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THE DUTIES OF THE COMMITTEE.

Section 8 of the Public Accounts Commiltee Act 1951 reads as follows :—.
8. 'The duties of the Committes are—

{a) to examine the accounts of the receipts and expenditure of the Commonwealth and each
stat and report itted to the Houses. of the Parliament by the Auditor-
General in pursuance of sub-section (1.).of section fifty-threo of the Adudit Act1901-1955 ;

(8} to report to both Houses of the Parliament, with such comment as it thinks fit, any items
" or matters.in those accounts, statements and reports, or any circumstances connected

with.them, to which the Committee is of the opinion.that the of the Parli
should be dirccted ;' :
(o) to report to both Houses of the Patli any alteration' which the Committee thinks

y
desirable in the form of the public accounts or. in: the method of keeping them, or in the
mode of receipt, control, issue or payment 6f public moneys; and

(d) to inquire into any question.in connexion with the public accounts which is roferred to it
by-either House of the- Parliament, and to report to that. House upon that question,

and includessuch other duties as are assigned'to the Committes by Joint Standing Orders approved by both
Houses of the: Parliament,
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" JOINT COMMITTER OF PUBLIC ACCOUNTS,

DEPARTMENT OF CIVIL AVIATION.

CHAPTER 1—INTRODUCTION.

'L‘he 1954 50 Commmeo presented a Progress Report to the Parliament at the end of

. ’I‘ at Committce indicated that:jt had. 1 hensive inquiry but that

" it-had had no time to prepnre 2 full Report. The Progrcss Report, present/:d to the Parliament
on: 27th October, 1955, concluded—

“Tu'thé cbnrse of this Inquiry’ we have covored aetivities of thie Department ranging

" from the i and air T4 facilities to the operation of internal

< eosting, stovek and seeointing systoms. We considér that' by using the material collected

AN . by:u: during the: Inquiry, it will :be possible for' s suceeeding. Committeo to ‘prosent a

v comprehensive “Report on the Department of’ Ctivil Avjation.”

2, Your Committee have reviewed the evid bmitted to the 1954-55 Committce. It
is opr -that the conduct of further hearings of the isition of further d ts would
‘ot ially advance or aftect: our- conndemtwn of the matters under discussion, The

owing Report i is, In consequence, made on the basiy of'the evidence submitted to the 1954.55
) Commlttee. Tt4 presentation Has Been delayed Because a general election was held shortly after the

final'hedrings, which meant that the Second Committee was brought to ant end Until a Third
K mitfec’hiad been: appoi d by the Parliament it was, of course, not possible to prepare a
Report The Commlttcc wag appmnted late in Febryary, 1956,

~ i W" recnll that*in the coursé-of'the public hcm-ings, which were held during August,
¥ d Octoﬁer;‘ﬁlat Committee had bitire 1t the téllowmg officers of the Department

Andcrson,' Deputy Dxrector-Genenl .
DFC" Aatinta ADK tor.(3 11 ("" " l)‘
Badenach Assmtant Dlrector’General (Qtound Wacilities),

P oulton, Legnl Of’ﬂcer,
. Direetor. of Finance and Stores.

n; Gnnbetra on 2lsf¢0z:tnber, 1955 reprcw)tatxveslof two mrlme
3 Air ts’ intion were also d

4 Al
P cpmpap;qq :
They were——

. Ryllnd, Gencral Manggetp 'I'rans Auatralm Axrlmcs.

f B ‘Kéig, V)c(--P side: ,A Au' Pilots Associatis

"*Oapum A L James, Ghairmun of Opoutlbns Group;. Austnlian Air Pilots’
. Association. )

ti Group,. Australian Alif Pllots’




Qe.2-0,

Q. 166,
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CHAPTER IL~HISTORY AND FUNCTIONS OF THE DEPARTMENT.
B ; :

(a) HisTory.
5. Your C were inf d that the lati
in December, 1920, in the conrse of inpl
three main objects—

A 10

of civil aviation began in
ing the Air Navigation Act 1920. The Aet had

(i) to carry out the provisions of the Convention on Air Nuvigutihxi, signed in Paris.

on the 13th October, 1919;
(ii) to apply the principles of the Convention to domestic flying operations as well as
to international flying; and
(iii) generally to regulate civil aviation activities in Australia.
To administer the Act, a Controlier of, Civil Aviation was appointed, whose position was that
of head of the Civil Aviation Branch of the Departinent of Defence, though the Branch Was not,
in fact, a part of the defence system, '

6. Following the decision of the High Court in the first Goya Henry case, in 1936,° the
Civil Aviation Board, which consisted of four Xlembers and o Sccretary, was set up and was
made responsible for lating civil avi; The Board continued to operate as a unit of the
Defence: Department until January, 1939, when it was abolished and-s Department of Civil
Aviation was established under the Minister for Civil Aviation, This is still the position, The
Permanent. Head of the Department i3 designated Director-Gengral of Civil Aviation,

(b) Some UNDERLYING F'ACTORS: LEaAL AND Associainb Pronuums, DEFENCE ASPECT,

7. No general power in respect of civil aviation has been erred upon the Con 1th,
We were informed that jis regulatory power varies in. scope with the pﬂﬂicuiﬁplggiglatioﬂ
affeeting eivil aviation, Thus— ) .

(a) The Commonwealth has full power to make laws. with respect to 8ir services
within a Territory, . .

(b) The C_ommonwealth‘ has full power to make laws with respect to international
services, by virtue of the-overseas, trade and commerce and external affairs.
powers and the assumption of extensive obligations. under various civil
aviation conventions, N .

{¢) The Commonwealth may make laws regarding interstate gir services by virtue

power, but the excieise of this power

‘of its interstife tride and commerce pow

is subject to-section‘92 of the Constitution, .
(d) In respeet of intra-state air gervices, legal power is veated in the States and

not in the Commonwealth. . Fach State has,} , provided by legislati

that' th? Commonwealth Air Navigation Rggulgti'ons 88 applicable to the
Territories are to apply to sir hivigation within the State,

8. The Commonwealth's, powers over territorial. and international air services are
therefore capable of ressonably clear definition, Thé powers over interstafe and intra-state
civil aviation are far less clearly definable, and’ we questioned Mr, H. W, i’oulton, the legal
officer in. charge of the COrown Solicitor's Sub-office attached to the Department of Civil
Aviation, sbout both these matters, He told us that it has hot been cérttiiﬁ"to' what extent
Section. 92 Hindéfs efféctive control of interstate-air services; though it i¥' olear that it prevents
rationalization of air services, He said— ' o

% . . mo combination of State and’ Federal jowers coild eliiinato ‘the restriction
which section 92 imposes, Until the racent transport case concluded, it had been. thought'
that.there was.a reasonable possibility, on analogy with State transport licensing decisions,
that the Commonwealth could, if the need arose, atfempt. to co-oxdinate and rationalize

terstate trade and_ erco. by denying liconces. for other than purely safoty reasons.
Thie airlines dasef did restrict the Direcfor-Gerleral 'solely to the imposition of safety
conditions, Ho was required. to grant or refuse a licence, depending on whether he was

satisfied with the safety of the operations. I think itis faifly ‘cléar that, from now on,

the limited view:that wo have always taken -of the Director-General’s powers. to licence:
interstate services must remain a permanent view. In other words, the Director-General

1§ necessarily restricted to purely.safety-fdctors in granting or-refusing intérstats Heences.”

9, 8o far as intrastate air gervices aro concerned, the ‘bpé‘ihtion‘ of Commonwealth
legislation is dependent upon the willingness of' the States to incorporate the Commonvwealth
legislation into their own law. In recent years (mostly sines: 1950)- various. States: have
amended their originally uniform Acts or zelated transport legislation, 50 as-either to restrict

the C dth to legislati ing safety factors or to make compliance with State
& R.v. Duraexs, ew parts Honry. 55 0, L.R. (1936}, 608, . ) i
R AT R orare o1y, S04, v. e Chmmmsnweth ({045), 7L LR, 20, .

*s

7

qui ts an' obligati with C Ith vequirements, This makes the
position increasingly difficult to-smm np with accuracy. 3Mr. Poulton stated that at prosent the
powers.of the Commonwealth over intra-state aviation are ag follows;—

“The Dircetor-Genersl, by virtue of the uniformn State Acts, is vested with the
power to issus licences for infra-stato services. That power must be exerciged in conjunction
with powers which. various State Authorities ¢xercice under State Transport Regulations,
It works ont slightly differently in. each-State. In New South Wales, the issue of a' State
licence. is a_condition precedent to the Director-Gi 1 issuing. & licence. In Western
Australia, Victoria and Tasmenia both licences are required but. they are merely

0 bligations and an op satisfies them as he sces fit. Theoretically, tho
Director-General can have-regard to economic as well as safety factors, In Queensland,
the legislation has been amended so that the Director-General’s diseretionary power is
confined to safety matters. In South Australia, there is no State licensing system at all.”*

10. The defici in the C 1th’s legal power mean that, apart from territorial
services, the Minister can probably do little more than late civil ayiati perati on
d ic air routes to maintain or'p the saufety of civil fiying operations. Your Committee

inuired: whéther- this lack of power to regulatecivilaviation except for safety purposes resulted
in any serious. hiatus in the regulations that can validly be t 1 d. We were infe d
that—

“, . . With regard to the extent to which the Director-Goneral must provide additional

facilities beeause it may be mandatory for him to fssue a licence, T think it can. be stated

with confidence that so far as legal requireinents are d he definitely has = di

to refuise to license a service if the-existing facilities are inadequate for that service to be
perated safely. For i 8 now type of aircraft might be imported and the existing

' runway might be two or thres hundred.feet short for tha safo operation of that aircraft.

I say definitely that the Director-General bas a right, which cannot be successfuily
challenged in law, to refise to license-th at service,” )

11. The absence of & general power in the Dinister to. rationalize air services, in
particular interstate serviees, inay have important eonsequences. For instance, in the present
éoﬁr\iljon‘qt‘ the airline industry the major airlines ;rely on the revenue earned by plying
on thie more lucrative. interstate services, to enable them to finance developmental services.
We teeeived the following, answer to our question about. the fonal

inister’s poer to —
.. .“Coxurrire Meusze—What is the type of additional requirement that the
Diréotor-General’ may not' put on as o condition preccdent to the issue of a Teencef—
(M#. Poulton) The type: of factor may have bocn related to policy considerations gich
28 public: conveniendo, traffic demands and other factors normally taken into account
in & rationalizdtion: system.” T

Again, there-is. always the. possibility that any of the States. may wish to exercise greater or

even exelusive contro} over-the licensing-of aireraft engaged in intra.state flying.

12, Thus on: occasion it may not be possible for the Director-General fo enstire that
the facilities provided by the Department are used to- the best advaitage, nor that the
airline industry as. s whole, which uses those. facilities, is providing the best possible servies
to the community. .No- case -was brought to-our notice of which it could be said that at' the
present time: this lack of full’ legal power is hampering ithe regulatory funetion of the
Department .oi the full'use of. its facilities, However, we are under the impression that in
the case-of acquisitions of néw aireraft by operatois, gréater powér could have led to more
realistic. purchases.. = "~ ' :
" " 13, 'Thie statatory to' promote the development of civil aviation in Australia
must be taken.into account in. considering the volume of éxpenditures of the Department of

Civil Aviation, ‘We..psked whether this obligation .placed the K Department under some:

compulsion. tg earry out-an improvement. beeause-of its charter-to develop-civil aviation—

“Qomrrres Memssz—You haye an obligation to promote the development of
givil aviatish: ' 1f a company comes alohg and says: ¢We want to develop our lines,
We want. three_additional flights at this period’ and you -say: ¢ We are not prepared.
to_do, that’, If tliey. say: . You 'are required. to-promote thé, developr of civil
i, there i5 your dilemmai-(Sir Richard Williams) ‘The use of the word
r of civil avistion 1 régavd as-incning that it is my: responsibility to
ngs. which are Tccessary’ to extoid-tho airways.system, add-to the services, and
. of thing, but. not to do anything which would ;prevent the extension and

of civil aviati h doing_that I .am guided, of comrse, by the poliey
‘Miniat 1is 'hi

¥
3 e] s

y-local authorities, - Tho: Com
speaking, although there are P -.and 1 oation: I :
serodromes .ab_inétio. The iden is that.local. authority will -establish- them in, the
first. place. The: Commonvealth then says, ‘If and wlien it is proved by the. operation

T o0 kpgandls X1, 1o whidh the Doparimme In fut,

Q.210,

Q. 155,

Q.16%

Qs. 557, 667
09,

Q. 566-569.

qQ.180.



of air services to . particular loeslity for-at Jeast twelve months;'so as:to-cover-sll-the
seagons. of. the iear,, it is clear that there is a permanent need for such services, then,
and not until then, docs the Comimonweslth take over the responsibility of operating
that facility 2.7 ‘ . .

14. Closer examination of the. obligation of the Department. to promote the developn
of. civil, aviation shows that it iu derived from the Air Navigation-Act 19201947, ‘This statute,
which is less than two. pinted: pages, authorizes the .G or-G 1 'to, miake' Regulati
to carry out the Chicago Convention of 1044, and, to make other regulations iti the fleld of
eivil aviation. The powers it confers upon the Governor-General: are plenary aud are
mugnally wide. Section 5 of the Air Navigation Aot 1920-1947. is :the most. striking clause
in the.Act. It.reads in.part— :

. “8.—(1.) The Governor-General' may make regilations—
. e . . .,
‘(b) preseribing all  matters— :
(i) in respect of air navigation-which afe.nescusary or: convexient to
beprescribed in. relation. to any matler with: respéctdo which the
Parliament hay power to make. laws.” .
(Committes’s italics.)

15. AN the.substantive actions of the Departinent, where they are- dérivative from some
overt legal source, are under the Air Navigation ‘Regulatioris,® which ‘form a bulky and
much-amended, document of somé 100 printed pages; We csll atention 1o -the. powers vested
in. the Exceutive by the AirNavigation Act Jocause, within the limits-of: the Commonweslth’s
powers over eivil aviation; they are unqualified. We ider ‘it undesirable to. inue to
vest such wide regulation-meking powers in the Exceutive Council 4nd fecomniend that the
basic principles should be incorporated in legislation enactéd by the Parliament.. '

" 16. We note the ¥evision the Department has made of the. relevant portiqxl‘s of the
riteatien A P b : (

i ! Order of 1."1. The Depirtment, informed ug that there is
considerably greater precision. in outlining the métters dealt with by it in the present draft

Ad

formulation than there- 8 in the existing Order, We find that certain details of the Order,

which are sufficiéntly indicgted in the Minutes of Bvidence (see Questions 7-10), still leave
something' to be desiréd, ‘'both in’ felicity of expression and' {n aceuracy of, definition; but we
agree that the principle ypon which the Department has drawn up i revised Order, that.of
aligning, it with the. Acts. and; Regulations' under whick it operates, is. satisfactory.t We
suggest that when the terms of the revised Order are decided upon, the: actusl legal provisions
under which the; Department operates should be linked more ‘closely to the-statement. of- the
matters dealt with-by it than is the case.in either the, existing Order; or in the revised Order
shown to us by the Department. of Civil Aviation,

17. The facilities- provided and 6 &' by the De
the overall defence t
made: impraoticable fany simple ‘determination of whether or not the. expsnditures. of ‘the.
Departmesit are, taken ‘s a rwhole, extrivagant, As the Committes of Tnquiry into Civil
Aviatlon.in the United. Kingdom: rightly saids % In ourrview, the problein -of the air-is. one==
two sides' 6f m-single .coin—and the military aspect of avi cannot’ fundarientally <be
separated from the civil aspect”§ Those words, then j ing hoth s 'y »and ‘fores,
are to-day, in post-war Australia, at least as compelling as. they‘vyie,rq‘ for pre-war England.

18; In' Chapter VIL, Seetion (b), we disciiss furthei the, adéquacy of the sivil airwiys
systenr as viewed ‘from a defence angle. Bit we -are of tho ‘opimion sthat. we sliguld not
pursue onr inquiry so as to-include in it aity full corsideration of the:defence issne,

are dndmportant.elemént in

19, Thus, a8 your Committee hroeeed to the main body of the Repo'rt,, we wish three
factors be borne in mind— o o . N
(i) the legal diffculties wider which the Department, is’oneratlng‘;‘ L
(ii) the fact that the: Mfin,‘ister‘ and his Department are.operating \mdéx;.a kelet
Ao, with the more important Jegal provisions, laid down by Regulation;
(iii) the ' contribution to the defence prey !
made by thé civil airways system, which we take to. jnéluda not: only the
aerodromes and air navigation and air communication, systems that are in'
Awtralia privided by the Minister; but also the operations, and" aperating
flests of the sitlines using them, ‘ o N
1 R A ey amentet, e certémoes 1053

; 1059,
§ P21 9 of bhe Rasact af the Grmmittes annalated an 30tk Navember, 1097, by t) . ) LB.E, N0,
ofState for Alr, *The Raport was presantad by the Biras NInister 3 Eariammsns 1o M?f‘.&.‘l‘&!f‘i’é‘e"i‘.‘ Saton, O.BE, M Recretayy

parédness of the O realthi. This is another factor: that ‘hes:

of. the Qémmonwealth that is.

y
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. (c) SrapFINg AND OROANIZATION,

- 20, e D 1 of Civil. Aviation has a paratively large. staff, exceeded in
aumgher only by the Postmaster-Generals Depaytment, thé Repatriation Department and the
‘Btatistician’s and. ion B of the Treasury, Your Committes were informed that
over the Jast uix_ yenrs the establishment and actunf staff have heen as follows:~*

30th June.- Batabliatiment, Aetual Hrall,
1650 e . o . 6,200 4,508
1951 . o . 5,618 6,358
1952 e e . . 5,441 6,004
1053 . o - ol 5,285 6,197
' 1054 . . . 5,286 4,804
oo 1988 e . . . 5,177 4,913

21. Thus tho establishment reached a peak of 5,518 in 1951, and has been reduced over

‘the Inst four years by 341 positions, At the same time, the number of staff actually employed
‘has been reduced from thé 1951 pesk of 5,358 to the present level of 4,013, a reduction of
445 persons. Wo were informed that the Dopartment has cndeavoured to reduce its
t to within ble working limits of netunl steff, and that the present gap

is of the order of 5 per eent. Actusl staff nunbered 4,918 in June, 1955, 180 less than
the July, 1961, approved: employment ceiling of 5,008 (which includes 93 trainees and is
less than the approved cstablishment figure), We were also informed that although staffing
inereases will: be. necessary in- some sections, a reasonably stable situation has been renched
‘that. wilk permit an- oven closer alinement of actunl staff and estahlishment.in the coming year.

22. We note that the Department has reduced its staff, following the decision of the
@overnmont in 1951, from. 5358. to 4913—
: “ Qoxirren Meuorn.—How much of that reduotion is duo to. & reduction of
work -and how much. to i deflicioncy i—(Mr, Anderson). It is hard to say how
‘much. wag due to one or the. other, Following the G ’s direction, the redueti
of staff could not bo made in any part of thp Dopartment that was essential for safety.
“Ono substantiel saving was mado in_the workshop staff. W had a good deal of work
'to'dé in outf own worksliops, but facilities hecame availablo for that work to be done
‘byroutside ‘industry. Tt whs aceordingly dono outside the Department in nccordance
with Qovernment policy, and' a substantial reduction was mado in our own staff,
Comarrree Mearper,—There has been an_ inorense in the volume of your work,
tho number of miles flown_and so on, and that hns been accomplished with 2 smaller
stafit—(Mr, Anderson) Yos
23. The Department of Civil Aviation decided in. 1952 to set up an Organization and
Methods (0. & M.) Unit, to be responsible for O. & M. investigntions not only at the Head
Office in Melbouyne, where the unit is loeated, but olso in all parts of the Commonwenith
where officers of tho Department. are stationed. As this is the first oceasion on which we
liave: gxamined ‘a. depattnient with its own O, & M, Unit, we append in full at Appendix No, 2
an inforinative statément prepaved for us by the Department.

. 2;1. The purpose. of the O, & M. Unit is‘t,o achiove more efficient administration—
administration, that yields. better results .at the same:or lowor cost than previously—

' #Tho most, direet way of achioving offict is. to' eli inla.
' Thus the. soareh for- better rosults eannat lm'hx.ni;cd to sugeosting o better way to do

n ‘ygr;iuul,n; typo of work; the.need for the work itself should b quostioned.

This, process. which js, in faot, the apy fon, of the princivles of scie
mothod to ndministrative practice, has beon fully aceopted in tho United Kingdom,
United: States, Australia and many other Tts. aceoy is od
in a statement by Sir Edward Bridges, Pormanent Seorotary to tho UKL Tronsury, in
evidence before the Select -Gommitteo- on Estimatos, when he enid: ¢ Wo beliove that. it

- (that is, 0..& M.) hés a part of immanso itmportanco to play in gotting, an effisient and
' cconomic sorvice, and a part which cannot bo played in any othor wey. We aro
! determined to sco that it does play that part in tho most effective way?”

ol).

25, The Department of Civil Aviation faformed Your Committeo that sineo ‘its.

formation the 0. & 3. Unit has followed up improvements recommended, by the Publie Sorvice
Board afier its ¥ Section 177 Tuvestigation, Tt has also made various examinations of the
stniet\;re of the Department to. ensure the greatest possible efficiency, The O, ‘& M Unit
in the Department “has only seven officers attached to it, because every section head is
responsible for the effici of the ization of his. own section, and of its methods ~f

"0 RIWILIL No. 2371, pasie 5.

0,109, 134,
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work. The purpose of the departmental Unit of 0. & M. s to act as a specially skilled section
advising the exccutive staff of ity Dopariment. We note that ulthough the volume of work
has been inereasing, the Department of Civil Aviation’s establishment has been redueed from
5,618 01951 to 5,177 in 1955, At lenst some of this result can be attributed to the work of
the O. & M, Unit. '

26.. Other matters on which the 0, & M. Unit has assisted the Department are in seeuring
as flexible a general organization as. possible, in reviewing general administrative expenses, in
revising registry procedures (where a cut of some 17 per cent. in the staff, combined with greater
efficiency, was made possible), in the installation of ing machines and in the caleulation
of work loading.®

27. Your Committce are impressed by the work of the O, & 31, Unit of the Department of
Civil Avintion. We recommend that. other Departments. consider' installing these units as a
means of | ing effici and .

28. The Ilead Office.of the Department.is now organized into: nine main Divisions, All
except one of these Divisions are grouped in pairs under Assistant Dirgctors-General; who are
responsible respectively for:— .

Administration, Personnel and Establishments,

Regulatory Funetions,

Ground Facilitics..

Operations,
The Accident Investigation and Analysis Division is ible not' to. an- Assi ' Director-
Géneral, but directly to the Director-General: (The Organization Chart is attached as:
Appendix No, 3.) :

29. The Depdrtment necessarily carries: out many of its functions at a.large number of
places th hout the Comn Ith, For that purpise it is organized alse on-a regional basis,
each State being constituted a Region, execpt for the combined Regions of Vietoria-Tasmania
and Papua-New Guines. , The most faf-flubg of the Departinent’s posty afe its aeradip stations,
of which there aré some 62 gt present operating. They are manned by Communications:
Officers and spread. from Rebaul.in the North-to Hobart in the South, from Norfolk: Island in
the Bast to.Cocos Islands in the West. While-there were 742 positjons on-‘the ‘cstablishment of
the central staft (Head ‘Office) in- June, 1955, there were also:— '

1,183 in Néw - South Wales;

916.'in Victoria-Tasmania,

901 in Queensland,

518 in Western Australia,

339 in South Avstialia,

319 in the Territory of Papua and New Quinea.
259 in the Noithern Territory.

80. In order to obtain some ides of the numbersof departmental staff employed-at a. major
airport, we asked the Department to.submit a statement about the ataffs located at Melbourne
and Sydney Airports. We were informed that airpert staff come under the: general control of
an airport manager, but: that-they are functionally responsible to thé heads ‘of:various technical
hranches. They may in fact, though. shown as exiployed-at the airport, be occiipied gn jobs not
at the airport itself, é.g., technical staft servieing facilities on air routes. .Because Sydney is a
major i ional ingl, considerably more staff are emiployed iD certain categories than
are employed in Melk , .8, the con feations and airport mnihtenance‘staft; ‘The-staff
employed at Melbourne and Sydney airports are as'followk: ~— ) ,

Category, ' Melboume, | Sydney.
Alfreraft. Surveyors. .. .- - . o .- 7 7
Air Traffic Conytrolloi‘s .- .- - . o . 49 - 4
Communications Officers . . . e} 48 : 89
Airwoys Engineering Staft (Elootrical, Radio and Mochanical Mainte- o
nance) - s . . ol 36 58
Airport Maintenance includinig, Patrol Officers . 50 6
Fire Crows KN - " . . 29 .82 .
Stores e e s - - 4.1 [
Administrative . . - . N 1L R
. ) | 28 | 818

* Ses Appondix No, 2 for further detatle.

1 '

31, n:addition to.the departmental staff employed at those: afrports, other employers
have on their staffs 3,935 pérsons at Melbourne and 8,630'at Sydney Airport.

(d) Tre DigrrisurioN oF FUNCTIONS,

82. As Your Committee mentioned carlicr, the activitics of the Commonwealth in the feld
of civil aviation have always heen attended with some legal diffieultics. After the first Goya
Henry case (1036) the Air Navigation Act way amended, and the Civil Aviation Board
superseded the Controller of Civil Aviation. In January, 1939, a. responsible Minister of State
was appointed, and & full departmental structure was set up,

83, The Department carries on diverse funetions, that range from the purely administrative
ones normally associated with the conduet of a Department of State; through regulatory activities
(promoting the safety of eivil avistion operations), to service functions associated with the
construction:and maintenance of aerodromes and an airwnys system, and review functions in
connexion with accidents and. appeals against suspemsion or cancellation of licences and
certifiestes,

‘84, It was.suggested to the Dircetor-General that some separation might be made besween,

‘the review, ie. quesi-judicial functions of the Department, and the general administrative and
utility functions:—
“. . .. for the protection of the people who are affected by your regulatory
functions and your roviow functions, thoss functions should not bo mixed up with the
admiinistrative funetions.of the Depurtment?—(Sir Richard Williams) I am afraid that T
am not very clear on what you arc aiming nt but wo have found no difficulty in the
resent setup. 'In deciding on the organization of a Department, one may seck the jdeal
+ but one is never able to attain-it. One hasto have regard to the personnel available and
the allotrhent to those peisonnel of fulltime duty. We have not had any diffeulty in
administering the Department in this wny. A soparate section of the Dopartment deals
with accident investi%ntion. That matfer is not included in the duties of tho Assistant
_ Director-Genéral.  After an fnvestigation of an gécia!ent,‘we might want to make a ch«m$e

Jards’ or 1 )

g aircraft, p 1 standards,
. e N} . . . + . .
« «_« (Queition:95) In sy view, wo lave division _of rosp
already. Wo: must_apply to the Dopavtment. of Works. for cortain things and to the
Department of the Interior for othors, and so on. It is not: wise for two Governmont
‘agoncies to be in the one'fleld. Tn the control of aviation, there should not. be any more
division: of yésponsibility than is necessary, My Departmont is dealing with something
that-moves pretiy fast. Deoisions must often be made and action taken quickly, It wonld.
bo most unwise-to out' up the Department into two or more authoritics, It would e botter
to move ‘the other way. I would not havé suggested that if the mattor had not been
raised by the Committee.
. Cowsrrren Mxupzr—In other words, you say that whilst that is the way that
it works out, your Department is really an entity?—(Sir Rickard Williums) Yes'

85, The: view- of the Department appears to be that.the quasi-judicial functions associated
with reviewing the issue of ajr licendes-and certifiontes should. not be separated organizationally
from the other functions performed by the Department. In our view, such a separation might.
well be desirable-and some recourse to the courts be provided for,

o o000

86, As the Regulations stand at present, the Dircetor-General has power-to issue liconees,
to review their isaue, and, i he deems it necessary, to eancel them, It was suggested that the
existence of a Board: of, Review to hear appeals from the decision of the Dircctor-General to
eancel. a-liconce gives.adequate protection to the holders of licences or certifieates, Further, the
Department states.that extra.expense would, be invplved if o separate body were ereated to carry
out the review functions at present executed by the Department itself, Phe Department also
told us that-eivil Air Boards exist' ind dently of the sdministering department only in the
United States of America and in Canada, and that in both theso countries functions other than
quasi-judicial ato exercised By the Board, An indication of the volume of wokk performed. by
the Board of Review constitutedby the Australian Department. under Air Navigation Regulation
1694 is. that it.is only found necessary to call it about twico & year. .

37, The Department stated thiat, for reasons similar to tliose given in- connexion with its
Yicensing function, it did not.favour the-constitution of & separate Board for purposes of secident
investigation, "The firat reason is that the separation would be expensive, because. the Department

¢ ily makes: an i igation of accidents and.-what. are: termed. “air safoty incldents”
from.the point of viewof air sefety. ‘The second reason, is that®— .
“The present system works very well and thero is no apparent resson why any
other should work batter. The Director of Accident Investigation in any major accident:
marshals. his forces in thres. groups——an operntions. group, an engines group and an

* 3ee Exhiblt No. 28/2, )
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airframes group. Wheneyer necessary, as for example in the.recent crush of & Viekers
Viscount at Mangalore, Victoria, he engages experts in these fields from outside the
Department. In reporting diveet to the permanent head he je freed: of the influence of
branch and scctional heads who might have interests at stake, If the Minister or the
Government is dissatisfied with the findings or so desires for other reasons, an Ajr Court
of Inquiry can always bo sct up thus providing an-independent check., In such a.cese the
Department is in fact conducting a preliminary to the Jarger inguiry to assist the Court.
It would have to do this in any can and is so much ths bettor equipped for it by having

38, While Your Commi knowledge the of and ¢ i we
are of the opinion that the position is not entizely satisfactory, The recent smendment. of the
Air Nayigation Ri it providing an independent Board. of Review, is satisfactory ss far
as it goes, But it.iy our view that the licences in question, being. vital to- the livelihood of the
persons holding them, should not be capable of being withdrawn without some direct recourse
to the courts,

39. “The United Kingdom Commitice on Ministers’ Powers®, in discussing the placing of
Judicial and quasi-judicial powers in the hands of administrators, observed that the first and’
most fundamental principle of natural justice is that & man-inay not be a judge in his own
cause. That Committee went on to say that the “interest ” that ought té-cause disqualifiéation
is wider than mere peciniary interest—

#Indeed we think it is clear that bias froin strong and sincere conyiction as_to
public policy may operats ds.a moro serious disqualification than peeu'gin? interest. No
honest man acting m a judicial capacity allows himself to bo influgiiced by pecuniary
intorest: if anything, the danger ia likely to be that through fear of yielding to motivés of

li-interest he may Sciously do an injustice to the party with which his pecuniary
interest may appear to dthers to identify him, But the bins to which a public-spirited
man is subjected if he adjudicates in any case inm which ho is fiiterested on public grounds
is moro subtle and lesy easy for hiin to- dotect and resiat. ‘

Tho, application of the principle which we havo just enunciated to quasi-judicial
deeisions is not casy; since o Puasi-; dicial decision ultimately turns upon administrative
policy for which an ive Minister should iy be ible, Wo think, however,
thatbefore Parliament entrusts a Ministor with the powor and duty. of giving quasi-judicial
deoisions .as part of a; legislative scheme, Parliamont ought to considor whether the nature
of his interest. as. Minister in the earrying out of the funcjions.to be entrusted to him.by
the: statute may be such as to disqualify him from. acting with therequisite impartiality.
‘The comparntive importance: of the issues involved in tho decision will; of course, be a
selovanyfactor, Whero it appears that tho policy of the Dapartment might be substantially
bettor served. by a decision one way rather than another, the first prineiple: of natural
justice will come into- play, and the Minister should not be ealled upon to: perform’ the
incongruous task of dealing with the judicial part of the quasi-judicial decision as an
impartia} judge, when ex hypothesi he and his Department want the decision to bo one
way rather than another. We. recognizo that this kind of easo may ho rare, but. it is
& toal possibility. In such a case-the judisial funetions which must be:performed before
tho ultimate decision is given and on which that deeision must be. based should be

rusted by Parli to_an indopen Tribunal whose deeision on any judicial
issues should bo binding on the Minister when in his diseretion he complotes the quasi-
judicial decision by administrative. action.”$ ' ' Y

s el

40. We have had bronght to our notice the recent forment in Views upon énd décisiond
about tho jurisdiétion of ‘the courts over adrinistrative actions that is taking pited int tho United
Kingdom.{ It appears that, aforig with the enormous increaso in the humbor and extent of’
powers delegated to administrators, powers that ave variously, termed © ministorial”, # exectitive™
or “administrative”, the courts. in England have been deglaring themxeweshnn‘blo to interfére
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in the adniinistrative process, The.reasons for these decisions scem partly to be due to an
unwillingness, in géneral, to interfero with the admini; ive process, and partly to be due to
the result of ever more exelusive and complets delegation of powers to adimninistrators, A result
of. this trend has boen. that such traditional remedies as the writ of certiorari have not been
available. to the subject when, in the view of the Court, no “judicial®” function hns been
exercised. The geope of “judicial” functions appears, coneurrently, to be interproted less
widely. Thus an administrator may refuse a licence, or cuncel one, and often neither the reasons
for the-decisfon fior the process by which the decision was reached will be subject to review by a
Court, Whit we have termed “ the reasons ” have not heen reviewed because the Courts consider
themselyes not competent to mako a review on the merifs; what we have termed “ the process ” has
not been reviewed because of the way i which the powers have been given, e.g, it the
administrator “ is gatisfied ”.

41, In consequence, Your Committee point out that the courts in England, traditional
protectors of the subject against improper use of powers conferred by the Parlinment, are
exercising'lcss rigorous control over the administrative process than they were up to the war years.
In an era of rapld change, rel ion of’ 13 over the admini: ive arm of g i
said to be expedi This relaxation of 13 appears to be obtained by the admi i
through the inclusion of appropriate clauses in- Acts and subordinate legislation.

42, Yoir Committee hive already observed that most of the legal powers, duties and
responsibilities of the Minister and Department have been defined by Regulations made under
the very hrief. Air Navigation Act. The Parliament has thercfore not had the facilities for
di ion afforded by the tment of prehensive legislati Nor hag'it debated whether
such, powers of cancellation as we have been discussing should be placed in the hands of the
Director-General of Civil Aviation*

(e) Srarsrics,

43, We inquired of the D t what istics they were collecting, and were advised g, 45,

thuQ some were prepared for use during flying operations, some for submission to the
International, Civil Aviation O izati and the r inder “for our own purposes, so
far as domestie sofvices are a*,

(/) VPres CuareeapLe UNDER THE Al NAVIOATION REGULATIONS.

44, By Air 'Nnvigution Regulationst the Director-General is empowered to levy fees
under Ordor for the issue or renewal of Aireraft Maintenance Engineers' Licences, Oporating
Crew' Licencgs, and Licences for Airlines,. Acrial and Charter Work and Flying Schools,

45, It scoms that these Regulntions, insofar as they authorize fees, are invalid because

they give the Dircetor-General unfottered discretion in regard to the level of foes, o diseretion qs 1841841,

that could -be used in such a:way as to. thwart the tituti rights of 1d-be §
operatory, We-have been advised that the Department is consulting with the Attorney-General's
Department in. order appropriately to amend the Regulations.}

46. The Regulations provide that the seale of fees fo be charged for licences is to be g, ias-1s10.

laid down under the suthority of an Order, and we have been informed that.no Ordets have
48 yet been isswed. Thus any fees that have been levied. to. date have been levied without
proper. legal authority.

47. The Ivlg(‘;ulnﬁop.‘s‘ under which the fees may be levied were promylgated in. 1947,
We condider that the existing ‘l‘egql doubts sliowld be promptly resolved and that. the. proper
authority to levy fees should bo issued.f.

48, The' amount of the charges levied by the Department fov the issue of licences is
small. Ag the persons -concerned' are left to pay their own fees, no further charge is made
by these Regulations upon airline operators alrendy paying Air Navigation Charges under
the Air Navigation (Charges) Act. We asked whether the Airline Companies were under
any .pressure to pay the fees imposed upon their eniployees: and were informed that they
were not, beeause in most. cases the fees are only nominal. The Director-General told us that—

“In doaling with tho development of aviation in the post-war period, it qQ.1em0.

‘eosmne necessary to- re-draft' the whole of tho existing' regulations so. far as. the
oxibted at all at. that ‘time, When that: was being done, we took powar to do haiyl
thoue* things~which ‘we thought we might have to do, not necessarily with the idea

® We roar lao to tho Elghth dnd Kinth Reporta'of the Btandinx Commiites of tho 8enate on Regulations angd Ordinances (tabled on
Ind June, 1052 and 210t Qotgber, 1034) whe he sthan of wide delegatic cussed.
e
ek, the lations have o lsgued. unders! N
Btatutory Rules 1 G.g(a. 10, dated 21a% February, 1938 aad notified in the Commonwalth Gatetts on Tt le::l:,llr;ﬂ%?w vatdly imposed. Su¢
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that we wore going to do thent all. So far as theso things are concerned, the position
a8 I gee it is that our first consideration with regard to return on expendituro was
tho production of revenuo to sot off the expenditurc in tho Department of Civil
Avistion in conncxion with the handling of airways services or tho route charges.

1 proviously informed the Commitieo®, the decision was made first of all to st
off some of the cost sgainst defenco and then finally to try and recover about 30
per cent. of our expenditure, Having decided to do that, we made a charge on the
airling operators and on tho owners of aircraft, whether lfwy be private or otherwise,

It did not, seem to mo at that timo. that thore was. any nced for us then to
make & chargo, first of all, for the licences wo issued for the aireraft which the
oporating company or the private porson was going to use in the process of incurring
to us a revenue. Nor indeed was it appropriate, in my view, to make a charge to
the men whom we wished to qualify as licensed ground engineors in order that we
might ensure a cortain standard in airworthiness and so om, nor to require such a
charge from the aircrow who wero operating the aircraft. That condition continued,
and in 1050, .as a result of the Airlines Agreement, the wholo matter of what we
were getting from the operati panies and. the op and owners of aireraft
was considered by Cabinet. 'I.‘l?oy reduced the original charges by 663 per cent,
refunded that and ‘then, under the Airlines Agreement, fixed new charges at 50 per
cent. of what thoy wero previously. In view of that, it did not seem. to mé to be
appropriate to set out to_charge a foc for the licence we fssued them for the airesaft,
or for the licence to fly the aireraft or to maintain one,

Consequently, apart from making a charge for the inations, which is intended
to discourage men from coming salong and simply sitting and putting us to the expense
of oxamining, papers, knowing: full well they had no chance of passing, I considered
it inapproprinte to require tho chasing of invoices for such little foes apart altogether
from the question of administering such n procedure.”

CHAPTER IIL~-THE COST AND BALANCE-SHEET OF THE DEPARTMENT.
{a) Tuy CosT or THE DEPARTMENT,

49. Your Committee outlined the history of the Depurtfncnt in Chapter IL,, and we there:
indicnted that, especially in the years.sinee the 1930-45 War, the activities of the Department.
have grown enormously, pari passu with the dev-lopment of civil aviation in Australia,

§0. The growth of civil aviation ean be sen from the following figures submitted to us by
the Department}:—

Ttom, 1038-10. 1 1033-84. : Poriontais
Route miles . .. . woh 28,946 86,708 | 196
Passongers Carriod ., . . . s09,100 | 1814778 | 257
Passenger Miles Flown . 224,909,141 734,776018 | 226
Proight Carried (short tons) .. . . 5,623 70570 | 1,167

1. The activities of the Department hove inevitably grown. along with the increase in
activity in the fleld of civil aviation, beeanss it provides the “permanent way” for use by
civilinn air operators and a part of the facilities reguived by the Roysl Australian Air Foree.
"Theso figures show the growth in the size and evat of the Department—

—— | 1045-10. | 1080461, {  L082-5%, 5455,

{a) 8125 (NuMsEeR oF STA¥E).

Staff of tho Department (end June) .. - o 1,305 5,358 5,121 4,018

Eotablishment .. .. .. .. o] 185 6518 b5} 61T

Vacancies . . . ' RN : 160 168 | 264
R
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— 1945-48. 1960-51, 1052-53, 3954-85,

{b) Cosr (£000).

Espenditure under the Department’s controf .. . 651 ) 1974 10,408 10,105
Expénditare for the Department .. .. o K 500 678 @3
Other Itsms (Buperannuation, Interest, &c.) .. e )i 14 36 a5
Tota} Ordinary Votes snd Appropristions .. 739 | 8488 11,122} 10743
Capital Works and Services paid from Revenue. .. 1,087 5,223 7,006 4,657
‘Total Cost of Department .. . . 1,808 13,1m 18,218 15,400

52, The extremely rapid expansion of civil avintion over the past ten years has meant

that much of the work of the Department has been developmental. We note that for the year:

1955-56 the Estimates of Expenditure are again considerably more than in the previous year.
Phe expenditiire of the Department of Civil Aviation has risen year by year. The only item
showing a decrease since 1950-51 is “ Administrative Expenditure”, and we have commented
on that in paragraphs 20-27. The following main items of expenditure, taken from the annual
Estimates of Expeénditure, illustrate the trend :—

Biviion|' . —_— ' o1, X -85, 0.
Node) i 1050-51, 1053-54. 1054-58, Wﬁ(g;ﬂ

2000 | go00. | £oco. | £000,
| Tsase | T ader| o2 | 2704
. } 10 | G0l Boma| 4286
" 266

70 | Adiicistrative .. .. ..
71 | Maintenance:aud Operation of Facilities (o)

Tix | Development: . . e 172 ) 333 | 342
75 | MsteorologicalServices . . . 308 346 365
Total . - Ve - 5,416 6,965 7,142 7,697
o s hrwtaof 1 Divisjon Numb 10 tio 108556 Estimates,
32} S Epﬁf-” ‘and Malnenance expendituce, shown a8 & soparate Division prior to 1065-50,

$3. The main cavse of the. increase in. 1955-56 over 1954.55 is' the. increased cost of
maintensnce and operation of. eivil aviation. facilitics (Division No, 71 of the Lstimates).
Expenditiwre in.1954.55 was £3,746,500 and. the Vote for 1955-36 is £4,286,000. In 1955-56 an

smount of some £250,000: that in. earlier years
Maintenance Services: Under the control of the
this. Vote, and reduces the apparent increase in

was included in a separate Division (No, 76:
Department of Works) has been included in
expenditure of £540,000 to some £290,000.

