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FORUMS AND ATTENDEES




1. Overview
During January and February 2009, the National Aviation Security Taskforce conducted consultative forums in 10 locations around Australia in order to:
· undertake extensive consultation throughout metropolitan and regional Australia;

· allow various industry partners and relevant stakeholders to respond to issues raised in the Green Paper; and 
· provide the taskforce with feedback to assist in the development of the National Aviation Policy Statement. 
The forums were attended by 107 participants representing a wide cross-section of the aviation industry and including a number of participants from regional and remote airports as follows:

	Industry
	OTS
	AFP
	CASA
	State Govt.

	89
	12
	4
	1
	1


The attendance breakdown by total attendees and organisations represented was:

	Date
	Location
	Total
	Designated Airports
	Screened Airports 
	Unscreened Airports 
	Regional Airline
	Other

Org.

	28/01/09
	Brisbane
	15
	2
	5
	0
	0
	2

	30/01/09
	Cairns
	7
	1
	1
	0
	0
	4

	02/02/09
	Perth
	20
	1
	4
	0
	1
	3

	03/02/09
	Adelaide
	9
	1
	0
	3
	0
	2

	05/02/09
	Darwin
	8
	2
	2
	1
	0
	2

	10/02/09
	Melbourne
	12
	1
	0
	4
	1
	2

	11/02/09
	Hobart
	6
	1
	1
	1
	0
	1

	18/02/09
	Sydney
	24
	0
	3
	9
	0
	6

	23/02/09
	Canberra
	3
	1
	0
	0
	0
	0

	24/02/09
	Sydney
	3
	0
	0
	0
	0
	1

	Total
	107
	10
	16
	18
	2
	23


The aviation security issues canvassed with industry at each forum were: 
· Aircraft triggers for screening;
· Aviation Screening Review;
· Aviation Security Identification Card (ASIC) Review;
· Known Traveller;
· Last Ports of Call;
· National Aviation Security Training Program;
· Pricing options for aviation security screening;
· Prohibited Items; 
· Screening model options; 
· Securing the Supply Chain;
· Technology; and
· Terminal Security/Front-of-House.
In particular, forums focussed on the three issues most likely to have policy implications for the White Paper:

· Aircraft triggers for screening; 
· Pricing options for aviation security screening; and
· Screening model options.
The other issues comprised ongoing initiatives being dealt with through formal consultative mechanisms, such as Aviation Security Advisory Forum Working Groups, and did not require the same level or detail of consultation.
2. Issues and departmental contacts
The aviation security issues raised in the Green Paper and relevant departmental contacts are listed below.

Alternative Service Delivery Models for Passenger and Baggage Screening

Graeme Skelton
02 6274 8120
Graeme.Skelton@infrastructure.gov.au
Cost of Passenger and Baggage Screening

Graeme Skelton
02 6274 8120
Graeme.Skelton@infrastructure.gov.au
Current Policy Settings for Aircraft Requiring Passenger Screening

David Tansey
02 6274 8169
David.Tansey@infrastructure.gov.au
Identity and Background Checking

Graham Hanna
02 6274 7107
Graham.Hanna@infrastructure.gov.au
Known Traveller

David Tansey
02 6274 8169
David.Tansey@infrastructure.gov.au
Last Ports of Call

Tony Harman
02 6274 7541
Tony.Harman@infrastructure.gov.au
National Aviation Security Training Program

Rachael Mitchell
02 6274 7236
Rachael Mitchell@infrastructure.gov.au
Prohibited Items

Jennifer Morris
02 6274 6877
Jennifer.Morris@infrastructure.gov.au
Securing the Supply Chain

Winton Brocklebank
02 6274 7201
Winton.Brocklebank@infrastructure.gov.au
Technology

Jonathon Wraith
02 6274 7152
Jonathon Wriath@infrastructure.gov.au
Terminal Security/Front of House

Jackie Raynor
02 6274 6833
Jackie.Raynor@infrastructure.gov.au
Other Non-Aviation Security Issues

Scott Stone
02 6274 7605
scott.stone@infrastructure.gov.au 
3. Issues
3.1 Policy settings for aircraft requiring passenger screening

Background

Early development of aviation security measures was driven by concern for the protection of jet-turbine powered aircraft used for regular public transport (RPT) operations.  This decision was based on evidence these aircraft were the preferred target for terrorists.  Australia’s decentralised airport network presents a challenge to ensure security outcomes are both effective and commensurate with the security risk at each location. Currently, jet-powered aircraft are subject to screening, while non jet-powered aircraft are not screened, even when these aircraft are a similar size to jets and carry a similar number of passengers. 

