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On 18 June 2002, the Minister for Transport and Regional Services referred ?:f :rg;az 9286 8247

the matter of regional aviation services and transport links to major populated | F2.80 2528 Y0
islands to the Standing Committee on Transport and Reglonal Services. This hughking@ceoadvising.com
submission, prepared by CEO Collegiate Pty Ltd —a group of policy advisors '
with particular interests in tourism, regional aviation services, the. avaﬂablhty
of professional services in regional Australia and the broader economic
development of regional and rural Australia — focuses partlcularly on the

fourth of the terms of reference.

The fourth of the terms of reference reads as folibws

f4] Interconnectmty between' regional air transport systems, major
national air services and international services (including on-carriage,
through ticketmg, ﬁ‘elght handhng, umeiabimg and airport siottmg)

This submission also addresses, in part at least, the second and fifth of the
terms of reference, which read as follows: | ' _

2] Policies and measures requlred to ass_lst in the deVeIopment of
regional air services, including

- regional hub services
- - small scale owner-operator services, and
- - the deployment of most suitable aircraft types
[5] The role of all three Eev’eié of Govc:_rrim’entiu supporting and assisting
the development of regional air services and island transport systems.
Key Points

The key propositions on which this submjs'sio'n' rests are: -

» Links between regional air services, extended national air transport
services and international services are the core issues in any
consideration of i mterconnectzvﬁy

e Bankstown and Sydney ngsford Smith International Airport (KSA)
need to work cooperatively, leveraging off the differing capac:txes of
. each facility to:create a “virtual single axrport” and. maximise the .
: fefﬁclency of awatlon m the Sydney Basm Alrspace




o Central to the ereatlon ofa smgie Sydney avzatlon entity is the development of
fast and rehable ground Imks between the two airports

These propositions Iead us to advance five key reconunendatlons, which are elaborated at
the end of the submxssxon

e The Commonwealth Government in consultauon with key stakeholders needs as a
matter of urgency to establish an mteg.rated Sydney Basm Airspace Management
Plan and. Inﬁ'astructure Management Plan

e The Commonwealth needs as a matter of urgency to estabhsh clear and
comprehenszve gmdehnes relatmg to the future deveiopment of Bankstown

Airport.

e A Bankstown Alrport Master PIan needs to be developed m con;uncuon with the
above. o o _ _

° Ausemces Australza should of’fer pncmg concessmns for operators who use
Bankstown Atrport as the mam regional hub for air trafﬁe mto the Sydney area.

» The Commonwealth Government needs as a matter of urgency to examine a range
‘of issues affectmg regionai commermai awanon e :

Submission

Interconn ectmty

The Terms of Reference speelﬁcally mention “mterconneetiwty” In Iarge measure, this
concept establishes the vision for eommerc1a1 ‘regional aviation services in Australia.
Interconnectivity is at the core of any modern. transport ‘infrastructure.. The concept
embraces not only the core ‘elements of civil aviation but extends to the road, rail and sea
links that are such critical elements in generatmg 4 strong, and competmve national
economy. While this submission is not designed to explore important road and rail
linkage issues — pameulariy as they affect regional Australia— it will be important that
the Standing Cormmttee remain sensitive to the broader mfrastructural issues that

“interconnectivity” eomprehends

While an mtegrated approaeh to commereaal regional aviation will necessarily examine
the ancﬂlary issues, it is evident that links between regional air services, extended
national air transport services and international services are the core issues in any
consideration of interconnectivity.: Indeed for members of the traveiimg public - and
especially those who live outside the major eapxtal cities — the abihty to travel quickly,
efficiently and affordably from their homes or Workpiaces to distant centres (including
internationally) is a key demand Any comprehenswe pohcy desxgned to address the
needs of Australians living in regional or remote areas that overlooks the si gmﬁcance ofa
ﬁmeuomng and viable commercial reglonal aviation sector will, quite szmpiy, fail. The
general commercial aviation industry is a key component, as well as a major stakeholder,
enabling regional Australia to be economxcally prosperous and SOClaHy resilient.