4. We mentions the tramsfer of tlis head of expenditure becauso behind it. lies an
interesting story. Until the: current financial year (1056-56), the Department of Works had
been responsible for performing all works for the Department, however minor in character that
work might be. Now, by an Agrcement between the Department of Civil Aviation and the
Department: of. Works, the Departmént of: Civil Aviation may, “without refercnce to the
Department of Works, ¢arry out minor new' worke whers estimated cost (including both labour
and materials) does:not. exceed £200.in auy one instance”. I cases involving: the. safety of
airoraft or in places where.it.is more convenient for the Department of Civil Aviation to carry
out‘t‘hg‘work, .., betause of remotenesd or special technicol i the Dep of

. Works may grant approval for the:Department of Givil Aviation to act as constructing authority,
i i of Civil Aviation is ible for' the.

np to a limit.of £600, Furth . the D . pe r
mintenance of all Civil Aviation aerodt ‘and’ buildi luding the facilities associated
therewith, and funds for this purpose shall be provided under the Mai Vote of the
Department of Civil Aviation”, Where, after disoussion with the Department of Works, it

scoms p ble for another. authority than the Departrent of Civil Avistion to cxecute the
maintenance work, it may be performed by the Department: of Works or by local authorities,

' 56. Departmental representatives told Your Committee in responso to fions whether
this Agreement might be & istent with: the Cabinet ruling according to. which the
Department of Works has. overall responsibility for the design, estimates of eost, and

Q. 1078,
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supervision and of all archil ] und engineering works for the Commonwealth,
that the Ag t rep t5-% a sound working e

# Cosurrrze Mranik—How long ago was the agreement made?—(Mr. Badenach):
It came into operation on the 1st July this year,

Coxrerrzer Mxmzex.—Do you think it is unduly restrictive of your rights and
obligations?—(Mr. Badenach) It may be a little, but it is on the basis that it will be
roviewed every twelve months, I believe that the Department of. Civil Aviation. gained:
much in this agreement and I hope that if the spirit in which it was reached continues
we shall obtain. possibly more responsibility than we have hers, That,/of tovrse, is.all
tied up with stafing’ establishments and cconomy of working and things of that nature.
1 think the sgreement as it stands is quite good .and; as. I:menitioned before, it will be:
revised again in twelve months’ time, and continually looked at from time to time,

Cosxcrrree Menner.—Do you think the matters covered' by thif agréement will
result in their being done morg expeditiously and possibly more competently than in the
pasti—(Ar. Badenach) I think so. ' ' i

Cosaarrrer Mesver~—In the light of the fact that the Depariment of Works hes
more jobs than if can do and is already worried. about nian-power and resources at its
digposal, do you still think it can do the job more cffectivelyi—(Mr, Anderson) What
Lias been done. undor this agreement is to give a greater.-delegation than, previously
existed to the Department bfrCivi\ Avigtion fo underiake cortain works, We'hdd very
little compaténce efore to do maintenance work or work of & minor cliataete ‘ ,

Qoaarree Mesnes.—~I do not want. you to build 1p'an entiré W organization
for-coustruction work of a capitel kind{—(Sir Richard Williams). We are not doing
that, - T

‘Coxxrrree Miwper—~You still have the problem. of furictions ‘s between! the
dopartments, and, there are several. occasions when this problem: erops,up, as you;huve
‘indicated. Who is to be responsible: for-doing the various things required? Reference
has been made to the scquisition of sites, Now thers is a discussion on' works.
construstion, We have. been looking at other things, Tliat appears. to be the major
problem in_connexion with your Department.—(Afr, Badenach)- I-do-not know -that I
followed all your points bub tho fundamental fact in drawing up this sgreoment was
that we have a staff of séme 500 groundsmen spread. over some 200 fields, We have a
staff of -clectriciané angd éngincers essentinl for our normal duties, We realife thatuat
maiy of thesé fields, the staff had to bo provided for fundimental :purposes, They
have a cortain amount. of slack, The Department of Works agroed' that we eould

dertake work in d with this ag without baving: to inorease-our siaff
to any appreciable extent. That is one fundamental point we have to watch, Gonerally,
we ‘can do the work more cheaply and quickly than if we had to negotiate through the
Department of Works.

Comurrrer Messer—When we had an inspection at Essendon, there were men
doing maintenance on the runway -or the. apron, and it was suggested- that those: wore
somo of tho things that the Department of Works had done, whereas your own men
on the spot would do the work more cheaply and quickly—(Mr. Anderson). We are
doing much: work like- that: oursclves, but with.a sonsible.sefeguard.. If, an. apparently
i t erack ‘d ped -in & to yunway worth £1,600,000, our men: would
not fiddle about with it without consulting the Department of Works who know the
work and the underg d drai system, An innocont erack niight mean actually
that something was badly wrong which would be khown {6 the Dopartment of Works.—
(Sir Richard Williums) Looking'back, I can when I'had & first-class carpéntor
and if something went wrong with a lock, ho was not allowed to touch it, It had to
be done by the Department of Works, Wo. have developed considerably sin¢e. then.”

56, We draw. attention to. this. Agreement because jt pppears.to us to: make possible

a satisfactory working arrangement, hetween departments which have eonstructional functions,
and the Department of Works, which is primarily responsible for earrying: out. the: construction
works of the Co calth G gt, By plocati struction works-on the basis, of
capacity the Department of Works is relicved of minor jobs, while. gt the same .
departments ave prevented: from building up their own. works establishments updnly.
draw attention to the Agreement beesuse of the usa. of the. resources of local governmen
horitics thati {8 dy andof the. possibility that in this way some of the awkward

g tal .gaps -that. inevitably occur in a. federal structure may be closedl. Your
Committep will wateh with interest. the working out of this Agreement, and will report.on
other agreements of this nature as, they come to.our notice,* o L

steadily oyér th

57, Wo ohserva thaiithe cost of the Dopartment has incre
Upon some of the. items i;esgensib,le for the increass we repogi‘ ater; but wo nots licre ‘thé
steady inerease in the cost of mai pee and tion of' dromés (Item 'Y of Divisioh
No. 71). From an expengditure of £718,934 in 1952.1953, the expendifure. increaged -in
1964-56 to £970,011 end' the. vate for 1955-66 is £),233,000. However, thi} igure: includes.

. " w"Thie Agresment 1s quoted tn full at Appendix ¥o. 4.
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& substantial portion of the expenditure undev Division No. 76, “Maintenance Services”,
which has, as noted in paragraph 53 above, been absorbed in Division No. 71 with the coming
into operation of the Ag b the Department and the Department of ‘Works,
It appears that the period of rapid and expensive expansion in Civil Aviation facilities may
now be reaching an.end. In that case, expenditure on this head may become relatively stable.

™

{b) Tue D

eNT'S | NUE AND STATEMENT AND BALANCE-SHEET,
(i) The Revenue andEzpenditure Sialements.

58. Your Committee have always held that it should be possible for:the Parliament to
exumine together the revemue and expenditure of a department, in cases where it carns
revenue for, as well s expending’ the funds of the Commonwealth.* Although. the annual
Bstimates of Recéipts and Expenditure atfached to the lessage from the Governor-General
contain. a éu;ggnqg" of expenditure and a summary of revenue at the beginning of the
seetion devoted to each departient, mo indication f§ given of how the revenue and
expenditure thefe set out relate one to the other, and it is for some such indication that we
are seeking,

59, We suggested to the Department of Civil Aviation that, in submitting information
to us on its aunual revenue and expenditure, it should endeavour to produce some form of
balance-sheet for our consideration. Tle Dapartment has. produced four Statements, the
first of which sumimarizes the Department's yevenue and expenditure for mails and the
maintenance’ did operation of air navigation Iacilities and services, The sccond and third
Statements bredk up into moke: detail the items covered. in. the first. Statement. The fourth
Statemeit” is cn{ithi'l an “ Estimated Balanee’sheet , aind' sets out the position. for the three
years ending 308H Jiné, 1‘95‘3‘ 1954, and 1955, These Stafements are a8 Apy
Nos; 5, 6,7, and 0" respeetively, '

40 ohad 1

. 60, The problems associated with presanting promptly to the Parliament any regular seriss
of financial statements that do not ‘follow closely the form of the Estimates papers sre,
we apprediate, véry considerable, Fowever, we have observed on other cccasionst that the
presentation in the Budget Papers of a set. of statements many of which are very similar
to the Estimates stateménts is not warranted. Your Committee intend as soon as possible to
consider’ in more detail the problem: of the content of the Budget Papers, given that certain
Jegal réquirements determine the basic form of the Lstimates, and we shall consider this
problenr‘further-then: But we-suggest hero that it might be possible to present in the Budget,
when departments have substantial in-comings against out-goings, statements of the kind
pregented to us by the Department of Civil Aviation. It might even be possible to eliminate
the statements in, the Budget Papers that are repetitive of the Estimates Tsbles.

61, We inquired whether the revenuo and cxpenditure statements placed before us were
used regulaily in the work of the Department, and wore informed that they had been prepared
apecially for the Committee—

“.Commrrree MEMBER.—Are thess commereinl accounts prepared every year, or
wero thoy' propared. specially for this Inquiryé—(§ir Richard Williams) These were
prepared specially for -this: Commiittec. [

Conmrrrer' Menser—Have similer accounts been propared in the past and put

* hefore. the: Minigter i—(Sir Richard Willidms) I dé not think so, no,
! Coxmrrree Menner—How would: the. Minister be aware of the acinal situation,
if the.accounts. had not been' prepared »in some form¥~—(Sir Richard Williams) Tho
pogition in regard o this. particular subject has been put before the Minister. Ho
is thoroughly .aware of it. The Troasury’ and everybody concerned is aware of how
much money we got, how much we pay out and low much is left over.

Cormrrres Mesmer—On more or less -a similar basis of preparation to that
which wo have in front of us?—(8ir Rickard' Williams) Yes, but not in that form.”

We are of the opinion that tho information presented to us has potential value both
in the internal workings: of the. Department. angd in: facilitating the presentation of the
financial deglings of the Department to the Parliament in a clear and informative. way.

62, “The b @ to- Your C i do not readily reconcile on their
face: with' the: figures that appear in'the Estimates; but we were informed’that they can be
reconeiléd— ' . '

“Comumrrrer Memper—I have tried to' compare tho figures that you have
presented’ and. those in the Estimates, but T cannot reconcile them . . .0—(Ar
Scoft). The oarnings -are- in respagt of the financial year. Thoy have been prepared
on, g normal ial ing basis in an i

o Sga s Toluteonth Repost,  The Form and Contant of.the Financlal Dicumants Presented to the Pacl ", Partl,
n!e;lfha E’P““;‘;.:’;ﬁ'.“.?.‘éh‘m T e 1G5, anch ARals WIENThe kot Bpeeshand Estimates, This matteris u}’.:.'.“m‘f‘%‘!,.r."m‘"p’n;
FRE8 o the 3 -
Tt pataieaphs 18-17, . [
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to give the, picture in respect:

Q. 200260,
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of tho year rather than the cash book position disclosed by the printed Eatimates,
Thore has been # reconcilintion within the Department in respoct of the cash hook
figures in the DBudget, L X )
Commrren Musnrk~The sumo applies in rolation to expenditurel~(Mr, Scott)
That 38 so, in principlo. )
Coxsrrre }ﬂmun;—b it_possible to propare and let the Commitiec have that
veepnoilintion I—(Mr, Seott) 1 believe so0.”

43, The Depart L Iy submitted & veconciling the figures in their
revenue and expenditure statements with those appearing in the Estimates, It ix quoted af

Appendix No, 8.

64, ‘Taking first the R and Exp
ubout the various items contained in the stat
view that the Siems as presented to us are not sufficiently explanatory to meot the: purpoves
for which they were drawn up, ko, to convey {o Your Committes and thus to Members of
Parlianient and the general public more adequate fnf fon about the ue and expenditure
of the Department,

65, We have in mind, for instance, the very brfef itemivation of the expenditure of
the Department on i tionsl mail that 8 tajned in their second revenue
and expenditure statement (quoted at Appendix No, 6), In the current Budget Papors,

iderably moro detailed inf about oxpenditure under this head is givon, Therofore,
we consider that the additional inf fon about i tionnl mnafl carriage payments that
is contained in. the present Budget Papers could readily be taken into the Revenue and
¥xpenditure Statement for the Department, ‘We realizo that, In future, the misil: payments are
to be ineluded in the record of the fi fal activities of the P ¢! Vs Department
but we would Jook for the above detail in the Revenue snd Bxpendituro Statement of that
Department,

d Tubles (see App

66, Your Committee wore informed by the Dopariment that®—

“In addition to tho rovenuo dovived from tho Air Navigation Cherges the
Ith obtains sub ial rovonuo from duties on potrol consumed. by aireraft,
The duties. on potrol—applicablo alike fo air and eurface transport~-smount. to
approximately 1a. por gallon and by logialetion an amount represonting ipproximatol
50 por cont, of tho revonuo obtained from tnx on fuel consuned by mnotor vohicles is
roturned to. the States. for use in the muintenance of road and other fneilities required.
for the operation of road tramsport vehicles. (The grant was inoreassd from 8d, fo
7d, per gallon as from lst July, 1054). . )

It scoms roasonablo theroforo to fm'd a. siinilaz proportion. of the tax on petrol
used for aviation as availablo to offeok tho comt. of facilitics provided for the operation
of air transport and this is a_factor which has beon considored. in reletion to-the levol
of Air Navigation Charges. It has boen stated in this papor that tho return to the.
Commenwealth, for the yorrs 1052-33, 1953-64 and' 1084-85 waa 8.1 por cent, (or 5.8
por cont, if internationa) oporations had been charged for a full yoar) and an estimated
59 por cant, ros{:cccivuly ut if 50 por conts of tho tax dorived from Imtrol consumed
by aircraft s takon into account theso. percontages will inoroass to 17.1 por cent, 184
por cont, and an estimated 20,1 per cont,, respoctivoly, for thoso y £} 4

{ £801,000 ivaly”

cing £650,000, £103;000 and' an osti

4oy ining a Tiagd

67, In:ony bal of tho rovenue and expenditure
of tho Dopartment, wo considor that the revenne the Commonwealth recolves. ‘from Alr
Navigation Charges should be shown, We apy that it is & Conatitutional requi t
that all. moneys should be paid into one Consolidated Revenine Pund: noverthelows we
consider that the smount dorived from Alr Navigution Ohavges should bo ineluded in, the.
Department's 8t of R and Expenditre, An approp noto' of the way
in whieh the rovenue from Alr Navigation Charges by dealt with cowld, 1€ siccessmry; Lo
added to the Statoment. .

68, The purpode of the Civil Avistion. Agveewent Act 1062 and of the allied Al
Navigation. (Churges) Act. 1062 is to lovy cerlain. charges on ahline companies for the
use of acrodrome and air navigation facflitles provided by the Dopartment; . It fy Ilaid
down in the Civil Aviation Agreement Act that fucreases in ths charges may only bo made
if tho cost. of maintaining and, operating the fucilities viges, ov if tho facilities are improved.
Wo considler at grenter length in Chapter VIXL tho whole ubjeet of Alr Navigation Ohnvges;
here we ave ooncerned. merely with the production of a meaniugful annual revenue and
expenditure statement. In nddition to showing in detail tho vovonues of the Dupaitment,
we ider that tho St of R and’ Exponditure. should svt out.'in detail its:
expenditures In vespect of the provision of virious. and afr Igation facilition,

: *: §¢ Rxbinit No. 28/10,
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(ii) The Bal heet and Assct Register,

€0, The Depurtment also d 8 Bal ficet to Your C (see A di
No, 8) indicating that to 30th June, 1953, the total cost of air navigation facilities and
seryices had been £16,081,000, and that to that date there had been an estimated defleiency
on the muintenance and operation of air navigation facilitics und services of £5,599,000.
This deficiency was, on a cumulative basig, £11,257,000 at 30th. June, 1954, and £17,040,000
at 30th June, 1956. We wore informed that no account had been taken of any depreciation
or Jogses. prior to 1st July, 1052, For the year 1952-53 an amount of £741,000 was allowed
for depreciation,

70, We found that the Department had kept no proper Baluneesheets in the past,
and that the one prepared for our use was drawn up speeially for that purpose, Further,
it appearvs that there is no adequate record in the Department of the assets it holds—

“ Cossrrrrr, Memner—I wondered whore you got your starting, figures from?
~~(8ir Richard Williams) This is based on a census made in 1939.40.

Coustrrrer, Mesoes—That was, more or less; a stocktaking of nssets?—(Sir
Richard Williams) Tes,

Cosnaarrer Mystnvn—What did you do from that stage onwards? Did you
keop a record of aesets written upf—(Sir Richurd Williams) On total values.

Cosserrrey, Mesues—T presums that you put a value agninst ench itom of your
aggots in 1030-40, What huve you done to record sssots uequired since then?—(Sir
Dichard Williams) We have recorded them in total values.—(Mr. Scoft) The values
undor tho original census. were summarized under functionnl headings similar to those
in this partienlar statement. Year by year, additional values have been added to the
funetional headings and in totnl. This is an extract from figures built up in that way.

Commrrrrr Mestner—Ilow was tho value of sites and buildings arrived at in
1030-40% Was the original cost ascertained ?—(Alr, Scott) I am not able to say that.
1 did not havo tho job then.

Commrrrer, Mespen,—When you say that your additions have been made on &
total hasis, what docs that imiply? Have you added the yearly total expenditure on
sites, buildings and. wovable planti—~(Mr, Scolt) Tt is the net addition after taking
account of demolitions and disposals.

Cosmrrrne Memuen—You do not keep a record of your assets in detnilf—
(Mr, Scott) ‘That is something thnt is being exnmined. T understand that the Treasury
is about to issuo somo instructions. on the form and content of the register of assots.
Pending receipt of those insjructions, wo considered that it might be a waste of time
to take any action on this matter”

71. Thus our Inquiry intor the Department has thrown up not only the interesting
fuct that the Department of Civil Aviation has no comprehiensive amets register: but that
the Commonwealth Government as & whole has no register showing the value of its assets.
In part, the matter was drawn to our attention by the Auditor-Genersl, who: indieated that
there i “no. Audit, reeord of what the Commonwealth owns in the way of sites”, Our
interrogation continued— .

“Qommrrrey,  Memnen—Consider West Beach acrodrome.  That. has been
proedoding for years and much money hns been made by contractors who have grown fat
and vich. on it. Do you think you could: get en asset value from the Works Departmont
or tho Dopartment of Oivil Aviation that would bo worth knowing?—(Afr. Brophy)
No, tho only figure available is the original cost of tho site. Wo would bo interested
in knowing the value of the nerodrome but we would also be interested in knowing that
what the Commonwealth has purchased has been properly recorded,

. Costurrrae Memprr—Do you sy that it is.not known what sites the Department
of Oivil .Aviation possessesl—(Afr. Brophy) I-cannot answer that.

Couarrrrey MeMsER~—You said tliat it is.not known what. sites the Commonwealth
?wnﬂ-—-(ﬂlr.‘ Brophy) It is not known ‘to the Audit Office. The dopartments know, I

hope, . .

. Comarrres. Mennen~~What is  tho basis of recording thoso sites, Sir Richard f—
(8ir Richord Wt'lli«ma? We have o rogister of them, but whether it contains the costs
or not I cannot sny ofthand” .

72, At the opeuing of di on the following duy, the Dircotor-Ge: 1 of Civil
Aviation produced bofore the Committee one of the many volumes which, he said, contained
u.list of their assots— ’

“Yestorday I eaid that I did snot think those assets were valued and now I
yopeat that they are not valued,”

Wo were informed by the Department that, iw view 6f the fuet that the Treasury is working
on o géneral instruction. to- Departments on the form and content of registers of fixed aisets,
it would. be unsound. to. proceed. with the ércation of further registers before receipt of the
Troasury Inatruction”. We look for an ear)y settlement of the position,

Qy,803-301,
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73. Your Committee have given same consideration te whether or not the Commonwealth
should compile and maintain, as well s & Jist of amets owned by it, & valued list. We
understand that in Canada a reeord of asets that includes. their value is kept, and that
it is regularly brought up to date. We are, however, of the opinion that a register Tecording
the values as well as the existence of aasets should only be maintained when, for some
speeifie. purpose, e.g., the valunation of assels in order to levy charges for their use, it ix

'y to in Kuch a regis Keeping an aceurate record of values of all assots
wonld invelve a very large amount of work, and is incvitably subject to diffenlt valuing
problems related to depreciation and 1 couts, It is our opinion that the net

result would not justify the cost dnd time involved in kegping any more than a register
of values of slected assets,

T4, The Bal heet of the Depart a5 gubmitted to ui s clearly not an altogether
satisk y d It ins little itemization of the advet headings, and no explanation
of the manner in which the various amets are depreciated, It does 1 'y the
beginning of what might be a useful statement that coild be iated, with the Dep
hi? and E di 8t in a revised Budget Statement such as we have discussed

at paragraphs 60-68.

CHAPTER 1V.—AERODROMES. PROVIDED BY THE DEPARTMENT.
(a) Tk ESTABLISHMENT. OF AERODROMES: GENERAL PoLicy,

75. Your Committee asked the Department to explain the Commonwealth’s policy
regarding the provision of aérodromes and allied facilities; in order to be able to make
some judgment about whether or not value is being received for the Jarge amounts of
money annually expended upon them. In this chapter we desl with the manuer in which
the Commonwealth. acquires land for aerodromes, discuwing in Chapter V.. the: delays in
the Department’s acquisition programme, and in-Chapter VI. the facilitics provided on the
aerodromen;

76. The policy rests on the that the Ci lth should own
all acrodromes of any size that are regulsrly used for ecivil aviation purposes.  Your
Committee were informed. that the Department does not often seek to form. new acrodromes,
but is under nt and iderable p from loeal mithoritics: and other sources
to establish new aerodromes in aveas hitherto unserviced by air, We inquired whether it
was the policy, under the “charter” of the Department to develop civil aviation; to: proceed
with the acquisition of land for new aerodromes. Wo were informed that, except in- dertdin
i the Comi lth does not seek to initiate the comstruetion of ‘aerodromes,
and js thus not itself usually concerned with negotiating a first acquisition,

77. The normal point at which the Department nssumes responsibility for .developing
aeredromes is when it becomes clear that an aerodrome. established: by a local authority has
f}olgﬁiu! use a5 an aecrodrome for regwlar civil aviation: operations. The Depm-tment stated

ha
“It is the. policy of the O wéalth to establisl intai oper: i
ground prganizaﬁon“né}::ensnr for regular air ttrunuport. services whar?%u% lc);:r‘;i?;g
are justified, and! this, according to the nature of the sorvice and: the' volume. of traffy
may include radio imuni , navigati ids, meteorological serviees, air trafiic
control, as well as facilities for handlis '

Vi ai

) 1 fig passengors and freight. I all s

there i the prime requirement—an acrodrome, ¥ £ alt enses, of course,
All these facilities ave costly in their establishment and in their subsequént i

and mnintenan.ce and tho revenue dorived by the Commonwenlth from the a?rl?l;z ?fpziﬁm

who-use. them is comparatively smail.

The Ooriimonwoalth is propared to nccapt. some responsibility for the prdvfsion of
acrodromes in thoso ‘locations where there is evidanco thiat. & permanent nced for &
regular air servies exists—this need can. be indieated by traffic statistics ovor a period! of
at least twelve months—provided, however, that the Commonwealtl will not acecpt:
any responsibility for an acrodrome in closo proximity to one already cstablished.”*

78, Ym.n- Gom.mi.ttce‘arersatieﬂed‘ that the Department is taking the steps vequisite to.
prevent the ind minat isition of aorod that. will suk "need to be
developed at. sul cost to the: Ci Ith, The main oriticism of the opération, of

v * S Exhinit'No. 2077, e
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the Commonwealth’s policy that we heard was to the contrary effect, that the Department
had been unwilling to blish new aerod in I where the local aunthority believed
it would be desirable to have an aerodrome,

79. It is costly to develop an aerodrome from the state in which n local authority or
private owner is normally able to maintain it to a condition in which the Department can
Heense it for regular civil aviation operations. The Department told us that it is therefore
Commonwealth policy to acquire d before p ding to develop them~-

“ Coarrrrry, Mexner—Can you give us an indieation of the factors you would qr.s9s-svs,

take into. secount when you make & decision as to ownership?~(8ir Rickard Williams)
Having decided that the traffic is such 28 to show a permanent need for a service to that

. locality, we_consider to what degree wo should take financial responsibility for the
aerodrome, If it is at a Joeation where there would not be likely to be anything more
than Tight traffie, something smaller than a 1D.C.3, we may decide that the needs will
he met if wo take a lease of that ground. Tf it is & place which larger aireraft are using
or will need to nse, we know that we shall probably need a runway or & site for
buildings for & terminal, passenger handling und the like. Perhaps we would like to
catablish an air radio station. We would consider that case, where we would spend
Commonwealth money, a8 a case for ncquisition. We wonld not normally consider

. spending monoy on . leased. arce.  When we reach the point that we must s?end publie
money we decide fo acquire the proporty frechold. Or if we sco the possibility coming
of having to spend public money.

Cosstirree. MeuBER~Who mskes- the decision as to what land is to be used for
the aerodrome3—(Sir Rickard Williamsy The local authority, We tell them to select.
the ground suitable t6 them and thon ‘we offer to send an airport engineer to advise
them whether it will' meet requirements for to-day and the future, Then we help
them with” drawings and' so- on,  However, we do not send a man to search the district
to find a. suitablo piece of land.”

80, The Department informed us that when developing acrodromes in country aveas,
“they. work, to a 1.0.3 datum. They explained that the D.C.3 or replacement craft are
capable of giving good' service and that the merodrome development reguired for them is
not nearly: so expensive as for craft such as Viscounts and Convairs, The chief reason for
using. the: D.C.3' or replacement craft as the dstum is that in this way the available funds
dte used to promote civil flying 88 much as possible. As funds becomo. available and increasing
traffic juatifies the: expenditure, the aerodromes can be made usable in all weathers and
twenty-four hours a day, The Director-General said-

“I would like to see more modern aireraft, including higher specd and q.ses

pressurization, going to, the ipeop]o in the country, especially for the sake of women and
children; siveraft capai)ln of operating at heights. which would get them out of the
.turbulonce. But then, wo have to be practical abont the whole thing, Whilst that
type of aircraft s justified immedintely whore tho density of traffic is high, when you
oporate an aireraft to the country, you pick up one passenger here, set onc down there,
and 80 on, The whole. of the iong are ie in themsal This particul
company that we are talking_about will be subsidized to the extent of £150,000 a yoar
by tho “Commonweslth, In those cireumstances, ono has to bo a littlo practical and
sny;'¢ Look, the D.0.8 is an adequate and suitable machine for that servico’. They may
turn round and' say,. ¢ But if. wa ean got Convairs it will be more economical for you’,

. The Gommonwealth may pay less in subsidy; but it will have to pay hundreds of
thousands of pounds for &xe development of ni:gmts just for that purposs. T think
the company would bo foolish.to go ahead and ordor those aireraft. They should' discuss
the whoYe business with' us, and they havo never done it yot.”

81, The Department has recently been trenchantly oriticized by persons who wish to
operate craft of a type unsuitable for the nerodromes provided by the Department. We asked
ths Dejartment to explain, the problems that ean arice if new-type. planes are to be used on an
oxisting route, dnd were Eiven the following example. In the hypothetical event that an airline
Gopérator’ decided to fly Convairs on the Adelaide-Darwin route, it would be necessary for the
Department fo extend the runways at Tieigh. Creek, Alice Springs and Tennant Creek so that
the axtinim all-up weiglit. of the eraft could he utilizéd., The Department indicated to us that
" total expenditure of fbe _order of '£50,000 to £100,000 would' be involved, and an additional

annnal’ mainténance cost of £2,000 to £3,000— g
“ Befora consideration could. be given to such expenditure, it. would bo necessary
o -for. a. detniled oxamination to be made of the traffic offering;to ensure that-the economie

. sdvantage to the operatpr,,wonld bo great enough Qo,.justify the governmontal
expenditure on oxtonsions, The only additional direct recoipts to the Commonweslth
that would result from such oxtensions would be tho increaso in airways chargés and
this; wédld bo. approximately' £2,000° 2 year ‘if' the frequenoy of &ervices: romained
unchanged.”* o ol

. * Ses Exhibit-No.28/8,




Q. 483,

Q. S80-501.

Q. 2252,

Q. 540,

22

82, The matter has risen in an acute form over the inability of Butler Ajr Lransport
Proprietary Limited to land Viscounts at Bourke and Evany Head with a commereially
profitable payload. Your Committee questioned and received statements from both My, Butler
and the Department, It is our Ingion that although the is regrettable, it is
diffienlt to sce how, in the absence of available funds and without disregard of the general
demands for acrodrome works, the Department could have provided the facilities required for
the operation of a Viscount fo these two points,

83. We also questioned the Dircetor-General about the operation: in Western ‘Auitmlin
of the Department’s policy of providing country areas with D.C.3 datam facilities, We were

informed that, in broad terms, the eastern part of Australia subsidizes aerial serviees i °

Western Australia and the Northern Territory. We then asked whether the Department would
try to meet the requirements of operators who operate new and larger planes, and were told
that whenever possible it would do so, But the limitations of money and resources mean
that the Department, which is responsible for development of fncilitics all over the'Commonwealth,
is unnble to proceed in any single area at a rate idered ad by the resid and
operators—

. Couurrrer, Meuper—I accopt the complete goodwill of the' Department, but
questions have been raised in my mind about getting work .done on these north-wostern
ports for which no provision has apparently been made for tho coming yearst—(8ir
Richard Williama) When we were forming these estimates, that perticular question
had.not avisen. I knew nothing of it, and it may not come off, of course. My general
attitude has been to endeavour to develop in the country to.s, datum of D,C3- operations &
number of aerodromes which, in the course of time, we will mako all-weather aerodromes,
with sealed strips, where necessary. But that depends entirely on the funda available,

Coxurrres Mesore.—And the warranty for iti—(Sir Richard Williams) Yes,

If an operator goes ahead and buys aiveraft for which the: permanent way is unsuitable,
it.is.in his lap. . 4

. _Coxsarrer Memser—I recognize at onca that there is an obligation theref—
(8ir Richard. Williams) When I day we could not possibly bo -ready fgr that sort of
thing; going back: to the question T was speaking about just now .in regard- to Butler
purc!msmg Yxacg\mts, we inquired frox‘r% Works how long: it wonld take to have these

d for Vi . We were told two yeare. His airc i

‘hore n Septériber (1056 yonrs: Hin airqraft will be

84, Linked with. this problem of what operational. standards. should be- adopted. for'
aerodromes is the problem of the location: of the serodrome to be developed.  Considerable
publicity has been given to the view of Dutler Air Transport. Proprietary Limited: that a
central (and as yet non-existent) aerodrome should be established in the Northern: Rivera region
of New South Wales, adjoining, existing acrodromes at Evang Head, Oasine and: Grafton.
Your Committee have no doubt that there are many areas where similar problems have arisen
over the development of acrodromes to serve a region. We diseuss this as an example of current
interest..

85. In this aren, three acrodromes exist: at Evans Head, Onsino and Grafton, The
Department proposes to develop Grafton acrodrome, and in the meantime is improving facilities
at Casino by extending the acrodrome and constructing a formed earth: grassed run'wuy and
a sealed gravel apron, The cost of the extensions at Casino is £115,000 and they: will enable
D.C:8 aireraft st a maximum allup load of 26,0001b, to use the agrodréme.

86, We were inforred. that the proposed devel
expensive,.

at Grafton wonld be still more

87, Your Committee do not have before them all the facts relevant to the-Department’s
decision to establish two aerodromes, one at Casino and- one at. Grafton, on a more: éei'viceabie
basis; but we have been assured that all the relevant factors have been considered by the
Department before arriving at its present decision. The Department also informed us. that iho,v
have a system of priorities determining what projects ave to be furthered in any gi'ven pcriodf
The priorities relato to the need for balanced and O wealth-wide devel f, ‘kto‘nny"
special needs, eg,, for altérnates for major airports,and to the availability on the spoi of men,
money and materials, Riallacdt Th3 £ A0 1 “'f"

88. 'Wo asked why it was-that the list of acrodromes for which work in' connexion with,
conversion to an all-weather basis was being undertaken in 1954.55 contained' no ‘aerodromes in
Western Australia or Victoria and were told— . ' o

X “We are_a: Commonwealth Authority, and while we mus i i )
in' their respective States, we put them iny'ordar of priority nto:E o:;cggsi;l;fs&néae:t':x:
‘We decide our programme for the' comm§) yoar in. consultation with the. Treasury and!
the Works. Department, If the Works epartment says that it cap do. cortain work

.
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in one State and certain work in another State, if our priority system shows that it
cannot be dore in ons of those States we go to another where it can be done, We try
to work on & justified priority system th hout the Ci 1th,”
¥9. We also asked why, of the acrodromeos licensed by the Department, more have been
closed than were opened during each of the past few years. We were informed that—

“T would not regard that as being anything to be alarmed about, because they
ave being closed gs a result of our exporience. There is now no need for them and we
do :1105 'consider that we are entitled to hold and maintain aerodromes which are not
needed.”

90. The lack of provision by the Department of adequate passenger facilities at aerodromes

. in outlying areas is another matter that hus been sharply criticized. We deal with this problem

more fully in Chapter VI, Here, we simply observe that the Minister and the Department, as
the resporisible aunthority, must decide whethar the available funds should be used to seal
runways, orto aequire aerodromes or land for ncvodromes, or whether they should be used to
construet passenger and other airport. buildings,

{b)y Tne Funcmion oF Locat GOVERNMENT,

91, In the United States of America it is tice for jeipalities and States
to own and operate their own aerodromes, and we understand that the same is true of a number
of Buropean centres. :

92, Phe ion of ibility for the ion, and operation of
acrodromes by authorities other than the eentral government naturally results in a smaller
alloeation of resources for this purpose by the central government. Sinee the Department
clrims to be short of funds for most of its activities, we asked whether it might not be possible,
by stimulating local initiative and interest, to make the resources of the Department go further.

93. The Department. informed us that when it receives. representations from local
anthorities concerning their aerodromes, the purport of the representations is usually either that
the. Commonweslth should take the aerodrome over, or at least give the local authority assistance
in operating it. We were told that no Australinn loeal authority hes ever developed its own
aerodrome to any extent, The position was deseribed to us' in this way—

“ Coxprrree. Mesper.—Has the Department ever given any consideration to
[ ing local dovel of airports on lines adopted by American and some
European countriesi—(Sir Richard Williams) You mean that airports should bo
developed, maintained and d by local ity
Commrrree Meuper—Yes§—(Sir Richard Williams) There is nothing whatever
to prevent that being done. We do not go along and say, ‘ Wo are going to tako this
over’. The roverse is always the case. As soon as loeal authorities are in the position
where thoy think that a case exists' for an serodrome to be taken over by the
Comonwezlith they make application, T think you gentlemen know that pretty well.
Oommirree Memper.—They are happy to get rid of it?—(S8ér Richard Williams)-
Yes. -But there would be nothing to prevent them operating their own d: In
some cases where- wo have nos been able, because of lack of funds, to take over a
ground as soon. ag it is qualified, shall o say, the locel authority has continued to
operate it, and wo have agreed that they should. make landing charges for aiveraft
using, it.”

94, We were told that a local authority that decides to construet its own aerodrome may,
subject to Departmental approval, make a charge upon those using it, Thus the authorities at
TInnisfail, Proserpine, Ayr and Brideport make charmes for the use of their acrodromes. No
substantial' charge comnld, however, be made, beesuse operators would not then use the
nerodrome, In a number of cases, the Commonwealth pays a&. maintenance allowanco to local
authorities ‘to assist them to develop tlfeir :aerddronies and to test them ont for traffie. The
ainonnts paid in this-way are small—varying from £120 to £240'4 year.

95, The impression we have derived from questioning the Department is that, on the
irhole, 1o great effort has been made to interest Jocel authorities in constructing and maintaining
their own acrodromes, This is, of course, p of the Ct
41l aerodromes upon' Which it v 1

Navarthal

pénds. any inl funda, , We are not
convineed. -that. it is a necessary consequence of the general acrodrome policy that local
nuthorities should be given' no encoliragement to, develop their own aercdromes, The main
réasons given'hy the Department for its view that it is preferable. to retain in its own hands
ownership- and control of all aéfodromes. are-that in this. way satisfactory central control can
epsily be maintdined, and that the overall gost to. the community is probably lower than it

1th's policy-of owning:

Q.546.

Qu. 418-420,

Q. 421448,

Q. 480,



Q3. $50-458,
462, 484-405.

qQ.462,

Q. 46¢-5.

24

would be were a number ot partles to be d in the proviafon. of d and. ailied
facilities. Your Committce, however, mention that jn these matters cost may not be the most
important criterion,

90, The Dircetor-G: L gave evid as follows, in resy fo the i het!
the D kad ever idered that a Joeal authority shonld be ged io continue fo
operate the it had d:m

“ Wo have not exsmined that proposition beeauso no one has wanted.to do that, If
such & propossl eropped up it wonld be nccessary to- consider to what extent.wo wonld bo
doparting, from uniform safety measurcs, In the United States of Americs, the States
Liave not allowed the Federal authority to coro in and operafe lheir serodromes. In
other wordy, the municipal authorities, State authorities and. private porsons have done as
You suggest,
system that is not very satisfactory beesuse thero are so. many authorities in, charge of
serodromes, They arc not forced to put in aafety equipment which may be necessary. At
one stage, the State authorities were also handling radio ieations and navig: 1
aids. The position was so unsatisfectory that the Federal authority took power to take
over those functions, But the grounds themselves are owned By ofher people and the
system is not as satisfactory es our system,

Coxyurrre Memsez—TYou have rather anticipated my next question which was
going to be whether it would, be more economic for lacal authorities to run their_own
acrodromes under the supervision of your Depnrtment?—(Sir Richard Williamsy Tt
might be economic in the long ran. ﬁ,ub I think that some cxpansion: would be required
in my Department. in order to check all those peopls.

Cossurree Memnen—Surely it would not require: an expansion of staff i—(Sir
Richard Williams) 1 think so, Thero has. to ba such' close. obsorvation now. We make
our decision and advise' Regional Direotors of it and. the instrnetion. is carried: ont by
everybody concerned, We do-mot have to check.

Comrrree Mysner—TIf yon had this system of superyision and the necossary
safety deviees, would not iour Tegional Directors bo able to see that your standards were
observed by ihe local authoritiest—(Sir Ricliard Williams) The Regional Direstor and
his staff would do that.. X do not mean that I would have to add to my staff in Melbourne,

Cosyrrree Meser—But, even within a rejion, it js not apparent to me. how
any increage in ataff would be necessary #—( S Richard Williams) Undet the present
circumstancos wo know that our decisions are carried:out beeduse.they droexceuted by our
own staff, But if’ aerodro ‘were led" by local ities, time and.time again,
they would say to us,‘ We are running this acrodromo. and:4t is ours but we cannoafford
to spend more money on it and therefore we gannot carry out your direction’.

Coumrree Mrmper—You would still retain control by virfue of yonr power to
lieonse !—(8ir -Richard Williams) Then T should have to get more law offteers. .

Comyrrree Menies.—You sre. dompletely opposed to. the system. that I have
meontioned $—(8ir Richard Williams) Yes. It would be similar to 2 Government tellin
people outback that it would rur a railway to-their town provided’that they build ang
oporate a railway station. ) S o

Coungrrrer Mesiper,—Hos local: governmont ever submitted to you a proposal such
as we have been disoussing?—(Sir Richard. 1Williams) No.. .

ConmurrTee Meumper—~—Appareitly it has appenled-to them as little as to yout—
(Sir Richard Williams) I should say so. . ~ .

. « . I3 P o - . s

Comprrrree Memner—T tako it.that the aeronautical authorities' in. the United
States of Ameriea have not tho sama power fof énforeing sifoty stefidajds ns your
Department has?—(8ir Richard Williams) 1 think that they are'inh a similar
position. but, in the United States of America, tho local authorities are joalous,of their
rights and,, having the money, they are developing the airports and funning them
themselves, . Wo have not mét that dificulty in Australia because ovr State and' locdl
authorities have not an- abundance of funds or, for'some otlier reason; they donot want to
accept tho résponsibility. If the.States ivished to exort: their anthority in this .manner,
they could. do- so. : . ;

. . . . .. e . LRI .. o

. Commrres, Mesnzr.—Conld, you compare the econories of the two, schemes f~
{Sir Richard Williams): T_h.e American system ia cheaper for the central authority becauso
the States.and local authorities put their own: money into the construetion. of 'the. airport,
But I think that. more moncy would bo spent by the pation. ns-4 whole under the American
system than would bo-apent under our system. . '

Cmmmp‘_ Mexner.—Do you over find.that a looe] authority is not regai‘ed to.

dertake the initial development of an aerodrome. at & placé whith Fou. consider-should
have an iéradromel—(8ir Richard Willianis) No. We hidve found' ouriélves: receiving
many requests for derodromes. from local nlthorities who. thought that there’ was
Justification for Ad-serodrome in their area so long. as the Commonwenlth peid for-it, but
wo did not consider that.there was any possibility of their Joeality develo ing eno‘ngh,trnfﬂc
to justify an serodrome. We think in- terms of localities. or, greas utﬁe‘r.‘ than fn terms
of particular dentrds,t' ' ' '

From the point of view of the Federal authority which-controls the airways.

]
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97, Your Committee luve o eatlicr oeensions™ expressed the view that it is desirable,
posaible, that the C Ith should avail itaelf of the xervices and resources of

1oeal: authorilies to impl “its own Phe same iy true whether they be in the
works fleld: or fm such activities as the provision of scrodromes, We suggest for consideration
that i the Department were inclined to be a Jittle more gencrons with adviee and funds, it
might be possible for Jocal autfhorities to develop for themselves, andtto the henefit of the airways

system, d of n i £ 'y to the Department. We do not consider the
problems of supervision. i table; and we fder thut the savings to the Commonwealth
and. the possibil ding up of the resulting from the stimniation of local enterprise

would be well: worth the effort involved: in achieving them.

98. We note in passing that in the compnratively remote western area of New South
Wales, some enterprising sclf-help of the kind we have been discussing hns alreudy occurred,
Apparently without any departmental' support whatsoever, the local' council and Butler Air
Transport. Bty, Ltd. agreed to contribute some £10,000 ench.to help in the sealing of a runway.
In this: way, 8 more serviceable aerodrome: was provided, and' greater opportunity was given to
the opérator to conduect a regular and efficient service tothe town. We were also.informed by the
Dircetor-General that Ansett Airways Pty. Ltd. had offered the Department some financial
assistance to geal the runway at. Coolangatta, and that the Department had aceepted the asgistanee
and- earried out the work.

{e) Syoxey (KiNasrorp SsTir) Ameonr.

99. More money has been spent by the Department on Sydney Airport. than on any other
airport owned by the Commonwealth. The total amount spent to date appears to be in the
vieinity of £8,500,000, of which some £400,000 was spent before the war and almost £8,000,000
to date since the war.

100, Several matters connceted with the nirport at Mascot engaged our attention—
(i) the original cost of the airport,
(ii) the delay in comp of the dlterations and to the aivport, and
(iii) the problems faced by the Department as a result of the rapid innovations in
and changing, requirements of civil aviation in the post-war period.

101, Your Committee asked whether the cost of developing Sydney Airport was
comparable in any way to costs of developing similar Ameriean and British airports, We were
told: that the cost of Sydney Airport to-day compares favorably with that of several of the
larger international airports in those countries and in Furope. The approximate costs of
these airports were given o us by the Department as follows:—

£

Sydne; .. . .. .. .. 8,500,000

N{aw lyfnrk— o
. Idlewild . . . .. .. .. 45,000,000
" Newark . . - - " .. 80,000,000
Ig Guardia .. . i . .. 10,000,000
San: Francisco e e . .. . .. 9,000,000
London .. . . e . . .. 45,000,000
Zurich .. . .. . o - .. 10,000,000
Schipol .. . e . - . .. 10,000,000

'102'YWE Were informed that San. Fraiwiseo is a city similar in sizo to Sydney, and that
Liondon' Airpért handles much the same amount of traffic as does ‘Syduey, Therefore, on
intérnationsl standards, and making a erude comparison, it seems that' expenditures to date
Yave not: been: ‘exvessive, although we have had 'no opportunity to compare the standard of
feloilities: provided. © - 1 o

i

. 103, During' 1045 -and’ 1946. the. Departihént decided that it would Be necessary to
dévelop an ‘afrpoft at Syduey capable of handling noti only domestic airways traffic but
international. traffic from the north-west and from Amerien and New Zesland. The Mascor
site, ¢ that tile, we were told, in many ways \nsuitable for development bhecause of the

te Fop hizal al i 1eeessary to provide sufficient runway length, We asked
whether the Department had considered the possibility of “removing the airport from its site
‘instead of diverting the xiver”. 'We were told by Dr. Brodfield, Director of Airports for the
Department, that-— : .

