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SUMMARY OF MAIN FINDINGS & RECOMMENDATIONS 

SUMMARY  

o Apart from the three aerodromes controlled by the Council of Innisfail, Tully and Dallachy, there 

are three other aircraft landing areas in the Cassowary Coast area - Dunk Island aerodrome 

and private landing strips of agricultural aviation operators Liddles and Blanches in the Tully 

area.  A previously proposed strip at Mission Beach was identified. 

o Apart from leases to various operators on the Innisfail airport, there are two freehold blocks 

facing onto the airport related to airport services - the house used at present by Tandem 

Skydive on the western cross strip and the hangar not currently used at the end of Cardier 

Road. 

o Some 31 aircraft were identified as being based at Innisfail airport, some 16 being recreation 

aircraft (formerly known as Ultralights). 

o Aircraft landing at the airport are required to radio in their intention to land and this is used as a 

basis for charging through the firm of Avdata.  These records have been indicating a level of 

landings of about 4,000 per annum (although 2010 figures were down due to the global financial 

crisis) or about 8,000 movements per annum compared with Mareeba airport recorded as being 

5,000 movements per annum. 

o Two of the operations involving parachuting and training are accounting for over 60% of all 

landings recorded.  (In 2010, it was 81%).  The data indicates however, that there is probably a 

fairly substantial level of under recording through not radioing in with ramifications for safety. 

o It can be implied from the records that underlying growth of airport usage in the past five years 

is possibly of the order of 5% per annum. 

o The area's competitive strength in aviation is in agricultural aviation, tourism (skydiving), pilot 

training and recreation aircraft.  A potential competitive strength is the availability of freehold 

land that fronts on to the Innisfail aerodrome. 

o Aircraft maintenance operations are limited with wet weather affecting capacity to allow aircraft 

in for services and out without delays. 

o Agricultural aviation and pilot training provides a base for charters / work outside the Cassowary 

Coast area. 

o The area is one of Australia's skydiving 'hot spots' with estimated split up 20% Cairns, 30% 

Innisfail, 50% Tully / Mission Beach. 

o Training activity is mainly Bob Harris' Flying School for fixed wing aircraft. 



CASSOWARY COAST AERODROME DEMAND & MANAGEMENT STUDY 

 

 

 

June 2011 
 

 Ref: J2389 Page 6/82 

 

 

o Although there is friction between general aviation area operators at Cairns airport and the 

owners, the only activity likely to shift to other regional airports is training that is being relocated 

to Mareeba.  There are moves however, that could see a further short strip developed in the 

Edmonton / Gordonvale area that could see parachuting and some charter and maintenance 

operations relocate.  Inquiries indicated there was not strong demand evident to relocate to 

Innisfail. 

o Analysis of the future development of the Cassowary Coast economy indicated continuing 

growth of agriculture and tourism with industrial nodes developing around Mourilyan seaport, 

the Wangan/Mourilyan/Boogan area adjacent to the Innisfail airport and South Johnstone and 

Tully mills.  Business services and population growth seems likely to be largest around Innisfail 

but also around Mission Beach (tourism / lifestyle) and Tully. 

o Future increase in demand over a 10-year time frame at Innisfail airport is likely to reflect slow 

steady growth in agricultural aviation, solid growth in fixed wing training, strong growth from a 

small base in recreation and helicopter pilot training, continuing strong growth in skydiving, 

emergence of some tourism sightseeing activity, possible emergence of RPT services using 12 

- 20 seat aircraft, major growth in recreation aircraft, and strong growth of mining fly-out 

services from a current small base.  Aircraft movements are projected to increase from a 

current underlying level of about 9,000 (allowing for post global financial crisis recovery and 

under recording) to about 20,000 per annum. 

o Further growth of Dunk I services are likely to take place with airport upgrading.  The location of 

Tully airport next to Mt Mackay and Mt Tyson in a rainy area and flooding problems restrict its 

potential development.  There is a question of how to meet a growing potential demand for 

tourism sightseeing services from Mission Beach.  Demand for Dallachy is only likely to be 

significant if major resort development takes place in the area. 

o Prospects are low of being able to privatise Innisfail aerodrome and still maintain a level of 

service the community would want.  Some maintenance / management deals might be helpful in 

minimising costs of Tully and Dallachy. 

o Attention is drawn to the possibility of attracting an óAir Parkô type private development similar to 

the Whitsunday Aviation Village at Airlie Beach to establish a strip closer to Mission Beach. 

o Significant prospects were identified for increasing usage of the Innisfail airport through 

releasing further blocks on the airport, either for leasing or as freehold blocks and rezoning 

freehold land fronting the airport for airport related development.  This could help fund 

infrastructure improvement and reduce costs to ratepayers.  These aspects and other matters 

raised give rise to the following recommendations. 

o Overall, the Innisfail airport infrastructure is adequate for current and immediate prospective 

usage except for a need for fencing to keep out wallabies.  Any commencement of RPT 

services will require attention to the terminal area.  Prospect of larger aircraft for mining services 

means that planning to extend the runway should be put in place so that it can be carried out at 

short notice. 
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RECOMMENDATIONS  

INNISFAIL 

1) Zoning ï That as part of the amalgamation of the old Johnstone and Cardwell Shire plans, 

the zoning of freehold land abutting the airport strips be reviewed and changed to allow 

areas where: 

a) Commercial operations can obtain freehold land abutting the strips. 

b) Where private aircraft owners could build houses including aircraft hangars for their 

own aircraft. 

Preliminary suggestion subject for further research is that the commercial zone be in the 

southern quadrant with access from Cardier Road and private residences be allowed on the 

eastern side of the cross strip as an extension of the current village zoning, and on the 

northern side of the western cross strip where parachuting operations are already 

established.  The zoning for land abutting the airport needs to include conditions for 

payment of lump sum or regular airport upkeep charges. 

2) Ownership - The Council could test the water by advertising for preliminary expressions of 

interest.  It is however, our expectation that an arrangement that retains satisfactory level of 

services and charges will not be able to be achieved. 

3) Charges & Safety - The Council needs to address the avoidance of charges by some under 

the current system who do not use their radios, thus creating safety hazards at an 

aerodrome at which parachuting is the largest single generator of recorded movements and 

income. 

A solution needs to be found including possible change of charge arrangements for some to 

an annual fee and exemption from Avdata charges and encouraging CASA to police non-

radio usage. 

4) Consultation ï There needs to be better and more regular form of consultation with airport 

operators either through re-establishing the former committee, or at least taking the form of 

regular consultative meetings where Council reports on results including revenue and costs 

and discusses issues. 

5) Marketing - Management arrangements need to include a function of marketing the airport 

commencing with more presence on the Councilôs website. 

6) Lease Packages - Apart from the rezoning to allow the freehold land fronting the airport to 

be developed for airport related uses, the Council should develop on airport land, lease 

packages to offer to the market of lease land. 

7) Freehold Blocks ï The Council should look at freeholding some of its existing leases in 

suitable positions and offering new freehold blocks in those areas.  Capital raised could be 

used for infrastructure development. 
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8) Non-Compliance - Leases on the airport are restricted to airport related businesses and the 

issue of non-compliance needs to be addressed one way or the other. 

9) Vehicle Movements - Movement of vehicles around airports can pose safety problems that 

need to be addressed with possibility of security gates investigated. 

10) Classification - That the aerodrome be taken to 'Certified' classification level or at least a 

contingency plan put in place for it to quickly move to 'Certified' level if demand for regular 

use by aircraft over 30 seat capacity develops. 

11) Charges - Examination of landing charges at equivalent airports around Australia indicate 

there could be scope for some increase. 

12) Development Plan - A development plan that includes: 

a) Lease packages. 

b) Freehold zoning arrangements 

should be developed in consultation with owners of land abutting the airport and a marketing 

document developed. 

TULLY / MISSION BEACH 

1) Seek to negotiate a conditional management and maintenance deal for Tully aerodrome with 

an operator. 

2) Identify a suitable helipad location at Mission Beach. 

3) Explore possibility of attracting a private 'Air Park' type development to Mission Beach. 

DALLACHY 

1) Minimise costs by seeking to negotiate a conditional management and maintenance 

arrangement with a private operator. 
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1. INTRODUCTION 

Cummings Economics was asked by Cassowary Coast Regional Council to carry out a 

study into likely future demand for its three aerodromes located at Mundoo (Innisfail), Tully 

and Dallachy. 

Subsequently, the Council requested the study to be extended to include research into and 

recommendations on management. 

The study envisaged five (5) steps with Steps 1 & 2 being desk research and interviewing 

of existing lessees and users, 

Step 3 was to be interviewing of potential new and other users and Steps 4 & 5 finalising 

reporting. 
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2. BACKGROUND ON CASSOWARY COAST AERODROMES 

2.1  General 

Six aerodromes/strips have been identified in the Cassowary Coast area. 

Council 

Mundoo 

Tully 

Dallachy 

Non Council 

Dunk I (resort airstrip) 

Liddles (private strip near Tully used in their agricultural aviation business) 

Blanches (private strip in Tully area used in their agricultural aviation 

business) 

In addition, it was identified that there had been provision for an air strip at Mission Beach 

in the past that had been terminated. 

 

2.2  Mundoo Innisfail 

Innisfail aerodrome at Mundoo is located approximately 3km from Innisfail next to the road 

to South Johnstone and the North Coast railway.  It is classed as a óRegisteredô aerodrome.  

(Note:  A óRegisteredô aerodrome is able to take RPT or regular charters up to 30 

passengers.  To take more requires it to be óCertifiedô.)   (See further comment.)  

It has a NDB (Non Directional Beacon). 

It is the major aerodrome in the Cassowary Coast area. 

Appendix 1 shows aerodrome plan and technical details.  The main strip has a sealed 

length of 1353 metres and a width of 30 metres.  In practice, it can take aircraft of Dash 8 ï 

100 series with up to about 36 seats. 

Orientation of the main strip is (north west, south east), ie, aircraft can take off into the 

prevailing south east winds and land into them. 

It has a grass cross strip of 1332 metres orientation (ie. north east, south west).  Both 

approach ways and take off paths are clear of obstructions for a long distance. 

An area of land is held on the southern side and developed with tarmac, a terminal and 

hangars (see further details plan, Section 3.1). 
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A feature of the airport is that there is freehold land abutting onto the runway reservations 

and an old dump area (RP714494) owned by Council.  (This feature is discussed in a later 

Section 8.2.4.) 

Topographically, the land at the northern end of the strip drops off to Bamboo Creek.  The 

strip could be extended northward by a further 560 metres to 1900 metres but this would 

require substantial filling (see further comment, Section 8.2.8). 

The strip is constrained at the south eastern end by the Innisfail ï South Johnstone Road. 

 

2.3  Tully Aerodrome 

Tully aerodrome is a single strip with an approximately north south orientation to the east of 

the Bruce Highway and separated from the highway by an industrial zone area.  Appendix 

2 gives aerodrome plan and technical details. 

It has a runway length of 1040 metres of which 620 metres is sealed, catering for category 

A & B aircraft up to a maximum take off mass (MTOW) of 5700 kg. 

The taxiway is 10m wide.  There is an apron area capable of parking approximately 12 

aircraft.  It has a terminal building and refuelling facilities. 

The aerodromeôs use for aviation is complicated by the fact that it lies between Mt Tyson in 

the west and Mt Mackay in the east.  It is in an area that has very high rainfall and rain 

often hinders operations.  A major new electricity transmission line has recently been built 

through this corridor but reduced in height to reduce risk for aircraft.  The area of land on 

which it is located is low lying and subject to inundation during the wet season. 

It is the nearest aerodrome to Mission Beach which is 30km away by road. 

 

2.4  Dallachy Aerodrome 

Dallachy aerodrome is located to the east of the Bruce Highway approximately 16km north 

of Cardwell.  Appendix 3 gives airport plan and technical details.  The site is located in 

bushland with poor soil structure, but with sugar cane paddocks between it and the 

highway. 

It has a 1000 metre grass strip.  There is a concrete pad for preflight checks, public toilet 

blocks and hangar. 

Topographically, the site is unconstrained and could be developed into a strip capable of 

taking large wide bodied passenger aircraft. 
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2.5  Other 

In addition to the Cassowary Coast Council owned aerodromes, the following private 

aerodromes and landing strips are located in the area. 

Dunk I 

The strip is owned by the resort.  Appendix 4 gives aerodrome plan and technical 

details. 

The Dunk I aerodrome is primarily used to ferry guests to and from the Dunk I and 

Bedarra I resorts. 

Liddles 

Agricultural spraying operator ï Liddles have their own landing ground west of Tully 

from which they carry out most of their operations in the Tully area as well as use of 

their hangar and operations at Mundoo for operations in the Innisfail area. 

Blanches 

Like Liddles, Blanches have their own landing strip in the Tully area. 

There is no airstrip at Mission Beach.  Site of a previous proposal for an airstrip at Mission 

Beach is given as Appendix 9. 
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3. CURRENT USAGE 

3.1  Operations Based at the Aerodromes 

3.1.1  Innisfail 

Map 1 over shows the existing buildings on the airport site and the current owners and usage.  The 

small hangars commonly referred to as the óMotelô are listed separately. 

