processing ( domestic services) 

0

1

2

3

4

5

6

2006–07 2007–08 2008–09 2009–10 2010–11

A
ve

ra
ge

 r
at

in
g

Passenger surveys— w aiting time for inbound baggage reclaim

Passenger surveys— information display for inbound baggage reclaim 

Passenger surveys— circulation space for inbound baggage reclaim 

Excellent

Good

Poor

Very poor

Satisfactory

 

Passenger ratings of the waiting time and circulation space for inbound baggage reclaim were 
good over the whole reporting period (chart 4.2.18). Passenger ratings of the information 
display for inbound baggage reclaim increased to good in 2010-11, from a rating of satisfactory 
in 2008-09 and in 2009-10.  

Chart 4.2.19: Brisbane Airport—baggage trolleys (do mestic services) 
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Passenger ratings of the findability of baggage trolleys decreased from excellent in 2009-10 to 
good in 2010-11 (chart 4.2.19). The number of passengers per baggage trolley (during peak 
hour) was higher in 2010-11, at around 3 passengers, compared to 2.4 passengers in 2009-10. 
The number of working accessible baggage trolleys increased from 400 in 2006-07 to 450 from 
2007-08 and onwards. 
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Chart 4.2.20: Brisbane Airport—flight information d isplay screens (domestic services) 
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Passenger ratings for flight information display screens and for the signage and wayfinding 
were relatively stable over the whole reporting period at good (chart 4.2.20). In 2010-11 the 
number of passengers per flight information display screen (during peak hour) was relatively 
unchanged 23 passengers. This is slightly higher than around 19 passengers in 2007-08 and 
2008-09, but lower than the reporting period high of 32 passengers in 2006-07. The number of 
flight information screens increased twice over the whole reporting period, from 31 screens in 
2006-07 to 47 screens in 2007-08, and again in 2010-11 when the number of flight information 
screens increased to 57. The number of passengers per information point (during peak hour) 
was also higher in 2010-11, at 1335 passengers. This is significantly higher than the reporting 
period low of 148 passengers in 2007-08. Brisbane Airport noted in commentary that the 
number of information points decreased from six in 2007-08 to one in 2008-09 onwards as a 
result of the airport revising its definition of information points. The current figure included one 
visitor information desk. There was no change to the number of information points in the most 
recent period, however, the number of passengers during peak hour was higher.  

Chart 4.2.21: Brisbane Airport—washrooms (domestic services) 
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Passenger ratings of the standard of domestic terminal washroom facilities were satisfactory, or 
just below good, over the whole reporting period (chart 4.2.21). 

4.2.4 Other airport services 
Chart 4.2.22: Brisbane Airport—availability of airs ide services and facilities (other 

airport services) 
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In 2010-11, airline ratings of the availability of runways and ground handling services remained 
good (chart 4.2.22). Airline ratings of the availability of taxiways and aircraft parking facilities 
and bays both increased from satisfactory in 2009-10 to good in 2010-11, while the rating of the 
availability of aprons decreased from good to satisfactory over the same period. In commentary 
to the airline surveys, a couple of airlines noted that, depending on time of day, arrivals can be 
subject to delays due to lack of runway availability and aircraft are regularly held in holding 
patterns. Some airlines noted that aprons and aircraft parking facilities may have availability 
restricted during peak times and if aircrafts arrive off schedule. One airline noted that taxiways 
can be congested during peak periods.  
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Chart 4.2.23: Brisbane Airport—standard of airside services and facilities (other airport 
services) 
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Airline ratings for the standard of the runways and taxiways remained within the good range in 
2010-11 (chart 4.2.23). Airline ratings for the standard of aircraft parking facilities and bays, and 
ground handling services and facilities increased from satisfactory in 2009-10 to good in 
2010-11. Aprons were the only services and facilities to receive a rating below good, 
decreasing to satisfactory in 2010-11. This was the first time the standard of aprons has 
received a rating below good for the whole reporting period.  

Chart 4.2.24: Brisbane Airport—runway traffic (othe r airport services) 
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Chart 4.2.25: Brisbane Airport—runway traffic conti nued (other airport services)  
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Note: Airservices Australia’s measures were devised as a guide to its own performance in handling air traffic, but 

they can also give some indication of airport constraints and, therefore, provide some indication of the 
adequacy of runway infrastructure or management. In particular, if demand is consistently close to 
operationally agreed capacity for the peak hour, it suggests that there is little spare capacity for increased 
traffic at that time. The measures relate to the busiest peak hour at the airport, averaged across all days in 
the month specified. The measures and their interpretation are explained in detail in the appendices to this 
report. 

In commentary to the results, Airservices Australia noted that runway demand remained high. 
The morning peak hour average was 44 arrivals within the hour. The maximum system delay 
increased throughout the year due to the need to change the major operational mode of the 
airport. This mode previously allowed smaller aircraft to simultaneously land on the shorter 
intersecting runway, but was cancelled during the year 2010-11 and has resulted in the 
maximum system arrival delay increasing from 8 to 13 minutes. 

Chart 4.2.26: Brisbane Airport—airport management r esponsiveness (other airport 
services) 
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The airline rating of airport management’s overall system for addressing quality of service 
concerns at Brisbane Airport was satisfactory over the whole reporting period, with the 
exception of 2008-09 when it was rated as good (chart 4.2.26).  In commentary to the airline 
surveys, several airlines noted that Brisbane Airport is approachable and generally responsive 
to issues raised. 

The border agencies’ rating of Brisbane Airport management’s approach to resolving quality of 
service issues remained unchanged at good over the whole reporting period. In commentary to 
the survey it was noted that Brisbane Airport generally responds rapidly and cooperatively to 
quality of service issues.  

Chart 4.2.27: Brisbane Airport—international termin al kerbside (other airport services)  
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In 2010-11, international passenger ratings of kerbside pick-up and drop-off facilities, and 
kerbside space congestion decreased from good in 2009-10 to satisfactory in 2010-11 
(chart 4.2.27). Passenger ratings for taxi facilities waiting time also decreased slightly in 
2010-11, but remained good.  

Chart 4.2.28: Brisbane Airport—domestic terminal ke rbside (other airport services) 
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In 2010-11, domestic passenger ratings of kerbside pick-up and drop-off facilities, and kerbside 
space congestion decreased slightly from 2009-10 and were rated as satisfactory 
(chart 4.2.28). Passenger ratings of the taxi facilities waiting time also decreased, but remained 
within the good range.  

4.3 Car parking at Brisbane Airport 
In this section, the monitoring results for car parking at Brisbane Airport are presented. This 
includes prices (section 4.3.1), revenues, costs and profits (section 4.3.2) and quality of car 
parking (section 4.3.3). Section 4.3.4 provides details on the various other transport options 
that are available for travelling to and from the airport. The following provides some relevant 
information for understanding the monitoring results at Brisbane Airport.  

Brisbane Airport’s car parking configurations 

Brisbane Airport provides three car parking facilities—a short-term and a long-term car park 
located near its domestic terminal and a combined short-term and long-term car park located in 
front of its international terminal.   

Investment in car parking infrastructure by Brisban e Airport 

• In April 2010, Brisbane Airport commenced construction of a new multi-level car park in the 
domestic precinct. It is expected to provide for around 5000 undercover car park spaces. 
Brisbane Airport advised that levels two to five were made operational in January 2012 and 
that levels six to nine are scheduled for completion in March 2012. While construction was 
underway, short-term car parking at the domestic terminal was relocated to two temporary 
car parks. 

• In November 2010, Brisbane Airport commenced work on the Domestic Terminal Access 
Project. Brisbane Airport advised that it was taken into operation in early February 2012. 
The project comprised the construction of an undercover elevated walkway that connect 
the new and old multi-level car park to the terminal. The project is intended to separate 
pedestrians from cars to create a safer environment to reduce congestion on the terminal 
road system. 

• A project to reconfigure the domestic terminal face roads commenced in November 2011 
and is expected to be completed by May 2012. Brisbane Airport commented that the 
project will improve pick-up and drop-off zones and will include a free passenger pick-up 
area. Brisbane Airport also commented that the project is also expected to address 
congestion and traffic delays. 

• In August 2010, the first stage of infrastructure development works on the Central Parking 
Area was completed. The site is located away from the terminals and caters for 330 taxis 
and 90 buses and limousines. 
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4.3.1 Prices  
Chart 4.3.1: Brisbane Airport—prices at short-term international car park  
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The majority of short-term car parking prices at Brisbane Airport’s international terminal were 
unchanged in 2010-11, with only a couple of price points increasing (chart 4.3.1). 

The price for one and two hours short-term parking at Brisbane Airport’s international terminal 
were unchanged in 2010-11, at $13 and $16 respectively. The price for three and four hours 
increased by $2 (10 per cent) and $3 (13.6 per cent) respectively to $22 and $25. Brisbane 
Airport charged a flat rate between five and 24 hours, which was unchanged at $30 in 2010-11. 

Over the whole reporting period, the largest increase was for five hours parking. Notably, from 
2007-08 to 2008-09, Brisbane Airport charged a flat rate between six and 24 hours. In 2009-10, 
this was changed to a flat rate between five and 24 hours. As a result, the price for five hours 
parking increased by $12 (66.7 per cent) in that period and by $14 (87.5 per cent) between 
2006-07 and 2010-11. The price for one, two and three hours parking increased by $5 
(62.5 per cent), $6 (60 per cent) and $10 (83.3 per cent) over the same period.  
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Chart 4.3.2: Brisbane Airport—prices at short-term domestic car park 
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In 2010-11, Brisbane Airport increased and decreased a number of short-term car parking 
prices at its domestic terminal (chart 4.3.2).  

The price for one and two hours short-term parking at the domestic terminal were unchanged at 
$13 and $16 respectively—the same as was charged at the international terminal. Similarly to 
the international terminal, the price for three and four hours increased by $2 (10 per cent) and 
$3 (13.6 per cent) respectively to $22 and $25. Brisbane Airport charged a flat rate between 
five and 24 hours, which decreased by $10 (-20 per cent) to $40 in 2010-11. This compares to 
$30 charged for the same period at the international terminal.  

Over the whole reporting period the price for five and six hours parking saw the greatest 
increase—by $24 (150 per cent) and $22 (122.2 per cent) respectively. From 2007-08 to 
2008-09, Brisbane Airport charged a flat rate between six and 24 hours. In 2009-10, this was 
changed to a flat rate between five and 24 hours.      

Chart 4.3.3: Brisbane Airport—prices at long-term i nternational car park  

 0

 10

 20

 30

 40

 50

 60

 70

 80

 90

 100

 110

2006–07 2007–08 2008–09 2009–10 2010–11

D
ol

la
rs

Long-term international car park—1 day Long-term international car park—2 days

Long-term international car park—3 days Long-term international car park—5 days

Long-term international car park—7 days
 



Brisbane Airport monitoring results   Airport monitoring report 2010-11 

  

128 

Brisbane Airport did not make any changes to its long-term car parking prices at its 
international car park in 2010-11 (chart 4.3.3). 

However, all price points increased over the whole reporting period. Notably, the price for one, 
two and three days parking increased by $8 (36.4 per cent), $11 (28.2 per cent) and $14 
(25 per cent) respectively between 2006-07 and 2010-11 to be $30, $50 and $70. Over the 
same period, the price for five and seven days parking increased by $8 each, or 9.8 per cent 
and 8.8 per cent respectively, to be $90 and $99 in 2010-11.  

Chart 4.3.4: Brisbane Airport—prices at long-term d omestic car park 
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Brisbane Airport increased the majority of its long-term parking prices for its domestic car park 
in 2010-11 (chart 4.3.4). 

The price for one, two and three days car parking all increased by $5 (14.3 per cent, 9.1 per 
cent and 6.7 per cent respectively) to $40, $60 and $80 in 2010-11. These prices are $10 
higher than parking for the same time period at the international terminal. Over the whole 
reporting period, the price for one, two and three days parking increased by $18 (81.8 per 
cent), $21 (53.9 per cent) and $24 (42.9 per cent) respectively.  

The price for four (not shown on graph) and five days parking also increased by $5 each 
(5.3 per cent and 4.4 per cent) to $100 and $120 in 2010-11. These prices are $20 higher than 
parking for the same time period at the international terminal. Over the whole reporting period, 
the price for four and five days parking increased by $27 (37 per cent) and $38 (46.3 per cent) 
respectively 

The price for seven days parking was unchanged in 2010-11, at $140. This is $41 higher than 
parking for the same time period at the international terminal. Between 2006-07 and 2010-11, 
the price for seven days parking increased by $49 (53.9 per cent).   
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4.3.2 Revenues, costs and profits 
Table 4.3.1: Brisbane Airport—comparing car parking  revenues, operating expenses 

and operating margins to that of the total airport 

 Facility 2006-07 2007-08 2008-09 2009-10 2010-11 

International 
combined short-term 
and long-term 

951 1740 1740 1740 1740 

Domestic short-term 842 858 810 976 1133 

Domestic long-term 4100 4148 4635 4410 4410 

Staff 2723 3575 2730 2484 2484 

Number of car park 
spaces  

Total 8616 10 321 9915 9610 9767 

International 
combined short-term 
and long-term 

1937 1664 1932 1845 1815 

Domestic short-term 3168 2825 2631 2498 2298 

Average daily car 
park throughput 

Domestic long-term 1036 975 993 1399 1462 

Car parking 39.8 43.9 52.3 58.1 60.1 Revenue ($million) 

Total airport 332.6 393.4 381.8 423.7 456.5 

Car parking 8.9 11.8 12.5 13.5 17.1 Operating expenses 
($million) 

Total airport 116.7 138.4 168.8 175.8 189.4 

Car parking 30.9 32.1 39.8 44.7 42.9 Operating margin 
($million) 

Total airport 215.9 254.9 213.0 247.9 267.2 

Car parking 77.6% 73.1% 76.0% 76.8% 71.5% Operating margin as 
a % of revenue 

Total airport 64.9% 64.8%  55.8% 58.5% 58.5% 

Brisbane Airport increased its total car parking capacity by 157 spaces (1.6 per cent) in 
2010-11 (table 4.3.1). Over the whole reporting period, the total number of car parking spaces 
increased by 1151 spaces (13.4 per cent). Although, the total number of car park spaces 
available in the most recent period was 554 spaces (5.4 per cent) less than the number of 
spaces available in 2007-08. Car parking capacity has increased at a significantly faster rate at 
the international terminal than the domestic terminal, however, car parking capacity at the 
domestic terminal remains significantly higher than at the international terminal. Brisbane 
Airport noted that it has one dedicated staff car park at the international terminal for ‘standard’ 
staff parking that is used for both domestic and international terminal staff. In addition, while 
there is no separate staff parking at the domestic terminal, ‘priority staff parkers’ are permitted 
to park in any short-term bays at the domestic terminal. The average daily throughput of the 
international car park and the domestic short-term car park decreased over the whole reporting 
period. The average daily throughput of the domestic long-term car park increased over the 
same period. Further information on the number of car park spaces and average daily 
throughput is provided in charts 4.3.5, 4.3.8, 4.3.9 and 4.3.10 below.  

Car parking revenue increased by 3.3 per cent in 2010-11 to $60.1 million. As a percentage of 
total airport revenue, car parking revenue decreased from 13.7 per cent in 2009-10 to 
13.2 per cent in 2010-11. Notably, car parking revenue increased at a slower rate in the most 
recent period than total airport revenue, which increased by 7.8 per cent. Over the whole 
reporting period, car parking revenue increased by 50.9 per cent, while total airport operating 
revenue increased by 37.3 per cent.     

Operating expenses for car parking increased by 27.1 per cent in 2010-11 to $17.1 million. 
Brisbane Airport advised that the majority of this increase was due to higher depreciation costs 
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associated with investment. The airport also advised that a smaller proportion of the increase 
was attributable to additional kerbside management costs associated with staffing to manage 
traffic activity for changed conditions during construction of the new car park and terminal face 
roads. As a percentage of total airport operating expenses, car parking operating expenses 
increased from 7.7 per cent in 2009-10 to 9.1 per cent in 2010-11.Over the whole reporting 
period, car parking operating expenses increased by 92.2 per cent, while total airport operating 
expenses increased by 62.3 per cent. 

In 2009-10, Brisbane Airport noted in commentary to its monitoring results that, between 
2005-06 and 2009-10, it invested approximately $114 million in car parking and $251 million in 
road infrastructure. Investments have included a new five level car park at the international 
terminal ($32 million), a new high speed terminal access road (Moreton Drive) ($220 million), 
taxi facilities and, as noted above, it is currently constructing a new multi-level car park at the 
domestic terminal ($170 million). In 2010-11 Brisbane Airport commented that it invested in the 
Domestic Terminal Access Project ($57 million), reconfiguration of the domestic terminal face 
roads and a free passenger pick-up facility ($22 million). The airport advised that these projects 
are intended to address congestion and traffic delays and improve capacity.  

As a result of car parking operating expenses increasing at a faster rate than revenue, 
Brisbane Airport’s car parking operating margin decreased by 3.8 per cent to $42.9 million in 
2010-11. As a percentage of total airport operating margin, car parking operating margin 
decreased from 18 per cent in 2009-10 to 16.1 per cent in 2010-11. Over the whole reporting 
period, the car parking operating margin increased by 39 per cent, while total airport operating 
margin increased by 23.7 per cent. 

Car parking operating margin as a percentage of car parking revenue was 71.5 per cent in 
2010-11, while for total airport the figure was 58.5 per cent. Car parking operating margin as a 
percentage of car parking revenue fluctuated between 73.1 per cent and 77.6 per cent over the 
previous four periods, while for total airport it fluctuated between 55.8 per cent and 
64.9 per cent. 

Chart 4.3.5: Brisbane Airport—car parking revenues,  operating expenses and 
operating margins per car park space 

 0

1 000

2 000

3 000

4 000

5 000

6 000

7 000

2006–07 2007–08 2008–09 2009–10 2010–11

D
ol

la
rs

 p
er

 c
ar

 p
ar

k

4 000

5 000

6 000

7 000

8 000

9 000

10 000

11 000

N
um

be
r 

of
 c

ar
 p

ar
k 

sp
ac

es

Revenue per car park space Operating expenses per car park space

Operating margin per car park space Number of car park spaces (RHS)

 

Car parking revenue and operating expenses per car park space increased in 2010-11, while 
operating margin per car parking space decreased (chart 4.3.5).  

Car parking revenue per car park space increased from $6050 in 2009-10 to $6151 in 2010-11 
(1.7 per cent). Notably, car parking revenue increased by 3.3 per cent, while the number of car 
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park spaces increased by a lesser extent (1.6 per cent). Over the previous four periods, car 
parking revenue per car park was between $4257 (2007-08) and $6050 (2009-10).  

In 2010-11, car parking operating expenses per car park space increased by 25 per cent from 
$1403 in 2009-10 to $1754. Car parking operating expenses per car park space increased in 
every period over the whole reporting period by a total of 69.5 per cent, from $1035 in 2006-07. 
This was attributable to operating expenses increasing at a significantly faster rate (92.2 per 
cent) than the number of car park spaces (13.4 per cent).  

As a result of operating expenses increasing by more than revenue, the operating margin per 
car park space decreased from $4647 in 2009-10 to $4397 in 2010-11 (-5.4 per cent). Car 
parking operating margin per car park increased by 22.6 per cent over the whole reporting 
period, from $3587 in 2006-07. As noted above, Brisbane Airport undertook investment in car 
parking and landside access services and facilities throughout the whole reporting period and 
since then.        

The total number of car parking spaces increased by 157 spaces to 9767 spaces in 2010-11 
(1.6 per cent). This follows a decrease by 3.1 per cent in the previous period, which Brisbane 
Airport noted was due to construction work for the multi-level car park at the domestic terminal. 
Over the whole reporting, the total number of car parking spaces increased by 13.4 per cent, 
from 8616 spaces in 2006-07. This increase was attributable to increases in the international 
combined short- and long-term car park totalling 789 spaces (83 per cent), while the domestic 
short-term and long-term car parks increased by 291 spaces (34.6 per cent) and 310 spaces 
(7.6 per cent) respectively. It is worth noting that the total number of car parking spaces in 
2010-11 is still below the number of spaces available in 2008-09 (10 321 spaces). 

4.3.3 Quality of car parking 
Chart 4.3.6: Brisbane Airport—international passeng er survey ratings for car parking 
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International passengers’ ratings of Brisbane Airport’s car parking availability decreased from 
good in 2009-10 to satisfactory in 2010-11 (chart 4.3.6). At the same time, international 
passengers’ ratings of car parking standard remained good. Indeed, Brisbane Airport’s car 
parking availability and standard has been rated as good by international passengers over the 
whole reporting period, with the exception of car parking availability in 2007-08 and for the most 
recent period when it was rated as satisfactory. Car parking time taken to enter was rated as 
good over the whole reporting period. 
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Chart 4.3.7: Brisbane Airport—domestic passenger su rvey ratings for car parking 
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Domestic passengers’ ratings of Brisbane Airport’s car parking availability and standard 
increased slightly in 2010-11, but remained rated as satisfactory (chart 4.3.7). The results 
compare to ratings of poor for availability and standard in 2007-08. Domestic passengers’ 
ratings of the time taken to enter car parking facilities decreased in 2010-11 but remained 
within the satisfactory range. 

Chart 4.3.8: Brisbane Airport—number of car park sp aces and average daily 
throughput for international car park 
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Since 2007-08, the number of car parking spaces in the international terminal car park has 
remained unchanged at 1740 spaces (chart 4.3.8). In 2007-08, a new multi-level car park for 
international users was opened, providing an additional 790 spaces.  

The average daily throughput in the international car park decreased for the second 
consecutive period, from 1845 car per day in 2009-10 to 1815 cars per day in 2010-11 (-1.6 per 
cent). The daily throughput has fluctuated over the whole reporting period between 1663 cars 
per day (2007-08) and 1937 cars per day (2006-07).  
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Chart 4.3.9: Brisbane Airport—number of car park sp aces and average daily 
throughput for short-term domestic car park 
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In 2010-11, the number of short-term car park spaces at the domestic terminal increased from 
976 spaces in 2009-10 to 1133 spaces (16.1 per cent) (chart 4.3.9). Over the whole reporting 
period, the number of short-term car park spaces increased by 291 spaces (34.6 per cent). The 
largest increases occurred in 2009-10 (166 spaces) and 2010-11 (157 spaces), while there was 
a decrease by 48 spaces in 2008-09. 

The average daily throughput in the short-term car park at the domestic terminal decreased 
from 2498 cars per day in 2009-10 to 2298 cars per day in 2010-11 (-8 per cent). This figure 
has been decreasing over the whole reporting period and is at a reporting low in 2010-11.  

Chart 4.3.10: Brisbane Airport—number of car park s paces and average daily 
throughput for long-term domestic car park 
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In 2010-11, the number of long-term car park spaces at the domestic terminal remained 
unchanged at 4410 spaces (chart 4.3.10). This follows a reduction in the number of car parking 
spaces in the previous period, from 4635 spaces in 2008-09 to 4410 spaces in 2010-11 
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(-4.9 per cent). Brisbane Airport noted that this was a temporary decrease due to the 
construction of the new multi-level car park. The number of long-term car park spaces available 
at the domestic terminal is now 310 spaces, or 7.6 per cent, more than in 2006-07.   

The average daily throughput in the long-term car park increased from 1399 cars per day in 
2009-10 to 1462 cars per day in 2010-11 (4.5 per cent). This reflected an increase in the total 
annual throughput of the domestic long-term car park by 4.5 per cent to around 533 450 cars in 
2010-11. This is 41.1 per cent higher than the 378 170 cars that used the domestic long-term 
car park at the start of the reporting period (2006-07). 

4.3.4 Other transport options to the airport 

There are various transport options to Brisbane Airport other than on-airport car parking. For 
some of these options, the airport imposes a charge as follows: 

• Terminal drop-off and pick-up 

− Brisbane Airport advised that, due to legislative security requirements, stopping in 
these areas for more than two minutes is not allowed and cars must not be left 
unattended at any time. The airport does not apply a charge for terminal drop-off and 
pick-up. Brisbane Airport also commented that it is introducing a dedicated 
passenger pick-up area at the domestic terminal. The airport advised that, when 
open, the facility will be free for the first 15-20 minutes and will provide approximately 
220 spaces. 

• Off-airport parking 

− A number of off-airport car parking facilities service Brisbane Airport. Off-airport 
prices sampled by the ACCC ranged from $169 to $5010 for one day’s parking and 
$3611 to $7012 for three days.   

− Off-airport parking operators are charged a monthly fee by Brisbane Airport for 
access to the airport. The airport received a total of $237 000 from off-airport 
operators in 2010-11, an increase by 34.7 per cent from $176 000 in 2009-10.13    

• Taxis 

− Brisbane Airport charges a $3 airport service fee on taxis departing from the airport. 
The fee did not increase in 2010-11 compared to the previous period. The airport 
received a total of $3.1 million in revenue from taxi charges in 2010-11, an increase 
of 20 per cent from around $2.6 million in 2009-10.  

− Brisbane Airport noted that facilities it provides for taxis includes taxi rank 
supervision, dedicated roads at the terminals and taxi waiting areas (which include 
waiting bays, toilets, prayer rooms and a café).  

• Trains 

− Brisbane Airport is serviced by a privately owned and operated train. The service 
costs $15.50 from the airport to the city one way, and $29 for a return trip.14 The 
service is integrated into the suburban train network, with trains running from 
Brisbane Airport directly to Brisbane’s CBD and to the Gold Coast.  

                                                      
9
  Alpha Car Parking, rates, viewed 6 January 2012, http://www.alphaairportparking.com.au/rates.php. 

10
  Portside Airport Parking, viewed 6 January 2012, http://www.portsideparking.com.au/rates.asp.   

11
  Alpha Car Parking, rates, viewed 6 January 2012, http://www.alphaairportparking.com.au/rates.php. 

12
  Wilson Brisbane Airport International Car Park, viewed 6 January 2012, 

http://www.wilsonparking.com.au/go/wilson-car-parks/qld/brisbane-international-airport. 
13

  In last year’s report, the total revenue received from off-airport operators was reported as $128 000. Brisbane 
Airport advised in 2010-11 that this figure should have been $176 000. 

14
  Airtrain, tickets, viewed 6 January 2012, http://www.airtrain.com.au/products_cbd.php. 
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− Brisbane Airport received a total of $145 000 in revenue from a corridor lease for the 
train in 2010-11, an increase by 2.8 per cent from $141 000 in 2009-10. The airport 
noted that it does not receive any per ticket or per passenger revenue from the train. 

• Buses and hire cars 

− A public bus route runs between Chermside and the airport village from Monday to 
Friday. Brisbane Airport operates a courtesy bus from the Airport Village to the 
terminals. There are also several commercial bus companies specialising in services 
to the Brisbane CBD and city hotels, to the Gold Coast, and to the Sunshine Coast.  

− Brisbane Airport charges scheduled bus services a monthly fee to access the airport. 
The airport received a total of $124 000 in revenue in 2010-11, an increase of 
3.3 per cent from $120 000 in 2009-10. 

− Private bus operators are charged per entry and hire cars and limousines are 
charged per pick-up. Brisbane Airport received a total of $1.7 million in revenue from 
these operators in 2010-11, a 32.9 per cent increase from $1.3 million in 2009-10.15  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

                                                      
15

  In last year’s report, reported total revenue from private bus and private car operators was reported as $1.4 million. 
Brisbane Airport advised in 2010-11 that this figure should have been $1.3 million. In particular, in 2009-10, 
Brisbane Airport reported total revenue from private bus and private car operators of $1 345 000. The airport also 
provided a breakdown of this revenue, advising that $840 000 was received from private bus operators and 
$510 000 was received from private car operators. In 2010-11, Brisbane Airport advised that the total revenue 
figure should have been $1 297 000. The airport advised that it was unable to provide a breakdown between 
private bus and private car operators for the revised figure.   
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5 Melbourne Airport 

Key points 

Aeronautical services 

• Passenger numbers, tonnes landed and aircraft movements all increased in the most recent 
period. 

• The majority of Melbourne Airport’s charges for aeronautical services increased, although 
some charges decreased and one charge remained unchanged. 

− Landing charges for passenger aircraft using the international terminal, which contributes 
the greatest proportion towards total aeronautical revenue, increased by 2.8 per cent. 

• Aeronautical revenue increased from $212 million in 2009-10 to $231.9 million in 2010-11 
(9.4 per cent). Operating expenses for aeronautical services increased by 10.9 per cent, from 
$113.3 million in 2009-10 to $125.6 million in 2010-11.   

− As a result of aeronautical revenue increasing by more than operating expenses in dollar 
terms, operating margin increased by 7.7 per cent to $106.3 million in 2010-11. 

• On a per passenger basis, aeronautical revenue and operating expenses increased in the 
most recent period, while operating margin decreased slightly. 

− Aeronautical revenue per passenger (an indicator of average prices) increased by 1.5 per 
cent to $8.19 in 2010-11, while operating expenses per passenger increased by 2.9 per 
cent to $4.43. Aeronautical operating margin per passenger decreased by just under 
0.1 per cent to $3.75 in 2010-11. 

• The rate of return on aeronautical assets was lower at 12.3 per cent in 2010-11. This was a 
result of the value of aeronautical assets increasing by more than earnings. 

• From 2006-07 to 2010-11, Melbourne Airport’s overall ratings for domestic and international 
terminal services and other airport services were satisfactory. However, airlines and border 
agencies reported lower ratings for some aeronautical services. 

Car parking 

• The majority of Melbourne Airport’s short-term car parking prices were unchanged in 2010-11. 
At the same time, the majority of long-term car parking prices (particularly for multi-level and 
business car parks) increased.  

• Car parking revenue increased by 10.4 per cent to $114.6 million in 2010-11, while operating 
expenses increased by 20.4 per cent to $27.7 million.  

− As a result of revenue increasing by a greater amount than operating expenses (in dollar 
terms), car parking operating margin increased by 7.5 per cent to $86.9 million in 2010-11. 

• Melbourne Airport’s total car parking capacity remained unchanged at 22 412 spaces.  

− On 21 December 2011, Melbourne Airport commenced a ring and ride service, which set 
aside 64 spaces in the uncovered long-term car park to allow drivers to wait for free for up 
to 20 minutes before collecting arriving passengers.    

• Passenger survey ratings for car parking availability, standard were at satisfactory levels, or 
just below good, throughout the whole reporting period. Time taken to enter was rated as 
good.
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5.1 Melbourne Airport price monitoring results 
In this section prices monitoring and financial reporting results are presented for aeronautical 
and total airport services. This includes activity levels (section 5.1.1), prices (section 5.1.2) and 
revenues, costs and profits (section 5.1.3). 

5.1.1 Activity 

Chart 5.1.1: Melbourne Airport—volume of passengers , tonnes landed and aircraft 
movements 
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The number of passengers, tonnes landed and aircraft movements at Melbourne Airport all 
increased in 2010-11 (chart 5.1.1).  

Passenger numbers increased from around 26.3 million in 2009-10 to 28.3 million in 2010-11 
(7.8 per cent). This was the second largest increase in the whole reporting period (2006-07 to 
2010-11). The largest increase in passenger throughput occurred in 2007-08, when passenger 
numbers increased by 7.9 per cent compared to the previous year. Over the whole reporting 
period, the number of passengers passing through the airport increased by around 
25.9 per cent, from 22.5 million in 2006-07.  

In 2010-11, tonnes landed at Melbourne Airport increased by around 6.7 per cent to just under 
10.8 million tonnes. Over the whole reporting period, tonnes landed increased by 22.8 per cent 
from just under 8.8 million tonnes in 2006-07.  

Aircraft movements increased from 195 900 movements in 2009-10 to 206 100 movements in 
2010-11 (5.2 per cent). Over the whole reporting period, aircraft movements increased by 
14.4 per cent, from 180 200 movements in 2006-07.  
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5.1.2 Prices 

Table 5.1.1: Melbourne Airport—schedule of average charges and indexed average list 
prices (2006-07 as base year) (including GST) 1 

 Indexed average list prices 

 Average 
charge   

per unit 

     

 $ 2006-07 2007-08 2008-09 2009-10 2010-11 

Aeronautical services       

Landing charge       

T2 international terminal (for 
passenger aircraft utilising 
international terminal operated by 
Melbourne Airport) (per passenger) 15.06 100.0 112.4 117.4 119.8 123.1 

Other (for passenger aircraft not 
utilising international terminals 
operated by Melbourne Airport) 
(per passenger) 3.81 100.0 102.4 102.4 102.4 102.4 

Common user domestic terminals 
(per passenger) 4.99 100.0 114.3 120.0 117.4 119.1 

International freight (per MTOW)(a) 8.17 100.0 102.2 106.7 108.9 111.9 

Domestic freight (per MTOW)(a) 8.17 100.0 102.2 106.7 108.9 111.9 

General aviation (per MTOW)(a) 15.33 100.0 115.0 120.0 122.5 126.0 

Parking (per 15 minutes)(b) 35.06 100.0 105.2 109.9 112.1 115.3 

Check-in desks (per hour) 25.65 100.0 112.4 117.4 119.8 123.2 

Pre conditioned air (per hour)(c) 224.77 NR NR 100.0 92.6 95.5 

Common user domestic terminals 
passenger screening (includes check 
baggage screening) (per passenger) 3.00 100.0 136.8 133.1 165.3 162.3 

International passenger and bag 
screening (per passenger) 4.44 100.0 147.1 134.7 133.5 130.7 

Airport security charge (passengers) 
(per passenger) 0.26 NR NR 100.0 94.2 90.7 

Airport security charge (freighters) 
(per MTOW) 0.26 NR NR 100.0 94.2 90.7 

Minimum charges             

International and domestic freight 
minimum charge 164.35 100.0 112.1 117.1 119.5 122.8 

General aviation minimum charge 224.61 100.0 112.3 117.3 119.7 123.1 

Notes: NR Not relevant. 

 (a) Minimum charges applicable. 

 (b) Applicable after first three hours from 1 July 2007 (applicable after first six hours up to 30 June 2007). 

 (c) New charge introduced in July 2008. 

                                                      
1
  Where a list price changed during a financial year, the average of that charge has been reported in table 5.1.1. 
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In 2010-11, the majority of Melbourne Airport’s charges for aeronautical services increased, 
although some charges decreased and one charge remained unchanged (table 5.1.1). 
Melbourne Airport noted that its operating expenses also increased (see table 5.1.2 below). 

Landing charges for passenger aircraft using the international terminal increased from 
$14.65 per passenger in 2009-10 to $15.06 per passenger in 2010-11 (2.8 per cent). The 
international landing change made the largest contribution to total aeronautical revenue in 
2010-11 at 37.3 per cent. This charge has increased by 23.1 per cent over the whole reporting 
period from $12.23 in 2006-07.  

Domestic landing changes, which remained unchanged at $3.81 per passenger in 2010-11, 
made the second largest contribution to total aeronautical revenue at 32.4 per cent. Domestic 
landing charges have increased by 2.4 per cent over the whole reporting period, from $3.72 per 
passenger in 2006-07.  

Common user domestic terminal charges, which contribute around 13.4 per cent of total 
aeronautical revenue, increased from $4.92 per passenger in 2009-10 to $4.99 per passenger 
in 2010-11 (1.4 per cent). International and domestic freight and general aviation charges 
(charged per MTOW) all increased by approximately 2.8 per cent in 2010-11, as did the 
minimum charges applying to these.   

Security related charges decreased by between 1.8 per cent and 3.7 per cent in 2010-11. 
Security related charges in 2010-11 contributed approximately 11.7 per cent of total 
aeronautical revenue. Despite the decreases in the most recent period, the common user 
domestic terminal passenger screening charge increased by 62.3 per cent from $1.85 per 
passenger in 2006-07 to $3 per passenger in 2010-11. The international passenger and 
baggage screening charge increased by 30.7 per cent over the same period, from $3.40 per 
passenger to $4.44 per passenger.   

In 2008-09, Melbourne Airport introduced a new charge for pre-conditioned air. This charge 
increased by 3.1 per cent in 2010-11 following a decrease of 7.4 per cent in the previous 
period. 

5.1.3 Revenues, costs and profits 

Table 5.1.2 lists the revenues, operating expenses and operating margins for aeronautical 
services at Melbourne Airport from 2006-07 to 2010-11. 

Table 5.1.2: Melbourne Airport—revenues, operating expenses and operating margins 
for aeronautical services ($thousand) 

 2006-07 2007-08 2008-09 2009-10 2010-11 

Aeronautical revenue  159 623 187 435 197 113 211 989 231 938 

Aeronautical operating 
expenses  86 715 94 946 102 735 113 260 125 605 

Aeronautical operating 
margin  72 908 92 489 94 378 98 729 106 333 

Aeronautical revenue, operating expenses and operating margin for Melbourne Airport all 
increased in 2010-11 (table 5.1.2). 

Revenue from aeronautical services increased by $20 million (9.4 per cent) in 2010-11. Over 
the whole reporting period, aeronautical revenue increased by 45.3 per cent. The largest 
increase occurred in 2007-08 when revenue increased by $27.8 million (17.4 per cent). 
Melbourne Airport advised that the increase in 2007-08 was partly the result of a new 
commercial agreement for aeronautical services commencing with airlines. 
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Aeronautical operating expenses increased by $12.4 million (10.9 per cent) in 2010-11. This 
was the largest increase over the whole reporting period. The second largest increase occurred 
in 2009-10, when aeronautical operating expenses increased by 10.2 per cent, coinciding with 
the airport undertaking significant terminal works. From 2006-07 to 2010-11, operating 
expenses increased by $38.9 million (44.9 per cent).     

Despite aeronautical operating expenses increasing at a faster rate than revenue, revenue was 
still higher than operating expenses in 2010-11, which resulted in operating margin increasing 
by 7.7 per cent to $106.3 million. Over the whole reporting period aeronautical revenue 
increased at a faster rate than operating expenses resulting in margins increasing by 
45.8 per cent. 

Aeronautical revenue per passenger 

Chart 5.1.2: Melbourne Airport—aeronautical revenue , operating expenses and 
operating margin per passenger 
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Aeronautical revenue and operating expenses on a per passenger basis increased at 
Melbourne Airport in 2010-11, while operating margin per passenger remained relatively 
unchanged (chart 5.1.2).  

Aeronautical revenue per passenger increased from $8.06 in 2009-10 to $8.19 in 2010-11 
(1.5 per cent). Over the entire reporting period, aeronautical revenue per passenger increased 
by 15.4 per cent, from $7.10 in 2006-07. Over the same period, passenger numbers increased 
at a lower rate (25.9 per cent) than aeronautical revenue (45.3 per cent). The largest increase 
occurred in 2007-08, when aeronautical revenue per passenger increased by 8.9 per cent. 
Melbourne Airport advised that the increase in 2007-08 was partly due to a new commercial 
agreement for aeronautical services commencing with airlines.  

Operating expenses for aeronautical services increased from $4.31 per passenger in 2009-10 
to $4.43 in 2010-11—an increase of 2.9 per cent. Aeronautical operating expenses per 
passenger increased in every year over the reporting period and by a total of 15 per cent, from 
$3.85 per passenger in 2006-07.    

Aeronautical operating margin per passenger decreased marginally from $3.76 in 2009-10 to 
$3.75 (-0.1 per cent). This was the third consecutive decrease. Despite these decreases, 
aeronautical operating margin per passenger increased by 15.8 per cent over the whole 
reporting period, from $3.24 in 2006-07. The increase over this period was attributable to 
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revenue from aeronautical services increasing (45.3 per cent) at a faster rate than operating 
expenses (44.9 per cent). 

Line in the sand approach 

As discussed in chapter 1, the ACCC required airport operators to provide additional 
information relating to the aeronautical asset base under the ‘line in the sand’ approach for the 
first time in 2007-08. Under this approach, 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. The starting 
line in the sand asset base figures are shown in table 5.1.3. 

Table 5.1.3: Melbourne Airport—starting line in the  sand asset base as at 30 June 2005 
($thousand) 

Airport Land Property, plant and 
equipment 

Total line in the sand 
asset base 

Melbourne 49 190 424 359 473 549 

Melbourne Airport advised in its regulatory accounts that a schedule of line in the sand values 
for aeronautical assets is not required. Melbourne Airport’s total aeronautical asset base used 
for the regulatory accounts matches the line in the sand aeronautical asset base values 
required by the ACCC and, for the purposes of its regulatory accounts, Melbourne Airport does 
not record revaluations of its aeronautical assets. Therefore, line in the sand measures are not 
separately reported for Melbourne Airport in this report. 

Security services 

Chart 5.1.3: Melbourne Airport—security revenues, e xpenses and revenues per 
passenger 
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Total security revenue and revenue per passenger decreased at Melbourne Airport in 2010-11, 
while total security expenses increased (chart 5.1.3). Government mandated security charges 
are directly related to the government mandated security levels (see chapter 1). These charges 
are set to recover the costs of these activities.  
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Total security revenue decreased from $29.2 million in 2009-10 to $28.9 million in 2010-11—a 
decrease of 1 per cent. Between 2006-07 and 2010-11, total security revenue increased by 
110.2 per cent, from $13.7 million in 2006-07. A large proportion of this growth occurred in 
2007-08, when security revenue increased by 48.9 per cent.  

Security revenue as a proportion of aeronautical revenue decreased from 13.8 per cent in 
2009-10 to 12.5 per cent in 2010-11. This compares to 2006-07, when security revenue 
contributed 8.6 per cent to aeronautical revenue. Security revenue accounted for around 
5.3 per cent of total airport revenue in 2010-11. Notably, passenger and bag screening charges 
for domestic and international passengers increased substantially over the whole reporting 
period (by 62.3 per cent and 30.7 per cent respectively) (see table 5.1.1).  

On a per passenger basis, security revenue decreased from $1.11 in 2009-10 to $1.02 in 
2010-11 (-8.1 per cent).as a result of the volume of passengers increasing (7.8 per cent) while 
total security revenue decreased (-1 per cent). Between 2006-07 and 2010-11, security 
revenue per passenger increased by 66.9 per cent, from $0.61 in 2006-07, despite the 
decrease in the most recent period.  

Total security expenses increased from $25.8 million in 2009-10 to $27.6 million in 2010-11 
(6.8 per cent). Over the whole reporting period, security expenses increased by 91.6 per cent 
from $14.4 million in 2006-07. Similarly to security revenue, a large proportion of this increase 
occurred in 2007-08, when security expenses increased by 50.3 per cent.  

As a proportion of aeronautical operating expenses, security expenses decreased slightly from 
22.8 per cent in 2009-10 to 21.9 per cent in 2010-11. This compares to 2006-07, when security 
expenses represented 16.6 per cent of aeronautical operating expenses. Security expenses 
accounted for around 14.2 per cent of total airport operating expenses in 2010-11. 

Revenue shares 

Chart 5.1.4: Melbourne Airport—total revenue shares  (aeronautical and non-
aeronautical services)  
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Aeronautical revenue as a proportion of total airport revenue remained relatively unchanged at 
around 42.5 per cent in 2010-11, compared to 42.2 per cent in 2009-10 (chart 5.1.4). 
Aeronautical revenue as a proportion of total airport revenue was relatively constant over the 
whole reporting period, at around 42.6 per cent on average.   
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Total airport services 

Chart 5.1.5: Melbourne Airport—total airport revenu es, operating expenses and 
operating margins  
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In 2010-11, total airport revenue, operating expenses and operating margin all increased at 
Melbourne Airport (chart 5.1.5). 

Total airport revenue increased from $503 million in 2009-10 to $545.4 million in 2010-11 
(8.4 per cent) as a result of aeronautical and non-aeronautical revenue increasing by 
$20 million (9.4 per cent) and $22.4 million (7.7 per cent) respectively. Over the whole reporting 
period, total airport revenue increased by around $171.6 million (45.9 per cent). The largest 
increase occurred in 2007-08, when total airport revenue increased by 17 per cent, from 
$373.8 million (2006-07) to $437.5 million (2007-08). This coincided with a new commercial 
agreement commencing with airlines for aeronautical services. 

In 2010-11, total airport operating expenses increased by 10.8 per cent from $175.5 million in 
2009-10 to $194.5 million in 2010-11. This was a result of aeronautical operating expenses 
increasing by $12.4 million (10.9 per cent) and non-aeronautical expenses increasing by 
$6.6 million (10.6 per cent). Total airport operating expenses increased by 33.8 per cent 
between over the whole reporting period, from $145.4 million in 2006-07.   

As a result of total airport revenue increasing ($42.4 million) by more than operating expenses 
($19 million), the operating margin increased by 7.2 per cent from $327.5 million in 2009-10 to 
$350.9 million in 2010-11. Over the whole reporting period, total airport operating margin 
increased by 53.6 per cent, from $228.5 million in 2006-07. In 2007-08 alone, the growth in the 
airport’s operating margin was 26.2 per cent.  
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Rates of return on average tangible non-current ass ets 

Chart 5.1.6: Melbourne Airport—EBITA on average tan gible non-current assets  
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Earnings before interest, tax and amortisation (EBITA) on average tangible non-current assets 
for aeronautical services decreased in 2010-11, while the measure remained unchanged for 
total airport services (chart 5.1.6). 

EBITA on average tangible non-current assets for aeronautical services decreased from 
12.6 per cent in 2009-10 to 12.3 per cent in 20010-11 as a result of the value of tangible non-
current assets increasing (7.9 per cent) (see chart 5.1.7) at a slightly higher rate than the 
increase in EBITA (7.7 per cent). Since 2006-07, EBITA on average tangible non-current 
assets for aeronautical services decreased by 1.8 percentage points, from 14.1 per cent. This 
decrease can largely be attributed to an increase in the value of tangible non-current assets 
(67.6 per cent) compared to EBITA (45.9 per cent).   

For total airport services, EBITA on average tangible non-current assets remained unchanged 
at 16.7 per cent in 2010-11. Over the whole reporting period, EBITA on average tangible non-
current assets for total airport services decreased by 1.5 percentage points, from 18.2 per cent 
in 2006-07. Over the same period, tangible non-current assets for the total airport increased by 
33 per cent while EBITA for total airport services increased by 53.6 per cent. Notably, although 
EBITA increased at a faster rate than tangible non-current assets, the value of assets 
increased by a greater amount in dollar terms.  

As explained in chapter 1, the return on assets measure is influenced by the airport operator’s 
valuation of its assets recorded in its financial accounts and where the airport is with regard to 
its commercial contract period. The following section gives details of asset values and changes 
in asset values over time. 
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Asset values 

Aeronautical services 

Chart 5.1.7: Melbourne Airport—aeronautical non-cur rent assets 
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The total value of aeronautical non-current assets at Melbourne Airport increased by 7.9 per 
cent, from $833 million in 2009-10 to $898.5 million in 2010-11 (chart 5.1.7).  

The increase in the most recent period was attributable to an increase in property plant and 
equipment from $785.9 million in 2009-10 to $852 million in 2010-11 (8.4 per cent). The value 
of land decreased by 1.2 per cent, from $47.1 million in 2009-10 to $46.5 million in 2010-11. 
Over the whole reporting period, the total value of aeronautical non-current assets increased by 
$362.3 million or 67.6 per cent, from $536.2 million in 2006-07. 

No intangibles or other non-current assets classified as aeronautical were reported by 
Melbourne Airport over the whole reporting period. 

Chart 5.1.8 further illustrates the change in value of tangible aeronautical non-current assets 
(for land and for property, plant and equipment) at Melbourne Airport from 2006-07 to 2010-11. 
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Chart 5.1.8: Melbourne Airport—change in tangible a eronautical non-current assets  
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Additions and transfers/re-allocations/adjustments to land and property, plant and equipment in 
2010-11 were partly offset by disposals and depreciation expense (chart 5.1.8).  

In 2010-11, additions totalling $103.4 million were made to property, plant and equipment—
including to buildings ($23.5 million), land improvement ($7.7 million), plant and equipment 
($40.2 million) and work in progress ($32 million). Additions, as a proportion of tangible 
aeronautical non-current assets, equated to 11.5 per cent in 2010-11. Net transfers/re-
allocations/adjustments of just under $5 million were made to buildings, land improvement and 
plant and machinery in 2010-11.  

Depreciation expense increased from $34.2 million in 2009-10 to $42.8 million in 2010-11 
(25.2 per cent). Depreciation expense increased by from $34.2 million in 2009-10 to 
$42.8 million in 2010-11 (25.2 per cent). Over the whole reporting period, depreciation expense 
increased by 90.2 per cent, from $22.5 million in 2006-07. Disposals totalled around $13 000 in 
2010-11.  

For the purposes of its regulatory accounts, Melbourne Airport does not record revaluations of 
its aeronautical assets.  



Melbourne Airport monitoring results   Airport monitoring report 2010-11 

  

148 

Total airport services 

Chart 5.1.9: Melbourne Airport—total airport non-cu rrent assets 
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The value of total airport non-current assets for Melbourne Airport increased by 5.9 per cent, 
from $2.7 billion in 2009-10 to just under $2.9 billion in 2010-11 (chart 5.1.9).   

In 2010-11, the value of property, plant and equipment increased by 8 per cent from $1.1 billion 
in 2009-10 to $1.2 billion, while investment property increased by 8.4 per cent from 
$871.1 million in 2009-10 to $944.4 million. Partly offsetting these increases was a decrease in 
the value of land from $59 million in 2009-10 to $58.3 million in 2010-11 (-1.2 per cent). 
Intangible assets remained unchanged at $667.7 million.  

Over the whole reporting period, the value of total airport non-current assets increased by 
23.4 per cent, from $2.3 billion in 2006-07.  

Chart 5.1.10 further shows changes to the value of tangible non-current assets (for land, 
property, plant and equipment and investment property) at Melbourne Airport from 2006-07 to 
2010-11. 
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Chart 5.1.10: Melbourne Airport—change in tangible total airport non-current assets  
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Additions to land and property, plant and equipment in 2010-11 were partly offset by 
depreciation expense and disposals (chart 5.1.10). 

In 2010-11, additions totalling $148.2 million were made to property, plant and equipment—
including buildings ($38.4 million), land improvement ($12.5 million), plant and machinery 
($49.1 million) and work in progress ($48.3 million). Additions, as a proportion of tangible non-
current assets, equated to 6.8 per cent in 2010-11.   

Depreciation expense increased from $50.7 million in 2009-10 to $61.4 million in 2010-11 
(21.2 per cent). Depreciation expense increased by 73.0 per cent over the whole reporting 
period, from $35.5 million 2006-07. Disposals totalled $23 000 in 2010-11. 

Rates of return on equity 

Melbourne Airport’s post-tax return on average equity remained positive over the whole 
reporting period, and was approximately 33.7 per cent in 2010-11. In the same year, total 
equity was $627.1 million while total non-current liabilities were just under $2.2 billion—a debt 
to equity ratio of approximately 3.4 to one. 

Melbourne Airport’s post-tax return on equity is influenced by its capital structure.  

5.2 Melbourne Airport quality of service 
monitoring results 

In this section, the quality of service monitoring results are presented for overall ratings 
(section 5.2.1), international services (section 5.2.2) and domestic services (section 5.2.3 and 
5.2.4). Other airport services are discussed in section 5.2.5. The following provides some 
relevant information for understanding the monitoring results at Melbourne Airport.  
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Melbourne Airport’s terminal configurations and DTL s 

Melbourne Airport has one international terminal and three domestic terminals:   

• the Qantas domestic terminal (T1) is occupied and operated by Qantas under a domestic 
terminal lease (DTL), is not subject to monitoring and is therefore not included in the 
ACCC’s monitoring results 

• the international terminal (T2) is a common-user terminal used by all international airlines 
flying to and from Melbourne Airport. This terminal is subject to monitoring and is included 
in the ACCC’s monitoring results  

• the T3 common-user domestic terminal is currently used by Virgin Blue, Regional Express 
(REX) and Skywest, is subject to monitoring and is included in the monitoring results   

• the T4 common-user domestic terminal has been used by Tiger Airways since 
October 2007.2 This terminal is subject to monitoring and is included in the ACCC’s 
monitoring results. 

It should be noted that, in reports released prior to 2009-10, the monitoring results for the T3 
and T4 common-user domestic terminals were combined. In this report, the results have been 
separated, with the T3 monitoring results presented in section 5.2.3 and the T4 monitoring 
results (from 2007-08 onwards, when the terminal was used by Tiger Airways) presented in 
section 5.2.4. 

Investment in aeronautical services by Melbourne Ai rport 

Melbourne Airport completed further stages of its international terminal expansion project 
(estimated at a cost of $330 million over five years) in May 2010. The stages completed 
included:  

• Completion of the outbound passenger processing project increased the space of the 
outbound passenger processing zone and improved the security screening process. The 
number of x-ray stations increased by four and the number of customs desks increased by 
six.  

Melbourne Airport also advised that it completed the following investment at its international 
terminal during the 2010-11 financial year:  

• Twenty-four additional check-in desks (completed May 11). 

• Seven additional inbound Immigration desk, which consists of mobile SmartGate kiosks for 
Australian and New Zealand passport holders. 

• A new retail precinct for international airside with over 350 public seating available 
progressively between December 2010 and December 2011. 

• The commencement of work for the international arrivals area, which will include additions 
to baggage reclaim units and additional space for Customs and Quarantine. 

Some projects were also completed post the 30 June 2011 reporting period, including:  

• The fit out of international gates (D18 and D20) for aerobridge usage (completed 
November 2011). 

• Melbourne Airport’s runway overlay project was commenced in October 2010 and 
completed in October 2011 at a cost of $45 million. The project involved milling two 
runways and overlaying them with asphalt, and replacing the runway lighting system. The 

                                                      
2
  Melbourne Airport, ‘Tiger Airways’ new home opens at Melbourne Airport’, media release, 8 October 2007. 
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project was delivered six weeks behind schedule, with Melbourne Airport attributing the 
delays primarily to inclement weather. 

5.2.1 Overall ratings 

Chart 5.2.1: Melbourne Airport—overall quality of s ervice ratings for international and 
domestic terminal services, and other airport servi ces 
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Melbourne Airport’s overall quality of service for both its international and domestic terminal 
was rated as satisfactory over the whole reporting period (2006-07 to 2010-11) (chart 5.2.1). 
Melbourne Airport’s overall rating for other airport services was also satisfactory over the whole 
reporting period, decreasing within the satisfactory range in the most recent period.  

Chart 5.2.2: Melbourne Airport—overall quality of s ervice ratings for availability and 
standard of airport services 
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Over the whole reporting period, Melbourne Airport’s overall rating of the availability of airport 
services was satisfactory, or just below good (chart 5.2.2). Melbourne Airport’s overall rating of 
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the standard of airport services was satisfactory over the whole reporting period. Both 
measures decreased slightly in the most recent period.   

5.2.2 International services 

Chart 5.2.3: Melbourne Airport—check-in (internatio nal services) 
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Airline rating of the availability of check-in facilities decreased to poor in 2010-11 from a rating 
of satisfactory in the previous period (chart 5.2.3). The standard of check-in facilities were rated 
as satisfactory over the whole report period, decreasing within the satisfactory range in 
2010-11. In commentary to the airline surveys, it was noted that a recent increase in check-in 
counters had eased shortages of check-in facilities. However, several airlines considered that 
there was still insufficient facilities and space for queuing during peak periods. One airline 
commented that there was insufficient electronic signage for flight check-in information.   