A number of stakeholder submissions to the issues paper identified a range of perceived anomalies in the current security regime, such as the different security requirements for turbo-propeller aircraft and certain charter aircraft services as opposed to jet-turbine powered aircraft. The security measures enforced upon jet-turbine powered aircraft are likely to have made large capacity turbo-propeller powered aircraft a more attractive target for highjacking. It is therefore prudent to re-examine the minimum security requirements for turbo-propeller powered aircraft, and identifying a suitable trigger for these measures. 
It is essential to establish a clear, transparent and robust means of distinguishing a trigger point for the implementation of screening. Failure to do so may expose vulnerabilities in screening requirements, possibly leading to inconsistencies between operators and aircraft, and resulting in passenger confusion. There are a number of measures which could be used as triggers for the consistent screening of aircraft. When exploring these measures it is essential all appropriate aspects of aircraft design, capacity and performance are considered. The factors to be taken account include aircraft weight and speed, fuel load, passenger numbers, and kinetic energy at time of impact. 
Summary of Forum Discussions and Agreed Matters
· Participants agreed there was an apparent anomaly in the current screening trigger.
· The kinetic energy of an aircraft at impact was accepted as the primary determinant of an aircraft’s potential to cause catastrophic damage.
· It was accepted that fire started by an aircraft upon impact, and maintained by non-aircraft related combustible materials, is the primary cause of post-impact damage as evidenced by the investigations into the 9/11 terrorist attacks.
· All factors concerning a possible screening trigger were discussed, with the acknowledged variability of passenger numbers, cruising speed, fuel load and wingspan causing these factors to be discounted as neither transparent nor robust.

· Maximum Take-off Weight (MTOW) was accepted as a transparent and robust trigger for screening aircraft on the basis that MTOW is set by the manufacturer according to an aircraft’s configuration and is fixed for the life of the aircraft under that configuration.
· It was noted that while it is possible for aircraft to have more than one MTOW, by basing screening settings on the highest MTOW rating, the trigger would be transparent and robust.
Matters Raised for Consideration

· Participants cautioned that a wide range of aircraft MTOW’s operate at numerous non-screened airports. Such airports are generally heavily dependent on RPT services and have no capacity to incur additional costs.
· Aircraft operators advised they would not be able to continue to provide RPT services to certain airports were costs to be increased as a result of a widening of the screening requirement.
· Participants proposed a risk and consequence based approach to any analysis of a change to aviation security screening policy settings.
· Participants supported a lesser screening requirement for certain airports such that departing aircraft could be screened to a minimum standard to enable landing at a capital city airport, but not sufficient to allow passengers to transit unless screened into the network.
· Participants raised the matter of open charters originating from remote unscreened airports and landing at capital city airports and indicated that this is an anomaly that needed to be addressed.
3.2 Cost of passenger and baggage screening

Background

Through submissions and consultative forums, industry raised concerns regarding the cost of aviation security passenger screening requirements and some participants argued for different security standards at different airports. In particular screened regional airports claimed the cost to them of screening is inequitable. Regional and remote airports have also argued that the current pricing structure makes it harder to attract passengers to regional Australia and to attract airlines to use regional airports as hubs. 

Consultations revealed support for some mechanism to equalise screening costs among airports, whether through network pricing or some form of subsidy scheme. Specifically, submissions did not address the central issues of who should pay for cost equalisation and whether or not there should be one price across all screened airports.
Costs per passenger are lowest for airport categories with high passenger numbers, where the cost of providing security screening services can be spread across a larger number of passengers.  The higher costs at regional airports are seen as driven by both equipment and labour costs. 
Summary of Forum Discussions and Agreed Matters
· Australia’s five major airports account for 77% of passengers and the 11 designated airports account for 91% of passengers. The remaining 33 regional airports account for 9% of screened passenger traffic in Australia. 