Main Area 

 Owner Usage 

1 P Hewitt Rented 

2 C Prete Recreation aviation/engineering 

3 B Harris Training 

4 A Yarrow  

5   

6 P Hewitt Rented ï to builders ï non airport users 

7 D Sutherland Helicopter agricultural & other operations 

8 D Sutherland  

9 D Sutherland  

10 Ian Saunderson Peak Aviation agricultural 

11 P Hewitt Rented 

12 Liddles Agricultural 

 Motel 
(1)

  

1 L Crook & B Williams Recreation 

2 P Morris Recreation 

3 A Huxhan Recreation 

4 J Williams Recreation 

5 J Genocchio Rented 

 (1) 
Note:  Refers to the group of small hangars located to the north east of the terminal building. 

 

Terminal 

The small terminal is located at (A).  It is rented out to B Harris as offices for his training 

businesses and used by the Innisfail Aero Club. 

Other 

Freehold blocks abutting the airport of relevance are: 

House and land marked (B) owned and used by Tandem Skydiving for reception and waiting 

for their skydiving operations.  It is located on the northern side of the western arm of the 

cross strip that is used for parachute landings. 

House and land marked (C) has a hangar on it.  It is owned by an Adelaide resident and is 

for sale but is not currently used. 

There are about 25 houses in the Mundoo Village area outside the airport boundary.  It was 

reported that none are occupied by persons with aircraft or working at the airport. 

The following Table #1 summarises the aircraft located at the Innisfail aerodrome.  Total number is 

31 with over a half being in the órecreationalô category.  It is likely that this is the biggest 

concentration of aircraft in the Far North Queensland region outside of Cairns. 
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Map 1 
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Table #1:  Aircraft Based at Mundoo Aerodrome Innisfail 

  
No. of 

aircraft 

Recreational  16 

 (Aircraft 12)  

 (Trike Delta Wing 3)  

 (Gyro 1)  

Agriculture  5 

 (Liddles 1) fluctuates (fixed wing)  

 (Peak Aviation 1) (fixed wing)  

 (Heliservices 3) (helicopter)  

Training  4 

 (Harris 4) (fixed wing)  

Skydive (1 at a time) (fixed wing) 1 

Other  5 

Total  31 

 

3.1.2  Tully & Dallachy 

Two operators are based at Tully: 

1) Aircraft used by Cairns Skydive/Jump the Beach who have been using the terminal as a 

base for operations and receptions for clients coming down from Cairns and from Mission 

Beach.  The reception function has been shifted to Mission Beach where clients coming 

down from Cairns and clients staying locally gather and are then taken to Tully. 

2) Helicopter operation of Shadforths based from a shed on private property on the eastern 

side of the strip. 

Operations at Dallachy are sporadic only. 

 

3.2  Analysis of Aircraft Movements 

The Avdata system records advised landings at Innisfail.  As discussed below, there 

appears to be a significant issue of aircraft not using their radio or giving wrong information 

to avoid billing.  The safety issues this presents are covered in Section 7.3. 

The following Table #2 analyses Avdata by years since the system commenced in 2005. 

Table #2:  Avdata by Years 

 Landings Movements Comment 

(Part 2005) (1651) (2302) 4 months only 

2006 2975 5950 Affected by Cyclone Larry 

2007 4201 8402  

2008 4051 8102  

2009 4186 8372  

2010 3430 6860 Down 
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The 2007, 2008 and 2009 numbers ran along at about the same level. 

There was a sharp reduction in 2010 blamed on the effect of the global financial crisis 

(GFC).  Based on the part-2005 figures of 2,300 in 4 months, estimated movements for 

2005 is of the order of 6,500. 

Assuming 2010 figures without the GFC would have been similar to 2009 at 8,400, growth 

over the 5 years would have been of the order of 5% plus per annum. 

It is worthy of note that the number of movements in the 7000 ï 8000 range are 

significantly above those given for Mareeba in the AMPC report ñMareeba Airport 

Development Plan ñof just over 5000 movements in 2008/09. 

The following Table #3 analyses further by customer. 

Indications that some users are not reporting landings by radio seems evident to some 

degree in the data recorded. 

Accordingly, the data needs to be regarded as an incomplete record of actual landings. 

Table #3:  Analysis by Customer Landings 

 
Part 2005 

No. 

2006 

No. 

2007 

No. 

2008 

No. 

2009 

No. 

2010 

No. 

Large       

 Training (Harris)       

 Tandem Skydiving       

Total Large 902       55% 1655     56% 2777     66% 2557     63% 2512     60% 2781     81% 

Medium       

 Stewart Av       

 NQ Aero Club       

 Heli Services/Heli Charter       

 Liddles       

 Hinterland Av       

 Peak       

 Cairns Airport Hangars       

 Mile High       

 Barramundi Av       

 King Reef       

Total Medium 370       22% 644       22% 706       17% 841       24% 636       15% 200         6% 

Other 379       23% 676       22% 718       17% 653       13% 1038     25% 449       13% 

Grand Total 1651   100% 2975   100% 4201   100% 4051   100% 4186   100% 3430   100% 

 
Table & Charts #4 illustrate the degree to which the two large operators of Harris and 

Tandem Skydive dominate the reported landings with Harris peaking in 2007 but Tandem 

Skydive continuing to grow and increasing their percentage to being at 50% of total 

recorded in 2010. 

The figures for some of the medium users are not what would be expected. 
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Table & Charts #4 - Avdata Recorded Landings at Innisfail Aerodrome classed by large (1000+), medium (30+), small 

      

 
 

 

      

 2006 2007 2008 2009 2010 

Small 676 718 653 1038 443 

Medium 644 706 841 636 200 

Large 1655 2777 2557 2512 2781 

Total 2975 4201 4051 4586 3420 

      

      

      

      

      

    
 

 

 2006 2007 2008 2009 2010 

Large 56 66 63 60 81 

Medium 22 19 24 15 6 

Small 23 19 16 25 13 
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It is difficult to estimate the level of under recording but it seems to be substantial. 

There were no records available for aircraft movements at Tully or Dallachy. 

 

3.3  Analysis by Sector 

The following identifies operations based in the region by sector. 

It indicates that the area has four major areas of competitive strength. 

1) Agriculture based especially on the location of Australiaôs major banana industry in 

the area but also sugar and other crops. 

2) Training based on Hinchinbrook Aviation / Bob Harris Flying School.  Higher rainfall 

is not a major disadvantage. 

3) Tourism oriented skydiving. 

4) Recreation aircraft. 

 

3.3.1  Agricultural 

There are five (5) agricultural aviation operators in the Cassowary Coast area and two outside the 

area of relevance. 

There is essentially a market stretching from Ingham to Gordonvale and operations based at Ingham 

are of relevance.  Operations based in the Cassowary Coast area are as follows: 

Liddles ï Mainly operate from their own strip west of Tully.  However, also have their own 

hangar at Innisfail from which they cover the Innisfail area.  Have fixed wing aircraft. 

Blanches ï Also operate from their own strip in the Tully area.  Also operate in Ingham area and 

sometimes use Innisfail.  Fixed wing aircraft.  The Blanch family also have an operation based 

at Ingham. 

Peak Aviation ï Operate from Innisfail where they have a hangar with fixed wing aircraft. 

Shadforths ï Operate from Tully aerodrome, from an off airport hangar on freehold land on 

eastern side.  2 helicopters. 

Duncan Stewart (Heliservices) ï Operate 3 helicopters from Innisfail aerodrome. 

3.3.2  Training 

Major training operation is Bob Harris Flying School / Hinchinbrook Air Services with 4 fixed wing 

aircraft operating from the terminal / Innisfail Aero Club building. 

The firm specialises in professional pilot training.  About a quarter are local and the odd 

international. 

The firm carries out base commercial license training and instrument rating and for the Airline 

Transport Pilots license (which is theory only). 

Ron Watson carries out flying training for Recreation aircraft.  Heliservices also carries out some 

ancillary helicopter training. 
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3.3.3  Tourism Parachuting 

There are two operations in the area. 

1) Cairns Skydiving that recently amalgamated with Jump the Beach and operate out of Cairns 

(with drop zone in the Edmonton/Gordonvale area), and Tully (with drop zone especially on 

the beach at Mission Beach). 

The operation previously used the terminal at Tully as a reception area.  However, it has 

more recently set up an office/reception area at Mission Beach where clients staying in 

Mission Beach check in and those coming down from Cairns check in.  They then are taken 

by coach to board at Tully.  They stay at Mission Beach after the jump with those from 

Cairns returning by bus.  Occasionally there is a demand from Dunk I resort with landing 

zone at the Dunk I aerodrome. 

2) Tandem Skydiving operate at Innisfail airport with landing zones at the western end of the 

cross strip, Warrina Lakes South Johnstone and the beach at Etty Bay.  They have 

purchased the house on the northern side of the western end of the cross strip that they use 

as a reception and waiting centre. 

Business share is estimated at: 

Cairns ..................................... 20% 

Innisfail.................................... 30% 

Tully/Mission Beach ................ 50% 

Of the 50% Tully/Mission Beach, about half are believed to come down from Cairns and a half from 

Mission Beach, mainly from backpacker establishments. 

While the concept of landing on the beach has its appeal, operationally it is more expensive, due to: 

a) Wear and tear on parachutes and equipment. 

b) The need to have a boat available for safety. 

 

 

3.3.4  Tourism Sightseeing 

There is no regular tourism sightseeing operations in the area.  However, one operator is proposing 

to offer helicopter tours from a base at the Tully aerodrome. 
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4. ANALYSIS OF COMPETITIVE ADVANTAGE  

4.1  General 

The foregoing analysis, and discussions with users and others, indicates the current 

competitive advantages of the Cassowary Coast aerodromes. 

The fact that Innisfail is second to Cairns and ahead of Mareeba in aircraft movements is 

due to a number of factors: 

1) The extent and type of agriculture in the region leading to strong development of 

agricultural aviation. 

2) The scenic attractiveness of the area for parachuting.  Innisfail is closer to Cairns 

than Tully.  The thicker air at sea level compared with at altitude (eg. Mareeba), 

makes it less expensive to ascend. 

3) The existence of Bob Harris Flying School / Hinchinbrook Airôs training school. 

4) Strong recreational aircraft use of the airport. 

5) The comparative size of Innisfail as a population and business centre. 

6) Probably the fact that it is on the coastal route between Cairns and Townsville. 

The aerodrome has no site disadvantages for take off and landing .  However, because of 

the location of the road to South Johnstone and the dip in the ground at the north end 

means that lengthening could involve more cost than normal. 

The availability of a cross strip is an advantage along with potential to have freehold land 

fronting onto the strip. 

A definite competitive disadvantage is the weather and the extent of rainy days. 

This leads to Innisfail being lower in aviation maintenance businesses than Mareeba, not 

because of moisture leading to less favourable maintenance work conditions ï it is 

undertaken in hangars.  The problem seems to be that aircraft owners like to minimise the 

down time at maintenance and wet weather can hold up aircraft getting in and out. 

The weather was also mentioned as a factor in training operations in Cairns favouring a 

movement to Mareeba rather than Innisfail.  However, the fact that pilots need to train to 

experience wet weather also indicates that it is not completely negative for Innisfail as a 

flight training centre with Hinchinbrook Air successfully conducting a business based at 

Innisfail airport over many years. 
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Tullyôs competitive advantage lies in: 

a) The strength and type of the agricultural sector in the area. 

b) The scenic attractiveness for parachuting onto the beach at Mission Beach. 

A disadvantage is the fact that a number of the agricultural operators have their own strips 

in the area and donôt use the Tully aerodrome. 

The biggest disadvantage however, lies in: 

a) Its location between two large mountains in a very rainy area. 

b) The fact that the strip is subject to flooding in wet weather. 

There is freehold land on one side. 

However, the factors (a) and (b) above means that it is probably not suitable for 

development for use by larger aircraft. 

Dallachyôs advantage is that approaches and land availability mean that it could be built 

into a major airport. 

Its disadvantages are economic: 

a) Distance from major agricultural areas. 

b) Further distance from Cairns for parachuting and less scenic amenity of the area for 

this purpose. 

c)  Distance from a significant population centre. 

 

4.2  The Cairns Factor 

There has been substantial friction recently between airport related businesses located on 

the western side of Cairns airport and the new Cairns airport owners. 

Cairns airport wants to relocate operations in what is called the General Aviation area to a 

new General Aviation area on the eastern side of the runway south of the main terminals.  

This would free up the western side near the highway for shopping centre and other 

commercial development. 

By and large, the businesses involved are not happy about the proposal and the study 

sought to identify whether it was likely to create a special demand for the Cassowary Coast 

aerodromes. 

In addition to this factor, operators based at Cairns airport face higher airport charges and 

more delays due to congestion. 
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There are in essence, four different types of operation in the Cairns General Aviation area: 

1) Repairs and maintenance. 

2) Aircraft operations: 

a) Small RPT and charter operators. 

b) Coastal surveillance including Cobham (National Jet) and an aircraft used as 

part of HMAS Cairns operations and works with the Hydrographic Survey 

vessels based there. 

c) Royal Flying Doctor. 

d) Emergency Management Queensland 

e) Other privately owned aircraft. 

f) Air cargo operations including Hevilift who operate in PNG. 

3) Education & Training. 

a) The new ñAviation Australiaò school. 

b) Flight Training especially NQ Aero Club. 

4) The Meteorological Bureau. 

The indications are that the engineering and maintenance sector would have the following 

reactions: 

1) Some could relocate off airport (ie. upholstery, engine and propeller services, 

electronics). 