““We'did consider'thut, = After searching sround Syditey, wo.came to the conclusion
thiat, Mascot Was the best site. ' The. next alternative was at Towra. Point near Cronulls,
an-additional six miles from the'oity, Thdi would also' have required véry expensiva

* §ee eapecially thie Comimitte's FIth Rapert, on the Department of Works,
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construetion including the stabilization of the sandbills o the southern side of
Towra Point in order to prevent a nuissnce which would be caused by sand being blown
onto the airport, The matter was igated by the Depart; of Works and the
Department of Civil Aviation in 1045 and in 1948, We obiained the opinion of operators
nm{,‘ of pilots, Tt was decided that from the pointa of view both of (food nircraft operation,
closeness to the centro of population, and also cost, it was best to develop the Mascot site,
It is difficult to find any other site around Sydney, Bankstown i being. used for light
aireraft but, onco yon get past Bankatown, you have to go shout 30 miles from SBydney
to get anothor sito,

Corsarree Mesner—~What would you der an for an
airport to be from a cityl—(Dr. Bradficld) You must treat it on an:ad hoc basis, There
are very fow aerodromes more than 10 miles from the capital cities that. they serve..
One ia st Montrenl, which is 14 miles away,. but. it is. connected by a very .good motor
road—(Sir Rickard Williams) The Commonwenlth has afready apent & Iot of monay at
Mnseot.~(Dr, Brudfield) That was taken into scoount when we chose Mascot as the
site for the airport.

Cosaurrer Mrupsr~From, the viewpolnt of cost only, how would Cronulla
compare with Mascot?~(Sir Rickard Williams) The estimates were: roughly comparable
but the cost now is greater than the estimates, so the costs would be youghly comparable,”

104, When an estimnte was made of the eost of developing Sydney Airpert—in 1945
or 1046—it was thought that the devel ) wonld' be ipleted by about 1951 or 1952 and
that the cost would be £5,000,000, including the cost of the Iand. That estimate eovered only
the first of the three siages of construction, which, we were: told, would oceupy in all some ten
ot fifteen years. It was given Cnbinet approval, The Department informed ns that it expected
to spend some £300,000 on the airport in 198556, and that in the noxt-few years the programme
is to develop the apron arens, Affor 395668, the expenditure iy expected: to fall off to about
£100,000 & year for the next two or three years: Then will come the development of the oversens
terminal area costing £1,000,000 to. £1,500,000. Therefore, Sydney Airport is csfimated to cost
the Department a further £2,000,000 gver the next five yeurs, making its total cost since: the war
some £10,500,000,

105. The project has been kept continnally under review by the Department, and as time
has passed the amount of work to.be done has-been redueed. The reduetion is beeause: modern
aireraft nre better able to land and take off without. their line of flight being directly into the
wind.  Consequently, only two rumwvays have been constructed at Sydney Airport instead of
the four originally planned.

< e dist

106. n spite of these reductions, delays have continually occurred and upward revisions
of the estimated. eost have been made, It is- now expected that work on the present {the
first) stage of construction will be completed in. abont 18 months from. now, some four or five
years: behind schedule, and that its cost will be, as indicated earlier, about £8,500,000 or
£3,800,000 more than the original estimate of £5,000,000. ‘The overseas terminal area in the
next major project and would take the cost to some £10,000,000:

107. The delays and upward revisions in cost are not the first of their kind met with

by your Committee in the comrse of our inquivies, Wo reeall the recent Inquiry into the

nts of, the A lian Aluminium Produetion Commission® and the way in which. thejr
estimntes of cost rase from some £3,000,000 to £10,500,000,

108, It is. difficult to apportion the responsibility for the.delay and upward rovision of.
the estimates of cost: wa look to more effective co-operation in this matter from all concerned.
We eannot help: considering, that to a certain oxtent the Department of Civil Aviation has not
adequately faced up, at this point; to its own vesponsibilities for making: acenrate estimntoy—

“ Commrrrer Menper.—So it is fair to say that in very many cases, ‘partioularly
at Maseot or Essendon, the original estimates aro exceeded not only becauso. of infiation
or higher costs but because of poor estimating in the beginning—(S7r Richard Williams)
T would not like.to any that. I think'you conld ask Works, people about that. Thoy are.
exceeded because of othor conditions: that aro not forescoable, I would not like to eriticize
thoso who have made the cstimates.  © . . )

Comaarrrse Mrmbrr—Would ¢ other conditions’ mean _changes. in the roauests'
or plans of your own Dopartmenti—(Sir Richard Williame) Somotimes, but ugually it
is the conditions under which the job has had to bo done, !

Cosprrrey MumpER,—Works. guggested to us that n,lot of their prohlcﬁns'w;sre‘

related to tho inability of departments to maka up their minds. They frequently changed
their plans and idens%—(Sir Richard Williams) It is not  matter of making up our minds,
but a job takes o long to completo that develapment is going on in“the. meantime, We
try to-take the opportunity of improving on what-we havo asked fory in order to moeet
that development, That happeus tima after time, " o

e i Tty Aot and Twestesecond Reparts of Your Committes, tallad and onlere fa b rinted by tho Fomete om 7T Tomeromh
2780 0RO, LU, tespectively: xpeciuny Chaplor S of e TRNty. A ot o Trinted by tho B th June, snid
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.. Conurme Musoeu-That eculd 2dd quite substantially to the costi—(ir
Richard Williamsy Bug it would be much more expensive if wo le{ﬂw job be comp]t(:ted
and then asked for the improvement,

Coxnyirrreg Mesurg~—It seemy to me that there is no system within yoor
Department of recording the costs sctually j d, as pared with the esti 7
would have tb‘a!{ght'ﬂ‘:'at Jou would have hud a system under which if costs incurred were
found to he lly in excess of est , there would be a high-level investigation as
to the reasons so that it would not lvx;ppcn 9gain, cither in the seme place or in some other
plaee?—(8ir Richard Williams) We are not the constructing authority and therefore
¥o arc not getting the progressive costs, Very often we do not know what has happened
until the work hias been dong and the expenditure has been incurred. We are not the people
who keep the Works sccounts”

}09, We rcl'ﬂizc that unforeseen delays can oceur and that they ean on ocension contribute
saterinlly to cost increases, Op again, that real diffieultios may arise from action taken as o
m{utcr of urgeney and without proper records ‘heing kept, as in the case of the aprons at Sydney
Airport.  Recently, the aprons began to give way under the weight of heavy modern aireraft.
They have been repaired by the Pepartment of Works, but involved expendituve that had

not been anti d when the estimates for the work at the Airport were drawn up,

]IO\VCVGI:, we were told that the weaknesses-in the Aprons would not have acconnteq substantially

for the inerease in cost and were given by the Direvtor-General the following illuminating
picture of the war-time development of the airport i—

“I think it is essontial to get the correet. picture and yemerber that Mascot has

been developed like Tops{ over the years, No proper engineering records have been kept

. of what has been done, Tt started off with an open Enddock. When a pool developed in

ono place, some matorial was rolled into 3t, If another. pool developed, that was filled i,
Theso city aerodromes have 1ot boen planned from the commencement, So, at the end
of the war wlien the plan for Mascot wns considered, those who had the preparing of the
plans found that. tho whole area of the ground was sealed over and they were not in the
Dosition fo judgo the nature of the soil imderneath, Tho work had been done during the
. war in Qrdur‘tq meet the. needs of the moment and no engineering record was kept of
what was. put into the ground, The result is that in these cascs we are feeling our way
and paying our way,
Comyrrree Mesmer—Is that true of Essendoni—(Sir Richard Williams) No,
When I ook over the Dopartmont of Qivil Aviation T thought that we had misged an
opportunity during the war heeause runways hiad not been put iu at Eessondon, However,
I'found out later that wo were Iucky that they had not been put in, We were ablo to
solect our runways and have them properly engineered.  We know exactly what' their
construction.'is and what thoy will, carry.”
The light-hearted deseription by the: Director-General of the develo of these d
as resembling Topsy's: growth is not. an inapt statement of the perfunctory attitude of the
Department to much. of its financial administeation,

110, The Department attributed the rise in cost over the firat estimate of £5,000,000 to
priee inflation, to the numerous and unforeseen inereases in the weight of aireraft and to
interruptions becauso of continued use of the airport during extensions, We cannot, however,
attribute to those causes the need by the Department,. to. seek cxtra funds to complete this stage
of the work at dates so close together as November, 1954, and July, 1955, an additional £500,000
being made available on the latter i Your Committee have i Jy taken a serious
view of i timating, I of this magnitude might well be regarded as prima
facia ovid of a depl lack of efflciency,

111, Your Committee were informed. by the Department that the. Department. of Works
does not supply them with progressive costs, except-on. an overall basis, No break-down of the
figures is shown in the statements of' progressive: expenditure submitted by the Department of
‘Works, and we were infx d in evid that the stat are only received at the end of
cach threo months, We have since been infy d that the stat, is submitted monthly, and
have sighted' & copy of it;, It gives, no detail. wl . The diture g to
£570,000;. with. authorizations for £4,000,000). is sanalysed only. by Divisions of the Estimates and
according to the expenditure, in each State, No detoils of even the major individual projects are
given, except for.the item “international airport *, where two figures.are given—the authorization
and the expenditure to date. It is our view that if the Department. of Civil Aviation took: more
ateps to obtain the necessary information about how its works projects are proeceding, it might
be nble to make more realistie its plans, programmes and estimates,

112: We ave also surprised to.learn that the: Department of Works does not supply the
Department of Civi) Aviation with more information, During our Inquiry into-the Department
of Works® we, ived evid from. Mr. Maunder, Conat ' Manager of the Department

* See the Pifth Report of the Comiufites, resented on oth Qctober, 1958,

Q1 797,708,
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of Works for New South. Wales, that the Department was endeavouring to make a new approsch
1o costing by using tes. of the h i rather then. wimply of cost.
We were interested to know whether these would be made available to the Department of Civil
Aviation® We suggested that if they were, the Department of Civil Aviation might have more
knowledge about the way in which their works were proceeding and less need to revise plans or
tu seek belated app ] for extra s of money d to meet rising costs. On the other
hand, we note the of the Director-General of Civil Aviation that it was not for him to
wateh: closely the costs of works as they ded, e regarded. his function as being to seck
further funds when told by the Department of Works that they would be required—

“ Qossrrrre Mesmrx—From the various depariments we have gone through it
seems that there is not n very elose attention to these matters by the responsible department..
You have got to provide the money. Therefore, I should say ﬁvmt you would be continually
cheeking on Works to sce that they did not excced their estimate. I should think that
immedintely they began to cxeeed the estimate, yon would want to know why?—(8ir
Richard Williams) As I said before, if the Dircctor of Genersl' Ground Facilities and
the Director of Air Ports wanted sufficient clerical and other staff to keep all those
details in my Department, I should think that. they were duplicating what was being
done in Works, because Works must do it. They sliould be able to tell us, whenever we
swant to know, how much is being spent, and they do. But if my fellows were keoping,
similar records, T should think that a waste of public money.

Cossurree Messer—As the head of the Department responsible for this
expenditure, are you satisfied that your constructing authority, the Department-of. Works,
gives you the best possible deal?—(Sir Rickard Williams) I have no reason to_think
otherwize. I am not acquainted with their probl If the Director-General of Works
came along to me and snid there was somothing wrong with the airways system, I should
ask him what. tho devil he knew about it. If I did something Iike that to him, he would
probably say the samo thing to me.

Cossuree Meuper—Your Department is paying, though 3—(8ir Richard
Williams) We are paying, but it is a Government decision that the Department of Works
shall be the constructing authiority for the Commonwealth,”

A review of the cvidence leads the C again to emphasize the hapk d and perfunctory
appronch of the Department to financial control. Here is a department. spending millions of
pounds through the Department of Works and neither Department scems to have been vitally
interested in whether that money was being spent effectively, or even properly.t

118. Your Committee consider that at the very least, the-client Departments should insist
upon receiving, and then make intelligent use of, a statement from the Department. of Works
showing how costs are working out compared-with the cstimates and the funds- available. Any
vesponsible private enterprise would do no less, and public money iy lere involved. We
understand thay in Oectober, 1954, the Treasury introduced a new ‘works procedure, to apply
to and after the financial year 1954.55, According to the new proeedure, when any inerease
aeeurs of niore than, 10 per cent.. (or £2,000) over the estimated, cost of the work, the.Department
of Works must inform. the sponsoring Department, which must in turn approach the Treasury.
for more funds. If the Treasnry is not satisfied with the reasons given for the inerease over the
estimate, it will call for an investigation of the reasons for the inerease and take whatever
action may, in the eircumstances, be appropriate.

114. While we realize that it is always diffieult, when major developinental programmes.
are being carried out, to- make aceurate estimates of the likely final cost of the works, and that
it is also difficttlt to carry them ot to-a striet time sehedule, we consider that the time- s ripe
for marked improvement in this sphere. It is gratifying to know that the Treasury hag already
taken steps, in consultation with the Department of Works, to overconte: just the. problems we
have been: di i What Your Commiittee look for is— . .

(i) that when departments prepare new works programmes; they' shonld bear in
mind the likely availability of funds; !

(i) that when, in pursuance of theil new works pibgrnmﬁxgs, depuxjtxnexits' lodge
requisitions.with the Department of Worky, they will, from theii oivn knowledge,
endeavour to mako a realistic appraisal of the ibility of léting, thie
works requisitioned within the period for which the funds ‘have béen' made
available; ! .

(iii) that the Department of Works will take care not; to aceept work in advance of
what it ean reasonably expect expeditiously to complete; '

(iv) greater aecuracy in the- drawing wp ofrworks estimates:

+ I the courso of aur faqulry Int tho Supplonontars’ Eslltes, Sectton 37 Yatlstlons and Over-cstliyakes of the Departmeut of Worke
fot 1054-55, W0 Wero told by the Assistant Directar-General of the T Warks that I the usked for et her inforanation,
the Department of Wotks would supply It.

Se# alsa the quotation in paTagraph 168 abave,
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115. Your Commitiee consider that the inability to complete the work at Sydney Airport
is but the foremost example of a lack of realism in departmental planning. It 5 not expueted
thut Deportments, in their plans for future development, will exhibit timidity or excessive
caution. We look for realism and for a reasonable assessment, in handling the funds available,
of all the resources that ean be used to earry out projects that have been planned. Tn this
partienlar sphere of the operations of the Depustment of Civil Aviation there is no evidence
that financial controls and arrangements have fallen so far behind the rapid development
promoted by the Department that gross mismanugement hns oceurred. But it js our opinion
that there has heen o signal lack of appreciation of the duty that all Commonwealth officers
have tg see that the public funds are properly and responsibly spent.

116, We make detailed comment on the job costing aspeet in Chapter VIII,

CHAPPER V~THE DEPARTMENT'S ACQUISITION PROGRAMME,
(u) Oreramox or THE AcquisiTior Poutcey.

117, "The Department vequires land for two distinet purposes. ‘The first is to enable it
to-extend its existing acrodromes or to provids new anes, Theseeond it to eunble it to install
additional instrument aids wlong airways, Your Committee wore informed that, in geners’.
the Department prefers to own lind that is to be used for acindrome purposes and will in
most cases take it over from a local unthority. Over land that it wishes to use for nasigations:
Aidk (the sites for which it mostly seleets for itsoll) the Department is normally willing to
take a lease or some other right of user,

- 118, Under the existing administrative arvangements for the Commonsealth, the
Department of the Tnterior executes acquisitions of land after receiving reguisitions for it
from the Departnfent. Wherever possible, we were informed, the Department aequires the
land: without vesorting to the powers of compulsory acguisition. The result may often be to
prolong the delay that occurs between the preparation of a requisition for the land and its
actual acquisition by the Department of the Intcrior,

119, The Department told us that their acquisitions are wnderinken aceording to a
progranune.  Yenr by year, (he Department decides what land it will requive for various
purposes and informs the Department of the Interior, That Department indieated that when
a programume s prepared for a given financial year, some value is put upon each proposed
acquisition, and the aggregate is submitted to the U'reasury as the Estimate for the year (sce
Capital Works and Services Estimates, Division 16). In the ordinary run of evenls, we were
told, the estimate is cut and the Depnrtment revises its programme, with the approval of the
Minister, to fit the reduced estimate, The Dircctor-General said—

“We suceced cach year in placing requisitions with the Interior for the full
amount of our vote, Once the Department of the Interior has that requisition, they
proceed. to negotiate with owners. Very often they meet objection when it comes to a
discusgion of values, When the Commonwealth comes nlong to buy a piece of lamd, its
value gocs up oyernight in a. mi way, C y, the Depart ‘is held up
in completing the acquisition.

Coxrree Memser-—I wonder whether the approach of the Department in
relation to- this item is the. correct one and results in oxpenditure of tha money which
Parliament makes available in a particular yoarf—(Sir Richard Williams) I would
say we aro guided by Treasury practico in these things, Speaking generally, we cannot
commit for thing for which Parli has not voted the money.”

120. Two matters avise out of this discussion on the operation of the aequisition poliey
of the Commonwealth in regard to civil aviation. First, the question of revotes and of money
in the Acquisition Vote that remains unspent in any year; seeond, the powers of the Department
to proeced with acquisitions without prior Parlinmentary vote of the funds involved. These
two matters we diseuss in the following section of this Chapter.

(b) Acquistrtons Map: IN ADVANCE oF Aoruan Use.

121, .As an-example of an acquisition made in advance of aetual use we mention the land
acquired -at Brisbane (Bagle Farm) Airport, We were told that the original aerodrome st
Brisbane was at Eagle Parm, The Department states that “this land is a low-lying arca to
the east of the existing aerodrome, to be used for development and duplieation of the runway-
when required. It is expected that the existing single runway system will cater for the trafile
for the next ten years at least. The land las been ncquired to-ensure that sufffeient land is
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preserved for future devel at Brishane, Tntil' it is required to be psed the
1and will be leased for grazing purposes—its present use ”.* The Director-General told us that
hefore the war the original acrodrome at Bagle Farm had been abandoned, but was. developed
again during the war. When after the war it was released by the Services, it reverted to the
Department’s posession.  Most of the land acquired. for developing sud extending the aerod

has been obtained from a small number of owners, and in one or two cases it was necessary
to acquire compulsorily—

“Coumrrrie Meuszr.—Are the original owners using it at presenti—(Sir Richard
Williems) We purchased some of this land looking shead fo possible expausion in the
future, and in order to. protect ourselves and not have people building on the fence again,
we have acquired land and the owners are now leasing it for the same purposes as they
used it before. . »

Coxsyrree Memsrs—That was for giazing, was it3—(8ir Richard Williams)
Yes, I think so.

Coxurrree Meusew—The: posibility of development of the.land you needed. in
Brisbane was very real, was it?—(S8ir Rickard Williams) It is very real everywhere,

Commirrze Mrusxe.—You are not going to use this for ten years—this land you
have acquired I—(Sir Rickard Williams) Maybe. It depends entirely on the development
of the eountry.

Couxrrree Meusex—You would not compare the Eaglo Farm' land near the
aerodrome with the land near the aerodrome at Essendon, from the point of view of home
building, would yout—(8ir Richard Williams) In value, no.

Coumrrree Memner—For home building. It is very swampy, is. it noti—(Sir
Richard Williams) That is right.

Couurrree Meuper.—It has been.suggested in Parliamentary circles that some. of
that land has not been wanted and that the Department has decided to sell it again, Is
there any truth in that?—(Dr. Bradficld) The amount of land that was sct aside was
recently reviewed and it was luded that it was no longer necessary to keep one
particular portion, and we advised the Départiment of the Interior not to proceed with the
aequisition of that comparatively small piece.

Cosnyyrree MempER.—And it is not contemplated that you should sell any land
that you held at Eagle Farmi—(Dr. Bradfield). No.—~(8ir Richard Williams) We often
have a cose where we require land and the Department of the Interior finds. that it is
going to be detrimental to the owner if we take part only of his property and leave him
with a little bit. In those ceses, according to the conditions required, the whole property
i3 acquired and portion- is sold afterwards,”

The cost of the aequisition at Drisbane was. £17,600. It is land for which it may be said
cither that there wus a prosp of ré bly carly fal devel or that it would
have no other or a very restrieted commercial use, It is at present being leased by the
Department for grazing purposes.

122.. Your Committee questioned whether it was necessary to acquire the land at Eagle
Farm, when it appeared that the Department would not wish to use it for several:years, possibly
for as many as ten years. The land is not immediately suitable for home-building because: it

is somewhat swampy grazing. property. The Dircetor-General told us. that the-Department had:

acquired it becanse— X
“Duyring the whole of my ‘experience in civil aviation, which las been from 1946,
tho cost of land has been going up and up. Fo it-is desivable o get it now, if possible.
At Brishane, there were two factories close to the droms oth the pani
concerned had plans for development which would have interfered with our plans-and we

thought it desirable to ‘ clear the deck’. After our officers have inspécted a site, we:

have had the experience of some: opportunist bringing out a plan for the subdivision' of

the area for building purposes.” .
123. Your Committee were repeatedly told that. the ugti\'ities of the Department are
lLiampered by lnck of funds. This means that the d of any g ils. for dequisiti

e.g., near Brisbane Airport, hng to be judged in the light of an immediate scaroity of funds
as well as on technieal grounds. It is not elear that the acquisition was justified: However,
the Director-General told us that the Department did not acquire for future use anything but
land adjoining existing aerodromes—

“Conmrrree MEMnER, — Approaching tho problem of the acquisition and
development of land from a different angle, do: you consider the acquisition of sites which
will not. be used for ten years might bo a littlo premature because of tho advances that
are taking place in avintion to-day?—(Sir Richard Williams) We do not acquire sites
not to be used until the future. Wo have done that only in regard to extensions of
existing aerodromes, We have not gono out and said wo will want an’ aerodrome in a
certain place in the years to come, and we will buy land and sit on it. We have not the
funds to do that sort of thing because. the monoy so used could ba used to put a. new. runway
into bad nerodromes or build « traffic terminal in the country,”

* See Exbivtt No, 23/0.
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124, There ate aleo certain cases where because of an immediate threat to an serodrome
approach the Department has actually acquired land, e.g,, the property of H. C. Sleigh Ltd, in
Bydney. H. C..8leigh Ltd, is a Jarge firm and its buildings could, we were told, become 2 menace
to approaching aircraft in the reasonably near futore. Even in such.a case as this it is possible
that the 'y limitation to the buildings could have been achieved without resort to a step
a5 contly s acquisition. It might, for example, have been possible to secure some Limitation upon
the nse to be made of the land by the owner,

s

125. Aunother. acquisition into which we inquired in some detail was that at Bankstown,
eosting.£55,000. The Department stated that the acyuisition was made during 1951-52 to enable
the construction of a runway : there is at present only a grassed surface and inereasing use of the
aerollrome by civil and service aireraft is anticipated.

126 ‘We were informed that the Department did not expect to construet the runway
until'1958, and note that-the design projects scheduled for 1955-56 do not include Bankstown.
We were told by Dr. Bradfield that—

“If both the Department of Civil Aviation and Department of Works can get »

. elear run at it—if there are no other jobs on hand—the soil investigation survey and

design can bo dono in- about six months. But because of other jobs on hand and because

both the Works Department and. our Depariment are short of professional staff, it would
‘take about a year to carry out the investigation and design.

Cosiuyrrer Mumser—How long would it take to constructi——(Dr. Bradfield)
Between-six monthy and a year for a runway of that nature.

Comurrrer. Meuper—So it will not be constructed in 1958 as wag the original

intﬁe:z;sn'f—(Dr. Bradfield) It could be done. ¢19587 means in the financial year
958-59. -

Cosurrree Meuser~—You would have to boost_its priority?‘—gDr. Bradfield)
Each year, we {mpnm a design list for works to be carried out in the following financial
yoar, This work could get.on to the design list in eighteen months’ or two years' time,
‘COonsequently, the runway could still be built in 1068.if we get the necessary funds and
-if the:work. 18 still mecessary, It may be that the development of air traffic at Bankstown
will not.come up-to expectations: and that it- will not be needed. But if it is needed, wo
can build it—{(Sir Richard Williams) We have been pressed to complote the work on
Bankstown because the  Air Force is using. the place for the overhaul. of 1ts jets”

127. 1t is interesting: to speculate upon what the state of the work at Bankstown' will be
in 1958-59;. It seems reasonable to conclude, from the facts p d' to Your C i that
the. work will not be complete. .

“128. We inquired. of the Department abbut the proposed acquisition of land for an
acrodrome at Newcastle, New South Wales. The facts are that—

(i) The land is: frequently under water, although it is used for grazing “when it is.

free of water and there is grass on: it”,

(ii) ‘The Department’s proposal is for the acquisition of' 2,000 acres; though it will
only use 1,400 acres. -

(iii): The. Department of the Interior has not procceded with acquisition at the price
set-by the sellér—sonie three times that at. which it was valued by departmental
valuers,

Your-Committee are of the opinion that such. an isiti quires a th gh and eareful
re-examination,. becanse—:
(i) the.site is-too large;

(ii) substantiel Siling would be necessary before an serodrome could be constructed;

(iii) all these factors may make the acrodrome: that would eventually be constructed
excessively expensive,

129 The. Department:appears on a number of occasions to have wanted to acquire land'
Songiderdbly ahead of the capaeity of itself or-its agents to carry out the necessary preliminaries.
Your Gommittee view with some concern:the way in which land is acquired as we have described
above, with-only s possibility. that it will he used' at some more or less indefinite future date, It
is-also'a inatter of concern that land should be requisitioned for, and in some cases. actually
fequited; only to bé-returned at a later date to its original owners.or some other persons. Your
Commi nend an haul, of the p es of the D in thig regard. We
.diseuss the-matter more fully in the following Seetion.
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(c) Diravs AND Ennoks 1N ESTIMATING.. L
130. Your Committee found; in the cour:c of investigating the. Estimates submitted by
the Department to Parliament for approval, that in recemt years the Department has
substantially underspent thé moneys voted to it for Jand, acquisition, The Department secks
Parliamentary approval for its acquisition programme nnder Division- No, 16’ ‘(Aequisition: of
Sites and Buildings) of the Capital Works and Serviees Estimates, - EXpenditiives in recent
years are compared in the following table with, votes for those yeatsi— ' '

Year. Vote, Bxpenditure. .

£ [ £ §
1950-61 .. . . . 500,000 572,203
1951-62 .. o o o 366,000- 707,164
1952563 .. .- . 700,000 689,280
1953-6¢ .. . . . 600,000 500,166
1954-55 .. .. . 550,000 155,306.
1955-66 .. e L . /570,000 ..

It can be seen that sinece 1952-53 expenditures by the Department on the acquisition o'f_ﬁites and
buildings have in each yenr been less than the amount voted, .

J81. In reply to our inquiry as-to the reasons for the Department’s inability to expend
the moneys voted, Your Committee were informed that the completion of acquisitions is
particularly diffieult to forecast acenrately, and' that the annual cash besis upon which the
public accounts are based is not wholly suitable for a inning pr of 2.capital nature.
The following statement of the Department’s view of its. Bstimates of Expenditure under this.
head is, we consider, regrettable . — ) ’ .

“ Coustrrreg. Mexner~~So when you state.an amount for the-scquisition of, sites.
in; the Esti 4 ts hopoful anticipation: rethor than. realityf~(8ir Richard
Williams) You are referring to the completion of the acquisition within the current yoar{

Coxaurrey, Meuner—Yes—(Sir Richard Williams) ‘We have not the faintest
idea whether it will ba-completed within the year.” -

132, We quoted in Chapter IV. (ses parngraphy 108 and 112) another section of our
Minutes of Bvidenee that we think ‘indicates that the Departinent adopts an insufficiently
responsible attitude towards the progress of its works and aequisitions. While we acknowledge
that, for purposes of convenience and cfficiency, the Department doés not actually make its own

. acequisitiony and major works, this doeg' not;, mean that it should not take a responsible snd

Q. 638

interested attitude towards what is going on. Your Coriini ficlide that the D
has not demonstrated in these matters a sufficiently responsible attitude,

183, We ashed ubout departmental acquisition procedure, We were informed that, when
an acquisition iy to be made; the Department of Civil Aviation. decides upon what land it desires
to acquire, obtains, if necessary, the approval of the Minister for Civil Aviation, and' then
Jodges a requisition with the Department of the Interior. The Departient of the Interior
commences at fhat stage ‘to enter into with the landowher, A ding to Treasury
Regulutions, a requisition for services may not be lodged unless an Authorizing Officer has
given his certificate that funds for the purpose are available. Therefore, the initial delay will
be between the time when the Department decides that it desires to ‘acquire certain land, and
the time when its Authorizing Officer is able to indicate that funds ave availalile, i.c., that

1i has app ' the Esti that ineludes the acquisition.

134. Your Committee inquired whether it would be helpful to the Department of the
luterior it it received requisitions for acquisitions early in' the financial year: We were
informed that the Department of the Interior  wonld then have o better chance to negotiate ”.
In response to our request, the Department of Civil' Aviation prepared for us a statement of the
requisitions placed by it with the Department of the Interior and ofthe acquisitions- of sites
made on its: hehalf over the years 1951-52 to 1954.55. We found on analysis that of the
requisitions lodged by the Department of Civil ‘Aviation with the Départment of the Interior
over that period, 57-were lodged in the first sixmontls of the year and 64 ofthem in the second
half. The conclusion that ean be drawn from the statement submitted by the Department is.
that on the whole, more requisitions are lodged with the Déparfment of ‘the. Interior in the
second half of the finfincial yeav than are lodged:in ' the” fivst ' hlt; ‘that the vequisitions for
buildings are normally completed relatively quicKly-—within @ period “ofabout sixmonths;-ahd
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that requisitions for land:very wften take wpwards of a yéar 1tovcpynpl?fe, The following
table is 4 random selection showing ‘the times taken to compilete “deguisitiond®;—

RequisITIoN ANp AcQuisitioN. Dates,

' te of Dato of
Location, Turgote, nemmiton, | Acyasttieo,

(a) BuiLprxgs.

Carlton, Victoria .. .. | Laboratory and training school, 22.1.53 20.3.53
Guildford .. | Building .. .. 9.52 | 81.7.63
(0). Laxp.

Cleve: .. DM.E. site . . . 541(7)2{ 3-;5.?2;
Waggs Wagge . | Residence site .. . . .. .10, .1,
To:ggsvillegg . . | Transmitter station site .. .~ .. | 18.11.51 8.9.5¢4
Kalgoorlie e . [ DME, site .. .. . ..f 19.11.52 | 21.12.53
Preston . +. | Marker beacon site . .. . 23.2.6¢ | In progress

135. The Department of Civil Aviation informed us that it was not possible for them to
permit the Department of the Interior to have requisitions before the passing of the annual
Estimates—

“ CommriTER MeMnrr.~~X had an iden that in some other investigation we discussed
the power of the. Exccutive Government to actually enter into contracts in anticipation
of Parliamentary approval.} Do you tell me that you are restrained even from calling
for tenders until you get Parliamentary approvali—(Sir Richard Williams) Until the
mohey: is available.—(Mr, Badenach) T should like to take up this point.  We are
administratively restrained from calling tenders for equipment until the money is actually
available. At the moment, we are in & state of suspense beeause the Budget has not been
passed, but if we could commence calling tenders in February or 'Mnrch for the
year 1055-56, on the understanding that we could enter into no commitment until the
Budget was passed, I think we could make an appreciablo difforence in that re-vote, and
it would covr, to an extent, the point Mr. Hulmo mentioned. I am under the impression
thet I am restrained from commencing tender action until the Budget is passed.”

Your Committee understand that the Treasury has been working with the Department of Civit
Aviation on this subject, and is instituting a new pr ing p d des; .‘ to el

delays 6s fav as possible by permitting tenders to be called and other preliminaries to be
undertaken before the passing of the Estimates, so that the main operation ecan commence as
soon a§ Parli 'y app: to the diture of funds is given.

136.. The Department told us that one of the reasons for the delay in placing requisitions:
with the Department of the Interior is that the work of preparing them has to be spread over
the whole twelye months and cannot easily be eoncentrated in any particular period of the
year. We consider that. this explanation does not meet the point made by Your Committec,
What Your Jommittee were-seeking was an explanation of two thingy:—

(i) why the Department places more requisitions in the second half of the year than
in the first half, if the explanation is not linked in some way to a desire.to place
extra reql;isitions late in the year, thereby taking up available funds that would
otherwise return to Consolidated Revenue Fund at the end of the year; and

(ii) why it is not possible to the prej ion of and their
lodgment with the Department of the Interior so that sufficient for each
finaneial year are: lodged’ with the Department of the Interior early in the
financial year: any requisitions thut are included in the Estimates must have
been. almost ready for lod; t by the of the fi fal year in
order to allow them to be included in the Estimates for the year,

137. Your Committea do not wish to regard the explanations given as obscurantist, but
find ourselves.not convinced by them. We can sec no reason why the Department of Civil
Aviation should be unable to Iodge more requisitions with the Department of the Interior in the
early part of the financial year. We refer, for example, to the qugst.i?ns we aske.d about land
for pavigationsl aids at Coffs. Harbour and Wngga Waggs, rcqmsxlhons for which appeay to
have been delayed many months-after the item appeared in the. Estimates. Moreoyer, '1f,‘ as
was stated-by the representative of the Department of the. Interior, early lodgment is going to
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naslst them in complethzg agquisipions within the year of estimating, there is an incentive for
lodging the requisitions eatly. We recall that the Department of Civil Aviation informed. us
that “ the actual compilation of the requisition iy a short process”,

138, Mr. Bollhouse, Property Officer of the Depurtment of the Interior, whom we asked
to appear before us.to advise us on this subjeet, tgld us that—

“The money that we would spend in a yoar would bo determined, to a-Iarge extent,
on the date on which we received s isition from the If the Department
comes along too Iate with & requisition—say, in' tho last three months of the year—the
goasibility of negotiating a sottlement in that year js protty well hopeless, If. it comes

orward. with the requisition early in the financial year, the possibility of getting a
settlement is greater.”
Onee the requisitions for o' given financial year have been. pluced, there secms to be no good
reason why the Department of Civil Aviation could not set about preparing requisitions for
the esti of. the following i inl year and in that way keep the proeess moving and. the
Department of the Interior satisfactorily supplied with requisitions. The present backlag
should enable this process to be instituted without difficulty.

139, Linked. with the problem of giving requisitions to the Department of the Interior
early in the financial year is the diffieulty encountered by that Department in its attempts
to estimate with any degree of consisten’ accuracy the amounts it will require in a given
year. Your Committee apprecinte that it is often extremely difffieult. to make aceurate.
estimates of acquisitions likely to {ake place in any given financial year because ofe

(i) the difficulty of forecasting how long an acquisition may take to be completed,
even. when it iy possible to inti bly early in a
finaneinl year;

(i) the fact that, when any acquisitions are. of land of high value, an error in
forecasting the completion of one of those mequisitions may cause a large
error in the estimate; and

(iii) the difffculties that arise through those owners who, on learning that the
Commonywealth desires to acquire their Jand, raise their prices,

We intend at a later date fo take up with the Department of the Interior the whole. problem
of isition pr g and the of estimates,

140.. Althongh it. is the responsibility of the Dopartment of the Interior to make aceurate
estimates—and the: Department of Civil Aviation made this point—we do not. consider that
the Department of Civil Aviation is in this respeet without fanlt, We asked the Department
whether it would be possible to find some mothod of placing' in the Estimates only the items
for which payments will be, or are reasonably certain to be made in the coming year, The
Department replied that a considerable amount of the £570,000 on the Estimates. for 1955.56
represents revotes. The amount is £300,000; only £220,000 of the £570,000 is allocated to
the acquisition of new i} sites. Your Committee ure of the opinion that it should
be possible to determine with more aceuracy what mmounts are likely to be spent in o given
year, cspeeially when such a sub ial proportion represents rovotes and therefore acquisitions
that have been under consideration for come time. At the present-rate of progress and given
the same vote, the Dopartment. will very soon have no new isitions on its Hati
and there scems no immediate ropson why new ones should be included. In such a case the
Department should revise the rate at which it is sending requisitions to the Department
of the Interior and might even consider the wisdom of proeeeding, with those: requisitions
that are now holding up the acquisition programme.

141. The state of affairs in which most of the vote for tho acquisition of sites and
buildings iy made up of revotes is in iteelf unsutistuctory, But the position is stil worse
when it ean also be said with. reasonable certainty that, of' the aequisitions for which new
votes are included in the Estimates, only a vory few are going to be completed within the
yeur. We inquired whether it was possible for the Minister to give a detailed answer to a
Member who, when the Estimates. are: presented, asks what aequisitions the vote includes:
The answer was that e could. We ypoint out. thas although he may be able to read to the
Member a list of tho acquisitions included. in the amount voted, le iy apparently' unable.
within extremely wide limits to inform the Member what particular acquisitions will be
made, We regard this as'a most unsatisfactory state of affairs. It should at.least be possible
for him to give some picture of what is. expeeted, a picture that should be reflécted in the
size and pattern of the Estimat bmitted to Parli
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142, When so many of the it tained in the E are unlikely to be
made during the year of estimate, it is possible that the funds will be used for acquisitions
not approved by Parliement. Alternatively, the list may include more acquisitions than there
will be funds for. Either state of affairs is unsatisfactory beeause it defeats the very purpose
for which Esti are subnitted to the Parli 1t should be possible, given more careful

1 b the responsible officers of the Department of Civil Aviation and the
Department of the Interior, fo settle & programme that is clear and reasonably accurate. The
programme should not lead to such anomalies in the respective proportions of revotes and new
acquisitions as does the current one. We realize that the present situation is intractable; but
we observe that it.is to & large extent the result of a lack of eaution and realism in the past
few years and can now be rectified only by a fresh examination of requisitions already placed
and a ideration of the isition p a4 a whole,

CHAPTER VIL—FACILITIES ON COMMONWEALTII AERODROMES,
{a) BuiLDINGS ON AERRODROMES,
143, Some of the buildings on C 1th a inly .
and hangars—are owned by the Commonwealth and some by the operators, We therefore

inguired what ¢ the policy of the Government in regard to the ownership of buildings on
Commonwealth aerodromes. .

144, We were informed that the current statement of policy was drawn up in 1949,
shortly before the present Government came info office, and has continued in foree since then.
The policy is that, on its own airports, the Commonswealth should acquire alt buildings, whether
they arc passenger terminals or hangars, New buildings would be constructed by the
Commoniwealth and leased to operators, The Dircctor-General explained to us that—

“ . . the original iden was that the Commonwealth would sequire a piece of land
and it would lenso part of that land to a person who wished to operate an aireraft. He
would erect his own building on it. That is why we see a collection of shanties at most of
our airports, and I think it is & very poor show so for ng Australin is concerned, The
great majority of the buildings that are renlly worth while were erected by tho Government
during the war. I shall outline the kind of problem that we might have with the private
ownor of & building, The intention was that, whon & person wished to crect a building
on a piece of lensed land at an airport, he would submit to the Department a plan of his
intended building. If that plan were approved, he would proceed, People who owned
oue aireraft of & particular typo eame along—and this Impﬁeued in the post-war period,
too—and submiited plans for galvanized iron sheds capable of taking that particular
sireraft. My attitudo was that would bo a waste of valuable area on the airport and
that if we ellowed that sort of thing to continue we would only onlarge this collection of
shanties. Wo would disouss the matter with the person concerned and say: *This is not
the kind of building that we ought to put on an airport. It is nothing like any other
building that we have hore’. Ho would. say: ‘But I have not any money to do an;
moro than thet. Aro you going to put mo out of business just because I have not enoug
money to put up 2 nico building?’

On the other hand, if wo have a hangar built to a considered design, wo could
give him space in it and it would not matter how long he ran that particular aircraft.
Thove have been men who have come along under those conditions and who, before long,
have disappeared from the aviation world altogother. They would no longer own the
aireraft in quostion, becauso their business wes not paying and they had gone out of
business.

In some cases, bofore wo knew whero we were, the building had been lot to
somo one elso for an ontirely different purpose. The Commonwealth provides, in front
of its hangars, 8 big aven of apron, which is cxpensive to install. One company whick
has been in. aviation for many yoars, and. which is still in aviation, erccted a building at
-Mascot somo years ago, which it owned complotely, That company walked out and let
it to anothor operator for tho housing of rond. transport. As I eaid, the company owned
that building in an area which was intended to be used for the maintenance and oporation
of aireraft, and in front of it a large exponsive tarmac had been provided.”

145. In discussing tho matter with. the. Department, it became clear that two related
aspeets of the policy demand separate examination, One is the provision by the
C ealth of inals, the other the provision of hangars, On both of
these matters we received d tary and oral cvid from the Department, and then
invited represemtatives of Qantas Empire Airways Ltd., Trans-Australia Airlines, Australian
National: Airways. Pty, Ltd, and Butler Air Transport Pty. Ltd, to submit statements. to us and
to: appear before us, As reported in the Twenty-Third Report of Your Committee, only
representatives of Qantas Empire Airways and Trans-Australia Airlines appeared before us.