· At least 97 per cent of the population (16.5 million people) who live in urban centres/localities (UC/Ls) live within the assumed access distance (120 km to a large or medium airport–40 km to a small or rural airport) to some form of regular scheduled air services–81% of all UC/Ls (1,377) were within assumed access distance to at least one airport.
· It is likely only the 2.6% of passengers departing from the 18 remote and very remote airports are actually disadvantaged. 
· The principal drivers for network pricing are the mandatory requirement for aviation security screening, a perceived inequity of screening costs between airports and recognition that there are substantial economies of scale in the provision of screening services.
· Opponents argue that network pricing would send the wrong pricing signals and push up costs and prices as a result, and regardless of who paid for network pricing; such an initiative would be under threat during an aviation or economic downturn due to funding and other pressures.

· An alternative to network pricing is government subsidisation or cost sharing of some or all of the aviation security costs at some or all airports. It is possible that such an arrangement could provide a more targeted Government response where the effects of mandatory aviation security screening are determined to be most acute. 
· Network pricing was not generally supported by participants and there was no consensus of who would pay was it to be considered.
Matters Raised for Consideration

· Participants proposed that screening could be regarded as a universal service obligation for remote and very remote airports such that a maximum cost of screening is determined and a subsidy used to ensure screening costs remain uniform across affected airports. 
· It was suggested that the maximum cost be determined as double the national average cost.
· Participants were concerned that network pricing would inflate the cost of screening and disadvantage certain airports by removing a contestable element of competition.
· Some participants supported a ticket levy to either completely cover the cost of screening or to subsidise disadvantaged airports. However, concern was expressed as to the ongoing integrity of the levy in light of the Passenger Movement Charge.
· No clear consensus was reached as to whom, other than the user, should pay for the cost of screening. 

3.3 Alternative service delivery models for passenger and baggage screening
Background

The current regulatory and service delivery model for aviation security screening has facilitated major change in Australia’s aviation security operating environment. During the course of the Review of Aviation Security Screening industry noted various advantages and disadvantages of the current aviation security screening regime operating in Australia. 

Stakeholder submissions to the Aviation Security Screening Review and the National Aviation Policy Statement Issues Paper have canvassed or advocated the establishment of a centralised screening authority to address concerns regarding consistency in screening procedures, practice and delivery, and also workforce training and career path issues. 

An issue raised has been whether the current screening model is the best for coping with long term challenges.  These challenges include emerging risks to aviation security, and the need for technology upgrades to enhance passenger facilitation.  Additionally, industry has requested the Government to consider options for improving delivery and consistency in screening, including establishing a single screening authority across Australia. A number of industry members have the view that the current model, while working well in some cases, may lead to inconsistency in the screening process and security outcomes. 

Summary of Forum Discussions and Agreed Matters
Three overarching passenger screening models that could operate in some form in Australia are: 

· The current model;

· A single screening authority; and

· Government.

There are numerous possible permutations of each, some examples are:

· Hybrid of current model incorporating a regional screening authority;

· Government delivery of the service, (for example, along the lines of the Transport Security Administration of the United States of America);

· Single screening authority that direct delivers the service, (for example, along the lines of the Aviation Security Service of New Zealand); and

· Single screening authority that subcontracts delivery of the service, (for example, along the lines of the Canadian Air Transport Security Authority).
Matters Raised for Consideration

· The current model was seen as having numerous advantages, especially its inbuilt limitation to expansion, which was seen as desirable in keeping a check on the growth of security for security’s sake.

· Major airports did not support any removal, takeover or interference with passenger facilitation at their airport.

· The concept of a regional screening authority received support to assist remote airports and newly screened airports; however no clear consensus was reached as to how this might operate under the current model.

· Government delivery of the service was universally recognised as being a very expensive option.

· Australia’s current regime was recognised as providing a good security outcome at a reasonable for most participants. However, if an alternate regime was required, a Canadian Air Transport Security Authority type model was preferred.
3.4 Identity and background checking
Background

Over 100,000 individuals require unsupervised access to the secure areas of Australian airports. It has been a challenge identifying individuals of concern who are seeking to work in trusted positions in these areas. The introduction of the ASIC scheme, which commenced in 1998, was designed to alleviate vulnerabilities in the use of trusted insiders who may assist terrorists or other criminals with acts of unlawful interference against aviation.
The regime commenced with a relatively simple criminal history background check conducted once every five years. The regime has been significantly strengthened over the last three years, including enhancements to:

· the eligibility criteria applied;

· the frequency of checks; and

· the security features on the card itself.

Summary of Forum Discussions and Agreed Matters

· While the ASIC background checking regime is acknowledged as an important layer of security, it can be further improved.
· A comprehensive review of the ASIC background checking regime has recently been completed. The results of the review are currently being considered and options for implementation are being discussed with industry.

