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That the House of Representatives Standing Committee on
Transport, Communications and Infrastructure inquire into
and report on the implications for Australia' s transport and
communications systems arising from the staging of the
Sydney 2000 Olympic Games with particular reference to:

the adequacy of broadcast
spectrum availability
the adequacy of transmission
facilities

the adequacy of existing and
planned aviation services and
infrastructure
the adequacy of existing and
planned land transport services and
infrastructure
The Committee is requested to report from time to time on
its terms of reference giving priority, where appropriate, to
facilities that need a longer lead time to be established.

VII

The committee recommends that:
1. The Government set target dates for the completion of various stages
of Sydney West airport, including the year in which the airport would be
opened, and that the Government publish this information.
[paragraph 4.10]
2. About June 1998 a study be commissioned to examine the capacity of
Sydney Kingsford Smith airport to cope with forecast passenger movements
for the year 2000 and beyond.
[paragraph 4.11]
3. A joint Commonwealth/State study be undertaken on the adequacy of
existing and proposed roads infrastructure at Sydney Kingsford Smith airport
upto the year 2000.
[paragraph 4.12]

IX

HAFTER 1

1.1
On 19 November 1993 the then Minister for Transport and
Communications, Senator the Hon Bob Collins, requested the committee to
inquire into and report on the implications for Australia' s transport and
communications systems arising from the staging of the Sydney 2000 Olympic
Games, with particular reference to:

the adequacy of broadcast spectrum availability
the adequacy of transmission facilities

the adequacy of existing and planned aviation
services and infrastructure
the adequacy of existing and planned land transport
services and infrastructure
1.2
The committee was requested to report from time to time on its
terms of reference giving priority, where appropriate, to facilities that need
a long lead time to be established.

1.3
The committee decided to concentrate initially on the adequacy
of existing and planned aviation services and infrastructure for the Sydney
2000 Olympic Games. For this purpose a sub-committee comprising
Mr P F Morris (chairman), Mr Mack and Mr O ' Connor was appointed to
inquire into the adequacy of these services and report to the committee.

1.4
The reference was advertised in The Sydney Morning Herald
and The Daily Telegraph Mirror of 4 December 1993. Over 50 submissions
were received and evidence was taken at five public hearings - from April
to June 1994. Details on the conduct of the inquiry, which include the
names of persons/organisations who made submissions and who appeared
before the committee at public hearings, are at Appendix 1.

1.5
The major issue in the adequacy of existing and planned aviation
services and infrastructure was whether the proposed airport at Badgerys
Creek should be upgraded to allow large international jet aircraft to land
there. This issue was tied to the question of whether Sydney KingsfordSmith airport (SKSA) had the capacity to cope with the 2000 Games.
1.6
In its white paper on employment and growth of 4 May 1994,
Working Nation, the Government announced its decision ' to accelerate
development of Badgerys Creek Airport by constructing a runway capable
of handling landings and take-offs of major aircraft'. The paper added that
this decision provided the opportunity for the subsequent development of
terminal capacity by the year 2000, and would 'help alleviate any peak
period congestion at Kingsford-Smith Airport'. The proposal was for the
new 2900 metre runway to be commissioned during the financial
year 1998-99. {WorkingNation, Australian Government Publishing Service,
May 1994, p. 167)
1.7
The Government decision has overtaken the importance of the
inquiry. However, the question of whether SKSA can cope with the 2000
Games is still relevant. If it cannot, then the commissioning of Badgerys
Creek Airport (now called Sydney West airport) well before the Games is

1.8
The question of whether aviation infrastructure can or cannot
cope requires substantial statistical analysis. This cannot be avoided. Chapter
2 sets the scene for this analysis by constructing an analytical framework.
Although much of the framework is based on the evidence, other parts
reflect the views of the committee.

1.9
This framework is then applied in chapter 3 to the information
provided to or collected by the committee. This chapter can be divided into
three parts. First, there are figures and relevant discussion on
forecast/estimates of passenger movements for the Olympic year,that is the
calendar year 2000 or the financial year 2000-01. This is followed by
projections of capacity. The second and most important part of the chapter
is the comparison of passenger movements with capacity. Finally, these
results are cross-checked for consistency against other data such as aircraft
movements.
1.10
The last chapter (Conclusions) discusses other matters such as
passenger facilitation and security and contains the views of the committee
on what should be done to ensure that aviation infrastructure can cope with
the 2000 Olympics.