Q. 1597,



Q. 1627

Q. 2020,

Qs. 1805-1898,

Qs 1633 Jone,

Qu. 1601, 2050
2070,

Q. 1870,

Qu. 1870-1880.

a8

Your C jttee have thought it. 'Y to-approach the othet opsrators for their views,
eapecially ag they had. already indicated them in gummary form in memoranda submitted. to
the Committee. prior to the heari

146, The position with. regard to buildiugs. on d is, a8 we indicated above,
confused, and we set out below a summary of it us it appears to be. Confusion chiefly arises
because the poliey laid down by the Government, the acquisition of all buildings on
Commonwealth aerodromes, has not been followed through to its logical conelusion. The
O 1th has now d from tors buildi ing in value to some £335,000
(requisitions having been lodged with the Department of the Interior, further buildings to the
value of some £328,000 are in the process of being mequired); and: some £146,000 worth of
buildings remain to be acquired, The operators told us that they had begun to make plans to
erect new buildings. These also would presumably, at some stage, be acquired by the Department
in pursuance of the poliey of )l 1th hj

147, The poliey having been in force from the beginning of the financial. year 1949.50,
Your C i ider that the isition pr -might by now have been completed.
We were informed that matters had been p ding satisf: ily until during 1954.
In 1954, the Department was advised that no more funds would be available with which to
acquire the ini; ired buildings on uerod owned by the Commonwealth, We
were informed by Qantas Empire Airways and Trans-Australin Airlizes. that hangars of
considerable value are as yet unacquired—to the extent of some £50,000 in the case 6f Trans.
Australia Airlines and £250,000 in the case of Qantas Empire. Alrways® There is, we
understand, a number of buildings owned respectively by Qantas Empire Airways, Butler Air
Transport, MacRobertson Miller Aviation Co. and Australian National Airways for which
requisitions have not yet been placed with. the Department of the Iuterior,

148, Despite the halt in the Depert: ’s isiti , the op have
found it necessary to continue to extend their existing acrodrome facilities, and to erect new
ones. This is truc of both I inals and h The ions and additions

have, of course, been made by the operators, who have not known whether: or not the funds
expended would be recovered at a later date. A position of such uncertainty cannot be
lated with any satisfaction Ly cither the operators. or the Department itself, and
we consider that some realistic policy should be formulated and put into effect. Such a
policy would take into aceount the needs and resourees of' operators, the expansion and
changing pattern of civil aviation operations, the funds likely to be available-from Consolidated
Revenue for civil aviation, and the alternative ways in which the funds could be used,

149. We asked the Department what its procedure wounld be in respeet of the new
buildings now being erected—

“Commrrree Menpee.—If it is the intention of the Government to go-ahead. with
purchases such as these when funds are nvailable, what is the policy of the Department in
relation to the new buildings which operators are putting up at present! Does the
Department intend at some stage in the future to d to 515 G that
it tako those over also?—(Sir Richard Williams) I should say 80,

Coxmrrres Mexner—The iden is to lot the companies do the financing at this
stage, and when tho Government. has encugh money it will buy the buildings from them?
~(8ir Richard Willims) There is a_provision in the agreement u'ngér which. the
Commonwealth may acquire, if it.s0 wishes, i

.. Coarrree eMBER—What is the gasiﬁon with regard to valuations?—(Sir
Rickard Williams) Any by the 1th will be at the prevailing value,
That may be more or less than the original cost to the operator.” h

150. Your C: ittee. were d to. receive evid from both Mr, Turner, Chief'
Bxeentive and QGeneral Manager of Qantss Empire Airways. and Mr. Watt, Obairman of
the Australian National Airlines Commission,t indieating that they thought it would le
preferable for the operatér to construct his own passenger terminals and' hangars &nd later,
if at all, to receive compensation for them, :

151, Mr: Turner told us that from the international operators’ point of view, it is
preferable for the Commonwealth to. construct and own the passenger terminals. used by
then. In reply to a question by a Member of Your Committee, Mr. Turner said—

“What you want to know is whethor we, in the long-term viow, would Like to
own the hangars and passonger terminals, We would rather deal with them separitely.
We are an international airline, and, of courss, we use two major acrodromes in:
Australia at the moment—really three, but mainly Darwin and Syduney. Siice they are:
international aerodromes we feel that the passenger terminals aro an.obvious responsibility
of the Gavernment to provide, and to provide to first-class standards, comparable. with
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other acrodromes throughout the world. There gre goad reasons why they should be
provided by the Government. They house the customs and health facilities, which
comprise two large scetions of pussenger handling, That, of course, does not apply to
internal operations. ‘Therefore, we say that, in the long-term view, it is the responsibility
of the Government to provide those terminals. ‘The other factor is, of course, that they
aro used not only by us as international operators; they are used by Pan-American,
KIM., BO.A.C, which company is in partnership with us, and all the other
international operators that come to Australia. Therefore, we think it is the responsibility
of the Gavernment to provide them and to: continue to own them.

Coxsurree Mrynir~With the designing done, probably, in consultation with
the operators?—(Afr. Turner} Designed, chviously, in consultation with us, We would
agres to gecopt & Jarge scotion of the responsibility of operating the ferminals, as wo
have: done, We would take the responsibility for the provision of restaurants and
similar things. The nctusl ownership of those buildings, in onr view, should be the
responsibility of the Government.”

152, There scems. to be considerable force in the contention that, for international
operators, the Government shonld provide the nceessary fneilities, Your Committee are not
prepared to recorimend either way on this matter, We are concerned that, as far as possible,
A lian i jonal should not le left uncertrin whether the Commonwealth
will in foet provide them with facilities adequate for their needs. To leave them in such
uneertainty makes it impossible for them to know whether or not they should plan to allocate
some of their resonrces for the improvement of passenger facilities, We record that this situation
has: already arisen at hoth Perth and Darwin. At Perth, Mr, Turner informed uy that it had
already been necossary for his company to put in facilities costing £25,000, The statement
submitted by Qantas Empire Airways reads as follows:—

“ At Perth, we recently invested £25,000 of our own moneys in a restaurant and
waghraom facilities in. buildings owned by the Government in order to provide minimum
passenger facilities to allow our aireraft to tramsit that point,

While the Company is reluctant to spend its own funds on buildings it does not
own, we have 1o alternative but to do this in order to allow onr sexvices to proceed.”®

‘We were also informed that a similar situation had occurred in Darwin—

“In Darwin there is an urgent situation and we must have more fucilitics, The
Department has not the money and we must provide it. If we do not we must lose money.
If we spend £120,000 at Darwin we will eflect a saving in the {ransit time of the
aireraft, and it is botter for us. to spend the moncy instead of waiting for the Government
to provide it. If' thoy had: the money it would be better for them to provide it.”

158, Your Committee consider that it is highly desirable to obtain stability, whatever
policy is adopted. n

Ly,
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154, Both the Chairman of the Commission and. the General Manager of Trans-Australia
Airlines had views on'the building policy of the Department. Indeed, we received from them
the clearest statement .of departmental policy in connexion with. buildings on airports, They
stated that—

“TInsofar as buildings on airports are concerned there are three main types of
strueture, namely—

(a) ‘Structures for the purpose of housing D.C.A, operations. and traffic
control, and for the.maintenance of D.C.AJs own facilities;

(b) Traffic Terminals and. passenger handling faeilities for the various
operators; P cae ot

(¢) Structures for housing tho engineering stores. and freighting netivities
of the various operators.

The first class referred to are cssentially Departmental buildings necessary for
Departmental purposes, It is. dosirable in.the interasts of efficient airline oporation that
these huildings be sited so that operators ean have quick and casy access to them and to
the: services conducted by the Department whiel: they house, e.g., traffie: control and
meteorology. )

Whero & common. passenger terminal is provided for the use of all operators,

hip: and oporation of such a building by a contral suthority is desirablo,

In Australin it has not been tommon practice fo have such common terminals,
In the major capital citics, with the excoption of Canberra and Adelaide, each oporator
maintains separate passenger facilities. In Adelaide, temporary passenger facilities
at the new airport at West' Beach ave poi'ng‘ shared by all operators until the new
permanent-terminal is complete, It, too, is intonded to serve ‘nll. operators, but thoy will
use separate annexee, Similar plans are in hand for tho terminal to be constructed at
Tlanherne.

At inany of the smaller country airports, communal terminals are in' use provided

by the Department. In one ecase—Oairns—T.A.A, lenses: part of A.N.A%. terminal

building and shares the building with A.N.A. This ia a recent arrangement”.}
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1565, Whether common passengey terminaly should be provided in & question tnat appesss
at the t to have received different
are a-common terminal, provided entirely or mostly by the central sutherity, eg., Adelaide
and Llank ,® or p built by each operator for his- own passengers. The
advantsges of central control and of overall rationalization ean' be expected fo result from
hinving one terminel; the ad of tition, of individunsl service and of minimal
congestion of both passengers and aiveraft can be expected to result if operators make their
own arrangements.

156, Trans-Austealia. Airlines shave their terminals at Maseot and at other places with
athier aperators, and we asked them whether they found the arrangement satisfactory. We
reeeived the following interesting reply from Blr, Ryland :—

“The policy question of the ision. of a 1 or individual
terminals for operators is one which has received a lot of consideration, both in America
and_in Australin. Tt ia not something on which you can give a quick, easy reply: T
would say that each aren probably has to receive consideration, having regard to local
conditions. Furthermore, historically, for one reason-or another certain sots of conditions
have arisen on our airports, and there are buildings which exist and are in use. The
best use, of course, has to be made of those buildings. New projects, guch as. the provision
of 1 i are very expensive. As to ouf views on. whether communal or
individual terminals are better, T do not think that that question can be answored yes
or no, or by saying that we prefer A, or B. In one aren we wight believe that o

1 terminal. would quately and properly suit the nceds of the. total operation,
In another grea it could cqually bo said that the provision of individual terminals would
be"more appropriate. There are examples of that at present. For instance there is-a
communal terminal here at Canberra—although I do not say that it is nﬁproprmte.
There will be a con 1 inal provided at Llank in T. in. There is onc
in existence temporarily in Adelaide, but at other sirports, for instance at Mascot,
Engle Farm and Essendon, there are individual terminals.”

" 157, We were told that the Australian National Airlines Commission has not given
particular consideration to whether it would prefer o construct its own buildings, because in
the words of BMr. Watt, “in our own case, being a wholly Government airline, the money'
must come out of the Government pnrse one way or the other”. He continues—

“I think we make the point in this paper that the finance that is already
available to us has been allocated in contempliation of the provision of aireraft’ and'
the necessary’ equi isted wit lishing end. running the airline,” No funds
havo been provided for this kind of major capilal expenditure for buildings.”

These remarks raise another problem associated with the operation of (Government airlines,
Both Qantas Empire Airways and Trans-Australia Airlines depend for capital development
upon funds. provided by the Government. The result may be that in a time of finaneial
stringency such as the present, these corporations are unable. to execute the kind
of developmental plans that they wonld have undertaken had they been free to. act: plans that
their competitors may well be pursuing: -

158, Trans-Australia Airlines told us that because they have only been in- operation:
since the 1939-45 War, their attitude to the problem of providing facilities is rather different
from that of Qantas Empire Airways or Australisn National Airways. Those Companies have
been in existence for many years and, until the 1949 policy decision,} operated on the
assumption that they' would have to provide their own droine pass terminals. For
that reason, their terminals are on the whole a good deal more permanent than those
of Trans-Australia: Airlines, which tend to he a collection of army huts assembled for use
pending the provision of & permanent terminal by the Department. However, pressure of
business has made it necessary for Trans-Australia Airlines to extend its passenger terminals.
itself, The Corporation is at present proceeding with the erection of several new passenger
terminals~-

“ Corrrree Memper—Where isthe money coming from for these other buildings?
Are theso comparatively smell amounts 10 be provided from your own resources, or have
you to go to the Treasury for a special granti—~(Mr, Waft) We hove not.yet faced up to
the financing of those partieular projects, The advice has only recently been received
from D.C.A. and we are examining the question now whether we can find these sums
from our own resources ormust go to the Treasury for additional funds.

Covmrrrer  Mexsen—You expeet that at some stage in the future this will be
refunded by D.C.A. to you?—(Mr, Watt) That. is our general impression, in the absence:
of any specific advice, We are under- the impression. that ‘this class of building -is to be
ultimately governed by the policy of ownership of buildings by Civil Aviation. They
havo not. yet been excluded from the policy. :

* Llanherno s tho alrport serving Hobart,
4 Ses prragraph 4.

in different parts of the world, The slternatives:

39
. Qosnrrrse Meubrr.~Will you not run into the'same di%nlty with this passenger
terminal at Mascot?—(Afr: Watt) Yn the case of alterations to the terminal at Mascot,
we hiave found-those funds from our own resources,

Comuirres Mesuzr~If we look at tho statement on page 3%, the first three items
were buildings-provided for you on which you spent money for slterations and in six
years you have nob recovered that moncy, ~What will be the position in regard to the
£56,000 spent at the terminal at Mascot which, again, is an alteration to a D.C.A.
building? Will D.0.A.. nceopt the responsibility for thet cxpenditure at some time in
the future, or eay that it is not its responsibility ?—(Mr. Watt) I think I will let D.C.A.
answer that, Perhaps T should correct what I enid earlier: We have found the funds
for the first item-—the Mascot extension—from our own resources and we are hoping that
in due course we will be reimbursed.”

159. Your Committec also inquired about the position at Hobart and Adelaide, because
we had been. told by the operators that they had received from time to time conflicting statements
about what the Department intended. to do. Mr. Anderson, Deputy Director-General of the
Department, of Civil Aviation, told us that in Adelaide the ¢ Ith proposed to-construet
a 1 terminal. He pointed out that the Commonwealth meets diffieulties
in constructing terminals itself, because it is committed to employing the one contractor, the
Commonwealth Department of Works, and thus cannot exercise the same range. of choice as
¢in a private-operator calling for tenders, Flowever, the advantage is that when the building
is constructed, there will be a co-ordinated control termina} with annexes for the operators.
This applies to the new aerodromes being constructed at both Adelaide and Hobart—

“We are providing that part of the building which is required to handle passengers.
for all companies, and. accommodation for our own activities at the airport will be in
the building, including air traffic control and the meteorological people. The other

ﬁncildarie& which are purely for the purpose of the companies are being comstructed
)y them,

. Commirree Memper—And will be paid for sub
—(Mr. Anderson) Yes.
Cosrrrsze Memper—It is cateh-as-catch-can nt the moment, obviouslyi—(Mr.
Anderson) I.do not think so. I think it is a most practical compromise in the light of
the present circumstances.” .

. 160.. We record, howeyer, that the tons have experi i} iderable i
because of the Department’s vacillation over the decision whether-it or the operators would,
at these two aerodromes, provide the passenger facilities, Further, the Department has now
two aserodromes the runways of which, we are informed, are fully ready to veccive all the
aireraft flying to Adelaidé and Hobart; but odation is. inadeq Your C
-vegard this as. another example of the lack of careful, realistic and co-ordinated -planning by
~ther respoxisible officers Delay by the Department. of Works in commencing the
construction .of, the terminals cannot be given as the cause of the present unsatisfactory
situation because that Department wos not given the necessary instructions early emough to
proceed. ‘

ly by the C 1th?

161. Turning now to the construction of hangars, we found that again the international
and' the. & ic operators had different opinions. Mr, Turner told' us that Qantas
would be willing to bear the cost of building its own hangars. He said that his Company
regard the. provision of hangars in a light rather different from that in which they regard the
provision .of 2 inals, He said—
“We have 2 very large and valuable fleét of aeroplanes, and, of course, we must
have hangars to service them. You must keep your maintenance to standard, otherwise
Your aeroplanes’deteriorate and you lose the capital investment in them, or you lose
the,value of them aid cohnot-operate them. Just.as aeroplanes are essential 1o running
a serviée, s0. ave, hingars and maintenance facilities, We would' be' willing to provide
tho major hangars for our own fleet of aireraft. As we pointed-out in our statement,
‘the problem we. are faced with now is quick provision of facilities in order to allow
our major fleet to operate, That will involve ug in very considerable capital outlay at
a time when 'there is.some restrietion of money. But on your point as to ownership, we
feel that the buildings that are necessary to'maintain.the aireraft shonld, be provided by
the company:

' Coxmrites Mesper.—Again, probably 4with cortain conditions applied by D.C.A.
in relation to them?-—(AMfr. Turner) -As to siting, as to the clearances in relation to the
aerodromes, as fo fifting in with thé geheral schems of the Department of Civil Aviation,
and similar things, yes. P

Comamrrree MembER.—What is the practico in othor countriest-(Mr. Turner)
I think.the practice in Amoriea is for’the large airlines-to provide their own facilities

- for imaintenanés and- overhaul of their aireraft. I am not:too clear as-to what happens

at the London airport;'but I think that the two major-buildings that are being erected

* S4 Bxhibit No, 23/47, Statement No. 1 G, bhmitted by the Australian National Alslines Commiseion,
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Ministry I covld not’say, but” know that those two

They can be said to be separate responsibilities of the corporutions,”

162, Qantas Empire Airways stated that they are already planning to spend.arge sums
in building hangars: one of them is to be at Mascot, for the major overhaul of Super
Constellotfons,” Tt will cost about £500,000. Qantas also stated that they had recently completed
a number of nose hangars for maintenance work at Mascot and that— .

% , . . An ecstablished policy on the ownership of hangar buildings is necessary
in order to plan ahead ss over the mext two or three years wo require at Jeast a forther
two hangar buildings at Mescot similar to the one now being crected in order to
adequately handle our fleet' of Super Constellations and the aiveraft of. our partners,
B.0:A.C.” The outlay of a further sum in excess of £1,000,000 would. place o severe
burden on the capital of the Company.”* .

163, Your Committee inquired. of My, Turner whether the uncertainty in the present
policy had delayed or otherwise inconvenienced Qantas. Mr. Turner said~

“We have indicnted in our statement the broad problem that we are facing over
the next year or so in gegard to the provision of hangars. We have quoted a figure, in
addition to the £450,000 that we are spending mow on. an urgently needed hangar, in
excess of £1,000,000, which, sccording to onr plans, it s contemplated that we shall
require for the crection of buildings in the next two or threq years, Therefore, on the
broad issue, we shall be involved, under thia policy, in outlaying £1,500,000, which is o
lot of money ot this stage, Our total capital 1s £0,000,000 now, and it will be £7,000,000
shortly. Of course, wo have required all our funds for tho purchase. of aeroplancs.
With a capital of £8,000,000 we. have an ajveraft fleet and' assets worth about £25,000,000,
8o you caunot say that we are pitalized. We are seriously under-capitalized, and
we have used all the money we can possibly find for the purchase of essential aircraft.
Therefore; the provision of an additional smount of £1,500,000 ont' of our funds
ropresents quite a problem,

CQomtrrrey, Menner—Will you be caused any inconvenience when the Government
purchases these nower buildings i~~(Afr. Turner) We can use five more acroplanes and so
improve our fleet, I do not think that we would object very strongly.

Couarrree Memsee—T notiee that you use the R.A.AF. acrodrome at Darwin
and. are spending £120,000 on hangars there. Have you any arrangemerit by which you
will recovor that samount?—(Mr, Turner). The question of recovery is now under
i jon with the dey ta' d.. We have had correspondence: with .the
Department of Civil Avietion for permission to undortake the work and we will make
sueh an arrangemant if possible.”

164.. The uncertainty in the policy has, as we bave already pointed out, really only
existed over the past twelve or cighteen months. For the moment, no operator appears to
have: been sub ially ineon: d by the p But unless some clear principles are
applied in the present confusion, it can only be expected to become greater, to the growing
detriment of the operators. We-quote as an example of the kind of thing that. may happen, the
following interchange:— h

“ComsuTTER Mempers~—Under the policy:by which the Government provides the
buildings and charges you & rental, do you find that it conforms to. your programmo, gn
far as locking ahead two or three yeara s concerned? 1 think you said in yonr statoment,
¢ An established policy on the ownership of hangar buildings. is necessary in order to plan
ahead’. T was wondering how the Government's. policy ‘ties in with your requirements in
this regard #—(Mr. Turner) Perhaps I should instead of ing'that question
and illustrato the difficultios that we hitve beon under in rolation to the provision of the
liangar that we are now crecting. At least three years ago provision was.made on the
ostimates of tha Departmont. of Oivil Aviation. in anticipation of & new fleet coming
forward, By reason of the Government’s' finaneial policy in two, or perhaps three,
suecessive yoars, the monoy was not provided in the Budget. Tho Government said:
“Yon can go ahond. and provide your own hangar’, By that time it was late for our

purposes, and the result of that sort. of arrangement is that wo are tive or' three years.

bohind in providing' hangar facilities.

Commrrrer, Memner.—Yot would agree with Captain Holyman's comment that
the: oporator suffers undue delay bocause of the arrangement under which. the
Government provides the buildings for the operatorsf—(Mr, Turier) I do not think that
it is quite.right. to say that. What we hava said is that you need: an established policy to
allow our planning to proceed.. We- aro content with. the cstablished' policy, under which
we are allowed to provide those facilities in order to maintain our acroplancs on that
section, .

ConMiTTEE, MENBER,~Would you think that the polisy of providing the money
and then having the Government. take over the buildings might be- more satisfactory in
the future than a polioy under which the: G \blish building, at your
request, and there is possible delayt—=-(Mr. Teirner) Yes”

* Se Bxhiblt No. £3/40, page 2,
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165. Trans-Australio Airlines say that at present they ure s}lﬂering under no particular
disabilify as a.regult of the Department’s decision to cease building haﬁgﬁrs for op (the
decision was conveyed to sirline aperators in February, 1955). However, both Mr., Watt and
A, Ryland told us that development during the next five years will necessitate the provision

of more hangars, .

168, Your Ci asked the Department whether it might not be possible for them
to maintain the desired control over passenger terminal and hangar facilities without their
actnally constructing or acquiring all the huildings on an aerodrome. It was suggested to the
Director-Generel that perhaps suitable provisions might be included in the leases of aerodrome
land to operat: We were inf d that (sce the quotation earlicr, at paragraph 144) one
of the main reasons why the Department preferred to acquire and construet all buildings was
that in'time past small.operators had crected all kinds of unsuitable structures that subsequently
eansed the Department embarrassment. We asked the Director-General whether it would not
have. been possible to include suitable provisions in the relevant leases, He replied—

“Tt is casy to draw up regulations of that sort, but in practice it does not work.
‘Those conditions wero existent hefore, but you gentlemen know well that if we refused to
Jet the owner of one nircraft who wanted a chance to make = living with it put up a
building because it was what he nceded, he would come to you and ask you to meke
representations to have him allowed to do so, From our poin of view, it is much better
to- have an airport planned and. developed with plenty of flexibility and not go on as we
have done in the past with. the result we see to-day.

Comurrree Memner—Take the porson who leased it to & carrying concern, as I
think. you mentioned ¢—(Sir Richard Williams) No, it was to another airline operator to
house thoir buses.

Comurree Menner—Surely that conld have been prevented under the terms of
the lease—(Sir Rickard Williams) It was done before we knew anything about it. The
first. we know tho buses were there, That. sort of thing was nok provided for in those
early agresments,”

(Committee’s italics.)

167. ‘We were informed that the Department has now removed many of the little buildings
to which objection was made. Further, the Department seems: to consider that, during the
present ghortage of funds, it is possible to make agreements that contain the necessary safeguards
but still allow operators to erect their own buildi for both p inal and hangar
purposes, We therefore fail to understand why it would not be possible for the Department to:
draw up suitable leases covering'the construction of various buildings, There may be other
reasons why the Commoniwealth should own and construct all buildings on aerodromes: but the
inability to.draw up suitable. leases does not. seem to us to be at all a persuasive, let alone a
conelusive réason, Also, it seems to be agreed that the issue of leases is a cheaper means of
providing the buildings than is dopartmental construction. What is more, in spite of their
declarations to the contrary, the Department now appears to be making leases containing
satisfactery provisions— !

. € (Sir Richard Williams) Tho Government now agree to an operator putting u
his own building: We have reached the stage where we arp not very much troubled wi
the small'fellow.” ‘Wo can handle most of the litile fellowe. The requisitions for additional
accommiodation which we get now are-mainly from big operators, T.A.A.,, AN.A, and
Q.E.A., but. they can finance ‘buildings of the type wo think aro necessary to fit in with
a considered. development plan.

Coumrrreg. Memser—You do not feel that that will upset. the: policy you
ded.and which the p (¢} t accopted t—(Sir Rickard Williams) No,
T do not_think sn, bacanse we have acquired the Jittle ones and they are availsble Tor
removal.?
“Your Committee, recommend that more be given to allowing s, Who so
désire; to ercet their own biildings, wnder suitable control and direction by thé Department,

168, In reply to. Your Committee’s girestions regarding, the revtal arrangements made

, in lehses to persons ocenpying, buildings owned by it, the Department said that the Treasury
- and the Department. of the. Tnterior control' them. A rental of 6 per cent. is charged on the
““huilding .cost, which includes 3 per cent. for depreciation and 8 per cent. for maintenance. The

Departrment. informed us tha} in addition a.grund rent of 3d. a square foot is charged. Your
Commnittee were informed that this is a longstanding charge made by the Commonwealth on

“all ity Properties. It appears that the 6 percent. rental meets, on the average, the céugrent costs

of servite and : Thus in a 1 d to us, the Department. indicated
‘that, in most. cases, the average annual maintgnance cost-is below-the rent-actually received.
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169. Both Qantas and Trans-Avstralis Airlines informed ua that they were relatively
happy with the existing rental, and that they would make a similar allowance in thair sccounts
it the buildings werc owned by themselves—

“ Cosmrrrer  Myuspr—Private industry would probably regard a 10 per cent
gross vental as being somewhere nearer & chance of providing for the 5 per cent. (on
capital). You would rather not commst yourself on that?—(Mr, Wait) That ealenlation
wns made by our Dircelor of Finance, and is correct insofar n9 it represents our experience
of nctual out-of-pocket expenses. Whether. it is an adequate return as an investment is
quite another thing.”

(b) Tue ProvisioN oF RUNWAYS,

170, Your Committee did not investigate technical aspects of the provision of runways
such af the proper direction in which they should be laid. or the manner in which they are
being constructed by the Department of Works for the Department of Civil Aviation. However,
we did think it neeessary to examine the way in which the Department is providing runways for
the development of civil aviation in-Australia, especinlly in the light of the large sums that are
being spent on them and' the pressure that is. always being exerted on the Department to
construet or improve them,

171, We were informed by the Director.Gentral that the Department has adopted different
gtandards.to which the work must ding to the d in questi In the.
major airports servieing capital cities, the Department has adopted standards that are. basically
those laid down by the International Civil Aviation O ization for i ional airports,
Therefore, in the capital citics the Department’s objective js to make acrodromes comparable:
with those overseas, and capable of receiving all aireraft used by overscas operators,

172, In country areas, the Department has been working to what was described to us as
& “D.C.2 datum”, In. the first place, a grasced zerodrome will be made more suitable for
D.C.3 operations by constructing gravel runways that cnable operations to continue in
conditions of moderate wet, As funds are available, and in the order dictated by the needs of
the aerodromes in question, the Department proceeds to seal the runways. We were informed
that the priority for sealed runways is. determined in the light of the air trafflc making use of the:
aerodrome and of the weather and other conditions experienced at it,

173, Your Committee inquired as to the.cost of laying down a runway at an aerodrome,
It is difficult to make any general estimate, but it seems that £100,000 is normally sufficient to
seal an already gravelled runway for nuse by D.C.3 type aircraft. We understand that the cost
of laying down sealed runways suitable for D.0.8 type aireraft on nnprepared acrodromes would
be-of the order of £1,000,000.

174.. The. Department stated that the enormous developments in aireraft construetion that

have taken place over the past 25 years have made more exacting the requirements with which a

runway must comply. Among them are the increased wheel-loading of modern aireraft and

the greater distance nceded by aireraft to take off and land safely. The Chairman of the

A lian National Airlines Commissi bmitted i ing stat t to us on this
subject, It indicates clearly how the wheel-load factor has altered since 1930*—

“The progressive need for runways of costly construction over the last 20 yeara is

illustrated by the inerease in wheel londing of the. aircraft in general uso from: year to
year, a fastor which governs the solidity of surface construction and its, cost.,

Type. ) Perlod. @rom Walght, “unw'fy ,“’:;,;,.
1b. 1b.
Avio X . N 1930 . 10-12,000 . 5,000
DH.86 .. . - 1986 4 1012000 5,000
Lockheed 14... . m 1938 i 18,500 8,300
.03 . . . 1934 18,000 i 8,050
D.C3 i . o 1987 26,200 A 11,800
DG4 . . b 1942 73,000 '25,800-
DCe . o . Poat-War 95,200-107,000' | . 83,350-37,600
Convair 240 .. . . Post-War 41,790 i 14,600-
Viscount .. . . Post-War X 62,000 22,000."
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175, We were interested to learn from the Directorstienersl of Civil Avistion that the
pattern of aircraft development is now changing. In the past, those controlling civil aviation
facilitics had to extend or alter the facilities when a manufacturer produced a new aireraft.
Nowadays the trend is for those providing the facilities to Jay down the terms upen which
aircraft may use them, If they are inadequnte for use by certain types of aireraft, then the
operators will have to accept that situation—

“ Cosmrrree Mexpre~TIf you take over an acrodrome to meet the needs of the
people and then you approve of the bmportation of new lypes of aireraft, what is the
effect of that going to be in relation to the installation of sufficiently strong Janding atrips?
~(8ir Richard Williams) We have had enough experience in aviation fo know that we
cannot see very far ahead, but we do try to look ahead ug far ag we reasonably can, in the
light of the funds available, Take, first of all, the case of country nerodromes, where we
use 1,0.3 operations as the yard stick. We would put in a runway there to take aircraft
a good deal heavier than the D,0.3. At the present time, we wonld certainly pnt in a
runwsy to take aireraft with the loading of a Viscount, for instance, hecnuse Viscounts arc
already in the country.

Cossrrree Meuner-~In respeet of the smaller places, where only one or two
planes 1and during the day, what s going to be your position in meeting the development
of these serodromes?—~(Sir Richard Williams) We hope that as time goes on nll these
serodromes with the di it or 1,C.3 operations at the present time will be developed
so that they will 2l have runways which will make them all-wenther serodromes and also
capable of oporation 24 hours a dny. That iz the ultimate aim in establishing one
acrodrome anywhere. As I sny, in putting in runways now, we would put in something
to take a heavier woight than the D.0,3. There is a_document here dealing with this
matter, This question has been considered and is the concern of overy acronautical
authority in the world. Up fo now, designers und manufaclurers have had more or less a
free hand and have been able to p{crmr {liemselves what they produce. They say, *We
can produce an airereft which is far more cconomical, Tt can do a wonderful speed, and
all sorts of things, and it requires a longer runway . So soon ns we establish an acrodrome,
soma one-builds on the fence, Whilst in the carly days an nerodrome was just an open
paddock and. there was not much dificulty in extending, to-day, when we have approach
lighting, runway lighting and that sort of thing, extension, eapecially when people build
all round tho place, becomes 2 very expensive thing. The general tea of acronautical
authorities throuphout the world, as expressed at the. Imfernalional Civil Awiafion
Organization meetings; is that we must fuke the allitude that there are the airporls and
we are.not prepared to go on extending indaﬁnitclg/. Tn-other words, we say to the aireraft
designer the same sort of thing as is said to n designer of ships: ¢ If you want to operate
into that port, there are the restrictions’”

(Committee’s italies)

176. Your Committee inquired of the four operatory consulted by us whether they were
satisfled with the rianways provided by the Department. The international operator, Qantas
Empire Airways, stated that runway and taxiway systems at the airports they use in Australia
are adequate to- cater for their Super Constellation aireraft, and concluded that—

“ Though not as rapid as: we would sometimes like, the rate of development of
runways: at the -airports [we use in Australia] has been ble with the develop
of runways oversess.””
‘When. being d' by Your C ittee, Mr. Turner said' that the implication to be drawn
from thiz statement was not that Qantas Empire Airwayg would use other aerodromes if they
were provided: all the. acrodromes they need at present. for their overseas services are usable,

177. We underatand. from Tyans-Ausiralia Airlines that they in general' are satisfied
with the way in which.the. Department is extending its runway facilities,. They stated that*—

“ As a matter of policy, T.A.A, has sclected aireraft which can operate on the

general standard of facilities availabla, T.A.A. accepts the oceasional situation where.

gome' restriction on payload may bo suffercd, rather than to scleet an aircraft type
which will not be restrieted’ at any airport, but would overall be less economie,

The Department of Oivil Aviation has rendered grest service in its progressive
provision of runways which are in the main technically up to world standard, The
Dopartment’s work has been a vers real factor in the rapid growth of safe and
cconomical air transport ‘in Australin and made possible the employment of fast,
afficient airliners with. fow aorodronie restrictions on payload.”

178. M¢. Ryland told ue that, where Trans-Australia Airlines are operating developmentsl
services, they -experience problems of a nature similar to those experienced by Mr. RPutler,
because the serodroines are. not.open-in all weather.. It was unfortunate that My, Butler was
unable to be-with us on the day on which we ined rop ives'of airline. We
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received an apology '{roin ix’im, "knd éertain of our Members were deputed to speak to him about
the matters roised. at the hedring on ‘21st October. This they did. We consider that the
following examination of Messrs, Watt and Ryland states the position very fairly:—

“ Coxstrrree Meuper~Thore nve one or two matters on which I think we
shonld appreciate your comments. JMr. Butler has raised the question of prioritica
in relation to airport dovelopment. He has suggested that first priority should be
accorded to providing all-weather at a few strategically placed
Would you like to comment on thuﬂ——(;\fr. Walt) X should imagine that that would
be 2 question tliat the Depariment of Civil Aviation conld answer, rather than us,
as operators. I should say that whenever T.A.A. has submitted its requiren:ents to
the: Department of Civil Aviation, the Department has given full consideration to
them and has consulted with ns. T imngine that that suggestion by Mr. Butler aleo
hag received full consideration.

Costmrrree Mussrr—Y think he is concerned about the delays that oceur, or
about the necessity to cancel services fairly frequently in some aress owing to a lnck
of allweather landing' faeilitic. T am wondering whether you have struck any
serious difficnlties in that way?-—~(Mr. Rylund) There gre areas in which we suffer
a similar disability. Those are areas in which there are no pived runways hut; in
the main, thosa areas are of such a kind that you must aceept that kind of problem
in operating serviees to them. The traffic that is carried én a particular route may
not warrant the provision of on all-weather aerodromé. It becomes, I think, largely
o matter of balance—a matter of assessing the importance of the area and what should
be provided in it.

Qoyxrrres Mesnen—Mr, Butler has also raised the question of, seling strips
rather than providing passenger facilities at some aerodromes. I assume he has
tho smaller airports in mind—(Mr. Ryland) I suppose. the basi¢ requircment iz a
satisfactory aerodvome. It 38 of little use to have a poor aerodrome with a very
good passenger: terminal.

Codistirrer Mrenper—Once ngain, 3t ia & question. of getting things into
balance again?—(AMr. Ryland) That is-so.

Coxmirrer Meuper—As soon as the Department of Civil Aviation takes
over an acrodrome, the tendency is for demands to be made for improvements,
oithor the sealing of the strip or the building of a terminal or hangars.” Then the.
problem: is just how much money is available for those purposes, Do you people find
that you are handicapped in any way by the absence of those. facilities on ‘the routes
on which you are operating?—(Mr. Ryland) In general I wonld say no, but; of course,
there must always be instancés where we: could ask for cortain facilities. t. ba provided
which are not able to be provided. But I would say, in the main, that we are not
embarrassed or limited by lack of provision of facilities”

179. Captain Holyman made no comment upon the runways provided'by the' Départment
in the oranduny he submitted to Your: Ci ‘Wo have not -considered it neceisary to
call him before us to elaborate. further his views.on the matters raised by us with him,

180. Given ths limitation of funds, the cvidence of . mumber of pcople with. different
attitudes-and different interests points to the conclusion that the Department is providing runways
with rensonable speed and dug regard to the various projects. requiring attention. Your
Committee, higwever, are doubtful whether those constructing runways are making the hest.uge of
the funds available. Our doubts are reinforced by the evidence we received about the acquisition
and construetion of aerodromes, (s6¢ Chapters IV, and V.). :

(¢) FIRE SERVIOES AT AERODROMES,

181, Your Committee requested the Department to submit & statement.about the cost and
operation of its fire services.,

182, The Department stated that one of the important characteristics of an -aircraft or
fuel fire is. “its tendeney to reach Iethal intensity within a very short time after outbreak ”.*
The statement continued— '

“TFor this renson the International Civil Aviation Organization has- inr}icated
that.it is essential that administrative control of five-fighting and rescue work at airports
be vested in airport management, Tho Dopartment has. adopted such a policy and has
provided men and equipment for the protection of life and property at all'its busier
aerodromes, The Department docs not accept legal responsibility for fighting. aireraft
fires and rescuing oceupants of erashed aiveraft, bu having equipment and tramedvpersqnn'el
available, the firo rervies naturdlly does all it can to help, and shonld a crash ocour within
the range of help of & fire unit the saving of lifc would become the. most: urgent;-duty
of the firo orew,? - P

* See Kxhibit Xo, 23/25.
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183, The Department, informed ua that aithough it is diffculs to determine the precise
cost of the fire service because much of the major plant was scquired from the Bervices, the
value of the capital assets in the way of tenders, ambulances, tankers, trailers, pumps and general

i) to it ly £200,000. Annual expenditure is running at approximately

the rate set out. below—

“Salaries bill .. o . .. PN .. 200,350
Cost of maintenancs of vehicles .. . . .. .. 927,000
Qost of consumable materials, e.g. foam, hoses, &e. . . . .. 19,000
Depreciation .. i . . .. . 20,000

Total cost . . . . .. .. 206,350

”

184, Much_ of the equipment now jn use is obsolete and the Department is secking

pl Originally, the Depart d to purel quip , and had

ived Ministerial and Parli tary spproval to expend £140,000 in 3954.55 for the provision

of new fire-fighting equipment. However, it then transpired that the Department of Air was

secking similar equipment for its own programme and the Minister for Air directed the

Department of Civil Aviation to consult with the Departments of Air and Supply. The
Director-General said—

““Weo have found that thoso two departments require similar equipment. The
larger requirement would make a diffcrence to the tender price, and the whole thing
is now being passed through the Department of Supply, by Ministerial approval. In
the meantime, £140,000 which is available is not spent.”

185, Although it is. true that the delay that oceurred is going to result in a more

P , Your C regard it as regrettable, It would have been

better for consultation to have taken place earlier, or for the entry on the Estimates to-

have been. withheld unti! it had been deeided where the t was to be purchased and

until it was known when it would be delivered. It scems that, since the financial year 195556

is mow nemly completed, and the amount voted: has not yet been spent, the entry on the 1954.55
Bstimutes was, to. say the least, premature,*

186, The Department submitted an expl y d to us in August, 1955, in whieh,
:;-llfen cox;:mentiug upon expenditure. on fire-equipment, the funds position was deseribed in
is wayt—
*“Orders are in process of being placed for fire tenders to the valuo of £140,000.
Approval is glso being sought for a further expenditure of £120,000 in- 1955-56.7
Your Committee regard this position as unsatisfactory. Bearing in mind past performance, we
doubt whether the two appropriations can be spent during the present financial year.f

187, The Department has endeavoured to keep running costs on its fire serviees to a
minimum, Thus its poliey has been to provide a fire tender only at airports receiving six or
more scheduled movements each day of airline aircraft of D.C.3 or larger size. At other
aerodromes, the Department provides a fire trailer, on which 85 gallons of foam extingnisher
and 200 1b. of CO. are earried.

188. The Department stated that fire tenders.and fire trailers are provided through the

Comn Ith on € ealth owned aerodromes as follows:—
Acrodronies provided with Fire Tenders manned by full-time firecrew supplemented
by auxiliary firemen .. . . . .. .. .
Acrodromes provided with Firo Tenders mamed. by auxiliary fircmen .. Lo
Acrodromes provided with Firo Trailers manned by suxiliary firemen ., L1
The seventoon aerodromes manned with fire tenders and fall-time fireerew include the eapital
city airports and other major it th hout the C 1th, !

189, Further to reduce the cost of operating the fire service, the Department makes
extensive use of voluntary personnel—

“The policy adopted has beon te man fire-fighting vehicles with the minimum:
number of. full-tima firemen necessary to drive the vehicles. to the scene of tho fire
and bring tho appliances into- action,. Anxiliaiy firemen drawn from other departmental
porsonnel on. the airport; and from airline company and oil company employees follow
the fire tondors 'and supploment the offorts of the fireerew. At prosent there are 800
auxiliary firomon. enrolled. They ave trained in the use and operation of fire-fighting
apparatus and paid an allowance of £13 per year. To qualify for payment of this

* 'Tho funds aro mado avallabla under Divlalon No. 15 of the Capltal Worke and Services Estimates, Item 2—"Altcralt, Iaunches, vehicles,
machines and squipment ™',
. See Exhtnit No. 23/25, pscagraph 8.
'The Dopartment has wibsequiently advised ws (Aptil
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allowance, an auxiliary fireman most. undergo (raining to 2 standard eei 'bﬂ the
Department and ofice cortified. as traiaed, must attend a apecific number of drills and
excrcises during the year, Failure to attend drills results in a reduction in the
altowance paid or ultinately in rewmoval from the suxiliary fireman rojl.”*

190. The Department indicated that they considered that all bl fons were
being taken against the ever-present risk of fire at airports. Your Committee are satisfied that
this is so. Questioned regarding the annual expenditure on five-fighting facilities of a little over
£250,000, when taking into account its overall expenditure, the Department said that they
did not consider the expenditure too great. They cited the value of equipment at the major
airporty— '

“ At Melbourne airport on any duy of the week aireraft to the value of £3,500,000
may be scen standing in the vicinity of lhangars, In addition, there are buildings,
stores, plant -and equipment to the value of at. lenst £7,000,000, (The figures would
be: higher in the cuse of Sydney}. The nearest metropolitan fire station to AMelbourne
nirport is at Essendon, 13 miles away, and the plant and equipment avsilable is
not particularly suitable for fighting highly volatile fuel and oil fires, Furthermore,
this ecivil brigade may not be immediately available to attend a fire on the
nerodrome.”*

191, Your Committee asked the Department whether its disclaimer of legal responsibility
would in fact be upheld. We suggested that circumstances conld arise in which it conld be
ghown that, because of some inefficiency in the fire-fighting service provided by the Department
and the reli of of upen if, ive damage had been caused. The Director-General
informed us that—

“We are in no_way responsible legully for the protection of the aireraft of an
operating company. We carry some responsibility to the travlling public for the
airworthiness of the aireraft they operate, but if they sot alight to thom that is not
our responsibility.

CosmmrrteEr Mesper.—Supposing they were set alight by o fire that was on. the
acrodrome when they came in, & grass fire or something Jike that? Whut would your
position be then{—(Sir Richard Williamys) To tho extent that we were responsible tor
the grass fire, there may be some point in that. The point I am trying to make in that
statement is that we have no legal responsibility for a fire in an aireraft. owned by an
operating company any more than we are responsible for a firo that oceurs in their
workshop or anything.of that sort. However, we do havo on our acrodromes a fire-fighting
organization of some sort, if only for the protection of our own. assots, buildings which the
Commonwealth owns and which are let to the operating, companies, and buildings which
we oceupy for our own activities, To the extent that wo can do so within the funds
available to us we try to equip, train and maintain fire-fighting organizations so that
they can assist any occupant of the airport whether it be a_tenant or otherwise in any
ense of fire, because we do not know where any particular fire might extend. And, of
course, so {ar as aircraft fires are concerned, we feel that, as ordinary human beings, we
should do all we can to save lives”

192. Your Committee inquired of the Australiun National Airlines Conumisyion whether
they regarded the Department as being' under any legal respousibility for damage ennsed by
fire to aireraft using an acrodrome provided by the C: 1th, The Ci stated
that “the provision by the Department of Civil Aviation of fire- services at airports owned by
it is in aecordance with the poliey laid down by the International Civil Aviation Organization”,
The relevant International Givil Aviation Organization statement of policy readst—

“The responsibility for cnsuring the provision of crash firo-fighting and rescue
facilities at aerodromes should rest primarily upon aerodrome management.”

193, We pursued this matter with Mr. Watt, Chairman of the Australinn National
Airlines Commission, who said that they had not given any close consideration to the question:
of legal Hability—

“Qoxurrres Memprr—Let us suppose that a orash occurred and that, for somo
reagon or other, the aerodrome fire services failed to opernte, In those oirumstances,
would you have any claim. agninst the Department for the fmlm-o'of the fire sorvices to
render assistanco?—(Mr, Weil) I assume you refer to a logal claim. Our elaim would
be against the inderwriters. Our aireraft are covered by insurance;

Cosnrrres. Memper—Do  you. think any legal responsibility vests on the

Deopartment of Civil Aviation to provide assistance? " You rely on that assistance. If,
for some reason, it. were not given, do you think yon conld hold the Dopartment legslly
rasponsible for the failure of its fjro sorviess i—(. lr: Wgtl) We have: not' given any
special thought to the legal position. My own feeling ie that as the Dircctor-General
of Civil Aviation has aceopted that responsibility, he would be answerable. However, we
should not raise the question of legal liability.