Passenger ratings of check-in waiting time were good over the whole reporting period. The 
percentage of hours with more than 80 per cent of check-in desks in use increased from just 
above 1 per cent in 2009-10 to just below 2 per cent in 2010-11. Over the same period, the 
number of hours during the year when more than 80 per cent of check-in desks were in use 
increased from 96 to 152. Melbourne Airport commented that this increase was a result of 
increased flight services. The number of check-in counters increased by 24 to a total of 
116 counters in 2010-11 as a result of terminal development works. This follows an increase 
from 84 to 92 counters in the previous period, and an increase of 44 counters over the whole 
reporting period.  

Melbourne Airport commented that, as well as providing additional check-in counters, the 
airport completed a project to improve the layout of queuing space and is providing customer 
service staff on the floor to assist with passenger wayfinding and queue management. 
Melbourne Airport also noted that queuing at check-in counters also requires the active 
management of airlines and can be impacted by the number of check-in staff provided by the 
airlines.  
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Chart 5.2.4: Melbourne Airport—inbound government i nspection (international 
services) 
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Border agencies’ ratings for both the availability and standard of inbound Immigration facilities 
decreased to poor in 2010-11 from ratings of satisfactory in the preceding period (chart 5.2.4).3 
In commentary to the surveys it was noted that insufficient processing facilities and queuing 
areas resulted in passenger congestion for processing during peak periods. One agency 
commented that it had been working with Melbourne Airport on a short-term solution to this 
passenger congestion. Other comments described long queues that extend beyond the 
processing area where there is no signage to assist passengers in getting processed.  

Passenger ratings for inbound Immigration waiting time were good over the whole reporting 
period. Following a reporting period high of 59 passengers in 2006-07, the number of 
passengers per inbound Immigration desk (during peak hour) was substantially lower, at 
25 passengers, in 2010-11. Over the same period, the number of inbound Immigration desks 
increased from 24 in 2006-07 to 44 in 2010-11, with an increase by seven desks in the most 
recent period. Melbourne Airport advised that this number includes 14 mobile SmartGate 
kiosks.4 

Melbourne Airport noted that the peak period congestion at inbound Immigration processing 
areas was due to a combination of both the facilities (which are provided by the airport) and 
resourcing (which is provided by the respective border agencies). For example, Melbourne 
Airport stated that on most occasions when queues are extending beyond the processing area 
at the primary line, all of the existing inbound Immigration desks are not being staffed by 
Australian Customs and Border Protection Service (AC&BPS) staff. 

Melbourne Airport also commented that border agencies and the airport have been working 
together to improve inbound Immigration facilities and processing arrangements. For example, 
in November 2011 (post the 30 June 2011 reporting date), an enhanced Secondary 

                                                      
3
  Prior to 2007-08. the border agencies’ survey reflected the views of the Australian Customs and Border Protection 

Service (AC&BPS) only. From 2007-08, the border agencies’ survey ratings encompass the views of the AC&BPS, 
the Department of Immigration and Citizenship (DIAC) and the Australian Quarantine Inspection Service (AQIS). 
The results are collated by the AC&BPS. DIAC operates inbound (immigration) and outbound (emigration) 
government inspection facilities, which are referred to as ‘Immigration facilities’ in this report. 

4
  SmartGate kiosks give eligible travellers arriving into Australia’s international airports the option to self-process 

through passport control. It uses the electronic information in the ePassport and face recognition technology to 
perform the customs and immigration checks that are usually conducted by an AC&BPS officer. SmartGate can 
currently only be used by Australian and New Zealand ePassport holders aged 18 or over. 
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Examination Area was complemented with revised processing arrangements. Melbourne 
Airport noted, however, that resourcing by AC&BPS continues to have a significant impact on 
processing capabilities at the airport. Melbourne Airport commented that this issue had been 
formally raised at appropriate forums and directly with the CEO of AC&BPS. 

Chart 5.2.5: Melbourne Airport—outbound government inspection (international 
services) 
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The border agencies’ survey rating of the availability of outbound Immigration facilities 
decreased from good to satisfactory in 2010-11, while the rating for the standard of these 
facilities remained unchanged at good (chart 5.2.5). Border agencies commented that the new 
development opened in March 2010, and included a larger queuing area and an outwards 
office and tourist refund scheme booth, both of which had improved the area. However, peak 
periods still put pressure on the availability of these facilities. The border agencies also 
reported that there is no public seating or public toilets in the area.   

Passengers rated the waiting time in the outbound Immigration area as good over the entire 
reporting period. In 2010-11, the number of departing passengers per outbound Immigration 
desk (during peak hour) was slightly higher, at around 42 passengers, than the previous period 
when it was 33 passengers. However, this is considerably less than the 96 passengers in 
2007-08. The number of outbound Immigration desks remained constant at 24 in 2010-11 
following an increase from 14 desks in 2008-09 to 24 desks in 2009-10. 

Melbourne Airport commented that the AC&BPS and the airport had been working together to 
improve peak period planning and processing arrangements. Melbourne Airport noted that the 
ability to effectively manage outbound peaks is also limited by the resourcing of AC&BPS. The 
airport commented that, during peak periods, often less than half the available desks are in use 
by AC&BPS. Further, Melbourne Airport noted that it is common during these peak periods for 
the airport to work with its security screening service provider to slow security processing in 
order to try to reduce passenger queues at immigration.  
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Chart 5.2.6: Melbourne Airport—baggage inspection ( international services) 
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The border agencies’ survey ratings of both the availability and standard of inbound baggage 
inspection facilities remained poor in 2010-11 (chart 5.2.6). Commentary to the survey noted 
that there is limited space in the baggage inspection area and that the layout results in poor 
passenger flow, congestion and delays during peak periods. It was also noted that the 
inspection facilities, such as treatment facilities, benches, search and operational rooms require 
upgrading. 

Passengers rated the waiting time for inbound baggage inspection as good over the whole 
reporting period. The number of passengers per baggage inspection desk (during peak hour) 
was slightly higher, at 52 passengers, in 2010-11 compared to around 48 passengers in 
2009-10. The higher figure in the most recent period was the result of a higher number of 
arriving passengers during peak hour, as the number of baggage inspection desks remained 
constant at 21. 

Melbourne Airport commented that the airport had worked with the border agencies to develop 
a plan to improve the inbound baggage collection and inspection area. The enhanced facilities 
were opened post the 30 June 2011 reporting period. These facilities comprised an enhanced 
secondary examination processing area, an additional baggage carousel as well as additional 
queuing and circulation space. The airport commented that these facilities, in conjunction with 
improved processing arrangements, have significantly improved queuing and passenger flow. 
Melbourne Airport noted, however, that resourcing by AC&BPS continues to impact on 
processing capabilities at the airport and that this had been raised with the CEO of AC&BPS. 
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Chart 5.2.7: Melbourne Airport—gate lounges (intern ational services) 
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Passengers rated the quality and availability of seating, as well as crowding, in lounge area as 
good over the whole reporting period (chart 5.2.7). The number of departing passengers per 
seat in gate lounges (during peak hour) was slightly higher, at around 0.4 passengers, in 
2010-11 compared to 0.3 passengers in 2009-10. Notably, the number of seats in gate lounges 
increased from 2721 in 2009-10 to 2900 in 2010-11. This compares to the 2180 seats that were 
available in lounge areas at the start of the reporting period. The number of departing 
passengers per square metre of lounge area (during peak hour) was higher in 2010-11 as a 
result of an increase in the average number of departing passengers during peak hour from 
780 in 2009-10 to 1016 in 2010-11. The total gate lounge area remained unchanged at 
6793 square metres in 2010-11 following an increase from 5231 square metres in 2008-09.  

Chart 5.2.8: Melbourne Airport—aerobridges (interna tional services) 
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Airlines rated the both the availability and standard of aerobridge facilities as poor in 2010-11, 
falling from a rating of good and satisfactory respectively in the preceding period (chart 5.2.8). 
For the third consecutive period, several airlines commented that the aerobridges were often 
dirty. It was also noted that there can be a shortage of aerobridges during peak periods. One 
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airline noted that a recent increase in the number of aerobridges available had eased these 
shortages, while another noted that greater investigation is required to adjust demand with the 
available facilities. It was also commented that there are insufficient contact gates for certain 
types of aircraft during peak times.   

The percentage of passengers arriving and departing using an aerobridge was generally above 
98 per cent across the whole reporting period, with the exception of the 2008-09 period when 
the percentage of passengers arriving using an aerobridge fell to 97.7 per cent during terminal 
expansion works. In the most recent period, the number of international aerobridges was 
unchanged from the preceding period at 13 following four new aerobridges being made 
available in November 2009.   

Melbourne Airport commented that aerobridge cleanliness is an issue that is contributed to by 
the aircraft cleaners. In addition, the airport noted that this issue is currently being worked 
through with the Airlines Operations Committee (AOC).  

Melbourne Airport noted that, post 30 June 2011, the airport has added aerobridge capacity. 
This involved the addition of two new contact gates, which was complemented by the 
completion of an aerobridge upgrade program that provided more flexibility and capacity to 
existing aerobridges. Melbourne Airport advised that the enhancements enabled greater 
flexibility in the type of aircraft that could be serviced. 

Chart 5.2.9: Melbourne Airport—security (internatio nal services) 
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Passengers consistently rated the quality of security search process as good over the whole 
reporting period (chart 5.2.9). The number of departing passengers per security clearance 
system (during peak hour) was higher in 2010-11, at 145 passengers, compared to 
130 passengers in the previous period. The number of security clearance systems increased to 
from six in 2009-10 to seven in 2010-11. Melbourne Airport commented that this increase was 
the result of a dedicated screening point for international transit passengers.  
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Chart 5.2.10: Melbourne Airport—baggage processing (international services) 
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Airlines rated the availability and standard of baggage processing facilities as poor in 2010-11, 
having fallen from ratings of good and satisfactory respectively in the preceding period 
(chart 5.2.10). In commentary to the airline surveys, airlines noted that there was passenger 
congestion and carousel shortages in the baggage arrivals area during peak periods as a result 
of construction occurring throughout the reporting period. One airline commented that the 
departures baggage handling system had been operating well recently. Another considered 
that baggage transfer facilities were inadequate and had resulted in significant delays.  

Passengers consistently rated the waiting time for inbound baggage reclaim as good, or just 
below good, over the whole reporting period. The circulation space for inbound baggage 
reclaim was rated as satisfactory over the same period. The average throughput of the 
outbound baggage system increased from around 350 bags per hour in 2009-10 to 396 bags 
per hour in 2010-11. This was attributable to an increase in the total number of bags handled in 
the year, as the capacity of baggage handling equipment remained unchanged from the 
previous period. It is noted that the total number of hours of unplanned interruptions to the 
outbound baggage handling equipment was higher, at 145 hours, in 2010-11 compared to 
32 hours in the previous period.  

Melbourne Airport commented that, post the 30 June 2011 reporting period, it increased the 
inbound baggage processing area and opened a sixth baggage reclaim carousel in November 
2011. In addition, the airport plans to open a seventh baggage reclaim carousel in late 2012. 
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Chart 5.2.11: Melbourne Airport—baggage trolleys (i nternational services) 
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Passengers rated the findability of baggage trolleys as good over the whole reporting period 
(chart 5.2.11). The number of passengers per baggage trolley (during peak hour) was slightly 
higher, at around 0.8 passengers, in 2010-11 compared to 0.7 passengers in 2009-10. This 
increase was due to increases in the average number of arriving and departing passengers 
during peak hour, as the number of working accessible baggage trolleys remained unchanged 
at 2570 trolleys between 2008-09 and 2010-11.  

Chart 5.2.12: Melbourne Airport—flight information display screens (international 
services) 
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Passengers consistently rated both the flight information display screens and signage and 
wayfinding as good over the whole reporting period (chart 5.2.12). The number of passengers 
per flight information display screen (during peak hour) increased from a reporting period low of 
around 20 in 2009-10 to 22 in 2010-11. This is lower than the reporting period high of around 
38 passengers in 2007-08. The number of flight information screens increased by four to a total 
of 94 in 2010-11. This follows an increase from 76 screens in 2008-09 to 90 screens in 
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2009-10. Melbourne airport commented that the increase in information screens in the most 
recent period was a result of the newly opened expanded area airside. There was one 
information point within the airport throughout the whole reporting period.  

Chart 5.2.13: Melbourne Airport—washrooms (internat ional services) 
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Passengers consistently rated the standard of washroom facilities in the international terminal 
as good over the whole reporting period (chart 5.2.13). 

5.2.3 Domestic services (T3) 

Chart 5.2.14: Melbourne Airport—check-in (T3 domest ic services) 
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The airlines survey ratings of the availability of check-in facilities fell to poor in 2010-11 from a 
rating of good in the preceding three periods (chart 5.2.14). The airline survey ratings of the 
standard of check-in facilities remained satisfactory in 2010-11. In commentary to the airline 
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surveys, it was noted that the check-in area and facilities are constrained during peak periods. 
However, it was added that potential for area expansion is constrained by limited space.  

Over the entire reporting period, passengers rated the waiting time associated with check-in 
facilities as good. The number of departing passengers per check-in desk (during peak hour) 
was lower, at around 19 passengers, in 2010-11 compared to 21 passengers in 2009-10.5 This 
can be compared to a reporting period high of 36 passengers in 2007-08. The decrease in the 
most recent period is attributable to a fall in the average number of departing passengers 
(during peak hour), as the number of check-in desks at T3 remained unchanged at 38 since 
increasing from 36 in 2007-08. Melbourne Airport noted that airlines influence the quality of 
check-in by providing their own technology systems as well as nominating the number of hours 
and desks made available for the check-in process.  

Melbourne Airport commented that constraints during peak periods are contributed to by airline 
related factors such as resourcing of check-in desks and the impact of delayed or cancelled 
flights. Melbourne Airport advised that it has provided domestic airlines with flexibility by 
enabling some of the T2 international terminal check-in counters to be used for domestic 
operations as well as international. Melbourne Airport noted that the processing of passengers 
at check-in is the responsibility of airlines, not the airport. Further, any additional check-in 
capacity would be part of a negotiation between the airlines and the airport. 

Chart 5.2.15: Melbourne Airport—gate lounges (T3 do mestic services) 
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Passenger ratings for the quality and availability of seating in gate lounges increased from just 
below good in 2009-10 to good in 2010-11 (chart 5.2.15). Over the whole reporting period, 
passengers rated the crowding of gate lounge areas as good. 

The number of passengers per seat in gate lounges (during peak hour) decreased to around 
0.6 passengers in 2010-11. This decrease is attributable to a lower number of departing 
passengers during peak hour, as the number of seats decreased from 1239 in 2009-10 to 1207 
in the most recent period. Over the whole reporting period, the number of passengers per 

                                                      
5
  The ACCC’s Airport quality of service monitoring guideline and the Airports Act 1996 requires the provision of 

information concerning both the number of hours of operation with more than 80 per cent of check-in desks staffed 
and the total number of hours any check-in desks are open. However, Melbourne Airport has not provided this 
information as the airport advises that it is not available. The appropriate staffing of the airport-supplied check-in 
counters remains the responsibility of the airlines. For comparison purposes, the ACCC has derived a quantitative 
criterion of utilisation wherever possible to assist with analysis—here the quantitative criterion of number of 
passengers per check-in desk was used. 
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square metre of lounge area (during peak hour) varied between around 0.2 and 
0.4 passengers, with the lowest figure reported in the most recent period. The total gate lounge 
area was unchanged at 3195 square metres over the whole reporting period. 

Chart 5.2.16: Melbourne Airport—aerobridges (T3 dom estic services) 
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Airlines rated the availability of aerobridges as good over the whole reporting period, with the 
exception of 2007-08 when it was rated as excellent (chart 5.2.16). Airlines rated the standard 
of aerobridges as satisfactory over the entire reporting period, with the exception of 2006-07 
when it was rated as good.  

The number of arriving and departing passengers per aerobridge (during peak hour) varied 
over the reporting period. In 2010-11, the number arriving passengers per aerobridge remained 
relatively unchanged compared to the previous period at around 78, while the number of 
passengers departing per aerobridge was lower, at 67 passengers, compared to 74 in 
2009-10.6 Fluctuations over the entire reporting period were the result of changes in the 
number of passengers during peak hour as the number of aerobridges was unchanged at 11.  

                                                      
6
  The ACCC’s Airport quality of service monitoring guideline and the Airports Act 1996 did not require the provision 

of information concerning the number of domestic passengers arriving via an aerobridge as is the case for 
international passengers. However, for comparative purposes the ACCC has derived a quantitative measure of 
utilisation whenever possible to assist with analysis. As such, the quantitative measure of number of passengers 
per aerobridge were used. 
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Chart 5.2.17: Melbourne Airport—security (T3 domest ic services) 
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Throughout the whole reporting period, passengers rated the quality of the security search 
process as good (chart 5.2.17). The number of departing passengers per security clearance 
system (during peak hour) was at a reporting period high of 226 in 2006-07. In the most recent 
period, the number of departing passengers per security clearance system was lower at around 
123 passengers. Melbourne Airport noted that it introduced an additional security point in 
2010-11 in response to airline demand and operational requirements. This followed the 
removal of one security clearance system in the previous period, which Melbourne Airport 
advised was the result of consultation with airlines about reduced throughput in that period. The 
lower number of departing passengers per security system between 2008-09 and 2010-11 can 
also be attributed to a lower number of departing passengers during peak hour in 2008-09 and 
2010-11.  

Chart 5.2.18: Melbourne Airport—baggage processing (T3 domestic services) 
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Airlines rating of the both the availability and standard of baggage processing facilities 
decreased to poor in 2010-11 from ratings of satisfactory in the preceding period (chart 5.2.18). 
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One airline commented that the ‘baggage make-up area’ is insufficient and that additional 
arrival carousels are required.  

Passengers rated both the waiting time and circulation space for inbound baggage reclaim as 
satisfactory in 2010-11. The average throughput of the outbound baggage system decreased to 
286 bags per hour in 2010-11. The capacity of the baggage handling equipment remained 
unchanged from the previous period.     

Melbourne airport commented that the airlines are responsible for the operations of the 
baggage processing rooms. Further, if additional capacity is required, this would be part of a 
negotiation between the airlines and the airport. 

Chart 5.2.19: Melbourne Airport—baggage trolleys (T 3 domestic services) 
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Passengers rated the findability of trolleys as good over the whole reporting period 
(chart 5.2.19). The number of passengers per baggage trolley (during peak hour) was lower in 
2010-11 at just under 11 passengers. This was attributable to lower a lower number of average 
passengers during peak hour, as the number of baggage trolleys remained constant at 150 
over the entire reporting period. 
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Chart 5.2.20: Melbourne Airport—flight information display screens (T3 domestic 
services) 
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Over the whole reporting period, passengers rated both the flight information display screens 
and signage and wayfinding as good or just below good (chart 5.2.20). The number of 
passengers per flight information display screen was lower in 2010-11, as a result of lower 
passenger numbers during peak hour. The number of flight information screens remained 
unchanged at 43 following an increase by three screens in the previous period. Melbourne 
Airport reported that it does not operate any information points within T3. 

Chart 5.2.21: Melbourne Airport—washrooms (T3 domes tic services) 
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Passengers rated of the standard of domestic terminal washroom facilities as satisfactory, or 
just below good over the whole reporting period (chart 5.2.21). 
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5.2.4 Domestic services (T4) 

Chart 5.2.22: Melbourne Airport—check-in (T4 domest ic services) 

0

1

2

3

4

5

6

2006–07 2007–08 2008–09 2009–10 2010–11

A
ve

ra
ge

 r
at

in
g

0

10

20

30

40

50

60

N
um

be
r 

of
 p

as
se

ng
er

s 
pe

r 
de

sk

Passenger surveys— check-in w aiting time

Number of departing passengers per check-in desk (during peak hour) (RHS)

Excellent

Good

Poor

Very poor

Satisfactory

 

Passengers rated the waiting time associated with check-in facilities as satisfactory in 2010-11 
(chart 5.2.22). The number of departing passengers per check-in desk (during peak hour) was 
relatively unchanged at around 30 in 2010-11. The number of check-in desks at T4 remained 
constant at ten over the four years. Melbourne Airport noted that airlines influence the quality of 
check-in by providing their own technology systems as well as nominating the number of hours 
and desks made available for the check-in process. 

Chart 5.2.23: Melbourne Airport—gate lounges (T4 do mestic services) 
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Passengers rated the quality and availability of seating in lounge area as satisfactory over the 
four years. Passenger ratings of the crowding of gate lounges decreased from good in 2008-09 
to satisfactory in 2009-10, remaining relatively constant in the most recent period (chart 5.2.23). 
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The number of departing passengers per seat in domestic gate lounges (during peak hour) in 
2010-11 was unchanged from the preceding period at around 0.8 passengers. Over the four 
years, the numbers of seats varied from 269 in 2007-08 to 416 in 2008-09, decreasing to 388 in 
2009-10 and remaining at that level in 2010-11. Over the same period, the number of departing 
passengers per square metre of lounge area (during peak hour) varied from just under 0.3 in 
2008-09 to just under 0.4 passengers in 2009-10 and 2010-11. The total gate lounge area 
decreased by 45 square metres to 855 in 2009-10 and remained unchanged in 2010-11. 
Melbourne Airport commented that the decrease in gate lounge area was due to additional 
retail in T4.  

Chart 5.2.24: Melbourne Airport—security (T4 domest ic services) 
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Over the four years, passengers consistently rated the quality of the security search process as 
good (chart 5.2.24). The number of departing passengers per security clearance system 
(during peak hour) was marginally lower, at 149 passengers, in 2010-11 compared to a 
reporting period high of 150 passengers in 2009-10. The number of security clearance systems 
was constant at two over the entire reporting period. 
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Chart 5.2.25: Melbourne Airport—baggage processing (T4 domestic services) 

0

1

2

3

4

5

6

2006–07 2007–08 2008–09 2009–10 2010–11

A
ve

ra
ge

 r
at

in
g

0

20

40

60

80

100

120

B
ag

s 
pe

r 
ho

ur

Passenger surveys— w aiting time for inbound baggage reclaim

Passenger surveys— circulation space for inbound baggage reclaim 

Average throughput of outbound baggage system (per hour) (RHS)

Excellent

Good

Poor

Very poor

Satisfactory

 

Passenger ratings of the waiting time for inbound baggage reclaim increased to good in 
2010-11, from just below good in the previous three periods (chart 5.2.25). Passenger ratings 
of the circulation space for inbound baggage reclaim increased to just below good in 2010-11, 
having been rated within the satisfactory range in the preceding three periods. The average 
throughput of the outbound baggage system decreased to 56 bags per hour in 2010-11. The 
capacity of the baggage handling equipment remained unchanged from the previous period 
following an increase from 600 bags per hour in 2008-09 to 1320 bags per hour in 2009-10.  

Chart 5.2.26: Melbourne Airport—baggage trolleys (T 4 domestic services) 
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Passengers rated the findability of trolleys as good in 2010-11, remaining relatively unchanged 
from the preceding period (chart 5.2.26). In 2010-11, the number of passengers per baggage 
trolley (during peak hour) was also relatively constant compared to the previous period, at 
20 passengers. This compares to 15 passengers in 2008-09. The variation in the number of 
passengers per baggage trolley was attributable to changes in the average number of 
passengers during peak hour, as the number of trolleys remained constant at 30 over the four 
years. 
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Chart 5.2.27: Melbourne Airport—flight information display screens (T4 domestic 
services) 
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Passengers rated both flight information display screens and signage and way finding as 
satisfactory in 2010-11 (chart 5.2.27). The number of passengers per flight information display 
screen was slightly lower, at 118 passengers in 2010-11, compared to around 121 passengers 
in 2009-10. This follows a reporting period low of 90 passengers in 2008-09. The variation in 
the number of passengers per flight information display screen was the result of changes in 
average number of passengers during peak hour. The number of flight information display 
screens remained constant at five across the four years. Melbourne Airport reported that it 
does not operate any information points within T4. 

Chart 5.2.28: Melbourne Airport—washrooms (T4 domes tic services) 
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Passengers consistently rated the standard of domestic terminal washroom facilities as 
satisfactory over the four years (chart 5.2.28). 
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5.2.5 Other airport services 

Chart 5.2.29: Melbourne Airport—availability of air side services and facilities (other 
airport services) 
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Airline ratings of the availability of airside services and facilities decreased across the board in 
2010-11 (chart 5.2.29). At the time the surveys were conducted, maintenance works were 
being carried out on runways and taxiways, which is likely to have affected these results. 
Airlines’ rating of the availability of runways decreased from good to satisfactory in 2010-11, 
while the rating of aircraft parking facilities and bays decreased considerably from good to poor. 
Airlines’ rating of the availability of taxiways, aprons and ground handling service and facilities 
all decreased within the satisfactory range. In commentary to the surveys, several airlines 
noted that runway works had resulted in delays and accordingly poor runway availability. In 
relation to taxiways, it was noted that maintenance work programs had sometimes resulted in 
restricted access, however working plans were distributed in a timely fashion for the airlines’ 
consideration. Airlines noted that, while aprons were generally of a good standard, there could 
be a shortage during peak times, particularly for narrow body operations and during aerobridge 
closures. One airline noted that there can be a shortage of parking bays during peak periods, 
which may result in taxiway holding or delays as a result of aircraft repositioning.  
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Chart 5.2.30: Melbourne Airport—standard of airside  services and facilities (other 
airport services) 
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The airlines rated the standard of aprons as good in 2010-11 for the second consecutive 
period, having improved from satisfactory in the previous three periods (chart 5.2.30). Airline 
ratings of the standard of runways and taxiways remained relatively unchanged from the 
previous period at satisfactory. Airline ratings of ground handling services and facilities 
decreased in 2010-11, through remained rated as satisfactory. Aircraft parking facilities and 
bays were rated as satisfactory in 2010-11, falling from a rating of good in the preceding period. 
In the commentary to the surveys, it was noted that a lack of fixed ground power at parking 
bays results in additional costs to airlines, while aircraft must be towed into parking bays at 
certain gates. 

Chart 5.2.31: Melbourne Airport—runway traffic (oth er airport services) 
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Chart 5.2.32: Melbourne Airport—runway traffic cont inued (other airport services)  
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Note: Airservices Australia’s measures were devised as a guide to its own performance in handling air traffic, but 

they can also give some indication of airport constraints and, therefore, provide some indication of the 
adequacy of runway infrastructure or management. In particular, if demand is consistently close to 
operationally agreed capacity for the peak hour, it suggests that there is little spare capacity for increased 
traffic at that time. The measures relate to the busiest peak hour at the airport, averaged across all days in 
the month specified. The measures and their interpretation are explained in detail in the appendices to this 
report.  

Airservices Australia noted that runway demand was within the operational agreed capacity in 
all months over 2010-11. Major airport works, including the surfacing overlaying of both 
runways, had an impact on the average maximum system delay in early 2011. This delay has 
since returned to the long-term average figure of approximately 10 minutes. Melbourne Airport 
noted that, prior to and during the works, the airport and airlines worked together to minimise 
the impacts. 

Chart 5.2.33: Melbourne Airport—airport management responsiveness (other airport 
services) 
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Ratings by airlines of airport management’s approach to addressing quality of service issues 
decreased to satisfactory in 2010-11 from a rating of good in the preceding period. 
Commentary to the airline surveys included that the airport had engaged in excellent 
consultation with the airlines. The airlines commented that the airport had been responsive to 
their operational needs, easy to work with and generally resolved their issues relatively quickly.  
However, one airline noted that it can be difficult to get traction on future planning and 
infrastructure initiatives. 

The border agencies’ survey ratings of management’s approach to concerns increased to good 
in 2010-11 from a rating of satisfactory in the preceding four periods (chart 5.2.33). In 
commentary to the survey, it was noted that Melbourne Airport had been effectively engaging 
with border agencies on planning, investment and operational matters. However, some 
agencies raised their dissatisfaction with Melbourne Airport’s responsive to maintenance issues 
in relation to toilets, lighting, ventilation or heating faults, and more generally issues that occur 
in ‘common areas’ (i.e. shared corridors and other non-retail areas). 

Chart 5.2.34: Melbourne Airport—kerbside (other air port services)  
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Passengers consistently rated both the waiting time associated with taxi facilities and the 
kerbside pick-up and drop-off facilities as good or just below good over the whole reporting 
period (chart 5.2.34). Passenger ratings of kerbside space congestion were not available until 
2008-09 onwards. Since then, passengers have consistently rated kerbside space congestion 
as good. 

5.3 Car parking at Melbourne Airport 
In this section, the monitoring results for car parking at Melbourne Airport are presented. This 
includes prices (section 5.3.1), revenues, costs and profits (section 5.3.2) and quality of car 
parking (section 5.3.3). Section 5.3.4 provides details on the various other transport options 
that are available for travelling to and from the airport. The following provides some relevant 
information for understanding the monitoring results at Melbourne Airport. 

Melbourne Airport’s car parking configurations 

Melbourne Airport provides combined car parking facilities for domestic and international 
passengers. The airport has five car parking facilities, including undercover short-term and 
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multi-level long-term parking opposite the terminals, a long-term car park that is serviced by a 
shuttle bus, and business and ‘express’ car parks within walking distance of the terminals.  

Investment in car parking infrastructure by Melbour ne Airport 

Since 30 June 2011, Melbourne Airport has undertaken several projects that are designed to 
improve landside services.  

The forecourt development project comprises two stages that are estimated to cost $18 million. 
Melbourne Airport advises that stage 1, which was completed on 22 December 2011 and is, 
intended to ease congestion in front of the terminal building, facilitating passengers flow in the 
pick-up area of the forecourt. The development also includes: 

• One-minute public pick up zone  

• Additional parking for hire car vehicles was made available within the multi-level car park 

• Separate lane for authorised bus, shuttles and coaches and private cars 

• Taxi only share lane with authorised buses to improve traffic flow. 

Stage two of the project will commence in 2012. Melbourne Airport is currently investigating 
design options including traffic exit efficiency and the separation of pedestrians and vehicles. 

In addition to the forecourt development project Melbourne Airport has commenced work on the 
APAC Drive on-ramp project which will provide additional entry to the Tullamarine Freeway 
from Melbourne Airport. The project is estimated to cost $26 million and is due to be completed 
by July 2012. The expected benefit is that traffic from the southern end of the terminal will no 
longer need to use Melrose Drive or go in front of the terminal itself to get to the Tullamarine 
Freeway. 

On 21 December 2011, Melbourne Airport commenced a ring and ride service, which allows 
drivers to wait before collecting arriving passengers from the forecourt area. Melbourne Airport 
has set aside 64 parking spaces in the long-term car park for which the first 20 minutes will be 
free.  
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5.3.1 Prices  

Chart 5.3.1: Melbourne Airport—prices at short-term  car park  
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While some short-term car parking prices increased in 2010-11, the majority were unchanged 
from the previous period (chart 5.3.1).  

The price for one hour short-term parking remained unchanged at $12 for the fourth year in a 
row following an increase by $2 (20 per cent) in 2007-08. The price for two hours also 
remained unchanged in 2010-11 at $20 following an increase by $2 (11.1 per cent) in the 
previous period. Prices for three and ten hours increased by $3 (12 per cent) and $2 (4 per 
cent) respectively to be $28 and $52 in 2010-11. Melbourne Airport charged a flat rate for stays 
between four and 24 hours.  

Over the whole reporting period, all price points, with the exception of the rate for parking 
between 20 and 40 minutes (not shown in chart), increased. The largest increases occurred at 
the ten hour price point, which increased by a total of $22 (73.3 per cent). The price for three 
hours and 24 hours each increased by $10, or 55.6 per cent and 23.8 per cent respectively.   

T4 Express car parking facility 

The price for parking at the T4 express car park was the same as for parking at the short-term 
car park in 2010-11. The T4 express car park facility is located between the domestic terminal 
and T4 (the Tiger Airways terminal) and was opened in 2007-08.  
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Chart 5.3.2: Melbourne Airport—prices at uncovered long-term car park 
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In 2010-11, prices for parking less than ten days at the uncovered long-term car park were 
unchanged, while prices for parking between ten and 14 days increased (chart 5.3.2). 

The price for one, three and seven days long-term parking in the uncovered area remained 
unchanged at $29, $69 and $77 respectively in 2010-11. Over the whole reporting period, 
however, these prices increased by $4 (16 per cent), $29 (72.5 per cent) and $8 (11.6 per cent) 
respectively.    

The price for between ten and 14 days parking in the uncovered long-term car park all 
increased by $10 each. The price for ten days parking increased by 8.8 per cent to $124 in 
2010-11, while the price for 14 days parking increased by 6.5 per cent to $164. Over the whole 
reporting period, the price for between ten and 14 days parking increased by between $34 
(37.8 per cent) for ten days and $65 (65.7 per cent) for 14 days. 

Chart 5.3.3: Melbourne Airport—prices at multi-leve l long-term car park  
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The majority of prices at the multi-level long-term car park increased in 2010-11 (chart 5.3.2). 
Melbourne Airport opened the multi-level long-term car park in 2007.  

The price for on and two days long-term parking in the multi-level car par increase by $2 (4 per 
cent) and $4 (4.2 per cent) respectively to be $52 and $99 in 2010-11. These prices are now 
$23 (79.3 per cent) and $53 (115.2 per cent) more expensive than when parking for the same 
time period in the uncovered long-term car park. Over the whole reporting period, these prices 
increased by $7 (15.6 per cent) and $9 (10 per cent) respectively. 

Melbourne Airport charged a flat rate of $139 for parking between three and seven days, 
having increased by $40 (40.4 per cent) compared to the previous period. As such, the price for 
parking between three and six days parking in the multi-level long-term car park was $70 
(101.5 per cent) higher than parking for the same time period in the uncovered long-term car 
park, and $62 (80.5 per cent) higher for seven days.  

The price for between eight and 14 days parking in the multi-level long-term car park all 
increased by between $46 (40.7 per cent) for eight days and $82 (41.6 per cent) for 14 days. 
Although, these prices were all $1 less in 2010-11 when compared to the same prices in 
2007-08.  

Chart 5.3.4: Melbourne Airport—prices at business c ar park 
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The price for daily parking in the business car parking facility increased in 2010-11 
(chart 5.3.4). The business car parking facility is located opposite Terminal 1 (the Qantas 
domestic terminal).  

All prices for parking between one and 14 days increased by 20 per cent in 2010-11. The price 
for one, three, seven and ten days parking increased by $10, $30, $70 and $100 respectively to 
be $60, $180, $420 and $600 in 2010-11. On average, the price for parking between one and 
ten days in the business car park was 122.1 per cent higher than the price for parking for the 
same time in the multi-level long-term car park, and 314.7 per cent more than the uncovered 
long-term car park. Over the whole reporting period, the price for parking between one and ten 
days in the business car park increased by between $18 (42.9 per cent) for one day and $265 
(79.1 per cent) ten days.  

A weekend special rate also applies at the business car park. The price increased from $49 
between 2007-08 and 2009-10 to $85 in 2010-11 (73.5 per cent).  
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5.3.2 Revenues, costs and profits 

Table 5.3.1: Melbourne Airport—comparing car parkin g revenues, operating expenses 
and operating margins to that of the total airport 

 Facility 2006-07 2007-08 2008-09 2009-10 2010-11 

Short-term 3315 3244 7698 7529 7529 

Long-term 11 913 14 592 12 500 12 500 12 500 

Staff 1676 2059 2059 2383 2383 

Number of car park 
spaces  

Total 16 904 19 895 22 257 22 412 22 412 

Car parking 68.7 91.1 94.8 103.9 114.6 Revenue ($million) 

Total airport 373.8 437.5 462.6 503.0 545.4 

Car parking 19.3 21.1 20.3 23.0 27.7 Operating expenses 
($million) 

Total airport 145.4 149.2 160.7 175.5 194.5 

Car parking 49.4 70.0 74.5 80.8 86.9 Operating margin 
($million) 

Total airport 228.4 288.3 302.0 327.5 350.6 

Car parking 72.0% 76.8% 78.6% 77.8% 75.8% Operating margin as 
a % of revenue 

Total airport 61.1%  65.9% 65.3% 65.1% 64.3% 

Melbourne Airport’s total car parking capacity remained unchanged in 2010-11 (table 5.3.1). 
Over the whole reporting period, the total number of car parking spaces has increased by 5508 
spaces (32.6 per cent). Short-term car parking capacity has increased significantly more than 
long-term and staff car parking over the whole reporting period. Further information on the 
number of car park spaces is provided in charts 5.3.3, 5.3.7 and 5.3.8 below.  

Car parking revenue increased by 10.4 per cent in 2010-11 to $114.6 million. As a percentage 
of total airport revenue, car parking revenue increased from 20.7 per cent in 2009-10 to 
21 per cent in 2010-11 and compares to 18.4 per cent at the start of the reporting period. 
Notably, total airport revenue increased by a lesser extent (8.4 per cent) than car parking 
revenue in 2010-11. Over the whole reporting period, car parking revenue increased by 
66.9 per cent, while total airport revenue increased by 45.9 per cent.     

Operating expenses for car parking increased by 20.4 per cent in 2010-11 to $27.7 million. As 
a percentage of total airport operating expenses, car parking operating expenses increased 
from 13.1 per cent in 2009-10 to 14.3 in 2010-11. Over the whole reporting period, car parking 
operating expenses increased by 44 per cent, while total airport operating expenses increased 
by 33.8 per cent. 

As a result of car parking revenue increasing by more than operating expenses ($10.8 million 
and $4.7 million respectively), car parking operating margin increased by 7.5 per cent to 
$86.9 million in 2010-11. Car parking operating margin over the whole reporting period 
increased significantly (75.9 per cent) as a result of revenue increasing at a faster rate than 
operating expenses. Car parking operating margins over the whole reporting period increased 
at a faster rate than total airport operating margins (53.5 per cent). As a percentage of total 
airport operating margin, car parking operating margin increased slightly from 24.7 per cent in 
2009-10 to 24.8 per cent in 2010-11. This compares to 21.6 per cent at the start of the 
reporting period.      

Car parking operating margin as a percentage of car parking revenue was 75.8 per cent in 
2010-11, while for total airport the figure was 64.3 per cent. Car parking operating margin as a 
percentage of car parking revenue fluctuated between 72 per cent and 78.6 per cent over the 
previous four periods, while for total airport it fluctuated between 61.1 per cent and 
65.9 per cent. 
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Chart 5.3.5: Melbourne Airport—car parking revenues , operating expenses and 
operating margins per car park space 
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Car parking revenue, operating expenses and operating margin per car park space increased 
in 2010-11 (chart 5.3.5).  

Car parking revenue per car park space increased from $4634 in 2009-10 to $5115 in 2010-11 
(10.4 per cent) as a result of car parking revenue increasing, while the number of car park 
spaces remained unchanged. Over the previous four years, revenue per car park space 
fluctuated between $4063 (2006-07) and $4634 (2009-10). Over the whole reporting period, car 
parking revenue per car park space increased by 25.9 per cent. 

In 2010-11, car parking operating expenses per car park space increased by 20.4 per cent from 
$1027 in 2009-10 to $1237. Car parking operating expenses per car park space increased by 
8.6 per cent over the whole reporting period, from $1139 in 2006-07, due to operating 
expenses increasing at a faster rate (44 per cent) than the number of car park spaces 
(32.6 per cent).  

Car parking operating margin per car park space increased by 7.5 per cent to $3878 in 
2010-11. This increase was lower than the increase in revenue due to operating expenses 
increasing at a faster rate over the years. With the exception of 2008-09, car parking operating 
margin per car park space increased every year from a reporting period low of $2923 in 
2006-07 and an increase over the whole reporting period of 32.7 per cent.    

The total number of car parking spaces remained unchanged at 22 412 spaces in 2010-11. 
Over the whole reporting period, the total number of car park spaces increased by 5508 spaces 
(32.6 per cent). This increase was owing to increases in the short-term car park totalling 
4214 spaces (127.1 per cent), while the long-term car park and staff car park increased by 
587 spaces (4.9 per cent) and 707 spaces (42.2 per cent) respectively. Further information on 
the number of car park spaces is provided in charts 5.3.7 and 5.3.8 below. 
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5.3.3 Quality of car parking 

Chart 5.3.6: Melbourne Airport—international and do mestic passenger survey ratings 
for car parking 
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International and domestic passengers’ ratings of Melbourne Airport’s car parking availability 
increased marginally within the satisfactory range in 2010-11, while the standard decreased 
slightly from just below good to satisfactory (chart 5.3.6). Passengers rated the time taken to 
enter the car park as good over the whole reporting period. 

Chart 5.3.7: Melbourne Airport—number of car park s paces and average daily 
throughput for short-term car park 
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In 2010-11, the number of short-term car park spaces remained unchanged at 7529 spaces  
(chart 5.3.7). Over the whole reporting period, the number of short-term car parks increased by 
127.1 per cent, from 3315 spaces in 2006-07. Notably, the number of short-term car parks 
increased by 137 per cent in 2008-09 partly due to the airport’s completion of its multi-level car 
park expansion and partly due to the airport changing the definition of its short-term and 
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long-term spaces. Excluding the effect of the change in definition, the increase in 2008-09 was 
69.5 per cent. 

The average daily throughput in the short-term car park decreased slightly from 7466 cars per 
day in 2009-10 to 7460 cars per day in 2010-11 (-0.1 per cent). This was due to a decrease in 
the total annual throughput of the short-term car park to just over 2.7 million cars in 2010-11. 
The average daily throughput over the whole period increased by around 5 per cent, from 
7107 cars per day in 2006-07.  

Chart 5.3.8: Melbourne Airport— number of car park spaces and average daily 
throughput for long-term car park 
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The number of long-term car park spaces remained unchanged at 12 500 spaces in 2010-11 
(chart 5.3.8). Over the whole reporting period, the number of long-term car parks increased by 
4.9 per cent, from 11 913 spaces in 2006-07. Notably, the number of long-term car parks 
decreased by 14.3 per cent in 2008-09 mostly due to the airport’s change in definition of its 
short-term and long-term spaces. Excluding the effect of the change in definition, the decrease 
in 2008-09 was 0.7 per cent. 

The average daily throughput in the long-term car park increased from 1427 cars per day in 
2009-10 to 1480 cars per day in 2010-11 (3.8 per cent). This was due to a decrease in the total 
annual throughput of the long-term car park to 540 300 cars in 2010-11. Over the whole 
reporting period, the average daily throughput in the long-term car park increased by 
approximately 0.2 per cent, from 1478 cars per day in 2006-07.  

5.3.4 Other transport options to the airport 

There are various transport options to Melbourne Airport other than on-airport car parking. For 
some of these options, the airport imposes a charge as follows: 

• Terminal drop-off and pick-up 

− For security reasons, vehicles collecting or dropping off passengers at the front of the 
terminals must be attended at all times. A one minute maximum set-down time must 
also be observed. The departures level (level one) is for drop-off only.  

− As noted above, on 21 December 2011, Melbourne Airport commenced a ring and ride 
service, which allows drivers to wait before collecting arriving passengers from the 
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forecourt area. Melbourne Airport has set aside 64 parking spaces in the long-term car 
park for which the first 20 minutes will be free. 

• Off-airport parking and private buses 

− A number of off-airport car parking facilities service Melbourne Airport. Off-airport 
prices sampled by the ACCC ranged from $127 to $378 for one day’s parking and $289 
to $5810 for three days.  

− There are several privately operated bus services operating throughout Melbourne. 
One provider charges $16 for a one way trip between Melbourne Airport and the 
Melbourne CBD and $26 for a return trip.11 

− Off-airport parking and private bus operators are charged various fees per pick-up by 
Melbourne Airport. The airport received a total of $3.8 million in revenue from these 
operations in 2010-11, an increase of 19.5 per cent from $3.2 million in 2009-10. The 
fees charged by Melbourne Airport to these operators did not increase in 2010-11. 

• Taxis 

− Melbourne Airport charges a $1.32 fee for taxis using the taxi ranks to pick up 
passengers. This charge did not increase compared to 2009-10. The airport received a 
total of just over $2.2 million in revenue from taxis in 2010-11, an increase of 10.6 per 
cent from $2 million in 2009-10. Taxis levy a charge of $2 per vehicle on passengers 
leaving Melbourne Airport from a taxi rank to recover the airport fee.12  

• Private car operators  

− Operators of private cars, such as limousines, are charged $3 per 30 minutes for 
access to the airport. This fee has not increased compared to 2009-10. Melbourne 
Airport received a total of $607 000 in revenue from these operators in 2010-11 
compared to just over $630 000 in 2009-10—a decrease of 3.8 per cent. 

• Public buses 

− The Victorian Department of Transport currently provides four regional bus routes 
(Ballarat, Bendigo, Shepparton and Geelong) and four metropolitan (Dandenong, 
Ringwood, Frankston and Melbourne CBD) to Melbourne Airport. These services do 
not attract government funding and patrons pay a commercial fare for their use.  

− The Victorian Department of Transport also directly funds three local area metropolitan 
bus routes to Melbourne Airport (Moonee Ponds, Sunbury and Broadmeadows). These 
services do not cost anything extra on top of the regular public transport Metcard ticket. 

− Melbourne Airport does not charge for public buses to access the airport.  

− Melbourne Airport noted that an assessment for a rail link is proposed in the airport’s 
current Master Plan. Melbourne Airport commented that, in 2011, the Victorian 
Government commenced a Melbourne Airport Rail Link Study that is expected to take 
at least two years to complete.     

 

 

                                                      
7
  Busy Beaver Airport Parking, viewed 5 January 2012,  

 http://www.busybeaverairportparking.com.au/Parking-Rates/Rates.aspx  
8
  Airport Corporate Smart Park, viewed 5 January 2012  

 http://www.airportparking.com.au/Our-Rates.html 
9
  Alpha car parking, viewed 6 January 2012, http://www.alphaairportparking.com.au/rates.php.  

10
  Airport Corporate Smart Park, ibid.  

11
  Skybus, viewed 5 January 2012, http://www.skybus.com.au/.  

12
  Melbourne Airport, viewed 9 January 2012, http://www.melbourneairport.com.au/To-From-the-

Airport/Taxis/Overview.html. 
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6 Perth Airport 

Key points 

Aeronautical services 

• Passenger numbers, aircraft movements and tonnes landed all increased in 2010-11. Over 
the whole reporting period (2006-07 to 2010-11), passenger numbers increased by 
41.6 per cent. 

• The majority of Perth Airport’s charges for its aircraft-related services and facilities increased 
by around 3.4 per cent in 2010-11, while some charges for passenger-related services and 
facilities increased and some decreased.  

• Aeronautical revenue increased from just under $88 million in 2009-10 to $103.1 million in 
2010-11 (17.2 per cent). Operating expenses for aeronautical services increased by 16.6 per 
cent, from $53.5 million in 2009-10 to $62.3 million in 2010-11. 

− As a result of aeronautical revenue increasing by more than operating expenses, the 
aeronautical operating margin increased by 18.3 per cent to $40.8 million in 2010-11.  

• On a per passenger basis, aeronautical revenue, operating expenses and operating margin 
increased in the most recent period. 

− Aeronautical revenue per passenger (an indicator of average prices) increased by 7.2 per 
cent to $9.00 in 2010-11, while operating expenses per passenger increased by 6.7 per 
cent to $5.44. Aeronautical operating margin per passenger increased by 8.2 per cent to 
$3.56 in 2010-11.  

• The rate of return on aeronautical assets was relatively unchanged at 13.2 per cent in 
2010-11. 

• In 2010-11, Perth Airport’s overall ratings for international and domestic terminal services 
were satisfactory and good respectively. However, other airport services were rated as poor 
by airlines. 

Car parking 

• Perth Airport’s car parking prices increased in 2010-11, with the exception of the price for one 
day parking at its long-term car parks, which remain unchanged, and some decreases at its 
regional car park.  

• Car parking revenue increased by 23.5 per cent to $41.1 million in 2010-11, while operating 
expenses increased by 26.8 per cent to $13.6 million. 

− As a result of revenue increasing by more than operating expenses, car parking operating 
margin increased by 21.9 per cent to $27.5 million in 2010-11. 

• Perth Airport increased its total car parking capacity by 3025 spaces (26.3 per cent) in 
2010-11. This was largely attributable to the completion of new park-and-ride facilities.   

• Passenger survey ratings for car parking availability and standard were between satisfactory 
and good over the whole reporting period, while ‘time taken to enter’ was rated as good.  
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6.1 Perth Airport price monitoring results 
In this section prices monitoring and financial reporting results are presented for aeronautical 
and total airport services. This includes activity levels (section 6.1.1), prices (section 6.1.2) and 
revenues, costs and profits (section 6.1.3). 

6.1.1 Activity 

Chart 6.1.1: Perth Airport—volume of passengers, to nnes landed and aircraft 
movements 
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The number of passengers, tonnes landed and aircraft movements all increased at Perth 
Airport in 2010-11 (chart 6.1.1). 

Passenger numbers increased from 10.5 million in 2009-10 to 11.5 million in 2010-11 (9.4 per 
cent). Over the whole reporting period (2006-07 to 2010-11), the number of passengers 
passing through the airport increased by around 41.6 per cent, from 8.1 million in 2006-07. The 
largest increases in passenger throughput occurred in 2007-08, when passenger numbers 
increased by 13.5 per cent. 

In 2010-11, tonnes landed at Perth Airport increased by around 8.2 per cent to 4.9 million 
tonnes. Over the whole reporting period, tonnes landed increased by 33.5 per cent from 
3.6 million tonnes in 2006-07, with the largest increase occurring in 2007-08 at 9.8 per cent.    

Aircraft movements increased from 118 200 in 2009-10 to 129 000 in 2010-11 (9.2 per cent), 
the largest increase over the whole reporting period, following the smallest increase in 2009-10 
at 2.5 per cent. Over the whole reporting period aircraft movements increased by about 30 per 
cent, from 99 400 in 2006-07.  
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6.1.2 Prices 

Table 6.1.1: Perth Airport—schedule of average char ges and indexed average list 
prices (2006-07 as base year) (including GST) 1 

 Indexed average list prices 

 Average 
charge   

per unit 

     

 $ 2006-07 2007-08 2008-09 2009-10 2010-11 

Aeronautical services       

Aircraft-related services and facilities       

Basic landing charge       

International RPT (per passenger) 4.28 100.0 100.0 100.0 100.0 103.4 

Domestic and regional RPT 
(per passenger) 4.28 100.0 100.0 100.0 100.0 103.4 

Fixed wing (general aviation, freight 
and other) (per tonne MTOW) 8.71 100.0 102.9 106.8 107.9 111.6 

Rotary wing (per tonne MTOW) 4.36 100.0 102.9 106.8 107.9 111.6 

Minimum landing charge       

Fixed wing 39.78 100.0 102.9 106.8 107.9 111.6 

Rotary wing 19.89 100.0 102.9 106.8 108.0 111.6 

Basic aircraft parking charge (general 
aviation) (per aircraft per day) 34.54 100.0 102.9 106.8 108.0 111.6 

Aircraft storage charge 8.71 NR NR NR NR 100.0 

Passenger-related services and 
facilities       

International terminal charge 
(per passenger)(a) 8.25 100.0 100.0 100.0 100.0 102.70 

CUTE usage charge (per departing 
international passenger)(b)  0.67 NR NR NR NR 100.0 

Domestic terminal charge 
(per passenger)(c) 

4.42 100.0 103.5 108.0 108.0 111.6 

Domestic aerobridge charge 
(per passenger) 0.69 100.0 103.6 108.1 108.1 111.8 

Government mandated security costs       

Counter terrorism first response(d)       

RPT services (per passenger) 0.95 100.0 116.1 143.3 173.2 166.6 

Freight and other (aircraft > 20 tonne) 
(per tonne MTOW) 0.88 100.0 113.2 139.7 168.7 164.1 

International passenger and checked 
bag screening (per passenger)(e) 5.70 100.0 104.3 123.3 116.1 105.4 

T3 common-user domestic terminal 
passenger and checked bag screening 
(per passenger)(e) 3.89 100.0 92.2 97.4 97.4 117.9 

                                                      
1
  Where a list price changed during a financial year, the average of that charge has been reported in table 6.1.1. 
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Notes: NR Not relevant. 

 (a) International terminal charge includes terminal charge, baggage handling system and check-in counter 
charge. In reports prior to 2010-11, the charge for baggage handling systems was reported separately. 
However, in this year’s report, the combined charge has been reported for all years for comparative 
purposes. 

 (b) New charge introduced on 1 July 2010. 

 (c) The domestic terminal charge is a step charge based on airline volume through the terminal. 

 (d) This charge encompasses not only services provided by the Australian Federal Police Protective 
Services (AFPPS) that are billed to the airport, but also other services that the airport provides through 
contract security firms. These services include control of vehicles to and from the terminals, patrols of 
the apron and additional security required in the terminal buildings to manage access to restricted 
areas. The AFPPS notified Perth Airport in May 2006 that it would no longer invoice the airport for its 
services, with effect from 1 January 2006. Accordingly, from 1 June 2006, Perth Airport reduced this 
charge to zero until a new charge could be calculated based on the costs of the remaining services and 
the fact that charges from January to May 2006 had included and allowance for the AFPPS charges. A 
new reduced charge was reinstated with effect from 1 September 2006 following consultation with the 
airlines and calculation of these services borne by Perth Airport. A new charge was applied for these 
services on 1 January 2007. 

 (e) Separate passenger screening and checked bag screening charges ceased on 31 December 2009 and 
were replaced by combined passenger and checked bag screening charges. For this year’s report, the 
combined charge has been reported for all years for comparative purposes.  

All of Perth Airport’s list prices for its aircraft-related services and facilities increased in 
2010-11, while some of its passenger related services and facilities charges increased and 
some decreased in the same period (table 6.1.1). Perth Airport also introduced a couple of new 
charges in 2010-11.  

The basic landing charges for international, domestic and regional RPT all increased for the 
first time over the whole reporting period in 2010-11, from $4.14 per passenger in 2009-10 to 
$4.28 per passenger in 2010-11 (3.4 per cent). The basic landing charge for fixed wing and 
rotary wing aircraft also increased in 2010-11, from $8.43 and $4.21 per tonne MTOW 
respectively in 2009-10 to $8.71 and $4.36 per tonne MTOW in 2010-11 (3.4 per cent). 
Minimum landing charges for fixed wing and rotary wing aircraft also increased by 3.4 per cent 
in 2010-11. These charges have increased each year since 2006-07, and by a total of 11.6 per 
cent. International, domestic and regional RPT landing charges make up 41.8 per cent of total 
aeronautical revenue, while landing charges for fixed wing and rotary wing aircraft contribute 
around 3.8 per cent.  

Perth Airport increased its basic aircraft parking charge for GA aircraft from $33.41 per aircraft 
per day in 2009-10 to $34.54 per aircraft per day in 2010-11 (3.4 per cent). A new aircraft 
storage charge was introduced in July 2010. Aircraft parking charges makes up only a small 
proportion of total aeronautical services at around 0.3 per cent.     

In 2010-11, international and domestic terminal charges increased by 2.7 per cent and 3.4 per 
cent respectively. Notably, the increase in the international terminal charge was the first over 
the whole reporting period. Perth Airport introduced a new CUTE usage charge levied on 
departing international passengers. Revenue generated from international and domestic 
terminal charges contributes around 35.1 per cent to total aeronautical revenue.   

Counter terrorism first response (CTFR) charges for RPT services decreased by 3.8 per cent in 
2010-11 to $0.95 per passenger, from $0.99 per passenger in 2009-10. Over the whole 
reporting period, CTFR charges for RPT services increased by 66.7 per cent, from $0.57 per 
passenger in 2006-07. CTFR charges for freight and other decreased by 2.7 per cent in 2010-
11, from $0.90 per tonne MTOW in 2009-10 to $0.88 per tonne MTOW, but increased by 
64.1 per cent over the whole reporting period, from $0.53 per tonne MTOW in 2006-07.  