2.1
Submissions were divided on whether or not SKSA could cope
with the 2000 Olympics. The Liverpool City Council, the Penrith City
Council, the Second Sydney Airport Coalition and Hazelton Airlines said or
implied that SKSA will not have the capacity to satisfy demand well before
the 2000 Olympics. They wanted or recommended the fast tracking of
Badgerys Creek airport to handle international jet aircraft by that year.
2.2
These organisations received support for their fast tracking
proposal from a large number of mostly one page submissions from other
councils and others. Of the total first submissions on aviation (less those on
helicopters) 22 or around 70 per cent supported the fast tracking of
Badgerys Creek.
2.3
The airlines, the Federal Airports Corporation (FAC) and its
consultant, Access Economics, said or implied that SKSA will have the
capacity to cope with demand and that any Olympic overflow could be
satisfied by a number of strategies; for example, off-peak travel and
redeployment of larger aircraft.
2.4
A large amount of statistical information was submitted in
support of each point of view. The committee has no intention of chasing
every statistical rabbit down its burrow. Rather, it seeks to construct a
framework for analysis that can be used to answer the question about SKSA
coping with the Olympics.
2.5
Application of this framework to some of the information
provided allows the committee to make a key comparison, of forecast
passenger movements with projected capacity around at the year 2000. This
requires further elaboration. What has to be done is to check:

whether underlying demand is bumping up against
capacity in the year 2000 or before, and
if it is, how can any Olympic surge be met if it occurs.

2.6
In respect of demand there are three different markets at SKSA,
namely, international, domestic and regional, each with different
characteristics and different growth rates. Therefore, forecasts of passenger
movements up to the year 2000 and beyond are required for each of these
markets, although a single weighted figure would be the equivalent of three
separate figures. Ansett and Qantas support this approach.
2.7
The FAC says that ' in economic terms, the word forecast means
an estimate of future events based on economic modelling of the historical
relationships between two or more variables', The corporation adds that
this definition differentiates forecasts from other types of estimates (such as
those based on surveys), guesses and marketing targets (submission 32,
page 10).

2.8
Capacity is a wider concept and can be divided into three parts runways, terminals and other capacity. Runway capacity is normally
expressed in terms of peak hour capacity or practical annual capacity. Peak
hour capacity is the maximum number of aircraft movements that can be
handled in one hour. For a particular airport runway capacity is a function
of a range of factors including runway configuration, airspace arrangements,
prevailing weather conditions, aircraft mix and environmental factors. The
FAC says that capacity could be restricted by the traffic mix which might
show a number of smaller aircraft mixed with larger aircraft. This results in
longer separations between landings because of air turbulence created by
larger aircraft (submission 32, page 23).
2.9
Practical annual capacity is the number of annual movements
corresponding to an acceptable level of average delay -four minutes is the
widely accepted criterion (House of Representatives, Debates, answer to
question on notice, 9 May 1994, p. 511).

2.10
The FAC says that determining the capacity of a system of
runways is a highly complex and theoretical exercise. The corporation gives
four factors that limit runway capacity - the curfew, bad weather, the traffic
mix and the type of air traffic control system (submission 32, p.23). On the
other hand, increases in load factor, the substitution of larger for smaller
aircraft and increases in the size of aircraft can increase the passenger
carrying capacity of an airport. However, the capacity of any airport is finite.

2.11
Terminal capacity, expressed as the number of passengers
processed, is also a very important ingredient of capacity. At SKSA the
international terminal is operated by the FAC on a common user basis and
consequently the FAC does not lease gates to any airlines. However, certain
airlines are traditionally located on the same gate each day. For example,
Qantas aircraft are always located on the central pier. Responsibility for
expansion of international terminal facilities lies with the FAC
(submission 58).
2.12
The corporation says that the majority of domestic terminals at
the corporation' s airports, as well as much of the expansion land around
the domestic terminals, are subject to long term leases between the federal
government and Ansett and Australian (now Qantas) airlines. The leases
were made before the establishment of the FAC (submission 32, p.8).
2.13
The domestic terminal lease of Ansett (Qantas has similar lease
conditions) extends for ten years or more beyond 2000. For SKSA the leases
contain considerable scope for terminal and apron expansion up to the end
of 1997 (Ansett, submission 17).

