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Project Description
and Construction

This section provides an overview of what the New Runway Project
(NRP) includes and details the construction activities associated
with the project.
Detail is also provided on the following areas:
•• What are the development objectives for the NRP?
•• What design standards will the NRP be designed and constructed to?
•• What infrastructure is required for the NRP?
•• What is involved in the construction of the NRP?
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6.1 Development
Objectives
Perth Airport’s vision is to
be Australia’s Western Hub –
connecting lives, businesses and
communities to a world full of
possibilities.
This vision guides the overarching
corporate objectives for the
management of Perth Airport.
The corporate objectives are:
•• ensuring our facilities and services
are safe and secure for all,
•• helping our airline and other
business partners develop their
businesses,
•• meeting the needs of our
customers,
•• conducting our business in a
commercially astute manner,
•• providing our employees with
satisfying employment,
•• conducting operations in an
ecologically sustainable manner,
•• identifying and managing risk,
•• facilitating travel, trade and
industry in Western Australia, and
•• ensuring we are a responsible and
caring corporate citizen.
These corporate objectives are also
the development objectives for the
NRP.
Developments at Perth Airport are
also guided by a set of development
objectives which evolve from the
company’s vision and corporate
objectives. The New Runway
Project (NRP) is consistent with the
development objectives as defined
in the Perth Airport Master Plan 2014
and therefore form the development
objectives for the NRP.
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The NRP development objectives are:

Deliver aviation services
that airlines, members of
the public, and business
enterprises need, at a
reasonable cost
To achieve this objective, the NRP
ensures Perth Airport has facilities
that:
•• have sufficient capacity to allow
new airlines to provide services
from the airport and enable
existing airlines to expand their
route network and frequency
without constraint, and
•• timely investment in infrastructure
to match demand in order to
control costs.

Ensure all facilities are safe
and secure for all people
who use them or live in the
vicinity of the airport
To achieve this objective, the NRP
design and operations:
•• consider the prevailing aviation
security-risk environment,
•• address all sources of publicsafety risk,
•• comply with applicable Australian
aviation safety and security
legislation which is based on
international standards,
•• supports and enable those
authorities with public-safety and
security responsibilities at Perth
Airport to fulfil their roles, and
•• ensure emergency design
considerations will have regard to
advice from relevant agencies to
ensure emergency management is
effective.
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Ensure the airport’s
development and
operations respect the
strong bond that exists
between the Nyungah
people and the land that
comprises the estate
To achieve this objective, the NRP
planning, design, construction and
operations are:
•• consistent with Perth Airport’s
Aboriginal Heritage Management
Framework,
•• undertaken in close consultation
with representatives of the
Nyungah people, and
•• based on assessment that
identifies sites of Aboriginal
heritage significance.

Ensure that the airport’s
developments and
operation minimises
adverse impact on
surrounding communities
and the environment,
and that emissions
which contribute to
human-induced climate
change are minimised
To achieve this objective, the NRP
planning, design, construction and
operations:
•• consider the needs of surrounding
communities,
•• identify and protect environmental
values onsite or provide offsite
offsets where considered
appropriate,
•• effectively address all sources of
environmental impacts, including
aircraft noise exposure,
•• support the initiatives being
undertaken by Airservices and
airlines to minimise aircraft
emissions,
•• incorporate better-practice energy
and water efficiency, and wasteminimisation technologies, and
•• consider all relevant Australian and
international standards.
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6.2 Description of the
New Runway Project
The NRP is composed of the
development, construction and
operations of the following main
elements.
Construction, including clearing
and site preparation, of a new
runway up to 3,000 metres long
with associated infrastructure.
This includes:
•• site clearance and placement of fill
material,
•• a new runway 3,000 metres in
length located parallel to the
existing main runway (03L/21R),
•• runway shoulders and blast
pavements, graded runway strip,
and runway end-safety areas.
These are generally flat areas
surrounding a runway that are
provided for the safety of aircraft
operations but are not used for the
landing, take-off or manoeuvring
of aircraft,
•• associated parallel taxiways, cross
taxiways and rapid exit taxiways
to provide efficient aircraft taxiing
between the runway and terminals,
•• runway and taxiway ground
lighting to provide directional
guidance during restricted visibility
conditions, such as night-time and
heavy rainfall,
•• visual guidance systems, such as
high intensity approach lighting
and precision approach-path
indicators, that are used by pilots
to visually identify the runway and
align the aircraft for landing,
•• new air navigation systems, such
as an instrument landing system,
that transmit accurate vertical and
horizontal guidance for pilots,
•• ducting systems for
communications, low-voltage
power, airfield ground lighting
cables and a separate network for
Airservices communications,
•• a new airside and landside
emergency vehicle staging area
similar to the existing staging
area near the Dunreath Drive and
Tonkin Highway interchange,

•• relocation of all affected services
such as high-voltage power, sewer,
potable water, irrigation water,
communications,
•• vehicle-access road around the
perimeter of the new runway
area to maintain security
inspections and provide access
for maintenance and operational
vehicles,
•• a new airside security fence and
electronic security system to meet
aviation security requirements,
with crash gates for emergency
response at appropriate locations,
•• civil infrastructure for Airservices
communication, navigation and
surveillance facilities. This includes
communications and power
ducting, power cabling, access
roads with appropriate parking
and turning areas for maintenance
access, and graded areas
appropriate to the facilities,
•• construction of an emergency
egress point,
•• realignment of Perth Airport’s
two main drainage channels,
(the northern main drain and the
southern main drain) to manage
stormwater and groundwater
flows around the new runway
and taxiways, and maintain flood
control for associated areas.
•• provision of Aviation Rescue and
Fire Fighting (ARFF) facilities to
ensure the provision of a compliant
ARFF service,
•• civil infrastructure associated with
the new station. This includes
communications and power
ducting, power supply, potable
water supply, sewer connection,
a graded area for the station,
perimeter security fencing, and
access roads onto the airfield, and
•• reclosing of Grogan Road.

Development of an airspace
management plan that will cater
for the changes to current airspace
and flight paths to accommodate
operations of the new runway.
Following approval of the MDP,
further detailed design of the
infrastructure and airspace will
be undertaken. As the design
progresses to more detailed stages,
the infrastructure requirements will
be reviewed in line with any changes
to regulations and stakeholder
needs. The layout is designed to
be flexible so that infrastructure
construction can be staged as
appropriate. Consultation will
continue with key stakeholders
including airlines and Airservices
to determine the initial layout
(including the exact runway length
and number and location of exit
and entry taxiways) that will be
built to meet operational needs.
Over time, the airfield layout will
expand as needed to facilitate safe
and efficient aircraft operations and
meet forecast demand.
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6.3 Location
The location of the new runway (03R/21L) is situated on the eastern
side of the airport estate, 2,000 metres from the existing main runway
(03L/21R) and is wholly contained within the Airfield Precinct.
The southern end of the new runway is approximately 1,030 metres
further south than the existing main runway (03L/21R) northern
threshold. This stagger keeps the new runway as far to the south of
Munday Swamp as practicable to minimise the impacts to this heritage
area, while also keeping the new runway infrastructure within the estate.
The NRP area encompasses approximately 293 hectares as shown in
Figure 6‑1, extending from the estate’s southern boundary bordering
Tonkin Highway, through to Munday Swamp in the north. The new
runway area is also bound by Airport Central to the west and Abbott
Road to the east.
The northern half of the NRP area currently includes various commercial
tenancies, such as car storage and a former driver training track, which
are adjacent to and accessed by Grogan Road. The southern half of the
NRP area is relatively undeveloped and vegetated.
Within the NRP area, there are some areas containing threatened
ecological communities (TECs) and species as listed under the
Environmental Protection and Biodiversity Conservation Act 1999, as well
as areas containing black cockatoo habitat. For detailed discussion on
these, refer to Section 11 and Section 12.

Terminal 1
Terminal 2
Terminal 3
Terminal 4

Within the NRP area are two known Aboriginal heritage sites that meet
the definition of a site under the Aboriginal Heritage Act 1972 and are
listed as ‘archaeological scatters’ on the State’s Register of Aboriginal
Sites. In addition, the area comprises seven ‘Other Heritage Places’
which do not, or no longer, meet the definition of a site despite previous
recordings of archaeological material or provision of cultural information.
Further information on heritage is provided in Section 16.

Airport Boundary
Buildings
Munday Swamp
Current Runways
Current Apron & Taxiways
Proposed New Runway
Proposed New Runway Taxiways
Future Apron & Taxiways (Proposed
Next Stage Terminal Expansion)
Future Terminal (Proposed
Next Stage Terminal Expansion)
New Proposed Drainage Intrastructure
Current Airside Fence
Future Airside Fence
Current & Proposed
High Intensity Approach Lighting
Air Traffic Control Tower
Railway Line & Stations
Current Aviation Fire Station
Proposed Aviation Fire Station Option
Public Viewing Area
0
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METRES
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Figure 6‑1 New Runway Project and associated infrastructure
Source: Perth Airport
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6.4 Design Standards
To ensure safe and consistent
operation of airports around
the world, the design of airfield
infrastructure including runways are
guided by specific design standards
and advisory publications. For
an airport’s design, international
standards and recommended
practices are formalised in
Annex 14 of the Convention on
International Civil Aviation, adopted
by the International Civil Aviation
Organization (ICAO). The national
standards and advisory publications
are administered in Australia by
the Civil Aviation Safety Authority
(CASA) under the Civil Aviation Act
1988, the Civil Aviation Regulations
1988 (CAR 1988) and the Civil
Aviation Safety Regulations 1998
(CASR 1998).
Pursuant to the CASR 1998, the
requirements for the safety of
aerodromes and air navigation are
detailed in the Manual of Standards.
The key sections of the MOS
applicable to the NRP are:
•• MOS Part 139 – the requirements
for aerodromes used for air
transport operations,
•• MOS Part 139H – the requirements
for the provision of ARFF services,
•• MOS Part 172 – the requirements
and standards for compliance
by an air trafﬁc service provider,
including the facilities and
equipment required,
•• MOS Part 173 – the requirements
and standards for instrument flight
procedure design, and
•• advisory circulars - intended to
provide recommendations and
guidance to illustrate a means of
complying with MOS requirements.