3 See B o 23725, parmguaylh 4 and 8 evpestivlys
t Ses Bxhiblt No. 23/47, Statement I "B ", paragraph 1,
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Comprrrrr. Muunin—~TIn such a case, you would rel j —
(Mr, Watt) Yes, Financially we are {ull} {sovcrcd. cly on your own insuranest

ar. l?,z;‘r;u-r{uzl i?]ﬁu::x,z”m—-l supposs that is the general opinion of all operatorsi~—

It scems that the Commonwealth would not be liable at law to the airline operators for
the failure of its fire services to operate cfiieiently. But we raise the question whether
insurance companies might not have some claim ngainst the C Ith, As the 1
at stake are so large, we consider it advisable that the legal position be clarified.

i 194, Your Ci i whcn‘ 1ppron hing the of 8 for their views on the facilities
provided by‘ the Dcp.nrtmcnt of Civil Aviation, asked them specifieally whether they regarded
the-fire services provided by the Department as satisfnetory, We received the following reply
from Qantas Empire Airways® :—

“The provisjon of fire services both for erash fire fighti i
I v ighting and for handling an;
local fires on acrodromes is a highly technieal’ subjeet, and’ h%s been the subjcgct o;t:

investigation by most countries of the world operating major airports and, also, by tho.

world’s leading airlines. Qantrs has made an intensive investigation of the subject over
the last four or five ycars and we beliove that the fire services at present. provided at
the airports in Australin are My comperable i d to those provided at most
overseas acrodromes through which the Company operates,”
Mr. Turner said that when the new cquipment being ordered by the Department was in
use, the fire service would. probably be in ad of that provided in many places overseas,

.195, Mr. Watt indicated that he agreed with the views oxpressed by My, Turner, Both
Captain Holyman and Mr, Butler indi d to Your Ci i in their that it is
their view that, idering all the cir es, the flre services provided by the Department
are satisfactory.

196. Your Committee questioned the Department about whether it wonld be possible for
them to claim some rebate from insuranee companies on the same basis as some Municipal Fire
Authoritics receive payments from them. We were told that no payments were made to the
Department by the Insurance Companies: the Director-General said that the matter had been
thought of at one time, but no direct way of making an approach had been found. We were
also informéd that aireraft companies themsclves make no contribution to the cost of. fire
fighting services, except through payment of Air Navigation Chargest (that contain no specific
amount for fire services) and through making members of their staff available to undergo
fircerew training and to serve as auxiliary fircerew,

107, Your Committec have received no evidence suggesting that the management and’
operation of the fire service are other than efficient. Nor did we reccive any confirmation
wlhiatever of allegations that have been made publicly about the fire services, If anything, we
congider that the facilities provided are on the generous side. In the case of country ecentres,
however, they do not comply with the full dards of service r led by the Int i
Civil Aviation Organization, Where the lives of passengers'and crew areiso much at stake we
can hardly be eritical of the bias we have found for s policy siming at the fullest. protection
from this sudden and unpredietable hazard,

CHAPTER VIL—THE AIRWAYS SYSTEM PROVIDED BY THE DEPARTMENT.
(@) Tue Cost oF THE AIRWAYS SYSTEM,

198. In.addition to-acrodromes and allied facilities, which wo discuss in Chapters v, Vv
and VL, the Department. providesa large amount of expensive equipment that goes to make up
what is termed the “ airways system”, The Department stated that an airways system is the—

“integration of man-p and clectronic. devices into an organization designed
to-permit and foster safe, regular and efficient transit of transport aireraft. The system
e must ‘]'wrmit transit of aiforaft between intornational aiiports and honce along the airways
of q In all of any signifi in the aviation sphere, the
airways system is provided, operated aud maintained by the Government and in so-called
uhder-developed tries. the I 1 Oivil Aviation Organization is providing
sot up airways systems on the
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199. The anfitiil -cost oliristalling and maintaining the equipnient making up the airways
system constitutes a large proportion of the total voté for the Department of Civil Avistion.
The figures in the following table are an extract from Estimates of Revenue and Expenditure,
Ditision No, 71, Item 2— Air Route and Airway Facilitics "—and from the Capital Works
and Services Estimates, Division No, 15, Ttem 1—“ Airway services, including power and lighting,
plant and equipment ”:—

oyl e LT, ok ond s O Vore: | Aty B i
Year. Vote, Expendituse. Voto. Fxp:hdl}nut

£000, £000.. £000. £'000.
194647 .. . . . 518 ' 179 (a) 67 s 86
1950-51 .. . . . 1,750 72 7 262
1953-5¢ .. . .. | 1,700 1,643 1,432 7 1,859
1954-85 .. Py Ve . 1,650 1,100 1,426 1,351
1955-56 .. . . 1,000 . 1,470

(s): Divlston 63, Itoms 2 and 12,

200. Your OCommittee draw attention in pasiing to the unsatisfactory nature of the title
of the Capital Works and Services Item. It stiould be possible to find a more informative title.
It should indicate that the expenditure is primarily for el i i used as part of the
radio navigation system, and could be similar in its terms to the heading for the Revenue and
Expenditure Estimates.

201, Your Committee observe that while the Estimates are satisfactory as far as

pendi on the ional and mai costy of the air routes and airways facilities is.

d, the esti for expendi on the eapital services involved are as inaccurate ab

other estimates of this Department with which we. have had occasion to deal.® ‘We note. that the

estimate for 1955-56 has been reduced substantially and expeet. expenditure this year to be closer
to the estimate,

202, We appreciate that there are always substantial difficulties involved in estimating
for eupital works, but that is merely a chall to the admini ! D di under
Divigion No. 15, Item 1 is almost. wholly under the. controlof the Department of Civil Aviation.
There is, accordingly, no: complication, that' arises becanse the funetions are shared between this

Department and the Departments of Works or Interior: the D alone is responsible for
the. aceuracy of estimates under this head,
203, During the hearings, the Director-G 1 of Civil Aviation infi d us that in

order to make full use of the navigation faciliticy installed by the Department, it is necessary
for the tors to install 1 v equipment in their aeroplancs. The Australian
National Airlines C ingt ing %

an int I3 to us on this subject.t It
indicated inter alia the increass in. the number and quality of air navigation facilities provided
by the Department for the use of operators on its air routes over the past 30 years. The history
of the provision of aids on A airways can be-summarized as followsy i

“1937-38 .. Simple. radio direction finding and appropriate communication services..
1938 © .. Radio track guides (Lovenz type 33 MO range).

1040 .. Air Trafie Control services.

1042. .. Radio beacons for homing purposes.

1946 .. Control zones for air traffie.

1048 .. VAR Radio track guides commenced to supersede Lorenz 83 MO ranges..

1049 .. VHF communieation,

1953 .. Runway approach locator systems (Localizer), and. Distance Measuring
Equipment. )

1955 .. DME, & LLS. or runway locators..

As auxiliaries to. the above, limited radar surveillance of areas adjacent to airfields
has bean available for a few years past and runway lighting of a type considerably. in
advance of the pre-war systems still in general use is being introduced with runway
locator systems.” o

* S Ghapter IV,, papeclaily Bection () ; Chaptee V., capecially soction (6) sad Chapler X1, espachally. Sections (a) and {c).
¥ Ses Exhibit No. 23/47, “
3 5o Exhiblt No. 23747, Slatement 1 D, page 2, parsgraph 5.
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* 204, We inquired of Mr, Watt and Br, Ryland. what an operator 'would have ta spend
installing cquipment in aireraft so as to enable full use of the facilities provided by the
Départmont, ‘We were informed that the full runge of equipment is not usnally installed in
aireraft smaller than.a D.C.4 and were given some j ing esti of installation cost
for that type of ajreraff. Thus it costs at present £13,000 fully to equip a D.04 aircraft—

Equipmpnt, e ol | Prasent Cost,
£ £

3 H/! itters .. ‘ .
H g‘/'ﬂ; g?;x‘j‘“"_ - } 1,000 |2 B/F Transmitters/Reccivers .. 2,900
1 VHF Transmitter/Receiver .. > 4701 .. . . . . 900
2 Radio Compass Receivers ., | noso| .. » . » M 2,500
1 V.AR. Receiver .. .. . o .. . . . . 850
1 Mérker Receiver .. . .~ 601 .. . . . e 230
1 D.M.E. Interrogator/Responser oo L2200 . . i .. . 1,400
1 Inter-cora, Unit .. . . 5101 .. . i . 800
1 Cockpit speaker .. . . 100
1 LL8. recefver .. . .. 350

4,530

Chmtlon .. .. . | 0| . . .. L 9%
5,630 | 18,00

203. The table makes it clear why the installation of new aids is now a matter of
considerable expense. Operators have until recently been able to obtain most of their equipment
from war disposals stocks at much less cost than would be necessary were they commencing
aperations to-day. The amount. of £13,000 or upwards does, even with. the high cost of modern
aireraft, add considerably to their initial cost. Moreover; we were told by Captain Allan that
much of the cost would be in the mai of the equi
the dite of-the alreraft. On-tho larger aireraft, such as these flown by Qantas Empire Airways
on their international servicés, it seems that the weight and space involved in the equipment
would' not involve an appreciable loss in pay-load, Captain Allan told us that “in a large
Aacroplanc the weiglit. would be negligible. The difficulty would be to find space for the box,
Thoe front énd of the aireraft is already full of boxes”, :

206. Mr Ryland, talking about the same problem, said—

“Space availability varics with the type of aireraft used, In a very largo q.aios

aiveraft, your problems are much reduced, but in n small aiveraft thoy ave accentuated.
T cannot anawer ‘the question- sp;clﬁcnlly, except to sey thet this has not camsed us
u great deal of trouble. The weight nspect, of course, is_important, Each piece of
cquipment that yow put into an aircraft weights X 1b. You carry that X Ib, with you
day in and day out, and your revenue-producing pay-load is reduced accordingly, That
is n factor which wo would take into account when puiting such equipment as.
this, or other cqui})mont, i onr aireraft, as well as the capital costs and the yearly
maintenanee cost of the equipment. 8o thero ave three fnctors, eapital cost, yearly
maintenance- coat, and weight.” !

207, As against these additional capital and maintenance costs and the loss. in pay-load,
the eperators are likely to be saved: considerable expense from the resulting improved accuracy
of course-settirig and the.diminished holding of aireraft “in the stack” over airports. when

' ‘flying conditions.aré bad. The modern aireraft costs. & surprising amount even if only held

over an hirporf while making one additional civenit: Captain Allen told us that for one of
their large aircraft, an extra cirenit' would cost about £60.

(b) TEE ADEQUAOY OF THE ATRWAYS STATEM,

* 208, Your Committes- inquired not only of representatives of the: Department, but also .
of the airline opérators, the Australian Aijr Pilots’ Association and the D of Air
whether or not the air navigation facilities provided by the Depattment are adequate and of a
standard comparable to those provided overseas. .

L 209: Although we gave all those d every to criticize the equi
* inktalled, and’ to d at i i t (with. redsonable. réservations as to. cost), no
Nuggestions that amounted to asking for major-changes were made. -Small improvements here.
» and- there-are all that were smuggested.
F.2817/66.—4

and that would last throughout q.1002.
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210. One of:the matters:to which we- devoted somé wis the provision of Distanece
Measuring Equipment (D.M.B.). It seems that it has been decided by the countries represented
ins the International Civil Aviation Organization.that equiprent operating on the 1,000 megacyeles
band should be used for international avistion p.rposes. The Anstralian. Department of. Uiril
Aviation had been developing; and is now sctually installing, equipment. operating on a 200
megacycle band. ‘We inguired whether it was' likely that subetantial additional expenditure
would be involved in the nesr future. in order to make the A 1i 3 guitable for
overseas operators.

211. We were informed by Captain Allan that if the presest. Australian equipment
continues to be used, Qantas Empire Airways will have to install both fypes of equipment on
its aircraft. Sooner or later the 200 megacycle equi ing in-Australia will haveto be

placed or duplicated by 1,000 megacy i , at least at international airports and
along internationally used airways. Your Committee were informed that the D.M.E. box for
an asroplane costs about £1,400 and that the overseas 1,000 megacycle box would cost dbout the
sgme. The cost of installing a 200 megacyele D.M.E: beacon ranges-from £15,000 to £20,000; We
note that at present the 1,000 megacycle equipment has not been installed overseas and.that other
countries than Australia have indicated that they are not altogether satisfied with the ¢ i
of the 1,000 megucycle equipment, Thus thefuture is not clear: mg hile, A linn
have the benefit of an.actually functioning D.M.E, system,

212, All those appearing before us expressed similar views about the value- of DM.E,

facilities, and we quote as: typical the. foll
Pilots’ Association ;. .
“Wa work in very close. lisison with the Depariment, We do not' generally eir
our disputes with the Department in places such as this, We have a Committee,
an operations group, in Meik which devotes itself entirely to operational matters
of this nature—the planning of the use of new aids and’ the evalustion of the. aids
that we havo ab presont. We bavo commitices in each State, which are perhaps more
closely conneeted witl' their State problems, They cliannel their information: mnto-our
head-quarters.  Wo meot the Department and we diseuss these things with the.
Department, T would suggest that the. deparimental. programme on D:M.E, is largely

based. on tho Australian Air Pilots’ evaluation. of that aid.
Coumrrree Mensrr—Do you gentlemen consider that: the aids.on which money

hag been spent have proved their valuoi—(Mr: Juines) Very definitely,
. Courrrer Menver.—There is nothing on which monéy has been spent which-you,
think is not of bonefits—(Afr, Metlor). I think the safety record in this country. adequately
answers that question, P
Comurrree Memsen.—FErom tho point of view of the avoidance.of distocation of
air services through bad weather, would y owsay that, from your-experience, the' duetic
of these navigational aids has been of great benefit to the operating companics in many

instances by enabling thom to maintaiuv schedules{—(Ar. Mellor) ~Undoubtedly.”

g by. of the A lian Air

213, One navigational aid that has caused much interest both in Australia and overseas.

is that known as Ground Control Approach (@.C.A.). By this aid, aeroplanes are, “talkerd
down” onto an acrodrome cven. when visibility is zero. Some European airports have now
ingtalled it, We questioned whether. the. Depart. had acted i idently by ihstailing. an

Instrument Landing System (LL.8.) on its airports because. it might shortly ﬁnd itsell in a.

position where it-would have to‘i:‘lsmll a @.C.A, system at very high additional cost,

214. Your Committee were informed by the Department that it.did not consider conditions
in Australia d the install ' equi )
expensive (costing something of the-order of $500,000 for each:unit) and-which. yndér ‘Australizn

flying conditions would. not be used very often. The LL.S. units: were installed, -after; much.

investigation, as a system suitable to.‘A and at far less cost than would, be
involved in installing the @.C.A, system- at major sirports: (13 LL,S. units are estimated to.cost
£377,000, one G.C.A. unit £250,000).* . ) '

215. Group Captain Eatdn, who appeared hefore us as a'répresentative of the Departiment
of Air, informed us that he considered that for ordinary civil aviation- the LL.S, system is
adequate and that the R.A.AP.'s main use of ‘G.C.A. is'for jet. airdraft, .

216, Your C -l inquired whether the. airways system being-installed by the
Department of Civil Aviation; a system whose value as a-deferice-asset has been widely vaunted,
would be useful to the R.A AF, ih times of national ‘We .were' inf d that-it

would be:of -substaritial assistance and that the B.A.AF.. does at: present: use the.systefn. for 'its.

* St Exhibit No. 29/16, page 6, paragiaph 7 () (0, )
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own flying p We.und d that vivtuaily the only navigatidhal efuipment used by the qs. 221822,

R.A.AB. (bat is not pre ded by the Department of Civil Aviation are the G.C.A. units, It
seems that in time of war the facilities could readuy be teken over—

“ Comsarree Memner.—In the wvent of war, do you think that the system would Q.223,

be suitablo. for defouco purposes? 1f not, how do you think it could be made suitablef—
(Uroup Capluin ticton) “Lhat is & big subject with many angles to it. In wartime
we might have to. impose radio silence, which would reduce some of our potential, but
in our geographical position we could atill nse probably 50 per cent. of eivil equipment.”
‘The Department of Air informed us that, for operations of their aircraft along the civil air

routes, the airways system provided by the Department of Civil Aviation gives satisfactory q.zzs,

service,

217. We understand that in the past there nas been conviderable eriticism of the air-ground

ication facitities provided by the Departmeut. Long delays used to oceur, e.g., between o

pilot’s request for altered: iustructions and his r.ceipt of approval of the alteration or of other
instruetions, We consequently asked: the repres.ntatives of the Air Pilote’ Association whether
they were still experieneing this delay. We.were to.d that, with the instailation of new equipment,
the delays are in the process. of being overco se. Recently, delays. of up to 20 minutes had

B y in ining altered instructions; but we were assured that henceforth the . ziss-21.0,
delays would rarely be-longer than four minutes, 3Mr. Anderson, Deputy Director-General of the. g. 2101,

Department of Civil Aviation, aid that-—

“1 would emphatically dispute that there are delays in the transmission of measages q.2107,

of this sort, except: perhaps in. an emergeney situation, There are certain definite times
laid down in which messages must be passed, and they have been considerably reduced in
recent years by the introduction throughout the Commonvwealth at considerable cost of
a Very High Frequency communication system, whick has invelved putting transmissions
on Mount Barrow in Lasmania and on Macedon in Melbourne, and in various other
places in the Commonwealth, go that over most of the controlled: air routes of the
Commonwealth there is a VILF communication system, which is as good a communieation
£ystém as. you can get.

We are also rc ging our system, as equip and financo
become aveilable, to enable pilots to speak direetly to controllers, wherever possible, so
that. there will not.be any intermediate links. We were. the fitst civil aviation authority
in the world to do that, ‘Lhe Americans came out here, saw what we were doing and
went home and-introduced it first in. Washington and then extended it over most of the
continental United, States, I would say that without a shadew of doubt the delay factor
in olr acronautical communications system will stand comparison with that in any other
acronautical communicntions systen in the world. ‘there may be cases when delays
oceur,. through bad' weather or pressure of traffic, but I would say that they are the
oxception rather than the rule”

218, In the memorandum submitted by him. to Your ( , Mr. Butler indi that
he rvegarded the navigational aids provided by the Department as “excellent but not as
widespread as could' be-desired ”,

219; Your Committes report that, in spite of ourinvitation to persons-whom we considered
might give represertative and informed criticism of the air facilities provided by
the-Department, we reccived no generally adverse eriticism of them. Our own independent
investigation of the Department has led us to the sume conelusion; the air navigation facilities.
constituting the airways system provided by .the Dupurtment are-as good as is possible, given the
shortagge of funds and. equipment; and the system compares favorsbly with eny operating in
other countries,

' (¢) THE METEOROLIGICAL SERVICE:

220, The Bureau of Meteorology, formerl, a Division of the Department of the Intexior,
was established By Act in May, 1955,% and p -ovides. ical services. th & the
C awealth. for the D P of Civil Aviition and other bodies. The Department of Civil
Aviation uses the inf for flight-pl and for keeping operators of aireraft in the air
advised of weather conditions and. changes, But there are many others who avail themselves of
the services of the Bureau. For instance, the Department stated that one purveyor of the
forceasts may use them—

“1o. advise wine-growers on the. Murray that frost is Jmminent, another to give
shipping, in Bass Strait 2 gale warnivg, avother to advise chocolate manufacturors
that the ensuing week’will be propitious for the sale of their produce. Others will use
it in, the daily weather ‘broadcasts and .still othors to provide. foreensts for R.AAFR,
RiAN, or civil aircraft.”’} .

@ Act No, 6 of 1058,
1t See Eabiblt No, 33/44, persgraph 3.
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221, Up to 1955 the Department had misde payments for meteorology services to the
Meteorology Division of the Department of the Interior. Beforé 1952 there had been no agresd
basis of reimbursement, “with tho result that charges.levied varied from year to year”, In
1952 it was agreed that the Department of Civil Aviation would pay te the Department of
the Interior 35 per cent. of the total annual sslary bill of its Meteornlogy Division and 28 per
cent, of its genmeral expenses. The amounts involved in this transfer are considerable and
have incrensed steadily from £283,000 for 1950-51 to £345,000 for 1954-55. The following table
shows the total annual contribution made by the Department of Civil Aviation to the
Department of the Interior, the division between. the amounts paid for salaries and general
expenses, and the percentage of each of those umounts that was in faet contributed by the
Department :—

Halarios, ) Geners] Expunsos,
Year Ending g
1 June. Depastment | Pesce Department | Percenta gret
L e | CEE ) WEF | e | R GRS | SR
Contributions. { 35 pec cent.) | Contributions, | 24 per ceut.)

1942 . 567,688 £20,000 38.7 317,508 83,000 29.2 318,000
1953 . 620,490 [ 264,000. 42.1 | 828,007 100,000 | 0.4 304,000
1954 . 607,051 211,000 | 34.8 361,420 | 97,000 26.8 808,000
1955 iy 846,440 224,250 347 405,139 | 122,000]  80.1 346,000

222. Your Committee note that although the agreed basis of payment is 35 per cent. of
salaries and 28 per cent. of general , the actnal proportion of annual expenditure
contributed by the Department of Civil Aviation varies considerably from the agreed
proportion. 'The Department stated that the present busis of contribution miglit undergo
further chang ing in the fi ial year 1956.57, following negotiations that are at
present being condueted with the Bureau of Meteorology. The legislation setting up the
Bureau of Meteorology® provides that detailed: arrangements may be made. between the
Director-General and the Dircetor of Meteorology. Detailed working arrangements are now
being' drawn up—

“

. . these arrangements will specify the preeise ordor of metoorological facilitics
and services which the Department of Civil Avintion requires tho Bureaw of Meteorology
to provide and will establish for cach item the basis on which it may be costed..
Iencoforth any variation or addition to the seale of services and facilities provided may
be reflected in that working 2 and costed dingly. However, no decision
has as yot been taken as to whether it will prove necessary to depart from the existing.
method of assessing the contribution to be prid by tho Department. of Civil Avi_ntion."?

228, Tt may be that it is desirable for purposes both of the Burcau: of Meteorology and of
the Department of Civil Aviation that some charge should be levied upon the Deparfment for
thé services rendered to it. by the Burean, Ilowever, if that is to be the case, we consider that
the prineiple of the charge should be: that the Department should bear a fair proportion: of
cost or should pay on some other basis: derived from actual cost. We.also consider that, once

dopted, tho prineiple of charging should be adhered to. Any such. approximation ag.ocenrred
during the four years’ currency of the 1952 arrangement.is not satisfactory, If an agreed busis
of 85 per cent. and 28 per cent, is determined, then the payments shonld be made on that-bagis
and not on an approximation to it. The amounts involved in an ervor of evem 1 per- cent:
are, when such large payments are in i 1 ial. Your C i do not wish to:
state eategorieally that no charges should be made for services rendered by one department to.
anotler, but we do question the basis on which many of them are at present operating:f Our
misapprehensions are not set at rest by the Department’s conclusion (quoted in paragraph
222) that “no deeision has as yet been taken ag to whether it will prove necessary to depart
from the cxisting, method of assessing the contribution to be paid by the Department of Civil
Aviation 7.,

224, The memorandum submitted to us by the Australian Air Pilots’ Association
indicated that they are not altogether satisfied with the gicol services provided
for users of the airways system., We asked for ill i of the A ’s view in the
course of the hearings, and found that the criticism relates in the main to a few aveas in
which the services provided -are not, in their view, adequate, e.g., there is no 24-hour forecast

3 3 Sactlon 7 of tho Melcorology Act 1033 (No. 0 of 1955), that came Into opecation on 20th June, 1955,
1 See Exhiblt No, 23/44, pago 2, Wlkl’l‘l_h 3
$ Wereforalso to our diocussion of tho Alr Searoh aud Itescue Sorvice, at Soction (4) bolow, eapacially paragraphs £30-231,
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serviee at Hobart or Cairns, and no treined observer in the Riverina ares, The Association also
suggested that additional weather flights should be made, perbaps making use of R.A.AF.
training flights out o sen from various points ou the const, e.g., to areas south.west of Hobart
and. Cape Leeuwin,

225, 'We asked the ives of the Association whether they had ecommunicated
their ideas to the relevant authorities—

“We have uﬁ)proachod the Dopariment of the Interior and the Department of
Civil. Avistion on thess matters, and they are well aware of the deficicneies, but they
just cannot obtain qualified forecasters,

Cosutrree Mesner.—They have not got them?—(Mr. Mellor) That is so, We
are a hit concerned about the fact that fhere is a certain amount of duplication going on
between the two dep or the two 1 hes of the Department of the Interior, I
refer to the lacal city weather foreoasting stagion and the forecasting station working in
conjunction with the dopartment, We have felt that while that duplication exists,
perhaps it would be better for all if some of it was eliminated in order to give better
coverage for the air services”

226, Mr, Meller, representing the Air Pilots’ Assaciation, said that he thought duplication
arises beeanse the foreenster at the airport. does the same job as the foreeaster at the city office.
Your Committee have no basis for making any judgment on this matter, which is a question of
the most priate or, ionn of the p 1 involved in produecing weather forecasts,
However, we commend this matter to the velevant authorities for their consideration, partieularly
hecause it appears that there is a scrious shortage of trained weather foreeasters, The release
of even a few of them would, we understand, assist in enabling the Bureau to function wijth
a staff nearer to establishment and should enable a more ecomprehensive service ta be provided

(@) TuE AUSTRALIAN SEARCH AND RESCUE SERVICE.

227, The Department of Civil Aviation-and the R.A.AF. provide jointly the Australian
Search and Reseue Service for eivil aviation. Policy direction and procedural control of the
Service are vested in the Department of Civil Aviation and the actual searching and rescue
operations are carried out by the R.A.A.F. The R.A.A.P. has established Reseue Co-ordinati
Centres at appropriate points and the Air Traffic Control Services of the Department of Civil
Aviation inform the Centres of aireraft in Qiffi :ulty or distress. Onee the emergeney exists, the
Rescue Co-ordination Centre (R.A.A.F.) is the body responsible for the conduct of the search.

228, The Department of Civil Aviation makes. annual payments to the R.A,A.F, for its

. services and the aireraft and staff it makes available. The Votes of the Department of Civil

Aviation first contoined an entry for the Search and Reseue Service in the financial year
1948-49, and since that year amounts have been paid'to the R.A.A.F, annually, The votes and
the amounts expended, which appear in the Estimates of the Department of Civil Aviation at
Division No, 71, Item 3, are as follows:—

—_— ' i Voto, Expenditure,

. : £ : £
194849 .. o . . . .. 37,000 g 37,000
1950-61 .. . - FESN . 101,000 101,000
1952-83 . . .. - . 120,000 129,000
1968-84 .. . .. . . ol 165,000 154,000
1954-56 .. . .- . . . 135,000 125,000

1956-66 .. . . .- . . 134,000 T

229., The Department provides: fairly extensive facilitics for the R.AAF. by permitting
R.A.AF. use-of its aerodromes and air navigation facilities, ‘We thérefore asked Group Captain
Eaton whether he considered that the R.A.AF. should make any payments to the Department
for use of its facilities, He roplied—

“T think if we added them all rogother it would probably balanee out. On: our
joint-user fields we. have a. proportion of the load. We are responsible for laying down
the pavements, and a runway: to-day costs £1,000,000, We. repair the pavements at
Canberra, Darwin, Williamtown and Sale, which arc used also by civil craft, We provide
air-sea vescuo oraft for civil work, whick would be very expensive for them.

Counrrree Memerr—Do you make any contribution for the uso of civil aviation
cquipment by your airerafti—(Group Caplain Faton) Not. that I know of.
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COMMIFTRE, szmn.—Yau mentlonerl just aof the great value of ciyil aviation

DM.E. cquipment o the RA.AF. Tow dogs that apply in New South Wales at an

serodrome such as Richmond or lelmmtown?——-(Oraup Captain Eaton) The DM.E.

is operated’ from beacons all over Australin with a range of 275 miles at 45,000 feet,

If we were coming from Melbourne we would only necd to tune in.to Syrlney and wo

could mot bo mere than two degrees ont, whxch for an Air Force pilot, is quite

satisfactory”’

230. Your Committee have o other oceasions qumed the practice of inter-departmental
charges for services provided for one department by another. It is possible that the p

could more appropriately be included as an Item in the vote of the Depnmﬂent of Alr instead

of in the vote of the Department of Civil Aviation. However, we realize that the facilities are

provided for civil airline operators and other civilin fiyers, and that the Air Navigation Charges

nre levied on.the basis of the items of expenditure set. ont under Division No. 71 of the Estimates.

231, If it is most appropriate for the item to remain in Division No, 71, e question
whether the charge levied is reasonable, We note that, in spite of upward trends in prices, the
amounts paid to the R.A.AF, since 1952-53 remain stable, except for a. peak in 1953-54. We
cannot think. that air search and rescue operations have diminished over the years. Your
Committee recommend that, if this charge is to continue, its basis should be reviéwed:

232, Further, there seems to be a view that the exp
Civil Aviation on behalf of the R.A.A.F. and the expenditure incurred by the R.A.A.F. on behalf
of the Department of Civil Aviation are app ly equal. Your C doult whether
the payment of some £130,000 by the Department of Civil Aviation to the R.A.AF, js the only
expenditure incurred by either Dcpartment on the othei’s behalf that does not balance out. We
recommend that some consideration be given to an iate basis for inter-d tn
charges,.if the pnncnple to be adopted is that-each Department is to make paymenf.s to other
departments for services rendered to it by those other departments. It is clear that at the
there is no ac g of the position between the Departments of
Civil Aviation and Air, We recall, too, our, doubt whether any inter-departmental charging
system is desirable and: our scepticism of the view that.any satistactory syster can be evolved..

CHAPTER VHI—ATR NAVIGATTON CHARGES.
(a) Tae CwarcEs AND TRE RevENUE THEY Propuck.

233. By a Government degision made in 1947, charges were levied on civil users of the
airways system provided by the Deum‘tment of Civil Aviation. An nnnlyqxs was made of the
cost of, provxdmg the various facilities, and it appearéd that for 1946-47 the cost of oneratmz and
maintaining the system was of the order of £1, 000,000, including a charge of £260000 for
depreciation,

234, The scale of charges decided upon bacame effective. in August, 1947 at a rate that
was expected to return to the Commonwealth something of the order of 30 per cent. of the annual
expenditure by the Department on aerodromes and air navigation facilities, Between Augnst,
1947 and 30th June, 1952, the Department levied the charges decided upon, but certain
operators, notably Australian National Airways Pty. Ltd. and Ansett Airways Pty, Ltd., refuged
to pay the amounts claimed. The ensuing litigation is not relevant for our purposes; except
in that it resulted in an Agreement between the Government and: Australian National Axrways
Pty. Ltd, The Agreement was ratified by the Civil Aviation Agr: Act 1952, In ord.
with. its terms, the Company undertock to pay, and the Commonwealth to aceept, one third of
the amount that had been charged. for the use of acrodromes and air navigation facilities' bétore
30th June, 1952.

285. The. amount owing to the Commonwealth under the rates. fixed in. August; 1947,
was about £1,000,000, of which £338,000 was paid- in full settlement under the 1952 Agrecment.
The Department stated that if all the operators had pnid, in 1951.52, the air routo charges
determined in Angust, 1947, the -Commonieplth wonld have reccived approximately 10.per:
cent, of ity “recurrent expenditure ” in the form of charges.on the airline:opérators,

236. The reduced seale of charges, fivst levied under the Air Nevigation: (Charges) Act
1952* in 1952.53, was approximately half the 1947 seele, and resvlted ‘in a return to the
Commonsvealth of a little over 5 per cent. on its “recurrent expenditure”. That percentage:
rose in 1958-54 to 5.9 per cent., in 1954-55 to 6.4 per-cent. and in 1955.56 is: estimated to. be
unchanged at. 6.4 per cent.

“® Se¢ Act No, 101 of 1052,

diture incirred by the Dep of.
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(b). Mermop or CoMPUTING THE OHARGES,
'237, The new scale of charges introduced in 1952 is levied upon the operators for their
use of the facilities provided. by the Department. The charge distinguishes between use of the
aerodrome. facilitics and nse of the airways and the navigation aids forming the airways system.

238. For the use of its iwrodromes, the Department levies a “ unit charge” that is related
to the maximum all-up weight of the aireraft. Wor the use of the airways system, the
Department has.evolved a system of determining “ route rating ”, according to which all of its
air routés aré rated. The Melbourne-Sydney route is now rated at 4 units (originally 2), The
othet routes aré rated using the Melbourne-Sydney route as.a base and taking into account the
development. of their acrodrome and airways faeilities, eg., Brisbane-Charleville is rated at 2
units, Melbourne-Perth at 12 units, Alice Springs-Darwin at 4 units. The charge actually levied
is'the product of the “ unit charge” (caleulated on the weight of the aiveraft, being charged for
each 1,000 Ib, or part thereof) and the “route rating”.

- ‘239, The Air-Navigation: (Charges) Act 1952 authorizes the promulgation of regulations
at any time to alter the seale of charges, According to the Civil Aviation Agreement of 1952,
however, alterations are to be made only to the exteni that “an inerease becomes necessary
because of the provision of additional or improved facilities and services or because of higher
costs of maintaining' and operating facilities and services ”.* In order to be able to justify any
altération in the charges it is, therefore, 'y to lirve availabl jon about
the facilitics and' the cost of their maintenance and operation, The Department is at the
presént timé engaged upona cost study. that is designed to provide the information nécessary to
permit a review of the cxisting scale of charges. Wo consider the job: costing system in
section: (¢) of this Chapter,

240, Your Cormmittee have alveady quoted (at p 66). the Dep *
of the revenue it derives from: the Air Navigation Charges. In hrief, the Depnrtment receives
{rom the operators under the system of Air Navigation. Charges some 5.9 per cent. of its
cxpenditure on operating and’ mamtammg the aerodrome and air navigation facilities, and
g furfher 11 per cent. approxi is ived to C ith Revenue in the form of tax
on aviation. fuel. Thus, from ity Air Navigation Charges and the tax on aviation fuel, the
C wealth r d the following of its.total reeurrent expenditure in respeet
ot‘ -aerodromes: and “air pavigation: fncllmes.

Revenue fro—
. 1 of Beomrte,
Year, i
. s | GRENSPR e
§ £ £
1952453 . . 303,000 656,000 17.1
953-64 . . 863,000 703,000 18.4
1954—55 (Esnmah) . . 412,000 661,000 20.1
241 YourC note the gradnally i i ' ge of ¢ expenditure *

being TECOV ered from users of the airways system. But we observe ﬂmt insofar as the inerease
i a vésitlt of'mofe revenyé from the Air Navigation Charges; it is “becanse of the inereasing,
utilization of the aystem. rather than beeause of an inereased charge 1mposed for better services
o Whntever poition the users-of the airways system are to pay,
we consider that it should be deterinined in the light of the costs involved and the services
provided, in: accordance with. the 1952 -Agreement.

242, The Depnrtment provided us with & statement of how other countries ‘have levied
¢hiarges ot their own. &ir routes, and'of bow they compare in severity with the charges levied
in Austfalia. It seems that the only other- country with a system of charges. that takes into
acéount both the we:ght of the airveraft and the. type of facilities provided on the air route in

' questxon is Peru » most Gther countries dppear 0 make their- chnrges purely on the basis of the

maximum or actual' weighit of the aireraft. The charges imposed 'in Anstralia seem to fall
roughly in the middie f the fanges opérating overseas.

243, A hat,di it approach to the problem of air charges, that included
isideration of tho

P revenud of the airline operators, was taken during the inquiry
ry of Civil Aviation undéitaken by the United Kingdom Public Accounts
1949; That Committee received evidence that the landing fees levied in' England

1433 Claiuse £(3) of the Oivil'Aviailon Agréement 1052,
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are considerably hiqbét than those on the- Conti and-that they ted to approxi

83 per cent. of the revenile of thé airline companies derived from internal services, The
Permanent Secretary of the Ministry of Civil Avistion, Sir Arold Qverton, K.C.B., ECMGa,
31.0.,. was of the opinion that charges amounting to 5 per cent. of the airline companies’ revenue
would be a fair figure.® .

244, We note that the percentage that the expenditure item “ Air Route Charges  bears
to the total transportation revenue for the Australian National Airlines Commission for the
years ending 30th June, 1954 and 1955 is respectively 1.3 per cent. and: 1.2 per eent.t While
we are aware that. petrol tax would add.something of the same order, and-that the figures may
not, in other respects be strictly eomparable, Your. Committee cannot but conclnde that the cost
of using the facilitles provided by the D, partment of Civil Aviation beayy y lightly
on Australiap operators,

245, We also observe that the United Xingdom Public Accounts Committee reported
that “ the feen charged by the Miniatry for the tise of their airflelds are estimated to meet about
one-sixth of the cost of operating them”.4 We. compsre with this the amount. levied by the
Depart: - of Civil' Aviation, which rep some 5.6 per cent. of their “recurrent
expenditure ”, Again, we. recognize that & further 10-12 per cent. of “recurrent expenditure
i3 recovered by way of petrol tax; but we understand. that in the United Kingdom airline
operators pay an aviation fuel tax mare than two and a half times that of the Australian tax.§
‘We recall also the fact that the original Ajr Navigation Charge was intended to recoup some
30-per cent. of the annual “recurrent expenditure”, This tay have been too high & target,
but we consider a.¢harge of 12 per cent. is a swing to quite the other extreme,

246. We were told that the. charges imposed under the A
caloulated on the samé basis as those levied in 1947, The charges fixed in 1947 are computed
in the manner' described above in: phs 237238, The original basis for the seale appears
to have been that the Government decided' ronghly what proportion of the total cost of the
facilities provided: by the Department should be recovered from the operators, bearing in mind
‘the level of charges overseas. A scale was then devised that used as. determining factors' both
the weight of the aireraft and the quality of thefacilities.used. We asked the Diréctor-General
whether he thought that it would have been appropriate in 1952, or would how. be:appropriate,
to review the basis upon which the charges were made 20 as to take into aceount other clements
than those used in the 1947 determination, He informed us that he did not. consider it was or
would be necessary to revise the. charging system, but that the results of the costing system
being instituted might make it necessary to make some alterations in the rates—

“Coxairree Memoer—~On what hasis are the charaes for the next twelve months
dotermined? Aro they detormined according to airpart facilitics. or is 16 fust that vou
bave this starting point going bnek to 19479—(Sir Richard Williams) We hovo. that
starting point. Tn 1947, we established the route charges in the first nlace, and wn had
regard. to the facilities provided on the routés. The routes were considered individvally
and separately, and. consideratipn was given to the rovenuo obtained' by the operating
company, averago load on a partieulor type of aiveraft opernting on that route and #
reasonable chare was determined. From. there, we go on and add’ the cost. Wo have
not reviewad theso charges at all yot. When wo do, we may find problems wa never
thought. of.* '

247. Your C ittee are d that no alteration in the seale .of charges has yet
taken. place, although it is clear that costs of installation, operation and maintenance. have risen-
—we refer to the various costs that we have discussed in' earlier parts of our Report—and that
facilities of all kinds have heen improved substantjally.

248, One matter that has come to ‘'our notice is the hasic method used by the Department
for computing its charges. As indicated earlier, the Department worked in the first place on the:
general principle that a cortain percentage of their “recurrent expenditure” should bo
recovered from operators, As.the 30. per cent. fignye originally theught of proved too high,
the amount was. reduced and is pow. about 6 per eent. But when questioned whether any
negount wag. taken, in compnting the elements in the charge, of the various services provided
by the Denartment, the Department informed ws. that the. chiarge was not broken up-in this
way. All that concerns them is, it appoars, the total. % recurrent cost ¥,

¢ Sardinutes nf Ruldando, Bth Avell, 1048, Quastian 877, Commans Pansra 1048-20, Vo), 6,
Phs Tianart af tha Snlacy mmmnm?m Tietimates (Firet Ranart, Seaslon lﬁ!(»-.’m’: ordsred {0 bo vrinted 1 23rd Navember, 1955,
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249, Your Committee pre-of the opinion that it would be preferable for the charges to
be based specifieally upon the actual and identifiable serviees provided.by the Deparfment. In
that way the whole basis of the charges. conld more adequately be considered, and greater
flexibility could he given o the eharges actnally levied. Moreover, it might well be reasonable
fov the Department to recoup more of its.expenditure on services for which it acts as a paying
agent, e, metcorologieat and air reseue serviees, than on facilities owned and operated by
itself. It is alio conccivable that for a service not dircetly a part of the # permanent way ",
0.¢,, fire servies, the Department might. wish to charge higher fees than for those it levies in
respeet of use of the permanent way, The costing system being instituted by the Department
should make such an approach possible.

280. We report also ono further matter that has come to our notice. The more modern
agraplanes, pewered by turbines or turbo-jets, are using } rather than d aviption
fuel for their operation. The eustoms and exeise duties on kerosene are mueh smaller than they
are on avintion fuel—in fact they are ively negligible. Tf i ing \i of
aireraft use | dueti invr ne to the O vealth will Le snbstantial, In this
way, the total revenue derived by the Commonwealth from the use of its airways gystems will
decling, or at any rate not inerense in direct proportion to use of the facilities. We asked
whether the Department liad given this matter any consideration, and were told that it was a
matter for the Trensury,

251, Your Commitiee are not eoncerned with whether or not 8 further chavge should
be Jevied upon airline operators, On the whole, ns we have stated before, we regard as. the most
appropriate form of tax one that is levied diveetly on. the user of a serviee and is related
direetly yather than indireetly to that use. What we are concerned with in this matter s that
the potential. Joss of revenue has apparently not reecived any attention. It is ironieal in the
axtreme that, merely because of the irrelevant datail that.one niveraft uses a fuel diffevent from
another, the airline operator. should be radicelly differently taxed on his operations, We note
that: the aivoraft using kerosene have now been in commercial operation. in Australia for more
than a year; and cognizance has still, it appears, not been taken of this fact. We.reeall also that
the revenue derived from petrol tax is roughly double that derived from the air navigation
charges; and amounted to.some. £860,000 in 1954-55, .

252; In conclusion, Your Committes atate it ns their opinion that the delay of the
Dopartmént in ravising the seale.of air navigation charges is unpardonable, It is now three
aud’ a.half yéars eince the Air Navigation (Charges) Act was assexited to, and still no revision
has'been inade. When itiis borno. in mind thet the Act embodied a suk ial jon to
certain operators. who had not paid esrlier tax, Yoir C6 vegard g8 i ble the delay.
in assessing ‘afresh the -cost to' the Commonwealth of operating these ever more expensive
facilities. We have.also drawn atténtion to the anomaly that has arisen in connexion with the
levying'of tax. on aviation fuel and the Department’s claims in regard: to revenue from that
spuree;. This also is &.matter that shonid be adjusted without further delay, more especially
when. that.delay is so-costly to the publie. purse.’

. {e) Jom Cosmw.’

263, The Department has not yet levied any higher charges for the use of its airways
facilities beeause the costing system has mot yet been filly instituted. Withont a costing
system, fhe eosts of operating the aerodrome and airways facilities cannot be. determined with
aceuracy, and thys. no effective basis for establishing the relationship between the costs of the
services provided and the charges ean be determined. P

- 254, We asked the Department v{hetﬁer any comprehensive system of job costing had
dxisted prior to the ratifidation of the 1952 Agreement, and were told that it had mot. The
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purpose of the ayitem is, indeed; Jinked directly to the provisions of that Agreement, Without.

the infotmation that it will-supply; no rational emendation of the sole: of charges. determined
i, 1952 cari’bé undertaken, nor alteration to the seale he justified..

