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02

Need for Additional
Runway Capacity

This section provides detail on the need for the construction
and operations of a new runway at Perth Airport.
Detail is also provided on the following areas:
•• How many flights currently operate at Perth Airport and how
many are expected to operate in the future?
•• How is runway capacity and demand for more flights at
Perth Airport forecast?
•• Why is the new runway needed?
•• When is the new runway needed?
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2.1 Passenger and Aircraft Traffic at Perth Airport
Over the past decade, Perth
aviation markets have experienced
unprecedented growth. This growth
has been underpinned by:
•• a strong Western Australian
economy, substantially
contributed to by investment in
the resource sector,
•• strong commodity prices and
Australian dollar,
•• increased presence of low-cost
carriers both domestically and
internationally,
•• growing household incomes in
Australia and overseas,
•• declining real cost of airfares
despite high fuel prices, and
•• stimulus of domestic capacity
increase, with wide-bodied transAustralia aircraft seats increasing
by 61.6 per cent from 2007 to 2017,
including a surge of 52.4 per cent
between 2011 and 2013.
Total passengers travelling through
Perth Airport surged from 6.7 million
passengers in 2005 to 14.9 million
passengers in 2014. Since the peak
in 2014, there has been a slowing
in passenger numbers driven by a
reduction in intrastate and interstate
traffic with 2017 having 14.3 million
total passengers.
Figure 2‑1 shows the passenger
movements at Perth Airport for
2005 to 2017.

15,000

International

The Perth aviation market is made
up of international, interstate and
intrastate sectors, with each sector
being influenced by different
factors. When combined, interstate
and intrastate are referred to as
domestic passengers.

2.1.1 International Passenger
Activity
International passengers have
typically represented a third of total
passengers through Perth Airport.
In 2007, there were 2.2 million
international passengers, increasing
to 4.4 million in 2017. International
passengers at Perth Airport have
grown at an average annual rate of
7.4 per cent over the past ten years.
The main international destinations
for residents departing Perth during
2016 are shown in Figure 2‑2.
Asian destinations rank highly, with
Indonesia (largely Bali) accounting
for nearly 30 per cent of residents
departing Perth. Of the longer-haul
destinations, Europe and the UK
account for 17.4 per cent. There has
been little change in the international
destination mix since 2013, with
Indonesia still accounting for
approximately 30 per cent. Europe
and the UK have increased from 15.3
per cent and Thailand, previously the

second most popular destination,
dropping from 9.3 per cent.
The main markets for international
visitors arriving at Perth Airport
during 2016 are shown in Figure 2‑3.
The UK accounts for 17 per cent of
visitor arrivals and ‘other’ Europe a
further 14.1 per cent. Singapore and
Malaysia account for 14.1 per cent
and 12.1 per cent respectively. These
top four markets combined account
for 57.3 per cent of visitor arrivals
at Perth. These same destinations
occupied the top five spots in 2013,
though they accounted for almost
63 per cent of visitor arrivals at
that time. The change is due to a
strengthening in the visitor arrivals
from other ports rather than a
decrease in passenger numbers
from the top five.
Figure 2‑4 shows the change in
the composition of international
movements, residents and visitors,
at Perth Airport for the period from
July 1999 to February 2017.
The visitor share declined from
56 per cent in 2003 to 34 per cent
in 2012 and 2014, but has since
increased to 39 per cent.
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Figure 2‑1 Passenger movements at Perth Airport 2005 to 2017
Source: Perth Airport
Note: For the purposes of this document all passengers, including general aviation and charter passengers are included.

44

New Runway Project | Preliminary Draft Major Development Plan May 2018

2016

2017

02 Need for Additional Runway Capacity

29.9%

Indonesia
9.6%

Europe ex UK
8.3%

Singapore

7.8%

United Kingdom

7.2%

Thailand
5.4%

Malaysia
Other Asia

4.6%

New Zealand

4.4%
2.7%

South Africa

2.7%

India

2.5%

China

2.5%

Other & not stated

2.3%

Japan

2.2%

Vietnam

2.1%

USA

2.0%

Mid East

1.5%

Hong Kong
Canada

0.7%

Korea

0.6%

Taiwan

0.4%

Other Americas

0.4%

Oceania ex NZ

0.2%
0.1%

Fiji
0

50

100

150

200

250

300

Persons (000’s)
Figure 2‑2 Main destination for residents departing Perth during 2016
Source: Tourism Futures International (based on Australian Bureau of Statistics data)
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Figure 2‑3 Main markets for visitors arriving at Perth Airport during 2016
Source: Tourism Futures International (based on Australian Bureau of Statistics data)
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Perth-All: Visitor Arrivals and Resident Departures
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Figure 2‑4 Growth in international resident departures and visitor arrivals at Perth Airport from July 1999 to February 2017
Source: Tourism Futures International (based on Australian Bureau of Statistics data)
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Figure 2‑5 Comparison of major interstate and intrastate routes at Perth Airport with annual passenger levels for 2013 and 2016
Source: Tourism Futures International
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2.1.2 Interstate and Intrastate
Passenger Activity
During a period of rapid growth in
total airport passenger numbers
in the past ten years, domestic
passenger numbers increased from
5.9 million in 2007 to 9.9 million in
2017, representing an average annual
increase of just under 6.5 per cent.
Domestic passenger numbers grew
strongly over the period from 2002
to 2013. This in part reflects the
recovery from the Ansett collapse,
the growth of low-cost carriers such
as Virgin Blue and Jetstar, the strong
economy and significant resource
sector investments. The downturn
into 2014 reflects the end of the
resource investment boom and the

easing of commodity prices.
Table 2‑1 shows the top 20
Australian airports and their
domestic passenger numbers in
2016, including the compound
annual growth rates (CAGR) for the
ten-year period 2006 to 2016 and
the five-year period 2011 to 2016.
When just interstate and intrastate
passengers are considered, based on
Bureau of Infrastructure, Transport
and Regional Economics (BITRE)
data, Perth ranks as Australia’s
fourth largest airport.
As shown by Table 2‑1, Perth
Airport accounts for 7.7 per cent of
domestic passenger numbers that
travel through the top 20 Australian
airports. When compared to all

CAGR
Rank Airport

Passengers
('000s)