Interconnectivity is about two thmgs people and mfrastructure Good and reliable air
services are not just about allowing people ‘who live in the regions to have reguiar access
to the ma;or cmes they are alse abeut deiwermg ﬁrst class professzonai serv:ces tothe -




country And, of course, mfrastmctural cennectmty is the key enabler of this two-way
flow. : : : _

The interconnectivity between the components of the geneéral aviation industry across
Australia is important for all regions. But it has particular significance for Australia’s
principal international gateways namely Sydney and, to a lesser extent, Melbourne and
Brisbane. These are the principal destinations for overseas visitors, as well as being the
major national financial and professwnal services centres: And Sydney, for reasons of
size, location and hlstory, is Austraha s major port of entry and exit

The followmg tablc mdlcates the number of air movements (exciudmg helicopters and
military aitcraft) at Austraha s three major international/domestic azrports during the -
2001-02 Financial Year It clearly. demonstrates the fact that KSA is the nation’s major
aviation centre, carrying almost three times as much heavy traffic as does Brisbane, and
almost 60% more heavy traffic than does Melbourne. The number of small aircraft
movements is interesting, reﬂectmg the nature of the generai aviation industry .
(principally regional aviation) in southern Queensland and regional NSW. But the
relative densities of heavy, medium and small aircraft also suggest that increases in the
numbers of heavy and medium aircraft movements can only be achieved at the expense
of small aircraft movements. As KSA approaches its peak-time capacity limit (the
current best estimates put this at around 2007- -08) the pressure to limit small aircraft
movements at KSA will grow. This imminent pressure has major nnphcatlons for
regmnal commercxai avmmon servaces espec;ally in NSW

_ Heavy _Med_mlp .'; _ Smali Total Annual
Location o Ai"l_"cr_aft B ~Aireraft Aireraft g Air
>136 tonnes | > 7 tonnes - <7Ttennes: | Movements
BRISBANE w2 | 102 434 ol 22836 151 082
MELBOURNE | 45 994 106 422 4262 156 678
Tullamarine _ _
SYDNEY e
Kingsford 76 784 153 138 - 19450 249372
Smith ' '

A;r Movements for FY _2091-{}2

Source Airservices Australia 2002

The current mdustry estimate for KSA’S maxunum capacxty is 365 000 movements per
annum. While peak-time capacity. will be reached by 2007-08, IATA has forecast that,
under current constraints (the curfew and the cap of 80 movements per hour), KSA’s
current runway ‘configuration will be sufﬁclent to meet total dema.nd (around 62.8 million

passengers per annum) L‘{iltll 2020%.

T Quoted in Southefn Cross Fliers Trust Prospectus,  July 2002




Sydney Basin Austmha s premwr mtematwnal tmd domestzc gateway

The commercxai success of the pnvatlsatlon of KSA creates mcentlves to bolster the
intent that the Sydney Basin will dominate as the nation’s premier gateway. Thus it is
imperative that commercial air services, international, domestic and regional, are fully
integrated, and efﬁc:ently linked to the broader urban transport infrastructure {principally
rail and road) in order to maximise both the valué of aviation assets and infrastructure
and the utilisation of airspace, facilities, aurcraft and infrastructure. This, in turn, will
serve to maximise both the economic return on the very substantial investments already
directed to aircraft and fixed assets and the’ amemty ef those aireraﬂ and fixed assets to

the travelling popuiatxon

There are NUMErOUS eCONOMIC modeilmg studles that have demonstrated the critical
wealth and value creation capacmes of the Sydney CBD and surrounding suburbs.
Sydney is the Ia:rgest centre of economic activity in Australia, generatmg a GDP of more
than $125 billion per anmum. Half of Australia’s top 2000 companies are located in
Sydney. As the national economy continues to grow at around 4% per anrium, Sydney’s
importance as a domestic and mtematmnal travel destmatxon will only increase.