The passenger and checked bag screening charge for international passengers decreased for 
the second period in a row from $6.30 per passenger in 2009-10 to $5.70 per passenger in 
2010-11 (-9.4 per cent). The passenger and checked bag screening charge for domestic 
passengers increased from $3.21 per passenger in 2009-10 to $3.89 per passenger in 2010-11 
(21 per cent). Prior to 1 January 2009, checked bag screening and passenger screening were 
separate charges. From 1 January 2009, the charges were combined into a single charge of 
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$7.70 per international passenger and $3.38 per domestic passenger. This resulted in an 
equivalent increase of 36.5 per cent for the combined international charge compared to the 
separate charges in that period, and 11.2 per cent for domestic. 

6.1.3 Revenues, costs and profits 

Table 6.1.2 lists the revenues, operating expenses and operating margins for aeronautical 
services at Perth Airport from 2006-07 to 2010-11. 

Table 6.1.2: Perth Airport—revenues, operating expe nses and operating margins for 
aeronautical services ($thousand) 

 2006-07 2007-08 2008-09 2009-10 2010-11 

Aeronautical revenue  65 787 74 493 80 365 87 964 103 121 

Aeronautical operating 
expenses  

41 476 38 076 47 746 53 456 62 303 

Aeronautical operating 
margin  24 311 36 417 32 619 34 508 40 818 

Notes: In previous years’ reports, total aeronautical services and facilities revenue, operating expenses and 
operating margin for 2006-07 were reported as $64 704, $38 965 and $25 741 respectively in this table. 
However, those figures applied aeronautical definitions outlined in the previous direction (Direction 27), while 
the rest of the report applied aeronautical definitions outlined in the Airports Regulations 1997. The difference 
between the two definitions was that the Airports Regulations included passenger check-in facilities and 
landside terminal access road as aeronautical, while Direction 27 did not. For this year’s report, the 
aeronautical definitions outlined in the Airports Regulations have been applied to the 2006-07 figures in this 
table so as to be consistent with the definitions applied in the rest of the report. As such, the total 
aeronautical services and facilities revenue, operating expenses and operating margin for 2006-07 have 
been re-stated to $65 787, $41 476 and $24 311 respectively. No adjustment was required to be made to 
later years (2007-08 onwards) as the definitions in the Airports Regulations and the current direction 
(Direction 29) were amended to be consistent with each other from 2007-08 onwards. 

Aeronautical revenue and operating expenses and operating margin for Perth Airport all 
increased in 2010-11 (table 6.1.2). 

Revenue from aeronautical services increased by $15.2 million (17.2 per cent) in 2010-11. This 
was the largest increase over the whole reporting period. Between 2006-07 and 2010-11, 
aeronautical revenue increased by 56.8 per cent. 

Aeronautical operating expenses increased by $8.8 million (16.6 per cent) in 2010-11. Over the 
whole reporting period, aeronautical operating expenses increased by 50.2 per cent. This is 
despite a decrease of 8.2 per cent2 in 2007-08. Perth Airport advised that the decrease in 
2007-08 was due to the reversal of a technical services fee ($11.5 million), of which 
$4.12 million was allocated to aeronautical services. The fee was accrued in 2006-07 but was 
reversed in 2007-08 as it was not required to be paid. Excluding the effect of the technical 
services fee, aeronautical operating expenses increased by 13 per cent from 2006-07 to 
2007-08 and by 66.8 per cent over the whole reporting period. 

As a result of revenue from aeronautical services increasing by more ($15.2 million) than 
operating expenses ($8.8 million), the aeronautical operating margin increased from 
$34.5 million in 2009-10 to $40.8 million in 2010-11 (18.3 per cent). Over the whole reporting 
period, the aeronautical operating margin increased by 67.9 per cent. Notably, due to the 
inclusion of the technical services fee in 2006-07 and subsequent reversal in 2007-08, the 
aeronautical operating margin for 2006-07 was understated and for 2007-08 it was overstated. 

                                                      
2
  In previous years’ reports, the decrease in aeronautical operating expenses between 2006-07 and 2007-08 was 

reported as 2.3 per cent. Following the amendments to the 2006-07 figures as noted in table 6.1.2, the decrease 
has been restated in this year’s report to 8.2 per cent. 
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Excluding the effect of the technical services fee, the aeronautical operating margin increased 
by 13.6 per cent from 2006-07 to 2007-08 and by 43.6 per cent over the whole reporting period. 

Aeronautical revenues per passenger 

Chart 6.1.2: Perth Airport—aeronautical revenues, o perating expenses and operating 
margins per passenger 
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Aeronautical revenue, operating expenses and operating margin on a per passenger basis all 
increased at Perth Airport in 2010-11 (chart 6.1.2). 

Aeronautical revenue per passenger increased from $8.40 in 2009-10 to $9.00 (7.2 per cent). 
Over the entire reporting period, aeronautical revenue per passenger increased by 10.7 per 
cent, from $8.13 in 2006-07. On an annual basis, the increase in revenue per passenger was 
around 2.6 per cent.  

Aeronautical operating expenses on a per passenger basis increased from $5.10 in 2009-10 to 
$5.44 in 2010-11 (6.6 per cent). Over the whole reporting period, operating expenses 
per passenger increased by 6.1 per cent. Notably, as discussed above, the 2006-07 and 
2007-08 figures were affected by the technical services fee. Excluding the effect of the 
technical services fee, aeronautical operating expenses on a per passenger basis increased by 
around 17.8 percent over the whole reporting period.  

Operating margin for aeronautical services increased from $3.29 per passenger in 2009-10 to 
$3.56 per passenger in 2010-11 (8.2 per cent) as a result of revenue increasing at a faster rate 
than operating expenses. This increase follows two consecutive decreases in 2008-09 
(-15.5 per cent) and 2009-10 (-1.6 per cent). Despite these decreases, aeronautical operating 
margin on a per passenger basis increased by 18.6 per cent over the whole reporting period. 
Excluding the effect of the technical services fee in 2006-07 and 2007-08, aeronautical 
operating margin per passenger increased by 1.4 per cent over the whole reporting period. 

Line in the sand approach 

As discussed in the appendices, the ACCC required airport operators to provide additional 
information relating to the aeronautical asset base under the ‘line in the sand’ approach for the 
first time in 2007-08. Under this approach the value of an airport’s aeronautical asset base for 
monitoring purposes is the value of tangible non-current aeronautical assets reported to the 
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ACCC as at 30 June 2005, plus new investments, less depreciation and disposals. The starting 
line in the sand asset base figures are shown in table 6.1.3. 

Table 6.1.3: Perth Airport—starting line in the san d asset base as at 30 June 2005 
($thousand) 

Airport Land Property, plant and 
equipment 

Total line in the sand 
asset base 

Perth 41 564 154 629 196 193 

Perth Airport’s total aeronautical asset base used for the regulatory accounts matches the line 
in the sand aeronautical asset base values required by the ACCC and, for the purposes of its 
regulatory accounts, Perth Airport has not recorded revaluations of its aeronautical assets. 
Therefore, line in the sand measures are not separately reported for Perth Airport in this report. 

Security services 

Chart 6.1.3: Perth Airport—security revenues, expen ses and revenues per passenger 
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Total security revenue, revenue per passenger, total security expenses all increased in 
2010-11 (chart 6.1.3). Government mandated security charges are directly related to the 
government mandated security levels (see the appendices). These charges are set to recover 
the costs of these activities. 

Security revenue increased from $14.8 million in 2009-10 to $18.9 in 2010-11 (27.1 per cent). 
Between 2006-07 and 2010-11, security revenue increased in every period and by a total of 
68.5 per cent. The increases were partly attributable to increased security recovery and 
passenger and checked bag screening charges, in conjunction with an increase in passenger 
throughput of 41.6 per cent over the same period.  

As a proportion of aeronautical revenue, security revenue increased from 16.9 per cent in 
2009-10 to 18.3 per cent in 2010-11. This was the highest proportion recorded over the whole 
reporting period, with the lowest occurring in 2007-08 at 16.4 per cent. Security revenue 
accounted for 6.4 per cent of total airport revenue in 2010-11, up from 6 per cent in 2009-10 
and from 4.7 per cent in 2006-07. 

On a per passenger basis, security revenue increased from $1.42 in 2009-10 to $1.65 in 
2010-11 (16.2 per cent), which was the largest increase over the whole reporting period. 
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Between 2006-07 and 2010-11, security revenue per passenger increased by 19 per cent, from 
$1.38 in 2006-07. In 2007-08, there was a 3.8 per cent decrease from $1.38 per passenger in 
2006-07 to $1.33 per passenger. This decrease was partly a result of revenue from a Counter 
Terrorism First Response charge having decreased as a proportion of the total security 
revenue.  

Total security expenses increased from $14 million in 2009-10 to $18.3 million in 2010-11 
(30.9 per cent). This was the largest increase over the whole reporting period, with the second 
largest increase occurring in 2007-08 (29.7 per cent). Security expenses increased by 
94.4 per cent between 2006-07 and 2010-11.  

Security expenses as a proportion of aeronautical operating expenses increased from 
26.2 per cent in 2009-10 to 29.4 per cent in 2010-11. This compares to 2006-07, when security 
expenses contributed 22.7 per cent to aeronautical operating expenses. Security expenses 
accounted for around 14.8 per cent of total airport operating expenses in 2010-11. 

Revenue shares 

Chart 6.1.4: Perth Airport—total revenue shares (ae ronautical and non-aeronautical 
services)  
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Aeronautical revenue as a proportion of total airport revenue decreased for the second 
consecutive period, from 35.5 per cent in 2009-10 to 34.8 per cent in 2010-11 (chart 6.1.4). 
This compares to 2008-09, when aeronautical revenue accounted for 47.3 per cent of total 
airport revenue and a reporting period low of 27.4 per cent in 2006-07. 
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Total airport services 

Chart 6.1.5: Perth Airport—total airport revenues, operating expenses and operating 
margins  
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In 2010-11, total airport revenue, operating expenses and operating margin all increased at 
Perth Airport (chart 6.1.5). 

Total airport revenue increased from $247.7 million in 2009-10 to $296.2 million (19.6 per cent) 
as a result of aeronautical and non-aeronautical revenue increasing by $15.2 million 
(17.2 per cent) and $33.4 million (20.9 per cent) respectively. Over the whole reporting period, 
total airport revenue increased by around $56.2 million (23.4 per cent), despite decreases in 
2007-08 (-14.1 per cent) and 2008-09 (-17.5 per cent). Perth Airport advised that the lower 
revenue figure in 2008-09 was primarily due to a downwards revaluation of investment property 
of approximately $39 million, which had an associated negative effect on revenue.    

In 2010-11, total airport operating expenses increased by 17.3 per cent from $105.3 million in 
2009-10 to $123.4 million in 2010-11. This was a result of aeronautical and non-aeronautical 
operating expenses increasing by $8.8 million (16.6 per cent) and $9.3 million (18 per cent) 
respectively. Over the whole reporting period, total airport operating expenses increased by 
48.7 per cent, despite a decrease in 2007-08 (-18 per cent). Perth Airport noted that the 
decrease in 2007-08 was due to the accrual and subsequent reversal of the technical services 
fee ($11.5 million) in 2006-07 and 2007-08 discussed above.  

Total airport operating margin increased from $142.4 million in 2009-10 to $172.7 million in 
2010-11 (21.3 per cent) as a result of revenue increasing at a faster rate than operating 
expenses. This follows a significant increase of 86.1 per cent in the previous period. In 
2008-09, the operating margin was at its lowest point for the whole reporting period 
($76.5 million). 
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Rates of return on average tangible non-current ass ets 

Chart 6.1.6: Perth Airport—EBITA on average tangibl e non-current assets  
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Earnings before interest, tax and amortisation (EBITA) on average tangible non-current assets 
remained relatively unchanged for aeronautical services in 2010-11, while it was higher for total 
airport services in 2010-11 (chart 6.1.6).  

For aeronautical services, EBITA on average tangible non-current assets in 2010-11 was 
relatively unchanged at 13.2 per cent as a result of an increase in EBITA (18.3 per cent) as well 
as increase tangible non-current assets (20.8 per cent) (chart 6.1.7). This was only slightly 
higher than in 2006-07, when EBITA on average tangible non-current assets was at a reporting 
period low of 13.1 per cent. A reporting period high of 18.5 per cent occurred in 2007-08.  

For total airport services, EBITA on average tangible non-current assets increased from 
18.1 per cent in 2009-10 to 20.1 per cent in 2010-11. This was attributable to EBITA increasing 
at a faster rate than tangible non-current assets. Over the whole reporting period, EBITA on 
average tangible non-current assets for total airport services ranged from a reporting period low 
of 10.9 per cent (in 2008-09) to a reporting period high of 31.7 per cent (2006-07). 

As explained in the appendices, the return on assets measure is influenced by the airport 
operator’s valuation of its assets recorded in its financial accounts. The following section gives 
details of asset values and changes in asset values over time. 
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Asset values 

Aeronautical services 

Chart 6.1.7: Perth Airport—aeronautical non-current  assets 
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The value of aeronautical non-current assets increased by 20.8 per cent from $279.7 million in 
2009-10 to $337.9 million in 2010-11 (chart 6.1.7).  

This increase in the most recent period was attributable to a $58.4 million (22.2 per cent) 
increase in the value of property, plant and equipment. Over the whole reporting period, the 
value of property, plant and equipment increased by 91.3 per cent, from $167.9 million in 
2006-07. 

However, the increase in the value of property, plant and equipment was partly offset by a 
1.2 per cent decrease in the value of land from $17 million in 2009-10 to $16.8 million in 
2010-11. The value of land decreased by a total of 4.5 per cent over the whole reporting period, 
from $17.6 million in 2006-07. With the exception of receivables totalling $3.9 million in 
2006-07, Perth Airport did not report any intangible or other non-current aeronautical assets 
throughput the whole reporting period. 

Chart 6.1.8 further illustrates the change in value of tangible aeronautical non-current assets 
(for land and property, plant and equipment) at Perth Airport from 2006-07 to 2010-11. 
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Chart 6.1.8: Perth Airport—change in tangible aeron autical non-current assets  
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Note: Perth Airport advised that transfers from work in progress represent the reallocation of completed assets to 

buildings, fixed plant and equipment, other infrastructure and other assets. Chart 6.1.8 shows the net of 
additions to this category and transfers from it during each year. Transfers in other categories represent 
reclassification between aeronautical and non-aeronautical services, where review of the activities 
associated with the asset warrants a change. Transfers also move assets between infrastructure, plant and 
equipment and investment properties where the use of the asset has changed.   

Additions to property, plant and equipment in 2010-11 were partly offset by disposals and 
depreciation expense (chart 6.1.8).   

In 2010-11, net additions of around $69.7 million were made to property, plant and equipment. 
This comprised of additions of $1.3 million to buildings, $2.4 million to plant and machinery, 
$305 000 to other non-current assets and $69.9 million to work in progress. Transfers from 
work in progress totalled $4.2 million. As a percentage of tangible aeronautical non-current 
assets, additions equated to 20.6 per cent in 2010-11. 

Disposals totalled $630 000 in 2010-11. Depreciation expense increased from $9.9 million in 
2009-10 to $10.8 million in 2010-11 (9.3 per cent). Over the whole reporting period, 
depreciation expense increased by 53.7 per cent, from $7.1 million in 2006-07.  

There were no transfers/re-allocations/adjustments or revaluations reported by Perth Airport in 
2010-11.  
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Total airport services 

Chart 6.1.9: Perth Airport—total airport non-curren t assets 
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The value of total airport non-current assets for Perth Airport increased by 4.1 per cent from 
$1.3 billion in 2009-10 to $1.35 billion in 2010-11 (chart 6.1.9). 

In 2010-11, the value of property, plant and equipment increased by $59.9 million (14.3 per 
cent) and the value of land increased by $2.9 million (9.6 per cent). Over the whole reporting 
period, property, plant and equipment increased by 82.1 per cent from $262.5 million in 
2006-07 to $478 million in 2010-11, while land increased by 11.1 per cent from $30.1 million to 
$33.5 million over the same period. 

However, these increases were partly offset by a decrease in the value of intangibles, 
investment property and other non-current assets. Intangibles and investment property 
decreased by 0.2 per cent and 1.8 per cent to be $453.5 million and $375 million in 2010-11 
respectively. Over the whole reporting period, intangibles remained relatively unchanged, 
having decreased by only 0.3 per cent, while investment property decreased by 55.8 per cent, 
from $240.8 million in 2006-07. The value of other non-current assets decreased from 
$11.4 million in 2009-10 to $9.7 million (14.8 per cent). Over the whole reporting period, other 
non-current assets decreased by 65.3 per cent, from $28.1 million in 2006-07. 

Chart 6.1.10 further shows changes to the value of tangible non-current assets (for land and for 
property plant and equipment) at Perth Airport from 2006-07 to 2010-11. 



Perth Airport monitoring results   Airport monitoring report 2010-11 

  

196 

Chart 6.1.10: Perth Airport—change in tangible tota l airport non-current assets  

-60

-40

-20

0

20

40

60

80

100

120

140

160

180

2006–07 2007–08 2008–09 2009–10 2010–11

C
ha

ng
e 

in
 a

ss
et

 v
al

ue
s 

($
m

illi
on

)

Additions Disposals Transfers/re-allocations/adjustments Revaluations Depreciation

 
Note: Chart 6.1.10 shows the net of additions to work in progress and transfers from it during each year. For further 

information, refer note under chart 6.1.8. 

Additions were partly offset by disposals, transfers/re-allocations/adjustments, revaluations and 
depreciation expense in 2010-11 (chart 6.1.10). 

In 2010-11, net additions of around $84.1 million were made to investment property, land and 
property, plant and equipment. This comprised of additions of $2.3 million to investment 
property, $3.3 million to land, $1.5 million to buildings, $5.2 million to plant and machinery, 
$24 million to other non-current assets and $81.1 million to work in progress. Transfers from 
work in progress totalled $33.4 million. Additions, as a proportion of tangible non-current assets 
were 9.4 per cent in 2010-11. 

Disposals and transfers/re-allocations/adjustments totalled $2.3 million and $3.3 million in 
2010-11 respectively. Perth Airport also made a downward revaluation of $4.7 million to its 
non-aeronautical investment property in 2010-11.  

Depreciation expense increased from $17.5 million in 2009-10 to $17.7 million in 2010-11 
(1.5 per cent). Over the whole reporting period, depreciation expense increased by 
54.3 per cent, from $11.5 million in 2006-07.  

Rates of return on equity 

Perth Airport’s post-tax return on average equity increased from 18.8 per cent in 2009-10 to 
22.6 per cent in 2010-11. Perth Airport has reported positive returns on equity over the entire 
reporting period. In 2010-11, total equity was $247.2 million while total non-current liabilities 
were $1.2 billion—a debt to equity ratio of approximately 4.7 to 1 based on Perth Airport’s 
financial accounts. 

Perth Airport’s post-tax return on equity was influenced by its capital structure. In its 2006-07 
annual report, Perth Airport identified that the purchase of the airport lease was partly funded 
by way of shareholder-sponsored subordinate debt. Subordinate shareholder loans are 
classified in the airport’s financial accounts as non-current interest bearing liabilities. Similarly, 
interest payments to subordinate debt holders are classified as a borrowing cost expense 
payable before income tax. The existence of these shareholder loans means that reported 
equity reflects neither the total amounts invested in the airport by shareholders nor the returns 
received on that investment.  



Airport monitoring report 2010-11  Perth Airport monitoring results  

 

197 

6.2 Perth Airport quality of service monitoring 
results 

In this section, the quality of service monitoring results are presented for overall ratings 
(section 6.2.1), international services (section 6.2.2) and domestic services (section 6.2.3). 
Other airport services are discussed in section 6.2.4. The following provides some relevant 
information for understanding the monitoring results at Perth Airport. 

Perth Airport’s terminal configurations and DTLs 

Perth Airport has one international terminal and two domestic terminals: 

• the international terminal (T1) is a common-user terminal used by all international airlines 
flying to and from Perth Airport. This terminal is subject to monitoring and is included in the 
ACCC’s monitoring results 

• the Qantas domestic terminal (T2) is occupied and operated by Qantas under a domestic 
terminal lease (DTL), is not subject to monitoring and is therefore not included in the 
monitoring results 

• the T3 common-user domestic terminal is predominantly used by Tiger Airways, Virgin 
Blue, Alliance Airlines, Strategic Airlines and Skywest Airlines. This terminal is subject to 
monitoring and is included in the ACCC’s monitoring results.  

Investment in aeronautical services by Perth Airpor t  

As noted in 2009-10 airport monitoring report, Perth Airport issued a press release on 
25 November 2010, announcing a $500 million redevelopment of its airport.  

None of this announced major investment was delivered during the 2010-11 financial period, 
which the quality of service results pertain to. However, Perth Airport completed a number of its 
announced major investments project post the 30 June 2011 reporting period. Perth Airport 
advised that the following projects were constructed during the reporting period and were 
commissioned into operation during or soon after the end of the reporting period:  

• An upgrade of T3, at an approximate cost of $22.5 million, and involved an extension and 
upgrade of the level one departures lounge, washrooms, two new passenger 
arrival/boarding gates, fixed links and aerobridges and additional way finding signage. 
Works also included a new exit route with a lift, escalator and stair from level one to the 
ground floor as well as a new airside bussing station and covered passenger walkway. 
While various elements were progressively commissioned, all of the elements were 
completed by September 2011.   

• The first stage of works to refurbish T1 were completed in October 2011 at an approximate 
cost of $5.5 million. The works included upgrading the arrivals and departures concourses 
on levels one and two, as well as upgrading the customs secondary search area, baggage 
hall and Australia Quarantine Inspection Service search area on the ground floor. In 
addition, four pedestrian escalators were replaced in T1, which was completed in 
November 2011 at a cost of approximately $1 million.   

• On the airfield, works included main runway resurfacing ($8.5 million) (completed May 
2011), perimeter security fence ($18 million) (completed June 2011) and domestic apron 
renewal and repair ($4.5 million) (completed April 2011). 

Perth Airport also advised that, in September 2011, construction commenced on a new 
domestic terminal that will primarily service regional Western Australia and some interstate 
routes. The terminal is expected to be completed in early 2013 at a cost of $120 million.    
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6.2.1 Overall ratings 

Chart 6.2.1: Perth Airport—overall quality of servi ce ratings for international and 
domestic terminal services, and other airport servi ces 
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Over the whole reporting period (2006-07 to 2010-11), Perth Airport’s overall rating for 
international services was satisfactory (chart 6.2.1). Over the same period, the overall rating for 
domestic services fluctuated between satisfactory (in 2006-07, 2007-08 and 2010-11) and good 
(in 2008-09 and 2009-10). Perth Airport’s overall rating for other airport services was 
satisfactory over the first three periods, but declined to poor in the two most recent periods.   

Chart 6.2.2: Perth Airport—overall quality of servi ce ratings for availability and 
standard of airport services 
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Over the whole reporting period, Perth Airport’s overall ratings for availability and standard of 
airport services were satisfactory, with both remaining relatively unchanged in 2010-11 
(chart 6.2.2).  
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6.2.2 International services 

Chart 6.2.3: Perth Airport—check-in (international services) 
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Airline ratings of check-in availability increased in 2010-11, but remained rated as poor 
(chart 6.2.3). Airline ratings of the standard of check-in facilities increased within the 
satisfactory range in 2010-11. In commentary to the surveys, airlines noted that there had been 
a recent refurbishment that had improved the check-in area. However, some airlines submitted 
that there was a shortage of check-in counters during peak periods as well as some issues 
regarding counter allocation.  

Passengers rated the check-in waiting time over the whole reporting period as good. The 
percentage of hours with more than 80 per cent of check-in desks in use was around zero 
between 2008-09 and 2010-11, down from 0.03 per cent in 2007-08.3 Perth Airport noted that 
its record keeping system is currently undergoing an upgrade, is expected to be completed in 
March 2012, and will enable measurement.  

                                                      
3
  Perth Airport advised that the airport uses a third party provider for check-in desk equipment and that the system 

that records the number of hours when more than 80 per cent of check-in desks were in use, and the total number 
of hours when any check-in desks were open, malfunctioned in 2009-10 and 2010-11. Perth Airport advised that 
the system is undergoing an upgrade that was expected to be complete towards the end of 2011. However, the 
airport stated that it did not expect that the figures would have materially changed from the 2008-09 period.  
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Chart 6.2.4: Perth Airport—inbound government inspe ction (international services) 

0

1

2

3

4

5

6

2006–07 2007–08 2008–09 2009–10 2010–11

A
ve

ra
ge

 r
at

in
g

0

10

20

30

40

50

60

N
um

be
r 

of
 p

as
se

ng
er

s 
pe

r 
de

sk

Border agencies survey— inbound Immigration facilities availability

Border agencies survey— inbound Immigration facilities standard

Passenger surveys— w aiting time in inbound Immigration area

Number of arriving passengers per inbound Immigration desk (during peak hour) (RHS)

Excellent

Good

Poor

Very poor

Satisfactory

 

The border agencies’ survey rated the availability of inbound Immigration facilities as poor over 
the whole reporting period, with the exception of 2007-08 when the availability of these facilities 
was rated as satisfactory (chart 6.2.4).4 The border agencies’ survey ratings for the standard of 
Perth Airport’s inbound Immigration facilities were satisfactory for the duration of the reporting 
period. In commentary to the survey, it was noted that facilities are not adequate during peak 
periods, which results in a considerable level of passenger congestion. In particular, border 
agencies commented that the airport’s infrastructure (a small lift, narrow staircase and single 
escalator) is insufficient to handle the flow of passengers from the arrival concourse to the 
immigrations area and, at times, the escalator has been switched off for occupational health 
and safety reasons due to the volume of passengers. However, the border agencies also noted 
that the airport had commenced planned upgrades, in particular the international terminal 
refurbishment. These were expected to improved conditions in the inbound immigration area.  

Passenger ratings of the waiting time in the inbound Immigration area were consistently good 
over the whole reporting period. The number of arriving passengers per inbound Immigration 
desk (during peak hour) was slightly higher, at around 28 passengers in 2010-11, compared to 
27 passengers in the previous period. The number of passengers per Immigration desk in 
2010-11 and 2010-09 were considerably lower than the 48 passengers in 2007-08. Over the 
whole reporting period, the number of inbound Immigration desks remained constant at 18. 
Perth Airport also advised that SmartGates kiosks were installed in the arrival area during the 
2008-09 financial year.5   

In response to the border agency surveys, Perth Airport commented that, while the escalator is 
switched off at times, this is done to prevent the bottom of the escalator being impacted by the 
queue in the inbound government inspection area. Perth Airport noted that the processing of 
passengers and queues in that area is impacted by staffing of the inbound Immigration desks 
(which is a responsibility of the border agencies) and that not all of the available desks are 

                                                      
4
  Prior to 2007-08, the border agencies’ survey reflected the views of the Australian Customs and Border Protection 

Service (AC&BPS) only. From 2007-08, the border agencies’ survey ratings encompass the views of the AC&BPS, 
the Department of Immigration and Citizenship (DIAC) and the Australian Quarantine Inspection Service (AQIS). 
The results are collated by the AC&BPS. DIAC operates inbound (immigration) and outbound (emigration) 
government inspection facilities, which are referred to as ‘Immigration facilities’ in this report. 

5
  SmartGate kiosks give eligible travellers arriving into Australia’s international airports the option to self-process 

through passport control. It uses electronic information in the ePassport and face recognition technology to perform 
the customs and immigration checks that are usually conducted by an AC&BPS officer. SmartGate can currently 
only be used by Australian and New Zealand ePassport holders aged 18 years and over.  
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always in use by the border agencies. Perth Airport advised that it has undertaken forecasting 
and believes that, if all of the inbound Immigration desks were manned, the existing space and 
number of desks would be sufficient to handle the airport’s growth for the next five years.   

Further, Perth Airport noted that it is expanding the international arrivals hall, including 
relocating the inbound immigration area into a much larger space with more queuing space and 
more desks. However, the airport also commented that the processing of passengers in this 
area will still be affected by resourcing by the border agencies.   

Chart 6.2.5: Perth Airport—outbound government insp ection (international services) 
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The border agencies’ survey ratings for the availability of outbound Immigration facilities 
declined from satisfactory in 2009-10 to poor in 2010-11 (chart 6.2.5). The border agencies’ 
survey ratings for the standard of outbound Immigration facilities remained satisfactory over the 
whole reporting period. In commentary to the survey it was noted that there is a lack of space in 
the departure immigration area, and that the entry is poorly configured and signed. In addition, 
it was noted that the placement of Customs and Border Protection requirements prior to 
security facilities creates problems and is inconsistent with the situation at other international 
airports. The border agencies noted, however, that significant improvements were expected 
following the completion of the international terminal refurbishment that was underway at the 
time the survey was taken.   

Passenger rating of waiting time in the outbound Immigration area was good over the whole 
reporting period. The number of departing passengers per outbound Immigration desk (during 
peak hour) was lower at approximately 40 passengers in 2010-11, compared to around 46 in 
the previous period. The number of outbound Immigration desks was constant at 10 over the 
whole reporting period. 

In response to the border agency survey, Perth Airport commented that it disagrees that the 
entry to the outbound Immigration area is poorly configured and signed, noting that it is at the 
end of a corridor with a portal surround clearly identifying the entrance. Further, while queuing 
is tight in this area at times, the processing of passengers is also affected by the border 
agencies’ staffing of desks. Perth Airport commented that it is rare that all of the available 
outbound Immigration desks are in use. 
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Chart 6.2.6: Perth Airport—baggage inspection (inte rnational services) 
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The border agencies’ survey ratings of the availability of inbound baggage inspection facilities 
improved to poor in 2010-11 from very poor in the previous two periods, having fallen sharply 
from satisfactory in 2007-08 (chart 6.2.6). The border agencies’ survey ratings of the standard 
of inbound baggage inspection facilities increased to satisfactory in 2010-11 from poor in the 
two preceding periods. In commentary to the survey, the border agencies noted that the airport 
had installed new baggage benches and made some cosmetic improvements to the area. 
However, the border agencies again commented that the configuration of the baggage 
inspection area results in congestion and queuing problems at peak times, and that some 
facilities, such as inspection areas, need to be upgraded to improve privacy and seating. It was 
also noted that signage is poor and results in confusion for passengers, and that the area is not 
secure from members of the general public. The border agencies further commented that the 
electric exit door regularly breaks down and is too narrow for particular bags. 

Passenger ratings of the waiting time in the inbound baggage inspection area were good over 
the whole reporting period. The number of arriving passengers per baggage inspection desk 
(during peak hour) was unchanged from the preceding period at around 18 passengers. The 
total number of baggage inspection desks was constant at 28 over the whole reporting period. 

Perth Airport commented that the new inbound baggage inspection facilities were designed 
jointly by the airport and the border agencies. Perth Airport noted that the interim works 
completed were based on certain processing and staffing predictions at the time and that there 
have since been some material changes to how passengers are processed by the border 
agencies. This has resulted in the facilities not being used in the way they were intended. Perth 
Airport commented that it is working with the border agencies to make modifications to ensure 
the facilities match the new work practices of the border agencies. 

Further, Perth Airport noted that the baggage inspection facilities are being further expanded as 
part of the airport redevelopment. However, the airport also commented that the processing of 
passengers in this area will still be affected by resourcing by the border agencies. 
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Chart 6.2.7: Perth Airport—gate lounges (internatio nal services) 
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Passenger ratings for gate lounge quality and availability of seating increased slightly to good 
in 2010-11, having fallen just below a rating of good in the previous period (chart 6.2.7).6 
Passenger ratings for crowding in lounge area were good over the whole reporting period.  

The number of departing passengers per seat in gate lounges (during peak hour) remained 
fairly constant at around 0.7 passengers in 2010-11, following a fall from 1.3 passengers in 
earlier periods to 0.6 passengers in 2008-09. Notably, the number of seats in gate lounges 
decreased from 689 in 2009-10 to 582 in 2010-11, while the number of departing passengers 
was also slightly lower in 2010-11. Perth Airport noted that the decrease was expected to be 
temporary and was due to the renovation works at the Terminal 1 departures area. The number 
of departing passengers per square metre of lounge area (during peak hour) was relatively 
unchanged from the two preceding periods at around 0.2 in 2010-11. The total gate lounge 
area has remained constant from 2008-09 onwards. 

                                                      
6
  Perth Airport noted that there are no ‘gate lounges’ as such at the airport, but rather the airport refers to these as 

airside departure lounges. The ACCC has maintained the use of the term gate lounges for consistency purposes.  
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Chart 6.2.8: Perth Airport—aerobridges (internation al services) 
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Airline ratings of the availability of aerobridges remained unchanged from the preceding period 
with a rating of poor in 2010-11 (chart 6.2.8). Airline ratings of the standard of aerobridges 
increased to a rating of poor in 2010-11 from very poor in 2009-10. In commentary to the 
surveys, several airlines commented that there were an insufficient number of aerobridges 
during peak periods. In addition, airlines commented that the aerobridges are old and require 
maintenance and cleaning, and are prone to flooding during rain. One airline commented that 
the standard of the aerobridges had improved somewhat after the latest refurbishment by the 
airport, while another commented that, to access the aerobridges, passengers need to descend 
a flight of stairs and that this poses problems for the elderly and physically impaired.  

The percentage of passengers both arriving and departing using an aerobridge remained 
above 99 per cent over the whole reporting period.  

Perth Airport commented that it is expanding the international departures area, which will 
include new aerobridges and, in the interim, there are occasions where standoff bays are used 
at the international terminal to accommodate smaller aircraft during peak periods. In relation to 
the airlines’ comments regarding flooding during rain, Perth Airport commented that this is only 
when there is a prevailing wind forcing the rain into the aerobridge opening at the head of the 
aerobridge, or where the airlines or ground handlers leave the door slightly ajar. The airport 
commented that there are no known leakages in the aerobridges and that they are generally 
clean and the fit out is in good condition.   
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Chart 6.2.9: Perth Airport—security (international services) 
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Passengers consistently rated the quality of security search process as good over the whole 
reporting period (chart 6.2.9). The number of departing passengers per security clearance 
system (during peak hour) was lower, at around 135 passengers in 2010-11 compared to 
around 153 in 2009-10. The number of security systems in place remained unchanged over the 
whole reporting period at three. 

Chart 6.2.10: Perth Airport—baggage processing (int ernational services) 
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Airline ratings of both the availability and standard of baggage facilities fell to poor in 2010-11 
from satisfactory in the four preceding periods (chart 6.2.10). In commentary to the airline 
surveys, it was noted that there are currently insufficient baggage carousels in the reclaim area, 
however, an additional carousel is currently being constructed which will take the total to four. 
One airline commented that the arrival belts need replacing as they frequently stop when 
baggage is loaded, although the airline also noted that Perth Airport intends to address this 
issue in the coming years.  
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Passenger ratings of the waiting time and information display for inbound baggage reclaim 
were consistently good, or just below good, over the whole reporting period. Passenger ratings 
of the circulation space for inbound baggage reclaim improved to good in 2010-11. The 
average throughput of the outbound baggage system increased from 173 bags per hour in 
2009-10 to around 182 bags per hour in 2010-11. The total number of hours the outbound 
baggage system was in use increased to 8395 hours in 2010-11, compared to 8030 hours in 
2009-10 and 7300 hours in the preceding three periods. The total number of bags handled in 
2010-11 was also higher than in preceding years.  

Perth Airport commented that it disagrees that the arrival belts need replacing. The airport 
commented that, while aging, the arrivals belts are in good condition and that the airport is not 
aware of any belts that are prone to shutting down when they are being loaded. Perth Airport 
noted that it is adding two additional reclaim belts as part of its T1 redevelopment. 

Chart 6.2.11: Perth Airport—baggage trolleys (inter national services) 
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Passenger ratings of the findability of baggage trolleys increased slightly in 2010-11, though 
remained within the satisfactory range (chart 6.2.11). The number of passengers per baggage 
trolley (during peak hour) was relatively unchanged at around 1.1 passengers in 2010-11. This 
compares to the 1.8 passengers per baggage trolley at the start of the reporting period. The 
total number of baggage trolleys was lower in 2010-11 at 826 trolleys as compared with 
866 trolleys in 2009-10.  

Perth Airport advised that the baggage trolleys are provided under a managed services 
agreement between the airport operator and a private contractor. Perth Airport commented that 
the private contractor advises that between 30 and 35 trolleys are stolen from the airport each 
year and a further 20 trolleys per year are disposed of due to reasonable wear and tear.     
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Chart 6.2.12: Perth Airport—flight information disp lay screens (international services) 
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Passenger ratings of the flight information display screens, and signage and wayfinding were 
relatively stable at good over the whole reporting period (chart 6.2.12). The number of 
passengers per flight information display screen (during peak hour) was lower around 
13 passengers in 2010-11 compared to around 14 passengers in the previous period. The 
number of flight information display screens increased to 69 in 2010-11 from 67 in the two 
preceding periods. The number of passengers per information point decreased to 901 in 
2010-11, from 949 in 2009-10. The number of information points was constant at one during 
the whole reporting period. 

Chart 6.2.13: Perth Airport—washrooms (internationa l services) 
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Passenger ratings of the standard of washroom facilities remained at good in 2010-11 
(chart 6.2.13). 
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6.2.3 Domestic services 

Chart 6.2.14: Perth Airport—check-in (domestic serv ices) 
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Airline ratings of the availability of check-in facilities decreased for the second consecutive 
period, from good in 2008-09 and satisfactory in 2009-10 to poor in 2010-11 (chart 6.2.14). 
Airline ratings of the standard of check-in facilities also decreased to poor in 2010-11. Airline 
commentary noted that these facilities are outdated and limited in numbers. However, it was 
also submitted that a lack of infrastructure and available space limited the opportunity to 
expand this area. 

Passenger ratings of check-in waiting time were relatively stable at good over the whole 
reporting period. The percentage of hours with more than 80 per cent of check-in desks 
remained unchanged at 0.4 per cent between 2008-09 and 2010-11.7 Perth Airport noted that 
its record keeping system is currently undergoing an upgrade and is expected to be completed 
towards the end December 2011.  

                                                      
7
  Perth Airport advised that the airport uses a third party provider for check-in desk equipment and that the system 

that records the number of hours when more than 80 per cent of check-in desks were in used, and the total number 
of hours when any check-in desks were open, malfunctioned in 2009-10 and 2010-11. Perth Airport advised that 
the system is undergoing an upgrade that was expected to be complete towards the end of 2011. However, the 
airport stated that it did not expect that the figures would have materially changed from the 2008-09 period.  
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Chart 6.2.15: Perth Airport—gate lounges (domestic services) 
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In 2010-11, passenger ratings of gate lounge quality and availability remained at satisfactory, 
having decreased from a rating of good in 2008-09 to satisfactory in 2009-10 (chart 6.2.15). 
Passenger ratings of crowding in gate lounges were good over the whole reporting period.  

The number of departing passengers per seat in gate lounges (during peak hour) was higher in 
2010-11 at around one passenger per seat compared to around 0.7 in 2009-10. The number of 
seats in the gate lounge area decreased from a reporting period high of 747 seats in 2008-09 
to 697 seats in 2009-10 and 601 seats in 2010-11. Perth Airport advised that the decreases 
were temporary due to development works currently taking place in Terminal 3 and that, 
following the completion of works in October 2011, the number of seats was increased to 755. 
The number of departing passengers per square metre of lounge area (during peak hour) 
remained relatively constant at around 0.3 in 2010-11. The total gate lounge area increased by 
400 square meters to 1990 square meters in 2010-11, following a decrease from 2135 square 
meters in 2008-09 to 1572 square meters in 2009-10. Perth Airport noted that it expects the 
ongoing renovations in Terminal 3 will further increase the gate lounge area by the next 
financial year.  
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Chart 6.2.16: Perth Airport—aerobridges (domestic s ervices) 
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Airline ratings of the availability of aerobridges decreased to poor in 2010-11, following an 
increase to satisfactory in the previous period (chart 6.2.16). Airline ratings of the standard of 
aerobridges remained constant at satisfactory in 2010-11, having been rated as excellent in 
2008-09. In commentary to the airline surveys, it was noted that limited infrastructure creates 
operational constraints and that the infrastructure capacity has not kept up with increased 
demand. It was, however, noted that this issue is being considered in Perth Airport’s overall 
terminal planning.   

The number of arriving passengers per aerobridge (during peak hour) was higher, at 217, in 
2010-11 compared to 195 in the previous period.8 The number of departing passengers per 
aerobridge (during peak hour) was also higher in 2010-11, at 303 passengers, compared to 
249 passengers in the preceding period. There were two aerobridges available at the domestic 
terminal over the whole reporting period.  

Perth Airport advised that the use of aerobridges at Terminal 3 attracts a supplementary charge 
and, therefore, some airlines request to not use an aerobridge to reduce their operational costs. 
In addition, the airport noted that some aircraft operating from Terminal 3 are not capable of 
using aerobridges and that this means that the passengers per aerobridge statistics in chart 
6.2.16 are overstated. The airport also commented that two new aerobridges were made 
available in October 2011 (i.e. post the 30 June reporting period) doubling the number of 
aerobridges at Terminal 3.  

Further, Perth Airport commented that Terminal 3 experiences quite extreme morning peaks on 
week days due to the closed charter services supporting the resource sector. The airport noted 
that, even if all of the aircraft were capable of using aerobridges, it would be impractical to 
accommodate all aircraft on aerobridges given the extensive infrastructure that would be 
required for a short period of time in the day. 

                                                      
8
  The ACCC’s Airport quality of service monitoring guideline and the Airports Act 1996 did not require the provision 

of information concerning the number of domestic passengers arriving via an aerobridge as is the case for 
international passengers. However, for comparative purposes the ACCC has derived a quantitative measure of 
utilisation whenever possible to assist with analysis. As such, the quantitative measure of number of passengers 
per aerobridge were used. 
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Chart 6.2.17: Perth Airport—security (domestic serv ices) 
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Passengers consistently rated the quality of the security search process as good over the 
whole reporting period (chart 6.2.17). The number of departing passengers per security 
clearance system (during peak hour) was higher at 202 passengers in 2010-11 compared to 
166 passengers in the preceding period. Although, this was still lower than the reporting period 
high of 307 passengers in 2007-08. The number of security clearance systems remained 
constant at three from 2008-09 onwards, following an increase by one from the earlier periods. 

Chart 6.2.18: Perth Airport—baggage processing (dom estic services) 
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Airline ratings of the availability and standard of baggage facilities both decreased from good in 
2009-10 to poor in 2010-11 (chart 6.2.18). In commentary to the airline surveys, it was noted 
that baggage facilities are insufficient to cope with demand during peak times. In addition, it 
was noted that security screening points do not cope sufficiently with passenger traffic during 
peak times. Although, it was also noted that opportunities to redevelop these facilities were 
limited due to a lack of available space and infrastructure.  
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Passenger ratings of the information display for inbound baggage reclaim were good for the 
whole reporting period. Passenger ratings of waiting time for inbound baggage reclaim 
decreased slightly to just below good in 2010-11. Passenger ratings of circulation space for 
inbound baggage reclaim remained constant at good in the most recent period. 

Perth Airport commented that it is engaging airlines to discuss the expansion of the screening 
point to improve the passenger experience in peak times. Further, the airport is in the process 
of engaging airlines to discuss increases to the throughput of the baggage system and is 
proposing to replace one of the existing reclaim belts with a wide body capable belt, which will 
materially increase presentation length. Perth Airport noted that these changes are subject to 
gaining agreement with airlines that the changes are appropriate. 

Chart 6.2.19: Perth Airport—baggage trolleys (domes tic services) 

0

1

2

3

4

5

6

2006–07 2007–08 2008–09 2009–10 2010–11

A
ve

ra
ge

 r
at

in
g

0

1

2

3

4

5

6

N
um

be
r 

of
 p

as
se

ng
er

s 
pe

r 
ba

gg
ag

e 
tr

ol
le

y

Passenger surveys— findability of baggage trolleys 

Number of passengers per baggage trolley (during peak hour) (RHS)

Excellent

Good

Poor

Very poor

Satisfactory

  

Passenger ratings of the findability of baggage trolleys remained relatively constant at 
satisfactory in 2010-11 (chart 6.2.19). The number of passengers per baggage trolley (during 
peak hour) was higher at around 5.2 passengers in 2010-11 compared to around 4 passengers 
in 2009-10. The number of working, accessible baggage trolleys decreased from 220 trolleys in 
2009-10 to 201 trolleys in 2010-11.   
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Chart 6.2.20: Perth Airport—flight information disp lay screens (domestic services) 
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Passenger ratings of the flight information display screens, and signage and wayfinding were 
good over the whole reporting period (chart 6.2.20).  

The number of passengers per flight information display screen (during peak hour) was higher 
at around 22 passengers in 2010-11 compared to 19 passengers in the previous period. The 
number of flight information display screens remained constant at 48. The number of 
passengers per information point (during peak hour) was also higher in 2010-11, at 
1040 passengers, compared to 887 in the previous period. The number of information points 
remained constant at one throughout the whole reporting period. 

Chart 6.2.21: Perth Airport—washrooms (domestic ser vices) 
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Passengers rated the standard of washroom facilities as good over the whole reporting period 
(chart 6.2.21).  
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6.2.4 Other airport services 

Chart 6.2.22: Perth Airport—availability of airside  services and facilities (other airport 
services) 
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Airline ratings of the availability of runways remained constant at satisfactory, while airline 
ratings of taxiways and ground handling services and facilities decreased for the second 
consecutive period, within the poor range in 2010-11 (chart 6.2.22). Ratings for aircraft parking 
facilities and bays increased from very poor to poor in 2010-11. Airline ratings for the 
availability of aprons increased within the poor range.  

In commentary to the airline surveys, it was submitted that runway infrastructure does not 
support the increased volume of airline activity at Perth Airport, particularly during peak periods 
when operations are reduced to a single runway. It was, however, noted that runways and 
taxiways are currently being upgraded and the work has occurred with minor disruptions. Apron 
availability and access was considered satisfactory, however some airlines noted that ongoing 
upgrades meant that at times apron space was limited. It was also noted that the number of 
available aircraft parking facilities and bays is limited during peak times. One airline 
commented that there are no aerobridge facilities for an A380 aircraft and that the airport would 
not be building one for a number of years.   

Perth Airport commented that it is undergoing an airfield upgrade, which involved works on 
both runways over a number of months. The runway works were completed in October 2011, 
post the 30 June report period. The airport noted that runway works were planned to avoid 
impacting peaks as much as possible, however some disruption was unavoidable. The 
remaining upgrades are on taxiways and aprons with the total airfield program scheduled for 
completion in late 2013. 

In regards to volume, Perth Airport commented that its airfield infrastructure is operating at less 
than 50 per cent of its capacity over a 24 hour period. The airport has commenced discussions 
with airlines with a view to making more use of the non-peak periods. Although the shorter 
runway is not of sufficient length for all international operations, it is suitable for at least 50 per 
cent of the aircraft operating at the airport. As previously noted by Perth Airport, the runway 
congestion is primarily caused by resource sector demand for departure on weekday mornings. 

Further, Perth Airport commented that it is completing the design stage of upgrades to the 
international terminal, which includes two fully serviceable A380 gates. The airport is also 
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examining the possibility of making the A380 gates available ahead of the completion of the full 
project if there is sufficient airline support. 

Chart 6.2.23: Perth Airport—standard of airside ser vices and facilities (other airport 
services) 
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Airline ratings of the standard of taxiways were poor in 2010-11, for the second consecutive 
period (chart 6.2.23). Ratings of aprons increased from poor in 2009-10 to satisfactory in 
2010-11. Ratings of aircraft parking facilities and bays increased within the poor range. Airline 
ratings of the standard of runways decreased within the satisfactory range in 2010-11, while 
ratings of ground handling services and facilities also decreased slightly, within the poor range.  

In commentary to the surveys, airlines noted that upgrades to Perth Airport’s runways have 
been recently completed, while upgrades to taxiways are still underway. One airline noted that 
one runway is in good condition and a sufficient length, while another runway is insufficient in 
length for international operations. In relation to ground handling services and facilities, one 
airline commented that the introduction of new facilities had resulted in improvements. It was 
also commented that Perth Airport distributed its method of work plans in a timely fashion for 
consideration by airlines. 
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Chart 6.2.24: Perth Airport—runway traffic (other a irport services) 
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Chart 6.2.25: Perth Airport—runway traffic continue d (other airport services)  
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Note: Airservices Australia’s measures were devised as a guide to its own performance in handling air traffic, but 

they can also give some indication of airport constraints and, therefore, provide some indication of the 
adequacy of runway infrastructure or management. In particular, if demand is consistently close to 
operationally agreed capacity for the peak hour, it suggests that there is little spare capacity for increased 
traffic at that time. The measures relate to the busiest peak hour at the airport, averaged across all days in 
the month specified. The measures and their interpretation are explained in detail in the appendices to this 
report. 

In commentary to the results, Airservices Australia noted that demand was exceeded on a 
regular basis throughout the year due to the increasing demand. The increased demand was 
partly attributable to the rapid development of the mines in the mid and northern areas of 
Western Australia (WA), which operate fly-in fly-out type staffing rotations. On some mornings 
of the week there are up to 85 departures schedule within a 90 minute period, which results in 
considerable delays to both departing and arriving flights. 

Perth Airport advised that it is working with Airservices Australia and the airlines to achieve 
expansion of airspace capacity in WA, including in the Perth area. The airport noted that two 
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initiatives underway are: (1) the Airspace Enhancement Capacity (ACE) program, which is an 
Airservices Australia initiative; and (2) an initiative by Perth Airport to introduce a domestic 
departures schedule management system intended to achieve greater throughput in peak 
demand periods.  

Chart 6.2.26: Perth Airport—airport management resp onsiveness (other airport 
services) 
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Airline ratings of the overall system for addressing quality of service concerns were satisfactory 
over the whole reporting period, though decreased for the second consecutive period in 
2010-11 (chart 6.2.26). In the commentary to the survey, some airlines noted that management 
is readily accessible and responsive and has recognised the need to improve services. 
However, other raised concerns about Perth Airport’s management’s commitment to 
addressing airlines concerns.  

The border agencies’ survey ratings for the management approach to concerns remained 
unchanged at satisfactory in 2010-11, having fallen from ratings of good in 2007-08 and 
2008-09. In commentary to the survey, it was noted that border agencies have a good 
relationship with Perth Airport’s management, and that the slightly lower ratings are regarding 
issues that are currently being addressed and delivered on.  
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Chart 6.2.27: Perth Airport—international terminal kerbside (other airport services)  
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Passenger ratings of international terminal kerbside space congestion and waiting time 
associated with taxi facilities were good over the whole reporting period, with the exception of 
taxi facilities waiting time, which was rated satisfactory in 2006-07 (chart 6.2.27). Passenger 
ratings of international kerbside pick-up and drop-off facilities increased to just below good in 
2010-11. Passengers rating of international kerbside pick-up and drop-off were not available 
from Perth Airport prior to 2009-10.  

Chart 6.2.28: Perth Airport—domestic terminal kerbs ide (other airport services) 
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Passenger ratings of both domestic terminal kerbside space congestion and kerbside pick-up 
and drop-off facilities increased in 2010-11. Kerbside space congestion increased to just below 
good while kerbside pick-up and drop-off facilities remained within the satisfactory range. The 
waiting time associated with taxi facilities increased to good in 2010-11 from a rating of just 
below good in the previous reporting period (chart 6.2.28).  
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6.3 Car parking at Perth Airport 
In this section, the monitoring results for car parking at Perth Airport are presented. This 
includes prices (section 6.3.1), revenues, costs and profits (section 6.3.2) and quality of car 
parking (section 6.3.3). Section 6.3.4 provides details on the various other transport options 
that are available for travelling to and from the airport. The following provides some relevant 
information for understanding the monitoring results at Perth Airport. 

Perth Airport’s car parking configurations 

Perth Airport provides separate short-term and long-term car parking facilities at each of its 
international and domestic terminals. The airport also offers ‘FASTtrack’ business parking for 
domestic terminal users and separate car parking for users of the regional terminal.9    

Perth Airport noted that it has a high proportion of fly-in, fly-out (FIFO) traffic at the airport. The 
airport commented that this FIFO traffic means that there is a higher demand for long-term 
parking than for short-term parking. The airport commented that it has tried to address this 
demand through continued investment in its long-term parking and a pricing structure to 
encourage patrons parking for longer than six hours to utilise the long-term car park.   

The airport also noted that it provides a 24/7 free ten minute shuttle service for its long-term car 
park as well as air conditioned bus shelter, covered walkways, CCTV cameras and 
emergency/information call points for improved safety and security in the car parks.  

Investment in car parking infrastructure by Perth A irport 

Perth Airport noted that, during 2010-11, investment was undertaken to refurbish and expand 
the long-term parking facilities. Increased capacity was delivered at all terminal precincts 
(totalling 3025 spaces). There was a net increase in the international precinct of 2014 spaces 
with the completion of a new 3000 spaces at park-and-ride facility and the closure of overflow 
car park facilities. In the domestic and general aviation (GA) terminal precincts, there was 
refurbishment of approximately 1300 existing spaces and delivery of an additional 
1027 spaces. Staff parking decreased by 16 bays. 

Perth Airport also noted that new car park access equipment was installed across all of the 
airport’s public and staff parking areas to increase the level of amenity and reliability. A covered 
walkway from the domestic terminals to the car rental collection areas was provided together 
with improved wayfinding signage for customers. Finally, a new on-airport road linking the 
international and domestic terminal was opened for use in October 2010.  

Since 30 June 2011, Perth Airport has undertaken further investment in infrastructure, including 
an intersection to improve access to and from the GA precinct and the domestic terminals and 
the delivery of a new domestic park-and-wait facility providing 50 bays for customers to wait 
with their vehicle for up to 90 minutes. The airport advised that entry to the park-and-wait 
facility is via gold coin with profits donated to children’s charities.   

The airport also advised that the following investment are expected to be completed over the 
next 12 months: expansion and improvement of domestic taxi facilities; completion of domestic 
long term parking refurbishments (1000 spaces); refurbishment of domestic staff parking 
facilities (917 spaces); expansion of international long term public and staff facilities 
(1800 spaces); refurbishment and expansion of GA parking facilities (3000 spaces) and 
deployment of a new way-finding signage to domestic car parks and main roads. 

                                                      
9
  FASTtrack business parking is undercover parking in a premium location opposite the domestic terminal.  
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6.3.1 Prices  

Chart 6.3.1: Perth Airport—prices at short-term car  parks  
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Perth Airport’s short-term car parking prices at both the international and domestic terminals all 
increased in 2010-11 compared with the previous period (chart 6.3.1).  

The price for one hour parking in the short-term car parks increased from $5.40 in 2009-10 to 
$5.60 in 2010-11 (3.7 per cent). The price for two, four and six hours short-term parking 
increased by $1.20 each (15.4 per cent, 12.2 per cent and 10.2 per cent respectively) to be $9, 
$11 and $13 in 2010-11. Over the whole reporting period, these prices increased by between 
7.7 per cent (for one hour parking) and 28.6 per cent (for two hours parking).  

Perth Airport charged a daily flat rate at the short-term car parks between six and 24 hours 
from 2006-07 to 2009-10 and from eight to 24 hours in 2010-11. The daily flat rate increased 
from $35 in 2009-10 to $36 in 2010-11 (2.9 per cent) and by $19 (111.8 per cent) over the 
whole reporting period.   
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Chart 6.3.2: Perth Airport—prices at long-term car parks 
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The majority of Perth Airport’s long-term car parking prices at both the international and 
domestic terminals increased in 2010-11 (chart 6.3.2). 