2.14
There are other aspects or ingredients of capacity. They include
check-in and baggage handling facilities, the overall capability of the airport
to clear passengers and the capacity of the roads system leading into or out
of the airport.

2.15
After forecasts of passenger movements and projections of
capacity have been completed, the key task is to compare the one with the
other. This is done usually in two ways. The first is to match forecasts of
annual passenger movements with projected annual terminal capacity. This
should be done separately for the international and the domestic/regional
sectors.
2.16
Because passenger movements are not spread evenly throughout
the day, the second way of matching demand with capacity is to compare
peak or busy hour forecast passenger movements with projected hourly
terminal capacity. Ansett says that the off-peak passenger movements of
SKSA is sometimes as low as half of the peak hour movement rate
(transcript page 157).
2.17
These results need to be cross checked with other information
to ascertain reliability. For example, to say that in the year 2000 the
terminals (international or domestic) will have the capacity to handle
forecast busy hour passenger movements is not enough. We need to know
whether the runways have the capacity to take the required number of
aircraft movements that can carry the forecast number of busy hour
passengers.
2.18
Forecasts of passenger movements should also be cross checked
against the number of aircraft movements. The committee sees the latter as
being a derived figure, derived from the number of passenger movements
but including, where appropriate, allowance for increase in load factor and
the substitution of larger for smaller aircraft. Ansett says that much of the
demand for access to SKSA has been accommodated by increases in the
number of seats per aircraft movement so that there has been greater
growth in passenger numbers than aircraft movements (transcript page 156)
2.19
Finally, it is also necessary to access whether the other
ingredients of capacity - check-in and baggage handling and the roads
system can handle projected demand or can be developed in sufficient time
to handle the projected passenger movement numbers.

3.1
This chapter follows the structure of the preceeding one. First,
data is provided on passenger movements (demand) followed by that on
capacity. Then the two are compared to ascertain if SKSA can cope with the
2000 Olympics. Finally, these results are cross checked against aircraft
movements, runway capacity and other aspects of capacity.
3.2
The market for aviation services is segmented. Although
interrelated to some extent, international, domestic and regional air travel
are quite separate markets. Demand in each of these markets is likely to be
influenced by different factors and it is therefore to be expected that rates
of growth of demand in these markets will also differ. This is an important
consideration for the present exercise, since the relative blend of traffic will
influence comparisons between passenger demand and terminal capacity, the
number of aircraft movements and the mix of aircraft types.
3.3
The committee was presented with a range of forecasts/estimates
on the growth of passenger movements and aircraft movements up to and
beyond the year 2000. Such a range is not unexpected.
3.4
Unfortunately, a number of submissions provided only aggregate
estimates of passenger and aircraft movements for the year 2000. This
limited the usefulness of these submissions to some extent. However, other
submissions did provide the required detail which allowed the committee to
draw conclusions on the ability of the international, domestic and regional
sectors to cope in the Olympic year.
3.5
The committee reiterates that its major task is to compare
forecast passenger movements against projected capacity in the Olympic
year. If Olympic influx can be catered for in the off-peak period the key
question then is whether ' busy hour' comparisons of passenger movements
and capacity show whether or not underlying demand growth is bumping up
against capacity in that year.
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(a) Impact of Olympics
3.6
There were two distinctively different points of view on the on
the ability of SKSA to cope with the additional demand arising from the
2000 Olympics. The Liverpool City Council and the Penrith City Council
concluded or implied that the Olympic 'influx' would place enormous
pressure on the system in the year 2000 or that SKSA will not have
sufficient runway or terminal capacity to cope with the influx
(Submission 19, page 2 and 24, pages 13 and 14).
3.7
The FAC, Ansett and Qantas considered that the Olympics
would not create additional demand that the system could not handle. This
view relied on such factors as the size of the displacement effect (whereby
travellers who might otherwise have visited Sydney through SKSA would
postpone their travel to avoid Olympic traffic), the potential use of off-peak
capacity, the substitution of larger aircraft and the fact that Olympic visitors
may use charter aircraft which are likely to have high load factors - 90 per
cent of aircraft seat capacity (Submissions 17, page 6, 32 pages 17,18 and
transcript page 128).
3.8
Little purpose would be served by examining the figures and
figuring used to support each point of view. However, the committee notes
that the KPMG Peat Marwick study made for the Sydney 2000 Bid
Committee found that the most likely scenario was an increase of 160 157
visitors to Sydney in the year 2000. The Chief Executive of the Bid said that
planned terminal capacity is sufficient to process peak in-bound demand
prior to the Games (FAC, submission 32, pages 17,18).
3.9
After examining and adjusting the KPMG estimates, Access
Economics concluded that, at most, Olympic visitors might generate around
350,000 international passenger movements and 120,000 domestic/regional
passenger movements in the year 2000. However, the Access figures of
0 per cent to 2 per cent show that the travel displacement effect may be so
great as to entirely offset these movements, leaving a net Olympics impact
of zero (Submission 32, attachment A, page 23).
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3.10
These estimates took into consideration information collected on
the Los Angeles and Seoul Olympics. Access said information on the
Barcelona Olympics was limited and the net passenger demand impact not
clear.
3.11
The Department of Transport provided up to date information
on Barcelona. The department quoted from the Director of Barcelona
airport who affirmed that during the Olympic period '... normal traffic
decreased so that actual growth (was) even higher ... since most part of
traffic movements were motivated by the Olympic games' (Submission 52).
(b) International passenger movements
3.12
Forecast international passenger movements for the year 2000
are shown in Table 1.