But what is less well recogmsed is the economic 1mportance of Greater Western Sydney
as an engine of future economic growth. Currently generating a GDP of over $36 billion
per annum, Greater Western Sydney is the nation’s third biggest centre of economic
activity, behind the Sydney CBD and Melbourne, It has a present popuiauon of more
than 1.7 million and the: fastest rate of popuianon growth of any regiofi in Australia.

Over 150 of Australia’s top 500 companies are located in Greater Western Sydney .
(GWS). On cutrent projections and pohcles, GWS’s pepulatlon wﬂl mcrease by a further
700 thousand, generatmg 350 thousand addmonal JObS '

The major growth sectors in GWS are knowledge crea‘uon mdustnes such as IT and
telecommunications, education and training, health (Westmead hosts what is arguably the
highest concentration of advanced medical services in the southern hemzsphere)
advanced manufachmng and transport and distribution. Tourism is also a major sector of
the GWS economy?, It is noteworthy that these growth areas in GWS are identical with
those which are most often held out as the prospectwe saviours of Australia’s aspirations
for remote and régional Australia. : :

Sydney Basin — The need- Jor a "‘Virtual Single Airpb’rt”'

There has been a reversal of the munedmte ma] or decline in the number of international
services into KSA from overseas foﬂomng the World Trade Centér bombing on 11
September 2001, there is some stability returning to the domestic aviation sector
following the ructions caused by the demise of Ansétt and the privatisation of KSA, and
the volume of aircraft and passengers accessing Sydney over the next decade will
continue to grow. Despite the introduction of nengeneratmn long-range aircraft with
greater carrying capacities, and 1mproved passenger and baggage handling capabilities,

> Further data on the economic growth progectmns for Greater Western Sydney can be foundat
wwwgwsorgau : :




KSA —as preSently coﬁﬁg’ured_e is'prbj éci:_ed by TIATA to reach cépacity under current
constraints around 2020. -~ - LT _

KSA’s peak-time capacity limit will be reached well before then. It has become received
wisdom in the aviation sector that, by 2007-08, KSA will not be able to absorb further
peak time movements, with a consequent expectation arising that there will be significant
downstream pressures on both the aviation and land transport sectors.

Sydney Basin’s aviation infrastructure, however, has more than one player in the airport
arena. In the development of any fully integrated aviation plan for Sydney pursuant to
which the major national carriers and the tegional airline operators are enabled to provide
high quality aviation services profitably, Bankstown Airport must be brought into the
equation.  Through the development of a Sydney Basin Airspace Management Plan and
the opetational intégration of KSA and Bankstown Airport (albeit under separate
ownerships and operators) Sydney Basin’s aviation needs; together with those of regional
NSW, can continue o be met well into the rest of the 21% century.. The question posed by
the Minister to the Standing Committee is: what needs to be done now to achieve the best
aviation outcome for Sydney, regional NSW and Australia as a whole?

The key to solving this question lies in the progressive development of a single and fully
integrated airspace and aviation infrastructure concept that will deliver maximum
utilisation of existing aviation assets:- With the construction of a high-speed and reliable
passenger, baggage and freight connection between Sydney’s existing airports, KSA and
Bankstown, Sydney will have what nio other major city in the world has been able to
achieve —a “virtual” airport capable of meeting the needs of domestic and international
assengers seamlessly. ot e TR IR R e

The issue here is not the distance that separates the two aitports, but the speed with which
they can be linked by land transport. Developing this concept as the key will provide a
solution both to the constraints imposed on KSA’s future growth until it reaches its .
capacity, and to the requirements that exist in GWS and remote and regional Australia for
improved aviation services during that same period. - '

The Role of Bankstown Airport

In March 2001, the Commonwealth-Government identified Bankstown Airport as
providing overflow capacity for Sydney airport, and as a viable alternative to KSA for
regional aviation. In the wake of a decision which in all likelihood will lead to the
second airport at Badgerys Creek not being built, there is an urgent need for a clearer role
for Bankstown Airport, and its operational integration with KSA within a unified airspace
managemerit plan and an integrated aviation infrastructure plan in the Sydney Basin.