2) Some of the larger ones are looking at relocation of activity to Singapore and 

Townsville. 

Given where their market is located, they seem unlikely to move to Innisfail. 

By and large, the aircraft operations are tied to Cairns by their market or in the case of the 

emergency services to the Base Hospital. 

Of the education and training, the Aviation School could move off airport but this would not 

be desirable. 

The flying training could move from Cairns airport and this is canvassed later in Section 

6.5.2. 

Proposals were revealed for development by private interest of another smaller 800 metre 

strip in the Edmonton area. 

Some like the tourism flights and parachuting were more likely to move to such a 

development closer to Cairns than Innisfail. 
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The Met Bureau could locate off airport. 

Given the location of the bulk of customs and the air cargo operations, offices and depots 

could more off airport but were unlikely to move from Cairns. 

While Innisfail was unlikely to benefit from the situation, it would be appropriate to: 

a) Monitor what is happening. 

b) Keep the parties involved informed of what Innisfail has to offer once this report has 

been received and forward planning for the aerodromes adopted. 
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5. FUTURE DEVELOPMENT OF THE CASSOWARY COAST ECONOMY 

5.1  Background 

5.1.1  General 

The Councilôs aerodromes relate to and will respond to future patterns of economic development in 

the area. 

The Cassowary Coast is a very special part of Australia.  The area contrasts with the bulk of 

Australia as the flattest and driest of continents.  The area has sharp relief, plentiful rainfall and 

among Australiaôs highest level of plant growth potential and marine diversity. 

5.1.2  Primary Industries 

Against this background, it has developed as a prime agricultural region, initially for sugar with some 

beef, logging of forests, fishing and tourism. 

The past 30 years have seen major intensification and diversification of primary production and 

tourism as: 

Á Global markets reach out for previously underdeveloped resoruces. 

Á Transport developments break down previous barriers of remoteness from major markets. 

Á Technology especially related to the tropics has been developed. 

Á As success breeds success. 

In the Cassowary Coast region, this has taken the form of, first holding on to its sugar industry 

through major productivity improvements in mechanised harvesting, bulk handling, automation of 

mills and improved farming methods.  Further primary industry development and diversification has 

occurred on this basis. 

The region offers the best conditions in Australia for growing tropical crops such as bananas 

efficiently and cheaply.  As roads and road transport vehicles improved during the 1970ôs and 1980ôs 

(effectively reducing transport costs relative to growing costs), the banana industry was able to use 

these superior growing conditions to become the major supplier to the Australian market. 

It was also able to use these growing advantages to introduce a range of other tropical fruit crops 

such as lychees, rambutans, pawpaws, mangosteen, etc. 

Improved cattle breeds and pastures have heightened turnoff of quality stock although expanded 

cropping is gradually reducing available areas. 

Logging of forests has given way to plantation forestry. 

Fishing continues but has been supplemented with some of the northôs largest aquaculture 

operations. 
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5.1.3  Tourism 

The Cassowary Coast area has long participated in tourism in the north.  It is important as a 

stopover for traffic coming by road and rail from the south.  However, during the 1980ôs and 1990ôs, 

the swing to air transport and overseas tourism (also airborne), tended to leave the area by-passed 

as Cairns and the coast northwards to Port Douglas and Cape Tribulation expanded. 

The offshore resorts of Dunk and Bedarra continued and growth of resort type traffic occurred 

around Mission Beach.  The past decade saw backpacker trade increase as they found work in the 

banana industry. 

The resurrection of Paronella Park has increased day tripping out of Cairns.  The 1990ôs saws 

adventure day tripping for white water rafting, especially on the Tully River and parachuting from 

Tully and Innisfail airports developed.  Recent estimates put tourism revenue at about $100m or 

about 4% of the regionôs total. 

5.1.4  Manufacturing & Distribution 

However, the economy of the area has also been affected by the fact that the Palmerston Highway 

comes down from the southern Tablelands area to join the Bruce Highway at Innisfail. 

With the Palmerston being able to take B-double size trucks, the Palmerston is currently the most 

freight efficient route from the Tablelands to connect with the Bruce Highway and the North Coast 

railway. 

This expands Innisfailôs service area to include business from the southern Tablelands area around 

Millaa Millaa and Ravenshoe.  This also makes Innisfail a significant secondary freight hub in the 

region to Cairns. 

These factors plus the fact that geographically, Innisfail is more at the centre of the tropical coast 

agricultural zone from Ingham to Mossman have influenced, over the years, the development of 

Innisfail as an important secondary processing and manufacturing centre including the establishment 

of the regionôs foundry at Innisfail, agricultural machinery engineering works and the location of an 

abattoir (currently in mothballs). 

.Although the Cassowary Coast area has a population of 30,000 compared with the Tablelandôs 

45,000, Innisfail itself (with an urban centre population in the 2006 Census of 8,262) is the largest 

centre outside of Cairns and compares with Mareeba at 6,806 and Atherton at 6,247. 

The area is suffering from the same centralising tendencies as other rural regional areas of 

Australia.  However, over the 9 years 2001 to 2010, residential population grew by 4% (or 1,178).  

However, this compares with Burdekin Shire recording a growth of only 19 and Hinchinbrook Shire a 

drop of -39. 
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5.2  Looking Forward 

It is likely that the process of intensification of primary production in the area will continue 

and that the key logistical position of Innisfail due to its position at the junction of the Bruce 

Highway and the Palmerston Highway will continue to be important. 

5.2.1  Sugar 

Sugar is likely to continue as a key primary industry in the region with raw sugar exported through 

Mourilyan Harbour. 

Milling has consolidated into the two major mills of South Johnstone and Tully.  Both have capacity 

for expansion of cane growing inputs:  Tully by expanding areas in the Tully Valley, South Johnstone 

by taking in cane/juice from the Tablelands area. 

However, the most important development is likely to be in diversification of output from mills. 

 Increased generation of electricity from surplus bagasse. 

 Possible ethanol production from cane juice but also from bagasse (although current 

indications are that this will mainly take place at an expanded Mareeba Mill). 

 Possible production of a range of products like bio plastics and other bio technology based 

items for supply especially to Asian markets. 

A further possible input into the above is wood waste from the plantations in the area. 

Effect on transport infrastructure could be to see some volume of raw sugar transport to and 

shipment via Mourilyan Harbour replaced by shipment of product like bio plastics.  However, there 

could be a need for  transport of some inputs.  Importantly however, the manufacture of bioplastics 

and the like seems likely to involve greater employment and movement of technologists and possibly 

marketing and management staff that could use the airport. 

5.2.2  Tropical Fruits 

Current indications are that the banana industry in the region will probably expand with general 

growth of Australiaôs population and some additional market penetration. 

Expansion of production in the wider Far Northern region seems likely to take place in areas such as 

the Tablelands and Cooktown, reducing vulnerability of the industry to cyclone damage. 

Other tropical crops seem likely to expand as market penetration occurs and per capita consumption 

rises. 

Already evident in the recent past has been a trend towards local processing of secondary grade 

fruit in the form of dried fruits, jams and condiments and tropical fruit wines. 

The degree to which this is likely to progress to major processing including canning is difficult to 

predict. 
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However, the trend is likely to be in that direction.  The ability of an Innisfail location to draw on 

product form the Tablelands as well as the Cassowary Coast area will make it a prime prospective 

location.  Impact on demand for airports is likely to be two-fold: 

1) Increases in agricultural land under production is likely to lead to some growth in agricultural 

aviation needs. 

2) Further processing and manufacturing is likely to lead to more demand for transport of 

technologists, marketing and management personnel by air to southern and overseas 

markets. 

5.2.3  Beef 

Although it is in mothballs, the location of the meatworks near Innisfail illustrates Innisfailôs logistical 

advantages for this type of operation along with the live cattle export facilities at Mourilyan Harbour. 

Recent moves to tighten conditions on live cattle export could possibly lead to a swing to slaughter in 

Australia and export of carcasses, sides and quarters. 

Again, impact on aerodromes is likely to be to increase a demand for movement of technologists, 

marketing and management personnel by air as well as inward movement of essential parts, 

replacements, etc. 

5.2.4  Forestry 

The Cardwell Caribbean Pine plantations are ready for harvesting and arrangements are being 

made to ship output via Townsville, rather than Mourilyan, because of the dispute between Pentarch 

and the Government and Pentarchôs lease over key land at Mourilyan. 

Given the substantial reafforestation plantings in the Cassowary Coast area, there is likely to be a 

re-expansion in sawmilling capacity in the region. 

5.2.5  Fisheries & Aquaculture 

This sector seems to be at a standstill at present.  However, once again aquaculture brings a need 

for technologists and managers likely to need business air transport. 

5.2.6  Mining 

A number of minerals are being canvassed to move through Mourilyan seaport, especially from the 

Mt Garnet area including copper and tin concentrates and magnetite.  Bauxite exploration is taking 

place.  There is world class deposits of diatomite in the immediate hinterland. 

Mourilyan is also being proposed as a second port in Queensland in the north of the Sate, to be able 

to handle large volumes of explosives and other dangerous mine chemicals for import and storage 

and for distribution to mines in the north and to mines in Papua New Guinea.  The only currently 

licensed port for larger volumes in Queensland is Port Alma in Central Queensland.  Necessity for 

mine supply ships to go that far southwards mitigates against drawing other supplies from northern 

ports like Cairns and Townsville. 
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5.2.7  Industrial Zone Implications 

At a fundamental level, the impact of the massive industrialisation taking place in Asia for minerals 

first, and progressively for food, fibre and other bio based industrial products, has major implications 

for the Cassowary Coast economy. 

Previous reports on FNQ Mining Service Opportunities, PNG Shipping and Innisfail Freight Hub, all 

point to the likely success of establishing upgraded port and industrial development zones n the 

area: 

1) Based on the two major sugar mills at Tully and South Johnstone. 

2) Around Mourilyan Port. 

3) Adjacent to Mourilyan Port in the general area bounded by Boogan, Wangan, and the 

Mourilyan township based on the convergence in that area of road and rail transport links. 

Significantly, the South Johnstone sugar mill industrial hub is close to (3).  Map 2 over illustrates. 

Land immediately around the port is limited and needs to be held for those activities essential to be 

located harbour side. 

Significantly, any Boogan/Wangan/Mourilyan industrial area is adjacent to the Innisfail airport and 

would be able to use it for any air related activities. 

Demand for airport usage could potentially come from: 

 Need for technical, marketing and management personnel to fly-in/fly-out on RPT, charters 

or company aircraft. 

 Airfreight movements of urgent and high value parts. 

The development of a transport / industrial hub area in the Wangan/Boogan/Mourilyan area is 

essentially a longer term prospect. 

It is important however, that flexibility of planning is adopted for the Innisfail airport to use its 

competitive advantage of land directly accessible to the airport to cater for activities an industrial / 

freight hub might bring. 

5.2.8  Tourism 

It seems likely that tourism in the area will develop along the coast in three areas: 

1) Cardwell and offshore islands. 

2) Mission Beach area and offshore islands. 

3) Around Innisfail and the area from Ella Bay to Etty Bay. 

The three aerodromes relate to each of these areas. 

The currently most developed is the Mission Beach area and offshore Dunk and Bedarra Islands.  It 

seems likely that most tourism development will occur in the next five to 10 years around this area. 
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Map 2 

Industrial Hub Location 
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Tourism is currently heavily being affected by the high Australian dollar and a post GFC rise in 

household savings.  Mission Beach/Dunk I has also been affected by two major cyclones in the area 

over a five-year period, something that is probably not likely to be repeated for some time. 

The Cassowary Coastôs future development for tourism will be related to the general growth of 

tourism in the Far North Queensland region. 

As Cairns city has urbanised, it has become more attractive for some types of visitors that use 

Cairns as a sightseeing base and like the increased shopping and nightlife that urbanisation brings 

with it.  However, it has become less attractive to those wanting a óget-awayô resort type experience. 

In the past, opportunities have existed for expansion of this type of traffic northwards along the coast 

to Port Douglas and thence to the Cape Tribulation area.  Town planning restraints have reduced 

scope for further resort development north of the Daintree, an area that in any event is two hours 

drive from Cairns airport. 

Expansion along the coast south of Cairns is restricted by the Murray Prior and other ranges with the 

only access being at Bramston Beach. 

The Mission Beach area with its low hills and rainforest fronting the sea and Dunk Island offshore 

has represented a very attractive area about the same distance from Cairns airport as Cape 

Tribulation. 

Accessing the area by air out of Cairns has presented problems.  Dunk I when operational has up to 

3 regular charter services operated per day by Hinterland Aviation. 

Most visitors to the upper market resorts at Mission Beach hire a car out of Cairns.  Backpackers 

use the coach services between Cairns and Townsville that call through the Mission Beach area. 

As far as air access goes, the main Mission Beach area lies in between the air strips at Tully and 

Dunk I.  Both have their limitations for the eventual development of fly-in traffic.  Tully is 30km away, 

but its location between two mountains and high rainfall make it limited in its prospects of eventually 

taking larger aircraft.  Getting passengers from Dunk I to the coast has problems and few at the 

higher end resorts on the coast use this option.  Dallachy is over 50km away and Innisfail about 

40km. 

The question of air access to Mission Beach is canvassed further in Section 6.1.3. 