(' 000 passenger movements)
Federal Airports Corporation

7420

Department of Transport

7900

International Air Transport
Association

8540

Access Economics

8600

Sources: Submission numbers 32(FAC,Access), 52(DoT) and Exhibit 6,
part 8 for IATA.
3.13
The number of passenger movements, international, domestic
and regional for the period 1984-85 to 1992-93 for SKSA is at Appendix 2.
Several forecasts/estimates of international passenger movements for the
period up to the year 2000 and beyond were given to the committee.
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Because some were for calendar years and others for financial years it is
difficult to show in a table forecast growth in international passenger
movements for the period 1994 to 2000 and beyond.
3.14
Access Economics gave a range of 8.35 million to 8.6 million for
international passenger movements for the year 2000 and these figures
included the impact of the Olympics. The IATA figures do not include
Olympic impact (their report was dated May 1992) and would increase to
about 8.9 million if the Access impact of the Olympics calculations were
3.15
In the case of both the IATA and the Department of Transport
the methodology underlying the figures are not known. The Access forecasts
are based on extrapolations of passenger movements over the period
1984-85 to 1992-93.
3.16
The FAC stated that its forecasts were prepared by BAA P/L
(international) and Tourism Futures (domestic). The corporation described
the way these forecasts are prepared. After relevant data is collected,
assumptions about key economic variables such as private consumption
expenditure, foreign trade and airfares are then fed into the model. Other
variables such as future aircraft size and government policy are also taken
into consideration.
3.17
The major differences between the different points of view on
whether or not SKSA can cope with the 2000 Olympics centred around
forecasts of passenger movements. The Governor of the Reserve Bank has
said that ' (forecasting, as everyone knows, is a hazardous and imperfect
process ... . But there is no getting away from the need for it'. (The Art of
Monetary Policy, B Fraser, 23rd Conference of Economists, Surfers
Paradise, 26 September 1994). Aviation Industry Research says that forecasts
of international air passenger movements involving Australia are complicated
by factors such as uncertainties regarding passenger movements generated
by the Olympic Games, airport capacity and International Bilateral Aviation
Agreements (Report No. 3 June 1994).
3.18
In an industry such as airports where increases in capacity are
usually very lumpy (because they are large, when first commissioned there
is usually a lot of excess capacity) and have relatively long lead times
forecasting the rate of growth of demand should be linked with investment
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decisions. If forecasting is not part of this decision making process then its
value is limited. Experience shows that all estimates are wrong. Success in
estimating is to be least wrong.
3.19
The forecasts of the FAC have been criticised as being
conservative. The critics have included not only the councils (Liverpool City
Council, transcript page 48) but also the airlines (Hazelton Airlines,
transcript page 37 and Qantas, page 129). Qantas says that FAC forecasts
are generated predominantly for financial control and, over the years, have
been conservative.
3.20
Sensitive to this type of criticism, the FAC sought to counter it
by reference to its performance. The submission compared the 1992-93
forecast with the actual figures for international passenger movements and
this allowed the corporation to conclude that ' the Corporation' s central
forecasts compared extremely well with actual growth in passenger
movements, with little variance overall...'. The graphed information showed
that for the most part actual results were lower than forecasts for
international passenger movements at SKSA (Submission 32, page 14). The
FAC also said that requests from Cairns airport and the New Zealand
international airports to join the FAC forecasting process further
demonstrated the acceptability of its forecasts.
3.21
In 1992-93 domestic passenger movements at SKSA comprised
close to 65 per cent of the total. The FAC said it could not provide similar
performance information for its domestic forecasts. The reasons given
included a smaller time period for domestic forecasts and that 'in virtually
each year in which domestic forecasts have been produced, exogenous
factors such as the pilots' strike and the deregulation of the airline industry
have made any accurate comparison of forecasts with actuals difficult'
(Submission 58).
(c) Domestic and regional
3.22
Information on future domestic passenger movements was not
as forthcoming as that on international passenger movements. Both Access
Economics and the Department of Transport provided data on the former.
When asked to provide forecasts for the former the FAC said that following
the government announcement to privatise the FAC airports, ' it was agreed
that the Corporation would not release any further forecasting data'.
Instead, the FAC provided the 1993 forecasts.
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3.23
The inability of the FAC to provide its most recent domestic
forecasts is a minor handicap because there are other ways of obtaining
similar information. On page 17 of its first submission the FAC says that
between 1993 and 2012 for SKSA international passenger movements will
increase at an average annual rate of 5.7 per cent while total passenger
movements will increase at 4.4 per cent.
3.24
When the 1993 domestic/regional forecasts provided by the FAC
are added to the FAC forecasts for international passenger movements, the
resulting total passenger movements are calculated to grow at an annual rate
of 4.3 per cent over the period 1992-93 to 2011-12. This compares with the
4.4 per cent mentioned in the FAC submission and leads the committee to
accept the 1993 forecasts as being suitable for its purposes. Unfortunately,
no figure is available for the Olympic year (2000-01) from the 1993 forecast.
However, interpolation of the data provides an estimate of domestic
passenger movements of 13.96 million and 687,000 for regional passenger
movements in 2000-01. Total domestic/regional passenger movements are
thus 14.65 million in that year.
3.25
The 1993 forecasts do not include any Olympics effect. Access,
however, has assessed as an upper limit that 120,000 domestic/regional
passenger movements might be generated by the Olympics. Adding this to
the total yields a total domestic/regional passenger movement estimate of
14.77 million.
3.26
An alternative approach for generating domestic/regional
passenger forecasts is to take the actual total passenger movements provided
by Department of Transport aviation statistics (AVSTATS) and increase this
by a constant average annual rate of 4.4 per cent to the year 2000-01. After
subtracting international passenger movements (growing at a constant
annual rate of 5.7 per cent over the same time period) an estimate of
domestic and regional passenger movements in the Olympics year can be
obtained. This arithmetic produces a figure of 14.59 million domestic and
regional passenger movements for the year 2000-01. Again, incorporating the
Access Economics upper estimate of the Olympics effect raises this figure
to 14.71 million.
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3.27
The forecasts/estimates of domestic and regional passenger
movements at SKSA for the year 2000-01 (the Olympic year) are shown at
Table 2.
TABLE 2

SKSA FOR YEAR 200(M)l
(' 000 passenger movements)
Committee
(a) Based on FAC 1993

forecasts

14770

(b) Extrapolation of AVTSTATS data

14710

Department of Transport

15300

Access Economics

15820

Note:
Source:

(a) and (b) Based on information provided by the FAC
FAC submissions 32 (page 17) and AVSTATS (appendix 2),
Department of Transport submission 52 and Access Economics
paper in FAC submission.

