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	AIRCRAFT OWNERS AND PILOTS ASSOCIATION OF AUSTRALIA

OVER 60 YEARS AS THE VOICE OF GENERAL AVIATION IN AUSTRALIA 

ABN 95 004 274 588  •  ACN 004 274 588
“The right to fly without unnecessary restrictions and costs”




The Hon Anthony Albanese MP

Minister for Infrastructure, Transport, Regional Development and Local Government 

CANBERRA   ACT   2601

via email to aviationstatement@infrastructure.gov.au 

Dear Minister

Response to the National Aviation Plan Green Paper
AOPA wholeheartedly congratulates the Government for recognising that there is an overarching need for a co-ordinated National Aviation Policy, to give direction and surety to all participants in an industry that has contributed more than its fair share in exploring, establishing and developing Australia as a viable and prosperous country.

General Aviation (GA) has been the quiet achiever in this process, underpinning nearly all major aviation activity over the past century.  Without GA, there would be no pilot training, no medical flights, bank runs, urgent deliveries, aerial agriculture, firespotting and firefighting, no regional business activity, reduced tourism facilities…… the list can go on, and this has been recognised by the opening statement in the Executive Summary 
“……is an important enabler for other industries……..contributes to broader community outcomes……”
  

However, the Green Paper, while being a comprehensive collation of issues affecting aviation in Australia, is almost dismissive of the needs of GA.

The above mentioned opening statement is not supported in further discussion, instead opining that
“…some parts of the GA industry have struggled..”

while lauding a 
“…strong growth in such sectors as recreational flying……”

Recreational aviation is flourishing partly because it has been to a great degree exempt from the constraints and baggage that is being visited upon GA in the name of economic rationality and accountability.  Recreational aviation is NOT
 “…providing a new pathway to careers in the aviation profession.”

It may be providing a new entry point, but GA still provides the main pathway to commercial standard.

Dismissing the greater needs of the GA sector is tantamount to saying that GA is only there to service the airline industry, ignoring the greater community benefits available with a healthy and thriving GA sector. 
The following areas were addressed in our initial submission but need to be further explored in this final development of the White Paper:

1. Aviation Infrastructure – Airports
It is now widely acknowledged by active participants in the GA sector that privatisation of the secondary airports has not been the success claimed by successive governments and bureaucrats.

The terms of privatisation included the rider that the land under lease must be operated as an airport for the duration of the lease – however this rule has on occasion been interpreted loosely (the closure of aviation facilities such as cross runways) and even once challenged (at Jandakot, where there has been the suggestion to close the airport and relocate the facilities elsewhere).   

Much of this inappropriate development at privatised airports can be fairly laid at the feet of the relevant Ministers and Departmental advisers, who have distanced themselves by claiming that matters were purely commercial disputes despite the advice that has been forthcoming from AOPA and others for many years, but has been ignored.

Many aviation support businesses, and all aviation businesses conducting flying activities, need to be located on airport for access to aircraft and movement areas.  Aviation precincts have been mistakenly compared to off-airport commercial areas, conveniently ignoring that there is no competitive option available to these tenants.  Is it really the case that the commercial rate for unimproved land at Bankstown Airport should be $30/m2, and comparable to carpeted office space at Hornsby, Epping or Canberra for a similar rate?
GA businesses are noted as being “bad businessmen”, and “requiring subsidies” but this is actually a case of history being rewritten to suit the current participants.  Prior to privatisation, airport tenants were unable to purchase land on the airport, but instead were offered long term leases by the government Department in charge at the time.  Tenants were also encouraged to erect buildings on the leases as the government could not afford to do so.  In other words, much of the infrastructure development at these government airports was paid for by those very same GA businesses – not under subsidy as claimed by misinformed bureaucrats.  Under the new regime of the property-focussed airport operator, these contributions are being ignored – leases are being terminated without allowing the rollover options that were promised prior to privatisation, and valuable infrastructure is being lost by aviation businesses without recompense.  Again, the fictional mantra of “previous subsidies” is being used as justification.

Airport land tenure fees and aeronautical charges were at the time part of consolidated revenue, so it is not feasible to say whether costs were covered or not – but in any case the provision of aviation infrastructure had a component of what would later be regarded as “Community Service Obligation”.
To turn to the specific needs of the Sydney Basin, much attention is being paid to the question of a second Sydney Airport – but no attention is being given to the needs for increased GA airport capacity.  Instead, an existing facility at Hoxton Park has been allowed to be quietly closed with misguided advice given to the minister:

“I understand that studies undertaken prior to the airports sale indicate there is more than enough capacity for general aviation operations in the region for the foreseeable future.”