At present, regional airlines have ‘grandfathered” guarantee of access and landing slots at
KSA, and those which use it are reluctant to change their centres of operations from KSA
to Bankstown. There is also the issue of access by the citizens of regional Australia to
KSA as the nation’s principal national gateway, which is being vigorously advocated by a
variety of interests and for a variety of reasons. For many of the regional aviation
_operators, including those who have no access to KSA but whose operations depend on

: ready_-'liﬁké-_\&ith- carriers that do,

denial or constriction of access to KSA raises the




potential of increased cost for aﬂ foiiowed by cemmerczal uncertamty in uncharted
territory. And, as Sydney’s aviation infrastructure currently operates, the regional
aviation operators (and those served by them) are justified in holding on to what they
have got. But the fact is that the present system is probably not sustainable in the long
term. What is needed by the nation is far-31ghted and equitable policies at the
Commonwealth and State levei supported by a regulatory and competition regime that
not only affords all operators a level playing field, but also prowdes the travelling public
with the best possxble awatlon services. :

Itis prec1se1y here that the regzonal an-lme operators the major ciomestlc carners, the
international carriers the airport owners’ and the policy makers need to be both realistic
and strategic. It is a matter of record that in just the last few weeks, acronautical charges
at KSA have increased as the new airport owners seek ways to increase their retirn on’
their investment. - Both acronautical and land-side charges will 1nev1tab1y increase further
over time, particularly: penalising the smaller operators who cannot generate the
passenger loads on small commuter a;rcraft to offset mcreased Iandmg fees and
assoc1ated au‘ nawgatlon charges ' :

The follovwng table provzdes an insight into the current cost differentials between KSA
and Bankstown Airport, based on a Saab 340 aircraft (approxzmateiy 12 tonnes). To the
extracted data, however, thero needs to be added the fact that the taxiing times at KSA are
significantly longér than at Bankstown, as are the inflight delays, currently averaging .
between 5 and 6 minutes, with historical delays of up to 15, mmutes At an operating cost
of approxzmately $3,600 per hour for a Saab 340 +the cost of in air and on ground delays
alone may amount to $500 per ﬂlght and up to $900 1f there isa return to the historical
congestion at KSA ' R

' Pax Termmak Fee ._.Aircraft Parking

Location Combmed E
. Landmg/’[’koff ' (ex GST) | Charge Adjacent
| Fee o | | Terminal - -
_ | (ex GST) o (ex GST)
BANKSTOWN | $58.44 $68.00 ‘$1 per tonne per
| ' (indicative) day after 3 hours
SYDNEY | $82.80 _ 359 23 $35'pel" 15 mins

Moreover, the airport mfrastructure at KSA is optmused for jet operations carrying
interstate and overseas passengers, At present, pending resolution of the use of the ‘old’
Ansett terminal, inconvenience levels to passengers travellmg on the non-jet commuter
aircraft remain high, part1cuiaﬂy when aircraft land to the south.. Long taxi times,
together with remote parking, bus-comumute to the main domestic terminal, security
screening and’ subsequent baggage colleetlon procedures confer second-class citizen
status on non-capital city commuters, and most Canberra commuters. In the future this
may translate to-the allocation of the most mconvement gate locations on any new or
revised terminal arrangements. For passengers: connecting to international flights, it is not
the exception for the total transit tzme at KSA from touch down to reachmg the
Immigration bamers to amount to an hour or more. :

The important issue to note here is that Bankstown and KSA alrports are not in
competition for the regmnal aviation market. Their respectwe sizes: and locations. suggest_ _
that they are actualiy m dlfferent segments of the av1atlon market though their operattons S




take place in the same Sydney Basin mrspace The fact is that Batikstown and KSA need
to work cooperatively, ieveragmg off the chfferlng capacztles of each facility to maximise
the efficiency of aviation in the Sydney area, and to provide a better total service to the
travelling public. It would be beneﬁcaal to conszder them as comprising one “virtual’
airport facility and to plan accordlngly -