3.28
The figure of 15.82 million is not a figure in the Access report
but one inferred by the committee. At page 23 of its report Access
Economics gives upper bound estimates of Olympic Games inclusive
passenger movements at SKSA for the year 2000. The figure for domestic
and regional is 16.82 million. At page 25 Access subtracts ' about 1 million
regional passenger movements' and says in effect that the new net figure
comes within 1 per cent to 2 per cent of projected terminal capacity. The
inferred figure of 15.82 million falls within this range of 15.84 million to
15.68 million.
3.29
The committee notes that for regional passenger movements
Access says that best trend analysis would produce a figure that is too high.
Access says that possible regional demand by the year 2000 may reach
1 million movements rather than the 2 million suggested by trend equations
(Submission 32, attachment A, page 7).
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3.30
The current average number of aircraft movements is 57 an
hour. The CAA has advised the department that the new parallel runway
would be developed in a number of phases as follows:
Phase 1, (late 1993 to February 1995) the period
between the completion of the new runway and the
commissioning of the control tower and associated
facilities
expected maximum movement rate of
50-55 an hour
Phase 2, (February 1995 to 1996), the period
between the commissioning of the new control
tower and the commissioning of the Parallel
Approach Runway Monitor (PARM)
expected maximum movement rate
would increase to around 65 an hour
Phase 3, (1996 and onwards)
commissioning of the PARM

following

expected maximum movement rate
would increase to over 80 an hour.
[*The committee understands that this would be the figure for the Olympic
year as well.]
3.31
Paragraphs 2.5 and 2.6 discussed the factors that could affect
runway capacity. Bad weather, for example, could reduce capacity
significantly. On the other handling there appear to be factors that could
increase the hourly number of aircraft movements. The major factor appears
to be the mix of smaller and larger aircraft referred to directly by the FAC
(Submission 32, page 23) and indirectly by the CAA which says that ' (v)ery
bluntly, if you look at any one-hour period of time, with two exceptions,
... we could operate the airport with almost no delay'. The CAA added that
' (t)here are delays built into the system now, because of the lack of ground
handling runways' (transcript page 210).
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3.32
The division of runway capacity according to international and
domestic/regional requirements was provided only by Access Economics.
Access said that the international terminal should be able to handle about
33 aircraft in the peak hour and the domestic terminals 52 aircraft per hour
in the year 2000. Access concluded that the 'total peak hourly terminal
capacity of 85 aircraft for Sydney airport would still be within the runway
capacity of the airport by the year 2000' (Submission 32, attachment A,
page 24).
3.33
The practical annual capacity of the runway system is the
number of movements corresponding to an acceptable level of average
delay, and four minutes is the widely accepted criterion. The FAC says that
it is not simply a case of multiplication of figures, for if this were so once the
parallel runway was completed the aircraft movement capacity of SKSA
would be around 700800 movements a year.
3.34
However, after various factors such as curfew, annual weather
patterns, traffic mix and the type of aircraft control systems are taken into
account, the annual aircraft movements capacity of the SKSA runway system
will be 353000 movements. This figure is based on an average annual delay
of 4 minutes and the completion and use of the parallel runway
(Submission 32, page 23).