In the Innisfail area, the major Ella Bay development seems to be óon holdô.  However, on a ten-year 

time frame, it seems reasonable to assume that resort development of this nature will occur in the 

area and contribute to general demand for air services between Cairns and Innisfail. 

Most tourism infrastructure in the Cardwell area is ólower endô and not likely to be strong in 

generating a demand for air access.  The Cape Richardôs resort is closed.  Significant demand for air 

access via Dallachy seems only likely to develop if major resort development takes place. 
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5.2.9  General Business Development 

In most parts of regional Australia, óbaseô industries of the type given in the preceding sections give 

rise to service industries (including construction and local service manufacturing), that come to 

employ more than directly employed in the óbaseô industries.  However, if the base industries decline, 

the services sector generally declines with it. 

At present, there is a hierarchy of urban centres in the area of the two major agricultural service 

centres of Innisfail and Tully and the coastal tourism related centres of Mission Beach and Cardwell. 

There are smaller centres but normal economic dynamics would suggest that future growth of 

employment and population will take place in those four main centres. 

The indications are that given the existing sizes of population, the likely expanded role of Mourilyan 

seaport and industrial/freight hub development and likely eventual development of tourism in the Ella 

Bay to Etty Bay area, most growth in absolute if not percentage terms will take place over the next 

ten years in the service sector in Innisfail.  Urban centre population is approaching 10,000 and it 

could pass that figure to be regarded as a small city in a 10 to 20-year time frame. 

Agricultural expansion and a new role for Tully Sugar Mill plus some interaction with a growing 

Mission Beach area should underpin service industry development in Tully.   

Mission Beach services sector seems likely to grow fastest in percentage terms under the influences 

of lifestyle choices and tourism growth but land for expansion is limited and this could well limit 

growth at some time in the future. 

Unless major resort development takes place in the Cardwell and offshore islands, Cardwell seems 

likely to produce the least service sector growth of the four centres. 

This services sector growth will influence the demand at the aerodromes in the Cassowary Coast 

area for recreation flying and any potential RPT passenger and freight movement. 

If anything, the foregoing highlights: 

a) Potential increased demand for Innisfail. 

b) The question of aerodrome development to service a growing Mission Beach visitor and 

residential population. 
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6. LIKELY FUTURE DEMAND BY SECTOR 

The following analyses likely future demand by sector. 

6.1  Aircraft Operation 

6.1.1  Agricultural 

Planning should proceed on the basis that: 

o A further gradual expansion of cropping will occur onto previously marginal land (by default 

used for cattle production in the past), 

o An intensification of production through an increase in the proportion of land under higher 

value horticultural crops. 

Of course, a óstroke of a government penô could reduce the banana industry dramatically if bio 

security concerns were over ridden and imports allowed. 

As at present, the agricultural aircraft used are likely to be a mix of fixed wing and helicopter. 

A number of companies in the Tully area operate from their own strip and there was no suggestion 

of a desire to change.  If a change did occur, there would be an increased demand for use of the 

Tully strip and possibly for Dallachy. 

As noted under the tourism and general charter section, the availability of agricultural work provides 

a platform for operators to move into in other aviation sectors. 

6.1.2  Training 

This is likely to be an expanding activity in the region which is well placed to draw business from 

outside the region. 

The Aviation Training College has recently been set up in Cairns and is attracting students from 

elsewhere. 

Pilot training is something that can be decentralised from Cairns and it is the major projected growth 

factor in the use of Mareeba airport due to the projected shift of operations of the North Queensland 

Aero Club and possibly others from Cairns. 

Aircraft movements for this purpose showed a dip in 2010 but this is believed to have been affected 

by global financial crisis conditions and likely to recover. 

Students already come from outside the region with a spin off of spending on accommodation and 

sustenance while they are in the area.  There would seem to be opportunities to expand into higher 

level training offerings attractive to international markets.  A steady expansion over a five to ten-year 

time frame can probably be expected. 

Some of the operations planning to relocate from Cairns to Mareeba considered Innisfail, but 

regarded the wet weather as a negative.  The existence of a flying training operation already at 

Innisfail would have also been a factor. 
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Council should however monitor the situation.  It could be useful to have the head of the Aviation 

Australia school invited to visit Innisfail to address Council and others on what has been achieved 

and their plans for the future. 

The other areas in which training activity seems likely to increase is for recreation aircraft and 

helicopters, (Hinchinbrook Air is a fixed wing operation), and ambitions in this direction should be 

encouraged. 

6.1.3  Tourism 

Tourism influences on aerodrome demand essentially fall into three categories: 

1. Adventure tourism ï skydiving. 

2. Sightseeing flights. 

3. Air access by visitors to the area through charter, RPT services or independent travellers 

with their own aircraft. 

Adventure Tourism ï Skydiving 

The areaôs scenic qualities and proximity to Cairns as a major tourism destination with a very strong 

representation of younger visitors, has already made the area one of the major sky diving locations 

in Australia. 

Although the high dollar and reduced spending has impacted on tourism in the area in general, 

operators are confident that the activity will continue growing. 

The two operations from Tully related to Mission Beach have amalgamated resulting in two 

operators over three locations of: 

o South of Cairns. 

o Innisfail. 

o Tully Mission Beach. 

More intensive traffic at Cairns airport and urban development means that although closer to the 

source market and cheaper in travel costs, the quality of the experience is lower for skydiving. 

Suggestions that a further strip of say 800m might be developed in the Edmonton/Gordonvale area 

that would be suitable for parachuting operations could reduce the congestion and higher charges 

disadvantages of currently operating from Cairns airport. 

The Innisfail operation combines proximity to Cairns with scenic amenity with a variety of landing 

zones, on and off airport, and with an excellent situation of being able to operate from a freehold 

reception area next to the strip. 

The Tully/Mission beach area offers the deluxe ñJump the Beachò but at higher travel costs and 

higher cost in wear and tear of equipment and safety precautions of having to have a boat available 

if the beach is missed. 

Our general expectation is that both will grow over the next 5 to 10 years.  An average growth rate of 

5% pa. over 10 years would see a 64% increase. 
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Sightseeing 

Use of aircraft, and especially more recently, helicopters, for sightseeing trips over the reef, coast 

and mountain scenery areas has developed over the years as a significant part of tourism day 

activities in Cairns and Port Douglas. 

Clearly the expense means that it tends to be confined to higher income visitors. 

As tourism grows in the Mission Beach/Dunk Island area, it is an activity that is likely to become part 

of day activities in that area.  Dunk and Bedarra have high income visitors, along with some of the 

resorts along the coast. 

Limited volume however, has meant that it has not developed strongly at this point. 

However, the existence of helicopters already in the area for agricultural work represents an 

opportunity to develop the activity at a lower threshold level. 

Dunk has landing facilities and would be keen to promote the activity.  There is a question however, 

of suitable landing bases in the Mission Beach area.  At present, a number of informal landing areas 

are used.  It would appear that there are a number of factors to consider in establishing a óformalô 

common user helipad for this purpose. 

Inquiries indicated the following factors: 

1. The desirability of guests being able to walk from accommodation to the pad but potential 

noise nuisance problems if too close to accommodation. 

2. A suggestion of building a helipad into upgraded marine facilities at Clump Point.  There is a 

helipad in Cairns in the Marlin Marina area.  It provides for easier approaches over the sea 

and the noise nuisance factor would be reduced.  However, cost could be high. 

Tully currently provides a strip for fixed wing operators but it is distant from Mission Beach and not 

likely to prove a viable proposition in competition with helicopters direct from Mission Beach. 

The question is considered further in Section 6.1.10 and Section 8.3. 

Air Access to the Area 

Most visitors to the area either come by road from the south in their own vehicles or coaches or 

access by air through Cairns (with perhaps 10% via Townsville). 

Most visitors proceed into coastal resorts in the area through hiring a car.  Many visit and stay at 

accommodation in the Cassowary Coast area as part of a wider tour. 

Current access by air into the Cassowary Coast is restricted to: 

a. Regular flights provided by Hinterland Aviation ï 3 to 4 a day into Dunk I from Cairns when 

operational (currently it is being repaired after Cyclone Yasi), Dunk resort (400 persons) and 

Bedarra resort (32 persons).   

b. People using their own aircraft and casual charters.  There is a segment at Dunk and 

Innisfail aerodromes in this category. 
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Aircraft currently operating into Dunk are generally in the Cessna Caravan size of 12 passengers or 

Twin Otter size 20 passengers.  Dunk are investigating the possibility of lengthening up to 1200 

metres to take Dash 8 - 100 series size with 38 seats. 

However, there will be issues of volume as opposed to frequency that will need to be considered in 

choosing size of aircraft for services. 

Visitors using their own aircraft include: 

Á Those located in the region who use aircraft for their own transport for business and 

pleasure. 

Á Those who come from outside the region and fly in for business or pleasure. 

The fact that the Cassowary Coast airports are between Cairns and Townsville would heighten the 

likelihood of calls.  Visitors staying overnight can spend a significant amount of money on local 

transport, accommodation and sustenance. 

6.1.4  RPT (Regular Public Transport) Services 

The following Chart #5 indicates that the trend in Australia is for the number of smaller airports 

connected with RPT services to fall rather than increase. 

Regular tourism based services to Dunk Island are likely to continue and expand. 

Innisfail has had RPT services in the past. 

The length of the runway at 1353 metres is adequate for Dash 8 - 100 series aircraft used by 

Skytrans but inadequate for Dash 8 size aircraft in use by Qantas Link, (Q300 series ï 50 seats, and 

Q400 series ï 78 seats). 

The short distance from Cairns means that the alternative is only a 1-hour plus drive.  This works 

against restoration of RPT services.  It seems unlikely that services using Dash 8 size aircraft would 

be viable. 

However, operators using smaller aircraft in the 12 ï 20 seat range believe it could be potentially 

viable.  There are for instance RPT services to Cooktown.  Although further in distance and involving 

the alternative of a longer drive, the size of the potential market is a lot smaller in Cooktown than 

Innisfail. 

Critical to the success of such services is incorporation of ótransfersô from airport to town at either 

end that can be bought as an add-on to the fare.  Thus, Cairns based residents would drive to the 

airport, fly, and then ótransferô into the town.  Cassowary Coast residents would need to have a 

transfer into the city in Cairns.  Visitors would need transfers at either end. 

A growing need for business and technicians and tradespersons to move to and from the Cassowary 

Coast has resulted in interest in such a service. 

It is recommended that Cassowary Coast Council initiate discussions with potential carriers. 



CASSOWARY COAST AERODROME DEMAND & MANAGEMENT STUDY 

 

 

 

June 2011 
 

 Ref: J2389 Page 36/82 

 

 

 

 

Chart #5:  Passenger Movements at Regional Airports & Airports Served 
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6.1.5  Recreation Aircraft 

Recreation aircraft (previously known as Ultralights), form an important part of the aircraft fleet based 

at Innisfail. 

All indications are that this type of aircraft is likely to increase strongly and figures of a doubling over 

10 years are being canvassed. 

Cairns airport is not suitable for this type of operation and Innisfail is in a position to act as a major 

regional hub for their location, servicing and training. 

The other type of recreational activity in the region is óglidingô.  This is concentrated at Mareeba at 

present and likely to remain located there to take advantage of greater óthermalô activity in that area 

than on the coast. 

6.1.6  Emergency & Government 

As indicated in an earlier section, emergency operations represent a steady but small proportion of 

movements at Innisfail and Tully and Dallachy also plays a role. 

These services are provided by the RFDS and Queensland Emergency Services.  Queensland 

Police aircraft also use Innisfail.  Especially at times of cyclones, Innisfail is used by heavy transports 

such as Hercules to bring in relief supplies and defence personnel.  Military aircraft use Innisfail 

during defence exercises. 

The RFDS uses fixed wing aircraft for two types of tasks: 

o Primary Health Care of providing services through the regionôs remote areas. 

o Aero medical of transfer of patients including down to Townsville and Brisbane for specialist 

medical treatment. 

Transfers from the Cassowary Coast area are likely to be to Cairns and then if necessary, for 

specialist treatment through to Brisbane or Townsville. 

King Air size aircraft are used and the aerodromes are adequate, especially Innisfail with its NDB 

system.  Size of aircraft seems likely to be similar in the future, although larger aircraft may be 

introduced on flights from Cairns to Townsville and Brisbane in the future. 

Emergency Management Queensland (EMQ) operate larger helicopters out of Cairns for rescue but 

are heavily involved in patient transfer direct from pads at Innisfail and Tully hospitals to Cairns Base 

hospital pad.  In the past, they have used the NDB at Innisfail airport to guide them to the area and 

then fly by sight to a pad to the hospital.  But this is being replaced by use of GPS technology to go 

straight to the hospital.  In Tully, there is no NDB at the aerodrome and EMQ have installed their 

own guidance system straight to the hospital. 

Queensland Police aircraft are recorded as regular users at Innisfail and this is not likely to change. 

The need to strengthen the Innisfail runway for heavy lifts by Hercules level aircraft in times of 

emergency has been recognised in funding coming available for pavement strengthening following 

Cyclone Yasi. 
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It was suggested in interviewing that Cassowary Coast Council should seek to attract more military 

exercises to the area that would use the three levels of strips available in the area for training 

purposes. 

6.1.7  Mining Fly-in/Fly-out 

There is a labour pool in the Cassowary Coast area suitable for mining fly-in/fly-out and two locally 

based companies providing services to mining have been involved in generating fly-in activities. 