The price for one day parking was the only price point that remained unchanged, at $16, in 
2010-11 having decreased by $1 (5.9 per cent) in the previous period. Following a decrease of 
5.9 per cent in the previous period, the price for two and three days parking increased by $2 
(6.3 per cent) and $4 (8.3 per cent) to be $34 and $52 in 2010-11 respectively. The price for 
two days parking is now the same as it was in 2006-07, while the price for three days parking is 
2 per cent higher. 

In 2010-11, Perth Airport charged a flat rate of $9 per each additional day after three days in its 
long-term car parks, having increased from $8 (12.5 per cent) compared to 2009-10. As a 
result, the price for five days parking increased from $64 in 2009-10 to $70 in 2010-11 (9.4 per 
cent). Over the whole reporting period, the price for five days parking increased by $15 
(27.3 per cent). The price for seven days increased from $80 in 2009-10 to $88 in 2010-11 
(10 per cent) and by 49.2 per cent over the whole reporting period. 

FASTtrack business parking and regional parking 

Perth Airport charged a daily flat rate at its FASTtrack business parking. The daily flat rate 
increased by $1 (2.2 per cent) to $46 per day in 2010-11. The price for one hour in the regional 
car park continued to be free in 2010-11, compared with $4.40 in 2008-09. However, the price 
for two hours parking in the regional car park increased by 10.3 per cent from $7.80 in 2009-10 
to $8.60 in 2010-11. This rate was 40 cents or 4.4 per cent lower than parking for the same 
period at the international and domestic short-term car parks. Notably, from 1 November 2010, 
Perth Airport charged a daily flat rate of $8.60 between two and 24 hours at the regional car 
park. This compares to a daily flat rate of $9 between three and 24 hours in the previous 
period.   
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6.3.2 Revenues, costs and profits 

Table 6.3.1: Perth Airport—comparing car parking re venues, operating expenses and 
operating margins to that of the total airport 

 Facility 2006-07 2007-08 2008-09 2009-10 2010-11 

Short-term 2214 2040 2040 2382 2382 

Long-term 1907 5775 7448 7833 10 874 

Staff 991 991 1311 1311 1295 

Number of car park 
spaces  

Total 5112 8806 10 799 11 526 14 551 

Car parking 18.2 24.1 29.2 33.3 41.1 Revenue ($million) 

Total airport 239.9 206.0 169.9 247.6 296.2 

Car parking 7.6 6.7 10.5 10.7 13.6 Operating expenses 
($million) 

Total airport 83.0 68.1 93.4 105.3 123.4 

Car parking 10.7 17.4 18.6 22.6 27.5 Operating margin 
($million) 

Total airport 156.9 138.0 76.5 142.4 172.7 

Car parking 58.5% 72.0% 63.9% 67.8% 66.9% Operating margin as 
a % of revenue 

Total airport 65.4%  67.0% 45.0% 57.5% 58.3% 

Perth Airport increased its total car parking capacity by 3025 spaces (26.3 per cent) in 2010-11 
as compared to 2009-10 (table 6.3.1). Over the whole reporting period, the total number of car 
parking spaces has increased by 9439 spaces (184.6 per cent). Long-term car parking capacity 
has increased significantly more than short-term and staff over the whole reporting period. 
Further information on the number of car park spaces is provided in charts 6.3.3, 6.3.6, 6.3.7, 
6.3.8 and 6.3.9 below.  

Car parking revenue increased by 23.5 per cent in 2010-11 to $41.1 million. As a percentage of 
total airport revenue, car parking revenue increased from 13.5 per cent in 2009-10 to 13.9 per 
cent in 2010-11. Over the whole reporting period, car parking revenue increased by 
125.4 per cent, while total airport revenue increased by 23.4 per cent. Notably, total airport 
revenue across the period was partly affected by changes in the value of investment property 
(see chart 6.1.5).     

Operating expenses for car parking increased by 26.8 per cent in 2010-11 to $13.6 million. As 
a percentage of total airport operating expenses, car parking operating expenses increased 
from 10.2 per cent in 2009-10 to 11 per cent in 2010-11. Over the whole reporting period, car 
parking operating expenses increased by 79.7 per cent, while total airport operating expenses 
increased by 48.7 per cent. 

As a result of car parking revenue increasing ($7.8 million) by more than operating expenses 
($2.9 million), Perth Airport’s car parking operating margin increased by 21.9 per cent to 
$27.5 million in 2010-11. As a percentage of total airport operating margin, car parking 
operating margin increased slightly from 15.8 per cent in 2009-10 to 15.9 per cent in 2010-11. 
Over the whole reporting period, car parking operating margin increased by 157.9 per cent, 
while total airport operating margin increased by 10.1 per cent. 

Car parking operating margin as a percentage of car parking revenue was 66.9 per cent in 
2010-11, while for total airport the figure was 58.3 per cent. Car parking operating margin as a 
percentage of car parking revenue fluctuated between 58.5 per cent and 72 per cent over the 
previous four periods, while for total airport it fluctuated between 45 per cent and 67 per cent. 
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Chart 6.3.3: Perth Airport—car parking revenues, op erating expenses and operating 
margins per car park space 
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Car parking revenue and operating margin per car park space decreased in 2010-11, while 
operating expenses per car park space increased slightly (chart 6.3.3).  

Car parking revenue per car park space decreased from $2887 in 2009-10 to $2824 in 2010-11 
(-2.2 per cent). This was a result of car parking spaces increasing (26.3 per cent) at a faster 
rate than car parking revenue (23.5 per cent). Over the previous four periods, car parking 
revenue per car park space was between $2700 (2008-09) and $3565 (2006-07). 

In 2010-11, car parking operating expenses per car park space increased by 0.5 per cent from 
$930 in 2009-10 to $935. Over the whole reporting period, car parking operating expenses per 
car park space decreased by 36.9 per cent, from $1480 per car park space in 2006-07, due to 
the number of car park spaces increasing at a faster rate (184.6 per cent) than car parking 
operating expenses (79.7 per cent).  

Car parking operating margin per car park decreased from $1957 in 2009-10 to $1889 in 
2010-11 (-3.5 per cent). This was due to the number of car parking spaces increasing at a 
faster rate (26.3 per cent) than car parking operating margin (21.9 per cent). Over the whole 
reporting period, car parking operating margin per car park space decreased by 9.4 per cent, 
from a reporting period high of $2085 per car park space in 2006-07.  

Compared to the previous period, the total number of car parking spaces increased by 
3025 spaces to 14 551 spaces in 2010-11 (26.3 per cent). Over the whole reporting period, the 
total number of car park spaces increased by 9439 spaces (184.6 per cent). This comprised of 
increases in the number of long-term car parks totalling 8967 spaces (470.2 per cent), short-
term car parks totalling 168 spaces (7.6 per cent) and staff car parks by 304 spaces 
(30.7 per cent). Further information on the number of car park spaces is provided in 
charts 6.3.6, 6.3.7, 6.3.8 and 6.3.9 below 
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6.3.3 Quality of car parking 

Chart 6.3.4: Perth Airport—international passenger survey ratings for car parking 
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International passengers’ ratings of Perth Airport’s car parking availability and standard both 
increased slightly in 2010-11, though remained rated as good (chart 6.3.4). Passengers’ ratings 
of time taken to enter the car park decreased slightly in 2010-11, but remained rated as good 
over the whole reporting period.  

Chart 6.3.5: Perth Airport—domestic passenger surve y ratings for car parking 
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Domestic passengers’ ratings of Perth Airport’s car parking availability increased from 
satisfactory in 2009-10 to good in 2010-11(chart 6.3.5). Passengers’ ratings of the car parking 
standard and time taken to enter remained relatively unchanged in 2010-11 at satisfactory and 
good respectively.  
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Chart 6.3.6: Perth Airport—number of car park space s and average daily throughput 
for short-term international car park 
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In 2010-11, the number of short-term car park spaces at the international terminal remained 
unchanged at 663 spaces (chart 6.3.6). Prior to 2007-08, Perth Airport did not provide a split 
between short-term and long-term parking at the international terminal. In 2007-08, the airport 
advised that additional capacity was added to the international car park and the existing car 
park was reconfigured to separate short-term and long-term parking.  

The average daily throughput in the short-term car park at the international terminal increased 
from 1959 cars per day in 2009-10 to 2007 cars per day in 2010-11 (2.5 per cent). This was 
due to an increase in the total annual throughput to around 732 600 cars in 2010-11.  

Chart 6.3.7: Perth Airport—number of car park space s and average daily throughput 
for short-term domestic car park 
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Note: The number of short-term domestic car parks includes ‘FASTtrack’ car park spaces.  
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The number of short-term car park spaces at the domestic terminal remained unchanged in 
2010-11 at 1719 spaces (chart 6.3.7). Over the whole reporting period, the capacity of the 
short-term car park increased by 512 spaces (42.4 per cent), from 1207 spaces in 2006-07. 
Notably, in 2009-10, the number of car park spaces increased by 342 spaces (24.8 per cent). 
Perth Airport advised that the increase in 2009-10 was due to additional pick-up and drop-off 
bays for passengers parking less than two hours being provided within the existing car park 
area.  

The average daily throughput in the short-term car park at the domestic terminal increased 
from 2712 cars per day in 2009-10 to 2888 cars per day in 2010-11 (6.5 per cent). This was 
due to an increase in the total annual throughput of the short-term car park to just over 1 million 
cars in 2010-11.  

Chart 6.3.8: Perth Airport—number of car park space s and average daily throughput 
for long-term international car park 
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Perth Airport increased the number of long-term car park spaces at the international terminal in 
2010-11 by 113.3 per cent, from 1778 spaces in 2009-10 to 3792 spaces (chart 6.3.8). This 
was the first increase at this car park since 2007-08. Perth Airport noted that the increase in the 
number of long-term international car parks was due to the completion of a new park-and-ride 
facility. This coincided with the closure of long-term overflow parking facilities that were built to 
a lower standard. As noted above, prior to 2007-08, Perth Airport did not provide a split 
between short-term and long-term parking at the international terminal.     

The average daily throughput in the long-term car park at the international terminal increased 
from 130 cars per day in 2009-10 to 181 cars in 2010-11 (38.9 per cent). This was due to an 
increase in the total annual throughput of the long-term car park to just over 66 000 cars in 
2010-11. 



Airport monitoring report 2010-11  Perth Airport monitoring results  

 

227 

Chart 6.3.9: Perth Airport—number of car park space s and average daily throughput 
for long-term domestic car park 
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Note: The number of long-term domestic car parks includes regional car park spaces.  

The number of long-term car park spaces at the domestic terminal and in the GA car parks 
increased by 1027 spaces, or 17 per cent to 7082 spaces in 2010-11 (chart 6.3.9). As noted 
above, Perth Airport commented that it completed a new park-and-ride facility in 2010-11 that 
resulted in an increase to long-term car parking capacity. This follows an increase in the 
previous period by 385 spaces (6.8 per cent), which Perth Airport advised was due to the 
addition of an extra long-term car park section (long-term C) in the domestic terminal and the 
GA precincts. In November 2008, Perth Airport also opened a new long-term car park in the 
domestic precinct in November 2008, which resulted in increased capacity by 41.9 per cent to 
5670 spaces in 2008-09. The number of short-term car park spaces increased by a total of 
5175 spaces, or 271.4 per cent, between 2006-07 and 2010-11.   

The average daily throughput in the long-term car park at the domestic terminal increased from 
475 cars per day in 2009-10 to 630 cars per day in 2010-11 (32.5 per cent). This was due to an 
increase in the total annual throughput of the long-term car park to just over 229 800 cars in 
2010-11. 

6.3.4    Other transport options to the airport 

The various other transport options to Perth Airport that are available, including prices paid by 
consumers and the levies imposed by the airport on operators for those other transport options, 
are as follows: 

• Terminal drop-off and pick-up 

− Drop-off and pick-up are available at the international and domestic terminals. For 
security reasons, vehicles collecting or dropping off passengers must be attended at all 
times. A two minute maximum set-down time must also be observed.  

• Off-airport parking and private bus operators 
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− A number of off-airport car parking facilities service Perth Airport. Off-airport prices 
sampled by the ACCC ranged from $2310 to $25.6511 for one day parking and $6612 to 
$76.9513 for three days.  

− There are also several private bus operators connecting the airport to Perth’s CBD. 
Perth Airport’s website lists one such service (Perth Airport Connect) priced at $15 for 
a one-way trip and $25 for a return trip from the domestic terminal to the city. From the 
international terminal, fares were $18 for a one-way trip and $30 for a return trip.14 

− Perth Airport does not charge off-airport parking and private bus operators for 
accessing the airport. 

• Taxis 

− Perth Airport charges a $2 ground transport charge to taxis departing from terminals 1, 
2 and 3. This charge did not increase compared to 2009-10. The airport received a 
total of $1.9 million in revenue from taxis in 2010-11, an 18.8 per cent increase from 
$1.6 million in 2009-10.  

• Private cars, hire cars and valet parking 

− Private car operators, such as limousines, are charged a $2.20 fee per exit at the short-
term car park. The fee remained unchanged compared to 2009-10. The airport 
received a total of $153 000 in revenue from private car operators in 2010-11, a 
155 per cent increase from $60 000 in 2009-10. 

− Perth Airport charges hire car operators a percentage of the operators’ turnover plus a 
fixed rental fee for airport space. The revenue received from these operations 
increased from $8 million in 2009-10 to $10.5 million in 2010-11 (32 per cent). 

− Valet parking is also available at Perth Airport. The airport charges valet parking 
operators a percentage of the operators’ turnover. The revenue received from these 
operations increased from $1.3 million in 2009-10 to $1.5 million in 2010-11 (15.2 per 
cent).  

• Public buses 

− There are currently three public bus routes connecting the airport to Perth’s CBD. 
Depending on the number of ‘zones’ travelled, the fare ranges from $2.60 to $10.50 for 
a one-way trip.15 It is noted that the public bus servicing the domestic airport is in zone 
2 and is a $3.80 fare to Perth’s CBD. Perth Airport does not charge public buses for 
access to the airport.  

 

 

   

 

                                                      
10

  Airport Security Parking, Domestic Terminal, viewed 4 January 2012, 
http://www.airportsecurityparking.com.au/dom.html. 

11
  Skypark, Booking – review rates and pricing, viewed 4 January 2012, http://www.skypark.com.au/default.aspx.  

12
  Airport Security Parking, ibid. 

13
  Skypark, ibid. 

14
  Perth Airport, City Shuttle, viewed 4 January 2012, http://www.perthairport.com/pac/city/php. 

15
  Transperth, Tickets and fares, viewed 4 January 2012, http://www.transperth.wa.gov.au/TicketsandFares.aspx. 
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7 Sydney Airport 

Key points 

Aeronautical services 

• Passenger numbers, tonnes landed and aircraft movements all increased in the most recent 
period. 

• Sydney Airport’s list prices for aircraft-related services and facilities increased or remained 
unchanged in 2010-11, while list prices for passenger-related services and facilities mostly 
remained unchanged. International and T2 domestic security charges decreased by 22 cents 
(4.3 per cent) and 19 cents (8.7 per cent) respectively on 1 January 2011. 

• Aeronautical revenue increased from $489.9 million in 2009-10 to $524.8 million in 2010-11 
(7.1 per cent). Operating expenses for aeronautical services increased by 1.2 per cent, from 
$271.5 million in 2009-10 to $274.8 million in 2010-11.   

− As a result of aeronautical revenue increasing by more than operating expenses, 
operating margin increased by 14.5 per cent to just under $250 million in 2010-11. 

• On a per passenger basis, aeronautical revenue and operating margin increased in the most 
recent period, while operating expenses decreased. 

− Aeronautical revenue per passenger (an indicator of average prices) increased by 3 per 
cent to $14.46 in 2010-11, while operating expenses per passenger decreased by 2.6 per 
cent to $7.57. Aeronautical operating margin per passenger increased by 10.1 per cent to 
$6.89 in 2010-11. 

• The rate of return on aeronautical assets was higher at 9.6 per cent in 2010-11. This was a 
result of earnings increasing by more than the value of assets. 

• From 2006-07 to 2010-11, Sydney Airport’s average ratings for domestic and international 
terminal services were satisfactory, while other airport services were poor to satisfactory. 
Airlines reported ratings below satisfactory for some aeronautical services. 

Car parking 

• Sydney Airport did not increase any of its car parking prices in 2010-11.  

• Car parking revenue increased by 3 per cent to $98 million in 2010-11, while operating 
expenses increased by 7.1 per cent to $28.8 million.  

− As a result of revenue increasing by a greater amount than operating expenses (in dollar 
terms), car parking operating margin increased by 1.3 per cent to $69.1 million in 2010-11. 

• Sydney Airport increased its total car parking capacity by 123 spaces (1 per cent) to 
12 271 spaces in 2010-11. The number of car park spaces increased by 1402 spaces 
(12.9 per cent) over the whole reporting period (2006-07 to 2010-11).  

− Post the 30 June 2011 reporting period, the airport started construction of an eight-story 
car park at its international terminal (estimated to cost $47 million) and an expansion of its 
long-term car park near the domestic terminal (estimated to cost $5 million). These 
projects are expected to provide an additional 2300 spaces for international terminal users 
and an additional 1000 spaces for domestic terminal users.   

• Passenger survey ratings for car parking availability and standard were at satisfactory levels 
throughout the whole reporting period. Time taken to enter was also rated as satisfactory.
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7.1 Sydney Airport price monitoring results 
In this section prices monitoring and financial reporting results are presented for aeronautical 
and total airport services. This includes activity levels (section 7.1.1), prices (section 7.1.2) and 
revenues, costs and profits (section 7.1.3). 

7.1.1 Activity 
Chart 7.1.1: Sydney Airport—volume of passengers, t onnes landed and aircraft 

movements 
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The number of passengers, tonnes landed and aircraft movements all increased at Sydney 
Airport in 2010-11 (chart 7.1.1). 

Passenger numbers increased from 34.9 million in 2009-10 to 36.3 million in 2010-11 
(4 per cent). Despite a decrease of 1.4 per cent in 2008-09, the number of passengers passing 
through the airport over the whole reporting period (2006-07 to 2010-11) increased by around 
15.6 per cent, from 31.4 million in 2006-07. 

In 2010-11, tonnes landed at Sydney Airport increased from 15.6 million in 2009-10 to 
16.2 million (3.8 per cent). Despite a decrease of 1.7 per cent in 2008-09, tonnes landed 
increased by 13.9 per cent over the entire reporting period, from 14.2 million in 2006-07. The 
largest increase occurred in 2007-08, when tonnes landed increased by 6.7 per cent. 

Aircraft movements increased by 4.1 per cent to 311 150 movements in 2010-11, from 
298 940 movements in 2009-10. From 2006-07 to 2010-11, there was an increase of 10.5 per 
cent, from 281 530 movements in 2006-07. 



Airport monitoring report 2010-11  Sydney Airport monitoring results  

 

231 

7.1.2 Prices 
Table 7.1.1: Sydney Airport—schedule of average cha rges and indexed average list 

prices (2006-07 as base year) (including GST) 1 

 Indexed average list prices 

 Average 
charge   

per unit 

     

 $ 2006-07 2007-08 2008-09 2009-10 2010-11 

Aeronautical services       

Aircraft movement facilities and 
activities       

International passenger service charge 
(per passenger)(a)* 

23.12 100.0 101.3 117.0 119.0 125.3 

Domestic passenger service charge 
(per passenger)(b)* 

3.82 100.0 101.7 105.4 108.7 115.0 

Runway charge—non-passenger 
movements and GA (per MTOW)* 4.73 100.0 101.9 105.9 112.2 116.2 

Runway charge—regional services 
(per MTOW)** 

3.78 100.0 100.0 100.0 100.0 100.0 

Landing charge—rotary-wing 
(per movement) 33.00 100.0 100.0 100.0 100.0 120.0 

Apron charge—major aprons 
(per 15 minutes) 

38.50 100.0 100.0 100.0 100.0 100.0 

Apron charge—GA aprons—regional 
services (per day) 66.00 100.0 100.0 100.0 100.0 100.0 

Apron charge—GA aprons—0 to 20 
tonnes (per day) 

110.00 100.0 100.0 100.0 100.0 166.7 

Apron charge—GA aprons—20 to 40 
tonnes (per day) 165.00 100.0 100.0 100.0 100.0 250.0 

Apron charge—GA aprons—greater than 
40 tonnes (per day) 

264.00 100.0 100.0 100.0 100.0 400.0 

Domestic terminal infrastructure charge Commercial 
agreement NA NA NA NA NA 

Aircraft refuelling services Commercial 
agreement 

NA NA NA NA NA 

T3 domestic terminal infrastructure  Commercial 
agreement NA NA NA NA NA 

Light and emergency aircraft 
maintenance 

Commercial 
agreement 

NA NA NA NA NA 

Passenger processing facilities and 
activities        

International security charges—including 
passenger screening, checked bag 
screening and additional security 
measures (per passenger)(c) 

4.85 100.0 122.2 80.2 115.0 95.7 

T2 domestic passenger facilitation 8.15 100.0 107.1 114.0 114.0 114.0 

                                                      
1
  Where a list price changed during a financial year, the average of that charge has been reported in table 7.1.1. 
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 Indexed average list prices 

 Average 
charge   

per unit 

     

 $ 2006-07 2007-08 2008-09 2009-10 2010-11 

charge (per passenger)(d) 

T2 regional passenger facilitation charge 
(per passenger)(d) 

4.95 100.0 100.0 100.0 100.0 100.0 

T2 domestic security charges—including 
passenger screening, checked bag 
screening and additional security 
measures (per passenger)(e) 

2.00 100.0 104.0 92.2 115.3 91.3 

T2 regional security charges—including 
passenger screening and checked bag 
screening (per passenger)(f) 

0.96 100.0 100.0 100.0 100.0 100.0 

T2 new investment charge 
(per passenger)(g) 

0.44 NR 100.0 190.5 190.5 190.5 

International check-in counters 
(per hour) 22.54 NR 100.0 103.9 106.4 109.6 

Terminal access roads (per vehicle)(h) 3.00 NR 100.0 109.2 109.2 109.2 

Necessary airline space and facilities Commercial 
agreement NA NA NA NA NA 

Minimum charges       

Minimum charge for runway use 
(per movement) 66.00 100.0 100.0 100.0 100.0 120.0 

Minimum charge for regional services 
(0-5 tonnes) 22.00 100.0 100.0 100.0 100.0 100.0 

Minimum charge for regional services 
(5-10 tonnes) 45.38 100.0 100.0 100.0 100.0 100.0 

Minimum charge for regional services 
(over 10 tonnes) 55.00 100.0 100.0 100.0 100.0 100.0 

Notes: NA Not available. 

 NR Not relevant. 

 * 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. A charge of $23.07 
(including GST) applied between 1 July 2010 and 31 December 2010 inclusive; a charge of $23.18 
(including GST) applied between 1 January 2011 and 30 June 2011 inclusive under the commercial 
agreement reached with international carriers.  

 (b) Charged per arriving and departing domestic passenger, excluding infants and positioning crew. Applies 
to runway use under the conditions of use, however, commercially agreed charges also applied. A 
charge of $3.81 (including GST) applied between 1 July 2010 and 30 June 2011 inclusive.  

 (c) Charged as a component of the international PSC, recovers the cost of passenger screening, checked 
bag screening and additional security measures. A charge of $5.07 (including GST) applied between 1 
July 2010 and 31 December 2010 inclusive and a charge of $4.62 (including GST) applied between 1 
January 2011 and 30 June 2011 inclusive. This charge includes an element that relates to security 
charges—note comments in (c) above. 

 (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 Terminal 2 to recover the cost of passenger, checked bag screening and 
additional security measures. A charge of $2.19 (including GST) applied from 1 July 2010 to 31 
December 2010 inclusive and a charge of $1.82 (including GST) applied from 1 January 2011 to 
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30 June 2011 inclusive. This charge includes an element related that relates to security charges—note 
comments in (d) above. 

 (f) Applies to regional users of Terminal 2 to partly recover part of the cost of passenger and checked bag 
screening in Terminal 2. A charge of $0.96 (including GST) applied from 1 July 2010 to 30 June 2011 
inclusive. 

 (g) Levied per arriving and departing domestic passenger in Terminal 2. A charge of $0.44 (including GST) 
per passenger applied from 1 July 2010 to 30 June 2011 inclusive. This charge was first introduced in 
January 2008.  

 (h) Levied on vehicle pick-ups to recover costs associated with the provision of ground access facilities. 
Charges are: taxis $3.00; limousines $3.50; minibuses (up to 14 seats) $3.50; buses (15-29 seats) 
$5.50; coaches (30+ seats) $10.50. 

Sydney Airport’s list prices for aircraft-related services and facilities increased or remained 
unchanged in 2010-11, while list prices for its passenger-related services and facilities mostly 
remained unchanged with a small number of increases and decreases (table 7.1.1).   

The international passenger service charge increased from $21.96 per passenger in 2009-10 to 
$23.12 per passenger in 2010-11 (5.3 per cent). Sydney Airport commented that the increase 
was entirely driven by additional charges associated with capacity upgrades that were 
commercially agreed with the airlines. During the period, Sydney Airport combined the 
international security charges for checked bag screening, passenger screening and additional 
security measures into one per passenger charge. The combined charge in 2010-11 was 
4.3 per cent lower when compared to the total charge for international security in the previous 
period.  

The domestic passenger service charge increased from $3.61 per passenger in 2009-10 to 
$3.82 per passenger in 2010-11 (5.8 per cent). The T2 domestic passenger facilitation charge 
and new investment charge did not change in 2010-11, having remained constant since 
2008-09. During the period, Sydney Airport combined the domestic security charges for 
checked bag screening, passenger screening and additional security measures into one per 
passenger charge. The combined charge in 2010-11 was 8.7 per cent lower when compared to 
the total charge for domestic security in the previous period. 

Apron charges for aircraft parking in the general aviation area increased for some aircraft by 
between 66.7 per cent and 300 per cent in 2010-11. Previously, aircraft parked in the general 
aviation were all charged a rate of $66.00 per day. However, in 2010-11, Sydney Airport 
increased apron charges for aircraft weighing between 0 and 20 tonnes to $110.00 per day, 
between 20 and 40 tonnes to $165.00 per day and over 40 tonnes to $264.00 per day. Sydney 
Airport noted that this was the first increase in this charge since May 2001, and that it was 
agreed with general aviation users and representative bodies. Apron charges for regional 
aircraft parking in the general aviation area did no change in 2010-11.  

Sydney Airport advised that aeronautical charges, including increases for additional investment 
and services, are commercially agreed with the airlines. The airport noted that investments 
included mandated safety projects such as the ‘runway end safety area’ and investments in 
common user terminal equipment and ground power and pre-conditioned air. Further details on 
investment in aeronautical services completed by Sydney Airport in the 2010-11 financial year, 
as well as investment in aeronautical services that occurred post the 30 June 2011 reporting 
period, are provided in section 7.2 of this report.  

Aeronautical services and facilities charges for regional air services remained unchanged in 
2010-11 (see below).  

Aeronautical services to regional air services 

Declaration 92 under s. 95X of the Competition and Consumer Act 2010 (previously titled the 
Trade Practices Act 1974) declares the provision of aeronautical services and facilities to 



Sydney Airport monitoring results   Airport monitoring report 2010-11 

  

234 

regional air services by Sydney Airport to be notified services.2 This means that Sydney Airport 
must notify the ACCC if it intends to increase the price of such services. Direction 32 requires 
the ACCC to give special consideration to the Australian Government’s policy that the total 
revenue-weighted percentage increase in prices over the three years from 1 July 2010, or part 
thereof (including new or restructured prices) paid by operators of regional air services to 
Sydney Airport should not exceed the total percentage increase in the Consumer Price Index 
(CPI) over that same period.3 

On 24 June 2010, Sydney Airport provided the ACCC with a price notification proposing an 
increase in charges for the provision of terminal, check-in, passenger security and bag 
screening, runways and apron parking services to regional air services at Sydney Airport by 
2.9 per cent. 

On 17 September 2010, the ACCC decided to object to Sydney Airport’s proposal to increase 
charges to regional air services. The ACCC considered that Sydney Airport had not sufficiently 
established that price increases were required to recover the specific costs for the provision of 
services to regional air services given the growth in demand (and associated revenues). 
Further, the ACCC did not find Sydney Airport’s claims that the proposed increases were 
necessary to signal more efficient use of scarce capacity by regional air services to be 
persuasive. 

Sydney Airport advised the ACCC that it did not increase aeronautical services and facilities 
charges for regional air services in 2010-11 nor since then.  

For further information on Sydney Airport’s price notification and the ACCC’s decision, refer to 
the ACCC’s website at www.accc.gov.au/aviation. 

7.1.3 Revenues, costs and profits 

Table 7.1.2 lists the revenues, operating expenses and operating margins for aeronautical 
services at Sydney Airport from 2006-07 to 2010-11. 

Table 7.1.2: Sydney Airport—revenues, operating exp enses and operating margins for 
aeronautical services ($thousand) 

 2006-07 2007-08 2008-09 2009-10 2010-11 

Aeronautical revenue  357 821 423 089 446 381 489 869 524 780 

Aeronautical operating 
expenses  193 469 235 669 244 355 271 453 274 807 

Aeronautical operating 
margin  

164 352 187 420 202 026 218 416 249 973 

                                                      
2
  The previous declaration (Declaration No. 91) took effect on 1 July 2007 for a period of three years. The previous 

declaration was replaced by a new declaration (Declaration No. 92) which took effect on 1 July 2010. 
3
  The previous direction (Direction No. 30) took effect on 1 July 2007 for a period of three years. The previous 

direction was replaced by a new direction (Direction No. 30) which took effect on 1 July 2010. 

Notes: Aeronautical services in 2006-07 were defined under direction 27. In 2007-08, some amendments were 
made to the definition of aeronautical services and these were defined under direction 29. Therefore, care 
should be taken when comparing across these periods. 
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Aeronautical revenue, operating expenses and operating margin for Sydney Airport all 
increased in 2010-11 (table 7.1.2).  

Revenue from aeronautical services increased by $34.9 million (7.1 per cent) in 2010-11. Over 
the whole reporting period, aeronautical revenue increased by 39.8 per cent. The largest 
increase occurred in 2007-08 when aeronautical revenue increased by $55.3 million 
(14.8 per cent). Sydney Airport previously advised that increases in charges, which have the 
effect of increasing aeronautical revenue, have been agreed to with airlines under commercial 
arrangements. 

Aeronautical operating expenses increased by $3.6 million (1.2 per cent) in 2010-11. This was 
the smallest annual increase in operating expenses over the whole reporting period. From 
2006-07 to 2010-11, operating expenses increased by 35.6 per cent. 

As a result of revenue from aeronautical services increasing by more than operating expenses, 
Sydney Airport’s aeronautical operating margin increased by $31.6 million (14.5 per cent) in 
2010-11. This was the largest annual increase operating margin over the entire reporting 
period. From 2006-07 to 2010-11, aeronautical operating margin increased by 44.9 per cent, 
which was slightly higher than the rate for aeronautical revenue.  

Aeronautical revenue, expenses and margin per passe nger 

Chart 7.1.2: Sydney Airport—aeronautical revenue, o perating expenses and operating 
margin per passenger 
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Aeronautical revenue and operating margin on a per passenger basis increased at Sydney 
Airport in 2010-11, while aeronautical operating expenses per passenger decreased 
(chart 7.1.2).  

Aeronautical revenue per passenger increased from $14.03 in 2009-10 to $14.46 in 2010-11 
(3 per cent). Over the entire reporting period, aeronautical revenue per passenger increased by 
21 per cent, from $11.95 in 2006-07. Over the same period, passenger numbers increased by 
a lesser extent (15.6 per cent). The largest increase occurred in 2007-08, when aeronautical 
revenue per passenger increased by 8.5 per cent.  

Operating expenses for aeronautical services decreased from $7.78 per passenger in 2009-10 
to $7.57 per passenger in 2010-11 (-2.6 per cent). Despite the decrease in the most recent 
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period, operating expenses per passenger increased by a total of 17.3 per cent over the whole 
reporting period, from $6.46 per passenger in 2006-07. 

Aeronautical operating margin per passenger increased from $6.26 in 2009-10 to $6.89 in 
2010-11 (10.1 per cent). This was the largest increase in the operating margin over the whole 
reporting period. Between 2006-07 and 2010-11, Sydney Airport’s operating margin per 
passenger increased by 25.4 per cent, from $5.49 in 2006-07. The increase was driven by a 
higher growth in revenue compared to expenses. 

Line in the sand approach 

As discussed in the appendices, the ACCC required airport operators to provide additional 
information relating to the aeronautical asset base under the ‘line in the sand’ approach for the 
first time in 2007-08. Under this approach 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. The starting 
line in the sand asset base figures are shown in table 7.1.3. 

Table 7.1.3: Sydney Airport—starting line in the sa nd asset base as at 30 June 2005 
($thousand) 

Airport Land Property, plant and 
equipment 

Total line in the sand 
asset base 

Sydney 425 632 1 161 777 1 587 409 

Under the line in the sand approach, Sydney Airport’s aeronautical revenue per passenger was 
no different from the non line in the sand value. However, the airport’s aeronautical operating 
expenses per passenger were 1.3 per cent lower under the line in the sand approach 
compared to the non line in the sand figure in 2010-11, at $7.47 per passenger, because of 
lower depreciation expense. As a result, the aeronautical operating margin per passenger was 
1.5 per cent higher under the line in the sand approach in 2010-11, at $6.99 per passenger. 

The above values under the line in the sand approach exclude the value of landfill. In notes to 
the regulatory accounts, Sydney Airport commented that the value of leasehold land for line in 
the sand aeronautical assets includes the value of landfill (net book value of $162.5 million as 
at 30 June 2011) that was not included in the asset base as at 1 July 2005 (from which the 
ACCC’s line in the sand asset base was derived). Including the value of landfill in 2010-11, 
aeronautical operating expenses under the line in the sand approach were $7.51 per 
passenger and the aeronautical operating margin was $6.95 per passenger. 

Sydney Airport commented that the value of landfill is included in the asset base that was used 
in the pricing modelling for airport charges agreed to with airlines. 
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Security services 

Chart 7.1.3: Sydney Airport—security revenues, expe nses and revenues per passenger 
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Note: Security expenses for 2006-07 to 2009-10 have been revised from previous airport monitoring reports to 

include depreciation and the cost of capital for security assets. Prior to 2010-11, chart 7.1.3 showed Sydney 
Airport’s reported security expenses, which the airport advised excluded depreciation and the cost of capital 
for security assets. In 2010-11, Sydney Airport provided details on its security expenses including 
depreciation and the cost of capital for all periods between 2006-07 to 2010-11 and the chart was revised to 
show this.    

Total security revenue and expenses increased at Sydney Airport in 2010-11, while security 
revenue per passenger decreased for the second consecutive period (chart 7.1.3). Government 
mandated security charges are directly related to the government mandated security levels 
(see appendices). These charges are set to recover the costs of these activities.  

Total security revenue increased from $73.7 million in 2009-10 to $75.2 million in 2010-11 
(2.1 per cent), which was the second lowest annual increase over the whole reporting period. 
The lowest increase occurred in 2009-10 (0.8 per cent). Over the whole reporting period, total 
security revenue increased by 22.1 per cent, from $61.6 million in 2006-07. The largest 
increase occurred in 2007-08 (13.8 per cent).  

Security revenue as a proportion of aeronautical revenue decreased from 15.1 per cent in 
2009-10 to 14.3 per cent in 2010-11. This compares to between 2006-07 and 2008-09, when 
security revenue represented 16.4 per cent of aeronautical revenue. Security revenue 
accounted for around 7.8 per cent of total airport revenue in 2010-11. 

On a per passenger basis, security revenue decreased for the second consecutive period from 
$2.11 in 2009-10 to $2.07 in 2010-11 (-1.9 per cent) as a result of the volume of passengers 
increasing at a faster rate (4 per cent) than total security revenue. Despite the decrease in the 
last two periods, security revenue per passenger increased by 5.6 per cent over the whole 
reporting period, from $1.96 in 2006-07.  

Total security expenses increased from $73.7 million4 in 2009-10 to $75.2 million in 2010-11 
(2.1 per cent). Total security expenses increased in every year over the whole reporting period 
and by a total of 22.1 per cent, from $61.6 million in 2006-07.  

                                                      
4
  In the 2009-10 airport monitoring report, total security expenses for 2009-10 were reported as $49 million. Sydney 

Airport advised that this amount excluded depreciation and the cost of capital for security assets. In 2010-11, 
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Security expenses as a proportion of aeronautical operating expenses increased from 27.2 per 
cent5 in 2009-10 to 27.4 per cent in 2010-11, which is below 2006-07 levels when it was 
30.4 per cent. Security expenses accounted for around 19.9 per cent of total airport operating 
expenses in 2010-11. 

Sydney Airport commented that security charges and expenses are likely to increase in future 
periods due to significant investment in additional Government mandated security assets. 

Revenue shares 

Chart 7.1.4: Sydney Airport—total revenue shares (a eronautical and non-aeronautical 
services)  
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Aeronautical revenue as a proportion of total airport revenue increased slightly from 54.3 per 
cent in 2009-10 to 54.5 per cent in 2010-11 (chart 7.1.4). This follows a significant increase in 
the previous period when aeronautical revenue as a proportion of total airport revenue 
increased from 39.6 per cent (2008-09) to 54.3 per cent (2009-10). Notably, the increase in the 
previous period was partly attributable to a substantial decrease in non-aeronautical revenue. 
Sydney Airport advised that the decrease in non-aeronautical revenue from $681.2 million in 
2008-09 to $411.6 million in 2009-10 was due to the airport preparing the accounts on a group 
consolidated basis in 2009-10. This resulted in the removal of intercompany dividends received 
from the accounts in that period, which Sydney Airport included in other non-aeronautical 
income in previous periods. Excluding the effect of the reduction in intercompany dividends, 
aeronautical revenue as a proportion of total airport revenue remained relatively unchanged in 
2009-10 and 2010-11 compared to the previous periods.  

                                                                                                                                                           

Sydney Airport provided details on its security expenses including depreciation and the cost of capital for 2009-10 
and this figure was revised to take account of that. Refer to note to chart 7.1.3 for more information.     

5
  In the 2009-10 airport monitoring report, this figure was reported as 18.1 per cent. In 2010-11, Sydney Airport 

provided additional information and this figure was revised to 27.2 per cent. See previous footnote and note to 
chart 7.1.3 for more information. 
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Total airport services 

Chart 7.1.5: Sydney Airport—total airport revenue, operating expenses and operating 
margin  
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In 2010-11, total airport revenue, operating expenses and operating margin increased at 
Sydney Airport (chart 7.1.5). 

Total airport revenue increased from $901.5 million in 2009-10 to $962.9 million in 2010-11 
(6.8 per cent) as a result of aeronautical revenue increasing by $34.9 million (7.1 per cent) and 
non-aeronautical revenue increasing by $26.5 million (6.4 per cent). This follows a decrease by 
20.1 per cent in the previous period from $1.1 billion (2008-09) to $901.5 million (2009-10) as a 
result of aeronautical revenue increasing by $43.5 million (9.7 per cent) and non-aeronautical 
revenue decreasing by $269.6 million (-39.6 per cent). As discussed above, the decrease in 
non-aeronautical revenue was largely attributable to the removal of intercompany dividends 
received due to preparation of the accounts on a consolidated basis in 2009-10. Despite the 
decrease in the previous period, total airport revenue increased by around $111.8 million 
(13.1 per cent) over the whole reporting period.  

In 2010-11, total airport operating expenses increased by 2 per cent, from $371.7 million in 
2009-10 to $379 million. This increase was a result of aeronautical and non-aeronautical 
operating expenses each increasing by around $3.4 million (1.2 per cent) and $4 million (4 per 
cent) respectively. Operating expenses increased in every period between 2006-07 and 
2010-11, and by a total of 33.2 per cent over the entire reporting period.  

As a result of total airport revenue increasing by more than operating expenses in dollar terms, 
the operating margin for total airport services increased by 10.2 per cent, from $529.8 million in 
2009-10 to $583.8 million in 2010-11. This follows a decrease of 32.9 per cent in the previous 
period. As noted above, a large proportion of the decrease in the previous period was due to a 
reduction in non-aeronautical revenue due to the removal of intercompany dividends received. 
Despite the decrease in the previous period, total airport operating margin increased by 
3.1 per cent over the whole reporting period, from $566.4 million in 2006-07.  

Under the line in the sand approach, Sydney Airport’s total airport revenue was no different 
from the non line in the sand value. However, the airport’s total operating expenses were 
1.2 per cent higher under the line in the sand approach compared to the non line in the sand 
figure in 2010-11, at $383.7 million, because of higher aeronautical operating expenses. As a 
result, the total airport operating margin was 0.8 per cent lower under the line in the sand 
approach in 2010-11, at $579.2 million. 
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The above values under the line in the sand approach exclude the value of landfill in 
aeronautical assets (see commentary under table 7.1.3). Including the value of landfill in 
2010-11, total airport operating expenses under the line in the sand approach were 
$385 million and the total airport operating margin was $577.9 million. 

Rates of return on average tangible non-current ass ets 

Chart 7.1.6: Sydney Airport—EBITA on average tangib le non-current assets  
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Earnings before interest, tax and amortisation (EBITA) on average tangible non-current assets 
for aeronautical services and total airport services increased in 2010-11 (chart 7.1.6). 

EBITA on average tangible non-current assets for aeronautical services increased from 8.4 per 
cent in 2009-10 to 9.6 per cent in 2010-11 as a result of an increase in EBITA (14.5 per cent) 
and a decrease in tangible non-current assets (-3.1 per cent) (chart 7.1.7). Over the whole 
reporting period, EBITA on average tangible non-current assets for aeronautical services 
increased by 2 percentage points, from 7.6 per cent in 2006-07. 

For total airport services, EBITA on average tangible non-current assets increased from 
14.9 per cent in 2009-10 to 16.4 per cent in 2010-11 as a result of an increase in EBITA by 
10.2 per cent. Notably, although total airport tangible non-current assets increased in the most 
recent period, the average decreased compared to the previous period. As discussed under 
chart 7.1.9, tangible non-current assets significantly decreased in 2009-10 (by 39.2 per cent 
compared to 2008-09), due to the removal of the value of investments in subsidiaries as a 
result of the accounts being prepared on a consolidated basis.  

The most recent period’s increase in EBITA on average tangible non-current assets for total 
airport services follows a decrease by 8.2 percentage points in 2009-10, which was a result of 
a significant decrease in EBITA (-32.9 per cent) as discussed above under chart 7.1.5. This 
result was also affected by the decrease in tangible non-current assets in 2009-10 discussed 
above.   

EBITA on average tangible non-current assets for aeronautical services under the line in the 
sand approach was higher than the non line in the sand figure in 2010-11, at 9.7 per cent. For 
total airport services, the value was lower under the line in the sand approach in 2010-11, at 
15.4 per cent.  
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The above values under the line in the sand approach exclude the value of landfill in 
aeronautical assets (see commentary under table 7.1.3). Including the value of landfill in 
2010-11, EBITA on average tangible non-current assets for aeronautical services was 9.1 per 
cent. The value for total airport was 14.7 per cent. 

As explained in the appendices, where the return is not subject to the line in the sand 
approach, the return on assets measure is influenced by the airport operator’s valuation of its 
assets recorded in its financial accounts. The following section gives details of asset values 
and changes in asset values over time. 

Asset values 

Aeronautical services 

Chart 7.1.7: Sydney Airport—aeronautical non-curren t assets 
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The total value of aeronautical non-current assets at Sydney Airport decreased by 3.1 per cent 
from $2.64 billion in 2009-10 to $2.56 billion in 2010-11 (chart 7.1.7).  

The decrease in the most recent period was attributable to a decrease in the value of land from 
$747 million in 2009-10 to $738.8 million in 2010-11 (-1.1 per cent) as well as a decrease in the 
value of property, plant and equipment from $1.85 billion in 2009-10 to $1.78 billion in 2010-11 
(-3.9 per cent). Other non-current assets decreased by just under $900 000 (-1.9 per cent).  

Over the whole reporting period, the total value of aeronautical non-current assets increased by 
11 per cent. In particular, although the value of land decreased by $32.9 million (-4.3 per cent), 
property, plant and equipment as well as other non-current assets increased by $270.5 million 
(17.9 per cent) and $16.6 million (62.4 per cent) respectively, which Sydney Airport commented 
reflected investment in aeronautical services under an agreement with airlines. Sydney Airport 
did not record any intangible aeronautical assets over the entire reporting period. 

Under the line in the sand methodology, the value of aeronautical non-current assets was 
0.4 per cent higher than the non line in the sand figure in 2010-11, at $2.57 billion. The value of 
land under this approach was 44.4 per cent higher at $1.07 billion. The value of property, plant 
and equipment was 17.9 per cent lower, at $1.46 billion. The value of other non-current assets 
was no different.  
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The above values under the line in the sand approach exclude the value of landfill in 
aeronautical assets (see commentary under table 7.1.3). Including the value of landfill in 
2010-11, the total value of aeronautical non-current assets was $2.73 billion. The value of land 
under this approach was $1.23 billion, while the value of property, plant and equipment and 
other non-current assets was unchanged 

Chart 7.1.8 further illustrates the change in value of tangible aeronautical non-current assets 
(for land and for property, plant and equipment) at Sydney Airport from 2006-07 to 2010-11. 

Chart 7.1.8: Sydney Airport—change in tangible aero nautical non-current assets  
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Additions made to aeronautical property, plant and equipment in 2010-11 were exceeded by 
depreciation expense (chart 7.1.8). 

In 2010-11, additions of $65.1 million were made to property, plant and equipment—including 
buildings ($37.6 million), land improvements ($11.3 million), plant and machinery ($7.5 million) 
and other ($8.6 million). As a percentage of tangible aeronautical non-current assets, additions 
equated to 2.5 per cent in 2010-11.   

Depreciation expense decreased from $147.4 million in 2009-10 to $144.7 million in 2010-11 
(-1.8 per cent). Over the whole reporting period, depreciation expense increased by 43.9 per 
cent, from $100.6 million in 2006-07.  

There were no disposals, transfers/re-allocations/adjustments or revaluations to aeronautical 
assets reported in 2010-11.   

Under the line in the sand approach, additions were no different. However, depreciation 
expense was 2.4per cent lower than the non line in the sand figure in 2010-11, at 
$141.2 million. Under this approach, there were also transfers/re-allocations/adjustments from 
buildings, land improvements, plant and machinery and other assets totalling $514 000.  

The above values under the line in the sand approach exclude the value of landfill in 
aeronautical assets (see commentary under table 7.1.3). Including the value of landfill in 
2010-11, the value of depreciation expense for aeronautical assets was $142.5 million 
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Total airport services 

Chart 7.1.9: Sydney Airport—total airport non-curre nt assets 
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The value of total airport non-current assets for Sydney Airport increased by 10.3 per cent from 
$8.7 billion in 2009-10 to $9.6 billion in 2010-11 (chart 7.1.9). This follows a 35.2 per cent 
decrease in the previous period from $13.4 billion in 2008-09.   

In 2010-11, the value of land decreased by $12.3 million (-1.2 per cent) to just under 
$1.1 billion, and property, plant and equipment decreased by $49.9 million (-2.1 per cent) to 
just over $2.3 billion. The value of intangibles also decreased slightly from $1.37 billion in 
2009-10 to $1.36 billion in 2010-11 (-1.2 per cent). However, these decreases were more than 
offset by an increase in other non-current assets from $3.8 billion in 2009-10 to $4.8 billion in 
2010-11 (25.4 per cent).  

There were no investments relating to non-aeronautical services reported in 2010-11. Notably, 
there was a decrease in investments relating to non-aeronautical services by $4.7 billion 
(-100 per cent) in 2009-10 due to the removal of investments in subsidiaries as previously 
discussed.  

Under the line in the sand approach, the value of total airport non-current assets was around 
12.1 per cent lower than the non line in the sand value in 2010-11, at $8.4 billion. The value of 
land was 54.1 per cent higher under the line in the sand approach, at $1.6 billion. The value of 
property, plant and equipment was 15.7 per cent lower, at $1.97 billion. There were no 
intangibles reported under the line in the sand approach. The value of investments and other 
non-current assets were no different.   

The above values under the line in the sand approach exclude the value of landfill in 
aeronautical assets (see commentary under table 7.1.3). Including the value of landfill in 
2010-11, the value of total airport assets was $8.7 billion. The value of land under this 
approach was $1.8 billion, while the value of property, plant and equipment, intangibles and 
other non-current assets was unchanged 

Chart 7.1.10 further shows changes to the value of tangible non-current assets (for land, 
property, plant and equipment and investments) at Sydney Airport from 2006-07 to 2010-11. 
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Chart 7.1.8: Sydney Airport—change in tangible tota l airport non-current assets  
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Additions to property, plant and equipment in 2010-11 were more than offset by depreciation 
expense and transfers/re-allocations/adjustments (chart 7.1.10). 

In 2010-11, additions of $141.4 were made to property, plant and equipment—including 
buildings ($71.4 million), land improvements ($15.4 million), plant and machinery ($8.7 million) 
work in progress ($31.8 million) and other ($14.1 million). Additions, as a proportion of tangible 
total airport non-current assets, equated to around 1.7 per cent.   

Depreciation expense increased from $201.4 million in 2009-10 to $203.5 million in 2010-11 
(1 per cent). Depreciation expense increased by 44.5 per cent over the whole reporting period, 
from $140.9 million in 2006-07. Adjustments totalling -$940 000 were reported in 2010-11. 
There were no disposals or revaluations reported in the most recent period. 

Under the line in the sand approach, additions were no different to the non line in the sand 
values. However, depreciation was 2.3 per cent higher under the line in the sand approach in 
2010-11, at $208.2 million. Also, the value of adjustments were 20.5 per cent lower under the 
line in the sand approach, at -$747 000.  

The above values under the line in the sand approach exclude the value of landfill in 
aeronautical assets (see commentary under table 7.1.3). Including the value of landfill in 
2010-11, the value of depreciation expense for total airport assets was $209.5 million 

The change in tangible non-current assets under the line in the sand methodology followed the 
same trend as discussed above for the change in aeronautical services tangible non-current 
assets. Tangible non-current assets for non-aeronautical services are not subject to line in the 
sand adjustments. 

Rates of return on equity 

Sydney Airport’s post-tax return on average equity was negative over the whole reporting 
period. Notably, although earnings before interest and tax (EBIT) was positive across the whole 
reporting period at around $618.9 million on average, interest expense was higher at around 
$904.3 million on average. In 2010-11, the airport’s post-tax return on average equity was 
approximately -80.6 per cent. In the same year, total equity was $274.9 million while total non-
current liabilities were $9.1 billion—a debt to equity ratio of approximately 32.9 to one. 
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Sydney Airport’s post-tax return on equity is influenced by its capital structure. For example, 
Sydney Airport noted that the shareholder loans are classified as borrowings and are not 
included in the calculation of equity. Therefore, the airport’s post-tax return on equity does not 
reflect the total amounts invested in the airport by shareholders. 

7.2 Sydney Airport quality of service 
monitoring results 

In this section, the quality of service monitoring results are presented for overall ratings 
(section 7.2.1), international services (section 7.2.2) and domestic services (section 7.2.3). 
Other airport services are discussed in section 7.2.4. The following provides some relevant 
information for understanding the monitoring results at Sydney Airport. 

Sydney Airport’s terminal configurations and DTLs 

Sydney Airport has one international terminal and two domestic terminals: 

• the international terminal (T1) is a common-user terminal used by all international airlines 
flying to and from Sydney Airport. This terminal is subject to monitoring and is included in 
the ACCC’s monitoring results 

• the T2 common-user domestic terminal is currently used by a number of domestic and 
regional airlines, including Tiger Airways, Jetstar, Virgin Blue, Regional Express (REX), 
Aeropelican and Air Link. This terminal is subject to monitoring and is included in the 
monitoring results 

• the Qantas domestic terminal (T3) is occupied and operated by Qantas under a domestic 
terminal lease (DTL), is not subject to monitoring and is therefore not included in the 
ACCC’s monitoring results.   

Investment in aeronautical services by Sydney Airpo rt 

Sydney Airport advised that it had completed a number of projects in the 2010-11 financial year 
including: finalisation of the runway and safety end area; upgraded apron capacity; and phase 
one of upgraded T1 baggage handling systems. The airport also advised that it had invested in 
T1 ground power and conditioned airport, T1 bag lifts, electrical infrastructure and taxiway 
lighting re-space. Further, the airport noted that it had undertaken various security projects, 
including: enhanced airside inspection; design and quantity surveying for optimal screening 
technology; upgraded T1 CCTV server and data room; and design and quantity surveying for 
CCTV, perimeter radar and access control.    

Sydney Airport also advised that it had completed a number of projects post the 30 June 2011 
reporting period, including: runway re-sheeting; reconstruction of certain taxiways; phase two of 
upgraded T1 baggage handling system; further increased apron capacity; further taxiway 
lighting re-space; T1 ‘Pier C’ redevelopment; and upgraded utility infrastructure such as lifts 
and escalators. The airport also noted that it continued to undertake various security projects.   

Further, in December 2011, Sydney Airport announced a proposal to redevelop its airport so 
that two terminals (based around airline alliances) integrate international, domestic and 
regional services. The project is currently at the concept, design and analysis phase. If it 
proceeds, operations would commence in 2019.6   

                                                      
6
  Sydney Airport, New vision to integrate international, domestic and regional services, Media release, 5 December 

2011. 
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7.2.1 Overall ratings 
Chart 7.2.1: Sydney Airport—overall quality of serv ice ratings for international and 

domestic terminal services, and other airport servi ces 
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Over the entire reporting period (2006-07 to 2010-11), Sydney Airport’s overall ratings for 
international and domestic terminal services were satisfactory, with both improving in the two 
most recent periods (chart 7.2.1). Sydney Airport’s overall ratings for other airport services 
increased to satisfactory in 2010-11, having fluctuated between poor and satisfactory in 
preceding periods.  

Chart 7.2.2: Sydney Airport—overall quality of serv ice ratings for availability and 
standard of airport services 
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Over the whole reporting period, Sydney Airport’s overall ratings for both the availability and 
standard of airport services were satisfactory, improving in the most recent period (chart 7.2.2).   
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7.2.2 International services 
Chart 7.2.3: Sydney Airport—check-in (international  services) 
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Airline ratings of both the availability and standard of check-in facilities increased from poor in 
2009-10 to satisfactory in 2010-11 (chart 7.2.3). In commentary to the airline surveys, it was 
noted that check-in desk capacity can be limited at peak times. Others commented that there is 
a shortage of storage area. One airline commented that the layout of the check-in area does 
not utilise space or resources as efficiently as it could.  

Passengers rated the waiting time associated with check-in facilities as satisfactory over the 
whole reporting period. The number of departing passengers per check-in desk (during peak 
hour), was lower for the third consecutive period at around nine passengers per desk in 
2010-11, down from a reporting period high of around 14 passengers in 2007-08.7 The lower 
figure in the most recent period was attributable to a lower number of departing passengers 
during peak hour as the number of check-in desks remained constant at 192 over the whole 
reporting period.  