The ICAO and MOS adopt a code
system, known as the ‘aerodrome
reference code’. The code comprises
of a code number and a code letter.
The code number is based on the
aircraft reference field length and
the code letter is based on the
aircraft wingspan and the outer main
gear wheel span.
The reference code provides a
method of grouping aircraft with
different characteristics which
behave similarly when landing,
taking off, taxiing and parking. The
planning of runways, aprons and
taxiways is largely based on the
aerodrome reference code. The
reference code then corresponds to
a critical aircraft which is the most
demanding aircraft type for the
airports infrastructure. Generally,
for Perth Airport this is a Code
4F aircraft which represents an
Airbus A380.
Infrastructure such as apron
and aircraft parking positions
also consider the most common
aircraft that use the facilities, and
then balance the need for the
infrastructure and costs to meet the
needs of a range of aircraft types.
For the purposes of the initial
design of the NRP, a Code 4E critical
aircraft was nominated for the
runway. The decision to use a Code
4E aircraft was derived from analysis
on the types of aircraft likely to use
the runway on a regular basis now
and in the future. However, this does
not prevent a Code 4F to operate on
the runway in certain circumstances.

The planning and design
considerations for the geometry
of the new runway are
predominantly the requirements
and recommendations of ICAO and
MOS Part 139.
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6.5 Runway Naming
The construction of the new
runway will result in changes to the
designators of the main runway 03/21.
Runways are designated by a
number between 01 and 36, which
is one-tenth of the magnetic
azimuth of the runway’s heading in
degrees. A runway designated 21 is
therefore orientated to 210 degrees,
a runway designated 24, points to
240 degrees. A runway can normally
be used in both directions, and is
named for each of the directions.
The introduction of parallel runways
to Perth Airport means there will be
two runways pointing in the same
direction and hence having the
same designators. This is overcome
by appending Left (L) and Right
(R) to the runways designation.
Therefore, the new runway will be
called runway 03R/21L with the
current main runway becoming
runway 03L/21R.
Throughout this document the
runways will be referred to as:
•• main runway (03L/21R), which is
the existing and longest runway,
•• new runway (03R/21L), the new
runway, and
•• cross runway (06/24), the existing
runway that crosses the main
runway.

06 Project Description and Construction

6.6 New Runway (03R/21L)
and Associated Taxiways
The NRP comprises the construction
and operation of a new runway plus
all the associated infrastructure for
safe and efficient operations.

6.6.1 New Runway Length
The length of a runway is
determined by considering the
operational requirements of the
aircraft that intend to use the
runway. The length of runway
required for take-off usually dictates
the total required length of the
runway. A small aircraft, such as a
Dash-8, generally needs less runway
length to take-off and land than
a larger heavier aircraft, such as a
Boeing 777.
The elevation and average
temperature of the airport, runway
conditions (dry versus wet), and
the operating weight and engine
type of the aircraft also contribute
to the length of runway required for
a particular aircraft. Consideration
is also given to the land that is
available and the other runways that
are at the airport.

Following a review of future
aircraft types and technology,
as well as extensive consultation
with airlines, the new runway is
planned to be 3,000 metres long
to accommodate the current and
future mix of aircraft operating
from Perth Airport. Although many
of the aircraft types operating do
not require the full length, having a
second runway of similar length to
the existing main runway (03L/21R)
provides greater operational
flexibility and redundancy for large
aircraft operations if the main
runway becomes unavailable for
use due to maintenance or an
operational incident or emergency.
A 3,000-metre runway also gives
greater flexibility in the use of
flightpaths.
The fuel requirements for longhaul international flights and large
domestic aircraft mean that in some
cases an aircraft may need a runway
longer than 3,000 metres for either
take-off or landing. In this case these
aircraft will not be able to use the
new runway (03R/21L) and therefore
their operations will be limited to
the main runway (03L/21R), which is
3,444 metres long.

The 3,000-metre length also ensures
that all infrastructure is located
on the estate while minimising the
impact to the Munday Swamp,
which is located to the north of the
new runway (03R/21L).
Beyond the ends of the runway,
safety zones, called Runway
End Safety Areas (RESAs), are
required. These areas are important
in emergency situations as they
protect aircraft that undershoot
(land short of) or overshoot
(go past) the runway. Current
CASA standards indicate that the
RESAs must be 240 metres long
and 90 metres wide, and free of
fixed objects other than visual or
navigational aids – such required
objects, for example approach
lighting, will be low mass and
frangible. The dimensions of the
proposed RESA are shown in layout
Figure 6‑2.
MOS 139 notes that to reduce the
risk of damage to an aeroplane
undershooting the runway, and
to prevent jet blast erosion from
jet aircraft turning and taking
off at the end of the runway, it is
recommended that areas abutting
the runway should be provided
with a compacted gravel pavement
with a depth at the runway end
equal to half the depth of the
runway pavement, tapering to
natural surface, the length of the
taper being adjusted according to
the bearing capacity of the natural
surface. For areas beyond the gravel
surface and outside the runway
strip, graded but non-compacted
natural surface with a grass cover
is preferred. Hard pans should be
broken up.

Figure 6‑2 Runway 03R Runway End Safety Area layout
Source: Perth Airport
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Source: Perth Airport

Figure 6‑4 New Runway Project long-term taxiway layout

Source: Perth Airport

Figure 6‑3 Proposed new runway cross section design
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6.6.2 Runway Width

6.6.3 Runway Strip

6.6.4 Taxiways

The width of a runway is based
on the aircraft types that will
operate on the runway. For the new
runway, the initial design work has
assumed the largest aircraft that
will operate will be a Code E type
with wingspan up to 65 metres. This
includes aircraft such as Boeing 777
and Airbus A340. Newer aircraft
such as Airbus A350 (64.75 metre
wingspan) and Boeing 787 (60.12
metre wingspan) are also included
in this category. For these Code E
aircraft, the runway width is required
to be a minimum of 45 metres.

In line with current standards, it is
intended that the new runway will
be centred in a 300-metre wide
runway strip which extends 60
metres beyond the runway ends.
This strip is a safety zone consisting
of two major parts:
•• the graded portion of the strip
close to the runway provides
support to an aircraft that may run
off the side or end of the runway,
and is designed to reduce damage
in such an event, and
•• for Instrument Landing System
(ILS) equipped runways there is
an additional ‘fly-over area’ that
allows aircraft to safely fly over
at very low level in the case of a
missed approach.

A system of taxiways is provided to
connect the new runway with the
terminals, via aircraft aprons, and the
existing airfield. The taxiway network
is planned to avoid congestion on
the ground while aiming to minimise
taxiing distances and therefore
reducing fuel burn. The taxiway
system includes rapid exit taxiways
(RETs), parallel taxiways and various
link taxiways to provide flexibility for
traffic management of aircraft while
on the ground.

It is anticipated that runway
shoulders of 7.5 metres will be
provided so that the overall width
of runway and shoulders is not less
than 60 metres.
As the new runway will serve
wide-body aircraft, with engines
that may overhang the shoulders,
an additional 7.5 metres beyond
the shoulders will be prepared to
resist erosion from jet blast, giving a
total runway width of 75 metres. A
proposed cross section of the new
runway is shown in Figure 6‑3.
Consistent with a proposal being put
to ICAO by the Aerodrome Design
and Operations Panel, Perth Airport
may consider Code F aircraft (Airbus
A380) operations for a runway of
45 metres width with 7.5 metre
shoulders and 7.5 metre blast
pavements. This will be determined
during the detailed design phase in
consultation with airline operators
and CASA.

As outlined in MOS 139, the graded
runway strip will be clear of fixed
objects, other than visual aids
required for aircraft guidance. Where
such objects are required, they will
be low mass and frangible so they
do not damage aircraft. The flyover
area will be kept clear of objects
over certain heights to protect
aircraft operating in the air.
The strip will be grassed to control
erosion and will have controlled,
low gradient slopes away from the
runway to direct stormwater to the
provided drainage channels, located
outside of the graded strip.