3.5 Known Traveller
Background

Some submissions indicated support for a domestic Known Traveller program, arguing the need for increased collaboration between government and industry in developing measures to streamline security screening. However, no specific programs were put forward.

Summary of Forum Discussions and Agreed Matters

· The Australian Government will not relax minimum aviation security standards unless there is advice from the security agencies indicating a diminished threat to aviation, nor will it create a lower screening requirement for particular classes of passengers. 
· No matter how comprehensive the background check on an individual program member, the Government believes there is still a need for security screening in accordance with Australia’s security laws to maintain the safety and security of the travelling public.
· The Government believes there are no regulatory impediments to a private operator introducing a domestic Known Traveller program in the Australian market. Such a program could be administered by airlines, airports or another third party, and could be run in conjunction with existing frequent flyer or business traveller programs.

· Organisations considering taking this step would need to make sure they meet the Government’s existing security screening requirements at airports, and may need to expand the use of current screening resources.

3.6 Last Ports of Call
Background

Currently flights from over 50 international airlines, departing from 48 international last ports of call arrive at Australian airports each day. Security standards can vary widely across these foreign airports. The Australian Government takes these factors into account when considering new security policies to enhance the security of approximately 23 million passengers flying to and from Australia each year.

The growth in international traffic, combined with the introduction of new generation aircraft able to fly further and carry larger numbers of passengers means more passengers will be coming from more distant airports and countries to Australia. Notwithstanding current global economic conditions, a worldwide trend of increased personal wealth, particularly in Asia, means over time additional airlines, more routes and new airports will become viable.

Summary of Forum Discussions and Agreed Matters

· The Australian Government will enhance cooperation with last ports of call countries as it looks at enhancing security at offshore airports. This includes the implementation of a comprehensive foreign airports visits program. Australian Government regulators will visit foreign airports to discuss measures to enhance security at those airports. At the same time, the program will offer reciprocal arrangements to foreign government security regulators for them to review Australia’s security arrangements.
· The Australian Government remains committed to working with ICAO (the International Civil Aviation Organization), APEC and our regional partners to improve aviation security standards. This is in addition to working with ICAO and foreign governments to explore options to implement a transparent system of international security audits for aviation, including making aspects of system performance more widely available.
3.7 National Aviation Security Training Program
Background

A robust aviation security regime relies on the use of appropriate technology, sound processes and a motivated and skilled workforce. Since 2001, the Government and industry have made significant investments in screening technology and in aviation security processes and regulation. The Wheeler Review recognised the reliance on people for most aviation security measures and highlighted the need to focus on the development of an appropriately skilled and motivated workforce, especially for screening.

Summary of Forum Discussions and Agreed Matters

· Drawing on extensive consultation with industry, the Government will progress with the National Aviation Security Training Program, to achieve stronger aviation security outcomes nationally.
· One of the results of this training program will be a benefit for regular travellers from an improved and more consistent experience. Another beneficiary is the aviation industry, which will benefit from a better and more consistent understanding of aviation security training requirements.
· The program will also assist in fulfilling Australia’s obligations to develop and implement a national aviation security training regime under Annex 17 of the Chicago Convention. It will also address aviation security training needs identified in reports by the Joint Committee on Public Accounts and Audit, the Australian National Audit Office and the Wheeler Review.

3.8 Prohibited Items
Background

Every forum raised the matter of Prohibited Items and the pressing need for review and harmonisation. Participants were informed that ICAO had recently completed a review of Prohibited Items. 
Summary of Forum Discussions and Agreed Matters

· The Government’s intention is to act on the ICAO recommendations to implement a Prohibited Items regime in line with internationally-agreed standards, while taking into account specific threats to Australia. 
· Consultations for the Review of Aviation Security Screening have supported this approach, especially the removal of low-risk items not contributing to the security outcome.
3.9 Securing the supply chain
Background

Concern was expressed at forums as to the vulnerability of passenger aircraft to air cargo as approximately 80 per cent of Australian domestic air cargo is carried on passenger aircraft. 
Air cargo is a critically important part of Australia’s international and domestic trade. In 2007-08 the value of air cargo was approximately $28 billion and currently there are 950 Regulated Air Cargo Agents (RACAs) spread across 1,720 sites Australia-wide dealing with international and domestic air cargo. Research indicates there may be over 10,000 Accredited Air Cargo Agents (AACAs) ranging from multi-national operators to sole proprietor businesses. 
Summary of Forum Discussions and Agreed Matters

· Participants were assured that the Government intends to further strengthen the existing layers of security for air cargo. 
· This will be achieved with the application of technology, the identification of employees and by regulating businesses operating in the air cargo supply chain. 
3.10 Technology

Background

The development of technology in isolation is not the total solution for security problems. Of critical importance are the type of technologies developed, and how they are deployed. Additionally it is recognised the overall system of technologies, people, processes and organisation needs to be well aligned to get the greatest benefit from the introduction of new technologies.