Sydney Airport commented that, in addition to the above check-in facilities, there are 
37 check-in desks in the Qantas and Virgin Australia seamless transfer facilities and group 
check-in areas.8    

                                                      
7
  The ACCC’s Airport quality of service monitoring guideline and the Airports Act 1996 requires the provision of 

information concerning both the number of hours of operation with more than 80 per cent of check-in desks staffed 
and the total number of hours any check-in desks are open. However, Sydney Airport has not provided this 
information. The appropriate staffing of the airport-supplied check-in counters remains the responsibility of the 
airlines. For comparison purposes, the ACCC has derived a quantitative criterion of utilisation wherever possible to 
assist with analysis—here the quantitative criterion of number of passengers per check-in desk was used. 

8
  Seamless is product to facilitate transfers between international and domestic terminals. At Sydney Airport, there 

are two seamless facilities areas located on the arrivals level in the international terminal—one for Qantas and one 
for Virgin. The facilities are used to check passengers in for their onward connecting domestic flights. The group 
check-in area is also located on the arrivals level in the international terminal. The facilities are used to check-in 
very large groups or charter services.  
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Chart 7.2.4: Sydney Airport—inbound government insp ection (international services) 
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Border agencies rated the availability of inbound Immigration facilities as satisfactory over the 
whole reporting period, with the exception of 2007-08, when it was rated as good (chart 7.2.4).9 
The border agencies rated the standard of inbound Immigration facilities as satisfactory over 
the whole reporting period. Commentary to the border agency survey noted that while Sydney 
Airport had made several improvements to the area, such as the installation of new carpet and 
proving for the AC&BPS to install additional SmartGate kiosks, investment in inbound 
immigration facilities has not kept up with increases in passenger demand.  

Border agencies also commented on the difference in the standard of ‘Pier B’ and ‘Pier C’ 
immigration facilities at the airport. Agencies noted that, as a result of an upgrade in 2009, 
inspection facilities in ‘Pier B’ were of good availability and standard. These facilities provided 
an orderly queuing area for passengers, and adequate examination and interview rooms. 
However, it was noted that, despite the upgrade, congestion had arisen during peak times as a 
result of the location of baggage carousels. Agencies also commented that while toilet facilities 
within the areas are satisfactory, they require more frequent cleaning.   

Passenger ratings of waiting time in inbound Immigration areas were satisfactory over the 
whole reporting period. The number of arriving passengers per inbound Immigration desk 
(during peak hour) fell from a reporting period high of around 61 in 2007-08 to 50 in 2009-10, 
and was around 53 passengers in 2010-11. This is attributable to lower number of passengers 
arriving during peak hour in 2010-11, as the number of inbound immigration desks remained 
constant at 55 after a decrease in 2009-10 from 64. Sydney Airport commented that the 
decrease in the number of Immigration desks in 2009-10 was due to the AC&BPS rollout of 
new desks which have a larger footprint and therefore resulted in a reduction in the number of 
processing points that could be made available.  

Sydney Airport commented that they are committed to providing clean and well maintained 
facilities and that it has recently appointed a new cleaning contractor with the aim of achieving 
enhanced outcomes.  

                                                      
9
  Prior to 2007-08. the border agencies’ survey reflected the views of the Australian Customs and Border Protection 

Service (AC&BPS) only. From 2007-08, the border agencies’ survey ratings encompass the views of the AC&BPS, 
the Department of Immigration and Citizenship (DIAC) and the Australian Quarantine Inspection Service (AQIS). 
The results are collated by the AC&BPS. DIAC operates inbound (immigration) and outbound (emigration) 
government inspection facilities, which are referred to as ‘Immigration facilities’ in this report. 
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Chart 7.2.5: Sydney Airport—outbound government ins pection (international services) 
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The border agencies’ survey ratings of the availability of outbound Immigration facilities 
declined to satisfactory in 2010-11, following an improvement to good in 2009-10 from 
satisfactory in the first three periods (chart 7.2.5). The border agencies’ survey ratings of the 
standard of outbound Immigration facilities remained unchanged from the previous period at 
good, having increased from satisfactory in the preceding three periods. Commentary to the 
survey noted that outbound immigrations facilities are adequate, following an upgrade in 2009. 
However, it was noted that there can be issues during peak times resulting from limited 
passenger queuing space and writing desks. One agency commented that new tourist refund 
scheme office in the departures area was made available during the reporting period.  

Passenger ratings of waiting time in the outbound Immigration area were good over the whole 
reporting period. The number of departing passengers per outbound Immigration desk (during 
peak hour) decreased from around 49 in 2009-10 to 46 in 2010-11, while the number of 
outbound Immigration desks remained constant at 38. The number of outbound Immigration 
desks decreased from 50 to 38 in the previous period, which Sydney Airport commented was 
due to configuration of a single entry centralised processing point to enable better utilisation of 
resources that were previously split across two distinct areas.  
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Chart 7.2.6: Sydney Airport—baggage inspection (int ernational services) 
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The border agencies’ survey rating of the availability of inbound baggage inspection facilities 
improved to satisfactory in 2010-11, from a rating of poor in the four preceding periods 
(chart 7.2.6). The standard of these facilities also improved to satisfactory in 2010-11, from a 
rating of poor in the three previous periods, having fallen from a rating of satisfactory in 
2006-07. Border agencies commented that there could be high noise levels in inbound 
baggage inspection areas, and that signage needed improvement to reduce confusion amongst 
passengers. It was noted that the facilities in these areas are generally kept sufficiently clean 
by the airport but that these areas require regular cleaning due to high usage. Border agencies 
further commented that, unlike the facilities in ‘Pier B', the examination area in ‘Pier C’ had not 
been redeveloped, and that these facilities were of poor availability and standard. This had 
resulted in passenger congestion and queuing during peak periods. However, it was noted that 
Sydney Airport had approached border agencies in relation to redeveloping this area in 
2011-12.   

Passenger ratings of the waiting time in inbound baggage inspection area improved within the 
satisfactory range in 2010-11. Such ratings were not available from Sydney Airport until 
2008-09. The number of passengers per inbound baggage inspection desk (during peak hour) 
was slightly higher in 2010-11, at around 32 passengers, compared to 30 passengers in 
2009-10. This compares to a reporting period high of 84 passengers in 2007-08. The number of 
baggage inspection desks stayed constant at 92 in 2010-11, having doubled in 2009-10 from 
46 desks in 2008-09. Sydney Airport commented that the increase in desks in 2009-10 was 
due to the T1 redevelopment. 

Sydney Airport commented that it has been working closely with the border agencies and has 
developed a detailed, agreed design that provides additional lanes and a different configuration 
to add greater capacity for processing inbound passengers. The airport noted that works are 
underway and scheduled for completion in mid-2012. Sydney Airport commented that there 
had been some upgrades made to signage in 2011, and that further improvements designed in 
consultation with border agencies are planned as a part of the upgrades to the AQIS facilities 
underway and due for completion in mid-2012. 
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Chart 7.2.7: Sydney Airport—gate lounges (internati onal services) 
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Passenger ratings of the gate lounge seating quality and availability were satisfactory over the 
whole reporting period (chart 7.2.7). Passengers have rated the level of crowding in the lounge 
area as satisfactory since 2008-09, when ratings for this measure became available from the 
airport.  

The number of passengers per seat in gate lounge and per square metre of area (during peak 
hour) remained relatively unchanged from the previous period in 2010-11, at 0.4 and 0.2 
respectively. The number of seats in gate lounges was unchanged in the most recent period, 
while the gate lounge area increased slightly from 9664 square metres in 2009-10 to 
9697 square metres in 2010-11. The number of departing passengers during peak hour was 
slightly lower in 2010-11 compared to the previous period.  

Chart 7.2.8: Sydney Airport—aerobridges (internatio nal services) 
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Airlines ratings of both the availability and standard of aerobridge facilities improved to 
satisfactory in 2010-11 from poor in preceding period (chart 7.2.8). In the survey commentary, 
one airline noted that while the overall standard and availability of aerobridges was satisfactory, 
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there were insufficient contact gates for narrow body operations. Another airline commented 
that most gates at Sydney Airport have only one aerobridge, which cannot always reach the 
second boarding door of wide body aircraft. It was also noted that there are parking bays with 
aerobridges are scarce during peak times. In previous years, Sydney Airport has commented 
that it operates within agreed guidelines for allocation of aerobridges. Sydney Airport noted that 
larger aircraft have priority over narrow body operations, on time operations have priority over 
off-schedule and so on. Further, the airport noted that the number passengers bussed remains 
at less than 3 per cent of total passengers.   

The percentage of both arriving and departing international passengers using an aerobridge 
increased to 98 per cent in the most recent period from around 97 per cent in 2009-10. There 
have been 34 aerobridges available for international passengers since 2008-09, four more than 
in the preceding two periods. Sydney Airport commented that bussed passengers typically 
relate to off-schedule operations or specific operational requirements (some airlines request 
bussed operations).  

Chart 7.2.9: Sydney Airport—security (international  services) 
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Passenger ratings of the quality of the security clearance search process improved to good in 
the most recent period, from satisfactory in the previous four periods (chart 7.2.9). The number 
of departing passengers per security clearance system was lower in 2010-11, at around 
97 passengers, compared to around 104 passengers in 2009-10 and a reporting period high of 
163 passengers in 2007-08. The lower figure in the most recent period was attributable to a 
lower number of departing passengers during peak hour, as the number of security clearance 
systems stayed constant at 18, after increasing in 2009-10 from 16 in the preceding periods. 
Sydney Airport commented that the increase in security systems was due to the T1 
redevelopment. 

Sydney Airport also advised that there were changes to the government mandated passenger 
security screening processes during the 2010-11 reporting period. In particular, each security 
lane was fitted with an Explosive Trace Detection (ETD) machine, whereas it had previously 
been one machine between two screening lanes. The airport noted that increasing the ETD 
process (which includes a frisk search and pat down for international passengers) resulted in 
higher passenger processing times. 
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Chart 7.2.10: Sydney Airport—baggage processing (in ternational services) 
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Airline ratings of the availability of baggage facilities improved within the satisfactory range in 
2010-11 (chart 7.2.10). Airline ratings of the standard of these facilities improved to satisfactory 
in 2010-11, from a rating of poor or just below satisfactory in the preceding four periods. 
Several airlines commented that they were satisfied with the current setup of baggage 
processing facilities. However, some airlines noted that inbound baggage carousels are 
inadequate during peak periods. It is noted that, although the airlines are responsible for the 
staffing of baggage processing facilities, the airport is responsible for ensuring that baggage 
processing facilities are maintained and operated correctly. 

Passengers consistently rated the waiting time for inbound baggage reclaim as satisfactory 
over the whole reporting period. Passenger ratings of the information display and circulation 
space for inbound baggage reclaim was rated as satisfactory since data became available from 
Sydney Airport for these measures in 2008-09. Ratings for these three measures improved 
slightly in the most recent period. The average throughput of the outbound baggage system 
(during peak hour) increased to 981 bags per hour in 2010-11 from 957 bags per hour in 
2009-10. This was largely attributable to an increase in the number of bags handled during the 
period. 
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Chart 7.2.11: Sydney Airport—baggage trolleys (inte rnational services) 
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Passengers rated the findability of baggage trolleys as satisfactory over the whole reporting 
period (chart 7.2.11). The number of passengers per baggage trolley increased from just below 
one in 2009-10 to just above one in 2010-11. This compares to a reporting period high of 
1.3 passengers in 2007-08. The increase in the number of passengers per baggage trolley in 
the most recent period was largely attributable to a decrease in the number of baggage trolleys, 
from 4788 in 2009-10 to 4573 in 2010-11. Sydney Airport commented that it ensures that all 
passengers have sufficient access to trolleys.   

Chart 7.2.12: Sydney Airport—flight information dis play screens (international services) 
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Passengers rating of flight information display screens improved to good in 2010-11, from 
satisfactory in the previous four periods (chart 7.2.12). Passengers rated signage and 
wayfinding as satisfactory over the whole reporting period. The number of passengers per flight 
information display screen remained relatively unchanged in 2010-11, at around 5.6 
passengers. This compares to a reporting period high of 9.5 passengers in 2007-08. The 
number of flight information display screens remained constant in 2010-11, having increased 
from 682 in 2007-08 to 766 in 2008-09 and again in 2009-10 to 823. The total number of 
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arriving and departing passengers during peak hour was slightly higher in 2010-11 compared to 
the previous period.  

The number of passengers per information point (during peak hour) increased from around 
1156 in 2009-10 to 1161 in 2010-11. The number of information points remained constant in 
2010-11 at four following a decrease from six in 2007-08 to five in 2008-09 and a further 
decrease to four in 2009-10.  

Chart 7.2.13: Sydney Airport—washrooms (internation al services) 
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Passengers rated the standard of international terminal washroom facilities as satisfactory over 
the whole reporting period (chart 7.2.13). 

7.2.3 Domestic services 
Chart 7.2.14: Sydney Airport—check-in (domestic ser vices) 
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Airline ratings of the availability of check-in facilities improved from poor in 2009-10 to 
satisfactory in 2010-11 (chart 7.2.14). Airline ratings of the standard of check-in facilities also 
improved, from satisfactory in 2009-10 to good in the most recent period. In commentary to the 
airline surveys it was noted the implementation of new check-in technology had increased the 
capacity of these facilities. It was also noted that there can be a shortage of check-in counters 
during peak periods, however there was limited potential for expansion due to a shortage of 
available space in the terminal.   

Passenger ratings of the waiting time associated with check-in facilities remained relatively 
unchanged from the previous period, at satisfactory in 2010-11. The number of departing 
passengers per check-in desk (during peak hour) was lower by three, at around 40, in 
2010-11.10 The number of check-in desks was constant at 44 over the whole reporting period.  

Sydney Airport commented that, in addition to the above, there are 15 Virgin Australia and 22 
Jetstar self-check kiosks that have improved the check-in wait time, particularly for passengers 
who travel only with hand luggage and as a result do not need to present to a check-in desk. 

Chart 7.2.15: Sydney Airport—gate lounges (domestic  services) 
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Passenger ratings of the quality and availability of seating in lounge area were satisfactory over 
the whole reporting period (chart 7.2.15). Passenger ratings of gate lounge crowding were not 
available prior to 2008-09, but have been satisfactory since then. 

The number of departing passengers per seat within the domestic terminal gate lounges 
(during peak hour) was relatively unchanged from the previous period, at around 
0.9 passengers in 2010-11. The number of seats in gate lounges remained unchanged 
following an increase from 1689 in 2007-08 to 2037 in 2008-09. The number of departing 
passengers per square metre of lounge area (during peak hour) was lower in 2010-11, at 
around 0.3, compared to 0.4 in the preceding period. This was attributable to an increase in the 
total gate lounge area from 5015 square metres in 2009-10 to 5380 square metres in 2010-11, 
and a lower number of departing passengers (during peak hour).  

                                                      
10

  The ACCC’s Airport quality of service monitoring guideline and the Airports Act 1996 requires the provision of 
information concerning both the number of hours of operation with more than 80 per cent of check-in desks staffed 
and the total number of hours any check-in desks are open. However, Sydney Airport has not provided this 
information. The appropriate staffing of the airport-supplied check-in counters remains the responsibility of the 
airlines. For comparison purposes, the ACCC has derived a quantitative criterion of utilisation wherever possible to 
assist with analysis—here the quantitative criterion of number of passengers per check-in desk was used. 
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Chart 7.2.16: Sydney Airport—aerobridges (domestic services) 
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Airline ratings of the availability of aerobridge facilities declined within the satisfactory range in 
2010-11. Airline ratings of the standard of aerobridge facilities declined from satisfactory in 
2009-10 to poor in the most recent period (chart 7.2.16). Commentary to the airline surveys 
noted that unscheduled maintenance of aerobridges adversely impacted airline operations. 
One airline noted that particular aerobridges at the airport had experienced corrosion and were 
unreliable. Sydney Airport advised that there was a complete aerobridge refurbishment 
program during 2007-08. The airport noted that maintenance is planned in consultation with 
airlines so as to minimise any disruption to airline operations. Further, Sydney Airport advised 
that it is not aware of any corrosion to aerobridges, and has both a formal asset condition 
assessment process along with a robust fault reporting system in place should airlines notice 
anything that requires attention.   

The number of arriving passengers per aerobridge (during peak hour) was lower in 2010-11 at 
115 passengers, compared to 122 passengers in 2009-10.11 The number of departing 
passengers per aerobridge (during peak hour) was also lower in the most recent period at 
110 passengers, down from 119 passengers in the previous period. These changes were 
attributable to a lower number of arriving and departing passengers during peak hour as the 
number of aerobridges remained constant at 16 from 2007-08 onwards. Sydney Airport noted 
that there are 18 contact / walkout positions in total at the airport, and that these are preferred 
by Jetstar, Qantas Link and Tiger Airways.  

                                                      
11

  The ACCC’s Airport quality of service monitoring guideline and the Airports Act 1996 did not require the provision 
of information concerning the number of domestic passengers arriving via an aerobridge as is the case for 
international passengers. However, for comparative purposes the ACCC has derived a quantitative measure of 
utilisation whenever possible to assist with analysis. As such, the quantitative measure of number of passengers 
per aerobridge were used. 
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Chart 7.2.17: Sydney Airport—security (domestic ser vices) 
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Passenger ratings of the quality of the security search process improved slightly within the 
satisfactory range in 2010-11 (chart 7.2.17). The number of passengers per security clearance 
system (during peak hour) was lower at around 176 passengers in 2010-11, compared to 
212 passengers in the preceding period. The number of security clearance systems increased 
to ten in 2010-11, from nine in the preceding four periods.  

Sydney Airport advised that there were changes to the government mandated passenger 
security screening processes during this reporting period. In particular, each security lane was 
fitted with an ETD machine, whereas it had previously been one machine between two 
screening lanes. The airport noted that increasing the ETD process (which includes a frisk 
search and pat down for international passengers) resulted in higher passenger processing 
times. 

Chart 7.2.18: Sydney Airport—baggage processing (do mestic services) 
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Airline ratings of the availability of baggage facilities declined within the satisfactory range in 
2010-11 (chart 7.2.18). The ratings of the standard of baggage facilities improved from poor in 
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2009-10 to satisfactory in the most recent period. In the commentary to the survey it was noted 
that, although improvements had been made, these facilities were subject to capacity 
limitations during peak periods. It was noted that significant work had been undertaken in the 
most recent period to improve system reliability. In commentary to the airline surveys it was 
noted that there were limitations with the baggage sorting system during peak periods which 
could constrain airline operations. 

Passenger ratings of waiting time for inbound baggage reclaim were stable over the whole 
reporting period at satisfactory, improving slightly within this range in the most recent period. 
Passenger ratings of information display and circulation space for inbound baggage reclaim 
were not available from Sydney Airport prior to 2008-09, but were satisfactory from 2008-09 
onwards. 

Chart 7.2.19: Sydney Airport—baggage trolleys (dome stic services) 
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Passengers rated the findability of baggage trolleys as satisfactory over the whole reporting 
period (chart 7.2.19). The number of passengers per baggage trolley (during peak hour) was 
higher at 8.4 in 2010-11. The number of baggage trolleys decreased to 430 in 2010-11, from 
500 in the preceding four periods. Sydney Airport commented that trolleys are always available 
for use by passengers.  



Sydney Airport monitoring results   Airport monitoring report 2010-11 

  

260 

Chart 7.2.20: Sydney Airport—flight information dis play screens (domestic services) 
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Passenger ratings of flight information display screens and signage and wayfinding remained 
relatively constant in 2010-11 at satisfactory (chart 7.2.20). Sydney Airport noted that, in 2009, 
the airport progressively upgraded its flight information display screen monitors in the domestic 
terminal.  

The number of passengers per flight information display screen (during peak hour) remained 
relatively unchanged in 2010-11 at around 17 passengers. The number of flight information 
display screens continued to decrease, from a reporting period high of 307 in 2007-08 to 233 in 
2009-10 and 213 in the most recent period. Sydney Airport commented that the reduction in the 
number of flight information display screens was due to the continued upgrade of smaller 
monitors to larger ones. Sydney Airport maintained one information point within the domestic 
terminal over the whole reporting period. 

Chart 7.2.21: Sydney Airport—washrooms (domestic se rvices) 
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Passenger ratings of the standard of domestic terminal washroom facilities decreased slightly 
in 2010-11, but remained satisfactory over the whole reporting period (chart 7.2.21). 
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7.2.4 Other airport services 
Chart 7.2.22: Sydney Airport—availability of airsid e services and facilities (other airport 

services) 
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Airline ratings of the availability of Sydney Airport’s airside services all improved in 2010-11 
(chart 7.2.22). Runways, aprons and ground handling services and facilities all increased from 
poor to satisfactory in 2010-11. Airline ratings of taxiways increased within the satisfactory 
range in 2010-11, while ratings of aircraft parking and facilities increased but remained rated as 
poor.  

In the survey commentary, it was noted that Sydney Airport had made improvements to its 
runways, taxiways and aprons. Several airlines commented that the availability of these 
services was limited due to the aircraft movement cap and airport curfew restrictions. However, 
it was recognised that the movement cap and curfew are Commonwealth Government policies 
rather than constraints imposed by the airport operator. One airline commented that the 
location of some parking positions required long taxiing. Airlines commented that there was a 
shortage of aircraft parking facilities and bays, particularly during peak times. In relation to 
airside freight handling, storage areas and cargo facilities, it was noted that there were space 
and location constraints which limited capacity and access. In particular, storage areas for 
airlines’ ground equipment were limited and as a result, equipment was stored outside of 
allocated zones which risked structural damage to aircraft nearby. 

Sydney Airport advised that it operates within agreed guidelines for allocation of aerobridges 
and parking bays, and that delays by airlines can have a flow-on effect on the availability of 
aerobridges. The airport advised that no aircraft was not accommodated. Further, Sydney 
Airport commented that airlines are provided with appropriate storage and are required to 
remove un-used equipment. 
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Chart 7.2.23: Sydney Airport—standard of airside se rvices and facilities (other airport 
services) 
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Airline ratings of the standard of Sydney Airport’s airside services and facilities all improved in 
2010-11 (chart 7.2.23). Ratings for the standard of runways and ground handling services and 
facilities both improved from poor to satisfactory in 2010-11, while ratings for taxiways and 
aprons both improved within the satisfactory range. Airline ratings of the standard of aircraft 
parking facilities and bays were rated as poor over the whole reporting period, increasing 
slightly within that range in the most recent period.  

In the commentary to the airline surveys, it was noted that the area around a parked aircraft 
could be crowded and dangerous. One airline commented that nose in guidance systems, 
tarmac surfaces and line marking may require improvements by the airport in the future. One 
airline noted that Sydney Airport had improved the standard of its ground handling services and 
facilities. 

Sydney Airport commented that the nose in guidance system is complicated and that the 
airport is currently spending $1.5 million on the T1 nose in guidance system due for completion 
June 2012. The airport advised that the project was delayed to evaluate the opportunity to 
jointly procure a system with Qantas to achieve cost savings. 
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Chart 7.2.24: Sydney Airport—runway traffic (other airport services) 
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Chart 7.2.25: Sydney Airport—runway traffic continu ed (other airport services)  
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Note: Airservices Australia’s measures were devised as a guide to its own performance in handling air traffic, but 

they can also give some indication of airport constraints and, therefore, provide some indication of the 
adequacy of runway infrastructure or management. In particular, if demand is consistently close to 
operationally agreed capacity for the peak hour, it suggests that there is little spare capacity for increased 
traffic at that time. The measures relate to the busiest peak hour at the airport, averaged across all days in 
the month specified. The measures and their interpretation are explained in detail in the appendices to this 
report.  

In 2010-11, runway demand remained high compared to operational agreed capacity during the 
morning peak hour. Average peak hour arrival demand was 65 movements per hour. The 
average maximum system arrival delay varied widely from 11 minutes in August to 17 minutes 
in February. The higher figure was primarily due to weather that resulted from the major tropical 
depression that drenched much of eastern Australia resulting in the major flooding that 
occurred in Brisbane and rural Victoria. 

In commentary to its data, Airservices Australia noted that the information indicates a 
concentration of arrival demand in the peak hour. Sydney Airport experiences greater average 
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delays than other Australian airports because of external factors such as higher peak arrival 
demand, terminal area constraints and the government noise sharing policy which dictates a 
maximum rolling hour movement rate. Occasional severe weather events including 
thunderstorms, fog and strong westerly winds require the airport to operate on the single east 
west runway, further reducing capacity. 

Chart 7.2.26: Sydney Airport—airport management res ponsiveness (other airport 
services) 
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The airlines’ rating of the airport’s approach to addressing quality of service concerns improved 
to satisfactory in 2010-11, having fallen to poor in the previous period (chart 7.2.26). In 
commentary to the airline surveys it was noted that there had been some improvements in this 
area. However, one airline commented that the airport was not responsive to the concerns of 
its airline customers.  

The border agencies’ survey rating of Sydney Airport management’s approach to addressing 
quality of service concerns remained rated as satisfactory in 2010-11. In the commentary to the 
survey, agencies noted that while negotiations with the airport had generally been cooperative, 
concerns remained regarding the airport’s responsiveness to maintenance issues and 
progression of terminal upgrade work. In addition, agencies commented that the standard of 
cleaning in the international terminal required attention from management. 

Sydney Airport noted that the airport is committed to providing clean and well maintained 
facilities and that it has recently appointed a new cleaning contractor with the aim of achieving 
enhanced outcomes. 
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Chart 7.2.27: Sydney Airport—international terminal  kerbside (other airport services)  
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International passenger survey ratings of the terminal kerbside pick-up and drop-off facilities 
were satisfactory over the whole reporting period (chart 7.2.27). Sydney Airport has previously 
noted that there are no kerbside pick-up facilities at the international terminal, due to motor 
vehicle congestion and security requirements. Sydney Airport commented that it does, 
however, provide 15 minutes free parking at the terminal car park to facilitate picking up of 
passengers (see section 7.3 for more detail). Ratings for taxi facilities waiting time and kerbside 
space congestion were not available from Sydney Airport prior to 2008-09, but have been rated 
as satisfactory by passengers since that time. 

Chart 7.2.28: Sydney Airport—domestic terminal kerb side (other airport services) 
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Domestic passenger survey ratings of the domestic terminal kerbside pick-up and drop-off 
facilities were satisfactory over the whole reporting period (chart 7.2.28). Sydney Airport noted 
that it provides 10 minutes free parking to facilitate picking up of passengers (see section 7.3 
for more detail). Domestic passenger survey ratings for taxi facilities waiting time and kerbside 
space congestion were not available from Sydney Airport prior to 2008-09. Since then, taxi 
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facilities waiting time has been rated as satisfactory, while ratings of kerbside space congestion 
improved to satisfactory in 2010-11 from poor in the two preceding periods. 

7.3 Car parking at Sydney Airport 
In this section, the monitoring results for car parking at Sydney Airport are presented. This 
includes prices (section 7.3.1), revenues, costs and profits (section 7.3.2) and quality of car 
parking (section 7.3.3). Section 7.3.4 provides details on the various other transport options 
that are available for travelling to and from the airport. The following provides some relevant 
information for understanding the monitoring results at Sydney Airport. 

Sydney Airport’s car parking configurations 

Sydney Airport provides three major car parking facilities. For domestic terminal users, the 
airport provides a combined short-term and long-term car park located near the domestic 
terminals (T2 and T3) as well as a long-term car park at a distance from the terminal that is 
serviced by a free shuttle bus. For international terminal users, the airport provides a combined 
short-term and long-term car park adjacent to the international terminal (T1).  

Investment in car parking infrastructure by Sydney Airport 

Sydney Airport advised that the following projects were completed in the 2010-11 financial 
period: 

• In late 2010 the airport invested circa $1.7 million on traffic flow improvements at the 
domestic terminal. This included lane adjustments on Keith Smith Avenue, 7th Street, 9th 
Street and the signalisation of the intersection of Sir Reginald Ansett Drive and Ross Smith 
Avenue. 

• In May 2011 Sydney Airport completed a $2.8 million expansion of the taxi rank at the 
international terminal, increasing the taxi rank capacity from 14 to 20 spaces.  

• In June 2011 the airport increased the number of spaces for limousine parking at the 
international terminal from 36 to 58 spaces. In November 2011, the airport commenced 
construction of a $1.1 million project to provide additional awnings at the international 
terminal for limousine operators.    

Sydney Airport advised that the following projects were completed or commenced post the 
30 June 2011 reporting period: 

• In July 2011 the airport introduced a $2.8 million electronic tag system for limousines and 
buses similar to that introduced for taxis in 2008. The airport stated that this is intended to 
improve the efficiency and operation for ground transport operators and make it easier, 
simpler and quicker for passengers to depart from the airport.  

• In August 2011, the airport started construction of an eight-story car park at the 
international terminal at an estimated cost of $47 million. The car park is expected to 
provide an additional 2300 spaces for international terminal users upon completion in July 
2012.12  

• In September 2011, the airport also commenced a $1.5 million upgrade of its taxi rank at 
the T2 common-user domestic terminal that includes an increase in taxi rank capacity from 
10 to 15 spaces. Construction of a new undercover walkway from the terminal to the T2 

                                                      
12

  Sydney Airport, Construction updates; International car park, viewed 21 December 2011, 
http://www.sydneyairport.com.au/go/car-parking/construction-updates.aspx.  
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public pick-up area and a dedicated entry lane to improve vehicle traffic flow to the area 
was also part of this upgrade.13 This project was completed in December 2011. 

• In late 2011, the airport started construction to expand the long-term car park near the 
domestic terminal at an estimated cost of $5 million. The car park is expected to provide an 
additional 1000 spaces for domestic terminal users upon completion in May 2012. 

• Sydney Airport commenced a $13 million project to replace its car park access equipment, 
including the installation of parking guidance indicators at its existing domestic and 
international multi-storey car parks. It is expected to be completed by May 2012. 

• Sydney Airport invested almost $1 million in upgrading its online booking system, which 
commenced operating in October 2011. The airport stated that this is intended to make the 
booking process easier for customers and provide Sydney Airport with greater flexibility to 
offer online booking specials.  

7.3.1 Prices  

Sydney Airport noted that in July 2011 (i.e. post the 30 June 2011 reporting period for this 
report) it introduced some specials for customers that book airport parking online, which the 
airport said provides a discount to its ‘drive-up’ rates. The following charts show changes in the 
airport’s drive-up rates to the end of the 30 June 2011 reporting period. 

Chart 7.3.1: Sydney Airport—prices at short-term in ternational car park  
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Sydney Airport’s short-term car parking prices at its international terminal remained unchanged 
in 2010-11 (chart 7.3.1). From 2008-09 onwards, the price for short-term parking was the same 
at the international and domestic terminals.  

The price for one hour short-term car parking was unchanged at $15 in between 2008-09 and 
2010-11, and increased by $2, or 15.4 per cent, over the whole reporting period (2006-07 to 
2010-11). Prices for two and three hours increased by $1 (5 per cent) and $2 (8.3 per cent) 
respectively over the whole reporting period, to be $21 and $26 in 2009-10 and 2010-11. Prior 
to 2008-09, Sydney Airport charged a flat rate for parking between five and 24 hours. From 
2008-09 onwards, this was changed to a flat rate between three and 24 hours. In 2009-10, the 

                                                      
13

  Sydney Airport, T2 ground transport upgrades commence, Media release, 26 September 2011. 



Sydney Airport monitoring results   Airport monitoring report 2010-11 

  

268 

flat rate increased by $2, or 4 per cent, to be $52. The flat rate for parking between three and 
24 hours was unchanged in 2010-11.  

It is noted that, from 2009-10 onwards, Sydney Airport also provided a fifteen minutes free 
parking pick-up area within its short-term international car park. Fifteen minutes parking was 
previously charged at $7. Sydney Airport estimated that almost 25 per cent of vehicles at the 
international terminal use the free parking pick-up area.  

Chart 7.3.2: Sydney Airport—prices at short-term do mestic car park 
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Sydney Airport’s short-term car parking prices at its domestic terminal remained unchanged in 
2010-11 (chart 7.3.2). From 2008-09 onwards, the price for short-term parking was the same at 
the international and domestic terminals.  

The price for one hour short-term car parking was unchanged at $15 between 2008-09 and 
2010-11, and increased by $2, or 15.4 per cent, over the whole reporting period. Prices for two 
and three hours increased by $1 (5 per cent) and $2 (8.3 per cent) respectively over the whole 
reporting period to be $21 and $26 in 2009-10 and 2010-11. Sydney Airport charged a flat rate 
for parking between three and 24 hours over the whole reporting period. Between 2006-07 and 
2009-10, the flat rate increased by $10 (23.8 per cent) to $52. The flat rate for parking between 
three and 24 hours was unchanged in 2010-11. 

It is noted that Sydney Airport also provides a pick-up area for the domestic terminal where 
drivers may leave their car parked for ten minutes for free, after which charges revert to the 
typical short-term parking rates. There are 52 spaces available in this pick-up area. Sydney 
Airport estimated that just over 44 per cent of vehicles at the domestic terminal use the free 
parking pick-up area. 
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Chart 7.3.3: Sydney Airport—prices at long-term car  parks  

 0

 20

 40

 60

 80

 100

 120

 140

2006–07 2007–08 2008–09 2009–10 2010–11

D
ol

la
rs

Long-term car park—1 day Long-term car park—3 days Long-term car park—4 days

Long-term car park—5 days Long-term car park—7 days

 

Prices for long-term parking at Sydney Airport remained unchanged in 2010-11 (chart 7.3.3). 

The price for one day parking in the long-term car park was unchanged at $25 from 2008-09 to 
2010-11, and increased by $1, or 4.2 per cent, over the entire reporting period. The price for 
three, four and five days parking increased by $16 (34.8 per cent), $14 (22.2 per cent) and $13 
(16.5 per cent) respectively over the whole reporting period to be $62, $77 and $92 in 2009-10 
and 2010-11. The price for seven days increased by $18 (17.3 per cent) between 2006-07 and 
2009-10, and was unchanged at $122 in 2010-11.  
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7.3.2 Revenues, costs and profits 
Table 7.3.1: Sydney Airport—comparing car parking r evenues, operating expenses and 

operating margins to that of the total airport 

 Facility 2006-07 2007-08 2008-09 2009-10 2010-11 

Short-term 5036 5018 5922 5628 5500 

Long-term 4577 4577 4577 4194 4307 

Staff 1256 1256 1911 2326 2414 

Number of car park 
spaces  

Total 10 869 10 851 12 410 12 148 12 271 

Short-term 7729 7835 7606 7963 8475 Average daily car 
park throughput  

Long-term 494 594 581 628 634 

Car parking 78.4 86.3 88.3 95.1 98.0 Revenue ($million) 

Total airport 851.1 1029.3 1127.6 901.5 962.9 

Car parking 17.5 24.9 23.9 26.9 28.8 Operating expenses 
($million) 

Total airport 284.6 325.7 337.7 371.7 379.0 

Car parking 60.9 61.4 64.4 68.2 69.1 Operating margin 
($million) 

Total airport 566.4 703.6 789.8 529.8 583.8 

Car parking 77.7% 71.2% 72.9% 71.7% 70.6% Operating margin as 
a % of revenue 

Total airport 66.6%  68.4% 70.0% 58.8% 60.6% 

Sydney Airport increased its total car parking capacity by 123 spaces (1 per cent) in 2010-11 
(table 7.3.1). Over the whole reporting period, the total number of car parking spaces increased 
by 1402 spaces (12.9 per cent). Long-term car parking capacity has decreased over the whole 
reporting period by 270 spaces (-5.9 per cent), while the number of short-term car parks and 
staff car parks increased by 464 spaces (9.2 per cent) and 1158 spaces (92.2 per cent) 
respectively. Sydney Airport advised that the reduction in the number of long-term car park 
spaces predominantly related to the expansion of bussing facilities to accommodate passenger 
bussing. Sydney Airport also noted that its is in the process of constructing an additional 
1000 spaces at the long-term car park near the domestic terminal, which is scheduled to be 
operational in May 2012. The average daily throughput for both short-term and long-term car 
parking increased across the whole reporting period. Further information on the number of car 
park spaces and average daily throughput is provided in charts 7.3.5, 7.3.8, 7.3.9 and 7.3.10 
below.  

Car parking revenue increased by $2.8 million (3 per cent) in 2010-11 to $98 million. As a 
percentage of total airport revenue, car parking revenue decreased from 10.6 per cent in 
2009-10 to 10.2 per cent in 2010-11. This was a result of total airport revenue increasing at a 
faster rate (6.9 per cent) than car parking revenue. In the previous period, car parking revenue 
as a percentage of total airport revenue increased by 2.7 percentage points, from 7.8 per cent 
in 2008-09. Notably, total airport revenue was 20.1 per cent lower in 2009-10 than in 2008-09 
due to a decrease in non-aeronautical revenue driven by the elimination of intercompany 
dividends received on consolidation of the accounts (see discussion under chart 7.1.5). Over 
the whole reporting period, car parking revenue increased by $19.6 million (24.9 per cent), 
while total airport revenue increased by $112.8 million (13.3 per cent).     

Operating expenses for car parking increased by $1.9 million (7.1 per cent) in 2010-11 to 
$28.8 million. As a percentage of total airport operating expenses, car parking operating 
expenses increased from 7.2 per cent in 2009-10 to 7.6 per cent in 2010-11. Over the whole 
reporting period, car parking operating expenses increased by $11.4 million (64.9 per cent), 
while total airport operating expenses increased by $94.4 million (33.2 per cent). 



Airport monitoring report 2010-11  Sydney Airport monitoring results  

 

271 

Sydney Airport’s car parking operating margin increased by 1.3 per cent to $69.1 million in 
2010-11. This increase was less than the increase in car parking revenue (3 per cent) due to 
operating expenses increasing at a faster rate (7.1 per cent). As a percentage of total airport 
operating margin, car parking operating margin decreased from 12.9 per cent in 2009-10 to 
11.8 per cent in 2010-11. Over the whole reporting period, car parking operating margin 
increased by $8.2 million (13.5 per cent), while total airport operating margin increased by 
$17.4 million (3.1 per cent). Sydney Airport commented that constructing car parks is a capital 
intensive undertaking and that the operating margins do not include the cost of capital related 
to land and buildings. 

Car parking operating margin as a percentage of car parking revenue was 70.6 per cent in 
2010-11, while for total airport the figure was 60.6 per cent. Car parking operating margin as a 
percentage of car parking revenue was between 71.2 per cent (2007-08) and 77.7 per cent 
(2006-07) over the previous four periods, while for total airport it was between 58.8 per cent 
(2009-10) and 70 per cent (2008-09). 

Chart 7.3.5: Sydney Airport—car parking revenues, o perating expenses and operating 
margins per car park space 
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Car parking revenue, operating expenses and operating margin per car park space increased 
in 2010-11 (chart 7.3.5). The total number of car park spaces also increased.  

Car parking revenue per car park space increased from $7832 in 2009-10 to $7983 in 2010-11 
(1.9 per cent). Notably, car parking revenue increased by 3 per cent in the most recent period, 
while the number of car park spaces increased by lesser amount (1 per cent). Over the 
previous four periods, car parking revenue per car park fluctuated between $7118 (2008-09) 
and $7955 (2007-08). Car parking revenue per car park space increased by 10.7 per cent over 
the whole reporting period, from $7214 in 2006-07. 

In 2010-11, car parking operating expenses per car park space increased by 6.1 per cent from 
$2216 in 2009-10 to $2351. Car parking operating expenses per car park space were 
46.1 per cent higher in 2010-11 than in 2006-07, when they were $1609. Over the same period, 
car parking operating expenses increased by 64.9 per cent, while the number of car parks 
increased by a lesser extent (12.9 per cent). 

Car parking operating margin per car park space increased from $5616 in 2009-10 to $5632 in 
2010-11 (0.3 per cent). The increase in the operating margin per car park was less than the 
increase in revenue due to operating expenses increasing at a faster rate. Car parking 
operating margin per car park increased by 0.5 per cent over the whole reporting period, from 
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$5604 in 2006-07. The lowest car parking operating margin per car park was reported in 
2008-09, when it was $5190.    

The total number of car parking spaces increased by 123 spaces (1 per cent) to 12 271 spaces 
in 2010-11. Over the whole reporting period, the total number of car park spaces increased by 
1402 spaces (12.9 per cent). This increase was owing to increases in the short-term car parks 
totalling 514 spaces (10.2 per cent) and staff car park totalling 1158 spaces (92.2 per cent). 
Over the same period, the number of long-term car parks decreased by 270 spaces 
(-5.9 per cent). Further information on the number of car park spaces is provided in 
charts 7.3.8, 7.3.9 and 7.3.10 below. 

7.3.3 Quality of car parking 
Chart 7.3.6: Sydney Airport—international passenger  survey ratings for car parking 
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International passengers’ ratings of Sydney Airport’s car parking availability decreased slightly 
in 2010-11, though remained rated as satisfactory (chart 7.3.6). Passengers’ ratings of the 
standard and time taken to enter were relatively unchanged in 2010-11, also being rated as 
satisfactory. Sydney Airport’s car parking has been rated as satisfactory by international 
passengers over the whole reporting period. Sydney Airport did not provide passenger survey 
results for availability and time taken to enter prior to 2008-09. 
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Chart 7.3.7: Sydney Airport—domestic passenger surv ey ratings for car parking 
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Domestic passengers’ ratings of Sydney Airport’s car parking availability improved in 2010-11, 
while standard and time taken to enter declined, though they were all rated as satisfactory 
(chart 7.3.7). Indeed, Sydney Airport’s car parking has been rated as satisfactory by domestic 
passengers over the whole reporting period. Sydney Airport did not provide passenger survey 
results for availability and time taken to enter prior to 2008-09. 

Chart 7.3.8: Sydney Airport—number of car park spac es and average daily throughput 
for short-term parking at the international termina l 
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In 2010-11, the number of short-term car park spaces in the international car park remained 
unchanged following a 2.9 per cent decrease to 2170 spaces in 2009-10 (chart 7.3.8). Sydney 
Airport advised that building construction at the international terminal had resulted in a 
reduction in the number of short-term car parks available for the public. This decrease followed 
an increase in capacity by 65 per cent in 2008-09 due to the opening of a new multi-storey 
short-term car park. The number of short-term car park spaces for international users increased 
by 57.9 per cent over the whole reporting period, from 1374 spaces in 2006-07.  
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The average daily throughput in the short-term international car park increased from 4824 cars 
per day in 2009-10 to 5227 cars per day in 2010-11 (8.4 per cent).  

Chart 7.3.9: Sydney Airport—number of car park spac es and average daily throughput 
for short-term parking at the domestic terminal 
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In 2010-11, the number of short-term car park spaces in the domestic car park decreased from 
3458 spaces in 2009-10 to 3380 spaces (-2.3 per cent) (chart 7.3.9). This follows a decrease in 
the previous period by 6.3 per cent from 3688 spaces in 2008-09. Sydney Airport advised that 
the reduction in the number of spaces in the previous period was due to a re-allocation of car 
parking spaces from public short-term parking to staff parking at the domestic terminal. The 
number of short-term car park spaces available in the domestic car park was 7.7 per cent lower 
in 2010-11 than in 2006-07, when there were 3662 spaces. 

The average daily throughput in the short-term domestic car park increased from 3139 cars per 
day in 2009-10 to 3247 cars per day in 2010-11 (3.5 per cent).  

Chart 7.3.10: Sydney Airport—number of car park spa ces and average daily throughput 
for long-term parking 
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The number of long-term car park spaces increased from 4194 spaces in 2009-10 to 
4307 spaces in 2010-11 (2.7 per cent) (chart 7.3.10). This follows a decrease in the previous 
period by 8.4 per cent, from 4577 spaces in 2008-09. Sydney Airport advised that the 
introduction of a new bus holding bay to accommodate passenger bussing resulted in a 
reduction in the number of public spaces available. The number of long-term car park spaces 
was unchanged at 4577 spaces from 2006-07 to 2008-09. Sydney Airport commented that it is 
in the process of constructing an additional 1000 spaces at the long-term car park near the 
domestic terminal, which is scheduled to be operational in May 2012. 

The average daily throughput in the long-term car park increased from 628 cars per day in 
2009-10 to 634 cars per day in 2010-11 (1 per cent).  

7.3.4 Other transport options to the airport 

There are various transport options to Sydney Airport other than on-airport car parking. For 
some of these options, the airport imposes a charge as follows: 

• Terminal drop-off and pick-up 

− Sydney Airport is a designated no stopping area. There are free drop-off areas on the 
departures level at both the international and domestic terminals.  

− There are no kerbside pick-up facilities at the international and domestic terminals. 
However, the airport does provide fifteen minutes free parking in a designated pick-up 
area in its international car park. The airport also provides a pick-up area at the 
domestic terminal that includes a ten minute free period, after which charges revert to 
the typical short-term parking rates. Designated disabled parking spots are available in 
both the international and domestic terminal car parks.     

• Off-airport parking and private bus operators 

− A number of off-airport car parking facilities offer services to Sydney Airport. Most of 
these facilities charge a flat fee for the first three days of parking. Off-airport prices 
sampled by the ACCC ranged from $3014 and $7915 for one day parking and from $5016 
to $9917 for three days parking.   

− In 2010-11, off-airport parking and private bus operators were charged based on length 
of stay by Sydney Airport. The airport received a total of $427 000 in revenue from off-
airport parking and private bus operators in 2010-11, a decrease by 2.5 per cent from 
$438 000 in 2009-10. 

• Taxis 

− Sydney Airport applied a $3 airport charge on each taxi picking up passengers from 
any of Sydney Airport’s taxi ranks in 2010-11. The charge was unchanged from the 
previous period. The airport received a total of just over $7.9 million in revenue from 
taxis in 2010-11, an increase by 2.7 per cent from just over $7.7 million in 2009-10.  

• Trains 

− City Rail operates rail services to Sydney Airport using privately owned and operated 
train stations. Sydney Airport is not the private owner and operator of these train 
stations. The service costs around $15.40 (domestic terminals) and $16.20 
(international terminal) for a single trip and $25.80 for a return trip to or from any of the 

                                                      
14

  Park and Jet, viewed 11 January 2012, http://parkandjet.com.au.tmp.anchor.net.au/home/ 
15

  Discount Airport Parking, viewed 11 January 2012, http://www.discountairportparking.com.au/  
16

  Sydney Airport Security Parking, viewed 11 January 2012, http://www.airport-
parking.com.au/main/page_home.html . 

17
  Park & Fly, viewed 11 January 2012, http://www.parknfly.com.au/home.aspx. 
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city stations or Kings Cross.18 A transfer between the two terminals is offered at $5.19 
Sydney Airport noted that it does not set the fares or receive any revenue from the train 
fares. 

− Sydney Airport noted that were used to be four stations in NSW where passengers 
were required to pay a surcharge to catch the train. However, following an agreement 
reached between the train operator and the NSW Government, the surcharge was 
removed from two of those stations (Green Square and Mascot) in March 2011. The 
airport commented that, since the removal of the surcharge, rail patronage through 
those two stations increased by around 100 per cent. Sydney Airport noted that there 
are now only two stations in NSW where a surcharge is required to be paid—the ones 
at Sydney Airport’s domestic and international terminals. 

• Public buses 

− A public bus service to the airport runs between Bondi Junction and Burwood with 
stops at the international and domestic terminals, approximately every 20 minutes 
seven days a week.20 It should be noted that the government-run Airport Express bus 
ceased operation in May 2003 after the rail link to the airport was opened. Sydney 
Airport noted that is does not set the fares or receive any revenue from the bus fares. 

− There are also a number of privately-operated bus companies providing transport to 
and from the airport, the majority being charter services rather than scheduled 
services. 

• Hire cars (i.e. rental vehicles) and private cars (i.e. limousines) 

− Hire car operators were charged various fees on a commercially agreed basis, with the 
airport receiving total revenue of just over $7.5 million from hire car operators in 
2010-11. This compares to revenue of just over $6.9 million in 2009-10. 

− Sydney Airport charged private car operators (such as limousines) $3.50 per 
20 minutes to access the domestic terminals and $3.50 per 75 minutes to access the 
international terminal. The charge was unchanged from the previous period. In 
2010-11, the airport received a total of $923 000 from private car operators, an 
increase by 20.3 per cent from $767 000 in 2009-10 as a direct result of increased 
volume of private car operators using the airport facilities. Sydney Airport noted that, in 
June 2011, the airport increased the number of spaces available for private car 
operators at the international terminal from 36 to 58 spaces.  

  

                                                      
18

  AirportLink, Price, viewed 11 January 2012, http://www.airportlink.com.au/price.php. 
19

  ibid. 
20

  Sydney Buses, Timetables and route maps; Bus 400, viewed 11 January 2012, 
http://www.sydneybuses.info/routes. 
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A1 Regulatory accounts for the monitored 
airports 

This section represents the 2010-11 accounts—including the income statements, balance sheets 
and cash flow statements—for the five monitored airports: Adelaide, Brisbane, Melbourne, Perth 
and Sydney airports. In addition, the income statements and balance sheets under the ‘line in the 
sand’ approach are presented for Adelaide, Brisbane and Sydney airports. Melbourne and Perth 
airports are not affected by the line in the sand approach. Under this approach, 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. For more information regarding this approach, see appendices 4 
and 7. 