The long-term layout of the
planned taxiway network is shown
in Figure 6‑4. The next stage of
design work will include close liaison
with airlines and Airservices to
determine the extent of taxiways
to be included in the first stage of
construction. Not all the planned
taxiways will be required on the
first day of operations. Subsequent
taxiways will be constructed as
demand and airfield capacity require
them in the future.
The long-term planned taxiway
system comprises:
•• dual parallel taxiways along the
length of the new runway,
•• dual parallel taxiways to connect
the new runway system to the rest
of the airfield,
•• runway entry and exit taxiways,
and
•• rapid exit taxiways from the new
runway connecting to the dual
parallel taxiway system.
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Figure 6‑5 New Runway Project in relation
to next stage terminal expansion layout
Source: Perth Airport
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The taxiways associated with the
NRP will connect into taxiways
associated with the Significant
Terminal Expansion Project (STEP);
the next terminal expansion project
at Perth Airport as shown in Figure
6‑5. This project will undertake a
separate approval process. STEP
combined with the NRP project
will see a parallel runway system
throughout the central area. This
will ensure two-way flow is achieved
across the estate allowing for safe
and efficient traffic flow.
Taxiway width is dependent on
aircraft size and specifically the
wheel track, plus allowances for
maintaining clearances to pavement
edges to allow for times when
the aircraft may stray from the
centrelines. From studies of taxiing
aircraft, international standards have
set this safe clearance as 4.5 metres.
Currently all taxiways included in
the NRP are designed for Code F
aircraft, and on straight sections
this requires a width of 25 metres.
This is consistent with the existing
taxiway system. Actual taxiway
requirements, and therefore width,
will be confirmed during detailed
design as not all taxiways will need
to accommodate Code F aircraft.
On curved sections and at junctions,
aircraft geometry means that
the back wheels cut across the
corners which brings them closer
to pavement edges. To counteract
this, the taxiways are widened
using fillets. Fillets are pieces of
pavement that taper outwards from
the taxiway pavement edge and join
either a runway pavement or other
taxiway fillet. To efficiently design
these fillets, special modelling
software is used to simulate the
movements of all the aircraft types
that may operate. The maximum
deviation of the aircraft wheels
towards the pavement edges is
plotted and the required 4.5 metre
clearance is then added to give the
pavement area.

Shoulders are then added to protect
the aircraft engines which overhang
the taxiway edges from potential
ingestion of loose material. For Code
F, the shoulders are 17.5 metres wide.
Like the runway, the taxiways are
located within taxiway strips where
the gradients are controlled and
where there are no fixed objects
that could damage aircraft, other
than low-mass frangible visual aids.
The strips are grassed for erosion
protection.
Taxiway spacing will be consistent
with MOS139.

6.6.5 Line Marking
Pavement markings are required on
the runway and taxiway surface to
give guidance to pilots manoeuvring
around the airﬁeld. Markings will
include the runway and taxiway
centrelines, runway designation
markings, runway end markings,
runway side stripe markings, touchdown zone markings, intermediate
holding position markings, taxiway
edge markings, runway holding
position and threshold markings.
The runway markings will be white
and taxiway markings yellow as per
the requirements of MOS 139.

6.6.4.1 Rapid Exit Taxiways
Rapid Exit Taxiways (RETs) allow
aircraft to exit the runway at
relatively high speed, which then
frees up the runway more quickly
for a take-off or another landing.
This has the effect of enabling more
operations on the runway in a set
time and therefore increases the
overall runway capacity.
To ensure that the RETs provide the
most efficient use of the runway
based on the aircraft that will
operate, the number and location
of RETs will be finalised based on
ongoing liaison with airlines during
final design.

6.6.4.2 Link Taxiways
Link taxiways are positioned at
strategic points around the airfield
to allow aircraft to enter and exit
the main taxiway system from the
apron areas or to change from one
taxiway to another. Final locations
are dependent on the location of
aircraft-parking-apron entry and exit
points.
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Figure 6‑6 Proposed new runway concept pavement design
Source: Perth Airport
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6.7 Pavement Design
Runway and taxiway pavements
are required to support the heaviest
aircraft operating at the airport with
minimal maintenance requirements.
Unlike roads, where lanes can be
closed for maintenance access,
aircraft require the full width of
pavements and any closures can
cause operational restrictions.
Aircraft are at their heaviest when
they are fully fuelled for departure
and taxiing to the runway. Arriving
aircraft can be significantly lighter as
they have used most of their fuel.
Different areas of pavements are
therefore designed for specific
loadings, aircraft types, and numbers
of expected aircraft movements
within a pre-determined design life.
Environmental factors, including
temperatures and rainfall, also
impact the pavement design and
maintenance requirements.
Perth Airport runway and
taxiway pavements are typical of
Australian airport pavements, being
compacted crushed rock and gravel
layers with an asphalt surfacing.
The proposed pavement design for
the NRP is shown in Figure 6‑6.

6.7.1 Pavement Options
Airfield pavements are generally
either rigid or flexible pavements.
The different pavement types
are suitable for different ground
conditions and different loadings.
For example, where the ground is
stiff and not expected to settle, a
rigid concrete pavement can be
a good choice as it requires less
maintenance. Concrete is also often
the most appropriate choice where
aircraft will park and be fuelled, as
it does not rut under slow moving
or stationary aircraft, and does not
degrade if fuel is accidentally spilt.
However, concrete pavement is
initially more expensive to construct.
Flexible asphalt pavements are
often chosen where there may be
some foundation settlements over
time, as the pavement can be easily
resurfaced to bring it back within
the strict tolerances for gradients
that exist especially for runways.

Asphalt is also laid without obvious
joints. When aircraft are travelling at
speed, for example on taxiways and
runways, this gives a much better
ride quality without the ‘juddering’
that passengers can experience on a
concrete runway.
Historical performance is also
considered when deciding on a
suitable pavement type.

6.7.2 Existing Runway and
Taxiway Pavements
The existing runways and taxiways
at Perth Airport have been in use
for many years and, with regular
maintenance, have performed
well. The main runway (03L/21R)
was initially built in 1949 and has
been lengthened, widened and
strengthened over the years. The
top layer of the runway, comprised
of asphalt, which is designed to
wear and be replaced (referred to as
the ‘wearing course’), is resurfaced
approximately every 10 years to
maintain its structural integrity.
The latest full-width overlay was
carried out in 2010. Resurfacing is
required to restore the profile of
the pavement so that it remains
within the strict tolerances of the
standards, as well as replacing
the asphalt as it becomes brittle
due to environmental exposure.
On average, in Perth’s climate and
using readily available materials, a
new asphalt runway surface would
be expected to last around 10 to 12
years before being resurfaced.
Similarly, the taxiways have
developed over the years and
been strengthened and widened
to suit the changes in aircraft
requirements. New taxiways
have been added as required to
maintain an efficient airfield as flight
numbers have increased or airlines
have consolidated into Airport
Central.

6.7.3 New Runway Project
Pavement Design
The key inputs for preliminary
design of the airfield pavements are:
•• pavement type,
•• design life,
•• aircraft movement numbers, and
•• foundation strength.

The proposed pavement design
has followed the Federal Aviation
Authority Advisory Circular
150/5320 ‘Airport Pavement Design
and Evaluation’ method. The design
program associated with this
advisory circular has been used
to carry out the designs for the
flexible pavements. This program
models the interactions between
aircraft wheel loadings and the
various layers of materials in the
pavement, including the foundation
or subgrade layer, to assess the
cumulative damage caused.
Once the damage reaches a predetermined level, the pavement
is assumed to have reached its
design life. The program adjusts the
pavement layer thicknesses until the
required design life is achieved.
Perth Airport, in association with
the Australian Airports Association
Pavement Working Group and
other Australian airports, has
partnered with the University of
the Sunshine Coast on an Airport
Pavement Research Project. It is
hoped this research project will
deliver more efficient pavement
solutions, modernised technology,
and enhanced best-practice design
and delivery of airport pavements.
Any benefits from the program may
be incorporated into the design and
eventual construction of the new
runway.

6.7.4 Pavement Type
At Perth Airport, the flexible
asphalt runways and taxiways have
performed well and have therefore
been chosen for the NRP.
Flexible pavements at runway ends
can tend to rut quicker than other
areas of airfields due to aircraft
positioning holding and running up
their engines prior to take-off. The
longer duration of the static loads,
plus the vibrations during run-up,
are contributing factors. To reduce
maintenance in such areas some
airports construct these areas in
concrete, and Perth Airport may use
concrete in these areas. This will be
determined during the final detailed
design stages.
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6.7.5 Design Life
A structural design life of 20 years
has been considered for the flexible
pavements associated with the NRP.
This does not mean the pavement
will last 20 years without
maintenance, or that at the end of
20 years it will need full
replacement. Rather, the structural
design life refers to the time before
the assumed aircraft mix will cause
the limiting factors of strain to be
reached in either the subgrade or
the surface material.
The pavement also has a functional
design life, which is the time before
a pavement requires maintenance to
continue to provide an acceptable
level of service. This may relate to
criteria such as surface friction,
surface cracks or surface profile.
Existing pavements undergo a
regular program of inspection and
maintenance in accordance with Perth
Airport asset-management plans.

6.7.6 Aircraft Mix
The aircraft mix used in the
pavement design is based on Perth
Airport’s planning for future aircraft
movements. An updated mix may be
adopted prior to finalising the detailed
pavement design. The pavement
thickness, however, is not overly
sensitive to aircraft numbers and
any change to aircraft mix will not
have a material effect on the design.

6.7.7 Foundation or
Subgrade Layer
The pavement foundation or
subgrade will be in-situ material or
imported sand fill with an assumed
California Bearing Ratio (CBR)
test result of 12 per cent. In airfield
pavement terms this is a mediumstrength foundation. The CBR test
is a penetration test conducted

at a uniform rate of strain. The
force required to produce a given
penetration in the material under
test is compared to the force
required to produce the same
penetration in a standard crushed
limestone. The result is expressed as
a ratio of the two forces. A material
with a CBR of 15 means the material
offers 15 per cent of the resistance
to penetration that the standard
crushed limestone offers.
To prepare the subgrade, areas
will be bunded and flooded to
help displace any trapped air, then
heavy rollers will be used and the
material tested at various depths to
demonstrate the required density
has been reached.

6.7.8 Pavement Thickness
A summary of the preliminary
design pavement thicknesses is
shown in Table 6‑1.
The runway and RETs will also
require an additional ten millimetres
of surfacing to allow for grooving.
Pavement thicknesses for the
different areas of the NRP will be
finalised during the detailed design
stage. However, overall pavement
thicknesses are expected to be in
the order of 700 to 900 millimetres.