Previous services have used a Dornier to service the Mt Gordon mining operation north of Cloncurry.  

This was a casualty of the global financial crisis although it could reopen. 

Currently, Barrier Aviation run an 8 ï 10 seater King Air to Emerald each week to meet requirements 

in that area of an Innisfail based mining services company. 

Research into fly-in/fly-out by Cummings Economics has indicated that the trend is to use larger 

more comfortable 100 seater aircraft and one aviation operator thought the tendency might be to use 

smaller aircraft to fly-in workforce to major ópoint of hireô airports like Cairns and Townsville. 

There is little doubt that the whole mining fly-in/fly-out market is likely to increase and Innisfail airport 

is likely to see more activity in this field.  At present, given the size of the Cassowary Coast 

workforce pool and limited capacity to handle larger aircraft, Innisfail airport will mainly be restricted 

to a limited market of small mine requirements or servicing activities like drilling teams or blasting 

contractors rather than the core major business using larger 100 seater aircraft.  However, one 

operator raised the prospect of larger aircraft meeting mining workforce requirements in central 

Queensland with flights that picked up at Cairns, Innisfail and Townsville before proceeding to 

Moranbah. 

It is recommended that Cassowary Coast Council/Chamber of Commerce and businesses keep 

informed about mining developments and bring attention to mines and regional organisations such 

as the Cairns Chamberôs special task force in this field and the proposed FIFO coordinator to be 

lodged with Advance Cairns, the extent of the pool of suitable labour in the Cassowary Coast area 

and the possibility of some projects of sourcing by air from Innisfail.  Contact should also be 

maintained with the two local mining service companies. 

6.1.8  Air Freight 

If anything, for freight movements within Australia, the trend has been for road transport to take over 

previous airfreight tasks resulting in little growth in the business. 

At present, items that need to be transported in or out of the Cassowary Coast area by airfreight are 

carried by light freight road transports to and from Cairns airport. 

There is significant air freight overseas from Cairns to Japan and Hong Kong of sea food such as 

live fish for the restaurant trade, chilled tuna, lobsters and aquarium fish.  Sporadic shipments also 

take place of tropical fruits like mangoes and lychees.  Generally, they are carried on passenger 

flights and it is difficult to see any product that could be available in such volumes that would change 

that. 
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One area of increased airfreight movements is likely to be the movement of parts and supplies to 

mining activity throughout the wider area.  It is reported there is significant movements ex Cairns to 

mines in PNG like Lihir, in this case on flights that also carry workforce. 

It was reported that one freight company had investigated the possibility of locating at Innisfail using 

the prospect of gaining substantial land next to the airport as an attraction, but nothing came of it. 

The growth of an industrial/freight hub in the area near the airport is likely to lead to an increased 

need to bring in spare parts.  The prospect of urgent light freight being carried on RPT services 

should be kept in mind. 

6.1.9  General Charter 

The existing fleet in the area for agricultural, training and parachuting of fixed wing and helicopters 

provide a basis for meeting general charter needs. 

It is believed that helicopters from the area carry out extensive jobs right up through the Cape and 

into the Gulf.  The possibility of stepping up to a ócitationô level of aircraft based in the area was 

raised and given growth of demand in the future, may occur.  This type of business seems likely to 

expand over time given the extent of planned mining development. 

6.1.10  Private Aircraft 

The Innisfail aerodrome Avdata statistics indicate a substantial number of movements by private 

aircraft other than the small recreational aircraft.  They would include a mix of business and pleasure 

uses. 

It can be expected that such uses will continue to grow above population with probably a trend 

towards helicopters reflecting a comment received that the new small ñRobinsonsò were becoming 

something like the farm ute. 

Attention was constantly drawn, during the study, to the WAVE development at Airlie Beach/Shute 

Harbour (Whitsunday Aviation Village) that has been established as an Air Park as a real estate 

development. 

The village is planned with residential blocks for construction of houses with light plane hangars 

incorporated, on one side of an airstrip, with a commercial area including Aeroclub  and aircraft 

maintenance and operation facilities on the other.  The whole development is organised on a strata 

title basis where residential and commercial operators pay for upkeep of the strip and other common 

facilities under a group management arrangement. 

Appendix 5 gives copy of a plan of the WAVE facility. 

The prospects of using the principles involved in relation to the aerodromes in the area and 

development of facilities at Mission Beach are canvassed in the following Section 7 Management 

and Section 8 Assessment & Issues by Aerodrome. 
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6.1.11  Other ï Drag Racing 

The Innisfail strip has been used as the regionôs main ódrag racingô location over a period of time.  

Frequency depends on the willingness of a relatively few volunteers to organise events and none 

have been held last year or so far this year. 

Apart from road registered vehicles, there are about 32 specially built vehicles in the region of 

Cairns, Tablelands and Cassowary Coast.  Events attract up to 2,000 spectators. 

The main problem of Innisfail is the threat of rain.  Apparently just a small amount can mean vehicles 

are not allowed to operate.  With up to $10,000 being spent on promoting the event, this is a 

problem. 

Only 200 metres can be raced over without side protecting barriers that enable a track to go up to 

400 metres.  There is a specially built track at Mackay.  The current ambition of the club is to build a 

dedicated facility in the Mareeba area where weather reliability is more favourable at a cost of about 

$4m. 

6.1.12  Summary of Likely Future Aircraft Movement Demand 

The following summarises the likely growth in demand for aircraft movements on a 10-year horizon. 

Agriculture Steady growth, say an average of 2% pa or 22% over 10 years. 

Training ï Fixed Wing Growth based on existing operations including: 

Á Recovery from GFC effects. 

Á General growth in demand for training, spin off form reduction 

in training based in Cairns with alternative to go to Mareeba or 

Innisfail. 

Á Development of new fields of training. 

Say 4% pa. 

Training - Ultra lights Growth, say to 500 over 10 years. 

Training ï Helicopters Growth, say to 500 over 10 years. 

Tourism - Parachuting Strong growth, say 5% pa over 10 years. 

Tourism ï Sightseeing Probably in a 5 to 10-years time frame. 

RPT Services 4 movements per day, 2 landings, 2 take-offs ï 730 landings a year. 

Passengers 12 seats x 75%, 9 x 4 movements, 36 x 350, 12,600 pax 

pa. 

Likely build up would be in frequency to 3 landings a day, 1,000 a year 

then larger aircraft. 

Recreation Aircraft 100% increase in 10 years. 

Emergency & Government Slow increase at 1% pa. 

Fly-in/Fly-out Current weekly small aircraft over 5 years to say 8 a week, ie. 800 

movements a year. 

General Charter & Other It is assumed that this type of activity will grow at 2% pa. 
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The following Table #6 gives an estimate in 10 yearsô time based on current movements of about 

9,000 (includes allowance for under-recording and post GFC recovery). 

It implies a growth rate of over 8% per annum to bring total movements to over 10,000 per annum. 

Table #6:  Estimation of Movements on a 10-Year Time Frame 

  Estimated    

Landings in  2020 

Agriculture 700 plus 22% 1,850 

Training Fixed Wing ï 1100 (assumes post GFC recovery) plus 48% 1,630 

 Helicopter ï say 500 

 Recreation ï say 500 

Parachuting̀  1750 + 62% 2,830 

Tourism Sightseeing ï say 1 a day 350 

RPT Services 
Recreational 16 x 1 per week = 800 

Average 2 per day to 4 per day 
1,600 

Emergency 60 + 10% (1% pa) 70 

Fly-in/Fly-out 2 per week to 8 per week 800 

Other 6000 @ 2% pa, ie. +22% 750 

  9,880 

 Total movements 19,760 

 Increase on Present including GFC recovery and under recording 9,000 8% pa 

 

 

6.2  Aviation Support Services 

6.2.1  Engineering & Maintenance 

As indicated in Section 3.7.7, engineering and maintenance at Innisfail is limited compared with 

Cairns and Mareeba. 

Preference for location at Mareeba was given as being due to the unreliability of being able to fly-in 

and fly-out as scheduled and without delays due to wet weather at Innisfail. 

Currently, Innisfail already has a strength in maintenance: 

a) Helicopters 

b) Recreation aircraft. 

It has been suggested that these are the two directions it should seek to strengthen itself. 

6.2.2  Fuel 

Avgas fuel is provided by British Petroleum through Hinterland Aviation as agent.  Comments were 

received about need for an easier system to operate with card payment. 

Jet fuel is delivered to individual operators including Tandem Skydive, Peak Aviation and 

Heliservices by tanker from Townsville. 
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7. MANAGEMENT  

7.1  Background 

Aerodromes fall into a number of levels of classifications: 

a) Certified Aerodromes. 

b) Registered Aerodromes. 

c) Other Aerodromes ï more than 9 but not more than 30 pax. 

d) Other Aerodromes. 

The following table sets out a list of aerodromes in northern Queensland by classification 

status and operators names. 

Certified Aerodromes in Northern Queensland 
Aerodrome Operator Name 

Aurukun Á Aurukun Shire Council 

Burketown Á Burke Shire Council 

Cairns  Á Cairns Airports Pty Ltd 

Century Mine Á MMG Century Mine 

Cloncurry Á Cloncurry Shire Council 

Coen Á Cook Shire Council 

Cooktown Á Cook Shire Council 

Doomadgee Á Doomadgee Aboriginal Community Council 

Hamilton Island Á Great Barrier Reef Airport Pty Ltd 

Horn Island Á Torres Shire Council 

Hughenden Á Flinders Shire Council 

Julia Creek Á McKinlay Shire Council 

Karumba Á Shire of Carpentaria  

Kowanyama Á Kowanyama Aboriginal  Shire Council 

Lockhart Á Lockhart River Aerodrome Company Pty Ltd 

Mareeba Á Tablelands Regional Council 

Mornington Island Á Mornington Shire Council 

Mt Isa Á Mt Isa Airport Pty Ltd 

Normanton  Á Shire of Carpentaria 

Northern Peninsula Á Northern Peninsula Area Regional Council 

Osborne Mine Á Ivanhoe Australia Ltd 

Pormpuraaw Á Pormpuraaw Aboriginal Shire Council 

Prosperpine/Whitsunday Coast Á Whitsunday Regional Council 

Richmond Á Richmond Shire Council 

Townsville Á Townsville Airport Pty Ltd/ RAAF, Garbutt 

Weipa  Á Rio Tinto Aluminium Weipa 

Winton Á Winton Shire Council 
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Registered Aerodromes in Northern Queensland 
Aerodrome Operator 

Bowen Á Whitsunday Regional Council 

Charters Towers Á Charters Towers Regional Council 

Chillagoe Á Tablelands Regional Council 

Georgetown Á Etheridge Shire Council 

Innisfail Á Cassowary Coast Regional Council 

Palm Island Á Palm Island Community Council 

Saibai Island Á Torres Strait Island Regional Council 

Yorke Island Á Torres Strait Island Regional Council 

 
Some of the aerodromes in the area not registered are:  

 Dunk Island ï Privately owned 

 Tully ï Cassowary Coast Regional Council  

 Dallachy ï Cassowary Coast Regional Council 

 Port Douglas ï Privately owned 

 Atherton ï Tablelands Regional Council 

 Mt Garnet ï Tablelands Regional Council 

 Ingham ï Hinchinbrook Shire Council 

 Yam Island ï Torres Strait Regional Council 

It can be seen that Innisfail seems out of place in being óRegisteredô and not óCertifiedô.  

Section 8.2.7 looks at what is involved and what advantages in terms of usage might 

accrue. 

The other point is that all similar aerodromes are operated by local governments except for: 

 Larger ones owned and operated by private operators under lease ï Cairns, 

Townsville and Mt Isa. 

 Mining company aerodromes of Century mine, Weipa and Osborne mine. 

 Hamilton I and Dunk I ï private resort operators. 

 Lockhart River Aerodrome Pty Ltd. 

The following discusses possible appropriate management structures. 

7.2  Management Options 

Management alternatives would appear to be: 

1) Continue with local government ownership but seek a number of improvements. 

2) Like some other Council facilities (eg. swimming pools, caravan parks, camping 

grounds), maintain ownership but seek to lease to contract managers/operators. 

3) Privatise. 

The following looks at each in turn. 
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7.3  Privatisation 

For the three aerodromes, it would be easy to sell the land.  The problem would be to find 

buyers who would be prepared to commit to providing the services of conduct of an airport 

to the standard the community would wish to have.  Where governments have sold airports, 

they have continued to own the land, and sold a long-term lease on it. 

Ownership details of aerodromes in northern Queensland were given in Section 7.1.  

Appendix 12 gives a list of owners of those listed with the Avdata service.  The fact that 

apart from the mining and tourism resort strips, all are operated by Councils, is an 

indication of lack of demand by investors for this scale of airport. 

An Australia wide scan of airports registered with Avdata indicated only a few owned and 

operated by non-local government.  Entities like Lockhart River had a company name but 

were in effect, corporations owned and operated by local government. 

One was Snowy Mountains airport at Cooma that had substantial RPT flight activity during 

the snow skiing season. 

Two on the outskirts of Newcastle (Maitland & Cessnock) and one on the outskirts of Perth 

(Murray Freeds) were operated by Aero Clubs and essentially recreation flying airports. 

The chances of finding a satisfactory investor for the three aerodromes seems small. 

However, the Whitsunday Aviation Village concept indicates that there is a demand for 

development of airports that cater for the needs of private aircraft owners to live in a 

situation where they can park their aircraft where they live. 