Central to the concept and creatlon of a smgle Sydney av;atlon entity is the deveiopment
of fast and reliable ground transport links between the two airports. Whether the link is
road or rail, or most likely a combmatzon of the two modes, it needs to be separated from
the urban and suburban road system, where congestion, accidents and. delays are
inevitable. While 4 rail link may appeat unaffordable on current cost-benefit analysis, in
the broader context of an integrated aviation infrastructure servicing the whole of Sydney
for the rest of this centuiry, such a link may well be the most attractive optlon to the
airport operators. The efﬁmency of operation of aviation in the Sydney region is not just

a “Sydney issue” — it is the key driver of the efficient and effective connectivity both
between Australia’s cities and its regions, and between Australia and the rest of the
world. - Accordmgly, a whole of system approach must be taken to assessing the benefits
of developments in Sydney s avzatxon mﬁasn'ucture

The followmg table mdicates gust how compiementary Bankstown and KSA are even in
present circumstances. .

Lecation Runways MTOW Operatmg Terminal
e | Restrictions | Characteristics
Bankstown | a)11C29C . ;_Rated at 20 |24 hour Basic -
1415x30 mtrs | tonnes, . - | operations infrastructure
o - | limited at 50 .- | handling 200
| tonmes pax per hour
I with great
expansion’
: . e potential
Sydney a) 16R/34L | > 400 tonnes | Curfew Extended
3962x45 mtrs | | operates from | aercbridge
b) 16L/34R | > 136 tonnes | 2300 to 0600 | infrastructure
1243845 mtrs | daily handling up to
c) 07/25 > 136 tonnes o 5000 pax per
2529x45 mtrs | hour with
e limited
- | expansion
potential for
small aireraft

Bankstown Airport’s current mﬁ'astructure is & mixture of ageing and modern facilities.
The facility has the potentzal for considerable redevelopment and additional development
to enable significantly greater numbers of small aircraft to operate, and significantly
greater volumes of cargo to be handied all away ; from KSA. The length, strength and
capacity issues relating to the runways, taxiways and aprons are amenabie to easy and
affordable solutmns for the reglonal aviation market




Tn order to support the future development and equitable provision of regional aviation
operations in NSW-and to lower the hurdies that impede regional commercial aviation
operators in considering a move to Bankstown Airport, it is essential that the airport
owner construct a new, purpose built terminal with sufficient capacity for current and
future regional traffic. This new terminal would have to be conceived as an up-front
investment and funded accordingly. It would require commercial and conference
facilities, together with secure parking for up to 1000 cars, vehicle rental facilities and
taxi/bus bays. Bankstown has the potenitial both to provide critical feeder services to
KSA, and to provide a solution to the future aviation needs of Western Sydney.

Moreover, a well-planned integrated airspace and aviation infrastructure system would
offer the optimal base for meeting the future aviation needs of regional NSW. Regional
aviation is a powerful ¢nabler of most of the economic activities of regional Australia.
Indeed, the provision of safe fast and timely aviation services is a matter inextricably
linked with regional development; as Australia’s regional economy grows, so too does
the demand for aviation services and the capacity to pay. Facilitating the development of
this virtuous circle must be seen as an important objective in planning the future
development and rolé of Bankstown Airport and its contribution to the “virtual Sydney
airport”. ' : ' ' o -

The key to securing an aviation infrastructure in the Sydney Basin that is both efficient
and viable into the long term is “infrastructural interconnectivity”. It is imperative that
new and improved transport links between the Sydney CBD and KSA be put in place.
The upgraded M5.and the proposed orbital will permit shorter transit times to the CBD,
as well as fo KSA. Although perhaps not esseritial to the role of Bankstown as currently
conceived, consideration must be given to a frequent, high speed rail link to KSA, similar
to the rail link between Gatwick and Heathrow in the UK, which would offer a viable
long-tetm solution to the operational integration of Bankstown; Sydney Airport and the
Central Business District. . o