6.7.9 Pavement Design
The preliminary design for the
pavements is based on conventional
unbound granular, asphalt-surfaced
ﬂexible pavement which is similar to
that used for the pavements found
on the existing airfield. These have
been adopted for this project due to
the overall good performance of the
existing Perth Airport pavements.

6.7.10 Sub-Grade
Following clearance and filling
operations, the sand subgrade will be
compacted. A series of compaction
trials will be undertaken to design
the rolling process, such that it gives
the required density of material
suitable for placement of the
pavement layers. Options that will
be considered for compacting are:
•• flood compaction, whereby areas
are bunded and flooded with
water prior to rolling – this is the
process generally used at Perth
Airport,
•• placing thin layers and using heavy
pneumatic rollers, and
•• placing in thicker layers and using
impact rollers.
The different methods will be
assessed for effectiveness, cost and
ability to meet the construction
program.

6.7.11 Flexible Pavement
The pavement will consist of layers
of dense-graded crushed rock
and gravel, laid using mechanical
paving spreaders and compacted
using rollers. It is anticipated that
the material will be mixed at the
quarry and transported to site for
direct placement into the pavement
areas. Correct moisture content will
be critical to achieving the required
compaction under the action of the
rollers.
The thickness of material required
is too large to be compacted in a
single layer, and so will be built up in
several layers, each being rolled and
tested to ensure compliance with
the specifications.
Once the rock layers are in place,
a bitumen prime coat is applied to
seal the surface and give a bonding
surface for the asphalt.

Material / Layer
Asphalt
Granular Base Course

Runway / Taxiways
125 millimetres
470 – 500 millimetres

Granular Sub Base Course

195 millimetres

Sand Subgrade/Fill (CBR)

15 per cent

Table 6‑1 New Runway Project summary of preliminary design pavement thicknesses
Source: Perth Airport
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The dense-graded hot-mix asphalt
will be delivered to site, continuously
spread using a paving machine
to the required thickness, and
compacted and left to cool.
After the asphalt has been left to
cool and cure, the runway and rapid
exit taxiways will be grooved to
increase friction (skid resistance).
The grooves will be a series of
regular perpendicular cuts across
the pavement. They allow surface
water to rapidly drain away to the
pavement edges and reduce the risk
of aircraft aquaplaning.

6.7.12 Embankments
Minor ground settlements are likely
to occur due to additional ground
loads from the construction of
embankments for the new runway
and taxiways. Site development
earthworks will require the
placement of up to 3.5 metres
of fill along the alignment of the
new runway. It is estimated that
up to 50 millimetres of settlement
may occur along the alignment
during the placement of the fill,
and this will be accommodated by
adding additional material during
embankment construction. Longer
term, consolidation settlements are
not expected to be significant.

6.7.13 Subsurface
and Geotechnical
Considerations
Extensive subsurface and
geotechnical investigations have
been undertaken within the NRP
area. The investigations, and
subsequent laboratory testing of
samples taken, have enabled the
ground conditions of the site to
be analysed. The new runway area
comprises areas of sandy clay/clayey
sand, topsoil and sand/fill. Refer to
Section 9 for further detail on soil
and geology.

6.8 Adopted Geotechnical
Design
Where any in-situ clayey materials
are encountered near the level
of pavements, the material will
either be removed and replaced
with sand fill or stabilised in-situ
to avoid any future movement
or swelling of the soil impacting
the airfield pavements. As the fill
material is placed it will be proofrolled with a heavy roller and the
behaviour of the material observed.
Any deformations or depressions
that occur during this process will
warrant closer inspection of the
material, and potentially the removal
and replacement of unsuitable
materials with sand.
Pavement foundation materials will
be compacted in accordance with
the pavement design requirements.
For pavement design purposes
the foundation CBR has been
investigated and a value of 12 per
cent adopted.
The stability of the embankments
is controlled by the shear strength
of the fill materials and the in-situ
foundation materials as well as
the magnitude of additional loads
behind the crest of the slope. As the
aircraft live loads will not be close to
the crest of any slopes, slope batter
angles of one to three (vertical to
horizontal) have been adopted
to maintain an adequate factor
of safety against slope or bearing
failures.

6.9 Drainage
Perth Airport is located on the
Swan Coastal Plain and sits within
two of the 30 major stormwater
catchments of the Swan and
Canning rivers system. The
Northern Main Drain (NMD) and
the Southern Main Drain (SMD)
are two open-channel main
drains that traverse through the
estate, draining two of those 30
catchments. The NMD catchment
and the SMD catchment both
extend from the top of the Darling
Scarp down to the Swan River.
Upstream of the estate the NMD
catchment consists primarily of
residential areas, while the SMD
catchment is primarily residential
with an industrial area just outside
the estate to the east. Downstream
of the estate, the areas for both
catchments are a mix of residential,
commercial and light industry. The
estate consists of aviation land uses
plus commercial, light industrial and
some retail.
To cater for the NRP and to
ensure effective management of
stormwater through the estate, the
following works are required:
•• fill-in of areas that are currently
used as stormwater storage, both
excavated and naturally low lying
areas,
•• part of the NMD will be realigned,
refer to Figure 6‑7,
•• part of the SMD will be realigned,
refer to Figure 6‑8, and
•• Munday Swamp will receive
additional water in storm events
of a magnitude that are likely to
occur more than once per year.
Studies were undertaken to
examine the existing condition
within the NRP area, followed by
an impact assessment involving the
development of a risk register to
identify the impact of the NRP and
appropriate mitigation measures
for the stormwater infrastructure.
Detailed information on the
hydrological changes and impacts
due to the NRP can be found in
Section 10.
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6.10 Fencing
To maintain a safe and secure
airfield, a perimeter security
fence will be installed to form
the boundary between publiclyaccessible landside areas and
restricted airside areas. The existing
airside perimeter security fence
will be extended to protect the
expanded airfield from unlawful
access.
Perimeter access points and
emergency crash gates will be
provided at appropriate locations to
allow maintenance and emergency
vehicle egress and access to the
airfield. Additional vehicular access
control measures such as barriers,
guard rails, bollards and the like
will be included for vulnerable and
critical areas of the airfield boundary.
The fence will be monitored and
patrolled by airport security staff.
The fence will likely match the
existing fence structure, being three
metres high with three barbed-wire
strands along the top.
Australian aviation security is always
under review and subject to change,
and any changes to regulations will
be incorporated into the security
fence at the time of construction.
Security fencing will also be installed
around aviation-critical infrastructure
that is not contained within the
airside zone. It is anticipated that
this will include fencing around the
high intensity approach lighting
located at each end of the new
runway.
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6.11 Perimeter and Airside
Roads

6.12 Emergency Access and
Assembly Point

A perimeter road is required around
the new runway to facilitate:
•• regular security inspections,
•• operational inspections of the
airside environment,
•• maintenance in and around the
airfield, and
•• response to emergencies.

To facilitate timely response to any
airside emergency on or near the
new runway site, an emergency
staging area will be provided. The
staging area will be similar in design
and construction to the existing area
located at Gate 6 in Airport West.

The perimeter road proposed will
be at least eight metres in width
and designed to cater for all types
of vehicles, including Ultra Large
Aviation Rescue Fire Fighting
(ARFF) tenders. To provide a safe,
all-weather running surface, it is
anticipated that the road will be
sealed with asphalt as per current
airside perimeter roads.
A series of access roads will
also link the perimeter roads to
taxiways and runways for inspection
purposes. These will be restricted
to operational personnel only, with
appropriate mitigations in place to
prevent unauthorised access.
A landside access road may also be
built parallel to the security fence
where public roads are not already
in place. This road will be of basic
construction and primarily used
for maintenance and emergency
situations. It is anticipated that
the road will be no more than four
metres in width and have a gravel
surface.
ARFF access roads will also be
provided, and designed to minimise
aircraft crash response times. These
access roads will extend from the
end of each runway-threshold by up
to 1,000 metres, or at least within
the airport boundary. The access
roads will be suitable for Ultra Large
ARFF tenders. Perth Airport and
Airservices are currently in ongoing
discussion on options to meet these
requirements.
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The staging area will accommodate
various types of emergency vehicles,
including Ultra Large ARFF and
State Department of Fire and
Emergency Services firefighting
tenders, and have an asphalt paved
surface, landside, as well as airside.
It is anticipated that a demountable
office will also be located airside and
near the staging area for use during
emergencies. The office will have
power, communications, water and
sewerage.
The staging area is currently planned
to be located adjacent to the ARFF
station; however, as the location
of the station is yet to be finalised,
this may change. The final location
and requirements of the staging
area will be agreed with Airservices
and the Perth Airport Aerodrome
Emergency Committee prior to
construction. A proposed layout
for the emergency staging area is
shown in Figure 6‑9.
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6.13 Airfield Lighting
The airfield lighting consists of high
intensity approach lighting and
aeronautical ground lighting.
The airfield lighting for the new
runway has currently been designed
to be consistent with a precision
approach Category I runway. A
precision approach runway Category
I is defined as an instrument runway
served by an Instrument Landing
System (ILS) and visual aids
intended for operations, with a pilot
decision height (to commit to or
abort the landing) not lower than
60 metres (200 feet) and either a
visibility not less than 800 metres or
a runway visual range not less than
550 metres.
It is possible that this system
may be upgraded either during
the next stage of design, or after
the runway opens, to a precision
approach Category II or Category III
runway, noting that upgrading once
the runway is open would place
restrictions on operations during
the works. These categories have
progressively lower decision heights,
or no decision heights, and lower
visibility thresholds.