A1.1 Regulatory accounts for Adelaide Airport 
Table A1.1.1:  Adelaide Airport—income statement fo r the year ended 30 June 2011 

Audited financial 
statements 

Aeronautical 
services 

Non-aeronautical 
services Description 

$’000 $’000 $’000 

Revenue    

Aeronautical revenue 86 124 86 124  

Non-aeronautical revenue 65 637  65 637 

Increment in fair value of investment 
property 8 909  8 909 

Total revenue 160 670 86 124 74 546 

Expenditure    

Salaries and wages 11 250 7 481 3 769 

Depreciation/amortisation of land 1 398 1 398 0 

Depreciation (excl. land) 13 242 11 621 1 621 

Services and utilities 30 506 16 299 14 207 

Property/leasing maintenance 4 353 3 144 1 209 

Consultants and advisors 4 005 2 369 1 636 

General administration 6 588 4 501 2 087 

Other costs 33 0 33 

Total expenditure 71 375 46 813 24 562 

Operating profit/(loss) 89 295 39 311 49 984 

Abnormal items    

Earnings before interest and tax (EBIT) 89 295   

Interest (71 164)   

Earnings before tax (EBT) 18 131   

Tax charge (3 953)   

Profit/(loss) after tax 14 178   

Dividends paid 0   

Retained earnings 14 178   
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Table A1.1.2: Adelaide Airport—income statement und er the line in the sand approach for 
the year ended 30 June 2011 

Audited financial 
statements 

Aeronautical 
services 

Non-aeronautical 
services Description 

$’000 $’000 $’000 

Revenue—LIS     

Aeronautical revenue 86 124 86 124  

Non-aeronautical revenue 65 637  65 637 

Increment in fair value of investment 
property 

8 909  8 909 

Total revenue—LIS  160 670 86 124 74 546 

Expenditure—LIS     

Salaries and wages 11 250 7 481 3 769 

Depreciation/amortisation of land 911 911  

Depreciation (excl. land) 13 242 11 621 1 621 

Services and utilities 30 506 16 299 14 207 

Property/leasing maintenance 4 353 3 144 1 209 

Consultants and advisors 4 005 2 369 1 636 

General administration 6 588 4 501 2 087 

Other costs 33 0 33 

Total expenditure—LIS  70 888 46 326 24 562 

Operating profit/(loss)—LIS  89 782 39 798 49 984 

Abnormal items    

Earnings before interest and tax 
(EBIT)—LIS  89 782   

Interest (71 164)   

Earnings before tax (EBT)—LIS  18 618   

Tax charge (3 953)   

Profit/(loss) after tax—LIS  14 665   

Dividends paid    

Retained earnings—LIS  14 665   
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Table A1.1.3:  Adelaide Airport—balance sheet for t he year ended 30 June 2011 

Audited financial 
statements 

Aeronautical 
services 

Non-aeronautical 
services Description 

$’000 $’000 $’000 

Current assets    

Cash 75 654   

Receivables 11 483 11 483  

Accrued revenue 300  0 300 

Other 5 084 1 615 3 469 

Total current assets 92 521 13 098 3 769 

Non-current assets    

Receivables 5 707 3 588 2 119 

Property, plant and equipment 303 100 274 463 28 637 

Investment property 208 948  208 948 

Land/pre-payment/pre-paid rent 121 263 121 263  

Goodwill 179 410 179 410  

Total non-current assets 818 428 578 724 239 704 

Total assets 910 949 591 822 243 473 

Current liabilities    

Creditors 16 962   

Borrowings 402   

Other 288   

Total current liabilities 17 652   

Non-current liabilities    

Borrowings 757 927   

Provisions    

Deferred tax liability  86 409   

Other 1 772   

Total non-current liabilities 846 108   

Total liabilities 863 760   

Net assets 47 189   

Shareholders’ equity    

Share capital 1 905   

Reserves 4 199   

Accumulated profits/(losses) 41 085   

Total shareholders equity/(deficiency) 47 189   

Accumulated profit at start of year 26 907   

Movements    

Profit/(loss) for the year 14 178   

Other    

Accumulated profit at end of year 41 085   
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Table A1.1.4: Adelaide Airport—balance sheet under the line in the sand approach for the 
year ended 30 June 2011 

Audited financial 
statements 

Aeronautical 
services 

Non-aeronautical 
services Description 

$’000 $’000 $’000 

Current assets—LIS     

Cash 75 654   

Receivables 11 483 11 483  

Accrued revenue 300 0 300 

Other 5 084 1 615 3 469 

Total current assets—LIS  92 521 13 098 3 769 

Non-current assets—LIS     

Receivables 5 707 3 588 2 119 

Property, plant and equipment 282 208 253 571 28 637 

Investment property 208 948 0 208 948 

Land/pre-payment/pre-paid rent 80 088 80 088 0 

Goodwill 179 410 179 410 0 

Total non-current assets—LIS  756 361 516 657 239 704 

Total assets—LIS  848 882 529 755 243 473 

Current liabilities—LIS     

Creditors 16 962   

Borrowings 402   

Other 288   

Total current liabilities—LIS  17 652   

Non-current liabilities—LIS     

Borrowings 757 927   

Deferred tax liability  86 409   

Other 1 772   

Total non-current liabilities—LIS  846 108   

Total liabilities—LIS  863 760   

Net assets—LIS  (14 878)   

Shareholders’ equity—LIS     

Share capital 1 905   

Reserves 4 199   

Accumulated profits/(losses) (20 982)   

Total shareholders (deficiency)—LIS  (14 878)   

Accumulated (loss) at start of year—
LIS  (34 613)   

Movements—LIS     

Profit/(loss) for the year 14 665   

Other 1 034   

Accumulated (loss) at end of year—LIS  (20 982)   
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Table A1.1.5:  Adelaide Airport—cash flow statement  for the year ended 30 June 2011 

  Audited financial 
statements Description 

  $’000 

Cash flows from operating activities  

Inflows  

Receipts from customers 161 716 

Interest received 4 090 

Outflows  

Payments to suppliers and employees (65 744) 

Interest paid (72 491) 

Income tax paid (1 237) 

Net cash flow from operating activities 26 334 

Cash flows from investing activities  

Inflows  

Proceeds from sale of property, plant and equipment 38 

Other  

Outflows  

Acquisition of property, plant and equipment (43 906) 

Other  

Net cash flow from investing activities (43 868) 

Cash flows from financing activities  

Inflows  

Proceeds from borrowings  

Loans from associated entities 34 174 

Other  

Outflows  

Repayment of borrowings (1 078) 

Other   

Net cash flows from financing activities 33 096 

Net increase/(decrease) in cash held 15 562 

Cash at beginning of the reporting period 60 092 

Cash at end of the reporting period 75 654 
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A1.2 Regulatory accounts for Brisbane Airport 
Table A1.2.1:  Brisbane Airport—income statement fo r the year ended 30 June 2011 

Audited financial 
statements 

Aeronautical 
services 

Non-aeronautical 
services Description 

$’000 $’000 $’000 

Revenue    

Aeronautical revenue 198 536 198 536  

Non-aeronautical revenue 257 991  257 991 

Other    

Total revenue 456 527 198 536 257 991 

Expenditure    

Salaries and wages 28 317 20 635 7 682 

Depreciation/amortisation of land 661 208 454 

Depreciation (excl. land) 59 270 41 337 17 933 

Services and utilities 27 982 3 947 24 035 

Contract services and maintenance 30 077 17 553 12 524 

Security costs 21 008 21 008  

Consultants and advisors 2 982 1 423 1 559 

General administration 19 053 9 435 9 618 

Other costs    

Total expenditure 189 350 115 546 73 804 

Operating profit/(loss) 267 177 82 990 184 187 

Abnormal items 64 290   

Earnings before interest and tax (EBIT) 331 467   

Interest 120 059   

Earnings before tax and unrealised 
gains 211 408   

Change in fair value of investment 
property 67 556   

Earnings before tax (EBT) 278 964   

Tax charge 82 039   

Profit/(loss) after tax 196 925   

Dividends paid    

Shareholder loan interest 42 974   

Retained earnings 153 951   
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Table A1.2.2: Brisbane Airport—income statement und er the line in the sand approach for 
the year ended 30 June 2011 

Audited financial 
statements 

Aeronautical 
services 

Non-aeronautical 
services Description 

$’000 $’000 $’000 

Revenue—LIS     

Aeronautical revenue  198 536  

Non-aeronautical revenue    

Other    

Total revenue—LIS   198 536  

Expenditure—LIS     

Salaries and wages  20 635  

Depreciation/amortisation of land  127  

Depreciation (excl. land)  36 530  

Services and utilities  3 947  

Contract services and maintenance  17 553  

Security costs  21 008  

Consultants and advisors  1 423  

General administration  9 435  

Other costs    

Total expenditure—LIS   110 658  

Operating profit/(loss)—LIS   87 878  

Abnormal items    

Earnings before interest and tax 
(EBIT)—LIS     

Interest    

Earnings before tax and unrealised 
gains—LIS     

Change in fair value of investment 
property 

   

Earnings before tax (EBT)—LIS     

Tax charge    

Profit/(loss) after tax—LIS     

Dividends paid    

Retained earnings—LIS     
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Table A1.2.3:  Brisbane Airport—balance sheet for t he year ended 30 June 2011 

Audited financial 
statements 

Aeronautical 
services 

Non-aeronautical 
services Description 

$’000 $’000 $’000 

Current assets    

Cash 127 416 55 396 72 020 

Receivables 48 572 26 828 21 744 

Inventories 713 713  

Total current assets 176 701  82 937 93 764 

Non-current assets    

Receivables    

Property, plant and equipment 1 888 444 1 315 535 572 909 

Investment property 793 412  793 412 

Land/pre-payment/pre-paid rent 56 156 17 676 38 480 

Goodwill 823 014  823 014 

Other 42 548 16 261 26 287 

Total non-current assets 3 603 574 1 349 472 2 254 102 

Total assets 3 780 275 1 432 409 2 347 866 

Current liabilities    

Creditors 79 394   

Intercompany tax payable 16 615   

Provisions 5 321   

Other 6 622   

Total current liabilities 107 952   

Non-current liabilities    

Borrowings 2 039 424   

Provisions 2 874   

Deferred tax liability  431 784   

Other 5 163   

Total non-current liabilities 2 479 245   

Total liabilities 2 587 197   

Net assets 1 193 078   

Shareholders’ equity    

Share capital 254 089   

Reserves (2 885)   

Accumulated profits/(losses) 941 874   

Total shareholders equity/(deficiency) 1 193 078   

Accumulated profit at start of year 787 923   

Movements    

Profit/(loss) for the year 153 951   

Other    

Accumulated profit at end of year 941 874   
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Table A1.2.4: Brisbane Airport—balance sheet under the line in the sand approach for the 
year ended 30 June 2011 

Audited financial 
statements 

Aeronautical 
services 

Non-aeronautical 
services Description 

$’000 $’000 $’000 

Current assets—LIS     

Cash  55 396  

Receivables  26 828  

Inventories  713  

Total current assets—LIS   82 937  

Non-current assets—LIS     

Receivables    

Property, plant and equipment  966 154  

Investment property    

Land/pre-payment/pre-paid rent  25 300  

Goodwill    

Other  16 261  

Total non-current assets—LIS   1 007 715  

Total assets—LIS   1 090 652  

Current liabilities—LIS     

Creditors    

Borrowings    

Other    

Total current liabilities—LIS     

Non-current liabilities—LIS     

Borrowings    

Provisions    

Deferred tax liability     

Total non-current liabilities—LIS     

Total liabilities—LIS     

Net assets—LIS     

Shareholders’ equity—LIS     

Share capital    

Reserves    

Accumulated profits/(losses)    

Total shareholders (deficiency)—LIS     

Accumulated profit at start of year—
LIS     

Movements—LIS     

Profit/(loss) for the year    

Other    

Accumulated profit at end of year—LIS     
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Table A1.2.5:  Brisbane Airport—cash flow statement  for the year ended 30 June 2011 

  Audited financial 
statements Description 

  $’000 

Cash flows from operating activities  

Inflows  

Receipts from customers 507 484 

Interest received 3 939 

Outflows  

Payments to suppliers and employees (154 950) 

Interest paid (120 059) 

Income tax paid (29 137) 

Net cash flow from operating activities 207 277 

Cash flows from investing activities  

Inflows  

Proceeds from sale of property, plant and equipment 172 

Other  

Outflows  

Acquisition of property, plant and equipment (168 470) 

Other (20 301) 

Net cash flow from investing activities (188 599) 

Cash flows from financing activities  

Inflows  

Proceeds from borrowings 638 863 

Other   

Outflows  

Repayment of borrowings (590 000) 

Payment of finance lease liabilities  

Payment of transaction costs  

Other  (5 096) 

Net cash flows from financing activities 43 767 

Net increase/(decrease) in cash held 62 445 

Cash at beginning of the reporting period 64 971 

Cash at end of the reporting period 127 416 
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A1.3 Regulatory accounts for Melbourne Airport 
Table A1.3.1:  Melbourne Airport—income statement f or the year ended 30 June 2011 

Audited financial 
statements 

Aeronautical 
services 

Non-aeronautical 
services Description 

$’000 $’000 $’000 

Revenue    

Aeronautical revenue 231 938 231 938  

Non-aeronautical revenue 313 134  313 134 

Other non-aeronautical related 337   

Total revenue 545 409 231 938 313 134 

Expenditure    

Salaries and wages 26 544 18 155 8 389 

Depreciation/amortisation of land 709 571 138 

Depreciation (excl. land) 60 718 42 258 18 460 

Services and utilities 47 276 15 959 31 317 

Property/leasing maintenance 14 772 10 306 4 466 

Security costs 27 077 27 077  

General administration 17 372 11 279 6 093 

Other costs 0   

Total expenditure 194 468 125 605 68 863 

Operating profit/(loss) 350 941 106 333 244 271 

Change in fair value of investment 
property 58 605  58 605 

Earnings before interest and tax (EBIT) 409 546 106 3 33  

Interest (123 681)   

Earnings before tax (EBT) 285 865   

Tax charge (85 861)   

Profit/(loss) after tax 200 004   

Dividends paid (130 684)   

Retained earnings 69 320   
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Table A1.3.2:  Melbourne Airport—balance sheet for the year ended 30 June 2011 

Audited financial 
statements 

Aeronautical 
services 

Non-aeronautical 
services Description 

$’000 $’000 $’000 

Current assets    

Inventories  284 164 120 

Receivables 36 736 25 655 11 081 

Other 228    

Total current assets 37 248 25 819 11 201 

Non-current assets    

Receivables    

Property, plant and equipment 1 183 583 851 978 331 605 

Investment property 944 346  944 346 

Land/pre-payment/pre-paid rent 58 246 46 501 11 745 

Goodwill 667 700   

Total non-current assets 2 853 875 898 479 1 287 696 

Total assets 2 891 123 924 298 1 298 897 

Current liabilities    

Creditors 82 221   

Borrowings 9 365   

Provisions 4 213   

Other 6 116   

Total current liabilities 101 915   

Non-current liabilities    

Borrowings 1 750 656   

Provisions 915   

Deferred tax liability  333 181   

Other (incl. payables) 77 351   

Total non-current liabilities 2 162 103   

Total liabilities 2 264 018   

Net assets 627 105   

Shareholders’ equity    

Share capital 100 000   

Reserves (35 466)   

Accumulated profits/(losses) 562 571   

Total shareholders equity/(deficiency) 627 105   

Accumulated profit at start of year 493 251   

Movements    

Profit/(loss) for the year 200 004   

Other (130 684)   

Accumulated profit at end of year 562 571   
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Table A1.3.3:  Melbourne Airport—cash flow statemen t for the year ended 30 June 2011 

  Audited financial 
statements Description 

  $’000 

Cash flows from operating activities  

Inflows  

Receipts from customers 593 875 

Interest and bill discounts received 337 

Outflows  

Payments to suppliers and employees (182 237) 

Interest and other costs of finance paid (118 377) 

Income tax paid (66 605) 

Net cash flow from operating activities 226 993 

Cash flows from investing activities  

Inflows  

Proceeds from sale of property, plant and equipment 47 

Other  

Outflows  

Acquisition of property, plant and equipment (132 697) 

Payment for investment property (14 641) 

Net cash flow from investing activities (147 291) 

Cash flows from financing activities  

Inflows  

Proceeds from borrowings 1 554 368 

Other   

Outflows  

Repayment of borrowings (1 496 280) 

Dividends paid (130 684) 

Loans to associated entities (1 540) 

Other (6 427) 

Net cash flows from financing activities (80 563)) 

Net increase/(decrease) in cash held (861) 

Cash at beginning of the reporting period (8 504) 

Cash at end of the reporting period (9 365) 
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A1.4 Regulatory accounts for Perth Airport 
Table A1.4.1:  Perth Airport—income statement for t he year ended 30 June 2011 

Audited financial 
statements 

Aeronautical 
services 

Non-aeronautical 
services Description 

$’000 $’000 $’000 

Revenue    

Aeronautical revenue 103 121 103 121  

Non-aeronautical revenue 193 031  193 031 

Other     

Total revenue 296 152 103 121 193 031 

Expenditure    

Salaries and wages 26 615 14 723 11 892 

Depreciation/amortisation of land 395 198 197 

Depreciation (excl. land) 17 192 10 117 7 075 

Amortisation of intangibles 2 098   

Services and utilities 42 122 9 632 32 490 

Property/leasing maintenance 5 190 2 269 2 921 

Security costs 18 295 18 295  

Consultants and advisors 4 940 2 191 2 749 

General administration 8 679 4 878 3 801 

Other costs    

Total expenditure 125 526 62 303 61 125 

Operating profit/(loss) 170 626 40 818 131 906 

Abnormal items    

Earnings before interest and tax (EBIT) 170 626   

Interest (89 980)   

Earnings before tax (EBT) 80 646   

Tax charge (24 947)   

Profit/(loss) after tax 55 699   

Dividends paid (58 000)   

Retained earnings (2 301)   
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Table A1.4.2:  Perth Airport—balance sheet for the year ended 30 June 2011 

Audited financial 
statements 

Aeronautical 
services 

Non-aeronautical 
services Description 

$’000 $’000 $’000 

Current assets    

Cash 56 379   

Receivables 21 042 15 933 5 109 

Accrued revenue 7 852 56 7 796 

Other 4 710  4 710 

Total current assets 89 983 15 989 17 615 

Non-current assets    

Property, plant and equipment 477 959 321 108 156 851 

Investment property 374 975  374 975 

Land/pre-payment/pre-paid rent 33 521 16 805 16 716 

Goodwill 443 599   

Deferred tax assets 9 745   

Intangibles 9 855   

Total non-current assets 1 349 654 337 914 548 542 

Total assets 1 439 637 353 903 566 158 

Current liabilities    

Creditors 28 069   

Provisions 3 997   

Other 3 566   

Total current liabilities 35 632   

Non-current liabilities    

Borrowings 983 734   

Provisions 499   

Deferred tax liability  117 815   

Other  54 717   

Total non-current liabilities 1 156 765   

Total liabilities 1 192 397   

Net assets 247 240   

Shareholders’ equity    

Share capital 153 465   

Reserves (18 740)   

Accumulated profits/(losses) 112 515   

Total shareholders equity/(deficiency) 247 240   

Accumulated profit at start of year 114 816   

Movements    

Profit/(loss) for the year 55 699   

Dividend paid (58 000)   

Accumulated profit at end of year 112 515   
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Table A1.4.3:  Perth Airport—cash flow statement fo r the year ended 30 June 2011 

  Audited financial 
statements Description 

  $’000 

Cash flows from operating activities  

Inflows  

Receipts from customers 285 299 

Receipts from sale of premium leases 11 607 

Interest received 2 134 

Outflows  

Payments to suppliers and employees (102 537) 

Income tax paid (27 393) 

Net cash flow from operating activities 169 110 

Cash flows from investing activities  

Inflows  

Proceeds from sale of property, plant and equipment 11 

Other  

Outflows  

Acquisition of property, plant and equipment (79 672) 

Other (1 432) 

Net cash flow from investing activities (81 093) 

Cash flows from financing activities  

Inflows  

Proceeds from borrowings 165 000 

Other   

Outflows  

Repayment of borrowings (65 000) 

Interest paid (85 958) 

Dividends paid (58 000) 

Loans to associated entities  

Other (2 557) 

Net cash flows from financing activities (46 515) 

Net increase/(decrease) in cash held (41 502) 

Cash at beginning of the reporting period 14 877 

Cash at end of the reporting period 56 379 
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A1.5 Regulatory accounts for Sydney Airport 
Table A1.5.1:  Sydney Airport—income statement for the year ended 30 June 2011 

Audited financial 
statements 

Aeronautical 
services 

Non-aeronautical 
services Description 

$’000 $’000 $’000 

Revenue    

Aeronautical revenue 524 780 524 780  

Non-aeronautical revenue 438 006  438 006 

Other 68  68 

Total revenue 962 854 524 780 438 074 

Expenditure    

Salaries and wages 40 767 27 140 13 627 

Depreciation/amortisation of land 12 225 8 109 4 116 

Depreciation 191 300 136 622 54 678 

Amortisation of intangibles 15 801  15 801 

Services and utilities 44 084 25 869 18 215 

Property/leasing maintenance 19 763 15 490 4 273 

Security costs 52 847 52 612 235 

Other costs 18 047 8 965 9 082 

Total expenditure 394 834 274 807 120 027 

Operating profit/(loss) 568 020 249 973 318 047 

Abnormal items    

Earnings before interest and tax (EBIT) 568 020   

Net finance costs (1 011 729)   

Earnings before tax (EBT) (443 709)   

Income tax benefit 86 373   

Profit/(loss) after tax (357 336)   

Dividends paid    

Retained earnings (357 336)   
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Table A1.5.2: Sydney Airport—income statement under  the line in the sand approach for 
the year ended 30 June 2011 

Audited financial 
statements 

Aeronautical 
services 

Non-aeronautical 
services Description 

$’000 $’000 $’000 

Revenue—LIS     

Aeronautical revenue 524 780 524 780  

Non-aeronautical revenue 438 006  438 006 

Increment in fair value of investment 
property 

68  68 

Total revenue—LIS  962 854 524 780 438 074 

Expenditure—LIS     

Salaries and wages 40 767 27 140 13 627 

Depreciation/amortisation of land 20 904 13 867 7 037 

Depreciation 188 593 128 618 59 975 

Amortisation of intangibles 0   

Services and utilities 44 084 25 869 18 215 

Property/leasing maintenance 19 763 15 490 4 273 

Security costs 52 847 52 612 235 

Other costs 18 047 8 965 9 082 

Loss on disposal of fixed assets    

Total expenditure—LIS  385 005 272 561 112 444 

Operating profit/(loss)—LIS  577 849 252 219 325 630  

Abnormal items    

Earnings before interest and tax 
(EBIT)—LIS  577 849   

Net finance costs (1 011 729)   

Earnings before tax (EBT)—LIS  (433 880)   

Income tax benefit 86 373   

Profit/(loss) after tax—LIS  (347 507)   

Dividends paid    

Retained earnings—LIS  (347 507)   
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Table A1.5.3:  Sydney Airport—balance sheet for the  year ended 30 June 2011 

Audited financial 
statements 

Aeronautical 
services 

Non-aeronautical 
services Description 

$’000 $’000 $’000 

Current assets    

Cash and cash equivalents 132 394   

Trade and other receivables 1 260 399 46 799 1 213 600 

Total current assets 1 392 793 46 799  

Non-current assets    

Trade and other receivables 4 717 884 42 838 4 675 046 

Property, plant and equipment 2 340 501 1 778 488 562 013 

Capital works in progress 61 673   

Land/pre-payment/pre-paid rent 1 061 180 738 842 322 338 

Intangibles 1 358 920  1 358 920 

Other assets 16 900 267 16 633 

Total non-current assets 9 557 058 2 560 435 6 934 950 

Total assets 10 949 851 2 607 234 8 148 550 

Current liabilities    

Trade and other payables 1 521 125   

Provisions 7 960 5 293 2 667 

Finance lease liability 1 888 1 888  

Derivative financial instruments 61 004   

Other 24 042 181  23 861 

Total current liabilities 1 616 019   

Non-current liabilities    

Borrowings 8 708 059   

Provisions 1 253 834 419 

Finance lease liability 3 586 3 586  

Derivative financial instruments 101 960   

Deferred tax liability 244 110   

Total non-current liabilities 9 058 968   

Total liabilities 10 674 987   

Net assets 274 864   

Shareholders’ equity    

Issued capital 2 044 149   

Other reserves 103 828   

Cash flow hedge reserve (66 328)   

Accumulated losses (1 806 785)   

Total shareholders equity/(deficiency) 274 864   
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Table A1.5.4: Sydney Airport—balance sheet under th e line in the sand approach for the 
year ended 30 June 2011 

Audited financial 
statements 

Aeronautical 
services 

Non-aeronautical 
services Description 

$’000 $’000 $’000 

Current assets—LIS     

Cash and cash equivalents 132 394   

Trade and other receivables 1 260 399 46 799 1 213 600 

Total current assets—LIS  1 392 793 46 799  

Non-current assets—LIS     

Trade and other receivables 4 717 296 42 838 4 674 458 

Property, plant and equipment 1  972 655 1 461 035 511 620 

Capital works in progress 61 673   

Land/pre-payment/pre-paid rent 1 634 933 1 066 768 588 165 

Intangibles    

Other assets 16 900 267 16 633 

Total non-current assets—LIS  8 403 457 2 570 908 5 770 876 

Total assets—LIS  9 796 250 2 617 707 6 984 476 

Current liabilities—LIS     

Trade and other payables 1 521 125   

Provisions 7 960 5 293 2 667 

Finance lease liability 1 888 1 888  

Derivative financial instruments 61 004   

Other 24 042 181 23 861 

Total current liabilities—LIS  1 616 019   

Non-current liabilities—LIS     

Borrowings 8 708 059   

Provisions 1 253 834 419 

Finance lease liability 3 586 3 586  

Derivative financial instruments 101 960   

Deferred tax liability 244 110   

Total non-current liabilities—LIS  9 058 968   

Total liabilities—LIS  10 674 987   

Net assets—LIS  (878 737)   

Shareholders’ equity—LIS     

Issued capital 2 044 149   

Other reserves 103 828   

Cash flow hedge reserve (66 328)   

Accumulated profits/(losses) (2 797 330)   

Total shareholders 
equity/(deficiency)—LIS  (715 681)   
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Table A1.5.5:  Sydney Airport—cash flow statement f or the year ended 30 June 2011 

  Audited financial 
statements Description 

  $’000 

Cash flows from operating activities  

Inflows  

Receipts from customers 1 068 256 

Interest received 10 756 

Outflows  

Payments to suppliers and employees (293 155) 

Borrowing costs paid (579 561) 

Swap interest received/(paid) (46 630) 

Net cash flow from operating activities 159 666 

Cash flows from investing activities  

Inflows  

Proceeds from sale of property, plant and equipment 69 

Other  

Outflows  

Acquisition of property, plant and equipment (147 061) 

Capitalised borrowing costs (2 691) 

Net cash flow from investing activities (149 683) 

Cash flows from financing activities  

Inflows  

Proceeds from borrowings 1 594 664 

Loans from other entities in wholly owned group 37 488 

Outflows  

Repayment of borrowings (1 446 705) 

Advances to other entities in wholly owned group (139 792) 

Debt establishment costs and other recurring finance costs (43 524) 

Finance lease payments (2 340) 

Net cash flows from financing activities (209) 

Net increase/(decrease) in cash held 9 774 

Cash at beginning of the reporting period 122 620 

Cash at end of the reporting period 132 394 
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A2  Indicators and statistics used in the 
report 

The following section provides details on the indicators of airport quality of service (A2.1), the 
quality of service statistics (A2.2), detailed airport facilities data (A2.3) and the individual airports’ 
operational statistics (A2.4). 

A2.1 Indicators of airport quality of service 
This section outlines the information provided by the airports relating to the base data and 
passenger perception surveys for the quality of service indicators used in this report. In addition, 
the information collected from airline user surveys and the resulting indicators are presented. 

A2.1.1  Base data for the indicators provided by th e 
airports 

Table A2.1.1:  Quality of service base data provide d by the airports and the resulting 
objective indicators  

Facility Base data provided by airports Objective indicator 

Aerobridges usage • Number of aerobridges on 30 June in 
the financial year 

• Total number of passengers who 
used aerobridges for embarkation 
(arrival) in the financial year 

• Total number of passengers who 
embarked (arrived) in international 
aircraft in the financial year 

• Total number of passengers who 
embarked (arrived) in the financial 
year  

• Number of arriving international 
aircraft that used aerobridges in the 
financial year 

• Total number of passengers who 
used aerobridges for disembarkation 
(departure) in the financial year 

• Total number of passengers who 
disembarked (departed) in 
international aircraft in the financial 
year 

• Percentage of passengers 
arriving using an aerobridge 

• Percentage of passengers 
departing using an aerobridge 

Aircraft parking facilities and 
bays 

• Number of aircraft parking bays on 30 
June in the financial year 

• No direct objective indicator 

Check-in services and 
facilities 

• Number of check-in desks on 30 June 
in the financial year 

• Number of hours during the financial 
year when more than 80 per cent of 
check-in desks were in use 

• Total number of hours during the 

• Percentage of hours with more 
than 80 per cent of check-in 
desks in use 
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Facility Base data provided by airports Objective indicator 

financial year when any check-in 
desk was open 

Facilities to enable the 
processing of passengers 
through customs, 
immigration and quarantine 

• Number of inbound Immigration 
desks on 30 June in the financial year  

• Number of baggage inspection desks 
on 30 June in the financial year  

• Number of outbound Immigration 
desks on 30 June in the financial year 

• Number of arriving passengers 
per inbound Immigration desk 
(during peak hour) 

• Number of arriving passengers 
per baggage inspection desk 
(during peak hour) 

• Number of departing 
passengers per outbound 
Immigration desk (during peak 
hour) 

Security inspection • Number of security clearance 
systems, including equipment 
required to process passengers and 
baggage, on 30 June in the financial 
year 

• Number of departing 
passengers per security 
clearance system (during peak 
hour) 

Gate lounges and seating in 
gate lounges 

• Number of gate lounges on 30 June 
in the financial year 

• Number of seats in gate lounges on 
30 June in the financial year 

• Total gate lounge area (in square 
metres) on 30 June in the financial 
year 

• Number of departing 
passengers per seat in gate 
lounges (during peak hour) 

• Number of departing 
passengers per square metre 
of lounge area (during peak 
hour) 

Inbound baggage systems, 
including reclaiming services 
and facilities 

• Capacity of baggage handling system 
(in bags per hour) on 30 June in the 
financial year 

• Total number of bags handled by 
baggage handling system in the 
financial year 

• Total number of hours during the 
financial year for which baggage 
handling system was in use 

• Total number of planned interruptions 
to inbound baggage system in the 
financial year 

• Total number of hours of planned 
interruptions to inbound baggage 
system in the financial year 

• Number of unplanned interruptions to 
inbound baggage system in the 
financial year 

• Total number of hours of unplanned 
interruptions to inbound baggage 
system in the financial year 

• Average throughput of inbound 
baggage system (during peak 
hour) 

Outbound baggage system • Capacity of baggage handling 
equipment (in bags per hour) on 30 
June in the financial year 

• Total number of bags handled by 
baggage handling equipment in the 
financial year 

• Average throughput of 
outbound baggage system 
(during peak hour)  
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Facility Base data provided by airports Objective indicator 

• Total number of hours during the 
financial year for which baggage 
handling equipment was in use 

• Number of planned interruptions to 
baggage handling equipment in the 
financial year 

• Total number of hours of planned 
interruption to baggage handling 
equipment in the financial year 

• Number of unplanned interruptions to 
baggage handling equipment in the 
financial year 

• Total number of hours of unplanned 
interruption to baggage handling 
equipment in the financial year 

Baggage trolleys • Number of working accessible 
baggage trolleys on 30 June in the 
financial year 

• Number of passengers per 
baggage trolley (during peak 
hour) 

Flight information, general 
signage and public-address 
systems 

• Number of flight information display 
screens on 30 June in the financial 
year 

• Number of information points on 30 
June in the financial year 

• Number of passengers per 
flight information display screen 
(during peak hour) 

• Number of passengers per 
information point (during peak 
hour) 

Peak hour(*) • Time of peak hour for arriving 
passengers 

• Time of peak hour for departing 
passengers 

• Average number of arriving 
passengers during peak hour in the 
financial year  

• Average number of departing 
passengers during peak hour in the 
financial year 

• Used in various objective 
indicators 

Car parking services and 
facilities 

• Number of days short-term car park is 
open in the financial year 

• Number of short-term car parking 
spaces available to the public 
(including disabled parking) on 30 
June in the financial year 

• Total annual throughput of short-term 
car park in the financial year 

• Number of days long-term car park is 
open in the financial year 

• Number of long-term car parking 
spaces available to the public 
(including disabled parking) on 30 
June in the financial year 

• Total annual throughput of long-term 

• Used in conjunction with car 
parking financial data and 
analysis 
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Facility Base data provided by airports Objective indicator 

car park in the financial year 

• Number of car parking spaces for 
staff of airport clients on 30 June in 
the financial year 

Note: * Peak hour means: 

 (a)  for a matter relating exclusively to arriving passengers or inbound baggage—the hour that, on average for 
each day in the financial year, has the highest number of arriving passengers 

 (b) for a matter relating exclusively to departing passengers or outbound baggage—the hour that, on average 
for each day in the financial year, has the highest number of departing passengers 

 (c) in any other case—the hour that, on average for each day in the financial year, has the highest total number 
of passenger movements (including both arriving and departing passengers).  

A2.1.2  Passenger perception surveys 
Table A2.1.2:  Information provided by airports’ pa ssenger perception surveys 

Service Measure 

Check-in services and facilities • Check-in waiting time 

• Average waiting time per passenger during 
average peak hour(*) 

Facilities to enable the processing of passengers 
through customs, immigration and quarantine 

• Waiting time in inbound Immigration area 

• Waiting time in inbound baggage inspection 
area 

• Waiting time in outbound Immigration area 

Security inspection • Quality of security search process 

Gate lounges and seating other than in gate lounges • Quality and availability of seating in lounge area 

• Crowding in lounge area 

Baggage make-up, handling and reclaiming services 
and facilities 

• Waiting time for inbound baggage arrival 

• Information display regarding inbound baggage 
location 

• Circulation space for baggage pick-up 

Baggage trolleys • Findability of baggage trolleys 

Flight information, general signage and public-
address system 

• Flight Information Display screens 

• Signage and wayfinding 

Public areas in terminals and public amenities • Standard of washrooms 

Airport car parking • Standard of car park facilities  

• Availability of car parking spaces  

• Time taken to enter car park 

Airport access • Congestion at kerbside taxi drop-off and pick-up 

• Facilities for kerbside taxi drop-off and pick-up 

• Standard of facilities for taxis 

Note: * Peak hour means: 
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 (a)  for a matter relating exclusively to arriving passengers or inbound baggage—the hour that, on average for 
each day in the financial year, has the highest number of arriving passengers 

 (b) for a matter relating exclusively to departing passengers or outbound baggage—the hour that, on average 
for each day in the financial year, has the highest number of departing passengers 

 (c) in any other case—the hour that, on average for each day in the financial year, has the highest total number 
of passenger movements (including both arriving and departing passengers). 

A2.1.3  Airline user surveys 
Table A2.1.3:  Information collected from airline u ser surveys and the resulting indicators 

Facility Airline satisfaction indicator 

Airside  

Runways • Standard(a) 

• Availability(b) 

Taxiways • Standard 

• Availability 

Aprons • Standard 

• Availability 

Aircraft parking facilities and bays • Standard 

• Availability 

Ground handling services and facilities • Standard 

• Availability 

International terminal  

Aerobridges • Standard 

• Availability 

Check-in services and facilities(c) 
• Standard 

• Availability 

Baggage processing facilities • Standard 

• Availability 

Domestic terminal  

Aerobridges • Standard 

• Availability 

Check-in services and facilities • Standard 

• Availability 

Baggage processing facilities • Standard 

• Availability 

Management (d)  

Overall responsiveness or approach to addressing quality of service 
problems and concerns 

 

Notes: (a) Standard relates to the ability of equipment to perform the function intended, the reliability of the equipment 
and the probability of it breaking down.  
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 (b) Availability relates to the availability of infrastructure and equipment and the occurrence of delays in gaining 
access to those facilities. 

 (c) Check-in services and facilities include check-in counters, IT systems and queuing areas, and refers only to 
check-in services and facilities that are managed by the airport operator, not instances where an airline is 
the manager of the check-in service or facility.   

 (d) Management and consultation provided by airport operator for the listed services relates to airport 
operator’s responsiveness and approach when dealing with quality of service issues with the airline, 
including addressing new and recurring quality concerns and keeping airlines informed of imminent 
changes. 

A2.2 Quality of service statistics 
This section provides the airports’ quality of service statistics. The data are used to calculate the 
indicators of quality of service for each of the monitored airports. 

Table A2.2.1 details the key statistics relating to passenger throughput for each of the monitored 
airports. Tables A2.2.2 and A2.2.3 present data relating to the number and size of key facilities at 
each airport. These data provide indicators for the scale of provision of services, but should not be 
interpreted as indicators of the adequacy or quality of facilities. The adequacy of facilities depends 
on the level of demand and the quality is a reflection of the condition of facilities. 

A2.2.1 Airport traffic statistics  
Table A2.2.1:  Throughput of passengers at the airp orts during peak hour in 2010-11 

Airport Terminal Arriving/ 
departing 

Peak hour 
times 

Average 
number of 

passengers in 
peak hour 

Year total 
passengers 

Arriving 0600–0700 473 286 271 International 

Departing 1100–1200 539 277 060 

Arriving  1805–1905 1 072 3 104 691 

Adelaide 

Domestic 

Departing 0605–0705 1 618 NA 

Arriving  0600–0659 1 248 2 319 977 International 

Departing 0900–0959 1 032 2 296 229 

Arriving  0800–0859 691 1 529 996 

Brisbane 

Domestic 

Departing 0900–0959 644 898 714* 

Arriving  0800–0900 1 094 3 181 831 International 

Departing 1100–1200 1 016 3 142 768 

Arriving  1100–1200 857 3 495 484 

Melbourne 

Domestic 

Departing 1200–1300 736 3 174 246* 

Arriving  1400–1500 497 1 657 722 International 

Departing 1600–1700 404 1 640 326 

Perth 

Domestic Arriving  1900-2000 434 1 393 585 
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Departing 0600-0700 606 513 994* 

Arriving  0600–0700 2 894 6 382 334 International 

Departing 0900–1000 1 748 6 092 209 

Arriving  1700–1800 1 836 7 713 943 

Sydney 

Domestic 

Departing 0800–0900 1 761 7 462 032* 

Notes: NA Not available 

 * Number of domestic passengers who used aerobridges for departure in the year. 

A2.2.2  Basic airport facilities data 

Comparing airside facilities across airports 

Table A2.2.2:  Airside facilities at the airports i n 2010-11 

Airport Terminal Number of aircraft 
parking bays 

Number of 
aerobridges 

Adelaide International/domestic(a) 27 14 

International 17 15 Brisbane 

Domestic 9 2 

International 27 13 Melbourne 

Domestic 25 11 

International 9 5 Perth 

Domestic 32 2 

International 44 34 Sydney 

Domestic(b) 47 16 

Note: (a) Adelaide Airport advised aerobridges are available for all international and domestic departures and arrivals 
with the use of ‘swing gates’ to isolate international operations. The balance of the time, the whole terminal 
is available for domestic and regional operations. 

 (b) The number of aircraft parking bays included parking bays at the domestic and other terminal.  
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Comparing terminal facilities across airports 

Table A2.2.3:  Availability of terminal facilities at the airports (for terminal owned and operated by  the airports) in 2010-11 

Airport Terminal Number of 
check-in 

desks 

Number of 
security 

clearance 
systems 

Number of 
seats in gate 

lounges 

Area of gate 
lounges 
(square 
metres) 

Number of 
outbound 

bags handled 

Number of 
baggage 

trolleys 

Number of 
flight 

information 
display 

screens 

Number of 
information 

points 

International 2 Adelaide 

Domestic 
35 

3 
1 620 9 890 2 442 246 670 94 4 

International 90 18 1 972 18 120 2 362 391 2 005 350 11 Brisbane 

Domestic 16 5 850 4 560 767 340 450 57 1 

International 116 7 2 900 6 793 3 471 240 2 570 94 1 Melbourne 

Domestic 38 6 1 207 3 195 2 084 237 150 43 0 

International 39 3 582 1 952 1 529 894 826 69 1 Perth 

Domestic 22 3 601 1 990 1 056 498 201 48 1 

International 192 18 4 362 9 697 6 811 498 4 573 823 4 Sydney 

Domestic 44 10 2 037 5 380 3 969 540 430 213 1 
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A2.3 Detailed airport facilities data 
This section provides the detailed facilities data—that is, number and size—for the airport operator 
owned and run terminals at each of the monitored airports. The data are used to calculate 
indicators of the quality of service and facilities presented and are discussed throughout this 
report. 

A2.3.1  Detailed airport facilities data for Adelai de Airport 
Table A2.3.1:  Adelaide Airport—detailed facilities  data for the international terminal*  

Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of aircraft parking bays NR NR NR NR NR 

Number of aerobridges NR NR NR NR NR 

Number of passengers who used 
aerobridges for arrival  

238 103 263 980 263 771 279 365 286 271 

Total number of passengers who 
arrived in international aircraft   

238 103 263 980 263 771 279 365 286 271 

Total number of passengers who 
arrived in the year 

238 103 263 980 263 771 279 365 286 271 

Number of arriving international aircraft 
that used aerobridges in the year 

1 528 1 636 1 594 1 690 1 655 

Number of passengers who used 
aerobridges for departure 

214 882 240 410 242 691 267 225 277 060 

Total number of passengers who 
departed in international aircraft  

214 882 240 410 242 691 267 225 277 060 

Total number of check-in desks NR NR NR NR NR 

Number of hours when more than 
80 per cent of check-in desks in use 

NR NR NR NR NR 

Total number of hours when any 
check-in desks are open 

NR NR NR NR NR 

Number of inbound Immigration desks  12 12 12 12 12 

Number of baggage inspection desks  14 14 14 14 14 

Number of outbound Immigration 
desks  

8 8 8 8 8 

Number of security clearance systems  2 2 2 2 2 

Number of gate lounges  NR NR NR NR NR 

Number of seats in gate lounges  NR NR NR NR NR 

Total gate lounge area (in square 
metres)  

NR NR NR NR NR 

Capacity of inbound baggage handling 
system (in bags per hour)  

NR NR NR NR NR 

Total number of bags handled by 
inbound baggage handling system  

NR NR NR NR NR 

Total number of hours during the year 
for which inbound baggage handling 
system was in use 

NR NR NR NR NR 

Total number of planned interruptions NR NR NR NR NR 
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Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

to inbound baggage system  

Total number of hours of planned 
interruptions to inbound baggage 
system in the year 

NR NR NR NR NR 

Number of unplanned interruptions to 
inbound baggage system in the year 

NR NR NR NR NR 

Total number of hours of unplanned 
interruptions to inbound baggage 
system in the year  

NR NR NR NR NR 

Capacity of outbound baggage 
handling equipment (in bags per hour)  

NR NR NR NR NR 

Total number of bags handled by 
outbound baggage handling equipment  

NR NR NR NR NR 

Total number of hours during the year 
for which outbound baggage handling 
equipment was in use 

NR NR NR NR NR 

Number of planned interruptions to 
outbound baggage handling equipment  

NR NR NR NR NR 

Total number of hours of planned 
interruptions to outbound baggage 
handling equipment 

NR NR NR NR NR 

Number of unplanned interruptions to 
outbound baggage handling equipment  

NR NR NR NR NR 

Total number of hours of unplanned 
interruptions to outbound baggage 
handling equipment  

NR NR NR NR NR 

Number of working accessible 
baggage trolleys  

NR NR NR NR NR 

Number of flight information display 
screens  

NR NR NR NR NR 

Number of information points  NR NR NR NR NR 

Time of peak hour for arriving 
passengers 

1900-2000 1900-2000 0700-0800 0715-0740 0600-0700 

Time of peak hour for departing 
passengers 

0600-0700 0600-0700 1100-1200 0850-0940 1100-1200 

Number of arriving passengers during 
peak hour  

500 910 369 462 473 

Number of departing passengers 
during peak hour  

620 1 105 468 526 539 

Note: * Adelaide Airport opened a multi-user integrated terminal (T1) in 2005-06 with international and regional 
operations to T1 in October and December respectively. Domestic operations transferred in February 2006. 
T1 has common check-in and baggage handling for international, domestic and regional passenger services. 
International passengers are processed separately through the border agency mandated procedures. 

 

Table A2.3.2:  Adelaide Airport—detailed facilities  data for the domestic terminal  

Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of aircraft parking bays 27 27 27 27 27 

Number of aerobridges 14 14 14 14 14 
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Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of passengers who used 
aerobridges for arrival  

NA NA NA NA NA 

Total number of passengers who 
arrived in domestic aircraft   

NA NA NA NA NA 

Total number of passengers who 
arrived in the year 

2 659 201 2 830 073 2 926 101 3 017 684 3 104 691 

Number of arriving domestic aircraft 
that used aerobridges in the year 

NA NA NA NA NA 

Number of passengers who used 
aerobridges for departure 

NA NA NA NA NA 

Total number of passengers who 
departed in domestic aircraft  

NA NA NA NA NA 

Total number of check-in desks 46 46 46 46 35 

Number of hours when more than 
80 per cent of check-in desks in use 

1 512 1 512 NA 312 390 

Total number of hours when any 
check-in desks are open 

6 205 6 205 6 205 6 205 6 570 

Number of security clearance systems  3 3 3 3 3 

Number of gate lounges  NA NA 16 16 16 

Number of seats in gate lounges  1 610 1 620 1 620 1 620 1 620 

Total gate lounge area (in square 
metres)  

9 890 9 890 9 890 9 890 9 890 

Capacity of inbound baggage handling 
system (in bags per hour)  

2 250 0 3 000 3 000 3 000 

Total number of bags handled by 
inbound baggage handling system  

NA 0 NA NA NA 

Total number of hours during the year 
for which inbound baggage handling 
system was in use 

6 205 6 205 6 935 6 935 6 935 

Total number of planned interruptions 
to inbound baggage system  

0 2 1 4 0 

Total number of hours of planned 
interruptions to inbound baggage 
system in the year 

0 6 2 6 0  

Number of unplanned interruptions to 
inbound baggage system in the year 

1 8 6 2 0 

Total number of hours of unplanned 
interruptions to inbound baggage 
system in the year  

2 0 2 3 0  

Capacity of outbound baggage 
handling equipment (in bags per hour)  

3 000 3 000 3 000 3 000 3 000 

Total number of bags handled by 
outbound baggage handling equipment  

2 219 060 0 2 441 824 2 515 343 2 442 246 

Total number of hours during the year 
for which outbound baggage handling 
equipment was in use 

6 205 6 205 6 935 6 935 6 935 

Number of planned interruptions to 
outbound baggage handling equipment  

0 4 6 3 0 
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Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Total number of hours of planned 
interruptions to outbound baggage 
handling equipment 

0 0 8 3 0 

Number of unplanned interruptions to 
outbound baggage handling equipment  

12 68 37 4 2 

Total number of hours of unplanned 
interruptions to outbound baggage 
handling equipment  

83 NA 27 7 3 

Number of working accessible 
baggage trolleys  

700 680 620 670 670 

Number of flight information display 
screens  

94 94 94 94 94 

Number of information points  3 3 3 3 4 

Time of peak hour for arriving 
passengers 

1900-2000 1900-2000 1900-2000 1805-1905 1805-1905 

Time of peak hour for departing 
passengers 

0600-0700 0600-0700 0600-0700 0605-0705 0605-0705 

Number of arriving passengers during 
peak hour  

720 910 931 1 061 1 072 

Number of departing passengers 
during peak hour  

900 1 105 1131 1 601 1 618 

 

A2.3.2  Detailed airport facilities data for Brisba ne Airport 
Table A2.3.3:  Brisbane Airport—detailed facilities  data for the international terminal  

Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of aircraft parking bays 13 17 17 17 17 

Number of aerobridges 10 15 15 15 15 

Number of passengers who used 
aerobridges for arrival  

2 252 446 2 256 833 2 231 922 2 224 354 2 317 376 

Total number of passengers who 
arrived in international aircraft   

2 285 151 2 316 808 2 236 627 2 227 313 2 319 977 

Total number of passengers who 
arrived in the year 

2 285 151 2 316 808 2 236 627 2 227 313 2 319 977 

Number of arriving international aircraft 
that used aerobridges in the year 

12 015 12 365 13 349 13 393 13 503 

Number of passengers who used 
aerobridges for departure 

2 243 861 2 287 409 2 271,252 2 260 002 2 294 736 

Total number of passengers who 
departed in international aircraft  

2 271 087 2 352 711 2 276 624 2 262 699 2 296 229 

Total number of check-in desks 63 63 90 90 90 

Number of hours when more than 
80 per cent of check-in desks in use 

117 138 107 98 120 

Total number of hours when any 
check-in desks are open 

8 181 7 412 7 620 7 945 8 080 

Number of inbound Immigration desks  22 22 30 32 32 
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Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of baggage inspection desks  28 28 38 38 38 

Number of outbound Immigration 
desks  

20 20 19 17 17 

Number of security clearance systems  10 10 18 18 18 

Number of gate lounges  NA NA 16 16 16 

Number of seats in gate lounges  1 522 1 972 1 972 1 972 1 972 

Total gate lounge area (in square 
metres)  

8 600 18 120 18 120 18 120 18 120 

Capacity of inbound baggage handling 
system (in bags per hour)  

9 000 9 000 9 000 9 000 9 000 

Total number of bags handled by 
inbound baggage handling system  

2 073 671 1 943 214 1 870 023 2 054 007 1 987 661 

Total number of hours during the year 
for which inbound baggage handling 
system was in use 

5 767 5 903 6 570 6 570 6 570 

Total number of planned interruptions 
to inbound baggage system  

0 0 0 0 0 

Total number of hours of planned 
interruptions to inbound baggage 
system in the year 

0 0 0 0 0 

Number of unplanned interruptions to 
inbound baggage system in the year 

1 275 2 861 1 188 549 362 

Total number of hours of unplanned 
interruptions to inbound baggage 
system in the year  

48 9 10 12 7 

Capacity of outbound baggage 
handling equipment (in bags per hour)  

6 000 6 000 6 000 6 000 6 000 

Total number of bags handled by 
outbound baggage handling equipment  

2 431 148 2 519 393 2 580 644 2 626 858 2 362 391 

Total number of hours during the year 
for which outbound baggage handling 
equipment was in use 

6 205 7 099 8 434 8 030 8 030 

Number of planned interruptions to 
outbound baggage handling equipment  

0 0 0 48 121 

Total number of hours of planned 
interruptions to outbound baggage 
handling equipment 

0 0 0 96 80 

Number of unplanned interruptions to 
outbound baggage handling equipment  

7 717 11 444 4 380 5 302 3 641 

Total number of hours of unplanned 
interruptions to outbound baggage 
handling equipment  

117 181 146 156 188 

Number of working accessible 
baggage trolleys  

2 000 2 000 2 000 2 008 2 005 

Number of flight information display 
screens  

211 240 350 350 350 

Number of information points  9 10 11 11 11 

Time of peak hour for arriving 
passengers 

0700-0759 0600-0659 0600-0659 0700-0759 0600-0659 
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Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Time of peak hour for departing 
passengers 

0900-0959 0900-0959 0900-0959 0800-0859 0900-0959 

Number of arriving passengers during 
peak hour  

1 679 1 710 1 195 1 421 1 248 

Number of departing passengers 
during peak hour  

1 448 1 523 1 090 1 151 1 032 

 

Table A2.3.4:  Brisbane Airport—detailed facilities  data for the domestic terminal  

Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of aircraft parking bays 9 9 7 7 9 

Number of aerobridges 2 2 2 2 2 

Number of passengers who used 
aerobridges for arrival  

NA NA 836 513 883 841 901 818 

Total number of passengers who 
arrived in domestic aircraft   

NA NA NA NA NA 

Total number of passengers who 
arrived in the year 

991 014 1 034 470 1 143 914 1 197 683 1 529 996 

Number of arriving domestic aircraft 
that used aerobridges in the year 

NA NA NA NA NA 

Number of passengers who used 
aerobridges for departure 

NA NA 1 119 896 1 189 829 898 714 

Total number of passengers who 
departed in domestic aircraft  

NA NA NA NA NA 

Total number of check-in desks 12 16 16 16 16 

Number of hours when more than 
80 per cent of check-in desks in use 

NA NA NA NA NA 

Total number of hours when any 
check-in desks are open 

NA NA NA NA NA 

Number of security clearance systems  2 2 5 5 5 

Number of gate lounges  NA NA 5 5 10 

Number of seats in gate lounges  427 577 577 577 850 

Total gate lounge area (in square 
metres)  

3 522 3 522 3 522 3 522 4 560 

Capacity of inbound baggage handling 
system (in bags per hour)  

1 700 1 700 1 700 1 700 1 700 

Total number of bags handled by 
inbound baggage handling system  

NA NA NA NA NA 

Total number of hours during the year 
for which inbound baggage handling 
system was in use 

2 628 NA 6 388 6 388 6 388 

Total number of planned interruptions 
to inbound baggage system  

0 0 0 0 0 

Total number of hours of planned 
interruptions to inbound baggage 
system in the year 

0 0 0 0 0 

Number of unplanned interruptions to 
inbound baggage system in the year 

NA NA 3 21 2 



Appendix 2: Indicators and statistics used in the r eport  Airport monitoring report 2010-11 

  

312 

Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Total number of hours of unplanned 
interruptions to inbound baggage 
system in the year  

NA NA 0 5 1 

Capacity of outbound baggage 
handling equipment (in bags per hour)  

3 000 3 000 3 000 3 000 1 620 

Total number of bags handled by 
outbound baggage handling equipment  

731 478 864 916 778 436 720 173 767 340 

Total number of hours during the year 
for which outbound baggage handling 
equipment was in use 

5 183 7 099 5 658 5 778 6 205 

Number of planned interruptions to 
outbound baggage handling equipment  

0 0 0 48 12 

Total number of hours of planned 
interruptions to outbound baggage 
handling equipment 

0 0 0 96 10 

Number of unplanned interruptions to 
outbound baggage handling equipment  

5 450 2 861 3 650 268 182 

Total number of hours of unplanned 
interruptions to outbound baggage 
handling equipment  

154 68 122 15 4 

Number of working accessible 
baggage trolleys  

400 450 450 450 450 

Number of flight information display 
screens  

31 47 47 47 57 

Number of information points  4 6 1 1 1 

Time of peak hour for arriving 
passengers 

1800-1859 0600-0659 1100-1159 1100-1159 0800-0859 

Time of peak hour for departing 
passengers 

0600-0659 1400-1459 1100-1159 1100-1159 0900-0959 

Number of arriving passengers during 
peak hour  

516 457 451 636 691 

Number of departing passengers 
during peak hour  

476 432 445 443 644 

 

A2.3.3  Detailed airport facilities data for Melbou rne 
Airport 

Table A2.3.5:  Melbourne Airport—detailed facilitie s data for the international terminal  

Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of aircraft parking bays 20 20 17 23 27 

Number of aerobridges 11 11 9 13 13 

Number of passengers who used 
aerobridges for arrival  

2 323 732 2 411 482 2 443 207 2 795 364 3 168 407 

Total number of passengers who 
arrived in international aircraft   

2 330 725 2 440 772 2 501 375 2 803 776 3 181 831 

Total number of passengers who 
arrived in the year 

2 330 725 2 440 772 2 501 375 2 803 776 3 181 831 
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Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of arriving international aircraft 
that used aerobridges in the year 

11 197 11 449 12 200 14 566 15 784 

Number of passengers who used 
aerobridges for departure 

2 246 111 2 361 470 2 415 155 2 769 832 3 103 291 

Total number of passengers who 
departed in international aircraft  

2 252 870 2 385 324 2 447 549 2 778 167 3 142 768 

Total number of check-in desks 72 86 84 92 116 

Number of hours when more than 
80 per cent of check-in desks in use 

26 72 12 96 152 

Total number of hours when any 
check-in desks are open 

7 546 8 135 8 596 8 557 8 699 

Number of inbound Immigration desks  24 24 24 37 44 

Number of baggage inspection desks  20 21 21 21 21 

Number of outbound Immigration 
desks  

18 17 14 24 24 

Number of security clearance systems  6 6 5 6 7 

Number of gate lounges  NA NA NA NA NA 

Number of seats in gate lounges  2 180 2 180 1 921 2 721 2 900 

Total gate lounge area (in square 
metres)  

5 231 5 231 5 231 6 793 6 793 

Capacity of inbound baggage handling 
system (in bags per hour)  

3 400 3 400 3 400 3 400 3 400 

Total number of bags handled by 
inbound baggage handling system  

NA NA NA NA NA 

Total number of hours during the year 
for which inbound baggage handling 
system was in use 

4 754 7 320 7 320 8 030 8 760 

Total number of planned interruptions 
to inbound baggage system  

NA NA 7 2 4 

Total number of hours of planned 
interruptions to inbound baggage 
system in the year 

15 18 1 200 200 1 140 

Number of unplanned interruptions to 
inbound baggage system in the year 

NA NA 2 1 0 

Total number of hours of unplanned 
interruptions to inbound baggage 
system in the year  

2 4 1 1 0 

Capacity of outbound baggage 
handling equipment (in bags per hour)  

3 060 3 060 3 060 3 960 3 960 

Total number of bags handled by 
outbound baggage handling equipment  

2 558 628 2 782 132 2 888 655 3 061 052 3 471 240 

Total number of hours during the year 
for which outbound baggage handling 
equipment was in use 

7 665 7 686 7 686 8 760 8 760 

Number of planned interruptions to 
outbound baggage handling equipment  

NA NA 0 3 3 

Total number of hours of planned 
interruptions to outbound baggage 
handling equipment 

531 214 0 84 70 
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Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of unplanned interruptions to 
outbound baggage handling equipment  

NA NA 19 25 62 

Total number of hours of unplanned 
interruptions to outbound baggage 
handling equipment  

46 53 26 32 145 

Number of working accessible 
baggage trolleys  

2 400 2 750 2 570 2 570 2 570 

Number of flight information display 
screens  

76 76 76 90 94 

Number of information points  1 1 1 1 1 

Time of peak hour for arriving 
passengers 

0803-0902 1002-1101 0800-0900 0800-0900 0800-0900 

Time of peak hour for departing 
passengers 

0019-0118 0029-0128 0000-0100 0000-0100 1100-1200 

Number of arriving passengers during 
peak hour  

1 427 1 258 928 997 1 094 

Number of departing passengers 
during peak hour  

1 410 1 629 768 780 1 016 

 

Table A2.3.6:  Melbourne Airport—detailed facilitie s data for the domestic terminal (T3) 

Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of aircraft parking bays 20 20 20 20 20 

Number of aerobridges 11 11 11 11 11 

Number of passengers who used 
aerobridges for arrival  

NA NA 3 340 031 3 340 089 3 340 089 

Total number of passengers who 
arrived in domestic aircraft   

NA NA NA NA NA 

Total number of passengers who 
arrived in the year 

3 600 710 3 715 174 3 630 353 3 475 267 3 495 484 

Number of arriving domestic aircraft 
that used aerobridges in the year 

NA NA NA NA NA 

Number of passengers who used 
aerobridges for departure 

NA NA 3 590 993 3 181 947 3 174 246 

Total number of passengers who 
departed in domestic aircraft  

NA NA NA NA NA  

Total number of check-in desks 33 36 38 38 38 

Number of hours when more than 
80 per cent of check-in desks in use 

NA NA NA NA NA 

Total number of hours when any 
check-in desks are open 

NA NA NA NA NA 

Number of security clearance systems  5 6 6 5 6 

Number of gate lounges  NA NA NA NA NA 

Number of seats in gate lounges  1 142 1 142 1 239 1 239 1 207 

Total gate lounge area (in square 
metres)  

3 195 3 195 3 195 3 195 3 195 

Capacity of inbound baggage handling 
system (in bags per hour)  

NA 2 040 2 040 2 040 2 040 
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Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Total number of bags handled by 
inbound baggage handling system  

NA NA NA NA NA 

Total number of hours during the year 
for which inbound baggage handling 
system was in use 

NA 6 954 6 954 7 300 7 300 

Total number of planned interruptions 
to inbound baggage system  

NA NA 0 0 0 

Total number of hours of planned 
interruptions to inbound baggage 
system in the year 

NA 7 0 0 0 

Number of unplanned interruptions to 
inbound baggage system in the year 

NA NA 1 1 1 

Total number of hours of unplanned 
interruptions to inbound baggage 
system in the year  

NA 5 0 4 4 

Capacity of outbound baggage 
handling equipment (in bags per hour)  

3 000 3 060 3 060 3 060 3 060 

Total number of bags handled by 
outbound baggage handling equipment  

NA NA 2 392 643 2 094 680 2 084 237 

Total number of hours during the year 
for which outbound baggage handling 
equipment was in use 

NA 6 222 6 222 6 205 7 300 

Number of planned interruptions to 
outbound baggage handling equipment  

NA NA 0 0 0 

Total number of hours of planned 
interruptions to outbound baggage 
handling equipment 

NA 124 0 0 0 

Number of unplanned interruptions to 
outbound baggage handling equipment  

NA NA 4 4 3 

Total number of hours of unplanned 
interruptions to outbound baggage 
handling equipment  

NA 5 5 5 4 

Number of working accessible 
baggage trolleys  

150 150 150 150 150 

Number of flight information display 
screens  

40 40 40 43 43 

Number of information points  0 0 0 0 0 

Time of peak hour for arriving 
passengers 

1514-1613 1901-2000 1900-2000 1800-1900 1100-1200 

Time of peak hour for departing 
passengers 

2049-2148 1525-1624 0700-0800 0700-0800 1200-1300 

Number of arriving passengers during 
peak hour  

975 1 426 759 861 857 

Number of departing passengers 
during peak hour  

1 129 1 283 778 814 736 

 

Table A2.3.7:  Melbourne Airport—detailed facilitie s data for the domestic terminal (T4) 

Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of aircraft parking bays NA 4 5 5 5 
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Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of aerobridges NA NA 0 0 0 

Number of passengers who used 
aerobridges for arrival  

NA NA 0 0 0 

Total number of passengers who 
arrived in domestic aircraft   

NA NA NA NA NA 

Total number of passengers who 
arrived in the year 

NA 337 003 641 130 974 644 1 095 762 

Number of arriving domestic aircraft 
that used aerobridges in the year 

NA NA NA NA NA 

Number of passengers who used 
aerobridges for departure 

NA NA 0 0 0 

Total number of passengers who 
departed in domestic aircraft  

NA NA NA NA NA 

Total number of check-in desks NA 10 10 10 10 

Number of hours when more than 
80 per cent of check-in desks in use 

NA NA NA NA NA 

Total number of hours when any 
check-in desks are open 

NA NA NA NA NA 

Number of security clearance systems  NA 2 2 2 2 

Number of gate lounges  NA NA NA NA NA 

Number of seats in gate lounges  NA 269 416 388 388 

Total gate lounge area (in square 
metres)  

NA 900 900 855 855 

Capacity of inbound baggage handling 
system (in bags per hour)  

NA 680 680 680 680  

Total number of bags handled by 
inbound baggage handling system  

NA NA NA NA NA 

Total number of hours during the year 
for which inbound baggage handling 
system was in use 

NA 3 723 3 723 7300 7 300 

Total number of planned interruptions 
to inbound baggage system  

NA NA 0 0 0 

Total number of hours of planned 
interruptions to inbound baggage 
system in the year 

NA NA 0 0 0 

Number of unplanned interruptions to 
inbound baggage system in the year 

NA NA 0 0 3 

Total number of hours of unplanned 
interruptions to inbound baggage 
system in the year  

NA NA 0 0 11 

Capacity of outbound baggage 
handling equipment (in bags per hour)  

NA 600 600 1 320 1 320 

Total number of bags handled by 
outbound baggage handling equipment  

NA NA 428 392 492 565 410 782 

Total number of hours during the year 
for which outbound baggage handling 
equipment was in use 

NA 3 723 3 723 7 300 7 300 

Number of planned interruptions to 
outbound baggage handling equipment  

NA NA 0 0 0 
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Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Total number of hours of planned 
interruptions to outbound baggage 
handling equipment 

NA 0 0 0 0 

Number of unplanned interruptions to 
outbound baggage handling equipment  

NA NA 11 1 1 

Total number of hours of unplanned 
interruptions to outbound baggage 
handling equipment  

NA 0 14 2 4 

Number of working accessible 
baggage trolleys  

NA 30 30 30 30 

Number of flight information display 
screens  

NA 5 5 5 5 

Number of information points  NA NA NA NA NA 

Time of peak hour for arriving 
passengers 

NA 1112-1211 1800-1900 1400-1500 1600-1700 

Time of peak hour for departing 
passengers 

NA 1936-2035 0700-0800 0700-0800 1700-1800 

Number of arriving passengers during 
peak hour  

NA 309 205 304 294 

Number of departing passengers 
during peak hour  

NA 285 244 299 298 

 

A2.3.4  Detailed airport facilities data for Perth Airport 
Table A2.3.8:  Perth Airport—detailed facilities da ta for the international terminal  

Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of aircraft parking bays 9 9 9 9 9 

Number of aerobridges 5 5 5 5 5 

Number of passengers who used 
aerobridges for arrival  

1 132 056 1 287 489 1 346 336 1 509 780 1 652 788 

Total number of passengers who 
arrived in international aircraft   

1 138 090 1 292 729 1 346 151 1 511 513 1 657 722 

Total number of passengers who 
arrived in the year 

1 138 090 1 292 235 1 346 643 1 511 513 1 657 722 

Number of arriving international aircraft 
that used aerobridges in the year 

5 564 6 339 7 388 8 725 9 427 

Number of passengers who used 
aerobridges for departure 

1 077 091 1 215 002 1 274 669 1 485 575 1 607 148 

Total number of passengers who 
departed in international aircraft  

1 083 114 1 220 403 1 274 953 1 486 838 1 610 326 

Total number of check-in desks 39 39 39 39 39 

Number of hours when more than 
80 per cent of check-in desks in use 

2 2 1 1 1 

Total number of hours when any 
check-in desks are open 

8 213 8 213 112 211 112 211 112 211 

Number of inbound Immigration desks  18 18 18 18 18 
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Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of baggage inspection desks  28 28 28 28 28 

Number of outbound Immigration 
desks  

10 10 10 10 10 

Number of security clearance systems  3 3 3 3 3 

Number of gate lounges  NA NA 1 1 1 

Number of seats in gate lounges  536 531 678 689 582 

Total gate lounge area (in square 
metres)  

2 200 1 952 1 952 1 952 1 952 

Capacity of inbound baggage handling 
system (in bags per hour)  

962 962 962 962 962 

Total number of bags handled by 
inbound baggage handling system  

NA NA NA N/A NA 

Total number of hours during the year 
for which inbound baggage handling 
system was in use 

3 588 4 460 4 058 3 741 4 058 

Total number of planned interruptions 
to inbound baggage system  

12 36 36 36 0 

Total number of hours of planned 
interruptions to inbound baggage 
system in the year 

216 72 72 72 0 

Number of unplanned interruptions to 
inbound baggage system in the year 

0 5 5 8 3 

Total number of hours of unplanned 
interruptions to inbound baggage 
system in the year  

0 6 29 41 1 

Capacity of outbound baggage 
handling equipment (in bags per hour)  

2 400 2 400 2 400 2 400 2 400 

Total number of bags handled by 
outbound baggage handling equipment  

1 047 173 1 225 586 1 272 232 1 388 642 1 529 894 

Total number of hours during the year 
for which outbound baggage handling 
equipment was in use 

7 300 7 300 7 300 8 030 8 395 

Number of planned interruptions to 
outbound baggage handling equipment  

1 2 6 0 0 

Total number of hours of planned 
interruptions to outbound baggage 
handling equipment 

2 4 9 0 0 

Number of unplanned interruptions to 
outbound baggage handling equipment  

3 4 3 3 2 

Total number of hours of unplanned 
interruptions to outbound baggage 
handling equipment  

3 6 10 7 3 

Number of working accessible 
baggage trolleys  

900* 935*  903* 866* 826* 

Number of flight information display 
screens  

59 68 67 67 69 

Number of information points  1 1 1 1 1 

Time of peak hour for arriving 
passengers 

1400-1459 0200-0259 1500-1559 1400-1459 1400-1500 
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Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Time of peak hour for departing 
passengers 

1600-1659 1500-1569 1600-1659 1500-1569 1600-1700 

Number of arriving passengers during 
peak hour  

886 870 381 491 497 

Number of departing passengers 
during peak hour  

719 683 383 458 404 

Note *    Perth Airport has advised that the number of baggage trolley have been overstated in previous years. 
Revised data has been provided for the past five years.     