Benefits of an Integrated Sydney Basin Airspace Man agement Plan and Aviation
Infrastructure Plan. T -

The benefits emerg_ing from the development of an integrated Sydney Basin Airspace

Management Plan and an integrated Aviation Infrastructure Plan, the operational'

coordination of Bankstown and KS ‘Airports, and the development of Bankstown into a

prernier RPT and non-RPT airport for regional services would accrue to four major

groups: R e e

e The regions of Australia,'b_ut rost 'nofabiy ;he’ regions of NSW;

e  Regional commercial aviation operators and those who service and supply them,
including airports in remote and regional Australia; .

e Gre‘ater'Weétem Sydnef,%; and ﬂib'st'i"mﬁértanﬁy'in EVEry sense

o The travelling pﬁbiic_, mOVihg_ for p_er'sbnal, _r‘ecreaﬁdnal and business reasons both
from the country to the city and from the city to the country.




Over the longer term, b(_}th_Syd‘;iey itself and AUfstralia_as a business and tourist
destination would also benefit substantially, and some of those benefits would accrue

almost immediately to remote and regional Australia.

The Regions: The main benefits to regional NSW, as well as northern Victoria and
southern Queensland; lie in the expansion of the civil aviation infrastructure, generating
new air route development, improved service standards, and lower costs through lower
aeronautical charges and reduced operating costs for regional airline operators.
Bankstown is at the centre of GWS as the fastest growing region of Sydney that supports
an economy greater than that of Brisbane. It also serves some two thirds of Sydney’s
population, and its proximity to Sydney’s major hospitals, specialist medical centres and
ottier professional services centres would suggest that some of the other major users of
general aviation services at KSA — notably the New South Wales Air Ambulance ~ could
efficiently and profitably relocate to an upscaled Bankstown airport. It will be important,
of course; that regional NSW is fully involved in both the planning and implementation
of any changes that would position Bankstown Airport as a major metropolitan aviation
facility, and that the development of Bankstown airport’s infrastructure be fully -
integrated with'the NSW State Government’s transport and other development plans for
western Sydney. R R T ;

Regional Commercial Aviation Operators: As a group, the regional commercial aviation
operatots are justifiably extremely sensitive to any moves by Airservices Australia, the
major interstate operators (in present circumstances, particularly QANTAS), and the
airport owners that might further erode their financial base, profitability or long term
viability. They are particularly sensitive to any suggestion that they be squeezed out of
KSA, and see a significant risk that QANTAS could effectively develop a stranglehold on
the regional aviation market through its dominant role at KSA and control of all peak
hour landing slots at KSA.. There have been recent failures of regional aviation .
companies which go to emphasise the point. This is ani important issue, one that demands
the careful attention of the ACCC and the Commonwealth Government more broadly if
the interests of the regional aviation operators and of regional and remote Australia are to
be well served. " B : ST " '

But, as noted earlier in this submission, the future of general aviation in the Sydney Basin
Airspace demands careful planning and preparation now if the long-term interests of all
operators and the travelling public are to be protected. It is as much in the interests of the
regional commercial aviation operators to join with 'po_iicy-makers in planning for their
future as it is for the KSA owners and the national domestic operators. The following

table illustrates the comparative air movements between Bankstown airport and KSA..