Change
over 2015

2006 to
2016

2011 to
2016

1

Sydney

26,548

4.1%

3.2%

1.8%

2

Melbourne

24,426

3.8%

3.8%

2.3%

3

Brisbane

16,998

1.3%

3.2%

1.7%

Perth*

8,287

-3.0%

5.1%

1.6%

5

Adelaide

6,921

2.7%

2.5%

0.6%

6

Gold coast

5,251

5.3%

4.7%

2.2%

7

Cairns

4,101

5.1%

3.6%

4.1%

8

Canberra

2,815

0.4%

1.0%

-2.8%

9

Hobart

2,313

5.8%

3.7%

4.0%

10

Darwin

1,783

1.0%

4.9%

4.8%

11

Townsville

1,500

0.1%

2.6%

-1.6%

12

Launceston

1,321

3.8%

3.6%

2.7%

13

Williamtown

1,151

0.7%

3.5%

-1.0%

14

Sunshine coast

941

12.4%

1.8%

0.6%

15

Mackay

815

-12.2%

2.1%

-4.9%

16

Alice springs

603

3.4%

0.0%

-1.2%

17

Rockhampton

593

-6.6%

0.1%

-3.8%

18

Karratha

557

-15.8%

7.8%

-3.8%

19

Hamilton island

515

4.2%

1.8%

2.4%

20

Ballina

465

6.5%

5.6%

9.8%

TOP 20

107,904

2.5%

3.4%

1.6%

AUSTRALIA TOTAL

116,064

2.3%

3.4%

1.6%

4

Table 2‑1 Top 20 Australian airports for domestic and regional passengers
Source: Tourism Futures International based on BITRE
Note: BITRE passenger data excludes general aviation and charter passengers

Australian airports, Perth Airport
accounts for 7.1 per cent of total
passengers. Perth’s passenger
growth amounted to a CAGR of
5.1 per cent for the ten years to
2016 and growth during the first
five years to 2011 was well above
the national average at 8.8 per cent,
but fell in the latter five years to
1.6 per cent.
The three airports remaining in the
top 20 which have a significant
mining-related component - Perth,
Mackay (central Queensland)
and Karratha (regional Western
Australia) - have seen recent drops
in traffic.
Intrastate traffic is influenced
by major resource projects, with
project sites serviced by either
Regular Public Transport (RPT)
airline services or general aviation1
charters. Intrastate traffic saw a
peak in 2013 of just over five million
passengers. The routes of Karratha,
Port Hedland, Newman, Broome,
Kalgoorlie and Onslow account
for 58 per cent of all intrastate
passengers. Since this time many
mines have completed construction
and moved into operational mode.
This, combined with increasing
automation of mining equipment,
has seen a decrease in the number
of people required on mine sites.
By 2016, numbers had fallen to
4.2 million, a reduction of 17 per cent
from the peak level.
Figure 2‑5 shows the main interstate
and intrastate routes at Perth
Airport with annual passenger levels
for 2013 (most recent peak for
domestic) and 2016. Melbourne was
the major route in 2016 accounting
for 35 per cent of all interstate
passengers. Sydney, the second
largest route, accounted for 29 per
cent of interstate passengers.

1 General aviation commonly refers to
that part of the aviation industry that
engages in activity other than commercial
air transport activity, such as charter,
aeromedical, agricultural, emergency
services, pilot training, aerial work such
as aerial photography and surveying, and
recreational and sports aviation activity.
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2.1.3 Aircraft Movements
The recent trends in aircraft
movements is also important. An
aircraft movement is defined as
either an aircraft arriving to, or
departing from, the airport.
In 2005, Perth Airport experienced
approximately 86,664 aircraft
movements. This grew to a peak of
151,335 annual movements in 2013.
Since this time, aircraft movements
have decreased to 130,114 in 2017.
Aircraft movements from 2005 to
2017 are shown in Figure 2‑6.

Aircraft Movements (000’s)

200

International

Historical trends in aircraft movements
can be summarised as follows:
•• Western Australia experienced
a resource construction boom
from 2007 until its peak in 2013,
which contributed to significant
aircraft movement and passenger
growth at Perth Airport. During
this period, Perth Airport was the
fastest growing airport in Australia
with an average annual passenger
movement growth rate of 7.5 per
cent, nearly twice as much as
the next fastest growing airport
(Brisbane). At the peak, airlines
and passengers were experiencing
significant delays which had flow
on impact to the many industries
and the wider Western Australian
economy. Figure 2‑7 shows annual
average growth rates for RPT
movements at Australian airports,

Domestic

•• Domestic and general aviation
movements have declined since
2013, mostly associated with a
slowing of the economy and the
Western Australian resource sector.
However, this is a normalising of
demand when considered in the
context of the significant growth
experienced between 2003 and
2015 when the Western Australian
resource sector was in a strong
construction phase, and
•• International aircraft movements
have shown relatively strong and
stable growth with a CAGR of
8.2 per cent for the period 2008
to 2016. International aircraft
movements declined in 2015 and
2016 as a result of airlines using
larger aircraft. However, aircraft
movements have begun to grow
again in 2017.
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Figure 2‑6 Aircraft movements at Perth Airport 2005 to 2017
Source: Perth Airport
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Figure 2‑7 Domestic aircraft movement compound annual growth rate at Australian airports between 2007 to 2013
Source: Bureau of Infrastructure, Transport and Regional Economics (BITRE)
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2.2 Activity Forecasts

2.2.1 Forecast Methodology

Passenger and aircraft movements
are not based on a single
homogenous market and different
factors influence the different
sectors. Therefore, in preparing
forecasts, a segmentation approach
is applied to Perth Airport’s markets
to better understand and assess
the significance of different traffic
drivers for international, interstate
and intrastate segments.

While many factors have an impact
on air service demand, only some
of these factors can be reliably
measured and their impacts
included in the forecasting models.
Perth Airport forecasts are based on
a number of elements, including:
•• the segmentation of Perth’s
international and domestic
markets to assess the significance
of traffic drivers,
•• a review of the air traffic history
available for Perth Airport and an
assessment of statistical trends,
which include:
––development of seasonal indices
and time series forecasts. This is
often found to provide a useful
shorter-term view of future
traffic behaviour,
––development of a quarterly
‘indicators’ model that shows the
movements in leading indicators
relative to traffic, including stock
market performance, company
profits, average weekly earnings,
and business and consumer
confidence, and
––analysis of Perth’s air traffic
responses to previous economic
downturns and other traffic
‘shocks’,
•• analysis of the general aviation and
business environment and current
airline schedules. This assists with
developing assumptions and
identifying qualitative factors that
might influence traffic outcomes,
•• models linking drivers and aircraft
traffic:
––macro models linking economic
indicators and aircraft traffic,
which are developed at the
aggregate airport level,
––micro models based on extensive
statistical analysis and published
studies, which are generally
based on a market or travel
purpose (for example, European
holiday) or routes, and
––final model outcomes based on
an iterative process between
the modelling approaches listed
above, which are constantly
being tested and updated, and
•• a review of official tourism forecasts
in Australia and elsewhere.

This approach allows for a clearer
picture of the relative size and
impact of each market segment,
resulting in forecasts that are more
responsive to events specific to a
given market. Many factors influence
the growth in air travel, the most
significant ones being:
•• gross domestic product on a
national and regional level,
•• disposable incomes of potential
travellers (both the level of income
and confidence that these levels
will be maintained and grow are
important),
•• the price of air transport and the
ground component of travel,
•• the competitiveness (quality,
product attributes and price)
of a destination compared to
alternative destinations,
•• the supply of airline services,
frequency, reliability, quality of
service,
•• the promotion of tourism by
governments, airlines and industry
bodies,
•• consumer tastes and available time
for travel, and
•• one-off factors and shocks
that impact travel such as the
September 11, 2011 terrorist
attacks in the USA and those in
Bali in 2002 and 2005; the SARS
outbreak in Hong Kong in March
2003, the collapse of an airline,
such as Ansett in 2001 and large
events such as the America’s Cup
and the Sydney Olympics.