(a) international
3.35
Terminal capacity, expressed as the number of passenger
processed is also an important ingredient of capacity. At SKSA the
processing capacity at the international terminal is about 6.5 million
passenger movements. The refurbishment of Pier B in 1989, the completion
of Pier C in 1992, the addition of Pier A with five extra gates and additional
remote parking positions before the year 2000 and an extension of Pier B
will increase processing capacity to 10.4 million passenger movements a year
(FAC, Submission 32, page 21).
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(b) domestic
3.36
Significant investment in its passenger facilities provide Ansett
with a strong incentive to meet any future long term capacity needs by
adding on to those facilities at SKSA. Ansett adds that its domestic terminal
lease contains considerable scope for terminal and apron expansion. Ansett
is reviewing its strategic needs in this regard and the staging of the 2000
Olympics in Sydney has been included in this review.
3.37
Ansett' s aircraft gates, including 19 at the terminal of which 12
have aerobridges, provide processing capacity for 5000 passengers an hour
in either direction (Submission 17). Ansett said that increasing this to 27
gates will depend on the outcome of discussions with the airport owner and
consequent variation of the lease.
3.38
The committee notes that the Access Economics calculations of
capacity at the domestic terminals 'assumes that ... Ansett will have
completed its eastern terminal concourse extension, increasing its total
number of gate parking positions to 27' (Submission 32, attachment A, page
24). The committee also observes that if this increase is not achieved, then
in terms of the Access analysis, SKSA will not have sufficient domestic
terminal capacity to cope with forecast domestic passenger movements in the
Olympic year.
3.39
Ansett also contended that the concept of annual capacity is
limited. It said that:
' (t)he concept of annual capacity is of limited use
in this context. It depends on how long and over
what period of days and weeks peak activity can be
sustained. This is influenced by many things other
then physical space and facilities, many of which are
beyond an airline' s control. *
3.40
Ansett added that if it could sustain maximum operating capacity
throughout the theoretical annual capacity would range from 30 million to
60 million passengers a year (Submission 59).
3.41
The Qantas domestic terminal has 10 aircraft gates and handles
about 4.2 million passenger movements a year. Qantas has a major project
to redevelop its domestic terminal capacity at SKSA. The redevelopment will
18