Location T __;_He:avyfAi_r_(;__r:s_ift_ - Medium Axrcraft " Small Aircraft
| >136tonmes |  >7tonmes | - <7tonnmes
SRS IR <136 tonnes - :

Banlstown | 0 | 1062 | 31088

KSA 76784 153 138 19 450

. Source: Airservices Australia 2002

While many of the small aircraft movements at Bankstown Airport are related to pilot
traininig and tecreational flying, the figures illustrate KSA’s capacity to shed the




movement of aircraft less than 50 tonnes MTOW (most of which are unable to employ
aerobridge access) to Bankstown Airport, with Bankstown Airport itself shedding some
of the flying training burden and recreational flying, through charging regimes, to
Camden Airport. L : -

For the regional operators, the critical benefits of relocation to Bankstown as part of an
integrated Sydney Basin Airspace Management Plan would be the lower operating costs,
reduced inflight delays, the availability of the acrospace indusrial cluster and associated
aviation technical support, and access to a large skilled population base. The essential
offsetting issue is that of access to KSA, the principal gateway and hub for the nation’s
aviation operations. It is that offsetting issug, having its taproot in concerns about equity
and the level playing field for all, which today dominates the debate on policy. -

Greater Western Sydney (GWS): As roted in the introduction to this submission, GWS is
already one of Australia’s biggest and most productive conurbations. The personal,
social and economic links between the residents of GWS and the rest of Australia are
growing, as is demand for improved communications between them and the rest of
Australia. - .

With respect to civil aviation, other major cities of the world offer some instructive
models of how unplanned aviation growth (both aircraft and infrastructure) can, in fact,
compound aviation management problems. Whereas London is able to manage the
relationship between Gatwick and Heathrow reasonably well (particularly using the rail
infrastructure), cities such as Paris (Charles de Gauile and Orly), Rome (Leonardo da
Vinei and Ciampino) and Los Angeles (LAX and Burbank) are significantly less well
provided for. In the case of Los Angeles, for instance, a great amount of regional
aviation centres on San Diego(100 kms to the south) and Burbank (30 kms to the west,
near Pasadena), with some general aviation using Orange County airport. While air
traffic in the Los Angeles Basin Airspace is more-or-less centrally directed, the lack of
any dedicated ground transport assets (especially rail) means that access to international
flights is dependent on crowded freeways, Sydney is in an excellent position to provide
for an efficient and safe aviation environment through integrated planning and
infrastructure development. - _ L

The Travelling Public: The principal benefits to the travelling public from the ‘virtual
airport’ coficept and cooperative approach recommended in this submission derive from
lower costs, faster turnaround times and greater convenience. Moreover, for many
Sydneysiders and residents of tegional Australia, the ancillary costs of their air travel will
foreseeably be lower under this approach. - Also the fact that the travelling customer can
expect at Bankstown to occupy a higher position on the customer service value ladder
(compared with, say, what they can expect from the large national operators or the airport
owner at KSA) will tend to afford customers greater satisfaction in their use of regional
aviation services. -~ i Lon o :

Overcoming the Constraints

There are, of course, evident political, social and economic obstacles in the path of
creating a “virtual” single Sydney airport. The transfer of regional air services away

from KSA in a peremptory way on the grounds of inconvenience to larger aircraft, cost of
terminal space or the availability of more lucrative uses for the currently reserved slots




would in the present circumstances be perceived as tantamount to conferring second-class
citizen status on travellers from regional Australia~ - .

For the regional aviation operators (whether or not they access KSA directly or per
medium of another linked operator) any removal from KSA would constitute a direct
threat to their economic viability in a competitive market (especially if QANTAS were to
continue opérating regional services into KSA). e

There are, however, some ways of overcoming these constraints. They include the
development of a comprehensive policy to promote a vigorous regional aviation industry
at the Government level, the development of a long-term regional aviation strategy by the
regional operators, the creation of a level playing field for all operators — big and small —
and petrmitting operators to-trade slots or otherwise realise the capital value of their
landing slots. . -~ L . -

Policy Development: The development of a comprehensive and integrated approach to
the development of regional Australia and the necessary economic support infrastructure
has still some way to go. There is a commonly-heard cry in remote and regional
Australia, that tegional aviation is a policy-free zone today. So an important central
element is the articulation of a regional aviation policy that confers equitable benefits on
all travelling Australians at reasonable cost. The creation of a thriving, efficient and low
cost regional aviation centre; such as this subniission proposes, would constitute an
essential step in meeting this policy need. = - ' '