There are several approaches to the
development of intrastate forecasts:
•• linking intrastate activity to
Western Australian Gross State
Product (GSP) or associated
economic measures such as Real
Final Demand,
•• reviews of major projects in the
Western Australian resource
sector against specific intrastate
route performance. The Western
Australian Resource Sector
Outlook, published in November
2014 by the Western Australian
Chamber of Minerals and Energy,
has been used in previous Tourism
Futures International forecasts.
However, a more recent version is
not yet available,
•• an approach which breaks
traffic into three segments and
establishes drivers for each:
––Western Australian regional
traffic for business, community
and leisure - unrelated to
the resource sector. Western
Australian GSP is used as the
main driver for this segment,
––resource sector construction
traffic - private construction
investment activity is used as the
main driver for mining-related
construction activity, and
––resource sector operation traffic
- export growth is used as the
main driver for this segment.
Perth Airport considers scenarios for
high, central and low passenger and
aircraft movement growth.
Perth Airport publishes detailed
forecasts every five years as part
of the master planning process.
Forecasts are also continually
reviewed to assist with planning.
The information that was used in
the NRP technical assessments, and
provided in this MDP, is based on
forecasts prepared in May 2016 by
Tourism Futures International (TFI).
TFI is a research-oriented company
specialising in aviation, travel and
tourism forecasting.
For the purposes of the MDP,
Perth Airport has prepared
forecasts that extend to 2045.
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2.2.2 Forecast Passenger
Demand
Key drivers for Perth Airport
passenger traffic include:
•• incomes growth (usually measured
in terms of economic growth),
•• economies of visitor markets
which drive international inbound
growth with the Australian and
Western Australian economies,
which also drive international
travel by Australian residents,
•• for interstate travel, the Western
Australian economic performance
drives outbound travel, with
inbound visitation from other
States driven by the performance
of the other State economies,
•• for intrastate traffic, Western
Australian resource sector activity
has a significant impact,
•• Australian and overseas population
growth and demographic factors,
such as age and workforce
participation, are important
drivers of the propensity to travel.
With the slowing of the Western
Australian economy and an
increase in the unemployment rate
in Western Australian to over 6 per
cent, net interstate migration for
Western Australia can be expected
to fall (in 2016 amounted to a
reduction of 7,700 people),
•• costs of travel overall, and costs
relative to alternative travel
options and destinations, impact
on international and domestic
travel. Thus, oil prices, airfares,

accommodation costs and
exchange rates have an impact,
and
•• supply side factors, particularly
the supply of airline seat capacity,
have a major role, particularly in
the short to medium term.
Key issues currently in the business
environment include:
•• uncertainty surrounding
international economic growth.
Concerns remain given
vulnerabilities in a number of
emerging market economies,
European debt issues, impact on
the United Kingdom of Brexit,
the re-emergence of the United
States economy out of the Great
Recession (2008 to 2015) and
ongoing structural change in China,
•• the Australian economy continues
to adjust to the end of the mining
investment boom and fall in
commodity prices,
•• on a positive note, the fall in the
Australian dollar over recent years
has encouraged international
visitor growth, and should
stimulate Australian domestic
travel,
•• strong growth in international
travel to Australia from China is
continuing. An increase in Chinese
airlines providing capacity to an
increasing number of international
airports across Australia is a
positive development that is likely
to continue for some years,

International
(‘000,000)

Domestic
(‘000,000)

All (‘000,000)

2014 (actual)

4.12

10.79

14.91

2015 (actual)

4.19

10.56

14.76

2016 (actual)

4.25

10.23

14.49

2023

5.61

12.51

18.12

2024

5.87

13.13

19.00

2025

6.15

13.76

19.91

2026

6.41

14.25

20.66

2027

6.65

14.76

21.41

2028

6.89

15.27

22.17

2045

12.01

23.34

35.35

Financial Year

Table 2‑2 Perth Airport passenger forecasts central growth
Source: Perth Airport, Tourism Futures International
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•• a major negative for domestic
traffic activity across Australia is
the continued delay in delivery of
aircraft capacity by Qantas and
Virgin. Both airlines are likely to be
looking for signs of improvement
in business traffic and yields before
committing to substantial capacity
increases,
•• for Western Australia, the end
of construction for several gas
projects will see construction
investment activity fall to its lowest
level since 2006. New project
investment and exploration activity
is unlikely to increase substantially
until there is a sustained
improvement in iron ore and other
commodity prices, and
•• the impact of increasing
unemployment, low consumer
confidence and decreasing
residential property prices in
Perth is likely to reduce private
consumption.
Key drivers for overseas visitors
in the macro model include
Organisation for Economic
Cooperation and Development
(OECD) GDP and exchange rates.
For Australian resident travel,
Western Australian GSP and
exchange rates are key. Travel
costs and airline capacity are most
relevant when above or below longterm averages.
Key drivers for interstate travel
include Western Australian GSP,
Australian GDP, exchange rates,
intrastate travel (heavily influenced
by the mining sector) and airline
capacity. Again, travel costs and
airline capacity are most relevant
when above or below long-term
averages. While airline capacity
growth is slowing, it was expected
to recover strongly from 2018
when new aircraft types were to be
delivered to both Qantas and Virgin.
These deliveries, however, have now
been delayed.

02 Need for Additional Runway Capacity

Key drivers for intrastate travel
include Western Australian GSP and
the resource sector. It is resource
sector and particularly the resource
sector investment and construction
activity that contributed to the
strong growth over the past decade.
The response of the resource sector
to commodity prices and the need
to respond to market conditions also
plays an important role in dictating
demand from the sector. The largest
impact of the resource investment
slowdown was expected to be
first felt in 2017 and extend into
2018 with the end of construction
for two of the large LNG projects,
Gorgon and Wheatstone. Looking
forward, there is still a great amount
of untapped potential in the
resource sector across a range of
commodities such as LNG, lithium,
iron ore and gold which indicates
that the next wave of investment
could come relatively swiftly.
Considering all the factors above,
and based on a central scenario
with unconstrained growth, annual
international passengers at Perth
Airport are forecast to grow from
4.25 million in 2016 to 12.01 million
in 2045. In the same period, annual
domestic passengers are forecast
to grow from 10.23 million to
23.34 million in 2045. Total annual
passengers are therefore forecast
to grow from 14.49 million in 2016
to 35.35 million in 2045 as shown in
Table 2‑2.