One result of this incorrect advice and subsequent mistaken action is a critical circuit-training situation at Bankstown Airport for flying schools.  Consideration must be given to the resumption and re-commissioning of Hoxton Park, and also the unused ex-military facility at Schofields, rather than selling government assets into an overheated property development market.

Australia’s largest population concentration has arguably the least per capita GA capacity, and this must be addressed.  Establishment of new airfields must be considered as part of proper planning, in a similar fashion to other public assets such as roads, railways, open space, health and education infrastructure.
This lack of support for basic aviation facilities is replicated around the country, with many airports under local government control being subject to neglect and disinterest. Failure to properly maintain and protect airfields and airspace will have the result that many communities may be unable to receive emergency medical flights in all weather conditions.

The National Aviation Plan must support the concept that an airport is as valuable to a community as its road/rail transport networks, and other public assets – not only for rural and regional areas, but for metropolitan communities also.
2. Aviation Security
AOPA welcomes the review into aviation security but we cannot accept that the GA sector should have had to bear the brunt of much of the misguided, misdirected and mismanaged efforts to prevent light aircraft being used for terrorist purposes.
For aviation security to be effective, the participants need to believe that the requirements are practical and effective, and not simply window dressing to give the impression of security to a sceptical public.

3. Ageing aircraft
The blanket statement that

“Well maintained aircraft can operate safely for at least 20 years”

is simplistic and misleading.  Corrosion is an issue, but it is more dependent on the maintenance and operating environment over the lifecycle of the aircraft.  A well maintained, hangared aircraft will likely be less susceptible to corrosion than one that is flown at low level over water, kept outside in all weather, and given only bare minimum attention to maintenance.  However, corrosion is managed by the required regular maintenance programs that detect and allow removal of any occurrences before they become an issue.
Fatigue is another issue but is more closely related to operating environment and cycles rather than pure age.

Many aircraft flying today are over 30 years old, and can continue to be safely operated with proper maintenance and support.
4. Safety regulation.
Aviation needs less regulation, enforced more equitably.  Outcome based regulation has the capacity to deliver the best safety results, and equitable policing must address the real safety problems rather than individual preferences or prejudices.  The proof that GA is over-regulated can be seen from the acknowledged
“strong growth in such sectors as recreational flying”

where it is also freely acknowledged that such growth is to a large extent driven by the exemption from compliance with a great deal of the petty or minor regulation governing GA. 

The current Regulatory Reform program must be given sufficient resources to enable completion, especially in the area of legal drafting, where there is an incredible log jam hindering much of the output from the Standards Consultative Committee.    AOPA accepts that this need was recognised in the outcome of the recent Senate enquiry into CASA.
Hastily written regulation is quickly followed by exemptions – demonstrating that the regulation was unsuitable or not necessary in all cases.  The mindset must be regulation by exclusion, not inclusion – i.e. to specify what is not acceptable rather than a narrow range of permissions which are not encompassing.  Attention should be given to the seemingly overpowering need to “Australianise” international rules and practices.

Also needed is a paradigm shift on the concept of industry consultation.  Far too often an industry consultation forum is presented with “this is the way it will be” rather than seeking and acting on input from the experience at hand.

AOPA further congratulates the Government on the decision to create a Board to govern CASA.  We feel that this will help to make the Authority more accountable and stable.
5. Ministerial Role

The breadth of the current role of the Minister – covering infrastructure, transport, regional development, and local government, is excessive for adequate ministerial attention to the vital role of aviation in Australia.  AOPA believes the portfolio warrants a Minister Assisting or a Deputy Minister, if not a dedicated Minister for Aviation.
In the current and foreseeable economic climate, a lack of focus on a coordinated aviation plan to foster rather than inhibit participation will have severe long-term consequences; from the lack of facilities for the development of future airline pilots and maintenance personnel (who for security reasons should where possible be sourced locally), to the servicing of the regional, outback and remote locations and aboriginal communities so dependent on aviation, particularly general aviation.
AOPA welcomes the opportunity for further input into the development of a National Aviation Plan that will produce real results for the participants (the industry) and the beneficiary – the nation as a whole.
27 February 2009.

Tim Blatch

Chief Executive Officer

Aircraft Owners and Pilots Association of Australia
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