- 2. The Departnent told. us.that the system of job costing that they are introducing

involyesre ** o o o S

© -+ “Tha costing of each works job and mpjor mainfenance jobs individually. It is

» . brokon down inte lahour, material, pnd Jncidentals. Egch 3°b is put up a8 a separato

- .. .proppsal, as distinet. ffom, very mihor works, apd, it fs. cogted soparately. We run off
‘machine tabulatichs under our-punch oard system of the: éstimated cost under éach of
those threo categories, and the progress cost at the end of-sach' four wesks, ' Thess are
distributed to the regions. The regions {:\mcll the cards from the basic documents, We
run them off and send the tabulations” back tq the regions.”

q.1388.,



Q. 1858.

-t

Each job, except minor jobe. valued at under £200, is separately costed, whether it be
a eapitsl or a maintenance job. The only sctivities of the Depariment not costed.in this way
are the small, constant maintenance jobs that are included in the Department’s maintenance and
operational system of costing:

256, Your Committee observe that; had the accounting procedure that, we are informed,
is now (1956) ready to function efficiently; been instituted more quickly after the signing of the
Civil Aviation Agreement in 1952, it would by now have been possible for the Commonwealth
to be levying increased charges for the use of its air navigation facilities. "We draw attention
to the Department’s failure until the end of 1955 to have its cost aceounts in such a state that
they can perform the funetions. required of them. '

257, The Dep bmitted a suppl itary stat t in' answer to our request
for information about the present position of its job costing. It contained’ the following
information® :—

“The position of job: costing is now much improved. In velue, jobs for which
costs have been recorded to the end' of 1954-55 reprosent 85 per cent. of the total.t All
jobs in Queensland, New South Weles and Vietoria-Tasmania have been fully costed to
the end of 1954-55 and it is expected that before the end of the calendar year the issus
of progress cost statements within 2-8 weeks of the close of each cost period will commence
and continue on a regular basis for all Regions.

The arrears d from the cir under which it became necessary
for the Department to introduce on a retrospective basis a full maintenance and operational
costing system for the purposes of Air Navigation Charges, following legislation passed
towards the end of 1952, These et have been ioned in evid before the
Committee and also in a supplement to Document 18.} Job costing then became. an
integral part of this system,

As the Regions eventually overtook their arrcars an_abnormal: load’ fell on the
Tlend Office: equipment, To eope with this load, the hours of operation of the equipment
have been extended by almost 60 per cent. by the working of shifts and overtime, As
indicated: by the Auditor-General, the Department was negotiating for the hire of
additional. equipment and: it was expecied that these negotiations: would be suecessful.
The suppliers, however, although. they could: have supplied an additional tabulating unit,
found that they could not make the neceszary ancillary equipinent available. In the
circumstances their own: bureaw is being utilized ss much as practicable to augment the
Department’s resources.”

258. Your Committee invited the Department to give its reasons for the slow development.
of the job costing system.. We were told that.the main reason is that the Department decided
that the most important. thing was to keep. ahead of the development of civil aviation and to
help to maintain the safety record of Australian: civil aviation. Routines such as job costing,.
we were told by the Director-General, should come later— .

“In the early days of this organization, zs T have explained to the Committee
before, we bad a big job to do. Our main responsibility was to keep ahead of the
development of civil aviation and ensure safety in operations. Consequently I was
pushing everybody to get the job done—that job, not a whole lot of paper work, Apart:
from that, we had & terrible Eot of stores and all that sort of thing; %ou can pick up
men, unskilled' and skilled, but you just' canuot pick up men who are suitable for
this sort of thing easily—or we could not at the time. When there was pressure to
cut staff, we had'to think of the trimmings' rather than the main job. Consequently,
if my finance fellow came along and started fussing about this, that and something else in
regard to job. costings, T put him down a bit in the order of priority. I gave more.
priority to technical men than to that sort of thing: But as time has gone on, the
organization has. settled. down to a definite system of running. We have got these
machines. He told me thet the intreduction and wse of machines would do awav
with' the need for' human beings, which are most costly, I backed him in that and
got the machines, I hope we shall now be in a position to have everything that a
normal business organization would have”

259. Time and again we have come across this kind of attitude to g p
and iob costing, ‘We have been told that the main thing was to press ahead with. the work in
question or the project that was in hand or with the development of this or that technical device.

s Py

Your Committee are not satisfied with the way in which repeatedly this kind of thing happens.

and this explanation is offered. We call to the attention.of those who ave wont to act and to excuse
in this way that they are using funds véted to'them in trust by the Parliament. The funds aré
to be used for purposes understood at the time of the passing of the Estimates (which Parliament

can only presume are based. npon a knowledge of costs), and in the manner preseribed as correot.

usage by the T We ider that, what: the difffeulties involved in obtaining staff,

greater efforts should'have been made to keep the costing side of the developmental activities of

the Department under control. '
"ﬂu Bxh},hlt No. 23/28A.

al hera meana total valuo . Sar Questions 1987-1360.
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260, Further, Your Committee are of the opinion that the responsible officers of the
Department have not shown sifficient. appreciation of the use to which a system of job costing
can be put when once installed. It can, for inst be used to compare the performance of
similar operations by a section of the Department in one place and a similar section of the
Department operating in another place, Again, the system can e valuable in determining how
much of any given increase in costs is a result of inefficiency and how much is a result of
genuine increases in costs, We consider that these and other benefits that may acerue from the
installing of an efficient costing system have not sufficiently been taken into account. We refer
especially. to Questions 1019 and 1021, and quote the following section of our Minutes of
Evidence:—

“Coxanzrer MeMper—The question was raised whether the people doing the
work. actually understood tlie' benefit which might ensue. I am wondering whether the
results obtained would be not merely understood by these people but would be understood
and used by the heads of the department, beeanse that seems to be important.—(3fr. Scotf)
We find. in_our Division. that there is a growing interest in what these costs are producing
and what they can produce. We know that from our personal experience.

Conrsrrree Mestoer,—T would not put it exactly like that, The question is whether
analysis of these statements is going to be of real value?—(S8ir Richard Williams) It
will be used mainly on the preparation of the estimates and the like and as to whether
we get this, that, or something else..

Cosyrurree Meaner~Perhaps it could he used as. o evoss-check between regions
to show whether there is efficiency or inefficiency in operation, one against the other?
—(8ir Richard Williams) One gets a zencral indication of that from staff employed.
TFor instance, one goes along to an aevodrome and finds two or three men employed and
ane asks why it takes three men to do a job which is done by enly two in a.similar place
somewhere else. Arising from versonal visits of that sort you get a pretty good idea on
that point—(Mr, Anderson) I think the extent to which this costing system can he
effiefently used in the manazement of the department’s activities has still to be
demonstrated. ¥ think that is the answer to your question.”

261, The Department assured us that by the end of 1955 they would be in & position to
operate the job costing system,* and we anticipate that it should soon be possible for them to
congider, with the. proper information before them, the institution of a revised scale of charges.
The Department itself has been so emphatic that its services are improving and its costs rising
that an appreciable increase in the scale of charges levied appears probable. We realize that
a charge that would, even together with the tax on aviation fuel, enable the Department to meet
its recurrent costs from these sources would be far beyond the capacity of airline companies to
pay, and do not look for the levying of such a charge. However, we consider some revision is
long overdue.

262, Your Committee understand and appreeiate the complementary policies that—

(i} the. Commonwealth should develop faeilities as fast as they ean be fully utilized
by the airline operators and to keep abreast of current, developments in eivil
aviation, and

(ii) the charges levied upon the users should rise as the quality and usage of the
system increases.

It is, to say the least, disturbing to find that at present no one-—neither the Department nor in
the Gov: t—has had anv opwortunity to consider whether or not the Air
Navigation Charges should be increased. The necessary figures are not as:yet assembled.

263, We were told that the Department isnow receiving information regularly from most
of its Regional izati d that this is duplieated on the central records held at the Head
Office at Melbourne. The results are then passed back to the Regions for consideration but are
used in Head Office for such purposes as may be desired. We were interested to know why it
was that all the analysis of the job costing records is done at Head Office rather than in the
different Regional organizations, and the Director-General answered—

“We have not tha facilities' for daine it in »11 regions, nor in anv of them,
,  we only nsa onr verions to aive us infarmation and we nse machines at Fead Office.
_ whith {s the only nlace they are, to complete the job.
' Cornrrere MesthEr,—Yon do not find that that resulis in any vndne dclay?—
‘(Mr. Scotty No, The carda. and the resnlis nroduced from them at Iead Office, are
sent by nirfroicht or airmail. where it is justified, and that reduerd the time Ine and
thire is not very much wait involved in it. Of course, there would he no instifiention
in having a nnnch. oard tabuletion and sorting outfit in each region. They merely punch
tha oprde and eond them fo us. They do not hsve to send the documents to us.—-
«  (8ir Richard Williams) Finance is finally controlled in Head Office and we need that

® We hava tlnc heon tnfarmed that by the end of 1055 * the onsting (punched card) system had been oxganded to all Reglons

Qs. 137741379,

Qs. 1872-137¢.
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information more:thah anyhody. I do hot say-the reﬁ'qn’s‘dé Fiok: neeid 1t°hut We Fequire

i; emo;:és.;'—(lllra iBcdlt) Stufements are sent to the-regions immedistely. they coms off
press. : : -

Comuirris Mrusrz—You have men in Head ORce who :t‘a";dompételnt. to

understand whitt the cards mean. and from. them bo able-to aurvey. th lo-ambit.
your wark. throughout Australiat—(Afr, Scott) Most cergain‘l’y.lf"‘wey ¢ whola-ambit. of

It is to be hoped that before long the aystem that has taken so meny yearwand & much effort.to
install will be fullyrand-efficiently used. . v B

CHAPTER IX—AIR MAIL CONTRACTS.
(@) Hizrory oF A1k M PAYMENTS,

264. Australia was.one of the first countries in the world to institute any regular air mail.

serviees, It js not withoat aignificance that the earliest services established in Australia were
over routes serving. ouflying areas and not between substantial centres of population. "i‘hus, the
first Australian air mail service began with the establishment of.a regular ®ir service between
Geraldton and Derby (Western- A lia). in December, 1923, "1t ded by m"any »yéars
regular air mails hetween Melboume and' Sydney.

265: The Department stated that-air serviees. in the enrly days depended far more. heavily
than they do to-day on mail trafe to provide them with commercisl loads; Broadly spéaking,
World. War II. marks the dividing line between, the period when éven ‘the. major. domestie

perators depended. substantially o revenug from air mails, and' the present. périod, when air
mail payments; though still a, valuable. souree of tevenue, have: ceased to -be. essential. to the
operators” existence. It is interesting.té note that in i ional civil aviation,.the depend

of operators upon air majl traffic is still pronownced., The following table gives a picture. of the

relative dependence of domestic and'int onal operators upon rail trafe in 1958:54
— R T e
' Total Yoad Factor, i Capaclty Load,
. . Per cent. ' Pfe‘r cent. ’
Australiat National Airways .. .. . PO R - 705
Trans-Australin Airlines, . . . o 1.45 i 7.0
Australian Tnternational Op R N Y
British-Buropoan Airways Corgoration ... . o f 85 f - gh6
* Pon Amgriwn Afrways (1968) . .. .. . ., .. | o, [ e
British Overseas Airways Corporation .. - . .l 119 1 - 845

266. In commenting upon: these figures, the Department statedw: '

“It can be concluded, firstly, that air services which depend principally on
passenger and froight trafflo are unav’nidab]y committéd’ tb“proﬂdih% ca'plnoity ?n"ezccésu
of that whioh will actually be used and, secondly, that no Sighificant connexion’ :exits:
in practice botween the proportion of totel air trafic which 5 drawn from . mpils.

and- the total load fagtors which sre achieved. -Oonsequently, only if Ausiralian ajr -

sm‘vicc.& woro gondueted at total load factors lower than those, which. epply to th
operations of the airlines of other countries could it bo. hield that capngity '\?:Ix’syavnoilnblg
for the carriage of additlonal trafie. The statistical evidencs does mot, howéver,
support. such 2 contontion.”t . . - . T !

267. The Department told us that in drawing up: for the carriage of air-mail it
is. c y_to make a distinetion between twa: ics, In the first oaiegory are operators
carrying mail along woll-established routes, for whom ) can be caleul ‘.fby‘ £
to the amount of mail and the distance it is carried. In the second eategory” ave: operators,
payments' to whom &re related to the. economics of the air service required by the districts
served: they normally sexve areas to which no other regular form of t'ransp'ort‘,_a.g., rliilw‘ayé-,
runs. ’ ‘

¢ Ses Exhibit No, ;
 See Exhibit 63 gﬁ}! 4 H
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268. The operators conducting, services over the more densely populated areas receive
payment. for mail .at rates decided upon after negotiations between. the Department and the
operatoni; soncerned—

“For example, T.A.A, and A.N.A,, the bulk of whose wervices operate over the
.main trunk routes, reccive payment at the rate of .05d. per pound mile for mail
normally carried by air and .025d. per pound mile for mail not normally carricd by
aix, but which is so transporied during floods and: other emergencies”® .
The-xate for these op was, the Dep stated, “d ined hat. arbitrarily in
1952 a¢ u-matter of Government policy, after consideration of relevant factors such as the rates
_previously piid t6-these airlines, the amount of anticipated receipts from postal charges and the:
overall expenditure of: the Government ”,

269, At thé other extreme are. operators who are in effect flying developmental air
services. ¥or determining payments to them, the Départment assesses the requirements of the
airline “at a figure estimated to be sufficient, given efficient to bridge the gap
‘between: costs. and revenue and to provide a..margin for profit”. The Department receives
estimates. -of receipts. and expenditure from the companies coneerned and, after close:
‘examination and in ltation with the company id, reaches t on the

ted i ts of the for the ensuing period. The Department explained

“The serviées falling within this "developmental’ eategory are those which
- bring the benefits of mir transport to residents of sparecly populated areas of Westorn'
) Australia, Northern Territory, Queensland and New South. Wales, and. the continued
-opération of these services is in conformity with the Govornment. Policy of developing

these areas.’{ !

270. We were told that the.full paid to op for devel 1 services
are not-found from the funds of the Department of Civil Aviation, Some of the money paid
usually comgs from th,e Pogtmaster-General's Department and further sums, in the easé of the
Territories, from the Departmeént of Territories—

. “Comurrrer Menper—Have you the amounts paid by the thice departments?
—{Mr. MacFarlang) For 1954-55 we received from the Post Office for Connellan
Airways £1,700, and from the Department of Territories, £13,000.

Comstrrree Memser—~What was your own contribution?—(dr. Aackurlane)
The. total peyment was £62,000, so about £32,000 came. from us.

Comurrres. MessER—In dotermining the amomnt you will pay, as distinet from
the amount. paid through you by the Post Office and- Dopaitment of Territories, have
you any idea hoW your payments would relate to the total receipts of Connellan
Airivhys ‘or to- their own financial situation? -Ou what basis do- you assess the.£32,0007
Do you fix a. fighre and .pay fhe difforenco botween that and, tho amount paid by the
other two departmentste—(Sir Richard Willigms) Wo make an agreement with the
Post. Office and the Dopartmont of Territories as to their contribution. Each year we
examine the  company’s trading figures, and, we provide the balance.

Qormyrrer, Mexser—~To bring him a profit or fo bring him to equation?—

(8ir Richard Williams) Al those siibsidies aro paid on u basis of 73 per-cent”

271. The 7% per cent. basis referred to in the. quotation is the amount of profit that the.
Depirtment has  décided should be permitted to operators recelving a subsidy for
a developmevital: air gervies, Thé purpose of limiting the profits is of cowse to prevent
Commonwealth revenue from subsidizing to an unr blo. extént the sharcholders of. these
companies. ‘We asked the Depaytinent what safeguerds they had imposed t6 ensure that the
subsidy would not #o on betug paid indefinitely—

“ Cosarrrer Mumper.—A, number of considerations oceur in my mind. Normally
the initial stages. when an air service is restricted, would bo the period of its greatest
financia] stringoncy, But as the air service developed ono would’ expect the operator
1o be .able' to stand on .his- own: feot, In. this instance we find that. although this
company’s servico has: expanded, the charges have become highor. The second point
that oceirs to mo. ig. that whon one is peying on a cost-plus basis, he has to be very
serupulous about, these things. You are paying tho piper as 2 result of the 73 per cent.

. arrangement?—(Sir Rickard Williams) Let us go back to the policy that was adopted

in relation to- the: establishment of, aerodromes. Wao say that wo will not do anything

until the local people. have developed an asrodrome and tlio volume of traffic justifies

the provision of & gervice. In tho case of Connellan Airways, Airlines (W.A)) Ltd.,

and. MacRobertson-Miller; .the. C alth has from, the commencement used these

services for tho purpose of providing communications to sparsély opulated arcas. It

is not expected. tgnt, in the, foresaeable: futuro, the volume of traffic will justify those

. services;, they are provided by the C mi 1th, for the and benefit. of the
' people. who. ate living ini and developing the arean:

TEREL R
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272, 'The Depart: informed us-that if'an o] wishes to extend his service, he has
to consult the Department before doing so. The Department wonld only encourage an operator
to extend his service if they idered that it was desirable for some good recson. The
Director-General told os— .

“This thing has worked both ways, In some cases, the Tost Oflice might.

inquire as to the possibility of the. provision of & service to another placo to deliver
mail, g0 that they ean do away with un existing contractor who docs not wish to carry
on, and so on, We have n look at it Lrom the point of view of what is going to
bo involved—the esti d cost of providing the service compared with what they
are paying for the. existing service, Un the other hand, the operator might say,
“Bo and so in a certain arca is asking whether hie can bhave an air servico, He is
prepared to put in a landing ground nt his.own expense, and I am prepared to serve
him if you agree’. We have a look at .that proposition from the point of view of
whother the extra servics is warranted, and we might discuss it with the Bember of
Parliament for the district, if ho has recewved representations in the matter, In
cach case, wao consider whar is involved amd whether it would be worth while.
Occasionally we receive req for aa of to come out an additional fifty mites
to save the residents going in. ‘what has bappceuned, for esample, at Laverton, in
Western Australia, In that instance it was considered that it would be a waste of
money for the operator to go out furtier m view of the limited amount of traffic.””

2id. Although most of the operators full wto the two categorics we have described above,
the Department hus found it neecssary, to find a nat-way house tor some of the smaller domestic
vperators. lor them, the Department has deciucu that somewhat. higher rates should be paid
tor the carringe of air mail than are paid to the. mujor domestic operators, The main reason for
matung speeial payments to these smailer operaturs 18. that the normal volume of mail carried is
swell as compared with that carried by the two major operators; and the incidence of the costs.
involved in thecarringe of the mail is therefore more.severe.

274, The Department informed us that they are at present. examining applications from
some of these smaller companies for higher chu.ges. The payments to them are not related to
their financial position but to the-actual cost of currying the mail—

“ Wo Lave certain companics in the outback areas which are dofinitely subsidised.
The othor operators between tho major operators and. the subsidised ones, such as Ansett,
Butler and Queensland Airlines—that just about covers them—whon we go into the rate
of payment to them wo consider, not their financial position, but. what. they have to do
with this mail-~the expense ineurred by them in carrying out the contract.”

275, 'The Department also informed us that they make arrangements for the carriage of
air mail iring special trea t. In particular, the Dep t supervises the carriage of
diplomatic and safehand’ mail d to destinations within Australia, . The charge for these
packages is made by the operator upon the Department of Civil Aviation, which. in its turn
charges the person despatching the mail. The diplomatic and safehand mail facilities are used
internally by such persons as Consuls-General, who. send mail. to- their Embassics in Canberra
and by Departments requiring safehand treatment for despatches, The facilities are designed
to handle letters requiring delivery earlier than postal despateh would provide or warranting
speeinl security measures; but precious eargoes sve not handled.

3 4in Aiml

276. The Department charges 8s, 9d. per Ib, for ic and
degpatehes. The rate was “originally fixed during the war to coincide with: the rate then paid.
by the Postmaster-General’s Department to the Department of Civil Aviation for each pound
(gross) of Australian domestic letter class mait”, We then .asked—

“ Cosarrree Mruser—What was the original basis on which 1ates were fixed?
Apparently it was the letter rate operating during the war, but why' did you apply that
standard —(8ér Ricliard Willi«‘zmxg This diplomatic mail is sent- to us and we make the
same charge as tho Post Office. does on airmail Jetters, 83d plus 3d. per balf ounce, Then
we. hand it over to the mail oporator and' pay him the ordinary airmail rates.

Coxemrrrer Memper—What wns tho basis on which you decided to select that
rate—(8ir Richard Williums) Wo aro charging, the: embassies: exactly the same: as they
would have to pay if their mail went through the Post Office.

Coxarrrrer: Meuper—You realize' that these people have: highly important
documents which require particular care but you do not desiro to-unduly penalize them#
~(Sir Richard Williams), That is so, and we make a profit out of it by putting it. all
togethor.—(Captain Johneton) I think we make the samo profit out of airmiail letters
from Canberra to Sydney beeause. tho charge is. 33d. plus 8d. for a short distance. In
this cnguli%) goes in a8 bulk postage. It does not go' through the obdinary mails; it goes in
a special bag.

P Coxyrrres Meyner—In other words there is no-concession rate. at allt—(Sir
Richard. Williams). No, It is just a special service in order to keep it. out of the
ordinary mail becauso it is diplomatic material which the embassies' do not wish: to send
through the ordinary mail. Tt is colleeted at Sydney for example by the consular
representatives.” .

63
271, The revenue derived from dipl ic and safehand. & hes in recent years has
been—
_— Dumestic, Joterostivual, Total,

£ £ £
1963-53 . . . . 13,633 15,344 A 28,817
195354 .. . . . 16,902 11,386 28,288
1954-55 (estimate) .. . 14,600 8,700 23,300

278, Your Committee doubt whether it is necessary for the Department to act as an
intermediary in respect of these mails. We can sce no good reason why an arrangement similar
to that now used for ordinary air express packages should not be instituted for diplomatic and
safehand mail; It would avoid the necessity for the Department to act as an intermediary and
would save the costs associated with that function,* If it is possible for overseas operators to deal
dircetly with the consignor, it should be possible for the internal operators to do the same,

279, The Department appears to-have (and exercises) certain necessary supervisory
funections over the of safehand mail; but no adequate reason has been given for the
Depariment’s additional funetions in respeet of d ie safehand d 1 It app that
the operator renders an account on the Department, which levies the charge mentioned above
upon the consignor and makes the necessary payment to the operator. We regard the
Department's functions: here in the same way as its previous functions on air mail payments
(this subject is dealt with more fully in the next seetion of this Chapter) : they appear in the:
main to be mere duplication, not called for by the service performed.

280. Your C i da id of the present position and suggest
that the most sensible arrangement wounld be for either the operators themselves to deal directly
with the consignors, or for the Postmaster-General’s Department to perform the necessary
intermediary functions.t

(b) Tue Merrop oF CompuriNa Am Maim, PAYMENTS..

281, The Department of Civil Aviation. told us that for many yeors they have acted. as.
.agent for the Postmaster-Generals Department in' determining the method of payment for
carriage of air mail and in making the payments to operators after a proper examination of the
accounts,

(i) The Entry on the Estimatces.

282, Until the: financial year 1955-56, payments to operators for the carringe of airmail
were shown in the Estimates.of the Depariment of Civil Aviation under Divisions Nos. 72 and
78. A note of the revenue received by the Department for making these payments was included'
in the Sumiary of Revenue at the head of the: scction of the Estimates dealing with the
Department of Civil Aviation. It was headed an “amount recoverable from the Postmaster-
General’s Department and other sources for conveyance of mails (domestie' and international) »,
Prom. 1965-56 onwards, these items will disappear from the Estimates for the Department of
-Civil Aviation and will be ineluded in those for the Postmaster-General’s Department.

283, Having regard to the ci Your G regard the change as desirable:
but.we consider that the change shonld. not. affect the inclusion of the details of air mail payments
at present. shown-in the Budget and Estimates papers.. If amappropriate place can not be found
in the Estimates of the Px X! Vs Department for all' the information at present

_ contained in the: vote for-the Department of Civil' Aviation, we consider that it ought to be

shown in the Budget Papers, e.g., tho i of t 1 mail pay in Division
No. 73 should not be lost beeruse the payments are now shown in, the votes of the Postmaster.
General’s Department..

284, In reply to our inquiry as to the relationship between the Department of Civil
Aviation and the Postmaster-General's: Department, we were informed that originally the
fanetions had been divided in such a way that the Department of Civil Aviation was responsible
for makirig p ts:to the: t The Postir -General’s Department was fesponsible
for. colledting the surcharge. on the mail from those sending matter' by air mail, and' made a
‘paymerit of the whole of the sui‘charg:e, exeept a small pqrtion retained fo cover its own

Y £ 7v6tsea; the Dynyctmant leviot n chargo of 6/104. per pound to cover tho extinated cast of ft .
© For the mall dontlned (37 vsrseat; the Dy 1 a char cund 19 sqver tho sittusted sort ol it carriage withia
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adniiniitrative: couts,.to the-Department of Civil Aviation for ‘making paynents to the carriers
of the mail. Thus two entries concerned with air mail payments were included in {he
Estimates, one for the Postmaster-General’s Departiefit (t6 the Department of Civil Aviution‘)
and one for the Department of Civil Aviation (to the operators), As the amount of the air
wnail- increased, 80. did-the expenditure associated with it, and the total entry in the Estimates
became of some significance, Therefore the change deseribed above was made, and in future:
miy entry in the Estimates in respect of air mails will appear in the Estimates of the
P G V% Department. Thus the whole of the funds wili remain under the-control
of the Pe General’s Dey who, the Director-General of Civil Aviation told s,
“gtill find it convenient to use us as agents in dealing with the operating ecompanies”.

265, Payments to operators for air mail buve increased as follows®:—

ol B o
Yesr. -

Revenve, | Expenditure. | Revenne. | Expéiitwe. | Revenut, | Expendilure®

£000, £'000, £000. £000. £000, £000.
1952-63 . . 1,080 203 2,214 2,672 8,204 3,486
1953-54 .o . 1,168 | 838 2,401 2,659 | 8,659 3,609
1954-65 (estimate) . 1,203 | 812 2,612 2,682 3,716 A 3,508
* Taclades an amount chargsd to Adminlitration of £11,000 In 1052-63, £12,000 fn 1953-54, and £14,%00 Ta 06655 e kb Quintion 23

286, We discuss later (see Section (¢) of this.Chapter) the,problems of profit and subsidy
to which this statement gives rise, It is quoted here to give an indieation of tho magnitude of
the p involved in' the. of air mailiin and to and from. Australis.

(ii) The Appropriatencss of the Rute. .
987, In an endeavour to find out how alr mail payments are puted, Your G
asked whether they are ealeulated by—
(i) determining the actual cost of carrying the mail and includinng an allowance for
the gpecial eonditions applicable to the carriage of air mail; .
(i) reluvting‘ them in some way to the freight rates. charged by the airline companies
for commereial traffic; or
(iii) relating them to payments made for carvinge of air mail in other cointries.
The answers we received. were nof satisfactory. '

288, We were told that air'mail payments involve speciat considerations beeause of the
way in which, operators must receive und deliver mails and take responsibi]it;: for' them while:
they are in transit. The most satisfactory statement of the position was submitted to us by the
Australian National Airlines Commission, and we quote # seetion of their interesting note on

* air mail paymentst—

¢ Mail requires special handling and documentation—at every point where mails are
handed over from one person to another, signatures. of receipt must be obtained on &
document which olearly specifies. thie type of mail, numbefs of bags, and originating and
destination points, On the aireraft, the First Officor is responsible foxycheckm'g‘thaz all
the mail is loaded and ho records the loading and offloadin of mails at ermediate ports
during, the flight, Some other points indieating the special trentment. which is given to
mail are:— .
it (i) The operator is obliged to delay aircraft dopartures. for-up to 15 miautes
to odably & comiexion to be proyided for mail from another Aight;
(i), Tn.most ports the mail is. picked up from and delivered to tho: Post Office
frea of charge, Other cargo is never picked up from the: consignor and'
delivery to consignees ig eonfined to limited arcas.in the cities;
(iii) Al sllxpporting docuinénts mus¢ be provided: ind éhecked Gofore jpayments

will be made fob-earrying the mail; . .
(iv) At the major ports, an officer on each. shift: ju-assigned to handle the
mails, and he is fully employed on these duties; K ¥
(v) When tot in hovemént, mails must' be kept under special security
arrangements.

Many schedules ato détermined by the P\M.G\s: requirements as to-tho catriage of
mail, Thess fighis must-be operated, becauso of mail commitments, at, t,‘x‘mes,“;];ngh aro
unattractive to: passengers and Wwhich are. ope iy and reially. unds 0
On a Melbourne-Sydney flight. this means that for every passenger lost, 98.1bs. of mail
must be carried to.tnake up the Jogg of revenue”’ ] )

.
yent dre quoted fa full, . N
tow h{ '.'?he: g‘xﬂlhlt o, 23/3!. Statement 8 “ A", .

&
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- 28, Considering first.the- possibility that some aunlysis-of the achual couls of carrying mail
might be made 50 as to ine appropriate rates of pay to operators, we asked whethes
any such analysis had been made, We were fnfornmed that in the United States of America
«considerable time and energy had been spent, and considerable argument aroused, over
determining the cost of carrying-air mail. We asked whether any such attempt had been made
here—

“Coxirrrer Mesper—, , . Have you over beon sufficiently interested to make a
pavison for etatistical purposes, applying all those fuctors of variations in landing
charges, different capital costs, Jabour cliivges, fuel costs and so on? Could you say,
‘In tho light of those factors, this is a rcasonable, or unrepsonable, charge’?—(Sir
Richard P;Filliams) T hiave never sought such figures and T would be surprised if they
were in the: department.—(Qaptain Johnston) It would be a very interesting study but
would not. produce_ any evidence as to the reasounbleness of our payments, It would
be just a theorelical study.~-(8ir Richard 1Villiams) We have not Sm staft to do it.”

280. The ‘Department told us that there were many problems associated with trying to
assesy the adtiial cost to the operators of the carringe of air mail. Captain Johnston said—

. % . . Xf you divido the cost of operating a service by the amount of rommodities
carried you get an apparent coat, but of course somo clusses of traffic cunnot be obtained
if the oporator trics to charge the full proportion of their costs. We have not, in
Ausiraiia, atterpted to scparate the fair payment for the carriage of mail from what

K might be called the subsidy elowent in the mail payment. That has been done recently

. in the United States, Affer several yeas of investigation they have drawn an arbitrary
distinction between What thoy call the fair payment for the carrfuge of mail and' the
subsidy élemont. So- far as wé. arc aware it had not been attempted in any other
goiintry, -and: wo have: not done it here,

Comurrree: Muangn.—So there is no way-in which you think you can apply what
wiglithe:called & cost-plus basia to.the major domestie airlines if this was congidered a
.good principlat—(Sér Richerd Williams). L do not suppase it would be impogsible o do
that, but,if would bo a long.drawn-out progess with.all.sorts of argumonts arising, and I
do ot think it would be worthwhile, I would no Fdcommend it

Corrrres, Mesmer-~Do you continue to- give. consideration to trying to find an

,-lternative ‘method, or are you satisfied that this is the optimum mothod used now?—
(8tr Richard Williams) T our own mind we are perfeetly satisfied that the mothods we
use nre fair and reasonable, and we see no better alternative.”

‘Your Commijtee do not wish to dispute the method by which payments ave at present made to

airline operators for their earringe of air mail, In fact, all the operators told us that, with
certain reservations, they are satisfied with the method now in use for paying for the carriage
of mail. . :

291 As for the amount of the payment, Mr. Butler indicated that he thought that on
many of Jiis rontes the carriage of mail was uneconomic for him, and Captain Ilolyman taid
that ho.considered the rate should be increased to take account of inerensing costs,

'202; Your Commnittee were unable to obtain any indieation from. the Department of
whether'in fact the cost to the operators of carrying air mails is higher than the payments made

to-them by the Department,.as is alleged by some operators,

" 298. It is & matter of gome goncern to us that the Depprtment appears to have 1o accurate
i 4\1,0(150, of the bg{sic facts. The Department claimed that it wes because they did know them
‘that ‘they thotght it preferable that they, rather than the relatively unskilled” Pogtmaster-
General's Department, should undertake the drawing up and adjustment of airmail contracts.

<When:-tle cvidenes discloges that- the Department docs not know what the veal cost is and does
-not think' it; worthwhile endeavouring toascortain it, wo consider it 4 serions. matter: -Our

criticism is not of the amount of payment, which. from all accourts. seers to be satisfactory,
but' iy of the. attitude towards the: collection- and -analysis of thp bisic: data upon which the
Departmént ahakes its «detailed-decisions ad to appropriate rates of payment. We recall our
‘slinilui-obsetvationg iri conriexion with, the levying of Air Navigatfon Charges (see Chapter

VAII, Sections () and. (c)).

. .‘-'294.,“ th _‘;my of checking the appropri

of mail paymenty would be for the
Departmont.io make a R its own d

i pir-mail. p # and those made

.in other. countries. But here -again. the Departmont.seemed-unable or. unwilling to make apy

cloge examination, We were told that tho conditions iu Australia ave no dissimilar from those

in other countries that the comparison could not casily or relevantly be made. With. that.

observation we are inclined. in general to agree. However, we consider that it might well be

‘valuable, it other forms of détailed analyis of the costs of carrying air mail are-not practicable
F.2317/66—8
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or desirable, to muke some¢ comparisons. The results would. certainly help to. confirm or to. cast
doubt npon the existing rates of payment—

“Cosurtee Meaunkx~If there is no fair basis of comparison. possible bétween
your circumstagces and those of the railways in relation to the Postmsater-General's
Department you would have to g0 to servwes in othcr counmeq to find » baus of
comparison. Have you ever had iean.rates ‘and ratios or
British rates and rMms?—(ﬂtr Richard thluamaj Yos, the practices overseas aro
similar to our own.

Courrrex Mexser—Tho ractices, but what about thq rates and ratuu? Have
you ever had occasion to study tl? 0se statistically to make a compurunve analysis in
order to know whether you are on the right track, because. 28 you say in the documents,
to some extent you must be-arbitrary. Ln such circumstances I take it you would look
for all the statistical support yow could get to removo the :rbltrarmeu as far as
possible?—(8ir Rickard Williams) That hias not ocourréd to my mind in selation to:
domestic services and personally I should think it a wasto of time beuuue conditions
vary to such an extent. We are thoroughly aware of what goes on in international
operations because all. those matters, of i ail : ts for it
are dealt with by tho International Postal Union, the Internnhonn] “Alr ‘Transport
Associntion and-so-on, and so wo: get an mdxcntmn. Our indication. from that source is:
that overseas they pay pretty high rates”

The charges in America are, we understand, rather higher than those. prevailing ih Australis.*

295, Yet another method that might bo adopted for ascertairiing' whether the air mail
payments are at an app iate level to be for the Department to-examine the level of’
its payments for carriage of air mail in the light. of the rates charged by operators for other
forms of freight, The Department appears to consider that it would not be relevant to compare
the air'mail rates with those charged by the raxlways, because of the vital importance to aireraft
of the weight of the mail in question. Therefore it scems that it-might be best, if this approach
is adopted, to- compare air mail rates paid’to operators with the rates.charged by them for other
forms of air freight. The presumption would' be that they are not running thé other services'
at & loss; and that therefore a comparison-of freight and air mail rates would give some indication
of the fairness of therate paid. to them for the carriage of air mail, -

296, The A lian National Airlines- Commission provided us with some useful figures
the p made to them for the carringe of air mail with. rates charged by them
for various classes of freight. The. figures. are asifollowst ;-
Pence m?n'
ton mile.
Mail— i
Tnternational . . . . 205
Domestic—
Tirst class . . e . . . 100
Second clase . .. . . . . B0
Freight ... . . . . . .. PR 5
Air express—
Melbourne-Sydney .. - .. . .. . . 80
Melbourne-Launceston .. . . D ew e 90
Adelaide-Perth . . ‘e . - o 84

297, Thus it can be seen that, leaving aside the payments for international mail, the rate:
paid by the Department, for first-class mail is a little higher than the highest of the rates-charged
by Trans-Australia Airlines for air express parcels. Considering the opemtor’s Bpeexnl
responsibility and the extra handling involved, we would be inclined to the view that the air
mail carriage rate is of the right order of magnitude.

298, We asked whether the Department endeavoured: to meintain any sort of relationship
between the rate for the carriage of air mail and the freight rates fixed by the opérator. The
Director-General told us that—

“ . . Wehave always conside:ed ‘that, having regard to the conditions of. the.
contract,, thewcnrmge of mails, and the responsibility placed on the operator, he should' get
for the carriage of mails a rate higher than. the freight rate but we-have never szid that it
shonld be 50% higher, or any otler pnrhculnr figure,?

299, Your Commi ider. that in att g to in with' the' proper
rate to be paid for the carriage of air-mail, the meﬂwds of the Department. of. Civil Aviation
offer scope for improvement. Nevertheless; we feel bound to observe that, from the information
that we have been able to obtain from them-and £rom other sources, the rate for air'mail payments
appears to be appropriate, a circumstance apparently arrived at haphazardly rather than by
caleulated design.

® Sesalto Question 1189, whers the Director-Ganeral dlscueses the difficulties: and advll\hnel of making & com) hon with oo\lntrb‘.
1 5o Exnlble No. 23/47, Biatoment 8 <A , pati oth-r
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(iify The Computation of the Amounts Owing.

800. Your Cotamittee also questioned the Department about whether some more economical
form of computing the amount payable might be devised than the present method of weighmng
ail mall cilicd ang Pay.ng xov it aceoidg.y. The suggestion was that the Department might
operate on the same principle as does the P G I's Dep initsp
railways for carriage of mail. The procedure there is for the P G 1's D t
to make sample weighings every year or two and to make payments to the railways on the basis
of these samples, There is therefore no need to weigh each individual consignment of mail,

301. The Department of Civil Aviation told us that this method would be unacceptable for
computing air mail payments. They pointed out that every pound carried is of importance to
‘an. girline- company and that in fact all freight (including mail) carried on an aircraft is
weighed: no additional burden is imposed upon the operator by making puyments for air mail
according to weight. The various whom we: app d for dicated
that they would in any case weigh the mail-—indeed would have to do so—and that they prefer
the present basis of computation, which reimburses them “ for every pound carried ™

“ Coanrrrree Mexuer—Sterling or avoirdupoist—(Sir Richard Williams) Both,
The operutors avould not be happy to accept an arrangement under which anybody could
put in' an extra 1b. for no extra payment because every load that goes out has to be listed.
Everything is required to be weighed and placed in a certain position in the aircraft.
The operator’s aim is to #ill the aireraft each time. Ile cannot afiord to have empty space
and hie would not be happy to have an arrangement undor which 20 b, or 30 1b. could
go in-without any extra revenue being derived. He could. otherwise fill that space with
freight and get cxtra revenue. Iu the case of a railways mail truck, when thero is extra
mail, in it goes. Any change from our sysiem to the rmlwnya system would not be
attractive. to operators and L do not. think it would be equitable.”

302, Your Committee concur in the views expressed by the Department and the operators
upon the method of, computing the mail carried by them,

(¢) Is TEHERE A Sussmy{

303. It .is sometimes claimed that the rates paid to. airline operators for the carriage of
mail involve an element of subsidy, That.is to say, the payments to the operators are greater
than they would be if they were paid simply the cost of the serviee performed pius a reasvnabse
margin for profit. We have shown in Section (a) of this Chapter how, in the case of operators
on developmental routes, the Department has dealt with the problem of preventing excessive
profits at the expense of Commonwenlth revenue. We have also outlined at some length the
reasons for the Department’s unwillingness to undertake the task of making a elose anarysis oy
costs,

804, We consider it:important for a department to know, in. reasonable detail and with
reasonable accuracy, the cost of the services it provides. Although the Department of Civil
Aviation does. not actually provide the air mail services, it does determine what is a fair and

b ble rate of ration to oper:

805. It is incumbent upon the Department to know what element of profit is included in
their payments to operators. Without an analysis of the cost of transporting air mail, it is
impossible to- determine whether the psyment is sufficient to give the operator a rensonable
xo“ard for his services but not such as. will. provi le him with a subsidy. If a subsidy is involved.
it is important that information zbout it should. e :cadily available. Hence we attempted to
{ind whether any subsidy is hidden in payments for the carringe of air mail,

306. There is a.real element of subsidy in- iy nments for developmental services. We are
satisfled that the payments are. made sebject to redsouable safeguards,

307. The operators of the smaller airline companies, especially Mr. Butler, say that
payments made to them for their carringe of air mail do not adequately eompensate them for
carrying it. ‘We have received. no detailed information on this subject, but understand that the
Department of Civil Aviation is at present undertaking a re-examination. of the rates paid to
these. companjes: The Department itself has stated that “ there is evidence to suggest that the
payments to these oy are not sufficient to. meet tosts involved ™,

808. In regard to the major operators, whn carry by far the largest proportion of the mail,
the rate has'been determined at .05d: per 1b. mile.

309. The Stat t of and Expenditure® d to.us by the Department
indicates on the face of it that' the Department makes a proﬁt » on domestic air mail carried
and a'*loss ¥ on international air mail. We askeI' the Department whether its statement is in
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facs & wrue indication of the position and were Lold that it % not, “Ihe expenditure ftems shown
n tho‘uble(nz».puuguph 285 above) for d ic and-internatioual air mail P # are not
Hecessarily those.actually paid to the operators Lo their services, Qaptain, Jobnston -éxplained
to ug that the Stat is “a stat of Yeceipts and expenditure in respect of serviees, not
in respect of mail”. Thus the statement does 1ot indicate. what the Department receives from
the Pogts General's i) aud what it pays tosoperators in, Zespoct-of interngtionsl
mails as distinct. from. domestic- mails, What. jt indicates. is the paymenls for domestic and
int st &ir majl: ices, Tho stat, sels out, he mid— . ,

“what , W recive and pay for international servicos and _domestiq services,

intérnational mail partly into intoknationa) services and parily fito domiestic sérvicés,
That confirnis. your-view that this. statemient does not indicate ithe precise. balance-shest
on int ional mail or d io mail. But it does thay in respecs of domestié and
international services, s distinct from mail, .., (Question 378.) In some of 'the Teceipls.
and expenditure under domestic services, there-are reeeipts und expendityte in re:peot of
" international mails.” o ) A
810, As we understand the problem of the subsidy ™ and “profit &ngd loss” .element in
mails, it is that the Government decides upon a- rate of surcharge that is to be levied upon the
user of the service for both international -and domestic' gir mails, Thege payments produce
imnnatly o certain revenue, which is eolleeted by the Postm General’s Ueparfment and
handed over to the Department of Civil Aviation for muking, payments to operators, It is left
to the Department, of, Uivil Avistion to determine how, within the amounts payable to it as a
result of the surcharge, air mail Dbayments-should be made to the operators,

811, However, there-is no tightly formulated, connexion between the: surcharge levied by
decision of the Government upon users of the air mail serviees, ie., people who post. letters,
and the rate at which the Department’ pays various operators for their carriage of air majl, This
is beeause, between the user of the service and the airfine operator, there ig’an intermediary-—in
the form of the. Postmaster-General’s Department and the Department of' Civil. Aviation.

312, Therefore, any talk of * profit” and “logs” i8 mot' of ‘great significance; When
“ profit ™ or *loss * eceur’ it is-bectuse. the Departnient of Civil Aviation has not fixed ity various

the reventie d by the Pos General’s Departinent from thé users-of the service,” 1f
the Dcpartment is' making a “profit 7, it probably means that, if the. aixline operators are
veasonably satisfied with the rates at which they are paid, the surgharge to the ugei of 'the air
il service is to that extent too large, 1If theré is o %loss ", then it teans- that the surcharge is'
not high enough or that the operators are receiving too. much. from the Department for their
services. At present; the position seems to he in rough equilibrium, The Revenne and
Expenditure Statement: indicates that g « profit” is being made on domestie services; and u
“l0ss” on international services, but that when both serviees are taken into account, the revénue
from the surcharge roughly matches the payments made to operators. Thys one -ean eonclude
that, if measured by the satisfaction of the users of the service and of. the airline operators, and
by the rough balanee of revenue and expenditurs, there ig little subsidy element in the air mail
poyments in general, Nevertheless, it may be that soma adjustment to the. rates in gecordance
with which. the various Payments are-made wonld result jn more equitable distribution of the.
available revenne; . .