 

Table A2.3.9:  Perth Airport—detailed facilities da ta for the domestic terminal  

Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of aircraft parking bays 15 30 32 32 32 

Number of aerobridges 2 2 2 2 2 

Number of passengers who used 
aerobridges for arrival  

NA NA 499 405 560 247 535 509 

Total number of passengers who 
arrived in domestic aircraft   

NA NA NA NA NA 

Total number of passengers who 
arrived in the year 

746 073 887 142 1 159 782 1 231 366 1 393 585 

Number of arriving domestic aircraft 
that used aerobridges in the year 

NA NA NA NA NA 

Number of passengers who used 
aerobridges for departure 

NA NA 482 242 530 568 513 994 

Total number of passengers who 
departed in domestic aircraft  

NA NA NA NA NA 

Total number of check-in desks 16 18 22 22 22 

Number of hours when more than 
80 per cent of check-in desks in use 

134 144 185 185 185 

Total number of hours when any 
check-in desks are open 

7 066 7 066 44 495 44 495 44 495 

Number of security clearance systems  2 2 3 3 3 

Number of gate lounges  NA NA 1 1 1 

Number of seats in gate lounges  436 441 747 697 601 

Total gate lounge area (in square 
metres)  

1 475 1 475 2 135 1 572 1 990 

Capacity of inbound baggage handling 
system (in bags per hour)  

720 720 720 720 720 

Total number of bags handled by 
inbound baggage handling system  

NA NA NA NA NA 

Total number of hours during the year 
for which inbound baggage handling 
system was in use 

2 733 2 901 1 676 1 825 3 541 

Total number of planned interruptions 
to inbound baggage system  

4 8 3 0 0 

Total number of hours of planned 
interruptions to inbound baggage 
system in the year 

35 16 4 0 0 
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Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of unplanned interruptions to 
inbound baggage system in the year 

0 1 2 0 0 

Total number of hours of unplanned 
interruptions to inbound baggage 
system in the year  

0 3 1 0 0 

Capacity of outbound baggage 
handling equipment (in bags per hour)  

660 1 200 1 200 1 200 1 200 

Total number of bags handled by 
outbound baggage handling equipment  

737 163 878 507 912 235 995 400 1 056 498 

Total number of hours during the year 
for which outbound baggage handling 
equipment was in use 

6 307 878 507 7 117 7 300 7 300 

Number of planned interruptions to 
outbound baggage handling equipment  

9 6 3 3 0 

Total number of hours of planned 
interruptions to outbound baggage 
handling equipment 

35 36 7 5 0 

Number of unplanned interruptions to 
outbound baggage handling equipment  

0 5 4 4 10 

Total number of hours of unplanned 
interruptions to outbound baggage 
handling equipment  

0 6 9 9 7 

Number of working accessible 
baggage trolleys  

180* 255* 239* 220* 201* 

Number of flight information display 
screens  

28 31 43 48 48 

Number of information points  1 1 1 1 1 

Time of peak hour for arriving 
passengers 

2200-2259 2200-2259 1900-1959 1900-1959 1900-2000 

Time of peak hour for departing 
passengers 

2300-2359 0600-0659 0600-0659 0600-0659 0600-0700 

Number of arriving passengers during 
peak hour  

499 526 344 389 434 

Number of departing passengers 
during peak hour  

473 614 504 498 606 

Note *    Perth Airport has advised that the number of baggage trolley has been overstated in previous years. 
Revised data has been provided for the past five years.     

A2.3.5  Detailed airport facilities data for Sydney  Airport 
Table A2.3.10: Sydney Airport—detailed facilities d ata for the international terminal  

Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of aircraft parking bays 44 44 44 44 44 

Number of aerobridges 30 30 34 34 34 

Number of passengers who used 
aerobridges for arrival  

5 724 072 5 927 249 5 886 299 6 010 801 6 281 218 

Total number of passengers who 
arrived in international aircraft   

5 847 277 6 148 181 5 890 874 6 185 775 6 382 334 

Total number of passengers who 5 847 277 6 148 181 5 890 874 6 185 775 6 382 334 
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Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

arrived in the year 

Number of arriving international aircraft 
that used aerobridges in the year 

26 953 27 381 31 658 33 008 29 640 

Number of passengers who used 
aerobridges for departure 

5 593 900 5 616 605 5 553 724 5 717 427 5 952 701 

Total number of passengers who 
departed in international aircraft  

5 736 457 5 840 567 5 555 324 5 912 336 6 092 209 

Total number of check-in desks 192 192 192 192 192 

Number of hours when more than 
80 per cent of check-in desks in use 

NA NA NA NA NA 

Total number of hours when any 
check-in desks are open 

565 798 620 587 624 300 659 316 630 066 

Number of inbound Immigration desks  64 64 64 55 55 

Number of baggage inspection desks  46 46 46 92 92 

Number of outbound Immigration 
desks  

50 50 50 38 38 

Number of security clearance systems  16 16 16 18 18 

Number of gate lounges  NA NA 25 25 29 

Number of seats in gate lounges  4 259 4 259 4 362 4 362 4 362 

Total gate lounge area (in square 
metres)  

6 785 6 785 9 618 9 664 9 697 

Capacity of inbound baggage handling 
system (in bags per hour)  

11 340 5 265 624 10 800 10 800 10 800 

Total number of bags handled by 
inbound baggage handling system  

5 265 624 NA NA NA NA 

Total number of hours during the year 
for which inbound baggage handling 
system was in use 

6 205 6 205 6 935 6 935 6 935 

Total number of planned interruptions 
to inbound baggage system  

0 0 0 0 0 

Total number of hours of planned 
interruptions to inbound baggage 
system in the year 

0 0 0 0 0 

Number of unplanned interruptions to 
inbound baggage system in the year 

0 1 1 1 1 

Total number of hours of unplanned 
interruptions to inbound baggage 
system in the year  

9 33 8 22 2 

Capacity of outbound baggage 
handling equipment (in bags per hour)  

6 270 10 800 10 800 10 800 10 800 

Total number of bags handled by 
outbound baggage handling equipment  

6 365 356 6 553 238 6 210 100 6 636 891 6 811 498 

Total number of hours during the year 
for which outbound baggage handling 
equipment was in use 

6 935 6 935 6 935 6 935 6 942 

Number of planned interruptions to 
outbound baggage handling equipment  

0 0 0 0 0 

Total number of hours of planned 
interruptions to outbound baggage 

0 0 0 0 0 
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Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

handling equipment 

Number of unplanned interruptions to 
outbound baggage handling equipment  

25 11 5 4 2 

Total number of hours of unplanned 
interruptions to outbound baggage 
handling equipment  

124 100 141 82 12 

Number of working accessible 
baggage trolleys  

4 932 4 932 4 932 4 788 4 573 

Number of flight information display 
screens  

697 682 766 823 823 

Number of information points  5 6 5 4 4 

Time of peak hour for arriving 
passengers 

0600-0700 0600-0700 0700-0800 0700-0800 0600-0700 

Time of peak hour for departing 
passengers 

1100-1200 0900-1000 1500-1600 0900-1000 0900-1000 

Number of arriving passengers during 
peak hour  

2 803 3 874 3 522 2 757 2 894  

Number of departing passengers 
during peak hour  

1 725 2 612 1 945 1 868 1 748 

 

Table A2.3.11: Sydney Airport—detailed facilities d ata for the domestic terminal  

Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of aircraft parking bays 31 31 32 39 47* 

Number of aerobridges 13 16 16 16 16 

Number of passengers who used 
aerobridges for arrival  

NA NA 6 303 685 6 440 586 7 424 864 

Total number of passengers who 
arrived in domestic aircraft   

NA NA NA NA NA 

Total number of passengers who 
arrived in the year 

10 414 
500 

5 963 310 6 310 868 6 826 156 7 713 943 

Number of arriving domestic aircraft 
that used aerobridges in the year 

NA NA NA NA NA 

Number of passengers who used 
aerobridges for departure 

NA NA 6 306 487 6 440 586 7 462 032 

Total number of passengers who 
departed in domestic aircraft  

NA NA NA NA NA 

Total number of check-in desks 44 44 44 44 44 

Number of hours when more than 
80 per cent of check-in desks in use 

NA NA NA NA NA 

Total number of hours when any 
check-in desks are open 

250 325 211 198 228 487 255 484 259 311 

Number of security clearance 
systems  

9 9 9 9 10 

Number of gate lounges  NA NA 22 22 22 

Number of seats in gate lounges  1 689 1 689 2 037 2 037 2 037 

Total gate lounge area (in square 
metres)  

4 457 4 457 4 998 5 015 5 380 
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Indicator 2006-07 2007-08 2008-09 2009-10 2010-11 

Capacity of inbound baggage 
handling system (in bags per hour)  

3 533 4 462 947 3 600 3 600 3 600 

Total number of bags handled by 
inbound baggage handling system  

4 462 947 N/A N/A N/A N/A 

Total number of hours during the year 
for which inbound baggage handling 
system was in use 

6 205 6 205 6 935 6 935 6 935 

Total number of planned interruptions 
to inbound baggage system  

0 0 0 0 0 

Total number of hours of planned 
interruptions to inbound baggage 
system in the year 

0 0 0 0 0 

Number of unplanned interruptions to 
inbound baggage system in the year 

1 0 1 1 1 

Total number of hours of unplanned 
interruptions to inbound baggage 
system in the year  

3 1 8 6 1 

Capacity of outbound baggage 
handling equipment (in bags per 
hour)  

3 500 3 600 3 600 3 600 3 600 

Total number of bags handled by 
outbound baggage handling 
equipment  

3 996 998 4 405 078 3 976 685 3 695 991 3 969 540 

Total number of hours during the year 
for which outbound baggage handling 
equipment was in use 

6 935 6 935 6 935 6 935 6 858 

Number of planned interruptions to 
outbound baggage handling 
equipment  

0 0 0 0 0 

Total number of hours of planned 
interruptions to outbound baggage 
handling equipment 

0 0 0 0 0 

Number of unplanned interruptions to 
outbound baggage handling 
equipment  

27 6 2 3 3 

Total number of hours of unplanned 
interruptions to outbound baggage 
handling equipment  

138 59 64 68 10 

Number of working accessible 
baggage trolleys  

500 500 500 500 430 

Number of flight information display 
screens  

305 307 273 233 213 

Number of information points  1 1 1 1 1 

Time of peak hour for arriving 
passengers 

1800-1900 1800-1900 1800-1900 1800-1900 1700-1800 

Time of peak hour for departing 
passengers 

2000-2100 1500-1600 1900-2000 1800-1900 0800-0900 

Number of arriving passengers during 
peak hour  

2 008 2 622 2070 1 955 1 836 

Number of departing passengers 
during peak hour  

1 640 2 083 2029 1 906 1 761 
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Note * The number of aircraft parking bays included parking bays at the domestic and other terminal.  

A2.4  Airport operational statistics 
This section provides individual airports’ operational statistics including the number of passengers, 
aircraft movements and tonnes landed for the years ended 30 June 2007 to 30 June 2011. The 
operational statistics are used in calculations for indicators of both price and quality of service 
monitoring throughout the report. 

A2.4.1  Adelaide Airport operational statistics 
Table A2.4.1:  Adelaide Airport—operational statist ics for the year ended 30 June 

Description  2006-07 2007-08 2008-09 2009-10 2010-11 

Passengers      

Domestic passengers 5 787 704 6 220 996 6 377 784 6 555 152 6 798 491 

International passengers 
(excluding transit passengers) 

452 985 485 025 491 565 535 855 557 603 

International transit passengers 42 678 56 612 14 897 10 735 35 016 

Domestic on-carriage 17 126 19 365 51 657 50 735 5 728 

Total passengers 6 300 493 6 781 998 6 935 903 7 15 2 477 7 396 838 

Total aircraft movements 102 066 103 185 100 004 97  537 99 889 

Total tonnes landed 2 142 489 2 200 100 2 212 186 2  181 517 2 269 181 

Average staff equivalents      

Aeronautical services 67 61 64 75 75 

Non-aeronautical services 58 54 52 44 44 

Total average staff 
equivalents 

125 115 116 119 119 

Area (hectares)      

Aeronautical services 506 597 597 582 582 

Non-aeronautical services 279 189 189 204 204 

Total area (hectares) 785 786 786 786 786 

 

A2.4.2  Brisbane Airport operational statistics 
Table A2.4.2:  Brisbane Airport—operational statist ics for the year ended 30 June 

Description  2006-07 2007-08 2008-09 2009-10 2010-11 

Passengers      

Domestic passengers 13 519 490 14 350 225 14 757 343 14 913 590 15 800 845 

International passengers 
(excluding transit passengers) 

3 975 211 4 074 225 4 100 024 4 139 902 4 287 681 

International transit passengers 232 162 265 481 205 782 188 004 159 248 

Domestic on-carriage 116 703 99 529 40 409 7 516 10 029 

Total passengers 17 843 566 18 789 460 19 103 558 1 9 249 012 20 257 803 

Total aircraft movements 167 842 175 338 179 374 17 7 828 190 402 
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Description  2006-07 2007-08 2008-09 2009-10 2010-11 

Total tonnes landed 6 321 908 6 757 698 6 803 312 6  760 029 7 229 745 

Average staff equivalents      

Aeronautical services 136 163 160 155 164 

Non-aeronautical services 61 74 72 75 65 

Total average staff 
equivalents 

197 237 232 230 229 

Area (hectares)      

Aeronautical services 1 986 1 922 2 001 2 039 2 011 

Non-aeronautical services 714 778 699 661 689 

Total area (hectares) 2 700 2 700 2 700 2 700 2 700  

 

A2.4.3  Melbourne Airport operational statistics 
Table A2.4.3:  Melbourne Airport—operational statis tics for the year ended 30 June 

Description  2006-07 2007-08 2008-09 2009-10 2010-11 

Passengers      

Domestic passengers 17 754 569 19 310 974 19 705 564 20 586 763 21 865 858 

International passengers 
(excluding transit passengers) 

4 531 892 4 774 287 4 911 169 5 538 736 6 287 710 

International transit passengers 156 946 123 206 117 878 118 181 138 307 

Domestic on-carriage 51 703 51 809 37 755 43 207 36 889 

Total passengers 22 495 110 24 260 276 24 772 366 2 6 286 887 28 328 764 

Total aircraft movements 180 168 193 396 194 120 19 5 914 206 070 

Total tonnes landed 8 784 114 9 541 038 9 703 523 1 0 112 525 10 788 347 

Average staff equivalents      

Aeronautical services 125 140 148 151 159 

Non-aeronautical services 58 65 63 59 68 

Total average staff 
equivalents 

183 205 211 210 227 

Area (hectares)      

Aeronautical services 1 709 1 709 1 709 1 773 1 773 

Non-aeronautical services 669 669 669 669 682 

Total area (hectares) 2 379 2 379 2 379 2 442 2 455  

 

A2.4.4  Perth Airport operational statistics 
Table A2.4.4:  Perth Airport—operational statistics  for the year ended 30 June 

Description  2006-07 2007-08 2008-09 2009-10 2010-11 

Passengers      

Domestic passengers 5 868 219 6 666 498 7 116 276 7 469 832 8 185 872 
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Description  2006-07 2007-08 2008-09 2009-10 2010-11 

International passengers (excluding 
transit passengers) 

2 221 298 2 512 656 2 618 775 2 993 954 3 265 581 

International transit passengers 1 809 3 020 2 359 9 634 3 960 

Domestic on-carriage 0 1 173 48  0 

Total passengers 8 091 326 9 183 347 9 737 458 10 473 420 11 455 413 

Total aircraft movements 99 404 107 489 115 327 118 165 129 066 

Total tonnes landed 3 635 782 3 990 260 4 253 846 4 487 161 4 854 582 

Average staff equivalents      

Aeronautical services 73 95 104 105 108 

Non-aeronautical services 70 92 102 87 87 

Total average staff equivalents 144 187 206 192 195  

Area (hectares)      

Aeronautical services 1 280 1 280 1 280 1 280 1 280 

Non-aeronautical services 825 825 825 825 825 

Total area (hectares) 2 105 2 105 2 105 2 105 2 105  

 

A2.4.5  Sydney Airport operational statistics 
Table A2.4.5:  Sydney Airport—operational statistic s for the year ended 30 June 

Description  2006-07 2007-08 2008-09 2009-10 2010-11 

Passengers      

Domestic passengers 20 829 068 22 022 136 21 959 213 23 359 636 24 322 578 

International passengers 
(excluding transit passengers) 

9 968 614 10 498 629 10 229 294 11 001 502 11 492 078 

International transit passengers 424 989 485 475 428 816 440 717 408 546 

Domestic on-carriage 181 224 201 667 124 647 102 982 71 539 

Total passengers 31 403 895 33 207 907 32 741 970 3 4 904 837 36 294 741 

Total aircraft movements 281 534 298 072 293 146 29 8 942 311 147 

Total tonnes landed 14 214 000 15 164 180 14 900 44 1 15 594 451 16 185 326 

Average staff equivalents      

Aeronautical services 211 209 207 221 223 

Non-aeronautical services 83 82 94 107 110 

Total average staff 
equivalents 

294 291 301 328 333 

Area (hectares)      

Aeronautical services 708 671 671 671 671 

Non-aeronautical services 199 236 236 236 236 

Total area (hectares) 907 907 907 907 907 
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A3  Airport car parking statistics 

This section compares car parking prices over time (A3.1), and objective measures such as 
throughput and number of car park spaces available at each airport’s car parking facilities (A3.2). 

A3.1 Comparison of car parking prices over time 
The below sections provide car parking prices for the various car parking facility configurations at 
each of the monitored airports from 2006-07 to 2010-11. 

A3.1.1  Adelaide Airport car parking prices 
Table A3.1.1:  Adelaide Airport—short-term car park ing prices 

Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

1 hour 4.00 4.00 4.00 4.00 4.00 

2 hours 7.00 7.00 7.00 8.00 8.00 

3 hours 9.00 9.00 9.00 11.00 11.00 

4 hours 12.00 12.00 12.00 14.00 14.00 

5 hours 14.00 14.00 14.00 17.00 17.00 

6 hours 16.00 16.00 16.00 20.00 20.00 

7 hours 18.00 18.00 18.00 23.00 23.00 

8 hours 20.00 20.00 20.00 26.00 26.00 

9 hours 22.00 22.00 22.00 30.00 30.00 

10 hours 24.00 24.00 24.00 30.00 30.00 

11 hours 30.00 30.00 30.00 30.00 30.00 

12 hours 30.00 30.00 30.00 30.00 30.00 

24 hours 30.00 30.00 30.00 30.00 30.00 

 

Table A3.1.2:  Adelaide Airport—long-term car parki ng prices 

Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

1 day 20.00 20.00 20.00 25.00 25.00 

2 days 35.00 35.00 35.00 40.00 40.00 

3 days 45.00 45.00 45.00 50.00 50.00 

4 days 55.00 55.00 55.00 55.00 55.00 

5 days 60.00 60.00 60.00 60.00 60.00 

6 days 70.00 65.00 65.00 65.00 65.00 

7 days 75.00 70.00 70.00 70.00 70.00 
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A3.1.2  Brisbane Airport car parking prices 
Table A3.1.3:  Brisbane Airport—short-term internat ional car parking prices 

Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

15 minutes* N/A N/A N/A N/A 2.00 

20 minutes* NR 2.00 2.00 2.00 N/A 

30 minutes 5.00 6.00 6.00 6.00 6.00 

1 hour 8.00 10.00 10.00 13.00 13.00 

2 hours 10.00 12.00 12.00 16.00 16.00 

3 hours 12.00 14.00 14.00 20.00 22.00 

4 hours 14.00 16.00 16.00 22.00 25.00 

5 hours 16.00 18.00 18.00 30.00 30.00 

6 hours 18.00 25.00 25.00 30.00 30.00 

15 hours 22.00 25.00 25.00 30.00 30.00 

Note: * Brisbane Airport amended its car parking price structure in 2010-11.  

Table A3.1.4:  Brisbane Airport—short-term domestic  car parking prices 

Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

15 minutes* N/A N/A N/A N/A 2.00 

20 minutes* nr 2.00 2.00 2.00 N/A 

30 minutes 5.00 6.00 6.00 6.00 6.00 

1 hour 8.00 10.00 10.00 13.00 13.00 

2 hours 10.00 12.00 12.00 16.00 16.00 

3 hours 12.00 14.00 14.00 20.00 22.00 

4 hours 14.00 16.00 16.00 22.00 25.00 

5 hours 16.00 18.00 18.00 50.00 40.00 

6 hours 18.00 45.00 45.00 50.00 40.00 

15 hours 36.00 45.00 45.00 50.00 40.00 

Note: * Brisbane Airport amended its car parking price structure in 2010-11. 

Table A3.1.5:  Brisbane Airport—long-term internati onal car parking prices 

Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

1 day 22.00 25.00 25.00 30.00 30.00 

2 days 39.00 45.00 45.00 50.00 50.00 

3 days 56.00 65.00 65.00 70.00 70.00 

4 days 73.00 85.00 85.00 80.00 80.00 

5 days 82.00 95.00 95.00 90.00 90.00 

6 days 91.00 105.00 105.00 95.00 95.00 

7 days 91.00 105.00 105.00 99.00 99.00 
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Table A3.1.6:  Brisbane Airport—long-term domestic car parking prices 

Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

1 day 22.00 25.00 25.00 35.00 40.00 

2 days 39.00 45.00 45.00 55.00 60.00 

3 days 56.00 65.00 65.00 75.00 80.00 

4 days 73.00 85.00 85.00 95.00 100.00 

5 days 82.00 95.00 95.00 115.00 120.00 

6 days 91.00 105.00 105.00 130.00 130.00 

7 days 91.00 105.00 105.00 140.00 140.00 

A3.1.3  Melbourne Airport car parking prices 
Table A3.1.7:  Melbourne Airport—short-term car par king prices 

Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

0–20 minutes 2.00 3.00 3.00 3.00 3.00 

20–40 minutes 6.00 6.00 6.00 6.00 6.00 

40–60 minutes 10.00 12.00 12.00 12.00 12.00 

2 hours 18.00 18.00 18.00 20.00 20.00 

3 hours 18.00 20.00 20.00 25.00 28.00 

4 hours 30.00 30.00 35.00 36.00 36.00 

10 hours 30.00 40.00 40.00 50.00 52.00 

24 hours 42.00 45.00 45.00 50.00 52.00 

Table A3.1.8:  Melbourne Airport—long-term (uncover ed) car parking prices 

Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

1 day 25.00 25.00 25.00 29.00 29.00 

2 days 35.00 40.00 45.00 46.00 46.00 

3 days 40.00 50.00 65.00 69.00 69.00 

4 days 50.00 60.00 66.00 69.00 69.00 

5 days 60.00 65.00 67.00 69.00 69.00 

6 days 65.00 65.00 68.00 69.00 69.00 

7 days 69.00 69.00 69.00 77.00 77.00 

8 days 80.00 85.00 89.00 89.00 89.00 

9 days 85.00 99.00 99.00 99.00 99.00 

10 days 90.00 105.00 105.00 114.00 124.00 

11 days 95.00 110.00 110.00 124.00 134.00 

12 days 95.00 115.00 115.00 134.00 144.00 

13 days 95.00 120.00 120.00 144.00 154.00 

14 days 95.00 125.00 125.00 154.00 164.00 

Additional days  NA 5.00 5.00 10.00 10.00 
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Table A3.1.9:  Melbourne Airport—long-term multi-le vel car parking prices 

Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

0–20 minutes NR 3.00 3.00 3.00 3.00 

20–40 minutes NR 6.00 6.00 6.00 6.00 

40–60 minutes NR 12.00 12.00 12.00 12.00 

2 hours NR 18.00 18.00 18.00 20.00 

3 hours NR 20.00 20.00 24.00 28.00 

4 hours NR 30.00 35.00 36.00 36.00 

10 hours NR 40.00 49.00 49.00 52.00 

1 day NR 45.00 49.00 50.00 52.00 

2 days NR 90.00 90.00 95.00 99.00 

3 days NR 95.00 95.00 99.00 139.00 

4 days NR 100.00 99.00 99.00 139.00 

5 days NR 110.00 99.00 99.00 139.00 

6 days NR 120.00 99.00 99.00 139.00 

7 days NR 140.00 99.00 99.00 139.00 

8 days NR 160.00 109.00 113.00 159.00 

9 days NR 180.00 119.00 127.00 179.00 

10 days NR 200.00 129.00 141.00 199.00 

11 days NR 220.00 139.00 155.00 219.00 

12 days NR 240.00 149.00 169.00 239.00 

13 days NR 260.00 159.00 183.00 259.00 

14 days NR 280.00 169.00 197.00 279.00 

Additional days  NR 20.00 10.00 14.00 20.00 

 

Table A3.1.10: Melbourne Airport—Southern Business car parking prices 

Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

0–20 minutes NR 3.00 3.00 3.00 3.00 

20–40 minutes NR 6.00 6.00 6.00 6.00 

40–60 minutes NR 12.00 12.00 12.00 12.00 

2 hours NR 18.00 18.00 20.00 20.00 

3 hours NR 20.00 20.00 25.00 28.00 

4 hours NR 30.00 35.00 36.00 36.00 

10 hours NR 40.00 49.00 50.00 52.00 

1 day 42.00 45.00 49.00 50.00 52.00 

2 days 84.00 90.00 98.00 100.00 110.00 

3 days 125.00 135.00 127.00 150.00 165.00 

4 days 155.00 180.00 162.00 200.00 220.00 

5 days 185.00 225.00 197.00 250.00 275.00 
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Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

6 days 215.00 270.00 232.00 300.00 330.00 

7 days 245.00 315.00 267.00 350.00 385.00 

8 days 275.00 360.00 302.00 400.00 440.00 

9 days 305.00 405.00 337.00 450.00 495.00 

10 days 335.00 450.00 372.00 500.00 550.00 

Additional days  NR 45.00 35.00 50.00 55.00 

Weekend special 45.00 49.00 49.00 49.00 85.00 

 

Table A3.1.11: Melbourne Airport—Northern Business car parking prices 

Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

0–20 minutes NR NR NR NR 60.00 

20–40 minutes NR NR NR NR 60.00 

40–60 minutes NR NR NR NR 60.00 

2 hours NR NR NR NR 60.00 

3 hours NR NR NR NR 60.00 

4 hours NR NR NR NR 60.00 

10 hours NR NR NR NR 60.00 

1 day NR NR NR NR 60.00 

2 days NR NR NR NR 120.00 

3 days NR NR NR NR 180.00 

4 days NR NR NR NR 240.00 

5 days NR NR NR NR 300.00 

6 days NR NR NR NR 360.00 

7 days NR NR NR NR 420.00 

8 days NR NR NR NR 480.00 

9 days NR NR NR NR 540.00 

10 days NR NR NR NR 600.00 

Additional days*  NR NR NR NR 60.00 

Weekend special NR NR NR NR 85.00 

Note In previous years the Northern and Southern Business car parking prices were reported in the same table.  

 * The additional day rate applied after 14 day stay  

A3.1.4  Perth Airport car parking prices 
Table A3.1.12: Perth Airport—short-term car parking  prices 

Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

First 5 minutes Free Free 3.80 3.90 4.00 

5–30 minutes 3.70 3.70 3.80 3.90 4.00 
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Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

30 minutes–1 hour 5.20 5.20 5.40 5.40 5.60 

2 hours 7.00 7.00 7.40 7.80 9.00 

3 hours 8.00 8.00 8.40 8.80 10.00 

4 hours 9.00 9.00 9.40 9.80 11.00 

5 hours 10.00 10.00 10.40 10.80 12.00 

6 hours 11.00 11.00 11.40 11.80 13.00 

Daily flat rate 17.00 25.00 26.00 35.00 36.00 

 

Table A3.1.13: Perth Airport—long-term car parking prices 

Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

30 minutes NR NR 3.80 3.90 4.00 

1 hour NR NR 5.40 5.40 5.60 

2 hours NR NR 7.40 7.80 9.00 

3 hours NR NR 8.40 8.80 10.00 

4 hours NR NR 9.40 9.80 11.00 

5 hours NR NR 10.40 10.80 12.00 

6 hours NR NR 11.40 11.80 13.00 

1 day 17.00 17.00 17.00 16.00 16.00 

2 days 34.00 34.00 34.00 32.00 34.00 

3 days 51.00 51.00 51.00 48.00 52.00 

4 days 53.00 56.00 58.00 56.00 61.00 

5 days 55.00 61.00 65.00 64.00 70.00 

6 days 57.00 66.00 72.00 72.00 79.00 

7 days 59.00 71.00 79.00 80.00 88.00 

A3.1.5  Sydney Airport car parking prices 
Table A3.1.14: Sydney Airport—short-term internatio nal car parking prices 

Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

First 30 minutes 7.00 7.00 7.00 7.00 7.00 

31–60 minutes 13.00 14.00 15.00 15.00 15.00 

2 hours 20.00 20.00 20.00 21.00 21.00 

3 hours 24.00 24.00 25.00 26.00 26.00 

4 hours 27.00 28.00 50.00 52.00 52.00 

5 hours 30.00 31.00 50.00 52.00 52.00 

5–24 hours 40.00 41.00 50.00 52.00 52.00 
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Table A3.1.15: Sydney Airport—short-term domestic c ar parking prices 

Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

First 30 minutes 7.00 7.00 7.00 7.00 7.00 

31–60 minutes 13.00 14.00 15.00 15.00 15.00 

2 hours 20.00 20.00 20.00 21.00 21.00 

3 hours 24.00 24.00 25.00 26.00 26.00 

4 hours 42.00 46.00 50.00 52.00 52.00 

5 hours 42.00 46.00 50.00 52.00 52.00 

5–24 hours 42.00 46.00 50.00 52.00 52.00 

 

Table A3.1.16: Sydney Airport—long-term car parking  prices 

Charge per unit $(incl. GST) as at 30 June Price point  

2006-07 2007-08 2008-09 2009-10 2010-11 

1 day 24.00 24.00 25.00 25.00 25.00 

2 days 33.00 35.00 44.00 45.00 45.00 

3 days 46.00 49.00 50.00 62.00 62.00 

4 days 63.00 64.00 66.00 77.00 77.00 

5 days 79.00 79.00 82.00 92.00 92.00 

6 days 94.00 94.00 98.00 107.00 107.00 

7 days 104.00 109.00 110.00 122.00 122.00 

Additional days 11.00 11.00 12.00 15.00 15.00 

A3.2  Car parking price changes within 2010-11 

This section presents the price changes made within the 2010-11 period – that is, price changes 
that occurred between 1 July 2010 and 30 June 2011– for Melbourne and Perth airports. Note that 
Adelaide, Brisbane and Sydney airports did not report price changes to car parking within the 
2010-11 period.  

A3.2.1  Melbourne Airport car parking price changes  
within 2010-11 

Table A3.2.1:  Melbourne Airport – short-term car p arking price changes within 2010-11  

Charge per unit $(incl. GST) Price point  

1 Jul 2010  to 16 Nov 
2010 

17 Nov 2010 to 31 May 
2011 

1 Jun  2011 to 30 Jun 
2011 

0–20 minutes 3.00 3.00 3.00 

20–40 minutes 6.00 6.00 6.00 

40–60 minutes 12.00 12.00 12.00 

2 hours 20.00 20.00 20.00 

3 hours 25.00 25.00 28.00 

4 hours 36.00 36.00 36.00 
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Charge per unit $(incl. GST) Price point  

1 Jul 2010  to 16 Nov 
2010 

17 Nov 2010 to 31 May 
2011 

1 Jun  2011 to 30 Jun 
2011 

10 hours 50.00 50.00 52.00 

1 day 50.00 50.00 52.00 

2 days 100.00 100.00 110.00 

3 days 150.00 150.00 165.00 

4 days 200.00 200.00 220.00 

5 days 250.00 250.00 275.00 

6 days 300.00 300.00 330.00 

7 days 350.00 350.00 385.00 

8 days 400.00 400.00 440.00 

9 days 450.00 450.00 495.00 

10 days 500.00 500.00 5.00 

Additional days 50.00 50.00 55.00 

 

Table A3.2.2:  Melbourne Airport—long-term (uncover ed) car parking price changes within 
02010-11 

Charge per unit $(incl. GST) Price point  

1 Jul 2010  to 16 Nov 
2010 

17 Nov 2010 to 31 May 2011 1 Jun  2011 to 30 Jun 
2011 

0–20 minutes 10.00 10.00 10.00 

20–40 minutes 10.00 10.00 10.00 

40–60 minutes 10.00 10.00 10.00 

2 hours 10.00 10.00 10.00 

3 hours 10.00 10.00 10.00 

4 hours 29.00 29.00 29.00 

10 hours 29.00 29.00 29.00 

1 day 29.00 29.00 29.00 

2 days 46.00 46.00 46.00 

3 days 69.00 69.00 69.00 

4 days 69.00 69.00 69.00 

5 days 69.00 69.00 69.00 

6 days 69.00 69.00 69.00 

7 days 77.00 77.00 77.00 

8 days 89.00 89.00 89.00 

9 days 99.00 99.00 99.00 

10 days 114.00 114.00 124.00 

Additional days 10.00 10.00 10.00 
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Table A3.2.3:  Melbourne Airport—long-term multi-le vel car parking price changes within 
2010-11 

Charge per unit $(incl. GST) Price point  

1 Jul 2010  to 16 Nov 
2010 

17 Nov 2010 to 31 May 2011 1 Jun  2011 to 30 Jun 
2011 

0–20 minutes 3.00 3.00 3.00 

20–40 minutes 6.00 6.00 6.00 

40–60 minutes 12.00 12.00 12.00 

2 hours 20.00 20.00 20.00 

3 hours 25.00 25.00 28.00 

4 hours 36.00 36.00 36.00 

10 hours 50.00 50.00 52.00 

1 day 50.00 50.00 52.00 

2 days 95.00 95.00 99.00 

3 days 99.00 139.00 139.00 

4 days 99.00 139.00 139.00 

5 days 99.00 139.00 139.00 

6 days 99.00 139.00 139.00 

7 days 99.00 139.00 139.00 

8 days 113.00 159.00 159.00 

9 days 127.00 179.00 179.00 

10 days 141.00 199.00 199.00 

Additional days 14.00 20.00 20.00 

 

Table A3.2.4: Melbourne Airport—northern business c ar parking price changes within 
2010-11 

Charge per unit $(incl. GST) Price point  

1 Jul 2010  to 16 Nov 
2010 

17 Nov 2010 to 31 May 2011 1 Jun  2011 to 30 Jun 
2011 

1 day 50.00 50.0 60.00 

2 days 100.00 100.00 120.00 

3 days 150.00 150.00 180.00 

4 days 200.00 200.00 240.00 

5 days 250.00 250.00 300.00 

6 days 300.00 300.00 360.00 

7 days 350.00 350.00 420.00 

8 days 400.00 400.00 480.00 

9 days 450.00 450.00 540.00 

10 days 500.00 500.00 600.00 

Additional days 50.00 50.00 60.00 

Weekend 
special* 

85.00 85.00 85.00 
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Note * Weekend special – enter after 9am Friday and exit before 7am Monday. 

 

Table A3.2.5: Melbourne Airport—southern business/T 4 express car parking price changes 
within 2010-11 

Charge per unit $(incl. GST) Price point  

1 Jul 2010  to 16 Nov 
2010 

17 Nov 2010 to 31 May 2011 1 Jun  2011 to 30 Jun 
2011 

0–20 minutes 3.00 3.00 3.00 

20–40 minutes 6.00 6.00 6.00 

40–60 minutes 12.00 12.00 12.00 

2 hours 20.00 20.00 20.00 

3 hours 25.00 25.00 28.00 

4 hours 36.00 36.00 36.00 

10 hours 50.00 50.00 52.00 

1 day 50.00 50.00 52.00 

2 days 100.00 100.00 110.00 

3 days 150.00 150.00 165.00 

4 days 200.00 200.00 220.00 

5 days 250.00 250.00 275.00 

6 days 300.00 300.00 330.00 

7 days 350.00 350.00 385.00 

8 days 400.00 400.00 440.00 

9 days 450.00 450.00 495.00 

10 days 500.00 500.00 550.00 

Additional days 50.00 50.00 55.00 

Weekend 
special 

85.00 85.00 85.00 

Note * Weekend special – enter after 9am Friday and exit before 7am Monday. 

A3.2.2  Perth Airport car parking price changes wit hin 
2010-11  

Table A3.2.6: Perth Airport—short-term domestic car  parking price changes within 2010-11 

Charge per unit $(incl. GST) Price point  

1 July 2010  to 31 October 2010 1  November 2010 to 30 June 2011 

30 minutes 3.90 4.00 

1 hour 5.40 5.60 

2 hours 7.80 9.00 

3 hours 8.80 10.00 

4 hours 9.80 11.00 

5 hours 10.80 12.00 

6 hours  11.80 13.00 

7 hours NA 14.00 
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Charge per unit $(incl. GST) Price point  

1 July 2010  to 31 October 2010 1  November 2010 to 30 June 2011 

8 hours NA 15.00 

Additional days 35.00 36.00 

 

Table A3.2.7: Perth Airport—short-term internationa l car parking price changes within 
2010-11 

Charge per unit $(incl. GST) Price point  

1 July 2010  to 31 October 2010 1  November 2010 to 30 June 2011 

30 minutes 3.90 4.00 

1 hour 5.40 5.60 

2 hours 7.80 9.00 

3 hours 8.80 10.00 

4 hours 9.80 11.00 

5 hours 10.80 12.00 

6 hours  11.80 13.00 

7 hours NA 14.00 

8 hours NA 15.00 

Additional days 35.00 36.00 

 

Table A3.2.8: Perth Airport—long-term domestic car parking price changes within 2010-11 

Charge per unit $(incl. GST) Price point  

1 July 2010  to 31 October 2010 1  November 2010 to 30 June 2011 

30 minutes 3.90 4.00 

1 hour 5.40 5.60 

2 hours 7.80 9.00 

3 hours 8.80 10.00 

4 hours 9.80 11.00 

5 hours 10.80 12.00 

6 hours  11.80 13.00 

7 hours NA 14.00 

8 hours NA 15.00 

1 Day 16.00 16.00 

2 Days 32.00 34.00 

3 Days  48.00 52.00 

Additional days 8.00 9.00 

 

Table A3.2.9: Perth Airport—long-term international  car parking price changes within 2010-
11 

Charge per unit $(incl. GST) Price point  

1 July 2010  to 31 October 2010 1  November 2010 to 30 June 2011 

30 minutes 3.90 4.00 



Appendix 3: Airport car parking statistics  Airport monitoring report 2010-11 

  

338 

Charge per unit $(incl. GST) Price point  

1 July 2010  to 31 October 2010 1  November 2010 to 30 June 2011 

1 hour 5.40 5.60 

2 hours 7.80 9.00 

3 hours 8.80 10.00 

4 hours 9.80 11.00 

5 hours 10.80 12.00 

6 hours  11.80 13.00 

7 hours NA 14.00 

8 hours NA 15.00 

1 Day 16.00 16.00 

2 Days 32.00 34.00 

3 Days  48.00 52.00 

Additional days 8.00 9.00 

 

Table A3.2.10: Perth Airport—FastTrack domestic car  parking price changes within 2010-
11 

Charge per unit $(incl. GST) Price point  

1 July 2010  to 31 October 2010 1  November 2010 to 30 June 2011 

Daily rate 45.00 46.00 

 

Table A3.2.11: Perth Airport—regional car parking p rice changes within 2010-11 

Charge per unit $(incl. GST) Price point  

1 July 2010  to 31 October 2010 1  November 2010 to 30 June 2011 

1 hour 0.00 0.00 

2 hours 7.80 8.60 

3 hours 8.80 8.60 

1 Day 9.00 8.60 

2 Days 18.00 17.20 

3 Days 27.00 25.80 

Additional days 7.00 8.60 
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A3.3  Comparison data on the airports’ car 
parking facilities 

This section provides comparison data on the airports’ availability of car parking facilities (A3.3.1), 
and the availability of car parking facilities over time at each of the individual airports (A3.3.2). 
These data are used to calculate indicators for airport car parking quality of service throughout this 
report. 

A3.3.1  Comparison of the availability of car parki ng 
facilities across the airports 

Table A3.3.1:  Availability of car parking faciliti es at the monitored airports in 2010-11 

Airport Number of short-term 
car parking spaces 

Number of long-term 
car parking spaces 

Number of staff car 
parking spaces 

Adelaide 830 1 020 1 150 

1 740 (combined short- and long-term international) Brisbane 

1 133 4 410 
2484 

Melbourne 7 529 12 500 2 383 

Perth 2 382 10 874 1 295 

Sydney 5 550 4 307 2 414 

A3.3.2  Availability of car parking facilities over  time for 
monitored airports 

Table A3.3.2:  Adelaide Airport—availability of car  parking facilities 

Facility 2006-07 2007-08 2008-09 2009-10 2010-11 

Short-term car parking      

Number of days car park is open 365 365 365 365 365 

Number of spaces available as at 
30 June  

829 829 829 834 830 

Total annual throughput 1 116 908 1 119 355 1 127 820 1 085 019 1 078 163 

Long-term car parking      

Number of days car park is open 365 365 365 365 365 

Number of spaces available as at 
30 June 

450 764 940 994 1 020 

Total annual throughput  60 976  63 187  77 987  84 704 96 796 

Staff car parking      

Number of spaces available as at 
30 June 

1 138 1 197 1 197 1 257 1 150 

 

Table A3.3.3:  Brisbane Airport—availability of car  parking facilities 

Facility 2006-07 2007-08 2008-09 2009-10 2010-11 

Short-term and long-term 
international car parking 
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Facility 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of days car park is open 365 365 365 365 365 

Number of spaces available as at 
30 June  

951 1 740 1 740 1 740 1 740 

Total annual throughput  707 119  607 163  705 297  673 359 662 429 

Short-term domestic car parking      

Number of days car park is open 365 365 365 365 365 

Number of spaces available as at 
30 June 

842 858 810 976 1 133 

Total annual throughput 1 156 324 1 031 044  960 434  911 921 838 644 

Long-term domestic car parking      

Number of days car park is open 365 365 365 365 365 

Number of spaces available as at 
30 June 

4 100 4 148 4 635 4 410 4 410 

Total annual throughput  378 167  355 685  362 446  510 567 533 451 

Staff car parking      

Number of spaces available as at 
30 June 

2 723 3 575 2 730 2 484 2 484 

 

Table A3.3.4:  Melbourne Airport—availability of ca r parking facilities 

Facility 2006-07 2007-08 2008-09 2009-10 2010-11 

Short-term car parking      

Number of days car park is open 365 366 365 365 365 

Number of spaces available as at 
30 June  

3 315 3 244 7 698 7 529 7 529 

Total annual throughput 2 594 081 2 643 863 2 663 895 2 725 186 2 722 972 

Long-term car parking      

Number of days car park is open 365 366 365 365 365 

Number of spaces available as at 
30 June 

11 913 14 592 12 500 12 500 12 500 

Total annual throughput  539 416  703 014  526 799  520 697 540 297 

Staff car parking      

Number of spaces available as at 
30 June 

1 676 2 059 2 059 2 383 2 383 

 

Table A3.3.5:  Perth Airport—availability of car pa rking facilities 

Facility 2006-07 2007-08 2008-09 2009-10 2010-11 

Short-term domestic car parking      

Number of days car park is open 365 365 365 365 365 

Number of spaces available as at 
30 June  

1 207 1 377 1 377 1 719 1 719 

Total annual throughput  996 837  961 000 1 018 974  989 774 1 054 114 

Short-term international car parking      
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Facility 2006-07 2007-08 2008-09 2009-10 2010-11 

Number of days car park is open 365 365 365 365 365 

Number of spaces available as at 
30 June 

1007 663 663 663 663 

Total annual throughput  666 008  646 508  684 636  714 963 732 594 

Long-term domestic car parking      

Number of days car park is open 365 365 365 365 365 

Number of spaces available as at 
30 June 

1 907 3 997 5 670 6 055 7 082 

Total annual throughput  86 682  84 078  121 445  173 418 229 819 

Long-term international car parking      

Number of days car park is open nr 365 365 365 365 

Number of spaces available as at 
30 June 

nr 1 778 1 778 1 778 3 792 

Total annual throughput nr  29 406  32 462  47 520 66 009 

Staff car parking      

Number of spaces available as at 
30 June 

 991  991 1 311 1 311 1 295 

 

Table A3.3.6:  Sydney Airport—availability of car p arking facilities 

Facility 2006-07 2007-08 2008-09 2009-10 2010-11 

Short-term international car parking      

Number of days car park is open 365 366 365 365 365 

Number of spaces available as at 
30 June  

1 374 1 356 2 234 2 170 2 170 

Total annual throughput 1 626 235 1 664 928 1 647 830 1 760 870 1 908 020 

Short-term domestic car parking      

Number of days car park is open 365 366 365 365 365 

Number of spaces available as at 
30 June 

3 662 3 662 3 688 3 458 3 380 

Total annual throughput 1 194 779 1 202 510 1 128 293 1 145 641 1 185 207 

Long-term car parking      

Number of days car park is open 365 366 365 365 365 

Number of spaces available as at 
30 June 

4 577 4 577 4 577 4 194 4 307 

Total annual throughput  180 155  217 520  212 106  229 256 231 552 

Staff car parking      

Number of spaces available as at 
30 June 

1 256 1 256 1 911 2 326 2 414 
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A4 History of airport regulation in Australia  

The Australian Government established the Federal Airports Corporation (FAC) in the 1980s to 
operate airports on a commercial basis (section A4.1). In the 1990s, ownership of the FAC 
operated airports was shifted to the private sector. This process ended in 2002 with the 
privatisation of Sydney Airport. The newly privatised airports were subject to transitory regulatory 
framework of prices oversight (section A4.2).  

The Government announced the current regulatory arrangements for the airports, which includes 
price and quality of service monitoring, following the PC’s inquiry into the price regulation of airport 
services in 2002 (section A4.3). In 2006, the PC conducted a review of the price regulation of 
airport services. Following this review, the Government announced a further six year period of 
price and quality of service monitoring for airports (section A4.4).  

The Government released its national aviation policy white paper in 2009, which resulted in the 
introduction of a self-administered price and quality of service monitoring regime for ‘second-tier' 
airports (section A4.5).  

Finally, in December 2010, the Government brought forward a PC review of the economic 
regulation of airport services in response to concerns raised in the ACCC’s airport monitoring 
reports. The review was intended to examine the effectiveness and efficiency of the airport 
monitoring regime and determine whether new arrangements were required (section A4.6).  

A4.1 Government ownership of airports  
In the early years, the Government was responsible for developing and operating airport 
infrastructure in Australia. In the mid-1980s, following findings of the Bosch inquiry regarding cost-
recovery arrangements at airports, the Government decided to establish the FAC to manage and 
develop airports on a more commercial basis.1  

The FAC was required to achieve a reasonable rate of return on its assets and pay a reasonable 
dividend to the Government. Nevertheless, the FAC was still subject to a degree of regulatory 
oversight by the Government. The economic rationale for maintaining regulatory oversight by the 
Government was that any airport operator may possess significant market power and may use this 
power to restrict an airport’s capacity, increase landing fees and earn monopoly profits. 2 

One component of the regulatory oversight was the requirement of the FAC to notify the relevant 
Minister prior to imposing or varying an aeronautical charge. Then, 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.  

A4.2 Privatisation  
In 1995, the Government decided to sell leases for all 22 FAC airports. The stated rationale was to 
improve the efficiency of airport investment and operations in the interests of users and the 
general community, and to facilitate innovative management.3  

                                                      
1
  Bosch H, Chairman AGPS, Aviations Cost Recovery Report of the Independent Inquiry 1984, AGPS, Canberra.  

2
  Industry Commission, Intrastate Aviation, report no. 25, Canberra, 1992, p. 91. 

3
  Turbulent Times: Australian Airline Issues 2003, Research Paper No. 10, Department of the Parliamentary Library, 

Australia, May 2003 [www.aph.gov.au/LIBRARY/Pubs/RP/2002-03/03RP10.htm]. 
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The sale was completed in two phases, the first in 1997 (‘phase one’) and the second in 1998 
(‘phase two’). 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 sold until 2002.   