Future directions in the development and application of technology will need to be integrated with identified and emerging threats, and vulnerabilities to aviation. Examination of new security technologies will be conducted within the context of an evolving threat environment, including how terrorists may be using some of these new technologies.

The Department of Infrastructure is actively considering the implications of introducing new technologies into Australia’s aviation security environment and intends mandating technology performance specifications and certification requirements for passenger, baggage and cargo screening.

Summary of Forum Discussions and Agreed Matters

· Over the next five years, the Government’s priorities in relation to the implementation of aviation security arrangements using new technologies will include examination of:

· new ways to screen passengers, luggage and cargo; and
· new ways to secure airport perimeters, manage staff accessing airports, and monitor people in and around airports. 
· A range of tests were conducted in controlled laboratories in 2008 and operational trials have been undertaken at Adelaide, Melbourne and Sydney Airports. These technologies are designed to detect weapons, explosives and prohibited items. Some are also designed to detect explosives in liquids, aerosols and gels. The trials are designed to find out which, if any, of the advanced screening technologies are most appropriate for use in Australia.
· Australian agencies are working with other countries at sharing best practice technology and human factor performance information. Partnerships have been established with a number of Australian Government agencies, research establishments and members of the aviation industry to look at screening point design, the relationship between human factors and technology, broader preventative security initiatives and the interdependencies between passenger facilitation and security outcomes.

3.11 Terminal security/front-of-house
Background

An ongoing challenge for the Government and aviation industry is to identify and mitigate the risks associated with mass casualty attacks at airports. The Aviation White Paper will consider initiatives for front-of-house, including a focus on infrastructure design, technology, human factors, enhanced operational activity and better communication with stakeholders.

Incorporating security in the design of transport infrastructure is often costly and difficult to address and requires a consistent approach over a long period. The opportunity to incorporate or retrofit security measures into existing infrastructure at relatively low cost needs to be further explored.

Front-of-house technology can assist with monitoring people and has potential for preliminary, but limited, scanning of prohibited items. The pace and scale of passenger movements, combined with the limitations of front-of-house scanning technology, meaning human factors are critical to the provision of preventative security covering the front-of-house area. Human factors, covers both the operators’ capabilities and training, and a capability to identify and analyse suspicious behaviour. The strengths and weaknesses of the available technologies need to be understood for their appropriate integration into the preventative security regime.

Summary of Forum Discussions and Agreed Matters

· A major mitigation factor in addressing front-of-house vulnerabilities will be enhanced operational activity focused on the resolution of suspicious activity. This activity should involve both industry and law enforcement agencies. 
· Public areas at major airports are places of significant operational focus for the Australian Federal Police in applying counter terrorism deterrence strategies and the broader unified policing model functionality.
· In consultation with industry, the Government will address front-of-house mitigation strategies, based on four key themes:

· infrastructure design incorporating security;

· enhanced operational measures;

· staff training in front-of-house matters; and

· enhanced stakeholder engagement.

4 FORUMS AND ATTENDEES

Queensland
	Date
	Location
	Name
	Organisation

	28/01/09
	Brisbane
	Graeme Gordon

Tracey Baxter

Lachlan Smirl

Elissa Keenan

Trevor Heard

Alistair Kerr

John Bourke

Steve Grant

Peita Foster

Dawn Inglis

Stewart Lawson

Craig Morrison

Rena Muir
	Ballina/Byron Bay Airport

Ballina/Byron Bay Airport

Access Economics

Queensland Airports (Coolangatta)

Mackay Airport

Brisbane Airport Corporation

AFP

AFP

OTS

OTS

OTS

OTS

OTS

	29/01/09
	Rockhampton

(By Phone)
	David Blackwell

Iain Lobegeier
	Rockhampton Airport

Rockhampton airport

	30/01/09
	Cairns
	Bob Flack

Karyn Locke

Phil Warwick

Nick Braden

Doug   Stott

Lloyd Mais

Madonna Simmons
	Private

AFP

Cairns Airport

Cairns Airport

Doug Stott & Assoc.