If the ILS for the new runway
was upgraded to Category II or
III, changes are typically limited
to airfield ground lighting, high
intensity approach lighting, and the
amount of development allowed
within the vicinity of transmitting
elements to avoid interference.
Generally, transmitting antennae
arrays used for Category I can be
maintained with only upgrades
required to accommodate Category
II or III. It is expected that any future
upgrade to the ILS system would
remain consistent with the NRP
approvals as the required changes
to upgrade ILS system are typically
done within the same footprint as
the Category I system.
Perth Airport will continue to
work with airlines and Airservices
to determine the category of
runway infrastructure as well as the
need to safeguard for any future
upgrades, as stricter limitations
on developments in the vicinity
associated with Category II or
Category III ILS systems is required.

This determination will include
an assessment of technological
advances in approach and landing
procedures and associated
equipment which may replace
the traditional need for an ILS
installation.
A network of underground pits
and conduits to carry the power
and communication cabling will be
constructed to enable the lights and
control systems. A series of primary
cables encloses the airfield, and
from this network secondary cables
are run to each light fitting.
The typical installation of the
electrical conduits will include:
•• survey of the new corridor,
•• excavate trench for ducts,
•• prepare bed of trench for ducts,
•• install ducts,
•• backﬁll and lay marker tape,
•• topsoil and reseed as appropriate,
•• survey of the ‘as constructed’
alignment, and
•• test and commission.
Where conduits run under
pavements, the ducts will be
installed in the sub-base layer.
Following compaction of this layer, a
narrow trench will be excavated for
the duct to be placed. Backfill of this
trench will be with a low strength
lean-mix concrete.

Airside fence

An upgrade to the approach
category would likely take place
only if there was airline demand
for operations in low visibility
conditions, such as in fog, on the
new runway. The current main
runway 21 has recently been
upgraded to Category III capability
which will allow operations into
Perth Airport to occur with a
runway visual range of 75 metres or

more. Only one end of the existing
runway was chosen for the upgrade
to be completed, as in periods of
significantly low visibility there
tends to be little or no wind and
thus selection of runway 21 as the
runway-in-use can be relied upon.
As the existing runway is equipped
with Category III infrastructure, and
periods of significantly low visibility
which occur infrequently throughout
the year, the requirement for a
Category III system on the new
runway may be low for some time
noting its cost of installation.

Figure 6‑9 Proposed new runway emergency staging area concept
Source: Perth Airport
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6.13.1 High Intensity
Approach Lighting
High Intensity Approach Lighting
(HIAL) allows pilots to undertake
safe landings in darkness or
reduced visibility conditions. The
lights are positioned along the
runway extended centreline and
provide pilots with information on
the alignment of the runway as
well as the distance to the landing
threshold. The lights form part of the
overall landing systems at an airport
and the full system is designed to
suit visibility criteria as specified in
MOS 139. An example of the HIAL at
Perth Airport is shown in Figure 6‑10.
In line with expected amendments to
MOS 139, the required HIAL length
for the NRP has been reduced from
a previously planned 900 metres
to 720 metres. Additionally, the
preliminary HIAL design is based
on a Distance Coded lighting
configuration consistent with other
HIAL systems at Perth Airport. To
achieve a reduced HIAL length
a Barrette centreline lighting
configuration is likely required.
Although there are not expected to
be any limitations or impacts on the
minimum runway visibility, the final
HIAL system will be reviewed and
confirmed as part of the detailed
design and in line with the MOS 139
requirements of the day.

The current design will see HIAL
installed at each runway end, on
masts that position the lights
at the correct height above the
ground. The HIAL is located within
the estate; the northern end may
see some lights located within the
Munday Swamp heritage area. The
proposed layout of the HIAL is
shown in Figure 6‑11 and Figure 6‑12.
A 60-metre clearance zone is
required around the HIAL. Within
this zone, measured on either side
of the HIAL centre line and beyond
the last light, obstacles cannot
be higher than the light masts to
avoid shielding the lights from
pilots. This will result in the ongoing
requirement to trim or remove trees
within the clearance zone and forms
part of the MDP approval.
Maintenance access will be provided
to the lights via a basic track, and
the light masts may be hinged so
that the lights can be brought down
close to ground level to avoid safety
issues associated with working at
height. Maintenance of vegetation
will be required periodically to
maintain line of sight for pilots using
the HIAL.

6.13.2 Aerodrome Ground
Lighting
Aerodrome ground lighting
provides pilots with guidance as
they manoeuvre around the airfield.
The ground lighting is controlled
from the Air Traffic Control tower,
enabling the controllers to safely
direct aircraft.
The new runway system includes the
following lights:
•• runway edge lights,
•• runway threshold lights,
•• runway end lights,
•• taxiway centreline lights,
•• taxiway edge lights, (to be
determined in consultation with
Airservices and airlines),
•• stop bars at runway and taxiway
holding points,
•• runway guard lights, and
•• movement area guidance signs
(MAGS).
All lighting will be designed to
meet MOS 139 standards. As the
current intention is to construct
a Category I ILS, lighting such as
runway centreline lights, has not
been included. Depending on the
final ILS category chosen and
airline engagement, additional or
alternative lighting may be required.
Lights will be installed in the
pavement or off to the side of
pavements, consistent with MOS
139 requirements.
Lights will generally be shallow inset
fittings connected via underground
conduit to a secondary isolating
transformer located clear of runway
and taxiway strips.
The underground conduit is installed
within the base course, with the final
light location surveyed prior to further
layers added. Upon completion of all
pavement works, including asphalting,
light locations are re-surveyed, the
conduit is cored down to and a
shallow light base fitting installed
and connected to power supplies.
An epoxy is used to fill the narrow
gap between the light fitting and
pavement to prevent water ingress.

Figure 6‑10 High Intensity Approach Light at Perth Airport
Source: Perth Airport
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Raised lighting units, if required, will be
positioned outside the pavement area
and these will be installed by bolting
the unit to a concrete pad footing.
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6.13.3 Movement Area
Guidance Signs

6.13.4 Aerodrome Lighting
Equipment Room

Movement area guidance signs
(MAGS) provide information to
pilots for manoeuvring around the
airfield. The signs require a concrete
pad foundation to be cast for the
signs to then be bolted to, using
frangible connections. Each sign
will require a conduit to be installed
from the service corridor for a power
cable to feed the internal lighting for
the signs.

Power for the airfield lighting system
is provided via an Airfield Lighting
Equipment Room (ALER). An ALER
includes back-up power generators
to enable the lights to continue to
function in the event of a general
power outage. An additional ALER
will be located at a suitable position
on the airfield. Main power will be
fed to the ALER from the Perth
Airport supply.
The new ALER will be located
airside and constructed to provide
the required power and control
systems for the lighting system.
Additional supply will come from
an existing ALER so that the overall
system has sufficient backup. The
new ALER will incorporate standby
power facilities via a generator.

The control equipment required to
operate the lighting system will be
in the ALERs. The floor space of the
new facilities will provide sufficient
space to facilitate future expansion.
The standby power plant will be
sized accordingly to suit the power
requirements of the lighting system.
Most components inside each ALER
are manufactured off-site and will
be delivered to the site on trucks for
installation and commissioning by a
specialist subcontractor.
A lighting control interface, linked
directly to the ALERs, will be located
in the Air Traffic Control tower
allowing controllers to select the
airfield lighting as required.

Figure 6‑11 Proposed layout of runway 03R High Intensity Approach Lighting
Source: Perth Airport

Figure 6‑12 Proposed layout of runway 21L High Intensity Approach Lighting
Source: Perth Airport
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6.14 Services

6.14.1 Water

6.14.2 Sewerage

Perth Airport has an extensive
network of power, water, drainage,
sewerage, gas and communications
infrastructure which sustains
the aviation and commercial
development within the airport
estate. Perth Airport has a services
strategy to ensure these services are
available, reliable and of sufficient
quantity.

The Water Corporation provides
potable water to the estate.
Within the estate, the water
main infrastructure is owned
and managed by Perth Airport.
Ring mains connect the Water
Corporation’s three supply points
to the airport and this provides
redundancy to the estate for
maintenance, upgrades and
unplanned events.

Perth Airport manages the sewer
infrastructure on the estate. There
are three discharge connection
points from the estate into the
Water Corporation network. The
sewerage system consists of both
gravity and pumped networks. In
the NRP area, there are two systems
that will be impacted:
•• a pumped system running west
to east from the Paltridge Road
sewerage pump station to the
Water Corporation’s sewer main
connection outside the estate at
Dubs Close, and
•• a gravity system running east to
west from Abbott Road to the
Airport Central precinct.

There are existing services that have
been identified in the NRP area that
will be impacted by the proposed
works. Key services will need to be
relocated during the construction
works and provision made for new
temporary and permanent services
that will be required for the new
runway operations.
Proposed services design is shown
in Figure 6‑13.

A potable water main is currently
located along Grogan Road which
will traverse under the new runway
and taxiways. This main will be
relocated parallel to its current
alignment and is planned to be
installed within a concrete sleeve
with pits set outside the taxiways
and runway strip. This will provide an
outlet for the pressurised water that
will not affect the integrity of the
taxiways and runway if the main was
to leak or burst.