Although the move to privatisation was intended to improve efficiency, the Government was 
concerned that the airports might be in a position to exercise their market power in relation to the 
supply of aeronautical services. Accordingly, the privatisation of phase one and phase two airports 
was accompanied by a transitional regulatory framework, designed to constrain the potential for 
the newly privatised airports to exercise their market power for aeronautical services. The 
Government stated that it would determine the subsequent, ongoing regulatory framework after a 
detailed review.   

The transitional regulatory framework was in the form of a price regulatory regime administered by 
the ACCC (under Part VIIA of the then Trade Practices Act 1974) and consisted of: 

• price notification for aeronautical services 

• a Consumer Price Index (CPI) minus X price cap on aeronautical services 

• prices monitoring of certain aeronautical related services 

• cost pass-through provisions for necessary 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.   

In December 2000, the Government referred the review of the regulatory arrangements for 
airports to the Productivity Commission (PC), which was concluded in 2002 (see section A4.3).  

A4.3 Productivity Commission inquiry into the 
price regulation of airport services (2002) 

In 2002, the PC conducted an inquiry into price regulation of airport services to determine 
appropriate regulatory arrangements for airports.  

The Government accepted the PC’s recommendation that price notification and price caps under 
the PSA be discontinued for all airports, with the exception of regional air services at Sydney 
Airport.4  Additionally, the PC recommended that the ACCC 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 be conducted at the end of that period to ascertain the need 
for future regulation. 

The Government also supported the PC’s recommendation that quality of service monitoring be 
continued at all price monitored airports with some modifications to the measures of service 
quality. In particular, the PC noted that the quality of service monitoring framework had a greater 
emphasis on airport users’ survey results rather than on the objective indicators and 
recommended that objective indicators be incorporated into the framework. Accordingly, since 
2002-03, the ACCC has reported on an increased number of measures of service quality that 
complement the measures derived from surveys of airport users’ perceptions. 

                                                      
4
  Productivity Commission, Price regulation of airport services, report no. 19, Canberra, January 2002. 
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A4.4 Productivity Commission review of price 
regulation of airport services (2006) 

In 2006, the PC conducted a review of the price regulation of airport services, as foreshadowed by 
the Government in response to the PC’s inquiry in 2002. 

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 to ascertain the 
need for future regulation.  

The Government supported the PC’s recommendation that the monitoring regime apply only to 
Adelaide, Brisbane, Melbourne, Perth and Sydney airports, thereby excluding Canberra and 
Darwin airports. Canberra and Darwin airports were excluded from the monitoring regime because 
they were perceived to have lower market power than the other price monitored airports. This was 
largely based on Canberra and Darwin airports’ lower volumes of traffic and airline customers.  

In response to the PC review, the Government also announced that the Airports Act 1996 and 
Airports Regulations 1997 would be amended to incorporate a change in the definition of 
‘aeronautical services and facilities’. This change was intended to align the definition of 
aeronautical services and facilities contained in both direction no. 275 and the Airports 
Regulations. 

The Government also supported the PC’s recommendation to implement a ‘line in the sand’ 
approach to valuing the airports’ asset bases for the purposes of monitoring. The line in the sand 
approach was intended to establish meaningful asset values to facilitate the monitoring of the 
airports’ rates of return.6 Under this line in the sand approach, the value of an airport’s asset base 
for price monitoring purposes is:  

• 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. 

Table A4.4.1: Starting line in the sand asset base as at 30 June 2005 ($thousand) 

Airport Land Property, plant and 
equipment 

Total line in the sand 
asset base 

Adelaide 72 594 233 194 305 788 

Brisbane 32 113 531 465 563 578 

Melbourne 49 190 424 359 473 549 

Perth 41 564 154 629 196 193 

Sydney 425 632 1 161 777 1 587 409 

A4.5 National aviation policy white paper (2009) 
On 16 December 2009, the Government released its National aviation policy white paper. The 
paper outlined the policy settings and long-term approach the Government has taken to achieving 
its objectives for the aviation industry. The document includes a number of proposals relating to 

                                                      
5
  Direction 27 of 26 June 2002 was replaced by Direction no. 29 on 1 July 2007. 

6  Productivity Commission, Review of price regulation of airports services, report no. 40, December 2006, p. 77. 
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the monitoring of Australian airports. The following summarises the Government’s proposals in 
relation to airport monitoring. 

Continuation of the existing airport monitoring regime 

The existing economic regulatory regime for Adelaide, Brisbane, Melbourne, Perth and Sydney 
airports, including price and quality of service monitoring and car park monitoring conducted by 
the ACCC, was to continue until at least 2013, with a full review by the PC in 2012.7 

Introduction of a self-administered monitoring regime for other airports 

The Government announced the introduction of a self-administered price and quality of service 
monitoring regime for ‘second-tier' airports. The self-administered regime would initially apply to 
Canberra, Darwin, Gold Coast and Hobart airports. Cairns Airport was encouraged by 
Government to participate in the scheme, although it was not required to by legislation.  

Under the self-administered scheme, participating airports would be expected to disclose on their 
website: 

• prices of aeronautical services 

• prices of car parking services 

• various quality of service outcomes 

• complaint-handling processes and outcomes. 

The Government intended that these airports would also publicly disclose results of their 
customer/passenger satisfaction surveys. The Government stated that it encouraged other 
airports not covered by the self administered scheme to conduct customer/passenger satisfaction 
surveys and publicly disclose the results on their websites. 

Encouraging self-reporting for domestic terminal leases 

The Government stated that it would be encouraging relevant airlines and airports to work 
together to coordinate self-reporting for terminals that are operated by airlines under domestic 
terminal leases (DTLs). Brisbane, Melbourne, Perth and Sydney airports have DTLs. Under DTLs, 
Qantas operates Terminal 1 at Melbourne Airport, Terminal 2 at Perth Airport and Terminal 3 at 
Sydney Airport. In addition, the majority of Brisbane Airport’s domestic terminal is occupied by 
Qantas and Virgin Blue under DTLs. For further information regarding DTLs, see chapter 1 of this 
report. 

A4.6 Productivity Commission inquiry into the 
economic regulation of airport services 
(2011) 

On 15 December 2010, the Government brought forward the PC’s scheduled review of the 
economic regulation of airport services. The review was intended to examine the effectiveness 
and efficiency of the price and quality of service monitoring regime for airports and determine 
whether new arrangements were required.  

                                                      
7
  In December 2010, The Government brought forward the PC’s inquiry into the economic regulation of airport services, 

scheduled for 2012  as part of its response to the ACCC’s 2008-09 Airport monitoring report (see section A4.5 for more 
information on the PC 2011 inquiry).  
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On 22 August 2011, the PC released its draft inquiry report. It recommended that there should be 
a further period of price monitoring at Adelaide, Brisbane, Melbourne, Perth and Sydney airports 
when the current arrangements end in June 2013. Such new arrangements would apply until June 
2020 and be subject to a review in June 2018.  

Similarly, the PC recommended that quality of service monitoring should continue until June 2020. 
However, the PC added that several specific changes to the ACCC’s approach to monitoring were 
warranted, including a review and update of the current objective criteria for quality of service 
monitoring.  

In relation to the monitoring of car parking services at airports, the PC recommended that the 
ACCC continue to monitor and publish price, costs and profit data; passenger survey results; and 
landside access charges and associated revenues. 

The PC’s inquiry concluded in December 2011, with the PC providing its final report to the 
Government for consideration. At the time of writing this report, the PC’s final inquiry report was 
yet to be made publicly available and the Government was yet to announce its response to the 
PC’s recommendations.
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A5 Regulatory framework 

The ACCC’s regulatory role relating to the monitored airports began in 1997. Previously, the 
ACCC’s role was specified in the Prices Surveillance Act and the Airports Act and involved 
administering price caps, assessing price notifications, price monitoring and quality of service 
monitoring.  

The ACCC’s current regulatory role involves monitoring the performance of the airports under 
directions pursuant to the Competition and Consumer Act 2010 (CCA) as well as the Airports Act 
and associated regulations. More specifically, the monitored airports are currently subject to: 

• prices, costs and profits monitoring under directions made under the CCA 8 

• financial accounts reporting under Part VII of the Airports Act  

• quality of service monitoring under Part VIII of the Airports Act  

In addition, Declaration 92 under s. 95X of the CCA requires Sydney Airport to notify the ACCC if 
it intends to increase the prices of its aeronautical services and facilities provided to regional air 
services.   

A5.1 Prices, costs and profits monitoring 
This section sets out in more detail the ACCC’s role for prices, costs and profits monitoring for 
aeronautical and car parking services (section A5.1.1) and financial accounts reporting 
(section A5.1.2). Quality of service monitoring is set out in section A5.2.   

A5.1.1 Aeronautical and car parking services monitoring 

The ACCC is required to monitor the prices, costs and profits relating to the supply of two 
separate classifications of services by the monitored airports—aeronautical services and car 
parking services.  

Direction 29 under s. 95ZF of the CCA stipulates that the ACCC is required to monitor the prices, 
costs and profits relating to the supply of aeronautical services and facilities by Adelaide, 
Brisbane, Melbourne, Perth and Sydney airports. This direction took effect from July 2007 and 
replaced direction 27, given on 26 June 2002.  

Direction 31 under s. 95ZF of Part VIIA of the CCA requires the ACCC monitor the prices, costs 
and profits relating to the supply of car parking services at Adelaide, Brisbane, Melbourne, Perth 
and Sydney airports. This direction took effect from 7 April 2008.  

In performing its price, costs and profits monitoring function, the ACCC must also, under subs. 
95G(7) of the CCA, have particular regard to the following matters: 

• 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 

                                                      
8  On 1 January 2011 the Trade Practices Act 1974 (TPA) was renamed the Competition and Consumer Act 2010 (CCA). 
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• 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. 

Finally, its is noted that Direction 32 under s. 95ZH of the CCA applies to an exercise of powers 
and performance of functions by the ACCC in relation to declaration 92 and direction 29. Under 
direction 32, the ACCC must give special consideration to the Government’s policy that that the 
total revenue-weighted percentage increase in prices over the three years from 1 July 2010, or 
part thereof, paid by operators of regional air services at Sydney Airport should not exceed the 
total percentage increase in the Consumer Price Index over the same period.  

A5.1.2 Financial accounts 

Under Part VII of the Airports Act and Part VII of the Airport Regulations 1997, the ACCC collects 
annual regulatory accounting statements, including an income statement, balance sheet and 
statement of cash flows, from the five monitored airports, which the ACCC may publish as part of 
the prices, costs and profits monitoring results.  

In particular, regulation 7.03 of the Airports Regulations, under subs. 141(2) of the Airports Act, 
stipulates that a specified airport must prepare a financial report, which includes an income 
statement, balance sheet and cash flow statement. These statements must separately show the 
financial details in relation to the provision and use of: 

− aeronautical services 

− non-aeronautical services. 

Under regulation 7.06 of the Airport Regulations, airports must lodge these accounts with the 
ACCC within 90 days of the end of the relevant accounting period.  

A5.2 Quality of service monitoring  
Part VIII of the Airports Act provides for the ACCC to monitor the quality of services and facilities 
at the specified airports and contains provisions relating to the quality of service monitoring and 
reporting. More specifically, Part VIII provides for: 

• quality of service aspects to be specified in regulations 

• the ACCC to monitor and evaluate the quality of the aspects of airport services and facilities, 
against criteria determined by the ACCC in writing 

• 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 Airport Regulations specifies the particular aspects of airport services and 
facilities for which the ACCC is monitor and evaluate quality of service. Broadly, these aspects 
include a variety of aeronautical services and facilities as well as car parking services and facilities 
provided at the airports.  

For passenger-related services and facilities, these aspects include:  

Access  

• Airport access facilities (taxi facilities, kerbside space for pick up and drop-off) 

• Car parking service facilities 
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• Baggage trolleys 

Departure 

• Check-in services and facilities 

• Security inspection 

• Outbound baggage system 

Arrival 

• Baggage make-up, handling and reclaiming services and facilities (Arrival) 

Departure and Arrival 

• Facilities to enable the processing of passengers through customs, immigration and 
quarantine  

Information and signage 

• Flight information, general signage and public-address systems  

Terminal facilities 

•  Public areas in terminals and public amenities (washrooms and garbage bins), lifts, 
escalators and moving walkways  

• Gate lounges and seating other than in gate lounges 

For aircraft-related services and facilities, the aspects required to be monitored and evaluated by 
the ACCC include: 

• Ground handling services and facilities 

• Aerobridge usage 

• Runway, taxiways and aprons 

• Aircraft parking facilities and bays 

• Airside freight handling, storage areas and cargo facilities 

Schedule 2 of the Airport Regulations splits each of the required aspects into a variety measures 
for which the airports must keep data.  

Regulation 8.03 of the Airport Regulations requires the specified airports to give the ACCC copies 
of the quality of service records for a financial year within one month after the end of that financial 
year.  

A5.3 Amendments to the Airport Regulations 1997 
On 1 July 2007, the Airports Act and Airports Regulations were amended in response to the PC’s 
review of price regulation of airport services and the Department of Transport and Regional 
Services review of the Airports Act in 2005. These amendments apply to the 2007-08 monitoring 
report and subsequent reports.   

The amendments were intended to refine the scope of monitoring. In particular, there was a 
change in the definition of ‘aeronautical services and facilities’. This change aligned the definition 
of aeronautical services and facilities contained in both direction no. 279 and the Airports 
Regulations. The amended definition of ‘aeronautical services and facilities’ incorporates some 
services and facilities that were excluded from monitoring because of an exclusion clause in the 

                                                      
9
  Direction 27 of 26 June 2002 was replaced by Direction no. 29 on 1 July 2007. 
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previous direction (direction no. 27) that covered certain leases and licences. For example, under 
the amended definition of aeronautical services and facilities, aircraft refuelling services are now 
included as aeronautical services.  

There were further amendments to the Airports Regulations by the Government on 30 June 2009. 
These amendments were to clarify the meaning of ‘peak hour’, from 2008-09 and onwards.  

A5.4 Monitoring guidelines 
The ACCC published an Airport quality of service monitoring guideline and an Airport price 
monitoring and financial reporting guideline in 2008 and 2009, respectively. These guidelines 
assist airports in meeting their information requirement
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A6 Services provided by airports 

Services and facilities provided by airports are categorised as aeronautical or non-aeronautical. 

A6.1 Aeronautical services 
The ACCC’s direction to monitor the prices, costs, profits (direction 29) refers to Part VII of the 
Airports Regulations, which 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. The 
definition further categorises aeronautical services as aircraft-related or passenger-related as 
outlined below. 

Importantly, aeronautical services and facilities do not include services or facilities relating to the 
provision of a high-quality service to certain passengers, or that are unnecessary for the efficient 
operation of civil aviation. 

A6.1.1 Aircraft-related services and facilities 

Aircraft-related aeronautical services and facilities provided by airports include: 

• runways, taxiways, aprons, airside roads and airside grounds 

• airfield and airside lighting 

• aircraft parking sites 

• ground handling (including equipment storage and refuelling) 

• aircraft refuelling (including a system of fixed storage tanks, pipelines and hydrant distribution 
equipment) 

• airside freight handling and staging areas essential for aircraft loading and unloading 

• navigation on an airfield (including nose-in guidance systems and other visual navigation aids) 

• airside safety and security services and facilities (including rescue and fire-fighting services 
and perimeter fencing) 

• environmental hazard control 

• services and facilities to ensure compliance with environmental laws 

• sites and buildings used for light or emergency aircraft maintenance. 

A6.1.2 Passenger-related services and facilities 

Passenger-related aeronautical services and facilities provided by airports include: 

• public areas in terminals, public amenities, lifts, escalators and moving walkways 

• necessary departure and holding lounges, and related facilities 

• aerobridges and buses used in airside areas 

• flight information and public-address systems 

• facilities to enable the processing of passengers through customs, immigration and quarantine 

• check-in counters and related facilities (including any associated queuing areas) 
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• terminal access roads and facilities in landside areas (including lighting and covered 
walkways) 

• security systems and services (including closed circuit surveillance systems) (see below) 

• baggage make-up, handling and reclaiming facilities 

• space and facilities, whether in landside or airside areas, that are necessary for the efficient 
handling of arriving and departing aircraft (for example, airline crew-rooms and airline 
operations centres). 

A6.1.3 Basis of charging for aeronautical services 

The basis of charging for aeronautical services is substantially different among airports. Airports 
levy charges on a number of bases, such as the number of passengers, maximum take-off weight 
(MTOW) and time.  

Further, while some airports levy charges for access to each aeronautical service component, 
other airports bundle services. For example, Sydney Airport bundles its charges for international 
aircraft movements and access to its international terminal for passenger services. Melbourne 
Airport’s aeronautical services contract bundles aircraft movement facilities and activities with 
passenger processing facilities and activities charges, while Perth Airport separates landing 
charges from terminal access charges.  

Landing charges vary depending on the type of aircraft (such as rotary or fixed-wing), weight 
category and type of flight in terms of international, domestic or regional. All the price monitored 
airports set minimum charges for some types of aircraft, weight category and/or type of flight. 
Adelaide Airport allows airlines a choice of charging basis—either MTOW or per passenger for 
domestic landings. In 2007-08, Brisbane Airport changed its basis of charging for domestic landing 
from a per MTOW basis to a per passenger basis. Brisbane and Perth airports levy separate 
charges for use of aerobridge facilities at their domestic terminals, while other airports levy a 
single charge for these services. 

Charges for aircraft parking and access to aprons are set on the basis of a fixed charge per unit of 
time. Brisbane Airport sets different parking rates based on aircraft size—for example, aircraft 
parking fees are applied by aircraft weight (ranging from 0 to 5000 kg to 400 000 kg plus). Sydney 
Airport sets different rates for access to major and general aviation aprons.  

Charges for access to terminals are generally levied on the basis of the number of passengers per 
aircraft and type of flight (for example, international or domestic).  

Airports also levy other aeronautical charges—for example, Adelaide Airport levies an insurance 
recovery charge, which is on an MTOW basis depending on weight category. 

For security services, charges are generally levied based on the number of international or 
domestic passengers. Melbourne and Perth airports levy an APS security charge for freight 
services on an MTOW basis. For Brisbane Airport, security charges are separate for the 
international, domestic and Qantas/Virgin Blue terminal users. There is also a degree of bundling 
of charges for security services. For example, Melbourne Airport levies charges for common user 
passenger and baggage screening, as well as international passenger and baggage screening. 

A6.1.4 Additional security systems and services 

The Aviation Transport Security Act 2004 and the Aviation Transport Security Regulations 2005 
were enacted to strengthen Australia’s aviation security systems. This included a requirement that 
domestic checked bag be screened at major airports, commencing 1 January 2006.  
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In September 2007, the Aviation Transport Security Regulations were amended to require those 
airports which provide international air services to establish a liquids, aerosols and gels screening 
point at the airport. 

Additional security measures in the legislation and regulations have partly contributed to increases 
in the airports’ costs (and associated revenues) as a result of the necessary investment in security 
equipment and personnel. This includes the equipment installed to ensure airports are capable of 
screening both international and domestic passengers as well as checked baggage. Melbourne 
Airport also identified investment in other security equipment such as the installation of overt and 
covert closed-circuit television security cameras to enhance the coverage of airport facilities. 

A6.2 Non-aeronautical services  
For the purposes of the ACCC’s monitoring role under direction 29, non-aeronautical services and 
facilities are those supplied by an airport operator that do not fall within the Part 7 (of the Airports 
Regulations) definitions of aeronautical services and facilities. For example, services and facilities 
such as retail outlets, hotels, corporate parks and factory outlets are classified as non-
aeronautical.
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A7 Methodology in this report 

This section sets out the methodology used by the ACCC in preparing the measures used in this 
report for price, costs and profits monitoring, financial reporting and quality of service monitoring. 

A7.1 Prices, costs and profits  
The information presented in chapters 3 to 7 of this report cover the annual financial performance 
of the airports.  

This information is suitable for making general assessments of financial performance across the 
monitored airports. More importantly, however, the monitoring results only provide for indirect 
indicators of economic efficiency and do not provide sufficient information to conclusively establish 
whether or not the airports are exercising their market power to earn monopoly rents. Importantly, 
in order to more conclusively determine whether or not the airports have earned monopoly rents, 
the ACCC would seek to assess the airports’ economic returns against a benchmark of their 
efficient long-run costs. This is consistent with common regulatory practice and would include 
determining an economic value for assets, including land. However, the information that the 
airports provide to the ACCC for monitoring purposes has not been assessed by the ACCC for 
consistency with these economic concepts. Instead, the monitoring information is based on 
accounting data and, importantly, is reliant upon the airports’ own valuation of their assets. 
Further, the airports’ valuations of their assets may be based on the present value of expected 
future net cash flows that in turn reflect the airports’ market power in setting prices. Therefore, the 
monitoring information cannot provide a reliable indicator of the airports’ efficient long-run costs, 
which is required to assess economic rents.  

Aeronautical and total airport measures 

The Government’s amendment to the definition of ‘aeronautical services and facilities’ (discussed 
above) had several implications for the prices monitoring regime. For example, the change in the 
aeronautical services definition led to the discontinuation of the aeronautical-related services and 
facilities category, and the regulatory accounts were amended accordingly.  

The ACCC is not required to monitor non-aeronautical services. As a result, the ACCC does not 
report on the prices, costs and profits related to the supply of specific non-aeronautical services. 
However, the ACCC considers it appropriate to report on total airport revenue, costs and profits for 
a number of reasons. These include the difficulties that exist in allocating costs and revenues 
between aeronautical and non-aeronautical services and the complementarity between airport 
services.  

In addition, under the previous direction (direction 27), some aeronautical services were included 
by some airports as non-aeronautical in their regulatory accounts. For example, Brisbane, Perth 
and Sydney airports included the revenue they derived from aircraft refuelling as non-aeronautical, 
while direction 29 required aircraft refuelling to be included as aeronautical in 2007-08. This 
demonstrates the complexities in comparing airport revenues across airports and over time.  

The remainder of this section of the report describes the measures used by the ACCC to assess 
prices, costs and profits. 

Prices 

Ideally the ACCC would use a direct measure of prices in the form of a price index. However, the 
ACCC lacks the information necessary 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 
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by aircraft weight. Further, airports might offer discounts for certain periods or to certain users, or 
there might be minimum and maximum charges in place which affect some users but not others. 

In addition, the price changes for particular airport users might vary depending on the composition 
of the airport services they utilise, the times at which they use them and so on. For example, the 
costs to an airline of a domestic flight are likely to be different to those associated with an 
international one due to differing security and processing requirements. Similarly, changes in price 
structure by an airport might affect users in different ways—even to the point of effectively 
lowering the costs for one user while raising them for another. 

Given the above complications, the ACCC’s primary measure of the change in ‘average’ airport 
charges is aeronautical revenue per passenger. This relies on a consistently defined service 
definition and provides a measure of the cost to airlines expressed in terms of the most significant 
charging unit. 

The regulatory accounts for individual airports are included in appendix 1. The schedules of 
charges for each airport are included in the individual airport chapters (chapters 3 to 7). Where 
possible, the ACCC has reported on the percentage change in list prices for aeronautical services, 
with 2006-07 taken as the base year.  

The measure of aeronautical revenue at Adelaide Airport excluded revenue earned from the 
Qantas DTL because Adelaide Airport classified this as non-aeronautical in the reporting periods 
before 2006-07. With the commencement of operations at the new terminal during 2005-06, 
Adelaide Airport introduced a passenger facilitation charge, which meant the measure included 
aeronautical revenues that were previously excluded. Comparisons between the results of 
Adelaide Airport and those of the other airports should also recognise that the passenger 
facilitation charge has replaced the DTL charges, which other airports typically classify as non-
aeronautical.  

Under the arrangements that applied until 30 June 2007, aircraft refuelling was classified as an 
aeronautical service under direction 2710, while it was not included within the definition of 
aeronautical services under the Airports Act.  In addition, clause (3) of direction 27 provided an 
exemption for the provision of services that, on the date the airport lease was granted, were the 
subject of a contract, lease, licence or authority given under the common seal of the Federal 
Airports Corporation. 

Prior to 2007, Brisbane, Perth and Sydney airports relied on the clause (3) exemption and did not 
provide separate information regarding aircraft refuelling. Such revenues and reported aircraft 
refuelling were included by Brisbane, Perth and Sydney airports as non-aeronautical revenues 
and costs.  

As a result, aeronautical revenue for Brisbane, Perth and Sydney airports is understated in 
2006-07. For 2007-08, the definition of aeronautical services contained in the Airports Regulations 
was amended to specifically include aircraft refuelling. As a result, all airports are now required to 
include aircraft refuelling in aeronautical revenue.  

The ACCC reports on nominal car parking prices for the monitored airports from 2006-07 to 
2010-11. It should be noted, however, that basic tracking of the various price points for car parking 
may not provide a reliable indicator of changes in overall price levels. For example, an airport 
could lower the price for, say, four hours in a short-term car park and increase the price for two 
hours by the same amount. This might give the impression that, on average, prices have not 
changed. However, if significantly more customers use the two hour service then, overall, users 
would be paying higher prices for car parking.   

                                                      
10

  Direction 27 was replaced by Direction 29 on 1 July 2007. 
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Aeronautical-related revenue 

Amendments to the definition of aeronautical services and facilities, effective from 1 July 2007, led 
to the discontinuation of the aeronautical-related services and facilities category. The regulatory 
accounts were amended accordingly.  

Costs and profits  

This report uses a number of measures to provide a general assessment of profitability. The use 
and interpretation of these measures are discussed below.  

Operating margins 

Aeronautical operating margin per passenger is defined as aeronautical revenue per passenger 
less aeronautical operating expenses per passenger (more specifically, aeronautical expenses 
excluding interest, tax and amortisation expenses divided by total passengers).  

Total airport operating margin was also calculated and is defined as total airport revenue less 
operating expenses (more specifically, total expenditure excluding interest, tax and amortisation 
expenses). 

Operating margins provide a measure of airport operating performance, as distinct from financial 
performance. In this respect, it can provide a consistent approach to revealing trends in operating 
performance over time. 

However, this measure of profitability does not take into account the full capital cost associated 
with the provision of services as it makes no allowance for a return on capital. Since it also 
includes non-cash items such as depreciation, it does not provide a measure of net cash flow from 
airport operations either. 

Rates of return 

Most analyses of profitability focus on rate of return measures. The advantage of rate of return 
indicators is that they adjust for the amount of capital invested in providing the services and, 
thereby, in generating profits for the airport owners. 

A number of factors are relevant to understanding what measure of return (or profit) is being used 
and what constitutes the base to which that return is compared. Two common types of rate of 
return measures are return on assets and return on equity. Within these two broad groupings are 
a number of alternative measures. For example, the returns may be pre- or post-tax, or they may 
include or exclude interest expenses and/or depreciation and amortisation. 

Return on equity 

Return on equity (calculated as profit after tax divided by total shareholder equity) is an indicator of 
the rate of return that an entity is providing to shareholders. However, the ACCC considers this 
measure currently to be of limited value in relation to the price monitored airports because of the 
shareholder arrangements in place at the majority of Australian airports compared to publicly listed 
companies.  

Shareholders at Australian airports are, generally speaking, also significant debt-holders. This 
means that some of the reported interest expense accrues to shareholders as interest income, 
rather than as dividends or capital growth, as would be the case if it took the form of equity.  

The results generated from the return on equity measure at the price monitored airports appear to 
show that shareholders earned significant negative returns on their investment, or held negative 
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levels of equity, while continuing to trade. The low base of shareholder equity at some of these 
airports results in extreme and variable rates of return on equity. However, the airports have 
generally been earning positive profits before interest, tax, depreciation and amortisation 
(EBITDA).  

Return on assets 

Earnings before interest, tax and amortisation (EBITA) on the average value (of opening and 
closing balances) of tangible non-current assets is an indicator of the rate of return earned from all 
assets. The ratio provides a measure of the efficiency with which an entity uses its assets to 
produce operating profit before interest and tax. Given the limitations in using a return on equity 
measure for the price 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, hence, 
post-tax returns. Such 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 contrasting operating performance across airports. 

Only tangible non-current assets are used in this measure, to limit the extent to which airport 
owners’ expectations of growth in value (as reflected in goodwill or lease premiums) 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. 

However, notwithstanding the advantages in this measure of profitability, it has the limitation of 
being reliant on the airport operator’s valuation of its assets. A number of airports have effected 
upward revaluations of their assets, thereby lowering the measure of return on assets. While such 
revaluations may be in accordance with relevant accounting standards, such standards allow a 
variety of accounting treatments. A line in the sand measure, which was introduced in 2007–08 to 
reduce the effect of such revaluations, is discussed below. 

Finally, in preparing this report the ACCC has not attempted to evaluate the appropriateness of 
airport asset valuations, which would be necessary if prices were regulated. Asset valuation in the 
context of regulated prices is often a complex and contentious issue. However, this report does 
provide details of asset values reported by the airports over time.  

Line in the sand aeronautical asset base 

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 2007-08. Under this approach, the value of 
an airport’s aeronautical asset base is the value of tangible non-current assets as at 30 June 
2005, 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 AIFRS (which include any revaluations to the assets recorded since 30 June 
2005). 

The ACCC’s requirement for airport operators to provide this additional information put into effect 
the Government’s response to the PC’s review of price regulation of airport services in 2006. It 
was noted by the PC that some airports revalued assets for a range of non-price reasons. 
However, the PC recognised that the intention of revaluations is ‘to provide a justification for 
higher charges at some stage in the future’. As such, the PC stated that it was inappropriate to 
base increases in aeronautical charges on asset revaluations. The PC proposed that a ‘line in the 
sand’ be established for future monitoring purposes to help eliminate the effect of revaluations by 
airports. 
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The line in the sand approach removes the effect of revaluations of aeronautical assets by airports 
for monitoring purposes. For example, after 30 June 2005, an upward revaluation of a tangible 
non-current aeronautical asset would be recognised in the regulatory accounts prepared under 
Australian international financial reporting standards but not in the line in the sand asset base. 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. 

Where applicable, the ACCC has provided details of the line in the sand values in the prices 
monitoring section of this report and comments regarding its effects. Airports have reported line in 
the sand values since 2007-08. Accordingly there are only four periods of data available for 
comparison with non line in the sand data.  

A7.2 Quality of service 
The results for quality of service monitoring are presented in this report on a service-by-service 
basis. Quality of service monitoring is a complement to prices monitoring. It assists the 
assessment of airports’ performance in a prices monitoring environment. In addition, it improves 
the transparency of airport performance with an aim of discouraging operators from deteriorating 
standards for services that are associated with significant market power.11 

The ACCC has tried to cover the range of facilities subject to price monitoring in its quality of 
service monitoring. Broadly the facilities and services monitored for quality include:  

• 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.  

As discussed in section 1.1, domestic terminals owned and/or operated by airlines are not within 
the scope of the monitoring program. 

Issues concerning interpretation of results 

In assessing the quality of service for airports, it should be noted that a variety of factors outside 
the immediate control of the airport operator are likely to influence the quality of service results. 
For example, the staffing and provision of IT equipment for check-in services by airlines and the 
staffing of Government inspection services by the on-airport Government border agencies may 
affect the quality results obtained for related services. Airservices Australia, airlines and other 
service providers might also contribute to quality outcomes such as 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 the terminal 
infrastructure. Such a lag could highlight capacity constraints in the results of some quality of 
service indicators and therefore identify areas for increased investment. 

Amendments to the Airports Regulations on 30 June 2009 clarified the meaning of ‘peak hour’ for 
2008-09 and onwards. This led to some airports changing peak hour selection from previous 
years. For these airports, this change in peak hour affected the number of arriving and departing 
passengers during peak hour, as well as those quality of service objective measures that draw on 
a peak hour measure. In this report, when explaining changes in passengers per peak hour from 

                                                      
11

  ACCC, Airport quality of service monitoring guideline, October 2008, Canberra, p.3.  
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2007-08 to 2008-09, the ACCC has sought to separately disclose any effect that is due to a 
change in definition.   

Sources of information 

The quality of service analysis in this report draws on information from a number of different 
sources, including: 

• airport operators 

• airport users, such as passengers 

• airlines 

• Airservices Australia 

• the Australian Customs and Border Protection Service (AC&BPS), the Australian Quarantine 
and Inspection Service, and the Department of Immigration and Citizenship. 

Airport operators 

Airport operators provide the ACCC with a range of objective data related to the number or size of 
various facilities. These include the number of passengers at peak hours (which can vary across 
airports), 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 for each airport for 
the 2006-07 to 2010-11 reporting period. The data on which these objective indicators are based 
are detailed in appendix 2. 

Measures relating to the size of facilities generally relate to 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 specified as daily or during peak hour. 

Passenger perception surveys 

The passenger perception surveys arranged by each airport differ in their coverage and detail; 
however, these surveys must provide information consistent with that specified in the Airports 
Regulations and quality of service guideline. 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. 

Surveys at most airports ask respondents to rate their level of satisfaction with the facilities on a 
scale from 1 to 5 (table A7.2.1). 

Table A7.2.1: Ratings of satisfaction for airport facilities and services 

1 2 3 4 5 

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. 
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Airline surveys 

The ACCC conducts a survey of airlines to gain information on their perception of the quality of 
facilities they used at the monitored airports. The facilities and services covered by the survey 
include: 

• terminal facilities—including aerobridges, check-in and baggage processing  

• airside facilities—including 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 were 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 appendix 2. 

The scale used for airline ratings is the same as that of the passenger perceptions surveys and 
shown in table A7.2.1 above. 

Ratings given by airlines were averaged (with equal weights) to give an overall rating for each 
facility at each airport. 

Under the ACCC monitoring regime, airlines are not required to provide survey information for the 
domestic facilities they operate under DTLs.  

Interpretation of airlines surveys 

The ACCC interprets the airlines survey ratings as generally accounting for the airlines’ 
willingness to pay for a given level of service and the airports’ costs to some extent.  

Each airline survey response is reviewed and submitted by its head office, which suggests survey 
ratings reflect negotiations of, for example, capital investment plans and any service level 
agreements, as well as the airline’s quality preferences and budgetary constraints. In other words, 
it is assumed that the airline’s rate of substitution between price and quality will be reflected in the 
survey results.  

For example, it is expected that if an airport reduces the quality of its service but commensurately 
lowers prices (as could be the case in a competitive market), there would be no change in the 
rating given by the airlines .  

On the other hand, if an airport increases its prices while the quality of its service is kept constant 
or decreases, it is expected that the airlines would rate the airport’s service quality as lower than 
previously. 

The ACCC recognises the potential incentive for airlines to deliberately under-report quality for the 
airports and, therefore, attempts to verify the airlines’ responses whenever possible. In particular, 
if an airline gives an airport a rating of below satisfactory, the ACCC seeks comments and 
additional information from the airline. Further, the ACCC provides the relevant airport operator 
with an opportunity to respond to non-confidential commentary by the airlines. 
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Border agency surveys  

In previous monitoring reports, the AC&BPS has completed an annual survey for the ACCC, in 
which it rates the services and facilities provided by airport operators which enable the provision 
Government inspection services. For the 2007-08 monitoring report onwards, the AC&BPS has 
agreed to coordinate a Government survey that encompasses the views of the AC&BPS, the 
Department of Immigration and Citizenship and the Australian Quarantine and Inspection Service 
to provide a wider perspective of Government inspection services. Consequently, the AC&BPS 
survey results for 2006-07 may not be comparable with the survey results for the rest of the 
reporting period.  

The survey of the three border agencies seeks ratings of facilities provided by the airports in the 
following areas: 

Arrivals  

• Immigration—adequacy of areas for circulation and queuing, signage, lighting, desks and 
passenger facilities (for example, seating and toilets) 

• Baggage inspection or examination area—adequacy of space to avoid congestion, signage, 
provision for passenger privacy, appropriate access and security, and passenger and 
inspection facilities 

Departures 

• Immigration—adequacy of circulation space to avoid congestion, signage and appropriate 
provision of desks. 

For each area, the agencies were asked to rate: 

• adequacy—the amount of space and facilities made available for its operations, covering the 
amount of space provided and the likelihood of congestion and delays in passenger 
processing 

• standard and condition in which areas are generally maintained. 

The border agencies were also asked to rate the airport operator’s responsiveness or approach to 
addressing problems and concerns with the above facilities. Results from the survey are included 
in the quality of service section of the results chapter for each airport. 

It should be noted that the relationship between the border agencies and airports is partly 
mandated by Government and therefore different to the commercial relationship between airlines 
and airports. 

Airservices Australia  

Airservices Australia provides air traffic control and airport rescue and fire-fighting services at 
major airports in Australia.   

Airservices Australia provides certain data to indicate the adequacy of airport runways to handle 
the traffic. Airservices Australia currently records a number of measures regarding peak hour 
arrival performance on a monthly basis at Brisbane, Melbourne, Perth and Sydney airports. 

Airservices Australia’s aircraft traffic measures 

Airservices Australia’s measures relate to the busiest peak hour at each of the four airports, 
averaged across all days in the month or year specified. Airservices Australia reports the following 
traffic measures: 
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• Demand—counts the number of aircraft that, once airborne, have an estimated time of arrival 
within the measured period (morning peak hour). 

• Actual arrivals—counts the actual number of aircraft that land during the measured period. 
This is always close to ‘demand’ since demand refers to aircraft already airborne, which 
generally land at the destination airport close to the estimated time of arrival. 

• Agreed rate or the operationally agreed capacity (OAC)—is derived from modelling and expert 
consensus. It indicates the maximum number of aircraft that can land at the airport within the 
measured period. This varies for several different runway modes and depends on weather 
conditions. 

• Peak demand (within the hour)—demand for that part of the hour where demand equals or 
exceeds the agreed OAC, expressed as a pro rata hourly rate. 

• Maximum pro rata rate (within the hour)—the highest arrival rate achieved for that part of the 
measured period where demand equalled or exceeded the agreed OAC, expressed as a pro 
rata hourly rate. 

• Average maximum system delay—the maximum delay experienced by a flight during the 
measured period. The maximum delay for a monthly period is not the maximum delay 
experienced by an individual flight during the whole month, but an average of the maximum 
delays for all the daily peak hours in the month. 

• Average system delay—the average of all airborne delay experienced by those aircraft that 
land during the measured period. This is the difference between the estimated time of landing 
after the aircraft becomes airborne and the actual time of arrival. ‘System delay’ covers all 
reasons for delays such as airspace limitations, weather, arrival clustering, air traffic control, 
air crew operations and airport infrastructure limitations. It does not reflect delays at the airport 
from which the aircraft left. The data currently collected does not apportion the reasons for 
delays. 

Interpretation of Airservices Australia’s measures 

Airservices Australia’s measures were devised as a guide to its own performance in handling air 
traffic, but they give some indication of airport constraints and therefore the adequacy of runway 
infrastructure or management. In particular, if demand is consistently close to OAC for the peak 
hour, there may be little spare capacity for increased traffic at that time. 

When high demand (relative to OAC) is combined with consistently long system delays, it 
indicates capacity constraints. However, when the peak demand is limited to a short period, it 
would not necessarily point to the need to expand the infrastructure as other measures to spread 
the demand more evenly could be more appropriate. 

The full extent of capacity constraints cannot be observed from this data because the agreed 
arrival rate has already been limited by constraints such as airport infrastructure. Potential 
demand in excess of capacity that might, for example, indicate the need for new infrastructure 
may therefore not be observed from this data. Airlines may not attempt or may not be permitted to 
schedule extra aircraft when capacity is clearly limited. 

A7.3 Consultation 
The monitored airports were given an opportunity to comment on their respective sections to 
ensure accuracy of the data presented in chapters 3 to 7. 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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A GUIDE TO THE ACCC'S AIRPORT MONITORING REPORT FOR 2010-11 

The ACCC’s monitoring role 

Air transportation is essential in Australia because of the distances between capital cities and the lack 
of practical alternatives for travelling overseas. Airports are monopolies and control access to the key 
infrastructure necessary for air transportation and for users of the airports to access terminals.  

Due to concerns that the airports could use their position to earn monopoly profits to the detriment of 
Australians, the Australian Government directed the ACCC to monitor the supply of aeronautical and 
car parking services by Australia’s five major airports—Adelaide, Brisbane, Melbourne (Tullamarine), 
Perth and Sydney (Kingsford Smith) airports. 

Monitoring of itself does not restrict the airports from using their monopoly position to increase prices 
and/or lower service standards. It does not provide the ACCC with a general power to intervene in the 
airports’ conduct in setting of terms and conditions of access. Instead, monitoring increases the level 
of transparency about the airports’ performance. It provides some information about the level and 
trends in the airports’ prices, costs, profits and quality of service. However, it is important to note that 
monitoring is limited in its scope to undertake a detailed assessment of the airports’ performance and 
cannot be used to conclusively establish whether the airports’ have earned monopoly profits.  

Aeronautical services 

Aeronautical services are those services provided by airports to airlines, passengers and border 
agencies (such as Customs) that are necessary for air transportation. They include, for example, 
terminal facilities such as baggage processing systems and some check-in services and aircraft 
facilities such as runways and aircraft parking. 

It should be noted that the ACCC's monitoring relates only to those terminals that are owned and 
operated by the airports. Some of the airports' domestic terminals, such as the Qantas domestic 
terminal at Melbourne, Perth and Sydney airports as well as the Qantas and Virgin Blue domestic 
terminals at Brisbane Airport are leased and operated by those 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 excluded from the aeronautical services results presented in the ACCC's 
report. 

Passenger throughput is a useful measure of the demand for aeronautical services at the airports as 
passenger demand for air transportation is likely to be the primary driver of the airports’ capacity 
needs. Because airports typically charge on per passenger basis for the use of aeronautical services, 
the ACCC uses aeronautical revenue per passenger as an indicator of the airports’ average prices, 
and operating margin per passenger and return on aeronautical assets as an indicator of the airports’ 
profitability. Further, ratings of the airports’ quality of service by airlines, passengers, border agencies 
and objective indicators are used as a measure of the quality of aeronautical services provided. Such 
measures include, for example, the availability and standard of check-in facilities used by airlines to 
service passengers as well as surveys of passengers' experiences in passing through security 
screening points. 
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The tables below show that around 103.7 million passengers passed through the five airports in 
2010-11, an increase of around 5.8 per cent from the previous year. Sydney Airport had the highest 
passenger throughput (36.3 million passengers), while Perth Airport had the greatest growth in 
passenger throughput (9.4 per cent).  

A combination of increased passenger numbers and, with the exception of Adelaide Airport, 
increased average prices contributed to an increase in total revenue from aeronautical services in 
2010-11. Sydney Airport had the highest total aeronautical revenue ($524.8 million), while Perth 
Airport had the greatest growth in total aeronautical revenue (17.2 per cent).  

With the exception of Melbourne Airport, average prices increased by more than unit costs, resulting 
in an increase in aeronautical operating margins per passenger. Melbourne Airport’s unit costs 
increased by more than average prices due to increased investment in aeronautical services. As a 
result of this investment, Melbourne Airport’s return on aeronautical assets also decreased in 
2010-11. For the other airports, returns on aeronautical assets were higher than the previous year. 

In relation to the airports’ returns on aeronautical assets, the ACCC has observed that the volatility of 
the airports’ returns, which is an indicator of risk, has been significantly lower than that of airlines 
despite the global financial crisis and a number of natural disasters in recent years. In previous 
reports, the ACCC observed that the airports’ risk and returns on aeronautical assets are partially 
insulated by airlines. This year’s observations provide further support for the observations made in the 
ACCC’s previous reports.   

Table 1:   Key aeronautical services indicators for 2010-11  

Airport 
 

Passenger 
numbers 
(million) 

 

Total 
aeronautical 

revenue 
($million) 

Aeronautical 
revenue per 

passenger 
($) 

Aeronautical 
operating 

margin per 
passenger 

($) 

Return on 
aeronautical 

assets 
(%) 

Overall 
rating for 
quality of 

service  
(out of 5) 

Airline 
rating for 
quality of 

service 
(out of 5)  

Adelaide 7.4 86.1 11.64 5.31 10.2 3.93 3.67 

Brisbane 20.3 198.5 9.80 4.10 6.2 4.23 3.82 

Melbourne 28.3 231.9 8.19 3.75 12.3 3.72 3.01 

Perth  11.5 103.1 9.00 3.56 13.2 3.68 2.61 

Sydney 36.3 524.8 14.46 6.89 9.6 3.66 3.15 

Note: Care needs to be taken when interpreting the levels of the airports’ prices and profitability for aeronautical services, and when 
making comparisons of performance across the monitored airports and over time as they are not necessarily on a comparable 
basis. For example, Adelaide Airport operates a single, multi-user integrated terminal which means its revenue and cost figures 
are on a different basis to the other airports. At the other airports, some terminals are operated by airlines and the associated 
revenues and costs of operating those terminals are excluded from the aeronautical services results.  

Table 2: Percentage change in key aeronautical services indicators from 2009-10 to 2010-11  

Airport 
 

Passenger 
numbers  

 

Total 
aeronautical 

revenue  

Aeronautical 
revenue per 

passenger  

Aeronautical 
operating 

margin per 
passenger  

Return on 
aeronautical 

assets 
 

Overall 
rating for 
quality of 

service 

Airline 
rating for 
quality of 

service  
Adelaide ▲ 3.4% ▲ 2.7% ▼ 0.7% ▲ 2.0% ▲ 0.3 pp ▲ 3.5% ▲ 3.5% 

Brisbane ▲ 5.2% ▲ 10.2% ▲ 4.7% ▲ 12.0% ▲ 1.0 pp ▲ 1.7% ▲ 2.7% 

Melbourne ▲ 7.8% ▲ 9.4% ▲ 1.5% ▼ 0.1% ▼ 0.3 pp ▼ 4.3% ▼ 20.1% 

Perth  ▲ 9.4% ▲ 17.2% ▲ 7.2% ▲ 8.2% ▲ 0.1 pp ▲ 0.5% ▼ 9.9% 

Sydney ▲ 4.0% ▲ 7.1% ▲ 3.0% ▲ 10.1% ▲ 1.2 pp ▲ 5.9% ▲ 11.0% 

Note: pp = percentage points 



 

 

 

3

Overall quality of service ratings, which encompasses the views of airlines, passengers, border 
agencies as well as quantitative measures of the size and availability of facilities, show that Brisbane 
Airport was the only airport to achieve a rating of ‘good’ (that is, a rating of 4.0 or above, but less than 
5.0) in 2010-11. Overall ratings for Adelaide, Perth and Sydney airports improved within the 
‘satisfactory’ range (that is, a rating of 3.0 or above, but less than 4.0). Melbourne Airport was the only 
airport to have a decrease in its overall rating in 2010-11, although it remained rated as ‘satisfactory’. 
The decline in Melbourne Airport’s overall rating was primarily driven by lower ratings given by airlines 
and border agencies. 

However, overall quality of service ratings are not necessarily a direct indication of the quality of 
service provided solely by the airports. This is because passengers’ perceptions of their experiences 
at the airports are influenced not only by the services provided by the airports, but also by the 
services provided by airlines and border agencies. In contrast, the airlines are the direct users of the 
services solely provided by the airports. Therefore, airline quality of service ratings can provide a 
direct indication of the quality of service provided by the airports.   

Airline quality of service ratings were ‘satisfactory’ for all the airports in 2010-11, with the exception of 
Perth Airport, which received a rating of ‘poor’ (that is, a rating of 2.0 or above, but less than 3.0) for 
the second consecutive period. Melbourne Airport had a sharp decline in airline quality of service 
ratings, but still remained within the ‘satisfactory’ range. Airline quality of service ratings for Sydney 
Airport increased from ‘poor’ in previous periods to ‘satisfactory’ in 2010-11. 

Airport car parking and landside access services 

Airport users require access to the terminals and do so by, for example, private vehicles, taxis, hire 
cars, buses, rental vehicles and bikes. Further, users accessing airports in private vehicles may be 
dropped-off or picked-up, or may park on a short-term or long-term basis.  

It should be noted that car parking and landside access services provided can vary significantly 
across the airports. For example, long-term car parking at Brisbane Airport is located within walking 
distance of its terminals, whereas a large proportion of long-term car parking at Melbourne Airport is 
further away from its terminals and requires the use of shuttle buses. Further, the availability of 
kerbside drop-off and pick-up space varies significantly. Importantly, comparisons of prices, costs and 
profits for car parking and landside access services across airports will only be robust when they are 
on a ‘like-with-like’ basis. For these reasons, care needs to be taken when interpreting the differences 
in the results across the airports. 

The tables below show that revenue from on-airport car parking increased for all the airports in 
2010-11. Melbourne Airport had the highest car parking revenue ($114.6 million), while Perth Airport 
had the greatest growth in car parking revenue (23.5 per cent).  

For Adelaide and Sydney airports, the increase in car parking revenue was wholly attributable to an 
increase in demand as none of their prices changed in 2010-11. For Brisbane, Melbourne and Perth 
airports, the increase in car parking revenue was attributable to both demand and price increases. 

As a result of revenue increasing by a greater rate than operating expenses, operating margins from 
on-airport car parking increased for all the airports except Brisbane Airport in 2010-11. The decrease 
in Brisbane Airport’s operating margin was driven by cost increases attributable to substantial 
investment in new car parking facilities.  
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Table 3: Car parking prices as at 30 June 2011 

Airport  Short-term car parking Long-term car parking 

1 hour 3 hours 8 hours 24 hours 1 day 3 days 7 days 

Adelaide $4.00 $11.00 $26.00 $30.00 $25.00 $50.00 $70.00 

Brisbane $13.00 $22.00 $40.00 $40.00 $40.00 $80.00 $140.00 

Melbourne $12.00 $28.00 $52.00 $52.00 $29.00 $69.00 $77.00 

Perth  $5.60 $10.00 $36.00 $36.00 $16.00 $52.00 $88.00 

Sydney $15.00 $26.00 $52.00 $52.00 $25.00 $62.00 $122.00 

Note: Brisbane, Perth and Sydney airports’ short-term and long-term car parking prices are based on the domestic terminal car park at 
each airport. Melbourne Airport’s long-term car parking prices are based on the long-term uncovered car park located at distance 
from the terminal precinct.  

Table 4: Percentage change in car parking prices from 30 June 2010 to 30 June 2011 

Airport  Short-term car parking Long-term car parking 

1 hour 3 hours 8 hours 24 hours 1 day 3 days 7 days 

Adelaide 0.0% 0.0% 0.0% 0.0% 0.0% 0.0% 0.0% 

Brisbane 0.0% ▲ 10.0% ▼ 20.0% ▼ 20.0% ▲ 14.3% ▲ 6.7% 0.0% 

Melbourne 0.0% ▲ 12.0% ▲ 4.0% ▲ 4.0% 0.0% 0.0% 0.0% 

Perth  ▲ 3.7% ▲ 13.6% ▲ 2.9% ▲ 2.9% 0.0% ▲ 8.3% ▲ 10.0% 

Sydney 0.0% 0.0% 0.0% 0.0% 0.0% 0.0% 0.0% 

Table 5:  Key car parking indicators for the monitored airports for 2010-11  

Airport 
 

Total 
airport car 

parking 
revenue 

($million) 
 

Total  
airport car 

parking 
operating 

margin 
($million) 

Total  
airport car 

parking 
spaces  

(’000) 

Airport car 
parking 

revenue per 
car park 

space  
($) 

Airport car 
parking 

margin per 
car park 

space 
($) 

Airport car 
parking 

revenue as 
% of total 

airport 
revenue  

(%) 

Landside 
access 

revenue 
($million) 

Adelaide 14.8 10.6 3 000 4 918 3 534 9.2 0.3 

Brisbane 60.1 42.9 9 767 6 151 4 397 13.2 5.3 

Melbourne 114.6 86.9 22 412 5 115 3 878 21.0 6.6 

Perth  41.1 27.5 14 551 2 824 1 889 13.9 2.1 

Sydney 98.0 69.1 12 271 7 983 5 632 10.2 9.3 

Table 6:  Percentage change in key car parking indicators from 2009-10 to 2010-11 

Airport 
 

Total 
airport car 

parking 
revenue  

Total  
airport car 

parking 
operating 

margin  

Total  
airport car 

parking 
spaces   

Airport car 
parking 

revenue per 
car park 

space  

Airport car 
parking 

margin per 
car park 

space 

Airport car 
parking 

revenue as 
% of total 

airport 
revenue 

Landside 
access 

revenue 

Adelaide ▲ 7.4% ▲ 1.9% ▼ 2.8% ▲ 10.4% ▲ 4.8% 0.0 pp ▲ 6.7% 

Brisbane ▲ 3.3% ▼ 3.8% ▲ 1.6% ▲ 1.7% ▼ 5.4% ▼ 0.6 pp ▲ 23.5% 

Melbourne ▲ 10.4% ▲ 7.5%  0.0% ▲ 10.4% ▲ 7.5%  ▲ 0.4 pp ▲ 13.9% 

Perth  ▲ 23.5% ▲ 21.9% ▲ 26.2% ▼ 2.2% ▼ 3.5% ▲ 0.4 pp ▲ 20.0% 

Sydney ▲ 3.0% ▲ 1.3% ▲ 1.0% ▲ 1.9% ▲ 0.3% ▼ 0.4 pp ▲ 4.0% 

Note: pp = percentage points 
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As shown in the tables above, the ACCC also reports on the charges imposed by the airports on 
alternatives to on-airport car parking and the amount of revenue that the airports receive from those 
landside access charges. This is because the airports could, by imposing excessive charges or 
restrictive terms and conditions for landside access, impede competition from alternatives to on-
airport car parking. This can have the effect of shifting demand from those alternatives to on-airport 
car parking and, at the same time, enable the airports to charge higher prices for on-airport car 
parking to increase revenues.  

Revenue from landside access increased at all of the airports in 2010-11. For Brisbane Airport, the 
increase was due to a combination of increased demand and increased landside access charges. For 
the other airports, the increase was due wholly to increased demand as landside access charges 
were unchanged in 2010-11.        

Options for airport regulation    

Airports are monopolies and have market power. This was confirmed by the Productivity Commission 
in its recent inquiry into the economic regulation of airports. An unconstrained airport can use its 
position to earn monopoly profits to the detriment of Australians. Further, an unconstrained airport 
may lack the necessary incentives to meet the needs of its users and provide access to its services 
and facilities on reasonable terms and conditions. This can have an impact on competition in 
downstream markets, which can have flow on effects through the economy more broadly. For these 
reasons, effective regulation of airports is appropriate.  

The airports are currently subject to monitoring. However, monitoring does not directly restrict the 
airports from increasing prices and/or lowering service standards to earn monopoly profits. Further, 
monitoring is limited in its scope to enable a detailed assessment of the airports’ performance to be 
undertaken and it cannot conclusively establish whether an airport has earned monopoly profits. For 
these reasons, monitoring is not effective in addressing the policy concern that an unconstrained 
airport presents and is not a substitute for effective regulation.   

Even allowing for the limitations of monitoring, the ACCC has observed outcomes that would be 
expected of unconstrained monopolies. In particular, prices have increased while, in some instances, 
quality of services have remained constant or have even fallen below satisfactory over a sustained 
period of time. Additionally, the ACCC has observed that the airports’ returns are less volatile than 
those observed in related markets, such as airlines.  

There are, however, regulatory tools available that can deal with the policy concern that airports 
present. In its submission to the Productivity Commission’s recent inquiry, the ACCC specifically 
noted that there are ‘fit-for-purpose’ regulatory tools available under Part IIIA of the Competition and 
Consumer Act 2010. Part IIIA provides for third parties to negotiate access to monopoly infrastructure 
such as airports and is able to effectively constrain the potential for monopoly pricing by airports.  
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