7.4  Sub Contract Management 

Some examples were reported in response to inquiries. 

A major question relates to who receives fees and charges, and: 

Á If the manager receives them, who controls the pricing structure. 

Á If the Council receives them, how is the manager to be incentivised to maximise 

return. 

The second major issue relates to capital works.  A fixed term manager is unlikely to have 

the security and incentive to carry out capital works.  It was suggested by someone with 

experience in the field, that if a contract manager is to take day to day operation, there will 

be a need for investment to take the strip up to an appropriate level of facilities. 
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7.5  Continue Ownership & Direct Management 

A number of major issues were raised in relation to continuing management of Innisfail 

aerodrome. 

The first was the usage charge avoidance taking place.  The Avdata system being used is 

based on recording the compulsory radio message of advice of landings as a basis for 

charging.  Reports were received that some were failing to use their radios and some using 

bogus call signs.  There is a fundamental problem that if one gets away with not paying, 

others then believe they shouldnôt pay and Council loses revenue. 

However, there is also an important safety aspect of non-use of radios, especially at an 

aerodrome that is also used as a parachute landing zone.  Fears of accidents occurring 

were expressed. 

If the Avdata system is leading to non-usage of radios, the situation needs to be reviewed. 

Use of cameras was suggested but cost would be involved and there would be problems of 

recognising marking, especially in wet weather. 

Staff could record all landings or at least carry out spot checks but this would be time 

expensive and there would be a need to subsequently match up with Avdata records.  

Once again, this would be costly. 

Those not using the radio properly are in breach of CASA regulations and could be 

reported for investigation and appropriate action. 

Arguments were received as to why users should not pay because of the service they 

render (in the case of agricultural operators to the farming industry) and in the case of 

casual visitors because of the money they spend in the district. 

Temora in New South Wales was instanced as an aerodrome that had wiped all fees with a 

resulting strong upsurge in business. 

Obviously, if fees become too high or the system too onerous, some operations could move 

elsewhere to other aerodromes or to grass strips on their own properties. 

Some operators based at the airport indicated a preference for simply paying an annual 

fee. 

Because of the safety aspect, it is vital that Council act on the issues as soon as possible. 



CASSOWARY COAST AERODROME DEMAND & MANAGEMENT STUDY 

 

 

 

June 2011 
 

 Ref: J2389 Page 46/82 

 

 

There would seem to be value in the Avdata system especially for casual users.  There is a 

question however, as to whether the Avdata system is the best for all operators at the 

airport. 

Although Council could institute an investigation and put the matter in the hands of CASA, 

our recommendation is that it meet with individual operators based at the airport to work 

through a system with an outcome that all operators use their radios and if mutually 

advantageous, pay some form of annual or regular fee and if they do so, be exempted from 

the Avdata based fee.   It means that the movements will still be recorded but show up in 

Avdata records as exempt. 

A second issue raised related to interface between operators and the Council. 

The current by-laws (see Appendix 8), provide in Section 13 for a management committee 

of 3 from among operators, 3 from Council with Chairman being one of the Councillors, and 

a Council officer acting as secretary. 

The appointment and operation of such a committee has lapsed in recent years.  The 

question of reinstating the committee was raised in the process of research.  The prospect 

of the committee being used by existing operators to block new users was also raised.  

Clearly, the terms of the committeeôs appointment vest over-riding powers with Council if 

such conflicts of interest arose. 

If the Council is going to continue to directly manage airports, it is desirable that there be 

some form of formal regular contact with users, especially operators located at the airport 

to hear their views and suggestions.  Where there are only a few users such as Tully and 

Dallachy, a formal committee process is probably not necessary.  However, for Innisfail, 

some sort of consultative meeting at least on an annual basis is desirable. 

In relation to how staff are organised to manage the airport, it is notable that Tableland 

Regional Council has chosen to maintain direct responsibility for Mareeba airport but to 

move to appoint a full time person to both manage and promote the airportôs use.  It is not 

necessarily suggested that Cassowary Coast follow this direction.  However, it raises an 

issue of a need, if Council direct management continues, to recognise a function of 

promotion of facilities to the aviation community.  We would suggest that those responsible 

for this function within Council staff be involved in airport meetings. 
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8. ASSESSMENT OF ISSUES BY AERODROME 

8.1  General 

The Council has three very different aerodromes and there is a question of developing 

aviation facilities to service Mission Beach. 

The appropriate way forward will likely differ for each situation. 

 

8.2  Innisfail 

8.2.1  Marketing & Land Tenure/Zoning Issues 

With lease tenure a controversial issue at Cairns Airport, Innisfail Aerodrome has a potential 

competitive advantage in offering more favourable land tenure arrangements including freehold 

tenure abutting the airport with access to the airport. 

The issue has been raised in five ways: 

1) The suggested need for suitable lease packages on airport land to attract recreation aircraft 

and other users. 

2) The possible free-holding of some airport land and use of funds raised to upgrade the 

airport. 

3) The existing but unused hangar on freehold land , lot 287 and 3 of RP 714081. 

4) The use of freehold land and house on lots 5 & 6 of SP 106817 by Tandem Skydive. 

5) Lessons from the Whitsunday Aviation Village development. 

8.2.2  Development of óOn Airportô Land 

It has been suggested that significant business can be developed if Cassowary Coast Regional 

Council could develop suitable packages of favourable land tenure along with favourable lease and 

other charges to offer to potential clients. 

Apart from the area adjacent to the terminal, the Council controls the lot 200 ï 685 inside the zoned 

aerodrome area and the former dump site PP 714494 outside the aerodrome zoning. 

All sheds / hangars on the airport are currently used.  However, there is an issue to be resolved of 

type of user.  Complaints were received of sheds being leased for non-airport related users contrary 

to lease conditions.  One in particular is leased to a builder who it was claimed was generating 

vehicular traffic in the airport hangar zone.  (This issue is addressed further below on Safety 8.2.6). 

There would appear to be a demand for shed / hangar capacity at the airport for aviation purposes.  

As a matter of sound management, the question of meeting lease conditions needs to be raised with 

the lessees. 
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The question of making additional leased land available was raised and the following map shows 

some suggestions received of positioning of blocks for release of two sizes: 

1) 12m x 15m for light recreation type aircraft. 

2) 20 x 20 metre for larger aircraft or commercial / maintenance type operations. 

Current leases are reported to be for 10 years.  It is suggested that availability compared with 

demand for land at Innisfail airport is such that 10 plus 10 year leases or 20 plus 10 year leases 

could be offered.  The question of possibly making some blocks available in the current airport 

boundaries available as freehold is canvassed in the next section. 

Additional lease hold would generate annual revenue. 

It is suggested that plans be developed for an initial limited number of blocks to be offered and 

expressions of interest sought. 

8.2.3  Possible Free-holding of Airport Land Blocks 

Suggestions were received as part of the study that some of the leases for sheds / hangars on the 

airport land could be excised and freeholded. 

Freehold land has the attraction of security of tenure for capital raising.  For the Council, it provides 

the prospect of a capital injection that could be used to carry out upgrading works identified in 

Section 8.2.7. 

Those blocks along the eastern boundary of the main terminal / hangar precinct would appear to 

lend themselves to this change.  This could involve existing blocks on airport plan marked 

6,7,8,9,10,11&12.  A series of new 20 x 20 blocks in the area could be offered as freehold as an 

alternative to leasehold blocks. 

8.2.4  Development of óOff Aerodromeô Land 

The housing land adjacent to the terminal is freehold and zoned village. 

By and large, the land around the aerodrome is zoned rural with the exception of 287NR 4464 and 

3PR 714081 that is zoned along with the aerodrome as an industrial site precinct in the former 

Johnstone Shire Plan.  This has a house and hangar on it and is believed to be on the market.  

Comments were received in the surveying that there had been interest in it but the asking price has 

been far too high. 

The other land is zoned rural.   (Map, Appendix 7 shows zoning details and comments about the 

zoning situation.) 

The rural zoned land would be regarded as good quality agricultural land.  There would be current 

town plan zoning constraints on operations being established on it relating to the aerodrome. 

Obviously Tandem Skydive type of operations have not proved to be a problem to operate in the 

rural zone.  However, it is likely that a number of other airport type operations such as maintenance 

would require rezoning.  
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Map 5 

Possible Additional Lease Areas 
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In addition, the Whitsunday Aviation Village operation raises the prospect of being able to meet a 

demand for private operators to have their residences and own personal aircraft hangars at the 

airport. 

The existing Village Area raises the possibility of homes for workers at the airport being able to be 

purchased or built close to their workplace and the possibility of some office functions being able to 

be conducted from them.  However, this does not meet a demand for having your own private 

hangar built into the residential property with direct access to the strip.  It also raises an issue as to 

whether the strata title concept of helping pay for the central runway and other facilities could be 

adapted to this situation. The fundamental consideration however, would be that the residential type 

section would need to be separated from the commercial. 

It is beyond the scope of this report to settle the question definitively of where residential and where 

commercial zonings might be.  However, it is recommended that as part of the review to harmonise 

the old Johnstone and Cardwell town plans that this issue be addressed with a view to achieving a 

smooth transition to more appropriate special zoning of freehold land fronting the aerodrome as 

demand develops. 

Prime prospective areas are as follows. 

1) The area along Cardier Road (Southern Quadrant).  (This is closest to the existing terminal 

and hangar development.) 

2) The area along Wilson Road (Western Quadrant).  (The area Lots 1 & 9 RR 714561 near 

Wilson Road is already being used by Tandem Skydive for airport related usage.  Given this 

usage, the zoning of this area and the remaining area may need review.) 

3) The area off Douglas Road (Northern Quadrant).  (This includes the old dump site that is 

under control of Council and is prospective for use for airport related uses. 

4) The northern area (Eastern Quadrant). 

As part of the review, the technical question should be looked at, of the degree to which blocks could 

be made available on existing airport reserve and alienated to freehold (especially along the cross 

strip), without compromising safety requirements for set back from strips. 

Any commercial zone as opposed to residential, would need to interaction with existing roads, the 

railway and any industrial freight hub that might develop in the Wangan/Mourilyan/Boogan area.  

This would tend to suggest that the southern quadrant might be best for commercial usage. 

The ambience of the other areas would suggest that the western quadrant would be the most 

suitable for airport related residential development.  The area next to the village in the eastern 

quadrant could also be suitable but it is believed there may be drainage problems in this area. 

The old dump site owned by the Council could be prospective if a large operation (freight or 

maintenance) was looking for a site, 
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8.2.5  Safety 

As recorded in Section 7, some critical safety considerations were raised in relation to the Avdata 

system and use of radios especially due to the mixture of uses including using the western end of 

the cross strip as a parachute drop zone. 

Other safety factors were raised.  The fence around the airport is mainly three strand barbed wire 

suitable for keeping cattle out, but not wallabies.  A suitable fence needs to be erected. 

The other raised was ease of access of vehicles on to the aerodrome area.  It was suggested that a 

security gate was needed with security card access along with a good well defined parking outside 

the aerodrome area for visitors. 

8.2.6  Airport Classification 

Innisfail airport at present is a óRegisteredô airport. 

Essentially, this restricts the airport.  If any aircraft over 30 passengers intends to use the Innisfail 

aerodrome, CASA would expect them to apply for an exemption.  If operations are RPT or regular, 

the aerodrome would be required to go to the next level and become óCertifiedô. 

Aircraft commonly used by operators of RPT services in the region like Skytrans are Dash 8 ï 100 

series that can land at present on the length of strip but are designed to carry 36 passengers. 

While no RPT services are in sight for 30 seat plus size aircraft, the situation could develop where 

operators may wish to establish fly-in operations, say to the rapidly expanding coal fields in the 

Bowen and Galilee basin in central Queensland, that use aircraft larger than 30 seats that might pick 

up from Cairns, Innisfail and Townsville before flying to Central Queensland. 

Appendix 6 gives details for the factors that would influence a decision to move from óRegisteredô to 

óCertifiedô classification. 

Estimated cost of becoming óCertifiedô is initially about $25,000, on-going about $12,000 per annum 

compared with óRegisteredô annual cost of $2 ï $3,000 per annum.  There are likely to be some 

offsetting insurance savings by going to óCertifiedô level. 

Although current and immediately prospective traffic does not need the aerodrome to go up to 

óCertifiedô level, given the prospects of increased mining fly-in traffic possibly using aircraft larger 

than 30 seats means that the Council needs either to move to óCertifiedô level or have a contingency 

plan in place to be able to move quickly to óCertifiedô level if demand developed. 

As tables in Section 7.1 indicate, Innisfailôs current classification standard of being óRegisteredô only 

means that it is at a lower classification than most aerodromes in the north.  Mareeba aerodrome is 

at óCertifiedô level. 

8.2.7  Charges 

List, Appendix 10, gives comparative landing charges of airports listed by Avdata. 

Most are per tonne of aircraft weight with a minimum of one tonne. 

Innisfail landing charges are $8.64 per 1 tonne. 
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Examination of the list indicates that of the 131 listed, only 28 are below the Innisfail charge level.  

On the face of it, there would appear to be some scope to raise fees, although it should be noted 

that Mareeba fee is one of those substantially lower at $5.23. 

8.2.8  Possible Relocation of Services to Aerodrome 

It has been suggested that there could be benefits in the SES, Aircadets and Army Unit being 

located at the aerodrome if there was an opportunity or need to relocate these activities. 