2.2.3 Forecast Aircraft
Movements
Passenger forecasts are an important
input to the aircraft movement
forecasts. For RPT passenger
services, airlines accommodate
passenger increases through:
•• an increase in passenger load per
aircraft,
•• changes to aircraft types (larger
aircraft or increases in seats on
existing aircraft types), and
•• increases in the frequency of flights.
When developing aircraft movement
forecasts the following are considered:
•• the history of passenger and
aircraft movements - examining
the trade-off when passenger
numbers increase, between
growth in passenger seat factors,
increased aircraft size and
increased flight frequency,
•• aircraft orders by Australia’s
domestic airlines and by overseas
airlines, with anticipated future use
of new aircraft types such as the
Airbus A320/Airbus A321neo and
Boeing 737MAX aircraft (narrow
body aircraft mainly for domestic
and shorter-haul international use)
and the Boeing 787/Airbus A350
aircraft (mainly for international
use) along with larger aircraft
types such as the Boeing 777 and
Airbus A380, and
•• the trend for low cost carriers
to have higher seat densities
(numbers of seats per flight) than
the full-service airlines for the
same aircraft type.

Actual (‘000 movements)
Financial Year

2012

2013

International

19.9

21.3

24.5

23.2

Domestic Total

82.5

91.7

93.3

1.4

1.4

General Aviation

38.4

TOTAL

142

Freight

2014

2015

As a result of these considerations,
the forecasts have assumed
a growth in overall average
passengers per movement for
international and domestic services
which results in aircraft movements
growing at a slower rate than
passenger numbers.
General aviation aircraft movement
forecasts are based on trend analysis
in the industry sectors within which
these operators contract. Freight
and passenger aircraft movement
forecasts are combined to produce
the total aircraft movements forecast.
Based on a central growth scenario,
annual international aircraft
movements at Perth Airport are
forecast to grow from 22,486 in
2016 to 42,447 in 2045. In the same
period, annual domestic aircraft
movements (excluding general
aviation aircraft) are forecast
to grow from 89,485 in 2016 to
157,669 in 2045. Total annual aircraft
movements are forecast to grow
from 135,220 in 2016 to 241,216
movements in 2045 when the
41,100 general aviation and freight
movements are included. This is
shown in Table 2‑3.

Forecast (‘000 movements)
2016

2025

2030

2045

22.5

27.7

30.9

42.4

91.9

89.5

110.1

123.2

157.7

1.4

1.4

1.3

1.7

2.1

3.1

37.0

30.5

24.8

22.0

32.9

34.9

38.0

151

150

141

135

172

191

241

Table 2‑3 Perth Airport aircraft movement forecasts central growth
Source: Perth Airport, Tourism Futures International

New Runway Project | Volume A: Background and Need

51

02 Need for Additional Runway Capacity

2.2.4 Forecast Sensitivities

2.2.5 Master Plan 2014
Forecasts

A comparison of the low, central and
high forecasts for passengers and
aircraft movements are shown in
Figure 2‑8 and Figure 2‑9.

Passenger and aircraft forecasts are
based on many assumptions, the
estimation of a number of factors,
and how these factors will change in
the future.

The passenger and aircraft
movement forecasts presented in the
Master Plan 2014 were developed in
line with the methodology outlined
in the previous section.

A variation in the forecast growth
rates does not change airport
infrastructure plans, but rather the
timing. If air traffic grows faster
(high case) than the forecasts,
infrastructure, such as the new
runway, would be required earlier.
Conversely, if air traffic grows at
a slower rate (low case) than the
forecast, the new runway would be
required later.

The actual growth in the passenger
and aircraft movements will
invariably differ from the forecasts.
For this reason, lower and higher
growth scenarios have also been
developed to provide a sensitivity
test on the forecasts.

Forecasts underpinning the Master
Plan 2014 identified that, based on a
central scenario, annual international
passengers at Perth Airport were
forecast to grow from 3.76 million
in 2013 to 8.57 million in 2034. In
the same period, annual domestic
passengers were forecast to grow
from 9.9 million to 19.88 million. Total
annual passengers were forecast to
grow from 13.66 million in 2013 to
28.45 million in 2034.
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Figure 2‑8 Perth Airport passenger forecast high, central and low growth
Source: Tourism Futures International
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Figure 2‑9 Perth Airport aircraft movement forecast high, central and low growth
Source: Tourism Futures International
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Figure 2‑10 Master Plan 2014 passenger forecasts for Perth Airport
Source: Perth Airport Master Plan 2014 - Tourism Futures International (2014)
Note: Annual change to 2018, Five-year compounded annual growth rate for 2022 to 2034.
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Figure 2‑11 Master Plan 2014 total aircraft movement forecasts for Perth Airport
Source: Perth Airport Master Plan 2014 - Tourism Futures International (2014)
Note: Annual change to 2018, Five-year compounded annual growth rate for 2022 to 2034.
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Figure 2‑10 shows the Master
Plan 2014 high, central and low
passenger forecast.

138,000 in 2034. Total annual
aircraft movements were forecast
to grow from 151,300 in 2013 to
222,700 in 2034.

Based on a central scenario,
international aircraft movements
were forecast to grow from 21,200 in
2013 to 33,800 in 2034. In the same
period, annual domestic aircraft
movements (excluding general
aviation aircraft) were forecast
to grow from 89,000 in 2013 to

in aviation demand. Additionally,
forecasting undertaking for the
Master Plan 2014 was conducted
over a 20-year horizon covering the
planning period 2014 to 2034.

Figure 2‑11 shows the Master Plan
2014 high, central and low aircraft
movement forecasts.

Figure 2‑12 and Figure 2‑13 provide a
comparison of the Master Plan 2014
and NRP forecasts.

Since forecasts for the Master
Plan 2014 were prepared (in May
2013) there has been a softening

35000
Actual

Master Plan 2014 Forecast

NRP Forecast

30000

Passengers (000’s)

25000

20000

15000

10000

20

45

43

41

20

20

20
39

20
37

20
35

20
33

20
31

20
29

20
27

20
25

20
23

20
21

20
19

20
17

20
15

20
13

9
0

20
11

20

0
20

20

5

07

5000

Figure 2‑12 Comparison of New Runway Project and Master Plan 2014 passenger forecasts
Source: Perth Airport Master Plan 2014 - Tourism Futures International (2014)
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2.3 Aircraft Movement
Profile at Perth Airport

2.3.1 Existing Aircraft
Movement Profile

Annual passenger forecasts are an
important consideration in Perth
Airport planning. The capacity
of airport infrastructure needs
to provide the targeted levels of
efficiency and customer service in
peak or busy demand periods.

In 2013, the airport experienced
576 aircraft movements on the busiest
day, while in 2016 this fell to 477
aircraft movements on the busiest
day. Figure 2-14 shows the number of
aircraft movements for international,
interstate and intrastate per day
ranked from busiest day to least
busiest day.

The travel pattern of people, for
both pleasure and employment,
governs the peak periods for aircraft
movements. Therefore, the number
of passengers wanting to travel and
the time that they want to travel at,
influences the number of aircraft
arriving and departing Perth Airport.

When looking at the weekday traffic
profile, international and interstate
traffic have consistent profiles
and volumes whereas intrastate
(including general aviation charter)
traffic volumes are lower on Monday
and Friday. The profile remains
consistent across the weekdays as
shown in Figure 2‑15, Figure 2‑16 and
Figure 2‑17.