Strategy Development: Over time, it would appear that a combination of capacity, cost
and infrastructure issues will serve to constrain the growth of regional aviation into the
Sydney basin, and even to impose further limits on the operators’ access to KSA. While
this submission does not regard it as a foregone conclusion that the smaller operators will
be pushed out of KSA, and in fact argues against any abrupt or peremptory move to force
a departure, it is important that the policy-makers engage them now in developing
appropriate growth and infrastructure strategies that will both support their own viability
and deliver improved services to regional Australia. '

The poli¢y~makers and the op‘éfatoi's will neéd to _l'c_)e_k closely at all operational issues
from the regional perspective as well as the trunk-route and interpational ‘perspective if
the Sydney Basin is to become a virtual single integrated aviation centre.

A Level Playing Field: Equally, it will be critical that the Commonwealth Government —
through its legislative and regulatory powers — ensures that all operators are treated
equally in an integrated Sydney aviation market. There cannot be one set of rules and
standards for the big players and another for the smaller operators. The ACCC, in
particular; will have an important role to play, as will Government aviation planners and
airport operators. . I ST '

Slot Trading

Consideration should also be given to allowin'g'the regional operators to realise the
capital value of their slots — especially their peak time slots — into KSA. There are
precedents to, be observed and lessons to be learned overseas in this exercise. .




Some sound policy in this area would not only serve to provide a prospect of useful
capital injection into regional operators’ businesses, but, more importantly, might provide
them with greater flexibility at the other end of the ‘virtual® alternative airport —
Bankstown - thereby allowing them to operate on an equitable basis at peak times so as
to complement the long-haul and interstate operators. '

Moreover, their ability to operate on an equitable basis at peak times would serve to
distribute the aviation load in the Sydney basin and alleviate the congestion that already
occurs at KSA at peak times during the week.. :

The Way Ahead

In order to consolidate the future of general aviation in Sydney and, more broadly, in
New South Wales as a whole, to enhance the long-term viability of regional commercial
aviation in Australia, to provide improved services in‘terms of both frequency and costs
to the travelling public (particularly in regional Australia) and to guarantee the long-term
availability of high standard aviation services to all inbound and outbound travellers, this
submission recommends the following five initiatives to the Standing Committee on
Transport and Regional Services. e

e First, the Commonwealth Government, in full consultation with the Government of
NSW, the major domestic operators, the regional commercial aviation operators, and
the Sydney Basin airport operators, should as a matter of urgency establish an
integrated Sydney Basin Airspace Management Plan and Infrastructure Management
Plan to ensure that the future development of KSA and Bankstown airport is fully
coordinated - including integration with future rail and road infrastructure

» Second, the Commonweal'th_(}over'nmmt needs, as a matter of urgency, to develop
clear and comprehensive policy guidelines relating to the future development of
Bankstown Airport, to confirm the earlier identification of Bankstown Airport as a
viable alternative for regional aviation, and to establish Bankstown Airport as a
premier regional regular passenger traffic airport.

e Third, a Bankstown Aifpdrt Masfer Plan;' including approach airspace independent
from KSA, needs to be developed in conjunction with progress made on
recommendations one and two. - - T

s Fourth, to énéburage regional commercial _av_i'at'ic__sﬁ operators to use Bankstown and
relieve pressures on KSA, Aiservices Australia should offer pricing concessions for
operators who use Bankstown as the main regional hub for air traffic into the Sydney

o Finally; the Commonwealth Government ficeds as a matter of urgency to examine a
range of other related issues affecting regional commercial aviation and operators. In
particulat, issues relating to the ageing of the light commercial aviation inventory
(with the associated maintenance and safety issues), capital gains tax arrangements,
slot trading for regional operators, depreciation and investment concessions, support
for the development of new aviation technology, taxes and charges and other imposts




that have pushed the costs of regional commercial aviation operations to
unsustainable levels. o T
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