Figure 6‑13 Proposed new runway services design
Source: Perth Airport

176

New Runway Project | Preliminary Draft Major Development Plan May 2018

The existing pumped main crossing
the NRP area from the Paltridge
Road pump station will be realigned
into a new services corridor under
the airside area.
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The current Abbott Road sewer
network consists of a gravity sewer
network in the eastern verge of
road reserve. The sewers converge
at the Hudswell Road intersection
and then travel westwards along the
road reserve through the NRP area,
before connecting to the gravity
sewer network on Paltridge Road in
Airport Central. This line across the
new runway will be removed, and
the Abbott Road sewer will instead
drain into a new small pump station
at the Hudswell Road intersection.
From there, the sewage will be
pumped to the Water Corporation
sewer main connection outside the
estate boundary at Dubs Close.
During the detailed design,
Perth Airport will work with the
Water Corporation to determine
the requirements for the extra
connection. An alternative could be
to connect this pumping main into
the Paltridge Road pumping main
and coordinate the two pumping
station control units to only allow
one pump to operate at a time.

6.14.3 Power Supply
Perth Airport manages the electrical
power infrastructure on the estate.
The airport network is fed via two 132
kilovolt connections from the Western
Power South West Interconnected
System (SWIS). The supply is
augmented on the estate by Perth
Airport’s co-generation power plant
that feeds T2 and part of T1. One of
the SWIS connections is to Munday
Substation at Dubs Close on the east
side of the estate. This substation is
located on the estate and contains
assets owned and operated by both
Perth Airport and Western Power. The
other connection is a line from the
Western Power Belmont substation
to a switch room on the western side
of the estate. The two connections
are fed from two different Western
Power sub-transmission systems,
which provide improved redundancy
for the airport network.
Underground distribution cables
feeding the estate from the Munday
substation run across the new

runway area in two locations, along
Grogan Road and along an alignment
further to the south. These cables
will be relocated into a new services
corridor under the airside area.
A high-voltage overhead power
cable which impedes the NRP area
will be relocated. This overhead
power line forms part of the Western
Power SWIS network and is one
of two connections to the Munday
substation from the SWIS network,
the other being another overhead
line that connects to the Western
Power Forrestfield substation
located diagonally across the road
from the Munday substation but off
the estate. It’s anticipated that the
overhead cable will be relocated off
the estate. Discussions with Western
Power are ongoing but it is expected
that a new alignment from Munday
substation to the estate boundary
will be east along Dubs Close.
The NRP will not affect the Belmont
supply connection.
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6.14.4 Irrigation
Perth Airport uses groundwater to
irrigate landscaped areas. Where
irrigation bores are affected by the
new runway, new locations will be
investigated and new bores drilled.
Perth Airport recognises that
groundwater supplies in the area
are limited and seeks to rationalise
their use.

6.14.5 Communications
Reliable communication systems
are necessary to ensure safe and
efficient aircraft navigation and
airport operations. Communications
infrastructure within the estate are
primarily the responsibility of Perth
Airport, although several airside
communications cables for control
of navigational aids and associated
communications are owned by
Airservices. Telecommunications
throughout the estate are provided
by third parties.
There are currently multiple existing
communication conduit cabling
routes running on both the northern

and southern side of Grogan Road
that will require relocation. These
include the Telstra main fibre route
connecting Perth to the eastern
states, which crosses the entire
airport estate, and runs in a duct
beneath the main runway (03R/21L)
and taxiways Alpha and Charlie. The
remainder of the communications
ducts are feeder routes supplying
existing services on either side of the
new runway. Also requiring relocation
is a fibre service identified as part of
the Western Power SCADA system.
This currently runs north south along
Abbott Road and then west along
Grogan Road. The functionality of
these services will be maintained
during construction of the new
runway and once it is operational.
All services along Grogan Road will
be relocated into a services culvert
to be aligned at 90 degrees to the
new runway to reduce the length
of the runway impacted by the
service culverts. They will lie below
the runway pavement, covered by
a reinforced concrete protection
culvert as shown in Figure 16-4.

Figure 6-14 Proposed new runway service corridor concept
Source: Perth Airport
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Extensive liaison and advance
notice will be required to ensure
that the Telstra main fibre cables
are relocated and connected with
minimal impact to their services.
Relocation of the other services
into the new ducts provided across
the new runway will be arranged by
the owner or carried out by Perth
Airport’s construction contractor if
authorised to do so.
Ducting networks around the new
runway site will also be provided
for Perth Airport’s systems and a
dedicated separate duct network
for Airservices systems. These
networks will connect into existing
duct networks to integrate the
new facilities (i.e. navigational aid
and airfield lighting controls) into
the current control systems of
Airservices and Perth Airport.
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6.15 Grogan Road

6.16 Landscaping

The new runway will require the
reclosure of Grogan Road, which
was previously closed to through
traffic between 1987 and 2005.

Construction of the new runway
will involve the clearing of existing
vegetation within the NRP area.
Once the runway, associated
taxiways and other infrastructure are
constructed, landscaping between
taxiways will be low cut grass to
decrease bird attraction, soil erosion
and dust across the site.

A transport study showed that
currently more than 60 per cent of
the traffic on Grogan Road during
peak periods is non-airport traffic
using the road as a shortcut. Initial
planning considered Grogan Road
being replaced by a tunnel beneath
the new runway. During design
work the cost for the tunnel was
estimated to be in the order of
$240 million. This significant cost
was driven by the requirements
of the tunnel such as life safety
elements, monitoring and response
capabilities, and the length and
distance below the runway that
the infrastructure needed to be for
safety and aviation security.
Further information is provided in
Section 18.

Perth Airport is also trialling a
program to reduce the growth of
grass in the airfield. It is anticipated
that the reduction in grass growth
may lead to a reduction in birdattracting flora within the airfield
which may result in improved
safety outcomes.

6.17 Airservices Interfaces
and Infrastructure
The new runway system will
require several existing and new
infrastructure elements, owned and
operated by Airservices, that will
interface with the NRP.
While the installation of new
Airservices hardware will be
completed by Airservices, some of
the services and the access will be
provided as part of the NRP. Siting
and performance criteria for some
of the existing and new Airservices
installations may also influence
the design of surrounding NRP
infrastructure to avoid interference
of signals.

Airservices interfaces and
infrastructure associated with the
NRP are discussed further in the
following sections.

6.17.1 Aviation Rescue Fire
Fighting Station
There is a potential requirement
for additional ARFF (Aviation
Rescue Fire Fighting) facilities to
achieve a compliant ARRF service
at Perth Airport. Perth Airport and
Airservices are working together
to determine suitable location(s)
for additional facilities that satisfy
response requirements, if required.
The CASR 139H regulation stipulates
an operational directive of response
times not exceeding three minutes to
the end of each runway in optimum
visibility and surface conditions.
A single ARFF station that services
response to all runways would be
ideal, however given the layout
of the airfield infrastructure, it is
unlikely a single location would be
available for all runways. Airservices
is presently evaluating siting options,
and analysing all available sites and
information to determine the optimal
locations for ARFF facilities. This also
includes analysis of the capital and
operational costs associated with
each option. At present the options
analysis has not been finalised and is
subject to final airfield designs and
layouts.

Figure 6‑15 Current Aviation Rescue Fire Fighting station at Perth Airport
Source: Perth Airport
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Airservices will ensure that ARFF
facilities will achieve a compliant
ARRF service at Perth Airport. If a
secondary ARFF facility is required,
the building is expected to be two
storeys high to accommodate a
secondary fire control centre on
the second floor, allowing ARFF
personnel full visibility of the new
runway and supplementing the
existing fire control centre at the
current fire station.
The ARFF station will include
covered tender parking bays, washdown and maintenance facilities and
sleeping accommodation, recreation
facilities and administration offices
for staff. The ARFF station will
also require access to and from
the airside perimeter road system,
taxiways and runway depending on
its final location.
The ARFF station will also require
a power and potable water supply
as well as a sewer connection
and communications services.
The installed water supply must
be capable of providing water
at the minimum required ARFF
replenishment rate of 30 litres per
second.
It is anticipated the new station
will be of similar construction to
the current ARFF Station at Perth
Airport as shown in Figure 6‑15.

Currently, two potential locations for
a second ARFF station have been
identified:
•• located to the east of the new
runway and adjacent to the Perth
Airport boundary north of Grogan
Road. The fire station would be
accessed from Grogan Road, and
•• located to the west of the new
runway, south and adjacent to the
existing Coles Distribution Centre.
The fire station would be accessed
from Horrie Miller Drive.
Depending on the security
requirements that are in place, it
is intended that the fire station
will provide landside car-parking
facilities for staff.
Civil infrastructure associated with
the new station will be provided
as part of the NRP. This includes
communications and power ducting,
power supply, potable water supply,
sewer connection, a graded area
for the station, perimeter security
fencing, and access roads onto the
airfield.
During the next phase of the
new runway design, Airservices
will determine the final location
of the station and its physical
characteristics in consultation with
the airlines and Perth Airport.

Figure 6‑16 Proposed new runway instrument landing system location runway 03R
Source: Perth Airport
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Airservices is responsible for
funding, delivering and managing
any additional ARFF facilities. A
Development Application will be
provided to Perth Airport to ensure
that an adequate assessment of
impacts is undertaken. Airservices
will also provide a Construction
Environmental Management Plan
and an Operational Environmental
Management Plan, if required. Other
approvals, including an Airport
Building Control works permit will
also be required.

6.17.2 Communication,
Navigation, and Surveillance
Systems
The NRP will include the
installation of new communication,
navigation and surveillance (CNS)
infrastructure:
•• ILS for each runway end,
•• additional infrastructure associated
with Advanced Surface Movement
Guidance and Control System
(A-SMGCS),
•• anemometers (measure wind
speed), and
•• Runway Visual Range (RVR)
sensors.
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As part of the NRP civil infrastructure
for Airservices, CNS facilities
will be provided. This includes
communications and power ducting,
power cabling, access roads with
appropriate parking and turning areas
for maintenance access, and graded
areas appropriate to the facilities.