While schedules for international,
interstate and intrastate airlines
remain consistent across the year
showing limited seasonal change,
the daily movements can vary for a
variety of operational reasons such
as demand fluctuations, weather,
and other network disruptions.

500

Intrastate

Weekend traffic profiles sees
differences between Saturday and
Sunday. Although international
and interstate traffic has similar
volumes and profiles for Saturday
and Sunday, the intrastate traffic
has a morning peak on Saturday
and an afternoon and evening peak
on Sunday as shown in Figure 2‑18,
Figure 2‑19 and Figure 2‑20.
There is no significant difference
in profile between Tuesday,
Wednesday and Thursday (midweek days) and Monday and
Friday, with only a minor difference
between Saturday and Sunday as
shown in Figure 2‑21, Figure 2‑22
and Figure 2‑23.
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Figure 2‑14 Ranked daily aircraft movements by sector at Perth Airport in 2016
Source: Airservices (Noise Flight Path Monitoring System)
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Figure 2‑15 Weekday international traffic profile at Perth Airport
Source: Airservices (Noise Flight Path Monitoring System)
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Figure 2‑16 Weekday interstate traffic profile at Perth Airport
Source: Airservices (Noise Flight Path Monitoring System)
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Figure 2‑17 Weekday intrastate traffic profile at Perth Airport
Source: Airservices (Noise Flight Path Monitoring System)
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Figure 2‑18 Weekend international traffic profile at Perth Airport
Source: Airservices (Noise Flight Path Monitoring System)
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Figure 2‑19 Weekend interstate traffic profile at Perth Airport
Source: Airservices (Noise Flight Path Monitoring System)
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Figure 2‑20 Weekend interstate traffic profile at Perth Airport
Source: Airservices (Noise Flight Path Monitoring System)
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Figure 2‑21 Comparison of weekday to weekend profile at Perth Airport
Source: Airservices (Noise Flight Path Monitoring System)
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Figure 2‑22 Comparison of midweek to Monday to Friday profile at Perth Airport
Source: Airservices (Noise Flight Path Monitoring System)
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Figure 2‑23 Comparison of Saturday to Sunday profile at Perth Airport
Source: Airservices (Noise Flight Path Monitoring System)
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Therefore, in terms of daily
movements:
•• Tuesdays, Wednesday and
Thursdays are the busiest
weekdays, and are significantly
busier then Mondays and Fridays,
•• weekends have significantly lower
movements with Sunday being the
busier weekend day, and
•• Saturday is the quietest day across
the week.
These features are evident when
comparing the total number of
aircraft movements across a day,
over a year period, ranked by day of
the week, as shown in Figure 2‑24.
Due to the nature of the resource
sector’s FIFO workforce scheduling
and deployment requirements, and
the need to time many international
flights to connect to other services
at hub airports, Perth Airport
experiences significant peak periods
of departures and arrivals demand
at certain times of the day and night.
FIFO contributes significantly to
the aircraft movement peaks at
Perth Airport, FIFO is very aircraft
movement intensive and resource
companies require their services
to operate in narrow windows to
meet workforce mobilisation and
rostering requirements. In the early
morning there is a departure peak,
with approximately 80 per cent of
aircraft movements during the peak
leaving the airport. At the height of
the resource sector boom in 2013,
this departure peak saw up to 40
aircraft departing each hour for
a two to three-hour period. Thus,
in preparation for the significant
number of morning departures,
there were more than 165 aircraft
parked overnight at Perth Airport
during this period. A study
undertaken at the time by Perth
Airport identified that Perth Airport
had more mid-week departures
between 6.00 am and 8.00 am than
Sydney Airport, noting the pent-up
demand at Sydney due to a curfew
before 6.00 am and Sydney Airport
being three times the size of Perth in
terms of passenger numbers.

This departure peak is still evident
today, however the duration of
the departure peak has reduced.
Figure 2‑25 shows the number of
departures per hour across a typical
day in 2016.
Along with the morning departures
wave servicing the resource sector
in midweek mornings, there are also
high arrival peaks in mid-morning
and late afternoon as these aircraft
return to Perth and combine with
arriving interstate and international
services. These arrival peaks are
spread over a wider period than the
departures peaks, as current airfield
and airspace capacity permits fewer
arrivals per hour than departures.
Figure 2‑26 shows the number of
arrivals per hour across a typical day
in 2016.
A combined arrival and departures
profile, as shown in Figure
2‑27, shows that Perth Airport
experiences four peak periods
across the day:
•• 5.00 am to 7.59 am morning
departure peak,
•• 9.00 am to 11.59 am morning
arrivals peak,
•• 2.00 pm to 3.59 pm afternoon
departures peak, and
•• 6.00 pm to 6.59 pm early evening
arrivals peak.
Similar data is also available for 2012
and shown in Figure 2‑28. As can be
seen the pattern of four peaks is still
present but what is noticeable is the
higher volume of traffic. This volume
saw Perth Airport exceed the runway
capacity for departures and arrivals
at different times of the day.
Night traffic should also be
considered in the daily profile.
Although the daily profile changes
across different days, the night time
traffic profile remains consistent
across all days. As shown in Figure
2‑29, when comparing each day
across 2016, the night traffic
represents 31 per cent of traffic.

2.3.2 Future Aircraft
Movement Profile at Perth
Airport
Morning departure and evening
arrival peaks are largely driven by
the resource sector’s workforce
scheduling requirements, FIFO
workers depart in the early morning
to arrive in time to start their shift
on the various mine sites in Western
Australia’s north and south. There
is a corresponding arrival peak for
workers returning to Perth.
International peaks arise from a
complex array of constraints and
influences which prevent airlines
from scheduling any significant
portion of flights outside of the
peaks. Due to the proximity of
Perth to the major Asian and Middle
East airports, international peaks
are driven by the demands and
constraints of the major hub airports
in this region, including:
•• longer haul flights operating via
Asia and the Middle East need to
connect with flights in hub airports
such as Singapore and Dubai so
that passengers can be carried to
their ultimate destinations. Flights
that arrive in these hub airports
need to arrive in sufficient time to
catch the bank of outgoing flights,
•• slot limitations in Asia and Europe
place a limit on when aircraft
can arrive and depart from Perth
Airport, and
•• passenger preferences to
commence or complete journeys
at ‘friendly’ times of day (not too
early in the morning or too late in
the evening).
As the factors affecting Perth
Airport’s movement profile are
long-term in their nature, it is not
anticipated that the profile will
undergo any significant changes in
the future.
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Figure 2‑24 Ranked daily movements by day of the week in 2016
Source: Airservices (Noise Flight Path Monitoring System)
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Figure 2‑25 Number of aircraft departing Perth Airport each hour in 2016
Source: Airservices (Noise Flight Path Monitoring System)
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Figure 2‑26 Number of aircraft arriving at Perth Airport each hour in 2016
Source: Airservices (Noise Flight Path Monitoring System)
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Figure 2‑27 Number of departing and arriving aircraft at Perth Airport each hour in 2016
Source: Airservices (Noise Flight Path Monitoring System)
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Figure 2‑28 Number of departing and arriving aircraft at Perth Airport each hour in 2012
Source: Airservices (Noise Flight Path Monitoring System)
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Figure 2‑29 Ranked daily movements by day and night at Perth Airport in 2016
Source: Airservices (Noise Flight Path Monitoring System)
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The reference code provides a
method of grouping aircraft with
different characteristics which
behave similarly when taking off,