8.2.9  Infrastructure 

By and large, the aerodrome is currently well set up for current and likely immediate future usage.  

The question of a perimeter fence capable of shutting out wallabies needs attention. 

Commencement of RPT service would require some reorganisation of the terminal area and possibly 

some additional undercover areas and seating.  Upgrading needs to attend to the question of a 

security gate, parking area, gardens and signage. 

Next steps would be to: 

1. Expand the tarmac and access from hangars to the tarmac. 

2. Develop a parallel taxiway ï this need not be sealed initially. 

Contingency planning needs to be put in place to be able to extend the runway at short notice should 

this be required to take aircraft above Dash 8 ï 100 series.  The strip is currently 1356 metres in 

length.  Map inspection indicates that a further length of about 560 metres could be added to 1900 

metres.  Beyond that, a large culvert structure would be required over Bamboo Creek. 

Attention is drawn to the Queensland Governmentôs Regional Airports Development Scheme, 

Appendix 11, that could provide up to 50% of capital cost of infrastructure works. 
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8.3  Tully / Mission Beach 

Because of Tullyôs airstrip problems of mountains, rainfall and flooding, it seems unlikely to 

develop major upgraded usage. 

There is however, a need to maintain a strip for emergency purposes for access by fixed 

wing aircraft. 

A conditional management and maintenance deal with an operator could be the most cost 

effective way to maintain and operate. 

While there is freehold land on the eastern side of the strip, the location would not appear 

to be attractive for an airpark residential type development. 

The need for a helipad at Mission Beach needs to be addressed for emergency and 

tourism and island transfers uses. 

The attractiveness of the Mission Beach area for an aviation village (Airpark) type private 

development might be looked at to provide Mission Beach with a strip for fixed wing aircraft 

usage.  Location of previous proposed site for an airstrip at Mission Beach is given on map, 

Appendix 9. 

 

8.4  Dallachy 

Unless a major resort is developed in the area, it seems unlikely that there will be much of 

an increase in demand. 

It is recommended that the approach be one of minimising cost and, if an opportunity 

arises, entering into a maintenance agreement with an operator located there. 
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APPENDIX 1  

Plan of Innisfail Aerodrome  
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APPENDIX 2 

Details of Tully  Aerodrome  
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APPENDIX 3 

Plan of Dallachy  Aerodrome  
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APPENDIX 3 Contôd 
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APPENDIX 3 Contôd 
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APPENDIX 4 

Plan of Dunk Island  Aerodrome  
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APPENDIX 5 

Layout of Whitsunday Aviation Vil lage  
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APPENDIX 5 Contôd 
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APPENDIX 6 

Factors Affecting a Decision to Upgrade  

from óRegisteredô to óCertifiedô Classification 

 
Background 

Aerodrome safety is a vital link in aviation safety. Aerodrome safety is achieved by providing aerodrome 
facilities and maintaining aerodrome environments that are safe for aircraft operations. By complying with the 
prescribed standards and procedures and taking a pro-active safety management approach, aerodrome 
operators can demonstrate that they have discharged their safety obligations to the travelling public.  

The Civil Aviation Safety Authority (CASA) is responsible under section 9(1)(c) of the Civil Aviation Act 1988 
for developing and promulgating appropriate, clear and concise aviation safety standards. The Manual of 
Standards (MOS) is the means CASA uses in meeting its responsibilities under the Act for promulgating 
aviation safety standards. The MOS prescribes the detailed technical aviation safety standards necessary for 
the safety of air navigation. 

The MOS, is made pursuant to Civil Aviation Safety Regulations (CASR) Part 139 which sets out the 
regulatory regime for aerodromes.  The MOS sets out the standards and operating procedures for ócertifiedô, 
óregisteredô and óotherô aerodromes. The MOS applies to both new and to existing facilities that are being 
replaced or improved. Subject to agreement by the relevant CASA office, changes to an existing facility of a 
minor or partial nature may be exempted. 

Where there is flexibility in compliance with a specification, words like ñshouldò or ñmayò are used.  This does 
not mean that the specification can be ignored, but it means that there is no need to seek CASA approval if 
an aerodrome operator chooses to adopt alternate means to achieve similar outcomes. 

In some circumstances, the uniform application of a particular standard or procedure may not be possible or 
necessary. Such a standard or procedure will be phrased such as ñif practicableò, ñwhere physically 
practicableò, ñwhere determined necessaryò or similar words. Whilst such phrases may imply compliance is 
not mandatory, aerodrome operators need to provide justification for non compliance and the final authority 
as to the applicability of the standard to a particular aerodrome facility or procedure rests with the regulating 
authority. 

 

Aerodrome Reference Codes 

Australia has adopted the International Civil Aviation Organisation (ICAO) methodology of using a code 
system, known as the Aerodrome Reference Code, to specify the standards for individual aerodrome 
facilities which are suitable for use by aeroplanes within a range of performances and sizes. The Code is 
composed of two elements: element 1 is a number related to the aeroplane reference field length; and 
element 2 is a letter related to the aeroplane wingspan and outer main gear wheel span. A particular 
specification is related to the more appropriate of the two elements of the Code or to an appropriate 
combination of the two Code elements. The Code letter or number within an element selected for design 
purposes is related to the critical aeroplane characteristics for which the facility is provided. There could be 
more than one critical aeroplane, as the critical aeroplane for a particular facility, such as a runway, may not 
be the critical aeroplane for another facility, such as the taxiway.  

Information on the Aerodrome Reference Code number for each runway at the aerodrome shall be provided 
for publication in Runway Distances Supplement section of the En-route Supplement Australia. For certified 
aerodromes, information on the Aerodrome Reference Code letter for each runway and taxiway shall be set 
out in the Aerodrome Manual.  

Unless otherwise agreed by CASA, aerodrome operators must maintain the runways and taxiways in 
accordance with the applicable standards set out in the MOS for the notified aerodrome reference code for 
that runway or taxiway. 

http://www.casa.gov.au/download/act_regs/CAA.pdf
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 Table: Aerodrome Reference Code 

Code element 1 Code element 2 

Code 
number 

Aeroplane reference 
field length 

Code 
letter 

Wing span Outer main gear wheel span 

1 Less than 800 m A Up to but not including 15 m Up to but not including 4.5 m 

2 
800 m up to but not 
including 1200 m 

B 
15 m up to but not including 24 m 

4.5 m up to but not including 6 m 

3 
1200 m up to but not 
including 1800 m 

C 
24 m up to but not including 36 m 

6 m up to but not including 9 m 

4 1800 m and over D 36 m up to but not including 52 m 9 m up to but not including 14 m 

 
  E 52 m up to but not including 65 m 9 m up to but not including 14 m 

 
  F 65 m up to but not including 80 m 14 m up to but not including 16 m 

 

Aircraft Characteristics Relevant to Aerodrome Reference Codes 

A list of representative aeroplanes operating in Australia and others, chosen to provide an example of each 
possible aerodrome reference code number and letter combination, is shown in the following Table. 

 For a particular aeroplane the table also provides data on the aeroplane reference field length (ARFL), 
wingspan and outer main gear wheel span used in determining the aerodrome reference code.  The 
aeroplane data provided for planning purposes is indicative only.  Exact values of a particular aeroplaneôs 
performance characteristics should be obtained from information published by the aeroplane manufacturer. 

Table: Aerodrome reference codes and aeroplane characteristics 

AEROPLANE TYPE REF 
CODE 

AEROPLANE CHARACTERISTICS 

   ARFL 
 

(m) 

Wing-
span 
(m) 

OMGWS 
 

(m) 

Length 
 

(m) 

MTOW 
 

(kg) 

TP 
 

(kPa) 

DHC2 Beaver 1A 381 14.6 3.3 10.3 2490 240 

Beechcraft: 
    58 (Baron) 
    100 

 
1A 
1A 

 
401 
628 

 
11.5 
14.0 

 
3.1 
4.0 

 
9.1 

12.2 

 
2449 
5352 

 
392 

- 
Britten Norman Islander 1A 353 14.9 4.0 10.9 2850 228 

Cessna: 
    172 
    206 
    310 
    404 

 
1A 
1A 
1A 
1A 

 
272 
274 
518 
721 

 
10.9 
10.9 
11.3 
14.1 

 
2.7 
2.6 
3.7 
4.3 

 
8.2 
8.6 
9.7 

12.1 

 
1066 
1639 
2359 
3810 

 
- 
- 

414 
490 

Partenavia P68 1A 230 12.0 2.6 9.4 1960 - 

Piper: 
    PA 31 (Navajo) 
    PA 34 

 
1A 
1A 

 
639 
378 

 
12.4 
11.8 

 
4.3 
3.4 

 
9.9 
8.7 

 
2950 
1814 

 
414 

- 

Beechcraft 200 1B 592 16.6 5.6 13.3 5670 735 

Cessna: 
    208A (Caravan) 
    402C 
    441 

 
1B 
1B 
1B 

 
296 
669 
544 

 
15.9 

13.45 
15.1 

 
3.7 
5.6 
4.6 

 
11.5 
11.1 
11.9 

 
3310 
3107 
4468 

 
- 

490 
665 

DHC 6 Twin Otter 1B 695 19.8 4.1 15.8 5670 220 

Dornier 228-200 1B 525 17.0 3.6 16.6 5700 - 

DHC-7 1C 689 28.4 7.8 24.6 19505 620 
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AEROPLANE TYPE REF 
CODE 

AEROPLANE CHARACTERISTICS 

   ARFL 
 

(m) 

Wing-
span 
(m) 

OMGWS 
 

(m) 

Length 
 

(m) 

MTOW 
 

(kg) 

TP 
 

(kPa) 

DHC-5E 1D 290 29.3 10.2 24.1 22316 - 

Lear Jet 28/29 2A 912 13.4 2.5 14.5 6804 793 

Beechcraft 1900 2B 1098 16.6 5.8 17.6 7530 - 

CASA C-212 2B 866 20.3 3.5 16.2 7700 392 

Embraer EMB110 2B 1199 15.3 4.9 15.1 5670 586 

Metro II 2B 800 14.1 5.4 18.1 5670 740 

Metro III 2B 991 17.37 5.4 18.1 6577 740 

ATR 42-200 2C 1010 24.6 4.9 22.7 16150 728 

Cessna 550 2C 912 15.8 6.0 14.4 6033 700 

DHC-8: 
    100 
    300 

 
2C 
2C 

 
948 

1122 

 
25.9 
27.4 

 
8.5 
8.5 

 
22.3 
25.7 

 
15650 
18642 

 
805 
805 

Lear Jet 55 3A 1292 13.4 2.5 16.8 9298 - 

IAI Westwind 2 3A 1495 13.7 3.7 15.9 10660 1000 

BAe 125-400 3B 1713 15.7 3.3 15.5 12480 1007 

Canadair: 
    CL600 
    CRJ-200 

 
3B 
3B 

 
1737 
1527 

 
18.9 

21.21 

 
4.0 
4.0 

 
20.9 

26.77 

 
18642 
21523 

 
1140 
1117 

Cessna 650 3B 1581 16.3 3.6 16.9 9979 1036 

Dassault-Breguet: 
    Falcon 900 

3B 1515 19.3 5.3 20.2 20640 1300 

Embraer EMB 145 3B 1500 20 4.8 29.9 19200 - 

Fokker F28-2000 3B 1646 23.6 5.8 29.6 29480 689 

Metro 23 3B 1341 17.4 5.4 18.1 7484 742 

Shorts SD3-60 3B 1320 22.8 4.6 21.6 11793 758 

Bae: 
    Jetstream 31 
    Jetstream 41 
    146-200 
    146-300 

 
3C 
3C 
3C 
3C 

 
1440 
1500 
1615 
1615 

 
15.9 
18.3 
26.3 
26.3 

 
6.2 
- 

5.5 
5.5 

 
14.4 
19.3 
26.2 
31.0 

 
6950 

10433 
42185 
44225 

 
448 

- 
1138 
945 

Bombadier Global Express 3C 1774 28.7 4.9 30.3 42410 - 

Embraer EMB 120 3C 1420 19.8 7.3 20.0 11500 828 

McDonnell Douglas: 
    DC-3 
    DC9-20 

 
3C 
3C 

 
1204 
1551 

 
28.8 
28.5 

 
5.8 
6.0 

 
19.6 
31.8 

 
14100 
45360 

 
358 
972 

Fokker: 
    F27-500 
    F28-4000 

 
3C 
3C 

 
1670 
1640 

 
29.0 
25.1 

 
7.9 
5.8 

 
25.1 
29.6 

 
20412 
32205 

 
540 
779 
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AEROPLANE TYPE REF 
CODE 

AEROPLANE CHARACTERISTICS 

   ARFL 
 

(m) 

Wing-
span 
(m) 

OMGWS 
 

(m) 

Length 
 

(m) 

MTOW 
 

(kg) 

TP 
 

(kPa) 