6.17.2.1 Instrument Landing
System (ILS)
Each ILS consists of a localiser
and a glide path installation.
Each installation includes specific
antenna arrays as well as a control
room. Each installation will require
power, communications ducts and
cabling as well as road access for
maintenance personnel.
The two new glide path installations
and two new localisers installations
will be positioned approximately as
shown in Figure 6‑16 and Figure 6‑17.
The exact location of the glide
path and localiser facilities requires
further discussion and agreement
with Airservices as the design
progresses. Additionally, any grading
and drainage in this area will be
located to allow for potential future
upgrade. The location of the glide
path and localisers may influence
the final location of the fence line
and access roads.

Alternative systems that provide
guidance to the runway for landing
may replace the need for an ILS on
the new runway. Technologies such
as Ground Based Augmentation
Systems (GBAS) is one such system
and depending upon the timing
of the runway construction may
replace the need for the traditional
ILS. Any decisions on the technology
to be used will be finalised during
the detailed design phase and will
be done through consultation with
Airservices and the airlines.

The construction of the new runway
will require one new SMR and
various new Remote Units.

6.17.2.2 Advanced Surface
Movement Guidance and
Control System

The location of anemometers,
which measure wind speed, will
be agreed with Airservices and
Bureau of Meteorology as the design
progresses.

The Advanced-Surface Movement
Guidance and Control System
(A-SMGCS) consists of at least one
Surface Movement Radar (SMR)
and various Remote Units, the
amount of which varies depending
on airfield coverage. The system
provides air traffic control with
real time surveillance information
on the position, identification and
tracking of aircraft and vehicles on
the runways and taxiways at Perth
Airport. The system also enhances
situational awareness by providing
runway monitoring and conflict
alerts to controllers.

Initial locations for a new SMR and
additional Remote Units associated
with the A-SMGCS have been
identified as part of the design and
are shown in Figure 6‑18.
The final location of the SMR and
Remote Unit facilities requires further
discussion and agreement with
Airservices as the design progresses.

6.17.2.3 Anemometers

6.17.2.4 Runway Visual Range
Sensors (Transmissometers)
Runway Visual Range (RVR)
Sensors, which provide accurate
visibility readings to air traffic
control in periods of fog or low
visibility, will be installed as part
of the new runway construction.
RVR sensors will be located at each
touchdown zone, the mid-point and
ends of the runway.
Display panels detailing the realtime visibility will be installed in the
Air Traffic Control tower.

Figure 6‑17 Proposed new runway instrument landing system location runway 21L
Source: Perth Airport
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6.17.2.5 Future Technologies
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Ground Based Augmentation
System (GBAS), also known as
Honeywell SmartPath, is a satellitebased precision landing system
and is recognised as the future
technology replacement for current
ILS infrastructure. GBAS is currently
operational at both Sydney and
Melbourne Airport, Perth Airport
and Airservices are currently
investigating the potential to install
GBAS for Perth Airport operations.

Industrial Research Organisation’s
Climate Futures Tool and based
on the global climate models for
the local region compiled using
data from the local meteorological
stations and the Intergovernmental
Panel on Climate Change
Representative Concentrated
Pathway models.
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6.20 Project Construction
The NRP is a large scale civil
engineering project, with specific
technical elements related to aircraft
landing and navigation systems.
Although a contractor has not
been appointed, it is envisaged that
a single main contractor will be
responsible for the project delivery,
with specialist sub-contractors being
used where required.
Where Airservices is responsible
for its own facilities, such as air
navigation infrastructure and any
ARFF facilities, a separate process
will be required and contracts will
include provision for close liaison
between Perth Airport’s contractor
and the Airservices contractor.
These contractors will be required
to determine detailed construction
methodologies and programs
to meet the overall project
schedule. Contractors will also be
responsible for development and
the implementation of construction
environmental management plans
(CEMPs) for their works.

6.20.1 Construction
Timeframe
Based on preliminary design work,
an outline construction program
has been developed. The program,
shown in Table 6‑2, includes the key
durations, noting that timeframes
are dependent on the required
operational program and the order
of these works may alter depending
on Perth Airport requirements.
Additionally, some tasks, such as
clearing, preliminary earthworks or
drainage diversions are likely to be
carried out as part of an early works
package completed before award of
the main construction contract.
Due to the scale of the site, it is
likely that the construction works
will overlap so that as earthworks
are completed in one area, the plant
and machinery for this process will
move to a new work front, allowing
pavement works to progress. The
number of work fronts can also be
adjusted to balance program against
costs. If required, multiple work
fronts can be opened to accelerate
the construction.
If construction works are delayed
for more than a month following
completion of clearing activities,

Construction activity

dust control, in accordance with
Airports (Environmental Protection)
Regulations 1997, will be undertaken
to keep the surface stable and
prevent impacts to air quality and
visibility from wind lift.
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 the
new runway is expected to be
required between by 2023 and 2032
as outlined in Section 2.
Although site preparation is likely
to commence following approval,
construction of pavements and
infrastructure is dependent on actual
aircraft movement demand and a
commercial agreement with airlines
being reached. Pursuant to Part 5,
Section 94 (7A) of the Airports Act,
this approval permits the project
to be substantially complete out
to 2032. If construction does not
commence prior to 2028, Perth
Airport will liaise with and provide
advice to the Commonwealth
Minister.

Approximate
indicated timeframe

Description

Contractor mobilisation

Site office establishment, site security, site access,
plant set-up etc.

Month 0 to 2

Site strip and demolition works

Clearance, grubbing, topsoil strip / stockpile,
temporary drainage etc.

Month 0 to 10

Drainage diversions

Southern and Northern Main Drain realignments

Month 10 to 17

Earthworks

Cut and reuse material, import sand, spread,
compact,

Month 17 to 32

Pavements

Import pavement materials, lay and compact
aggregates, surface asphalt

Month 20 to 44

Airfield ground lighting

Install lighting cans, MAGs, cables, transformers,
light fittings

Month 28 to 47

Airservices ARFF Facilities and
Instrument Landing System installations

Airservices to construct ARFF facility, install glide
paths, localisers, buildings, fibre links, Surface
Movement Radar, Remote Unit’s etc.

Month 28 to 47

Grooving

Runway grooving

Month 48 to 49

Commissioning and Flight Tests

Commission all systems, conduct flight tests

Month 48 to 54

Table 6‑2 New Runway Project estimated construction timeframe
Source Perth Airport and Airservices
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6.20.2 Hours of Work
With a four to five-year build,
the construction activities during
the NRP construction phase are
expected to generally be from
7.00 am to 7.00 pm Monday to
Saturday. To minimise interruption to
airfield and aircraft operations, there
may be a requirement for 24-hour
construction activities at different
stages, especially where the new
works are required to interface with
the existing operational airside areas.
Where possible, Perth Airport
will seek to work within local
government guidelines to minimise
the impact of construction works
on the surrounding communities.
These guidelines are generally
based on the requirements of the
Environmental Protection (Noise)
Regulations 1997 which nominate
construction hours as 7.00 am to
7.00 pm Monday to Saturday.
After-hours noise and vibration
issues will be addressed in the
preparation and implementation of
a CEMP by the NRP construction
contractor, as detailed in Section 17.

6.20.3 Contractor
Mobilisation and Site
Establishment
Contractor compounds will be
established in suitable locations to
provide secure offices and facilities.
It is expected that the main site
compound will house temporary
site offices, amenity facilities,
maintenance and storage buildings
as well as parking areas for the
contractor’s staff. Temporary storage
facilities will also be required, as
well as facilities to accommodate
approximately 100 staff vehicles and
100 general deliveries a day at peak
construction. The contractor may
choose to use the hardstands at the
sites of existing tenancies which will
be vacated prior to work starting.
A temporary on-site batching facility
for concrete or asphalt production
may be considered by the
contractor, subject to all appropriate
approvals, although local facilities
exist that can supply these materials.
This is dependent on the successful
contractor and their requirement to
complete the project.
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It is anticipated that services (power,
communication, water and sewer) will
be available from the existing services
within the estate and will be extended
to the construction compound,
however further investigations will be
required to determine the capacity
available for each service type. Power
for the construction relates primarily
to site offices, compounds and
batching plants. Where connections
to the airport’s existing power supply
are feasible, this would be preferable.
For high power requirements, such
as batching plants, that may exceed
the available power supply, a local
generator may be more suitable
subject to appropriate noise and
pollution control and safe fuel storage.
Debris removal facilities (i.e. washdown facility or rumble strips) for
vehicles leaving the site will be
considered to ensure the public
road network is kept free from
construction materials. All trucks
carrying loose material will have
their loads covered to ensure dust
and debris is contained within the
truck.