62

The existing Perth Airport layout
consists of two intersecting runways
(Figure 2‑30). The main runway
(03L/21R), with an orientation
running north-south, is 3,444 metres
long and 45 metres wide. The cross
runway (06/24), with an orientation
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Figure 2‑30 Existing runway
layout at Perth Airport
Source: Perth Airport
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While the number of runways
contributes to the capacity of
an airfield, more important is the
independency of the available
runways. Independent runways
operate without restrictions on
each other, meaning that arrivals
and departures can occur on
each runway at the same time.
Dependent runways operate with
restrictions determined by the type
of operations on adjacent runways,
requiring aircraft separation between
aircraft landing on each runway.

The location of taxiways also
contributes to the number of aircraft
movements within a given period as
they determine how long an arriving
aircraft occupies a runway before
exiting. Consistent and predictable
runway occupancy times assist air
traffic controllers to plan for aircraft
separation that maximises use of the
runway.

06

The ICAO and MOS adopt a code
system known as the aerodrome
reference code. The code comprises
of a number and a letter. The
number is based on the aircraft
reference field length (runway length
required) and the letter is based on
the aircraft wingspan and the outer
main gear wheel span.

2.4.2 Airfield Geometry

Generally, intersecting runways are
constructed due to land constraints
and to support flight operations in
multiple prevailing wind directions.
However, as aircraft technology
has improved so has the ability of
aircraft to handle multiple prevailing
winds or cross wind components.

nway

Australia’s Civil Aviation Safety
Authority (CASA) is responsible,
under the Civil Aviation Act 1988,
for developing and disseminating
appropriate aviation safety standards.
Perth Airport, as the airport operator,
is responsible for the safety of the
aerodrome in accordance with Civil
Aviation Safety Regulations 1998
(CASR) Part 139 – Aerodromes.
These regulations are supported
by a Manual of Standards Part 139
– Aerodromes (MOS 139), which
prescribes the technical standards
for aerodromes used in air transport
operations. The specifications
contained in MOS 139 are largely
the same as the International Civil
Aviation Organization (ICAO)
standards, noting that there are
some differences.

The location of the intersection of
the runways also contributes to, or
impacts, capacity. The intersection
of the cross runway (06/24) with
the main runway (03L/21R) is 2,418
metres from the 03L threshold, or
approximately two thirds the way
down the main runway. Because of
the location of the intersection, and
depending on the flow of traffic at
the time, the rate at which aircraft
can arrive and depart varies.

3,444

2.4.1 Aerodrome
Reference Code

The existing main runway (03L/21R)
and cross runway (06/24) are both
classified as code 4E which means
they can accommodate the Airbus
A330, Boeing 777 and Boeing
787 Dreamliner. The Airbus A380
can also operate on the existing
runways due to a grandfather
clause in MOS 139 allowing the
Airbus A380 aircraft to operate on
existing 45-metre-wide runways (as
it was built prior to January 2008),
subject to the runway meeting
requirements regarding shoulder
pavements (pavement on the edge
of a runway designed to protect
the surface from erosion by engine
jet blast). The Airbus A380 rarely
uses the cross runway (06/24) for
take-off because it is much shorter
than the main runway (03L/21R) and
is therefore very restrictive on the
aircraft’s performance. On occasion
the Airbus A380 has landed on
the cross runway, this is achievable
because the aircraft is lighter on
arrival (due to fuel burn) making the
runway length less restrictive.

running northeast-southeast, is 2,163
metres long and 45 metres wide.
Being an intersection dependent
runway system, flight operations
on one runway affect the flight
operations on the other runway.
The capacity from an intersection
dependent runway system is higher
compared to a single runway but
less than an independent parallel
system.

Main
ru

Runway capacity is a complex issue
that relies on a range of factors.
The rules that affect capacity vary
from airport to airport and from
country to country. The capacity of
a runway system is determined by
considering several factors during
peak periods including:
•• the aerodrome reference code,
that considers runway length and
width,
•• runway geometry including the
number of runways available for
simultaneous use,
•• aircraft traffic flow,
•• aircraft types that use the airfield,
and
•• airspace available, which is
influenced by proximity to other
airports, topography and aircraft
noise considerations.

landing, taxiing and parking and
is used in the planning of airport
infrastructure (runways, aprons and
taxiways). For instance, the length
and width of a runway impacts on
the type of aircraft that can use the
runway and therefore which aircraft
can serve an airport.

21
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The arrival rate is the most
constrained as aircraft need to
follow a narrow flight corridor,
aligned to the runway centreline, for
the final approach to touchdown,
whereas with departures the aircraft
can be spread out shortly after
take-off and therefore allow more
aircraft to depart. If the spacing
between aircraft on final approach is
not delivered consistently, the larger
gaps will lead to increased levels of
delay and lower runway throughput.

24
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North Flow
Runway 03 is used for arriving aircraft and
runways 03 and 06 are used for departing aircraft.
This scenario provides the maximum departure rate
by using Runways 03 and 06 for departures.
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The North and South Flow runway
configurations, shown in Figure 2‑31,
are used at Perth Airport as much
as possible, however poor weather
conditions can mean the flows
cannot operate at their peak rates all
the time.

As discussed in Section 2.3, due
to the nature of international,
interstate, and intrastate schedules,
Perth Airport experiences significant
departure and arrival peaks. With a
balanced pattern, the time spacing
required between arriving flights is
used for a departing flight therefore
achieving a greater number of total
aircraft movements. The imbalance
between arrivals and departures
during the peak times at Perth
means that the capacity benefits of
a balanced traffic flow pattern are
not achievable.

Departures: 03, 06
24
6/
y 0 ay)
a
nw
nw
ru
Ru
ss
ro
(c

06

In South Flow, when aircraft arrive
from the north over Guildford and
Bellevue, and take-off to the south
over Queens Park, the location of
the intersection provides the highest
arrival rate. Aircraft arriving on
runway 21 will cross the runway 24
intersection shortly after touching
down on the runway and at high
speed, allowing arriving aircraft to
be sequenced for the use of both
runway 21 and runway 24 with
less spacing than that required if
the two aircraft are landing on the
same runway. Departing aircraft will
use runway 21, and can prepare to
take-off while the arriving aircraft is
landing on runway 24. The arrivals
rate is occasionally reduced when, in
certain wind conditions, runway 24
will need to be used by both arriving
and departing aircraft.

A runway system is most efficient,
and therefore achieves the most
capacity, when aircraft are of similar
performance and there is a balance
between departures and arrivals. An
even spread of arrival and departing
traffic would see a higher capacity
than a pattern with peak periods of
departures or arrivals, such as in Perth.