take the current aircraft gate capacity from 10 to 18 in 1998. With 18 gates
Qantas could handle about 7.5 million passengers a year (Submission 33,
pages 2,3 and Submission 60).
3.42
In response to a request Qantas also provided information on
increases to its domestic terminal capacity at SKSA. Qantas divided its
response into three stages. In each of these three stages Qantas said it could
add 3, 7 and 12 gates respectively and each stage would take 18 months to
complete (Submission 60). The committee notes that this could increase the
theoretical domestic terminal passenger carrying capacity of Qantas by an
additional 9 million passenger movements a year.
Comparing forecasts of passenger movements with capacity
(a) international
3.43
Matching forecasts of passenger movements with terminal
capacity and then cross checking the result with runway capacity and aircraft
movements is the key part of the exercise in determining whether SKSA can
cope with the 2000 Olympics.
3.44
The international sector does not appear to present many
problems. The international terminal will have a capacity to process
10.4 million passenger movements a year by the year 2000 and this is more
than sufficient to meet the range of forecast passenger movements given in
Table 1 - 7.42 million (FAC) to 8.6 million (Access). Capacity is also
sufficient to handle the adjusted IATA forecast of 8.9 million.
3.45
Because passenger movements are not spread evenly throughout
the day the second way is to compare peak or busy hour forecast passenger
movements with projected hourly terminal capacity. The current busy hour
passenger processing capacity at SKSA is about 3400 and this compares with
actual movements of 3280 passengers in 1992-93. The international sector
is very close to capacity.
3.46
The FAC provided forecasts of busy hour demand based on its
forecast of total passenger movements, using a growth rate of 4.47 per cent.
The corporation explained that this growth rate is lower than that of annual
passenger growth due to the ability to increase the number of hours
operating at peak conditions during the day. The busy hour forecast for the
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year 2000 was 4700 passenger movements. The FAC increased this by 16 per
cent (the Access Economics forecast for international passenger movements
was 16 per cent higher than that of the FAC) to produce a busy hour figure
of 5450 passenger movements.
3.47
The conclusion is that capacity of the international terminal of
5800 is more than enough to handle the number of busy hour passenger
movements of 5480. The committee notes that the figures yield a 94 per cent
capacity usage.
3.48
The figures stand up to a cross check with runway capacity.
Access has referred to the runway system handling 33 international aircraft
movements in the peak hour. This is equivalent to 166 passengers an
aircraft, well below the average passenger carrying capacity of 287, of
inbound flights into Australia in 1992-93 (AVSTATS, International
Scheduled Air Transport, 1992-93, Transport and Communications, Table
4, page 12 - seats available divided by number of flights).
3.49
Both major airlines indicated scope for carrying more passengers
a flight by substitution of larger for smaller aircraft, and increasing the load
factor. Qantas referred to aircraft substitution in general and specifically to
substitution of larger for smaller aircraft on Asian routes (transcript pages
145-151). Ansett said it could increase the overall seat utilisation of its
aircraft by at least 20 per cent (transcript page 156).
3.50
All this and the ability to utilise off-peak hours suggest strongly
that the international sector can handle any surge in passenger movements
caused by the Olympics, over and above that provided for in the forecasts.
The analysis also suggests that lack of international terminal capacity rather
than insufficient runway capacity could be the underlying reason for the
inability to increase the capacity of the busy hour.
(b) domestic and regional
3.51
In matching forecast passenger movements with capacity the
FAC compared the range of passenger movement forecasts with terminal
capacity for the international sector and concluded that capacity is more
than sufficient.
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3.52
The same cannot be said for the domestic/regional sectors.