6.20.4 Construction
Equipment
Construction equipment required
for the NRP will consist of standard
large civil-engineering plant and
machinery including items such as:
•• excavators,
•• backhoes,
•• bulldozers,
•• dump trucks,
•• graders and scrapers,
•• aggregate pavers,
•• asphalt pavers,
•• rollers,
•• water bowsers,
•• concrete trucks, and
•• cranes.
The management of the equipment
within the site will be a key safety
and productivity issue. A suitable
supply of equipment will be required
to progress the works to meet the
required program, with maintenance
and breakdowns factored in.
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6.20.5 Construction
Management Plan
A detailed construction
management plan will be prepared
by the contractor prior to works
starting. The plan will cover items
such as:
•• site management team, roles,
responsibilities,
•• emergency plans for accidents,
spills and airport operational
incidents etc.,
•• site safety, materials handling etc.,
•• noise and vibration management,
•• sustainable construction plan,
•• dust control,
•• site security,
•• approvals and permit system,
•• airspace penetration assessments,
•• interfaces with public areas, roads
and traffic plans,
•• how the works will be managed in
accordance with the contract,
•• define the program and
construction targets,
•• define the site constraints such
as stormwater management,
contaminated materials
management and wastewater
management,
•• detailed risk assessment,
•• materials sources, testing and
quality assurance procedures,
•• detailed demolition plans,
•• excavation plans, and
•• Method of Works Plans, in
accordance with the CASR 1998
MOS Part 139. These plans detail
the works that will interface with
the operational airfield. Such works
will take place generally towards
the end of the project when the
new security fence has been joined
to the existing fence and the site
is designated an airside security
zone.
As outlined in Section 17 a
Construction Environmental
Management Plan (CEMP) will also
be required, which also covers some
of these items, such as noise and
vibration management and dust
control.
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6.20.6 Construction Waste
Management

6.20.8 Clearing and Site
Preparation

The contractor will be required to
control all construction waste and
reuse materials where possible. This
may include crushing of existing
concrete hardstand areas and
using the resultant aggregates in
an appropriate manner as either
general fill, road base or to make
new concrete.

Site clearance consists of the
demolition and removal of buildings
and hardstands from existing
tenancies, and general clearance of
trees, shrubs, other vegetation, top
soil and any existing stockpiles not
suitable as fill material.

Key considerations include:
•• existing asphalt pavement may be
suitable for processing and used in
blast pavement areas,
•• where construction waste is to be
taken off site, it will be disposed
of at appropriately licenced landfill
sites, and
•• organic material, such as trees,
shrubs etc. will be used as mulch
wherever possible.

6.20.7 Site Access
Construction site traffic will access
the site from multiple points off
Abernethy Road and Horrie Miller
Drive, subject to endorsement by
Main Roads Western Australia and
the appropriate local governments.
Further information is provided in
Section 18.

The construction of the
NRP will involve the clearing
and site development of
approximately 293 hectares
of land, including vegetated,
open and already developed
areas as outlined in Table 6‑3.
Prior to commencing the clearing,
under Part 13 of the Environment
Protection and Biodiversity
Conservation Act 1999, a permit
to clear threatened species and
ecological communities must be
obtained from the Commonwealth
Department of Environment and
Energy (refer to Section 17 for
further detail on this process). A
CEMP will also be required prior to
the contractor undertaking the site
clearing works.
Refer to Section 11 for details of the
impacts to flora and vegetation and
Section 12 for details of the impacts
to fauna.

6.20.9 Filling and Ground
Improvement
The site requires a large amount of
fill to ensure that finished pavement
levels are at a level to protect the
pavement from flood events. It is

anticipated that material from cut
and excavations will be used as fill,
following suitable treatment where
required. Export of cut material
offsite will be discouraged unless
material is unsuitable and requires
controlled disposal.
The amount of fill material
has been initially calculated at
approximately 1.2 million cubic
metres of imported fill material
being required. Where this is to
be placed under pavements, it will
need to be a clean sand material
that can provide an in-situ California
Bearing Ratio of at least 12 per cent
to act as a foundation. In pavement
flanks, where aircraft loadings will
not normally occur, a lower grade
material may be acceptable.
The major source of the fill will likely
be one or more of the established
sand quarries in Western Australia,
and there are several within
reasonable distance of the airport.
Depending on the quality available,
some fill may be acquired from
stockpiles created by other Perth
Airport projects within the estate.
This will also depend on availability
of existing stockpiles and will be
determined during construction
planning.
Allowing for a bulking factor of 25
per cent, the approximate amount
of sand required to be imported
is 1.5 million cubic metres, and this
will require 71,600 truckloads to
transport to site.

Description

Area (hectares)

Infrastructure

36.43

Completely Degraded (included cleared areas)

48.96

Degraded

69.18

Vegetation in Good or Better Condition

129.07

Open Water

4.30

Revegetation

5.26

Total

293

Table 6‑3 Areas to be cleared or prepared as part of New Runway Project
Source: Perth Airport
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The program for earthworks is
approximately 16 months, or
70 weeks, which equates to
approximately 1,000 truck trips
per week. To reduce the impact on
specific roads, fill may be sourced
from multiple locations. The ground
transport assessment for the
importation of the fill and other
construction materials is detailed in
Section 18.

6.20.10 Drainage
A stormwater management plan
will be developed by Perth Airport
as part of the project to match the
construction phasing to enable
surface flows to be correctly
directed to the main drains.
Protection of adjacent tenancies and
stormwater quality are the driving
factors. A series of temporary
detention basins may be required
to control runoff during interim
construction phases until the main
southern and northern drains are
fully established. Where sediments
are disturbed that may impact water
quality, a suitable treatment method
will be implemented to avoid water
quality degradation and will form
part of the CEMP.

6.20.11 Excavation
Runways require a generally flat and
level surface. The level is set based
on the level of the existing airport
infrastructure. The site is generally to
be filled to raise the levels, although
there are some areas requiring
excavation works. There will also
be excavation required for drainage
installations. Excavation in newly
filled areas will only be undertaken
after suitable compaction so that
the areas adjacent to the excavation
remain adequately compacted. This
is important under paved areas to
avoid any future settlement issues.

6.20.12 Quantity of Materials
The amount of pavement material
required for the NRP has been
estimated based on an upper bound
structural pavement thickness. The
exact amount is not yet known as
the design is still to be finalised.
Based on assumed layer depths of
the concept design for pavement
and asphalt, current estimates are
that 185,000 tonnes of asphalt
and 845,000 tonnes of crushed
rock gravel are required. These are
significant quantities and further
work will be carried out during the
detailed design phase to reduce
these quantities if possible.

6.20.13 Pavement and
Civil Works
A large part of the NRP is general
civil and pavement works. These
activities are standard construction
activities, similar to processes
required on large scale highways
projects. The nature of these
works will be familiar to large-scale
contractors.

6.20.14 Tie-ins to Existing
Airfield
It is anticipated that the majority of
NRP construction will be undertaken
outside of the existing airside
security fence. The contractor will
be responsible for the security of the
construction site during this time.
Once the works are substantially
complete, a new airport security
fence will contain the site and will
be joined to the existing fence to
encircle the entire extended airfield.
At this time the new pavements,
ducts, cables etc. will be tied into the
existing airfield. The intention is that
this should be as late as possible
in the program so that most of the
construction works are conducted
outside of the airside security area.
This also minimises interaction
between construction works and the
operating airfield.
The main civil tie-ins are the taxiway
pavements, drainage, ducting,
perimeter road and security fence.
The detailed staging of this process
will be investigated during the
detailed design, and finalised in
conjunction with the contractor.
A Method of Works Plan will be
produced, in accordance with the
MOS 139 requirements, to ensure
there is minimal impact to current
operations.

6.20.15 Airport Building
Controller Approval
In accordance with Division 5 of the
Airports Act, prior to construction
commencing, Perth Airport will seek
approval from the Commonwealth
Airport Building Controller (ABC)
for the construction activities via a
permit application. The construction
activity is to be consistent with the
approved MDP.
The construction contractor(s)
engaged by Perth Airport must
lodge design documentation for
construction activity to Perth
Airport and the ABC for assessment
and approval.
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6.21 Airspace
Management Plan

6.21.2 Commissioning and
Flight Tests

In addition to the physical
infrastructure as outlined above, the
NRP also includes the development
of the Airspace to support parallel
runway operations.

Following completion of all
construction works, the systems and
new airfield will be commissioned.
The airfield lights and ILS will be
checked on the ground and then
during a series of flight checks
which will be carried out by CASA
approved specialists. Light aircraft
and/or helicopters will fly the
designed approach paths and
engineers will assess and adjust the
lights and systems as necessary.

The draft Airspace Management
Plan for the NRP is provided in
Section 21.

6.21.1 Airspace Final Design
Airservices is responsible for the
final design and implementation of
the airspace.
Following MDP approval, and when
the final design of infrastructure
is complete, the formal airspace
detailed design will be completed
by Airservices and submitted to the
CASA Office of Airspace Regulation
for approval.
The Office of Airspace Regulation
will consider safety implications,
environmental considerations,
consultation, government policy,
and the promotion and fostering
of civil aviation. The assessment
will be based on the advice of
the Minister for the Environment
provided under section 160 of
the EPBC Act, the environmental
impacts detailed in this MDP, as
well as a safety case undertaken
closer to the completion of the
construction of the runway.

The following elements need to be
completed:
•• check lights and instrument
landing systems (ground and ﬂight
checks),
•• check pavement surface quality
(skid resistance and water runoff),
•• check control systems,
•• install airfield signage, and
•• paint runway and taxiway
markings.
There will also be significant
procedural and administration
changes required as part of
commissioning the new runway,
including changes to the following
regulatory documents:
•• Perth Airport Aerodrome Manual,
•• Perth Airport Aerodrome
Emergency Plan,
•• Perth Airport Transport Security
Plan, and
•• Airservices Aeronautical
Information Publications such as
the Enroute Supplement Australia
(ERSA) and Departure and
Approach Procedures (DAPs).
Training relating to new procedures
to be required for Air Traffic Control,
ARFF, Perth Airport staff and
airlines.
Following successful commissioning,
which may take 6 to 12 months,
the new runway will be deemed
operational and ready to take
regular aircraft operations.
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