Runw
ay 03
/21
(main
runw
ay)

In North Flow, when aircraft arrive
from the south over Queens Park
and Welshpool, and take-off
over Guildford and Bellevue, the
departure rate is at its highest.
This is because both main runway
03 and cross runway 06 can be
used, in sequence one at a time,
by departing aircraft. The location
of the intersection means an
aircraft departing on runway 06
only restricts the use of runway
03 until the departing aircraft
crosses the 03 intersection. In
North Flow, all arriving aircraft land
on runway 03, allowing another
aircraft to prepare to take-off
on runway 06 while the arriving
aircraft is landing on runway 03.

The aircraft type and airspace
factors that contribute to the
capacity of an airport include:
•• performance and operating
requirements of different aircraft
types,
•• pattern of arriving and departing
traffic,
•• operational mode (the runways
being used for take-off and landing)
which is dependent on weather,
and the capacity of that mode,
•• separation distances between
aircraft on final approach,
•• departure routes separation, and
•• the proximity of other airports.

21

The way that aircraft are managed
also influences capacity. There are
two main flows of traffic at Perth
Airport, which are referred to as the
North Flow and South Flow.

2.4.4 Aircraft Types
and Airspace

21

2.4.3 Traffic Flow

Arrivals: 21, 24

South Flow
Runway 21 is used for departing traffic, and
runways 21 and 24 are used for arriving traffic.
This scenario provides the maximum arrival rate.
D: Departure (green) A: Arrivals (pink)

Figure 2‑31 North and South Flow runway operations at Perth Airport
Source: Perth Airport
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The spacing between aircraft is
impacted by the size of the aircraft
and their operating performance.
Every aircraft type performs
differently, depending on its
total weight and engine type. A
propeller-engine aircraft such
as the Dash 8 has an approach
speed of approximately 110 knots
(200 kilometres per hour), while a
large jet-engine aircraft such as the
Boeing 787 has an approach speed
of 153 knots (283 kilometres per
hour). The differences in aircraft
performance is a key consideration
in planning for appropriate spacing
and maximising the capacity of a
runway.
The type and size of aircraft that
operate at Perth Airport varies
greatly from smaller propeller engine
aircraft all the way to the largest
passenger jet in service, the Airbus
A380. The range of aircraft that
operate at Perth Airport is shown
Figure 2‑32.

As Perth Airport is located between
Jandakot and RAAF Base Pearce,
the proximity of these aerodromes
and their operation can impact on
the airfield capacity at Perth Airport.
While the majority of flights from
Jandakot Airport do not affect Perth
Airport, some aircraft departing
Jandakot in poor weather need to
climb into Perth airspace to ensure
safe flight above terrain. Depending
on the runway available for use at
Jandakot, aircraft arriving at Perth
may be delayed to facilitate the
Jandakot departure. During South
Flow operations, the Royal Flying
Doctor Service medical priority
flights can delay aircraft departing
Perth, particularly when the weather
is poor (low cloud and/or low
visibility) as the priority aircraft
need to climb into Perth airspace to
ensure safe flight above terrain.

During North Flow operations in
poor weather, aircraft descending
until they achieve visual recognition
with the runway use the same
airspace, regardless of whether
the aircraft is arriving at Perth or
Jandakot. For air traffic control to
maintain the minimum required
radar separation of three nautical
miles, aircraft arriving at Jandakot
must be sequenced with aircraft
arriving at Perth. As such, each
Jandakot arrival uses an airspace
‘slot’ that could have been used for
the Perth arrival, thus reducing the
number of aircraft that can land at
Perth in any given period.

Airbus A320
Airbus A321

Other

Airbus A330

Saab 340
Airbus A340
Airbus A350
Airbus A380

Fokker 70

Boeing 717
Fokker 100

Boeing 737

Embraer 190
Embraer 170
Boeing 787

Boeing 747
Boeing 777

Figure 2‑32 Aircraft movements by aircraft type at Perth Airport in 2016
Source: Perth Airport
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2.4.5 Existing Capacity
A key factor when considering
capacity is the amount of delay
experienced by an aircraft. A delay
is defined as the difference between
the time taken for an aircraft to pass
through the runway system when
unconstrained compared to the
constrained system.
The United States Federal Aviation
Administration considers that at
jet aircraft dominant airports, delay
increases rapidly once demand
exceeds an average delay of four
minutes. Simulation modelling for
Perth Airport has seen that delay
increases rapidly once demand
exceeds an average delay between
five and seven minutes.
Perth Airport has undertaken
extensive computer simulation
modelling to determine the capacity
at Perth Airport. This modelling
makes use of the Total Airspace
and Airport Modeler (TAAM) which
is an industry standard tool for
modelling airspace and airports.
The modelling took into account
factors specific to Perth Airport: the
airfield layout, fleet mix and profile
of aircraft movements as described
in Section 2.3. Future scenarios were
modelled based on the movement
forecasts from TFI. The modelling
predicted that the maximum
number of aircraft that could use the
airport over a 24-hour period with
an average six minutes’ delay across
the day is 545 aircraft movements.

Further simulation modelling
demonstrated that using the
minimum acceptable delay of
five minutes, and an entire week’s
schedule (including weekends), just
over 145,000 movements annually
could be achieved. This number
corresponds to far fewer than 545
daily movements because of the
peaky profile of aircraft movements
at Perth Airport. As the 145,000
movements are not distributed
evenly across all days of the year,
the 545-daily limit is reached on the
busiest days when there are just
145,000 movements throughout the
year overall.
Weekends at Perth Airport see
much lower demand than weekdays,
hence will have much lower delay.
Therefore, the average delay figure
is brought down by including the
weekends and it is likely that on the
busiest weekdays, average delay
will be higher than the five-minute
criterion. When the daily or annual
capacity figure is reached, this does
not mean the runway system will not
operate, but rather further delays
will be experienced, with delays
being exacerbated during the peak
periods.
To ensure that aircraft can be
safely controlled and for airlines to
understand potential constraints
when considering scheduling
additional flights, Airservices has
established agreed hourly capacity
rates for both departure and arrival
at Perth Airport. This capacity

considers operational limitations
in terms of runways (length and
layout configuration) as well as
meteorological conditions. Arrival
capacity is greater under visual
conditions than under instrument
conditions (low visibility due to rain,
fog or low-level cloud).
For Perth Airport, the declared
arrival and departure capacities are
shown in Table 2‑4.
These hourly capacities are regularly
reviewed to ensure the rates can be
achieved consistently in the peak
periods.

2.4.6 Ultimate Capacity
Modelling undertaken during the
development of the Master Plan
2014 was based on an ultimate
airfield and runway capacity of
475,000 annual aircraft movements.
The ultimate capacity is based on a
combination of airfield and airspace
capacity, including the construction
of the new runway.
This translates to a capacity uplift
to around 60 arrivals during the
peak arrival hour, 70 departures in
the peak departure hour and up to
100 movements during a balanced
arrival and departure hour.