813. Do the rates paid include some element of subsidy to the operators? The ariswér to
this question is diffieult to find beeause it i3 necessary not only to determine what is. the real
cost to the operator of earrying the air mail, but also'what js e “ fajr. rate of profit. 'We ‘were
told that in the United States of America some attempts have been mady to find a-solution ;
but that the solution arrived at hag. given rise to considerable disputation—

# Conarrrres Memner—~TIn Amorica an, attempt has beon made—they seem to
be entisfied that thers is an element of aubsidy, though it cannot bo fecurately n9:0s3ad dommr
(Captain Johnston) In Ameriea they are paging certain operators the basic rates for
majl—tho fair payment and nothing more. In other cgses where that fajr payment for
the earrlage of mail is inadequato for tho eeonomics of the service thoey are. paying ansthor-
element which they recognise as a subsidy eloment, .

Counrrren Mesner—What, formula would be-applied in detormining the  fair >
paymentt To what is the word fair* related I~(Coplain Joknston) It was the result
of an exhaustive: study by the Civil. Acronautics Board; They have fixed what.they rogard:
28 & foir payment for the carriage of mail,.- .

Comurrene Memner.—Is it fair to the peraon. who sends mail, to. tho-operstor, or
to: both?—(Captain Johnston) Fair"ig perhaps a misleading term. Ttis the rénsonable
cost of carrying the mail—the. cost to the operator,

69

Cosictrree Mrusrr—~Thoir apptonch would b that hero was & servics that was
providing 4 utility.not atherwiss available and with cortain tremendous advantages: over
all-other forma of fransport; that they could. not-cxpect the operator to carry it at a.loss,
Ho must bo-kept going on an economio bazis ?-——(Sgr Richard WWilliams) You bave asked
whether there was agreement on it in the Dnited States., They are a long way from
reaching agreefnént, A great many poople aro uot satisfied with the decision, Also,
conditions in the United States are rather different from our own in many ways, I do
not think it is right to acetpl a8 a general statement that there 1s o subsidy cloment in gl
maif pnyments, Operators, here charge so much, if Jou- work it out on the mile bnsis, for
the earriage of passengers, so much for the carringe of freight and higher payment for
the carringe of mail, That is because the operator, under his agreement, must bear
résponsibility for the mail to a miuch. greater extent than for peasengers and freight,
It is & matter of opinion whether the paymont is fair having regard to those additional
responsibilities, the affect of which ono oahot foresee,”

314, Naturally enough there will always be arguments about what any given serviee cosls
and: what is « reasonable rate of réturn to the operator over and above: the cost of the service,
At least, however, a. careful analyiis of the cost will have the advantage of #riving those deciding
oia the.rate of Pagment some reasinal ly-aecurate informdti Even if not sbsolutely accurate,
the ealentation of costs would over the vears give a basis for eomparison,

315, The Department is firmly of the opinion that the rates paid for the carriage of air
mail are not too. generous to the operators. 'We are unable to express a definite opinion becanse
wfficient ficts do not appear 6 bé available. The Department told us that—

“ ... we have not indertaken & separation of what might be revarded as a fair
moil pagment from. the subsidy clement, That has been done only int the United States of
Amteriea. and 3t has. been infroduced over there with a good deal of heart-burning and
disputes. We cortainly have not undertaken the long study that would be necessary to
reparate them, Neitkor do we think it ie warranted.#

It is diffieult to come to any final conelusion on this matter, So far as payments to domestic
are d, Your Commit ider that the institution of some system hy which
costs conld be aseertained: wonld he of considerable value,

816, The phymenty made to interrational operators are in rather & different category,
Id the first place, payments ta infer atioial o
TIntetnational Postal Unioti, which fixes a maxinnim rate to be applied generally to international
operators. The tite ia ¢ gold franey per tonte kitometer. (On the Sydney-Y.ondon service, the
Départment pays Qantay E’mnire‘ Aliways 4t o rate of 3.9% pold francs. per tonne kilnmntrjr, a
rate that was fixed in consultation with the United Kingdom Government), Tn the second plage,
the pajmients to infernationa] Opératdrs aré. at a rate roughly double that at which payments
aré meade to domestic operators. ‘We tere infovmed' that for the moment the Government
regards the basie surcharge of ahout 9, on interriational mails ag adequate.

817. We questioned Mr. Turner, Chief Executive snd General Manager: of Qantas
Bmpire Airways, about. whether some “subsidy” element i contained in the amonnts being
paid to his Company for the carriage of air mail, He replied that the payment made for air-
mail iy made in accotdancs with the fixed international rate and that the charge: is. determined
very:largely by what:the trafflc wotdd: bear,

318. 'We asked whether, if it was found that.a partieular rate for fares and freights was
‘uneconomical, Qantas Empire Ajrways counld charge more or would be limited by the factor of
competition. Mr, Turner replied: “We ave an Australian operator competing with & laree
tumber of infernationl”airlines, .If you charge more than they do they take all the' trafiie,
It.is as simple as.that ”,

819, As'to the quiestion of subsidy, the stafement submitted by Qantas Bmpire Airways
indicated that it was; their view that no subsidy was paid by the Government—

“ Qantas-op a1l of its int 1 services on the basis. of thése agreed mail
carriage rales and reveives no. subsidy payment from Gbvernments, Many othe;
‘intersiational of ‘receive. aub i baidies from. tholy Government over and
‘abovs the. normal interhational' majl rates, Somo of these subsidies gre. in rospeet of
dovelopméntal ot essential routes wheie the volumo of mail is limited, In the eage of
Qantas, it may by necessary: in the: futuro to ask.fora yearly contract payinént.for eertain
servicos.in this' eategory, .

As far as Australia is concstned, we undorstand that the receints by the Government
from. air mail postage fees substantislly eover. tha cost to Australia. of carriage of air mail

. --on international routes, On .the othar hand, the ajr mail postage. fees charged to the
. Australian posting publia. are in many onses lowor than the. fees leviod by other countries

conithelr posting publies?*
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320. Our basie, question still remains. It is to know whether or not the rate paid—in

d with: the *decision ‘of the Uni 1 Postal Union—does contain. some element of

subsidy. “We.asked whetlier the cost of carrying mail is related to the cost of operation. Mr,
Tarner replied—

“Broadly, As I tried to explin it is donc on a world-wide busis. In fixing the
international mail rate, tho internationsl sssociation and the U.P.U. take into
consideration. the overall ies of airline oporation,

» . Tho overall earning capa:ity of a route or an acroplane is taken into
account and the revenue that we ean expeet to get from the three commodities is intended
to cqual the operating cost of the aireraft. Theréfore, there is a broad - economic
appronch—very broad, X agrec—~to the fixing of the mail rates internationally.”

321, While we did not receive any satisfactory answer aboirt the basie question whether
the rate of four gold franes. represents in part a subxidy clement to international operators, we
did receive many assurances that Qantas Empire Airways was operating with less assistance
than are many other international operators, Mr, Turner seid that—

“ . Therate of 4 goid francs is fixed internationally and is used by all countries

for the enrringe of mail on all services, We are not_only paid for tho carridge of
Australian mail, We carry a.large part of the United Kingdom. and Amerieah meils—
indeed, mail from most countries in the world. We are paid for that the agreed
carriage rate. I say that thero is no sybsidy élement in that st all. T can further
illustrate what I mean by saying that o large number of international companics
are paid rotrospectivo: mail payments which are subsidy elemonts. For -instance,. all
the Ameri ies' services are reviewed rotrospectively. They aro paid mail
payments by the United Siates Government which aro very substantial, and are in
addition to the amount that they earn from the carriage of international mails by
charging the 4 gold. franes rate, So, in effect, we say that the mail contains no subsidy
but that a large number ‘of other international panies: are suk inlly’ subsidized
in addition, on tho basis of the mail that they carry. I agree that it ia quite
complicated.” .

222. Here again, the difficulty is-that there are no adequate figures, It may be that none
can be produced. However; in the abgence of figures we are again unable to say, with any degres
of certainty, what the position is, Though it does appear that some subsidy is involved, we
have found no clear evidence that any inl subsidy is included. in the pay? to.
Australio’s international operators, Mr. Turner told us that he did not think the amount of
£200,000-that constitutes a “loss” to.the Department on international air mails represents s
“subsidy ” to operators. He said— . .

“Evidence was' given horo that it (the subsidy): was £200,000, In our .view, it
ig-not a5 much as that. It is.more on some rates-and Jess on others, The fact remaing
that (the cost of international air services) is substantially covered by the air mail fees”

Tt.can, of course, be asserted that there i3 no subsidy, but that on the contrary the payments are
merely “ what. the ‘traffie will bear "— . '

“Codyrrree Mrpner—Would you say that there is no more a subsidy for an
mireraft opetator than the ‘price of carrying lettérs to England is a a'ugaidi in
comparison with the price of earrying wheat#—(Mr. Purner) That is ¥ights. .

Coxaerrrer Memper—Tt s the value of the article. that matters—whother it

that that.is a very good illustration.”

. 323. Mr. Turner also pointed ont that the rate of four gold francs in.some cases represents
a relatively favorable rate of remuneration to the operator, e.g., on the Kangarco Route; but.that
it is not nearly so satisfactory on other rontes. For instance— - '

% .« . Wa have.g specific problem on the Pacific servica where our competitors,
Pan-American Airwqys, are’ paid' a very laree amount by the Ameriean Government
based on thé payment of the carringe of mail in order to' establish those sorvices, On
all tho Preific sorvices, both north and south Padific, the payment to Pan-American
was 14,000,000 dollars in the last recorded year, which is a.lfot of money. In order to
dovelop: that route adequatoly’ ns-an Australign: servico we: may reach the point where
we wonld like the Government. to consider a. different type of mail payment. That
would bo a paymont based on lia fact that the sorviée is provided and thiat wo are
paid by contract. for the carriage of meil redlly for providing the service. We. would
have & justifiable claim in. view of the compefition, fo approach it ih that-way, That
has hot yet been piit to: the: Govornment, ’

Cosrrrres Mennrr—If you had slightly highor rates where you_ thought they
were necessary’ 8o that you could' build hip- somo' resosves for uso to jnaugrate thoso
developmental routes, would you regardthat as & more satisfactory procedure than. by
depleting your rosorves and thon going to the Govéernment for 'a direst eubsidy to-
develop these pioneor services?—(Afr. Turner) Yes. As a compiny wé hive éstablished

ccan bear that cost—and there should bo some differentintion i—(3r. Turner) I think,
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developmental reserves in tho good years and the faet that wo arc earrying on what
we regard as threo developmental routes for the Government out of our own reserves
is an indication that we feel we get greater flexibility in operation and approach by
running the services and we ean give a better overall rerviee by providing them ourselves
out_of onr owsi finance. But obviously you reach the stage where the mail rates are
pushed down internationally, or the services of our competitors make us provide
greater frequency in our heavy traflic and then we must say to the Government, ‘ We
cannot afford to do this’”

324, It is better that the air mail payments should be closely related to the actual cost of
the services plus a reasonable rate of profit; or that the rates should be paid to the operators on
a global basig on the assumption that they will by this means average out between the services
thot pay them handsomely and those that are strietly developmental in character? Your
C i do not ider i y that either method of payment should be adopted for
all services of all companies; but we think that it should be clear both to the Department and t»
the operators what, basis is actunlly heing used, It is obvious that there are advantages in
knowing what various serviees cost. Morvover, when it becomes necessary for the Department
to make “subsidy * payments to an operator, we are of the opinion that the Department should
b2 satisfied that the subkidy is. justified by the efflcient conduct of the whole of the operator’s
business as well as of the particular service being subsidized,

325, Your C found no evid that the of are ting their enterprises
with anything but efficiency. 'We are not, however, satisfed by our inquiries that the
Department. is. in' a position to make for themselves a fully informed and bal d jud t
upon this complex matter.

CHAPTER X—STORES.
() Storrs. SYsSTEM AND INSTRUCTIONS. *

826, The annual expenditure of the Department on stores and equipment in the immediate
pre-war years was approximately’ £120,000. At that stage, the Department informed us, stores
accounting was carried out on & quantity basis only,

827, After the war, the Department was faced with the task of establishing, maintaining
and operating an increasing number of aerod and airways facilities and as a result
required an ever-widening variety of stores and equipment. There was no stores organization
to cope. with the growing sctivities and responsibilities of the Department, nor was there

d stores aec dation or a Stores Vocabulary.

828, By 1949, purchases.of storés had grown to £1,500,000 a year and by 1954-55 the
estimate: of expenditure was £2,800,000. The Department stated that expenditure on the
pay-roll of the stores staff ization throughout the C 1th was £850,000 in 1953-54
and that— '

“ Such costs must be viewed in the light of the dispersed nature of the Departmont’s
operations-which are distributed over remote, localities in all States of the Commonwealth,
}?:rthem"l‘erritory, Papua-New Guinea and Islands in-the Pacific and Indian Oceans.”*

The- fact that the expenditure on stores has moved up only slightly since 1958-54 is, we were
told,..an indication. of the-success. of the Di t's end to rationalize. its stores
acquisition and holding- system,

829. In the early post-war years good qtor’ekeeping was, diffioult for the Department
because it had d large ities of di 1 i much of which was not of
any use, but all of which had to-be stored and d for. Hi , the Depar fet
about finding accommoadation. for its stores and cstablished at the ldrge capital city airports a
store for the Region in question. From this store all stores for the Region. are issued, and
whera the size of a civil. aviation establishment warrants the installation of a separate store, a
gub-store, is.set up, e.g., the sub-store- at Launceston, Tu addition, the Department began to
c,gmpi‘l,g'a‘s,tore,s Voceabulary in 1948, and.is at present in theslast stages of completing it.

thé Dé:pur'tmant,‘ why it had taken.so long to complete a Stores Vocabulary
g Stores Instructions. We were told' that the main reason was a shortage
i ry to‘;:xlx.u)'lq_)' ] 'y persons for drawing up- the Vocdbulary.
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We inguired why it wasithat the R.A.A¥. Vocabulary had-not been wsed and were told that
it.is considerably different from the voeabulary needed to cope with. ¢ivil avistion étores and
1a not readily adsptable—

“Coxrrrze Mrunex—\Was the Stores classifieation thit yoi uséd il the carly
part of your dxistenco after the wir similar to tlie stores classification that was in
usy in the RAAF, Iae(Bir Richord Williams) Wé did not hive dny storés voeabulary
at all. We had to make it up. What we did was to get 2 number of ex-R.A,AF. équipment
officers who were studying at the university. During the university breaks wq got them
in and got nhead as far as we could. TF fook us some years to make it up, That was
one of the iain-diffieulties.

Couurrree Mensex.—How Jong did jt take you to get your vocabulary into an
order in which it was of real uce to you{—(8ir Richard Williamsy ‘Seetions were
issued ns thoy became available, but it spread ovér yeass: '

CoMsurres Mesoer—Did it finish up much the same a8 the RAAF kystem?
~—(Str Richard Williomd) Yes”

381, The Department. stated: that in 19562-53 it had reorganized the Stores and ‘I'riinsport
Branch and ereated a8 new section “ responsible for ials planning, provisioning, )
management and control”. In 1953, the improvement in the general supply position enabled
the Departntent to provide that 3uin Store stock levels ihould be reduded 4o as: to provision on
a six months instead of on a twelve montlis basis  For subsidinry stores, the poliey istoinnintain
# three months stock Jevel, Y -

832, During 1953 the Department. was able to acquire, some three years after they had
been ordered,. five stores accounting machines, The position now is that the Department
operates its stores system using machines, Postings are made in value as well as in quantities.
Except for No, 5 Main Store in Western, Australia and for the Stores on Coeos Island nnd nt
Darwin, we were informed. that the procedure 33 now operating satisfectory.

333, Although we realize that the Department, had many diffienlt problems to overeome
in drawing up- its Stores Voeabulary, Your Committet are of the dpinion that it should have
been possible to complete the Voeabulary more expeditiously. Withont proper stores protedures,
the operations of the Department must inévitibly be loose and-exhibit a lack 6f proper-control.
Notwithstanding that ‘the position now scems to he more, satisfactory, we record the inndequate
state of the Stores V v, and therefo ily' the Stores. Instructions, until, the
latter part of' 1955,

'

334. The Stores Instructions presented to us by the Department comprised an uniyieldy
roneoed volume of some 300 pages (thé pages were not ibered) and when g
they were already out of date to the extent of some twenty or more amendments—

“ CoxsrTrre Munser~Do the sixteen amendmeénts that have been made to. this
isste in. two months roprosent a spate of amendments; or is {liat normal 3 (Sir Richard
Williams) Wo believe t{:nt, subject to.any nmendment in statntory requirements, we shall
not havo many more smeridments to it. We believe that it is almost complete. We do not
bélieve that we cahinot improve it. We do not believe-that it is perfeet; ‘we do not suggest
{hidt fo n minute. Spéaking broadly, Lawaver, we believe that it is sitisfactory as
it i6—(Mr. Anderson) It inight eteli tow e jossibls, vince it Lds redebed a firm stage,
to print it. . )

Coinsnares Misoit—That wis what T was deinitig to.—(Sir Blchard Willinms)
Tut it would have been too costly to print before. We have adopted that pelicy-génerally
in relation to documents that wo issue, especially on tho operational side. Ws do not'
print a docuthent until' it: has evolved into something that is.fairly firm. Then we
ean. amend it By printing, now pages to veplace those pages on which we wisk to. make.
amendments. To.do this is fairly expensive, and is not justificd until a. publication has
reached a fairly advanced stage” o

335, While Your Commhittee d6 not wish to suggest to. the Depariment:that it should -
any way act precipitately in printing its Instructions, we dre of the opinion that printing cotld
with advantage be undertaken in the near future. ‘The timé that has elapsed in thé preparation
of the Instructions mearis- that their settlement ir fial form 4nd printing i long: overdus.
TFurther, the licati ciated. with ref ng to them in their present form, bulky,
extensively amended and muck pasted over, must discourage honest endeavour to Aind what
they say and entails much. unnecessary labour' in finding the relevant séttion. ‘We vnderstand
that the state in which they were presented’ to us is much improved over that of twelve months'
ago.

d to us

>

ST found that 1t wde. i énoositign to the basic nrineiples of stocktaking,

73

(b} Westees AustratA—No. § Matw Stoxr. .

336, The Main Storé at Perth was establizhed: at Pelican Point in buildings used during
the war as a Catalina base. It appears that the first stocktake of stores there was in Septémber,
1950. At it, the normal procedure of reconciling stores with ledger cards was dispensed with
because there had been.no previous records upon which to make a reconeiliation.

337, 'Weé were told, however, that in the case of Perth, there was not anything like the
same. amount of disposals equipment as there was in the main stores in the eastern States. Thus
{he problems should not have been %o great as they were in the Main Stores of the eastern States.

s 338, The next stocktake took pldce in Junme, 1953, The Auditor-General stated that
it commencéd about 15th June, 1953, bt that the Chief Auditor, Perth, was not informed until
15th July, 1953, by which time the stockiake was well under way. (It is not, we understand,
necessary for an Audit representative to be present at the actnal stoektike: his job is to examine
the results),

330 Thé Regional Diredtor apparently informed the Chief Auditor in July, 1953, that
Alie procednre hé-had been following wis not strictly in dtcordarce with the requirements of the
‘Tréhsury Repulations and Instructions, because ledger cards weré being used on the actual
stocktake and-the dse of.stock sheets had been dispensed with, (The proeédure laid dowsi is
that stdek.in Store should bé entered on stock sheets and that thess sheets should then e compared
independently with theledger cards held in the Accounting Brafich. In thix way, & reconciliation
is possible between stock in store and the ledger cards without the possible complications
resulting from the handling by the same person of both the stock and the ledger cards.)

840, The ‘Chist Auditor advised the Regional Director that the procéduré proposed by
Hiin' would bs “spposed. to the. basic principle -of independent stores stocktaking and under no
circumstarices would thd 'Chiét' Augitor concur ima-proposal of that nature”, Notwithstanding
"hig’advied, the Reéxional Diveetdr proceeded with the stoektalie; Whex the results were prosented:
to him, the Chief Auditor refused o concur in writing' off ‘the deficieridies shown up by the
atodktake and the R 1 Director was d th submit the matter t6-the Department of
tlié Trefisuty through-hig Head Offlee.

341, The Flead Office of the Department did not become aware of this situation until the
end of 1983, 'This wad.presamiably when the dispute beétweén the Regional Director and the
Chief Auditor was referred to Melbourne for further action,

342, We were told that the Department then instructed the Regional Director to undertake
antothet stocktnke, following the projier proceduted. It appebrd that this fistrretion Was given
fii 1954, but that the storktake did@ not detuslly cominéhed nittil My, 1955, We Were informed
during our hearings.in September, 1955, that the findl detaly had stlli fiot beth dlearéd -up.®

843, Yoitr Committed tre dissatistled with this record of the haridting of stoies stoektoking
2 liatsoh Botivesn the Regional Office of the Diépartment itd Hoad OMiee, ‘We consider that
ivs that géeiried: in 1aking the dtocktakingd, dnd' the utisdtisfuctory prodddtires adopted,
descrve denstre. Stores pfo havé been ursatisfdetsry in a nomber of te Depatfments
and 'dgencics whose decotinti wo havé investignted. It it rdgrettable that'the Perth Main Store
arrangements of the Depariment of Civil Aviation have also been foutd Wwinting.

. 944, The Départtent told 8 that they had no evidetice that the Commonwenlth has
siffored 16ss thecughi the imsatistactoty stocktike in 1953 dnd the condeqnent stocktdke of
B, The fact 6F the iatter 15, of course, that if proper sfotes procedurés are not instituted
and adhered to, it is impossible to tell whether anyhody hds lost anything or flot—
’ . @ Ooknmrrrrs MibsokrssTike. you, I hopo that.you are siot losing stores a4 a result
: of this. pokitionr edeurrivigy but you caiinot be sure that you are not?—(8i+ Richerd
. Williams), That stocktake to which we refor-was actually a-comparison botween tho ledger
accounts and the stock in hand. The only objection to it was the way it was done, and
nétliirig arosd oiit of it to indicato that wo were losing stores,
Cosanrrrr Muaner—TL think in fairness it should be stated that the aiditor
i ‘Wo must accept
© sthati—(Sir Rithatd Williams). T agree on that. That is the point, that some- dte could
. put a suxplus.in-his pocket. .
Codarerse Mesner—Quite.  That could have happened!—(Sir Richard
Williams) Yes, but there is nothing, to indieate that the Commonwealth has lost on it.
! Oodmrrre: Mesner—~Would, not the Commonweslth suffer a loss if-fome one did
i fiet put sirplus equipment. in his ‘potkot t—(S8ir Richard Williams) Yes.”

* e Oommi an beon nfarma t (AnelL.105A) Ehat of the ifteen mafor states grouns, the neossary edfastments In respect of
aovon m.ﬁ?,“éﬁsmzm.“mﬁ:‘\. Tte Ae with the Chlel Anditar ¢ s Bloektakink At
four groups fs, we underatand, virtually somplote.
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345. The Department also claimed that as & résult of the failure of the Regional Director
to comply in 1958 with ‘the p ibed d for stocktaking, a revision of stocktsking
procedures was made. The result was, the Department statéd,. that much work previously
involved in p ing detailed stock sheets is now eliminated-—

“ Notwithstanding. that it did' not enable discrcpanciés to be submitted. to
competent authority with Audit concurrence, the stocktsking served the very-useful: and
necessary purposes of. enabling a speedy changeover to the new micchanized procedure,
facilitating’ costing work by the tie production of ly priced and valued
accounting vouchers without clerical Iabour, vocabulary identification of storcs, valuing
of stocks, auditing of hers and: cheeking of the: ledger, reconciling of stocks. and.
ledger bpiunccs and providing better facilitios for the purposes. of controlling stock levels,

The work done will also have materially facilitated and reduced the cost of the
next stocktake (1955), which was due to be carried out in any case.

Morgover, the ensuing agreement with the Chief Auditor permitted a considerable
reduction of the delay to bo contained in future stock sheets—a principle which s being
extended' to all Regiona.”* '

346. Your C ittee consider that it is inappropriate to -achieve an alteration in the
Tistructions by disregarding them.. We aré alwuys in favour of reducing excessive paper work,
but we cannot agree that'the only way to obtain the streainlining of procedures.is to ignore them
and then iate for their alteration.t Furthermore, we observe that, though much was claimed
of the results.of the.1953 stocktake and the ensuing alteration.in Instructions, the 1955 stocktake
‘was not complete in September, 1955.} ' P

347, The Department has informed us that remedial action has now been taken, chiefly in
order to prevent a recurrence of the. difficulties that have existed in such places as the Main
Store at Perth, ‘The following measures have, Mr, Anderson-told ux, been taken ;=

(i) Bulk holdt pecially -of s} ing, stores, have been reviewed; and the
Department: kias endeavoured to-clear them out of the-stores for disposal,
(ii) Stores that are readily available from ordinary trade sonrces are not being held
in Departmental -stores, . ' L .
(iii) Unit loading and -a mechanized system of accounting for .stores have been
introduced, which reduce the load onm. storemen and give a. perpetual
reconeiliation between stores and ledger cards,

848, Your Committee expect a speedy rectification. of the situation in. Perth Store.

. (c) Cocos IsuAND STORES,,

349, The Government decided in 1950 that an airfleld should be constructed on Cocos
Island for use in flights from .Anstralia. across the Indjah Ocean, The task of preparing an
airstrip was given to the Department. of Civil Aviation, . - ) .

850, Because of the peculiar difficulties that would.be encountered in restoring an R.AF.
war-time landing strip-and in constructing buildi i

and d mervices on a place 80 remote.
and. inaccessible as Cocos Tsland, an R.A A.F. congtruction group was permitted to undertake-
the major part of the. work. The Department of Civil Aviation was responsible for the general
provisioning of the R.A.A.F, and for installing the necessary-technical facilities, e.g,, radio aids
and communieation systems, .

851, We were informed by the Auditor-General that the proper stores procedures had not

‘been comvlied with in the construetion phase of the project, The main.irregularities mentioned

were that insnfficient procedures had heen put into tion. and that no was aviilable

for keeping, the. equi t.onee it was unloaded. onto the Taland.

852. A major point of criticism was that, althongh all the equi t consigned. was
adequately vouched as it. went into the ship (it was & special ship that had’ to be procured.
throngh the Department. of-Shipping. and ‘Transnort), there was no check when it was landed on:
Cocos Tsland, Nor, in consequence, was there any record of its subsequent issue for use in the
project. ,

853. The Department explained that beeanse of the remoteness of Cocos Island and t.he‘
impossibility of removing any stores from it, and heenuse the aneration had. to be condneted with:

the maximum expedition, they decided that the most sensible procedure was to abanidon any

striet adherence to the Treasury: Regulations— - .
“Qomarrrer MEMBER~Yonr answers seem to indicate- that. there afe aceasions.
when you ean: earry ont Trensury Rerulations and. the usuael procedure, and therg arg
other oceasions when it is mot practicable or-sensible to try to give effect to them 1—(Sir

® Ses Pxhibit No, 23/%0,
£ e cmeciatiy Quarting 1411403, whera the discnssion with the Director-General s recorded,
4 Ses oleo paragraph 842 and footnote.
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Richard Williams) That is right, Regulations are drawsi up for normal and suitable
oceasions. Howe\'e.r,‘ there are occasions when things are abpormal and it would just be
foolish to delay things in order to follow 2 regulation.”

354, Furthermore, the Department had to pay £1,000 1 day demurrago for the ship while
it wag, held 6 miles out off Cocos Island. Bvery available person was put to unloading the
material so a8 to permit the ship to turn-round quickly. The Department stated that—

. ., “Thers arc, of course, no wharfing, facilities for ships, which unload on to
) lighters which then carry supplies across 6 miles. of Jagoon and dump them on to a

sandy beachihead. When a ship. arrived, this task required. the services of practically
every min on the island and apart from involving long houts of arduous labour in a
tropical climate, was not unattended by some hazard, Demurrage ran at £1,000 per day.

. The availoble staff was fully engaged in tho recoipt and check of incoming
consignments againat voueliers, and then physieally handling the items for direct issue
, to' projects or placing into stock for. later issue as required.

The introduction of preeise storckecping procedures wonld have required the
immediate construction of a stores building and the employn.ent of a substantial part of
the labour force in checking, sorting and packing stores on to shelves, The whale
project was not viewed in the light that it could be geared to the stock-keeping
procedure; cortain vital tasks had to be undertaken to secure the maintenance of food
and other tidl services, including ications, and as snon 2s building supplies
arrived, they were transported to construction sites and worl commenced. The intrusion
of a body of stores staff into this type of operntion wonld have introduced quite
unaceeptable delays in an urgent operational mission and would have been viewed by
servite personnel in much the same light as a stores inspeetion unit on a war-time

" beachhead Janding”*

355. The Department stated that a storehouse was bnilt as soon as possible and that
thenceforward the proper procedures. were maintained. One irregularity mentioned to us was
that as the various parts of the projeet reached completion, surplus stores were returned
without. being credited to the respective works authorities. It was 1y not possible
to determine progressive costs: the only way of ascertaining the cost of the project was to
deduct the value of surpluses and returned materials from the total cost of the project. Tt is the
Department’s view that the procedure of returning surplus stores. was sensible in the
circumstances, because the-opportunity for mi iation was ligible, The Department
is satisfied that—

“subject. to_some wastage’ which is inevitable in a project of this nature, all
stores taken- to.the Yslands were, in fact, used on projects.there orremain in stock.”

356. Your Committee were informed that the position now is that the stores at Cocog are
adequately protected from both weather and theft and that the Treasury has given approval
to the aéceptance of the stocktaking figure of October, 1954,

(@) DarwWIN Man Smm.

357, The. history of the Main Store. at Darwin is in many ways similar to that of the
Main Store at Perth. The firat ktaking was made in ber, 1950, and we weté ddvised
that since: that date “no further stocktake results had heen advised to the Chief Auditor for
concurrence in writing off deficiencies under competent authority ».

3858, Your Comuittes were informed that the first stocktak leted in S )
1950, was approved by the Treasury as a i tocktaking without r in
the samé way as was the 1948 stocktake in Perth, A sccond stocktake: was undertaken in 1953,
and"'was completed’ on 30th May, 1953 However, that stocktake was regarded as unsatisfactory,

largely, it appears, because staff"diffieulties xeade- it impossible to lete properly.

o

859. During the time. the: Committee. were receiving cvidence last. year, the stocktaking
that, had been carried .out gradually throughout the stores was, we were informed, almost up
to, date. When the last of these stocktaking groups are completed and have been submitted
tq the, Chief Auditor for -consideration, a summary of the total result will be submitted to:
the Department's Head Office;

360, Tt -dppears that in the-case of Datwin- also, the stocktaking difficultics were not
conveyed to Head Office with any degres of promptitude. Indeed, we understand that until
the Aunditor.Gs 1 40 Cant gave Your C £ ion about the Main' Store at

T N "‘Sdkihlhl“'ﬂ.%llll.

Qo 1622-1628.

Q. 1834,



71541

Q.1536.

LIWF TN

Qq,1555-1555,

Q. 1581,

7

Darwin and its present deficlencies, the Head Office of the Depurtment of Civil Aviation in
Melbourne mew nothing -of it. ‘We considered that this was a matter of some importance and
‘atked whether it was normal for such delays to oceur—

“Commirree Mansek.—Is it a situstion thet appears to eall for a change in
procedure? Shonld there be closer consultation. betwoen' your regionsl men. and your
central administration and between the 'Audit Office and its regional men?—(8ir
Richard Williams) I do not think so. I think it. should be seitled on the spot' if
possible, There is nothing to indicate that that has not been done, It nay be that it
has been done and that the result will b #atisfactory to tho Auditor-Genersl, If my
regional direetor: cannot meet the requi of the Auditor-General, the atter will
be referred to Head Office.” g

361. We have been assured that, in. fact, these delays do not occur with any regnlarity,
that the instanees we have heen considering dre cxceptions and that ox the whole the regional
system works satisfi ily. Your (ommi are of the opinion that this situation has
occurred so often that the conclusion might be drawn that the pesition is not as. it should
he. We consider that the Head Office of the Department should be more aware of the
activities of its-regional officers, Had the Head Offico known earlier about the sitoation in
both Perth and Dirwin, the defects in financial procedures that have been reported on in
thé dast. Ywo sections 0f this Chapter would snrély not have been gllowed to éontinue for so
Tong. The situdtion in itself has been, in both 1 extrernely unsatisfactory,

362, The Department told us, in extenuation, that ail its épérations in the Northern
‘Perritory are subject to difficulties peculiar fo that area, The diffiepltics are associated
generally with the attraction and r jon of suitable staff. Omne example of the peculiar
difficultics of Darwin is the inability of the Department. to intrdduce there' the méchanized
stores ing ¥ d perating in other Main Stores becanse there are no servicing
tacilitios for the machines in Darwin, Another cxample is the extreniely high rate of
tnrn-over of staff in Darwin, The Department statéd that— '

’ “Qver the twelve months neriod 30,6.55 onr fotal turnover in Darwin wes 957 in
an average emplovmont total of 245-—in the Stores Branch it was 40 in an éstablishment
of 81 nositions. ‘With donditions like this prévailing progress in any form of administration
is difficult to achieve”*

Mr, Brown, Assistant Commissioner of the Public Serviee Bodrd, conflrmed’ the Department’s
statement abot the staffing diffietilties in' Darwin ahd said that the Btore itself was now in
good order,

363, We quote: the achievement of the départmental Stores Branch in Darwin in
introueing modern methods and in developing a well laid out store. The Department.
stated that it has—

“ (i) Yeen the first Denartment in tha Narthern Torritory to introduce modern methods,
sneh a8 unit oiling and unit Toading. A4 4 rosilt. we ate apbronchinir tha agd
where n continnous reconeiliation can be made betweon the actual stock held and
the Tedeer rerards after each stores transaction,

(ii) develoned n woll laid ont stors in. go6d accommodation which has been the subieet of
favonrable comment by offears visiting it in recent monthe—these include nfficers
from the Tenortmént o6f Works, ‘erfitorics: the Avidft Ofee, the Ptblic Serviee
Setvieo Inspeetor, and the Dopartritent’s own O, & M. unit."*

(e) A Stores Trusr Account.

364, Many of the activities of the Depariment are devel tal, and- it is. ivable:
that a Trust Aecount, providing as it does &' working halance: that does not terminate at the
end of cach findneial year, might make the Department's task emsier. Other Departments
hnndling large anoints of monev dr stores have used Trust. Accounts, e.g., the Works Suspanse
Trust Accovint (Denartment of Works) and the P.0. Stoves and Transport Trust Account
{Postmaster-General’s Department).t Your Committee therefore asked the Department of
Civil Avintion whether they consider that it would be tiséfu) to opevate upion 4 Btéres Trust
Aceount for stores rathef than upon & seriés of anniidl voted Ad-at pFégent.

365, Mr., Seott, Director of Finance and Stores, informed us, that—

“Tt i3 a matter to which we have given some attention-dvan. bafore. tha Seation. 17

Renort, But to establish a Trust Account you have to be in a position to operate it on.

n day-to-day busis and keop it up-to-date and acrnrate. The auestion is. what objective have

you in establishine a trust account? . . We uqtunﬂ{‘chnr[m our- atoret o dtem in.

the Estimates which covers the anticipated end 4o of the dfétes and it either coines inito

+ See Vixhihit No. 23/32, paragranhs 2and 8 rowsectively,
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stock. or goes into use es a. direct supply issuc, Thére may bo some tranefers in these end
uses subsequently. Personally I do not think they are very materinl particularly as
between capital and mai votes, when d in the light of the fact that so-called
capital expend merely 1 from year to year in the Estimates and it is
really & fictitions figure in any case because credit is not taken to the vote for any
disposals at all, any sales of surplus eapita! material, replacements of vehicles or plant,
or any other gssets covered by capital expenditure votes. So tuking it in its perspective
any minor diversions in tho end use of materials that como into stock have no great
significance. I do not think the Sgures could be too much i our case anyway, intrinsically.

The other aspect is whether you charge your purchases to your votes or your issues
to your votes. The fact is-that, as 1 interpret it, the Estimate is provided to charge
expenditure to a legitimate vote at the time you spend the money and I think that is more
or less indicated in tho 18th Report of the Comunittee in speaking on the question of
salary ecarned but not paid at the end of the financinl year. ‘Ihe Commiitee made

fe to- things like ions, in which that happens in quite large sums, So the time
factor does.not seem to be a justification for creating s trust fund, that is to eay, the time
when you use the stores in comparison with the time when you. buy them.

‘Tho other aspeet of o trust fund thut X can think of is the question of the financial
provision for purchasing, ‘We do not find much problem there. We buy what we require.
The estimated amount required is provided in the estimates and if we want to order in.
advance, as we have to do, stores which we will not be called upon to pay for until the
next financial year, we obtain Treasury approval to do that,

I do not think we have. any particulnr problems which make the establishment of
a trust fund particularly attractive to us or of any perticular advantage, In any event,
-on the practicel side of it, we still havo ing probl Our mechanized ing
is not. quite. fully established, and that relates only to our main stores, In addition to
that we have those aerodrome stores we have heen speaking about, and they are not on
machines at all, s0 we are not actually in a position to operate it yet anyway, I think
it:would be quite a.little time before we were able to do so, even if it was desirable. It
would' certainly take more administrative effort, we believe, to operate a trust fund than
to continue with the present system, We have not closed our minds to it, but that is.our
present thinking on the matter.”

366, Your Commitfec aceept the rensons advanced by the Department for their
unwillingness. to jnstitute & Stores Trust Account. 1t is not, in our opinion, a good argmment
against the estublishment of u T'rust Account that the accounting procedure of the Department
iy inadequate, Whether or not it is expedient to establish a Stores Trust Account, we consider
it high time that the aceounting, stores and costing' systems of the Department were operating

‘with an efficiency that wounld cnable a Trust Account to be established, if expedient, or other

close contiols over. stores to be maintained.

367. The Department informed us, naturally enoungl, that they had given ne veal thought
{o the amount of the advance that would be required for operating a Stores I'rust Account.

CHAPTER XI—MISCELLANEOUS. SUBSIDIES ADMINISTERED BY THE
DEPARTMENT,
(). Cosr or Livina Sussiby oN Cocos JstaNm.
368. In scction (c) of Chapter X. we: deseribed thoe stores problems sssociated with the
establishment of a civil aviation aerodrome on Cocos Island. Another problem was conneeted
with takivg staff to and maintaining them on the Island.

369. In October, 1951, it was ngreed at a conference between representatives of the
I.)epm-tmem,‘ of Qantas Impire Airways, of the Shell Company and of the Publie Serviee Board
that common conditions of serviee should be presevibed for Il staffs on the Island. Qantas
Empire Airways. undertook to cater for unmarried stafi and to establish a village shop.

870. The catering agreement was that Qantus Empire Airways should charge the staft

-£2,2s..0 week for board and lodging and that the employing authority would bear the additional

costy involved for tramsporting food and matevials to the Island, The Department approrched
‘Treasury with an estimate of the cost of the proposal, which it had obtained in. the first place
from Qantas Empire Airways, and which amounted to £9,700 per annum. The Treasury
agreed to the arrangement in June, 1952,

871. The services wmade available by Qantas Empire Airways werc commenced in
August, 1952, but ‘because .costs have risen steadily sinee then, the approximate amnnual

-expenditure involved had. risen to: £24,600 by, 195455,

872 Two matters have been raised for our consideration. The first is the question: of
the subsidy, the sccond the i of the. esti of cost p d to the Treasury.
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473. As to the Hubsidy, we consider that the arringements made sppear in
all'the to be ble. As to the estimate of cost, its inaccuracy could be the
result of insufficient forethought at the fime of preperation. Thus we were told that, in
addition to the rising general cost level—

“ Cosarrree Mexser—~* Anothor factor which produced a
in costs over those estimated was that the labour required for cooking and serving meals
and all other kitchen overheads were excluded from the original Qantas estimate’.
Docy that mean that the estimate was quite unreal?—(Mr. dnderson) That was. the
subject of quite a deal of diseussion. with Qantss. In the original estimate, we did not'
include the cost of the catering staff, because we took the view that. Qantas would have
to have a certain. catering staff there to provide for passengers going through on the
service. When they began to render ts, they included & certain p -of the
sularies of those people, and. argued that the requircmnent to look aftor single men must
increage their ring requi iderably above what it would be if they had to
look after their own passengers only. We agreed with them that that was reasonable.”

374, Your Committee agree that the inclusion of a portion of the cost.of the enlarged
catering staf in the contribution to be met by the employing authority is reasonable, The
omission to take that factor into account when approaching Treasury with an estimate of the cost
seems to us to indicate that there-had been insufficient consideration. of the issues involved.

PETR LI

(b) ExPENDITURE ON ADVERTISING.

375. The Department informed us that it has no regular programme. of advertising,
but. that for some years past it has contributed £288 per annum to Gordon’s Australasian Air
Guide, in exchange for which the centre double page of the Guide is made available to it. The
Department began the advertising in order to support the Guide at a time when financial
diffieulties made its existence precarious., 'We were informed that this small amount had made a
considerable difference to its continued publication.

376. It appears that the Guide would now be able to continue publication without the
assistance of the Department of Civil Aviation. The Department would like to continue the
payment beeause the publication provides the Department with useful information about air
transport in Australia and because it contains a map that is useful to it.

877. Since 1953 the Treasury has taken the view that the payment was not necessary,
and the item was removed from the Estimates for 1955-56. The Department stated that it had
received Ministerial approval to continue advertising in the Guide and that although no provision
had been made in the 1955-66 Estimates—

# The Department has in no way changed its view that this advertisement is amply
justified so that the matter will be the subject of further negotiations the necessity for
which is regrettable. in view of the small sum of money involved.”™

378, Your Committee regard this dispute between the Treasury and the Department of
Civil Aviation as in itself nugatory; but we comment upon it because it shows how conflicts’
can arise between the policy Department and the Treasury, which has financial responsibility
under the Treasurer for the compilation of the annual Estimates. The reasons adduced by the

Department in favour of continuing: its subsidy were—-
(i) that the map published in the Guide is of use to the Depariment, because it
saves the Department preparin ¢ for itself the maps eontained in the Guide; and
(ii) that some promotion of the use of air mail and some appreciation of the safety
measures taken by the Department at aerodromes is conveyed to the reading

public.

379 Your Committee are inclined to agree with the view expressed by the Treasury
Observer, Mr, Hibberd, that the payment to the publication of the Guide—
«, .. was not strietly advertising, but was a' menns of subsidizing this journal.
If someono needs to subsidize this journal,, it should: be the airline: operators rather than
the Commonwealth, Wo agreed with the Auditor-General’s. views on that and expressed
that view to the Department, but the Department would not accept it. Up to the 1655-56.
Estimates, the money was still in the Estimates. When it came to this year we just left
the item out. That means, of course, that wo have to got fogether with the Department
of Civil Aviation and try to settle onr differences.”

380, Your Committes considér that. the purchage by the Department of a number. of copies.
of the Guide is a fair means of cxpressing its appreciation of the Guide, and-consider that ad
additional payment is now hardly warranted. If the payment is'to continue, then we agrée with
the Treasury view that it should be expressed gs a subsidy and not describéd as “ advertising ”.