Access Economics says that by the year 2000 the domestic terminals (Ansett
plus Qantas) will have a combined capacity of 16 million passengers a year.
3.53
Comparison of terminal capacity and domestic passenger
movement figures in table 2 give a capacity usage range from 91.9 per cent
to 98.9 percent. The higher Access domestic/regional passenger movements
figure is very close to terminal capacity. The Access conclusion is as follows:
As regards the domestic terminal, and after
subtracting about 1 million regional passenger
movements, annual projected passenger movements
also appear to be within the projected terminal
capacity planned by Ansett and Qantas, although
the margin of spare capacity (about 1% - 2%)
apparently is small, unless a new domestic
competitor(s) enters the market (Submission 32,
attachment A, page 25).
3.54
The figures (15.82 million passenger movements and 16.0 million
capacity) yield a capacity usage of 98.9 per cent. On the assumption of
significant demand bunching into early morning and evening peaks, Access
says ' the average hourly passenger movement generated from the monthly
capacity ... must imply a significantly higher "busy hour" capacity as well'.
A further implication drawn by the organisation is that ' there is significant
unused terminal capacity for significant parts of each day' (attachment A,
pages 26,27).
3.55
Ansett adds its weight to this view. Referring to SKSA it says
that off-peak passenger movements of that airport is sometimes as low as
half, or less, of the peak hour movement (transcript page 157). Given this
and the capacity usage figure of 98.9 per cent, the committee concludes that
there is a prima fade case that domestic terminal capadty at SKSA will not
be able to cope with busy hour domestic passenger movements in the
3.56
The committee sought and obtained busy hour figures from
Ansett and Qantas on their domestic operations. The figures provided
showed a total of 2640 passenger movements during the busy hour. These
figures were lower that FAC 1992-93 estimates for the international
terminal. Domestic passenger movements are more than twice the
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international movements at SKSA (see appendix 2) and the domestic
terminals have significantly more capacity than the international terminal.
For these reasons the committee decided not to use the Ansett and Qantas
busy hour figures for projecting busy hour capacity in the Olympic year.
3.57
The FAC says that the ' busy hour' is a theoretical concept and
should not be equated with the busiest hour. The starting point for
calculating the busy hour is to obtain a 5 per cent figure of yearly
throughput (total passenger movements).
3.58
Next, figures for the busiest hours, hour by hour, are added
together until they equal the 5 per cent throughput figure. The next busiest
hour below this 5 per cent total is designated as the busy hour and the
number of passenger movements during this hour represents the busy hour
figure used in FAC calculations.
3.59
The 5 per cent busy hour is recognised worldwide as being an
appropriate measure of peak period demand and is used whenever facilities
are designed for passenger or customer throughput (submission 58).
3.60
The conclusion at paragraph 3.55 does not necessarily mean that
SKSA will be short of capacity. When asked to provide rough figures on
future additions to terminal capacity Qantas gave information which showed
that with adequate planning domestic terminal capacity could be increased
to cope with increased demand - see paragraph 3.42.
Comparing forecasts of passenger movements with aircraft movements
3.61
The absence of domestic busy hour information precludes the
cross checking against runway capacity and aircraft movements that the
committee undertook for the international sector. However, the information
provided allows the committee to check the projections of aircraft
movements for the three sectors, international, domestic and regional
combined.
3.62
There were large differences between the projections made by
the FAC and the councils. The committee sees forecasts of aircraft
movements as being essentially a derived figure, derived from the number
of forecast passenger movements. The two should be consistent and it is this
consistency that the committee will test in the following paragraphs.
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