    F50 
    F100 

3C 
3C 

1760 
1695 

29.0 
28.1 

8.0 
5.0 

25.2 
35.5 

20820 
44450 

552 
920 

SAAB SF-340 3C 1220 21.4 7.5 19.7 12371 655 

Airbus A300 B2 3D 1676 44.8 10.9 53.6 142000 1241 

Airbus A320-200 4C 2058 33.9 8.7 37.6 72000 1360 

Boeing: 
    B717-200 
    B737-200 
    B737-300 
    B737-400 
    B737-800 

 
4C 
4C 
4C 
4C 
4C 

 
2130 
2295 
2749 
2499 
2256 

 
28.4 
28.4 
28.9 
28.9 
35.8 

 
6.0 
6.4 
6.4 
6.4 
6.4 

 
37.8 
30.6 
30.5 
36.5 
39.5 

 
51710 
52390 
61230 
63083 
70535 

 
- 

1145 
1344 
1400 

- 
McDonnell Douglas: 
    DC9-30 
    DC9-80/MD80 

 
4C 
4C 

 
2134 
2553 

 
28.5 
32.9 

 
6.0 
6.2 

 
37.8 
45.1 

 
48988 
72575 

 
- 

1390 

Airbus: 
    A300-600 
    A310-200 

 
4D 
4D 

 
2332 
1845 

 
44.8 
43.9 

 
10.9 
10.9 

 
54.1 
46.7 

 
165000 
132000 

 
1260 
1080 

Boeing: 
    B707-300 
    B757-200 
    B767-200ER 
    B767-300ER 

 
4D 
4D 
4D 
4D 

 
3088 
2057 
2499 
2743 

 
44.4 
38.0 
47.6 
47.6 

 
7.9 
8.7 

10.8 
10.8 

 
46.6 
47.3 
48.5 
54.9 

 
151315 
108860 
156500 
172365 

 
1240 
1172 
1310 
1310 

McDonnell Douglas: 
    DC8-63 
    DC10-30 

 
4D 
4D 

 
3179 
3170 

 
45.2 
50.4 

 
7.6 

12.6 

 
57.1 
55.4 

 
158757 
251744 

 
1365 
1276 

Lockheed: 
    L1011-100/200 

 
4D 

 
2469 

 
47.3 

 
12.8 

 
54.2 

 
211378 

 
1207 

McDonnell Douglas     MD11  
4D 

 
2207 

 
51.7 

 
12.0 

 
61.2 

 
273289 

 
1400 

Tupolev TU154 4D 2160 37.6 12.4 48.0 90300 - 

Airbus: 
    A 330-200 
    A 330-300 
    A 340-300 

 
4E 
4E 
4E 

 
2713 
2560 
2200 

 
60.3 
60.3 
60.3 

 
12.0 
12.0 
12.0 

 
59.0 
63.6 
63.7 

 
230000 
230000 
253500 

 
1400 
1400 
1400 

Boeing: 
    B747-SP 
    B747-300 
    B747-400 
    B777-200 

 
4E 
4E 
4E 
4E 

 
2710 
3292 
3383 
2500 

 
59.6 
59.6 
64.9 
60.9 

 
12.4 
12.4 
12.4 
12.8 

 
56.3 
70.4 
70.4 

63.73 

 
318420 
377800 
394625 
287800 

 
1413 
1323 
1410 
1400 

 

Aerodrome Classifications 

An aerodromeôs classification as either ócertifiedô, óregisteredô or óotherô as determined by the maximum level 
of service provided. 

Certification is required when the maximum level of service by a RPT or frequent charter aircraft exceeds 30 
passengers. The passenger trigger is not determined by seat occupancy but on the manufacturerôs seat 
capacity. For example a Dash 8 Q100 has a manufacturerôs seat capacity of ?36. Some airlines/charter 
companies have converted part of their seat capacity to freight capacity. Regardless of the number of seats 
removed, a Dash 8 Q100 would still be required to land at a certified aerodrome due to the manufacturerôs 
specification of 36 seats.  
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Although the following Table states that the trigger is for ñfrequentò charters of more than 30 passengers, the 
advice from CASA is that if any aircraft over 30 passengers intended to land at an uncertified/unregistered 
aerodrome the aerodrome operator/charter operator would apply to CASA for an exemption. If the aircraft 
was expected to become a frequent charter then CASA would expect the aerodrome to become certified. 

 

Table: Aerodrome categories under CASR Part 139  

   Certified Aerodromes  Registered Aerodromes  

Other Aerodromes - more 

than 9 but not more than 30 

passengers  

Other Aerodromes - 

operations under proposed 

CASR 135  

Maximum level of service 

provided  

RPT or frequent charter 
with more than 30 

passengers  

Same physical standards as 

certified aerodrome  

Not certified or registered but served by RPT or by charter 

operations at least once per week.  

Who is responsible for 

certification/registration?  
CASA  Approved Person  AOC Holder Responsibility  AOC Holder Responsibility  

Where are the standards 

defined?  
MOS  MOS  MOS  

MOS 

Chap 13  

Is an aerodrome manual 

required?  
Yes  No  No  No  

Is a Safety Management 

System required?  
Yes  No  No  No  

Is an Aerodrome 

Technical Inspection 

required?  

Yes  No  No  No  

Is an Aerodrome Safety 

Inspection required?  
No  

Yes (if RPT or charter 

operations with more than 9 
passenger seats.)  

Yes  No  

Is a Trained Reporting 

Officer required?  
Yes  Yes  Yes  AOC Holder Responsibility  

Are aerodrome details 

published in 

ERSA/NOTAM?  

Yes  Yes  No  No  

Is the aerodrome operator 

required to monitor 

obstacles?  

Yes  Yes  AOC Holder Responsibility  AOC Holder Responsibility  

Can non-precision 

instrument approach 

procedures be made 

available?  

Yes  Yes  No  No  

 

A registered aerodrome has the same physical standards as a certified aerodrome. In addition to the 
aerodrome reference code for an aircraft, consideration must also be given to the aircraft operatorôs 
requirements. The operation of an aerodrome is affected by sea level and temperature and this will influence 
the runway length. The runway length required for an operation will depend on variables such as : aircraft 
type, takeoff weight, temperature, runway slope, head wind, aircraft flap setting, altitude.  

Whilst the physical standards of a ócertifiedô and óregisteredô aerodrome are the same, the initial costs 
associated with the certification of an aerodrome are higher than that of registering an aerodrome.  

Specialised consultants are used to carry out inspections and prepare documentation for certification. 

Initial costs associated with the certification of an aerodrome as advised by AITSIO Aerodrome Inspection & 
Training Services are set out as follows. 
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Requirement Certified aerodrome Notes 

CASA fee for certification $5 000 This fee will increase if paperwork is 
not in order 

Aerodrome manual $5 000 150-200 pages 

Aerodrome technical inspection $5 000  

Safety Management System $3-4 000 This is a sophisticated Occupational 
Health & Safety system. If the current 
system in place is poor this cost could 
double 

Aerodrome emergency procedures $3 000 Cost depends on the current extent of 
the written fire, medical and police 
emergency procedures. Will require 
the formation of an emergency 
committee with each member signing 
off on the procedures  

Training of Reporting Officers $3 150 plus GST (up to 
six students or $3 550 
plus GST (up to 10 
students) 

For operational reasons it is 
suggested that an aerodrome have at 
least 2 trained Reporting Officers but 
for operational efficiency this number 
should be increased to 3 trained 
Reporting Officers. Training is generic 
but will be tailored to a clientôs 
aerodrome/s. 

Drug & Alcohol Management Plan $1 500 Dependant on the current information 
and policies  held by aerodrome 
operator. If the operator has OH&S 
policies which cover drugs well then 
the cost would be in the order of the 
$1500. 

Approach Survey $2000 (travel, accommodation would be 
extra) 

Electrical Inspection $2000 (travel, accommodation would be 
extra) 

APPROX TOTAL INITIAL COST $25 650 ï $27 050 ????  

Initial Costs associated with the registration of an aerodrome: 

Requirement Registered aerodrome Notes 

CASA fee $700 This is an estimate 

Aerodrome manual $2000 Approx 30 pages 

Aerodrome safety inspection $3000  

Training of Reporting Officers $3 150 plus GST (up to 

six students or $3 550 plus 

GST (up to 10 students) 

For operational reasons it is suggested 

that an aerodrome have at least 2 trained 

Reporting Officers but for operational 

efficiency this number should be 

increased to 3 trained Reporting Officers. 

Training is generic but will be tailored to 

a clientôs aerodrome/s. I can supply a 

course curriculum and brief if you wish 

Drug & Alcohol Management Plan $1 500 Dependant on the current information and 

policies  held by aerodrome operator. If 

the operator has OH&S policies which 

cover drugs well then the cost would be 

in the order of the $1500. 

Approach Survey $2000 (travel, accommodation would be extra) 

APPROX TOTAL INITIAL COST $12 350 ï $12750  ?????  
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The annual costs of a certified aerodrome are significantly higher than a registered aerodrome. A registered 
aerodrome only requires an annual safety inspection ($2-3 000) if it services RPT or charter of more than 9 
passengers but less than 30 passengers. A certified aerodrome requires an annual technical inspection at a 
cost of $5-6 000.  

A certified aerodrome is also required to conduct a full emergency exercise every 2 years. This cost will be 
significantly lower if the full emergency exercise is coordinated by the Aerodrome/s Manager (if this position 
exists) and is incorporated as an exercise within council. 

A specific fire fighting unit is not required ï Karratha in Western Australia has just triggered the requirement 
and it is one of the busiest regional airports in Australia with x passenger movements. 

The MOS includes standards and procedures relating to the prevention of inadvertent entry of animals and 
people to the movement area. Those standards and procedures are intended for aviation safety only. The 
standard of fencing should be adequate for the animals that pose a potential problem ie whilst barbed wire 
fences may keep cattle out, kangaroos & wallabies will require more secure fencing. Fencing for aviation 
safety will require a full perimeter fence. 

The MOS does not address Aviation Security, i.e. the safeguarding against acts of unlawful interference as 
that subject matter is under the purview of the federal Department with carriage for Transport. Fencing for 
aviation security purposes is a different standard and hence may only require a 100m fence on either side of 
the terminal. 

Should an aerodrome have more than 5 operations of more than 9 passengers per week, the aerodrome will 
require an Aerodrome Frequency Response Unit (AFRU). Skydiving is excluded from this requirement as it 
is not an RPT or charter. The cost of a AFRU is $. 
Some infrastructure provided at an aerodrome is peculiar to that geographic area and is part of the 
commercial negotiation between the aerodrome operator and the airline/charter company. There is no 
requirement under the MOS to provide a secure tie down for aircraft in case of high winds. However, if the tie 
down is to be provided it would need to be inspected by CASA. 
 
In the regulations it states that an Aerodrome Operators of Registered Aerodromes must have lodged with 
CASA aerodrome details including the following 
 

 Aerodrome management 
-  Aerodrome administration    
-  Particulars to be notified in AIP    

 Aerodrome environment 
-  Aerodrome facilities 
-  Aerodrome lighting (if applicable) 
-  Bird and animal hazard management 
-  Obstacle control 

 Inspection and reporting 
-  Aerodrome reporting 
-  Aerodrome serviceability inspections 
-  Safety inspections by Approved Person  
-  Frequency confirmation system 

 Airside control 
-  Aerodrome works safety 

: signal circle and ground signals; and 
: any other standards set out in the Manual of Standards that are 

applicable to registered aerodromes. 

This effectively defaults to an Aerodrome Manual. 
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The regulations also state that at registered aerodromes, documentation of all facets of aerodrome 
operations is not required, but the operator must be able to demonstrate they are providing a safe 
aerodrome and all arrangements regarding aerodrome safety must be in writing.  

CASA consider that the Reporting Officers log books and manuals are an appropriate means of meeting 
these requirements  

Below are the details of Aerodrome technical and Aerodrome Safety inspections. The instrument Survey has 
to be conducted every year for both Registered and Certified Aerodromes and costs about $2000 for a 
simple 2 runway configuration (travel, accommodation would be extra depending on whom you get) 

The electrical and testing of aerodrome lighting has to be conducted by a licensed electrician and costs in the 
order $1000-$2000 (travel, accommodation would be extra depending on whom you get) 

Aerodrome Technical Inspections (ATIs) 

Certified aerodromes are required to have an aerodrome technical inspection carried out at least once every 
12 months.  

The areas covered by this inspection are:  

 instrument survey of the approach, take-off and transitional surfaces,  

 inspection and testing of the aerodrome lighting and electrical reticulation systems, including 
the visual approach slope indicator,  

 electrical testing of any earthing points at the aerodrome,  

 movement area pavements and drainage,  

 signs on the movement area,  

 facilities at the aerodrome used for :  
1. aerodrome emergencies  
2. the handling of hazardous materials  
3. bird and animal hazard management  
4. stand-by and emergency aerodrome lighting,  

 airside vehicle control arrangements,  

 currency and accuracy of:  
1. aerodrome information published in AIP; and  
2. aerodrome operating procedures specified in the aerodrome manual 

for the aerodrome  
Each section of this inspection must be conducted by a suitability qualified person  

Aerodrome Safety Inspections (ASIs) 

 Some registered and "other" aerodromes must have an ASI completed at least once every 12 months.  

This inspection covers the following areas  

 Checking of the published material in AIP-ERSA ( Enroute Supplement Australia),  

 Ensuring that aerodrome operating procedures concerning aerodrome inspections, 
NOTAMs and aerodrome works are correctly recorded,  

 Inspection of the movement area,  

 Animal hazards,  

 Radio equipment,  

An ASI must be conducted by a person who has met the requirements of CASA. David's approval number is 
A023 
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APPENDIX 7 

Current Zoning Around Innisfail Airport  

 

 