Arrivals (few departures)
(movements per hour)

Departures (few arrivals)
(movements per hour)

South Flow (21 departures, 21 arrivals & 24 arrivals)

26

40

North Flow (03 departures & 06 departures, 03 arrivals)

24

42

Mode

Table 2‑4 Perth Airport aircraft movement hourly capacity
Source: Perth Airport and Airservices
Note: Rates above are per hour and cannot be added together. For example, there can be a maximum of 26 aircraft in an arrival period or a
maximum of 40 aircraft per hour in a departure period. There is not a combined 26 arrival and 40 departures per hour.
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2.5 Demand versus Capacity

2.5.2 Daily Movements

Forecast demand of flights in
peak or busy periods, when
compared to the capacity of each
individual element of the airport’s
infrastructure (for example runway
capacity), informs the timing of
specific developments.

Simulation modelling showed a
daily capacity of 545 daily aircraft
movements with no greater than an
average six minutes delay (as outlined
in Section 2.4). Since 2012, there have
been days that exceeded this daily
movement rate causing significant
delays. All of these days have
occurred in the mid-week period.
In 2016, the busiest day fell short
of this limit, however it is expected
that movement growth will see this
number exceeded in the future.

Considering the existing capacity
figures as described in Section 2.4
and the actual and projected demand,
it is evident that additional runway
capacity is required at Perth Airport.

2.5.1 Annual Movements
Additional runway capacity is
needed when annual movements
reach 145,000 movements (as
outlined in Section 2.4. Annual
aircraft movements peaked in
2013 with 151,335 movements.
At this time, significant delays
were experienced by airlines and
passengers. Although annual aircraft
movements have declined over the
five years since 2012, it’s reasonable
to expect that the growth in demand
could return at the same rate. As
such, it is expected that 145,000
movements will be experienced
again in the medium term as shown
in Figure 2‑33.

2.5.3 Hourly Movements
As previously highlighted, due in
part to the nature of the resource
sector’s FIFO workforce deployment,
Perth Airport experiences significant
peak periods of departures and
arrivals demand.
As presented in the Master Plan
2014, the impact of the lack of
capacity was being felt by intrastate,
interstate and international airlines,
and there was substantial evidence
that if the capacity existed, airlines
would prefer to schedule more
services in peak periods. At the time
of the Master Plan 2014, the agreed
hourly capacity rate for departures

was 38. Due to efficiency gains (as
discussed in Section 3) a revised rate
of 40 departures is now considered
the maximum hourly departure
capacity. There is no change to
the arrivals hourly capacity, which
remains at 24 arrivals per hour.
For the winter 2013 season, airlines
requested 88 slots in the peak
morning departures hours while the
declared number of slots available
was 78. Figure 2‑34 shows winter
2013 departures slot demand for
Wednesday, which is typically
the busiest day of the week. The
demand for arrivals slots for the
winter 2013 season also exceeded
capacity in the morning and
afternoon peaks as shown in Figure
2‑35. In the rolling interval at 9.30
am, demand exceeded supply by 12
slots. Requests for slots exceeding
capacity were for new services, not
changes to existing ones.
When the departures and arrivals
demand are combined, it is evident
that demand exceeded capacity
during peak periods of the day.
This is particularly evident on the
Wednesday, which is typically the
busiest day of the week, as shown in
Figure 2‑36.
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Figure 2‑33 Historical and forecast aircraft movements compared against annual capacity at Perth Airport
Source: Perth Airport / Tourism Futures International
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Figure 2‑34 Wednesday departures slot demand - winter 2013 season

Source: Perth Airport Master Plan 2014, data sourced from Airport Coordination Australia
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Figure 2‑35 Wednesday arrivals slot demand - winter 2013 season

Source: Perth Airport Master Plan 2014, data sourced from Airport Coordination Australia
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Figure 2‑36 Wednesday total runway slot demand - winter 2013 season

Source: Perth Airport Master Plan 2014, data sourced from Airport Coordination Australia
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2.6 New Runway Timing

Although aircraft movement
numbers across the year and across
the day have decreased since 2013,
there remain periods in the day
where demand exceeds available
capacity and there are no slots
available at Perth Airport, either for
an arrival or a departure.

As shown in Section 2.4, there are a
range of triggers for when additional
runway capacity is required at Perth
Airport. Considering the annual,
daily and hourly requirements and
a low, central and high forecast
aircraft movement growth scenarios
(prepared in May 2016) the new
runway is expected to be required
between by 2023 and 2032 as
shown in Table 2-5.

Perth Airport continuously reviews
its Notice of Capacity, a guide
which sets out the apron capacity,
international passenger arrival rates
and international departure rates.
Figure 2‑37 highlights the current
(2017) situation on availability and
constraints. Despite movements and
passengers falling after the resources
boom between 2005 and 2013, there
has been a rebound in traffic which
is now reflected in an increasing
trend of capacity in the international
terminal being reached or exceeded.
It is expected that the growth in
use of the terminal will lead to an
increase in need for runway capacity.

Forecast

Number of Times (per week)

16

Trend (Arrivals)

14

Trend (Total Runway)

12

12

2023

Central

2027

Low

2032

In March 2018, the Commonwealth
Government released its latest
infrastructure priority list. The list
includes projects that are considered
to be of national significance and
identifies the New Runway Project as
a “Priority Initiative” that is required
in the next five to ten years.
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Figure 2‑37 Notice of Capacity reached or exceeded at Perth Airport
Source: Perth Airport

68

Therefore, NRP approvals and
design are being completed to allow
additional runway capacity to be
operational from 2023 at the earliest
subject to actual demand and airline
commercial agreement.

Perth Airport has adopted a ‘plan
for high’ and anticipate to ‘deliver
at central’ approach to additional
runway capacity. The development
of a likely delivery range of 2023
to 2028 for the new runway
allows industry to balance capital
expenditure with appropriate levels
of service and delays. However, as
highlighted, development of the
new runway may be later depending
on actual demand and obtaining
airline commercial agreement. Perth
Airport will continue to review
the timing of the new runway in
consideration of the latest forecast
information.

Departures

1

13

High

Source: Perth Airport

Another example of the issues
caused by a lack of airfield is
reflected in the on-time performance
statistics. At the same time Perth
Airport’s on time performance was
the worst in Australia with only 69.7
per cent of planes departing on time.

Arrivals

Timing Year

Table 2‑5 New Runway Project
forecast year of opening

At the peak of the demand in 2012
and 2013, growth was constrained by
the capacity at the airport and this
was felt by the Western Australian
economy. Figure 2‑38 shows paper
headlines from 2012 that reflected
the level of public frustration at the
delays caused by a lack of capacity.

18

Undertaking the early stage
planning, design and approvals
processes for the NRP is a prudent
approach to runway capacity at
Perth Airport, having regard to
the demonstrated volatility of
demand and the significant adverse
economic and societal impacts of
running out of runway capacity in a
State with such a high dependency
on commercial aviation. Approval
of the new runway positions Perth
Airport to respond to increased
demand in a timely manner.
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