CASA

Townsville Airport


Western Australia/South Australia/Northern Territory

	Date
	Location
	Name
	Organisation

	02/02/09
	Perth
	Bevan Johnston

Andrew Rostron

Walter Zebegew

Greg Meechan

Warren Wilkinson

Neil Fitzgerald

Paul Moulton

Jon Snow

Graeme Ware

Steve Whitmore

Bob Urquhart

Mitch Burnett
Jenny Kox

Andrew Forte

Georgie Budzinski

Robyn Smart
Paul Doyle

Brian Cook

Rachael Hingley-Wilson

Rod Cleary
	Skywest

Skywest

Toll Priority
Skywest

Skywest

WAC–Perth Airport

WAC–Perth Airport

WAC–Perth Airport

WAC–Perth Airport

WAC–Perth Airport

Geraldton Airport

Argyle Diamonds

Forte Airport Management

Forte Airport Management

Forte Airport Management

MSS Security

MSS Security
Toll Priority

OTS

OTS

	03/02/09
	Adelaide
	Janine Hugo
Howard Aspey

Peter Aird

John McArdle

Grant Drummond

Geoff Eaton
John Tree

John Moody

Damon Barrett
	Whyalla City Council
Whyalla City Council

Port Lincoln City Council

AAA and Adelaide Airport

Ceduna District Council

AFP

SA State Government

OTS

OTS


(Western Australia/South Australia/Northern Territory continued)
	Date
	Location
	Name
	Organisation

	05/02/09
12/02/09
	Darwin
Darwin (OTS)
	Mark Hill
Jonathan Jackson

Emily Graham

Alan Rasmussen

Les Mitchell

Kim King

Daniel Roberts
Cherre Hawkins
	NT Airports Corporation
Hart Security

MSS Security

Groote Eylandt Airport

Gove Airport

OTS

OTS

Ayers Rock Airport


Victoria/Tasmania
	Date
	Location
	Name
	Organisation

	10/02/09
	Melbourne
	Andrew Croft

Roger Hadrell

Ray Oakley

Carly Phillips

Travis Jones

Derek Trafford

Jacqueline Gough

Chad Cooke

Kemal Mustafa

Wade Morales

Trevor Richardson

Warwick Bull
	Essendon Airport

Mount Hotham Airport

Airports Plus (Hamilton/Mildura)

Melbourne Airport

Melbourne Airport

Regional Express

MSS Security
MSS Security

MSS Security

MSS Security

MSS Security

OTS

	11/02/09
	Hobart
	Michael Boyd

Stephen Douglas

Rowena Gaffney

Peter Bobar

David Hurd

Tania Reid
	Flinders Island 
Launceston Airport

TasPorts

MSS Security

MSS Security

MSS Security


New South Wales/Australian Capital Territory

	Date
	Location
	Name
	Organisation

	18/02/09
	Sydney
	Lane Dechaineux
Graham Giddey

Marcus Lancaster

Neil Hansford

Tom Squier

Robyn Wonser

Mario Bayndrian

Max Thomson

Des Ryan

Pam Phegan

Gavin Priestley

Chris Ryan

Craig Elson

Daniel Goodwin

Guy Maclean

Alan Ward

Steve Barry

Kel Gardiner

Bob Campbell

Brian Kelly

Alan Harvey

Lindsay Mason

Michael Dubois

John Roach
	Port Macquarie Airport

Newcastle Airport
Newcastle Airport

Network Airports & Aviation

Smiths Detection

ISS Facility Services

Bankstown Airport

AIPA

Albury Airport

Albury Airport

Orange City Council

Greater Taree City Council

MSS Security

MSS Security

AIPA

Parkes Shire Council

Parkes Shire Council

Orange City Council

Griffith City Council

Armidale Dumaresq Council

Armidale Dumaresq Council

Dubbo City Airport

Tamworth Regional Council

Board of Airlines Representatives

	23/02/09
	Canberra
	Stephen Byron

Richard Doyle

Andrew Leece
	Canberra Airport
Canberra Airport

Canberra Airport

	24/02/09
	Sydney
	Mike McKinnon

Melinda Kapp

Mike Day
	MSS Security

MSS Security

ISS Facility Service
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