* 5o Exhible No, 23/87,
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We have already reported onr understanding that the Guide no longer needs this assistance.
Further, we uote that.the advertil itself is acknowledged by the Dep to provide
very little return—

“ Couurrrey Messer—T do not think Sir Richard would claim that it bas any
udvt:rtumg value at all—(Sir Richard Williams) We operate the whole of the airways
system.

Cosrarrer M.zynu._—.But of what value is this journal as an advertisement for

e the Department of Civil Aviation?-—(Mr. Anderson) It might have some propaganda
value from a civil.avistion point of view, but I do not think I would claim tllx)nc a8 a
. commereial advertising proposition the benefits that accrue are worth £268.”

(¢) SussmIes To Aero AND GLmNG CLUDS.

3{51, The.Department submitted to us an infq ive stat t outlining the history of
the subsidy to-both aero and gliding clubs and. the methods adopted for making payments to
them, The is attached at A dix No, 10.

382, The subsidies were first paid, to both acro and gliding clubs, before the war, and
have been revised on a number of ions since. ‘The prinei upon which the subsidies are
paid are different. The subsidy paid to aero clubs depends upon the amount of flying done,
while a lump. sum is paid to gliding eclubs,

383. The subisidies paid to both bodies are included in the Estimates under Division No.
71k, Ttem 1. The table'below sets out.the various clements in Division No. 71k, Item 1, and the
vote and expenditure as.they appear in the annual estimate for the year, The figures oniginaliy
furnished by the Department® showed the “ earnings " of the Acro Clubs and Flying Schools for
cach financial year, These did not agree in detail with the expenditure Sigures shown in the
Estimates, Subsequently the Department provided us with actual expenditure figuresand they
aré as set out in the following table:—

Subsidy to Aero Clula and Flylng Schools.(a) Divislon No, 71K, ftem 1.
Ofidlng | Rephare- u

Year. - n oSl ont
, o iy, :
oube, | gl Total, A, | Subddy. {Omnt L et | Vote.

£ 3 £ e £
5162 .. | 1085%0| Looo| 110400 | 110000 | 2000 | .. | 115400 | 129000

1952-63 .. 97,800 14,200 | 112,000 | 110,000 | 2,000 | 8,400 | 117,400'| 140,000
1053-6¢. .. 110,000 8,000 | 118,000 {5)110,000 | 2,000 I' 4,300 | 129,300 | 130,000
195466 .. 138,300 6,300 | 144,600 [{c)110,000 | 2,000 | 11,200 [{d)157,800 | 142,000
1965-66° .. . . . 145,000 PR N . 175,000

(a} ‘Theso Aiguros aro the payments made to the clubs and fiying echools "

oo SL0TISR fzon ars the poy T T fiying uchools within o year lu questlon, and therefore do.uot entirely
) A R4iT el cxpordli of SID.C00 (of which 15590 was actual
¢) An additionat oxponditure of £10,600 {of which £15,800 was actual o

oquivalont savings on mel;““hm ety Orvld y wpont} wan approved by tho Treasurer In April, 1085, mbjoct to
D 7 1054-55 of £16,800, for subislifea t0 aern clubs and'tylng schoots,

384. The Department explained that the subsidy includes a maintenance grant' that is
payable to aero cl"ubs only in respect of hours flov'n on approved training, and bonuses to. acro
ciubs and. flying schools for approved pilots’ lic mees issued to troined persons and renewed. In
addition, the Department allows aero clubs.free use of available accommodation facilities' on
Commonywealth aerodromes, While the Commonwealth accepts no legal obligation to make:
h and other dation available, it permits clubs.to use accommodation not otherwise
required and without charge. If there is more than one applicant for the available
accommodation, the Department gives the tenancy to the body contributing most to the
Commonwealth— '

“ Qosurrrer, Mesoer—~The position i that you consider the ultimate advantage
that: miay acorue to defence from the elub and' you do not want to interfere with a olub
that is alréady ostablishedi—(8%r Richard Williams) That is right, If one of our major

*  .airlines was a contender we might have to take a different view.”

.885. In addition to the. direct financial assistance given by the Department and the
free use of avajlable: accommodation, the Department provides some assistance to aero clubs
to purchase replacement aircraft. The Department told us that the amount of the payment
for replac nt aireraft is d d by recording a notional credit to the club:.of 10s, per
hour flown. The credit is made available for use with the.approval of the Minister as. a

ibutit wards the purch of approved replacement craft. Ths Commonwealth’s
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colitribution ‘s wrmally dbout te iy of the: fotal, réply t cout, the indes
being found by the elubs, The Department inrormed‘uuut.nmht-llay, 1956,.s0me £175,000
had been recorded in the replacement fund, of whieh £37,000 hag been made available-to.the clubs,

386. The Department exercises a general control over the type of Feplacement craft being
purchased by the clubs, #ud we were. told that funds would uot: be made available unless the
uircraft is of an approved type. -

387. The Department amureq uy that the aceid that have tly been ing
ut uirflelds used by sero clubs would not involve the Ci b in substaitial extra
expenditure out of the Repl; Fund, The reason is that we will not assist with finance
beyond the eredit that lag already been built up by the elub d”, The Depart

explained that the eredit is bujl up by 4 elub-and not by the airoraft in question—
“If club A completes 1,000 hours. flyiug, it hab.a credit, of 10s. an hour or £500,
The club comes to us aud asks us.to buy an aircraft and, pay ton-seventeenthy of the. coxt
Tf the aireraft cosis £17,000, we sgy ‘ Na”, Wo will 1ot pay more than the £500 ang
wo do not go begoud that, Unless the elub establighey g eredit, it does not get the
n(l)oney. hThe”c!ubs ave been trying very hard indeed to get hold of the eredit of
105, an hour. i

488, In 1950 Cabinet decided that the Yommonwenlth should ‘give assistance. to aff
licensed acro elubs on the basis that the Commonwealth, would meet approximately 50 per
cent. of the operating costy, with an over-riding limit on total expenditure of £100,000. In
October; 1951, the Commonwealth entered into five-year contracts with the ‘aefo clubs that
continued -the existing arrangements, The over-riding limit on tofa] expenditure was, by
I betw the Treas: and the Minister for Civil Aviation, raised to £110,000
because of increased: flying club activity,

389, It can be seen from the totals quoted in paragraph 383 above that the'.anuuar
expenditure by the Department on the subsidy to aero clubs and flying schools has.in each yeur
sinee 1951-52 been in exceas of the Himit of £110,000 decided upon by the Minister, We asked
the Director-General whether he could explain why the limit determined by the @
has 80 regularly been exceeded—

“ Commirrer, Mespen~The Dayment {0, sero elubs, sinco 1951-53 appears to_haye
beon above the ceiling limit of £110,000, Can. you explain ‘why the limijt dotermined by
the Government has boen exeeedod -— (8% Hichard Williams) Flying. training " hag
incrensed from year to year, We make these paymonis monthly, ~ We have no real
control over the desite of young men and. women—only men are concerned in this—to
fly. Qonsequently, the amount of flying that is' done by clubs is Aot spread. equally
over the year, You oy gut spurts here: and there, It hg ‘happened. that in .the

sccond half of n year-we find that. we have already paid out about half of the grant, but
tho payments are growing and it looks g3 thongh ‘wo shall exceed the £110,000. " X should.

sny that when. Cabinet gllowed us.£110,000, they said there was fo be no inereas without
the approval of the Treasurer, So we put the matter to. the: Ministor, who goes to the
Treasurer, and wo get the additional amount?
We understand that a new system. is now in. operation, in accordaneé with which- the payments
will not exceed in total. the Estimate figure. If it is possible to limit expenditure in 1955-56,
it should have been possible in previous years,

390. The. Department stated. that they consider the C 1th is receiving.full-valus
for the £150,000 spent. annually in~subsidizing aero clubs, ‘We weie told that the main reason
for paying the: subsidy is that the-clubs make a: contribiition: to thedefence preparedness of the
Commonwealth— 7 . .
“ComMmiTTer Mesur—You think that good valus g hediig recoived for ‘the
money expended i —(Sir Richard Williains) 1 think: so, o valuo ithat the
Commonwealth will receive {s related directly fo the. outbreak of war or a7, emergency.”

891, We sought from the Department advice whether the Dprovisions of the Treasury
Regulationy and Instruetions are beiiig observed in the course of payments of subsidy to aerp
and gliding clubs, Although it s the Department’s view that it takes reasonable precautions:in
making payments to the clubs, the answer to our question depends upon how the regulations
regarding the certification of claims for payment are interprefed. What the Department: reqiires
is that an appropriate ‘athority (nsuslly the. Manager-of the Club) should applyfor payment,
making out a statntory _déélnrntiopx that the hours have. been fown and' the liecences tasued as

stated in the claim, The:Depattinent has Haison om‘ce‘n‘whose‘iob_ it is 0'keép in touch with'

81

292, The. Tmmrxrgmﬁvﬂoid 8 that he did not think that the Treasury would
have any specific view aboiit the sifustion— ECUNNEE . ‘

“ (Mr. Coz X do'not think we would be frequired to inquise into the matter of
departments] administration to such dotail as that, The Treasury Regulations provide
that a eortifying officer shall satisfy himself thay. an Account is correct and fhat the
servico has been properly rendared.® Ife must sarily depend upop eertificates that
are provided by deparfmentsl officers. 1ljs revponsibility would be to eptisly himself
that “those: certificatos were adequate,”’ :

303, Mowever, the Auditor.General’s comment Was that, whilp b copgidered that the
payntents made: to -the Gliding Club Pederation, were:salisfactory, he &id not consider that the
claime submitted by the pero clubs. were aufliciently checked

¥ As far gg the gliding elubs are concerned, wo arg satipfied ; we huve no uery to
vaise whatever, With regnrds!o the acro cluls, this qutestion hus fieen under consideration
for approximately {wo years, and we are pot satisfied, Ay exsmination by audit
Inspoctoys has rovealed errops in the claims, and we haye pressed the Department 1o
Jucrease ity.check, or test choek, to ensure a greater degree of aceurncy, ‘Ihe Department
has done _sometliing towards thay end, but’there is still an clement of risk in that the
internal cheek that is- made by the Departinent dges not come up fo. the standard that
we. should like,
Cosnurrrer Mesiugx,—Do you think that the Departinent could. bring it up to the
. standerd that Jou would: like?—(2fr, Brophy) It is all o question of staff,
Coxurtes, Mesinzr—s Sir Richard Willinms hos stated, the question is whother
it would pe really worth the expenditureI—(Afr, Brophy) Yes, We ourselves, and the

Departnient, are pregared to take caleulnted risks in matiers of this kind, but perhaps:

the Department is taking too great a risk, It hos promised to have a look at the matter,
~(8ir Richard Williams) Up to the prosent, we fepl that we have followed the practical
mothod:  We have made ropresentations on these linesto the Treasury.”

‘394, Your Comm;‘tﬁe_o.comjdex that this is 2 matter that should be investigated. Tf in

the dommunwealﬂ:, then messures should be taken at once to have pi'opér safeguards instituted,

However, wg.xgg}i;e_:thgc ﬁ'p‘ o & point 8 Department must,, in matters like this; be « Prepared
to takq‘qﬁquhte'd.,ti_sk; 7, and we.aro far from Suggesting the institution of safeguards involving
T,

CHAPTER XIL—CONCLUSIONS,
THE Leaat Aspgcr,

1, “The Commonwealth fiag no general power over civil gviation, Its powers vary

according to the feld in which the legislation is to apply (Paragraph TYem

(i) Scetion 92 probably prevents the rationalization of Air Serviees; (Puragraphs
v 10-12)
(i) The: origina} uniform legislation passed by the States has been: amended by
some. States, (Paragraph 9.)
* 2. The: mithori ised by the D is-conferred by Regulnti

T B d by ' .We‘aonsfder
that this uithorityshould be conferred by Statute, (Paragraphs 13:15.).

L A Derence,
3.. The eitil airways system goniributes. considerably to. the efence preparedness of the
Comrhonvreaith. .(Paragrap 17-18.) .
STapr.

'4."21,\& Estai:li&flment of the Departrient hns heon reduced frout 5,518 In 1051 te 5,177
1955 and the gp‘miil‘sta{l ‘from 5;358.t0 4,913, (Paragraphs 20-220) .

5. Your: Committee were assured that the O, & M. Scetion of ‘the Department hay played
4 significant part in improving the quality and reducing the cpst of mandgement of the
Department, (Paragraphs 26-27,) : .

S ) HisToRY AND OrasizTION, s
6. After b 15t ‘Goya Henry casa ‘(;QEG)f & Clvil Avfation. Board: superseded the-
Controller of. Civil. Aviatipn, {Paragraph 6.) ' ' o

RS e e
P.2317/56—8

Q.1333,

Qs 1347-1249,



82

7..In 1939 a Dep
e Bfin: (P. b 6.)
8. The functions of tlie Department include—

(i) reguhtm‘ powery; e, fo- promote the safety of civil aviation; (Paragrapis

(u)umcmgduhe:, lating to ction and mai of serod H
(Plnnlph 33.)

(iii) review of the resulis of investigations into sccideits, and. the. hearirig of lppenll
against mpennon and eancellation  of liceuces. (Paragraph 34.).-

9. By a recent dment of the. Air Navi Regulations® the fundtions: of teview
and appeal are made subject. to appeal to a Bourd of Review. (nguphl 36;.38.)

10 While the- Board of Review is a saf d against the ion of sdministrati
executive and judicial funetjons in the Director-Gieneral, Your C: point out that—

(i) mo. recourse is provided to-the ordinary-courts; (P
(ii) the powers of the Director-General largely denve fr
under the.seanty provisions oi the Air Namgahfm At 1920- 1947, {Parsgraphs

16, 88.)
11. The Parliament has not had for niany yems the “opportunity 10 discus the

ph 38.)

provisions of the Air Nasvigation Act: Your Committee consider that a auitable, measure.

should be: brought betore the Parliament at the earhest oppartunity, (Punenpl; 42).

VALIITY 0F THE FEEs CHARGED.,
12. The Air Navigation Regulatio the Director-Gef
issuing and Yeviewing various-iicences.ard oertxﬂcates under Orckr (Paragraph A)—

(i) These: Regulations sre. pruhably invalid’ insofar 4§ they confer.an. un!ette!‘ed
diseretion upon the. Direct 1l (P h 45.)

(ii) Your'Committee were told that no Orders have-as. yet beeni issued,, Gomequent]y,
it is likely that any fees levied' to date have been levied mﬂmut -proper
authority, (Paragraph-46,)

13, Your Committee consider that. the Iegality of the. Regulations, (wlneh ‘were made.
in 1947). should be established;. and: that proper authority should be sought for the right to’
levy fees.t (Pnragraph 47y

Cost OF THE' DEPARTMENT.
14, The Departmental. estimates for the maint and: ion of civil ayiati
facilities (Division No, 71) include £250,000 Iormerlv meludefl in Works Estimates (vamlon
No. 76). (Paragraph 53.)

15. (@) This transfer results from a new arraugement between the Deparfment and the: -

Department of Works by which the Department is allowed to earry . out minor works and
repairs, (Paragraph 54.)

{b) The Department regards this-as a:valuable concession, whmh.ennbles it to do minor
jobs more expeditiously and more economically than.if it had to wait for the Department
of Works. (Paragraphs 55-56.)

16. It is noted. that .the. Department by & large staff spread. over ifs flelds .and’

navigation. posts that includes electricians' and: It is: possible-to tse, that-staft to
carry out the minor jobs mentioned, without the necessity for ‘the -employmert of addmonal

staff. (Paragraphs 29-81, 54.56.)
17. It scems to Your Comiittce that the system whereby the Works Department: ‘is,

ngually made responsible for the design,. estimates of - cost and supervmon and execution of '

all .ar and ing works: for the O
time- gonsummg and costly. (Parngrsphs 54-55.)

may be unneogs “‘

STATEMENT OF REVENUE' AND ExPENDlTUnE.

18, The Depart: t does not. ) prepare & statement of révenue and expendlture
similar to that prepnred specmuy for the Commxttee. (Paragruph 61.) Your Comnntlee
consider that such a stat uhould be prey 2 (P, 68:):

* No, 119 of 193
V% dhasertan that new Reulstlons {M: 18 061950 pramutiaca under tho e Ferigu 920 P—
Doaition 0 cevnnds el e ook ouum to be apacil e& T e g oy Nevigatlon Airor0-pdy "‘" et

of Civil Aviation was blished under the eontrol of a-

. Régulations, promulgated

b to levy £ees Tor

*aer is more
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BarAvcrsEERT. .0 . 0 . .
19, The Balance-sheet is not a satisfactory t and has not been taken out in
thie past. (Paragraph 70.)
20.. Yorir Committee consider that the Balance sheet should be revised and submitted to

the Parli when- the of and Expenditure is presented. (Paragraphs
70-74.)

MENT OF A

21. The Government aims. at owning all civil aerodromes in regular use for airline
operations, (Paragraph 76.)

22. The programme of development is governed by such factors as potential use,
availability of alternate means of transport, availability of men and materials, the needs of
the Commonwealtk as a whole. (Paragraph 87.)

23, The location of the and its develop by the Department depend upon
the volume and character of the traffic to be carried. (Paragraphs 77-78, 84-87.)

24, When developing acrodromes. in country areas the Department tukes the D.C.3
or substitute craft as its standard, (Paragraph 80.) To-provide aerodromes in country areas
for heavier aircraft, e.g:, Viscounts, involves substantial extra expenditure for construction
and maintenance, (Paxagraphs 80-81, 82.)

THE PART OF LOCAL AUTHORITIES.

25, Liocal nuthontxes may seleet and d. , but has shown that
where. they think that a case exists. they expect the. Depnrtment either to assist them or take
the.gerodrome over. (P hs 91-93.)

26. The Dep s policy, h , does not local auth to construct
aerodromes and Your Committes helieve that this policy should be carefully reviewed.
(Papagraphs 94.98.)

27. The Department belicves that in the long run Departmental ownership of

i} jeal and, makes for greater efficiency, (Paragraphs 95-96.)

.o SyoNEY:

.28, More money has been spent on Mascot than on any other aerodrome, (Paragraph
99,) While.existing expenditure 0f'£8,500,000:is less than expenditure upon aerodromes overseas
(Pnragmpba 101-102)—

{3) The original estimate of cost of the first stage of development of Sydney
Airport: was £5,000,000, and the. work was. to be. completed by 1952. The
work is’ not yet completed’ and has cost £8,500,000. (Paragraph 104.)

(ii) The total cost of the first twu stages of development, which include the
construction. of an overseas terminal estimated to cost £2,000,000, will be
£10, 500,000, (Paragraph 106.) .

29. Your Committee. consider that the way in which these Estimates were madée and
altered does: not reflect credit upon the. Departnent, (Paragraphs 108, 109; 112, 115.)

30. We were surprised at the attitude shown by the Director-General to the failure of
the Depﬂrtment of Works to. supply statements of progressive costs. of the developmental
pro;ects of the Dopartment of Civil Aviation. (Paragraphs 108; 112-113:)

31, Far from its being constryed as an interfercnce with the functions of the
Depurtment uf Works, mswtence upon these reports should be seen ds an essential, indeed
an indisy fent from a iting nuthomy tu its pnnelpal (Parngmphs
1138 134)

8%, Your Committes record with satisfaction that the Treasury has now arranged that
when any works estimate i exceeded by 10" per cent. or £2,000 the Treasury' must be
mnmedlatel méd and-ap hed’ for the: y funds by the sponsoring Départment.
(Paragraphs 113 114)

AcQuisiTioN PROGRAMME,

38. The Depnrtment of the In'terior aoqnires land on requisition from the Depariment
of Civil Avmhon. (Paragraph-118)-

34, Such’ ncquxsmons are usually
(Paragraph 118.)

85. Many ncqmsmons are-matde before the: Depuﬂmeut is ready to use the land: in some
cases- for ‘future Jevelopment ‘ahd in others to -avoid paying inflated values. (Paragraphs
121 128 J:

g e 3

without to Isi
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36, The land at Eagle Farm.(Brisbane) will probably not be used by the Departmens
«of Civil Aviation for ten years: the :Depart of: Civil Aviati idered,the land should
be ired for ted di The. price pnxd was £17,600, - (Paragraphs: 121-124.)

87. Land .at Bankstown (N.5,W.} was acquired during 1951:52.at-£55,000 to pit down.

a runway which would ot be. constructed. until 1958-59. (Paragraphs 125-127.)

38, For Neweastle, the area being. conside red. for nequisition: is 2,000 acres, of' wli'iéh'only
1,400 will be needed. The acquisition' has not proceeded beeause of the exeessive price asked
by the vendor, and because of the expensive nature of ‘the vonstruction. (Paragraph 128.)

Dmys AND ERRORS IN. KSTIMATING.
39, Since 1952.53 the: Dep of Civil. Aviation. has und
acquisitions.  (Paragraph: 130)
40. Your Committes were told -that the Department of le Aviation: had not the
faintest ides whether money voted: would be spent within the finaricial year, This
with finance is characteristic. (Paragraphs.181-132.).

41. Your Committee noted that the Department of -Civil Aviation plneed miorg
requisitions with the Department of the. Interior in the second half of the financial year than
in the first. half, (Paragraph 134.) We inquired what action had been taken-to obviaté. delays
in acquisition hecauge— . K

(i) the present i \i the of the Interior, which cannot'
possibly deal with all the reqmsmons lodged during the ﬂnanmal year;
(Paragraphs 134, 138:)

(ii) a large part of the Estimates for the fi 1 year now ref § re-votes.
‘(Paragraph 149.) "

42, We are not satisfled with the explanations given by the Depariment in telation
to acquisitions, (Paragraphs 136-137,) C

its vote: for

43. Having regard to the existing procedures—
(i) the whole Estimates may represent re-votes; or
(ii) the vote may contain. a list.of -acquisitions that does not represent what will be
acquired ;. and
(iit) it is. hardly possible for the Minister to tell a questxonor whnt lnmi s hkely to
be acquived and when. (Paragraphs 141.142.).

44, We note that-the Treasury has recently insti 4 a d designed to elimi:
certain of the delays. (Paragraph 185.).

BUILDINGS ON AERODROMES,

45. The Government policy in foree since 1949 is. to own all buildings on aerodromes,
(Paragraph 144.)

46.. The: poliey is not consistently pursued The Department has acqmred from operators
buildings to the value of £335,000, and is acquiring others valued at £328,000; after six years'
there yet remain to be acquired: bulldmgs valued at £146,000, (Paragraph 146, )

47. Further funds for this purpose were not made available during 1954 55, (Pgragrqp}i
147))

48. Operators are spending large sums'on buildings. and terminals- without. any assurance
that they will later recover that expenditure, (Paragraphs 148 152;, 158, 160 185.5 )

49. Your Committee consider that the present policy should be re-examined, fnda more
realistie. approach made especially in the case of overseas operators. (Paragraphﬁ 148, 153, 160
166-167.)

50. Your Committee have.been informed. that the rental. charged by .the Department.for
buildings owned by it and. leased to operat: (in p of made by the
Departments of the Interior and Treasury). in moat cases covers outgomgs (Paragraphs 168-169.):

ProvIsioN' oF RUNWAYE. . ol
61. In the capital cities of thes Commonweéalth, the form to iy ional
standards. (Paragraph 171.)
52. In the country, the D.C.8 is the datum: (Paragraph 172.)

53, The. cost of sealing a gravel runway -isapproximately £100,000; but to construct
and seal & runway on an unprepared aerodrome may cost £1,000,000. (Paragraph 173.) - ;
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‘ Fire Sguvioes. AT ARRODEOMES. .
54, Mnch i t is obadlete. (P 184y
55, Replscen 8. being d in. Jtation with the Dey
Supply. (Parazupk 184.)
-56.. The Depsrtment of Civil Aviation acted' in this matter without' considering the
needs of other-Departments.. (Paragraphs, 184-185.).
57. 'The-provision on the E: tes for equip has been haph d, (P: ph 186.)
58, Yonr Committee feel that tho-legal liability of the Department to operators for fire
damage;: should be examined.and clarified. (Paragraphs 191.193.)

of Air and

. Amways. SYsTEM.
“ 59. Estimates for capitdl services are as i as other
(Paragraph 201.)
60. The cost of aids to flying and igation is very iderable to both the Dep
and the operstor, (Paragraphs 199, 204.)
61. 1t. is sometimes difficult to fit in the eackpit of existing planes all the equipment now
being provnded (Paragraphs 205-207. )
62, The various people. i d in aviation ider that the
in mrcmft is satisfactory, (Pnragrapha 209, 219.)
68, Your Coimmittee were told that.the air.ground communication facilities now provided
by the Department of Civil Aviation are satistactory. {Paragraph 217.)
" 64. Charges for meteorologies! services should be rationalized. (Paragraphs 221.222,)
65. We' d that ! ghould be given to the training of specialized
forecasters in order to extend and improve forecasts. (Paragraph 226.)
6. The basis of the charge made by the R.A.AT. for ajr search stionld be reviewed.
(Paregraphs 229.232.)
"' 67 The tion of inter-deparimental charges should be re-examined. (Paragraphs
228, 230, 282))

Tt P

now

AR Navigarion CHARGES.

68.. Users -of mrways gystems should pay charges based on the costs involved and the
gervices provided; not in terms of the gross revenue obtained. (Paragraphs 239-241,)

69, Despite impréved facilities and. increased costs of installing and meintaining
equipment, the charges to operators have never been revised. (Paragraphs 246-249.)

70; Charges should: be based upon actual and identifiable services' provided. by

1 Itk Departments. (P h 249.).

71, The delay in revising the seale of air navigation charges is difficult to: understand or
«condone. having, regard to the fact, that the Air Navigation (Charges) Act 1952 was. assented to
three and a half years ago.. (Paragraph 252.):

72. If petrol tax is caleulated as part of the compnmes’ contribution for the services.
provided, the #act that turbine- -engined planes use kerosene instend of petrol imposes & Qifferential
chargo on companies according to the fuel used. (Pavagraphs 250.252,)

Jos Cosrmva,

"' 74, Job costing, hos been subordmated to the development of the airways system,
(Paragraph 256.)

74, Consequently the. Department has not had the baslc dats upon which to compute
‘charged for fdcilitits ptovided. (Paragraphs 253-257.)

‘75, Tiie Depurtment comniitted an ervor of judgment in failing td institufe An effeétive
job costing system, which would have helped it to know ivhether or not the funds provided by
the Parliasment were being economically and effziently spent, (Paragraphs 259-261.)

. . Arp Mau, ConTRAOTS. .
76..For. domestic -operatora air mail is' & usefil source of revenue for international
it i8. 4 ntial to exist: {Paragraph 265.)
77.. Air niail ‘servicés are provided by operators—
{§) for .well.datablished' routes; (Paragraph 268.)
T. < . (i) fo:outlying areas. where no other regular
272) ; and'

t exists (P hs 269-
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(iit) for special mail such ' ag .diplomatic. mall inside and outside Australia.
(Paragraphs 275.2172)
78. The amount of payment varies according to the type of area served-and.tie chltmter
of the service, (Paragraphs 268-279.) N
79. Your Committee consider that the- present for juge of dipl i1
and safehand air mail within Australia should be reviewed, (Paragrapla 278-280.}

Mernop of CoMpuTiNg Al MAm PaymenTs,

80, For 1954-G5 air mail revenue i estimated at £3,715,000-and expenditure at: £3,508,000..

(Paragraph 285.) )

. 81, The Department has not collected or analysed data by which-the real eost of carrying.
air mail' could ‘be determined, and is thorefore unable to say whetheir higher payments to
operators are, warranted.  (Paragraphs 287-293.)

82. Cnre should be taken to continue the mcluslpn of information now shown in Dirisionn
Nog, 72 and 73 when these entries are f “to the Postmaster-Gr s Pep
Bstimates.  (Paragraphs 283, 65.) '

83. Comparisons of pnyments made to operators in other counmes are. inapplicable
beeduse: of the great dissimilarity in conditions. (I’aragruph 294.)

84, The Department believes that. paymer ts should be above the rate paid for mr-frexght,
and this is the case for the carriage of first class. & ie air mail, (P: phs 295-298,)
85. Trom all the information. we were able to.obtain, we consider that the rates. pmd nrc

4 ¢i reached hapl dly rather than by caleylated desigit. (;

approp ¥
299.)

86, As to the methods uscd by the Department. in connexion wnth payments to opcrators
for carriage of air mail, Your Committee are of the opinion that—

(i) the method used for ascertaining. the eppropriate rate of payment to operators»

could be improved (Paragraph 299.)

(i) the method used for computing the. amount of the payment to operutors is

satisfactory. (Paragraphs 300-302;)

Is THERE A-SUBSIDY?

87. There is an- elément of 'subsidy in payments made for:carrying mail on dévelopmental’
services.  Operators elaim, however, that the payments now made are inadequate. The
Department of Civil Aviatior agiées, (Paragraphs 269-274, ‘306-307,).

88, Major operators are paid .05d. per pound/mile for the carriage of domesuc mails,
(Paragmpha 268-808.)

89, The rate of 4 gold franes per tonne K il is paid to.international operators and
isd ined by the T 1 Postal Unjon, ' (Paragraph 816.) '

90, On the Sydney-London service the Department. pays Qantas Empire Airways at the
rate of 3.99 gold francs per tonne: kilometer, a rate 1L'<ed after consultation with the United
Kingdom Government. (Paragraph 816.).

91, The international rate is roughly one that the traffic will bear. (Parngraph a)

92. Whether or not the payments made to international operators contain an element
of subsidy cannot be answered decisively because the Department has not collected the necessary
data. (Paragraphs 317-323.)

93. Your Committee consider thaf, before a. “subsidy” is pa:d to nn, operator, the
Department -should “be sutwﬂed that the subsidy is justified, having regard to. the effleient
conduct of the ’s b Pa )i 324—8 5.).

o

StorEs.

94. Shortage of ‘staff and proper equipment are the reasons for the Department’s failure
to provide a Stores Vocabulary and Stores Instructions: soon after the. war. (Paragraphs
826-330.)

95. The position hns now improved' but Your Committes are surprised that this
imp: was not s t until the latter part of 1955. (Paragraph 338.)

96. The printing of the Stores. Instructions is long overdue, and should be put in hand
promptly, (Parngraphs 334«335.)

87

Western Au:lraluz BStore.

97. Thc methods. of stocktaking at the No. 5 Main Store—Western Australia—were
condemned by the Chief Auditor of the Audxtor-(?cncml’u Department, Perth, in July, 1953.
Nevertheless, the Regional Director of the Depnrtment of Civil Aviation went on with the
stocktake, (Paragraphs 337.340.)

98, The Chief Auditor refused to agree {0 writing off the discrepancies in the wtock

led by the ktal [¢3¢ ph 340.)
1 99 ’l‘he Department of Civil Aviation hecame aware of the wituation at the end of 1953
’ and. in 1954 mstmctcd the Regional Dircctor to adopt approved practices, an instruction that
was not obcyed until May, 1955. (Paragrapbs 341.342.)

100, Ynur Committee consider: that the handling of the Perth Store deserves’censure.
(Puragraph 343) L . )

101 Although we were informed that there was no evid that the Ci 1th had
suffercd any loss, we note with intercst that atocktaking procedures were revised as a result of the
Regional Director’s failure to earry out those procedures, (Paragraphs 344-346.)

Cocos Island. Stores.
: 102 In 1950 the Government decided to reconstruet the. air field on Cocos Island for
' use in Wights scross the! Indian Occan, (Paragraph 349.)

108. The Auditor-General told us that proper stores prodedures had not been followed
during the'-initial construetiori of the project. There was also no store-house for protecting
the equlpment unloaded ‘on ‘the Island, (Paragraphs 351-352.)

104, anmg régnrd to thé conditions under which stores'had to be unloaded and used on
ithe Island, Youtr' Committee ave satisfled that the departures from the Regulations were
unavoidable and did not refult in any loss of stores, Adequate protcchon against bad' weather
and theff now- éxists, * (Paragraphs 353.356.) o . .

. Darwin Main Sfare
‘ 105. The conditions at, Dnmm wete very hke tlme at the Mam Store at Perth.
. (Pnrngraph 357.) i
"' 106 The first stocktake wos made in September, 1950, g accond in 1953, but the: méthods
used were inadequate. (Parugr&phs 357-359)

107 When Your Committee were tnkmg evidence in August last year they were. fold that
an npproyed atocktike was being ¢ompleted, (Pamgmph 309)

108. As with Perth the Head Office in Melbourne were unaware of the stock deficiencies
in Darwin until, an inveatlgahon commenced., We are assured that steps have beén taken
to. prevent a récurrence of the diffeultics mentxoned. (Paragraphs 380 -361.)

109, In extenuatlon of the unsatisfactory administrative condltxom referred to, Your
Commlttee were told that the Depsrtment’s staff twrnover in Darvin d\mng 1954.56 was
957 in an average employmenc fotal of 245: in the Stores Braneh it was 40 in an eaubli.lhmenc

of 81 pontionn. (Paragraph 362.) . )
* 110:'The present satisfactory condition of the Storea at Darwm is.indieated by the
fact that. the Department’s Darwin Store— . .
EE (x) has been the first to introduce there such modern. methods 2 unit pilmg and
g ' anit loading (Parngrnph 363 (i).). .
(ii) has developed a well laid out store that has been: fa.vonbly commented upon
» . \ by the, Audit Office, the Public.Service Board and. the Works Department,
[ , ++- - amongst, others. (Paragraph 363 (ii).) , P

» Srores TRUST ACCOUNT,
111, Your Committeo discussed the desirability of establishing a Stores Trust Aceount

to avoid the diffieulties. of surrendering balances of funds at the end of the financial year.
(Paragraphs 864-365)
. 112, The' Department eonstdered-that there weré no substantial advantages to-be. derived
from such an sétion, nnd ‘with thln opimon Your C i coneur, (P phs-365-366.)

s +e. 118.Your. Commttee lmve yet to review the case for and ' against ’l‘ruat Funds
thronghout the several Gommopwealth Depm‘cments (Pnragraph 866) ' .
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114, In so far as the l};m:nenr of Civil. Aviati d; Your Ck
consider that far tooJong a time has elapsed in mata]lmg ah emmnt .ymm 6{ utonnemg
and costing, and of stores control, (Pangraph 366)

MiscELLANROUS' ) »riue Deeas
“Cost.of Living Subsidy.at Cocos 1 Tiland: L, .

115, The .arrangements’ made- by the Department.of Civil Aviation in. eollabors

with the Public. Service Bosrd, Qantas Empxre Airways and the.
maintaining comumon. condifions on the Island are satisfactory.. (Pnn
116. The original. estimate of the annual subsidy for the co-t of cntermg, &c wu
£9,700 and was: agreed to by the Treasury in June, 1952, By 1954-55. the
£24,600. The jnaccursey of the estimate was the result of general price rises, byt ‘also ot an
insafficient examination of all !be faétors involvéd. (Paragraphs 370-374;) Lot

- . Lo .A A M"'“ Y
ON.
117. For some years the Depariment - ‘has. paid-£288 per apnum for some adwrtmmg
aphoe in Gordow’s Australasian Air Guide. .(Paragraph-375). . o
118. The Department wishes: t0 dontinue thé payment biit: the. 'I'xumry omlmd tlm
itefn in the: Estimates: for 185556, (Paragraphs 376-377.) o
119, This attion by the Treasnry illustratés oné view of its powen, .and’ vmh thu view
Your Committec agree. The bthier view is that tlie Treamiry should :merely beé-ikie. agency’
fdr providing the funds:that Deparimental Ministers desiré-to spend.. (Pa.ugraphm 878-380.)
120, 'I‘lux iteih of £288, Which all ‘the paitics agree is less.an advertising item. thania

subaidy, i lm'dly vibith. Argum’g, bt usually the prineiple. involved in ‘the cade. ik résolved’
by the Minister afected seehng to make the inclusion. of the- amoqnt incthe.Estimites » .

Cabinet direction to the T (; h 377 378)

et o Subsidies to Adra and Glldmp Clubs. ) =

12’.! Subsidies to aero and gliding. clubs were pmd befors the war: tﬁe ’lmxigno!
Assistanoe was revised.in 1950 and in OQctober, 1951, five year ngreements were ‘enter into
with the aero clubs. (Paragraphs 382, 888.) , i ,

122, The- Commonwealth: ags d to meet approxi 50 per cent
of the operating costs of aeroand gli axxmum annual amount of £110000 wag
determined. by the Treasirer and the- Mlmster for Civil Avidtion, (Paragraph 888.5 <

123, This sum. has¢ been persistently . over-spent sinee 18 and tﬁe nnnunl pnyments
now amount to approximately. £150.000,, The. Direétor-Gener: |
was well spent, and he obtained aﬂdxhonnl funds from the Treasury 4o meet” the subindy
(Payagraphs 883, 889 390.)

124, Replatement contributions are limited to the total sum exined by ‘the clib. *‘That
sum-is the product of 2 credit.of 103., per hour flown by the . oln]b 'Uuuaﬁy the A
contributes ten-sevenicenths of the total tenlacement dost: nnd' w:ll not' make' the eredit

available until the club Hins sarnéd a ctedit approkif e teenths of. thé: totul cost’

of the new aeroplane, (Paragraph 885.)

195. Although the Auditor-Géneral is rot swtisfied. with the ehéek: mkde of clainis by
aero clubs, he helieves the nnymenu to the Ghdmg Club F‘ederati(m are umfaewn!y‘

controfled,  (Paragtaph So1:8d3:) '

126, Your C & that t‘he feguards fot ‘the. ekpendlture of thess

fnnds should be. reviewed, but, we' do ‘not believe that comprehenisive chétks should be. imponed’

that. are either onerous or expensive in relation to the sums involved. (Paragraph 894.)

PERSONAD

Sénator-I. B, Wédgwood was:elected: to! Youtrcommittee in Octuber, 1955, vige Senawr
8. D. Baltridgs, jidt s the inatibtis of wi i

Members of the Seeond; Committee, being. elected with the oﬁxer ;
Committee, early in the first Session of the Twenty-second Parliamier (beuﬂa of "the:
Membership of the Second and Third Committees are set out on page 2 of this Report.)

with this Inquxry were drawing'
to& close. Senator A; M. Benn, Mr. L. H. Barnard, MP and Mr, J. F, Cope, MP were not:
f the Third.
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Al the Menﬂm-s wha have not sat with :Your Commnm’dunng the whole of the

time’ we: wére have had an 'y to review that evid and accept the
snbnume of. th Mo\'t except in the case of Senator Benn, a Note from whkom is printed below,

On behalf of the Committes,
? / F. A; BLAND, Chairman.

. e e - A. V. THOMPSON, Vice-Chairman.

UL NN
Peres H. Bm‘%ry,

+ Parliament. Honse, Canberra, A.CT.

o my, 1086;
Nore st Sevaror Buww,
w0 The 'l‘hirri p entary Joint Committee of Public. A ts, of which I.am a Member,
whn nppolnted on 22nd Febmnr,v, 1956; .
. Priérto !Hé oifitment of the Co a previous Committee took evid i

;‘ﬂi‘a' affaire of4 he. Deplnment of Civil. Auntmn
I was gble to attend only one meeting of the Commiittes during which t}un evidence

wu,oomiderea . .
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'DEPARTIENT OF CIvin AVIATION.
Lraar Powrss 1y Rearey or A Navioatioy. axp Liorxsine or Ax Sexvicr Opzrarioxs,

A, Sources of Legal Power in respect of dir Navigation.,

As aviation was in its infancy at the time of the federation of the Australian colonies into
the Commonwealth of Australia, it isnot surprising that. there is 1o direct reference to civil aviation
or air navigation contained in the seotions of the Commonwealth Constitution setting out the
powers of the Commonwealth Parliament,

. R .
The first Commonwealth Act applying to civil aviation was the Air Navigation Act 1920,
which authorized regulations to give effect to the Paris Convention’ I(since ‘smperseded
by the Chieago Convention} and for the control of nir navigation generally, Tn 1936, the validity
of the Act and the Regulations thercunder was-challenged in the High Court in the first Goya
Henry enso (55 C.LR. 608 (1936)). The High Court held fiystly, that Parlisment, could under
i i iking of' 2tions to give effect to tho Paris Convention
but that as the regulations then in force included substantial deriior. from the C. i
they could not he; sustained. nnder that power, The High -Court: also held that the CQommanweslth
did not have power to exereiss general control over all ¢Jasses of air navi and in i)&;ﬁ_cular
over intra-State air navigation and that since expression “oontral of /i Bavigation " wag not
severable this limb of “the. reguldtion: foakify power was invalid; - T

Following the decision the (1 1th ded the Air Navigation Ast and “fegred’ a
fresh set of Regulations, The practical result was that the Comimonweglth Regulations no
longer purported to extend to intra-State air navigation, except to the limited extent necessary
to give effect to the Paris Convention, The validity of the Act 23 amendéd and: the’ new:
Regulations was subsequently upheld in the second Goya Henry case (61 CLR, 634 (1939)),
Conevrrently with initiati of tlese d  the Cy Ith d the historie
aviation conference with State Miuistors to consider meang to ensure that uniform rules
wonld apply to all classes of air navigation within Australian territory,  All States agreed
to enact in uniform terms State Air %nvigation» Acts, which would adopt the Commonwealth
Air Navigation Regulations as State law,

Each of these State Acts—

(1) provided that. the. regulations from time to time in force applicable to and in
relntion to air navigation within the Territories should apply mutatis mutandis,
to and in relation to air navigation within that State;

(2) vested the administration of the Reeulnti in their lication o intra-Btate
air navigation by virtue of the State Act in the Commonwealth- authority; and

(8) provided that all fees, payable under the Regulations in thoir application to:
intra-State air navigation by virtie of the: Act should be paid to the

Commonweslth,
The practical result is that the Commonwealth Air Navigation Regulations. apply vniformly
10 all elasses of nir navigation and their admini: ion whether as Federal or State law is vested.

exclusively in the Direc?or-Genax-aI of Civil Aviation,

It should aleo be noted that the Commonwealth Air Navigation At bas been subsequently
emended on several oceasions and is. now cited as the Aér Navigation Aot 1920-1050. In its present
form, it provides (sec. 5 (1.)) that the Governor-Genern) may make regulations—

(a) for the burpose of carrying out and: giving effect to the Olileago Convention on
International Civil Aviation concluded on"7 Decumber, 1944 and the provisions
of any amendment of the Chicago Convention made inder Article 94 thereof
and for the purposs of CArrying out and giving effect to any other internationa)
convention or agreement relating to air navigation to which Australis, ip or
becomes a party;

(B} preseribing all mattors—

(1) in respect of air navigation which are necessary or convenient to
be preseribed. in relation to any matter with respect to. which the
Parliament bas power to wiake laws; or

(ii) which arg essary or enient to be ibed in respect of air
navigation within any Territory of the Commonwealth or to or from.
any such Territory,,

Tt will thus bo seen that the scope of the regulation making power in the Air Navigation
Act i3 governed by the external affairs” power, and the power to ?epris]ate for the government
of the Territories and that in addition there is 4 general power (ae0. 5(1) (B) (1)) which a dosigned
to confer powers.on the Exeoutive to regulate air navigation in the. widest terms in which they
could validly be conferred under original and' rafarred Togislative Powers,
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Licensing of Atr Servigs Operations,

(6) Infernational Air Sersi -An int fonal gir service requires a licence issued by
the Director-General in pursuance of regulation 168 of the Ajr Navigation Regulations and a
bilatersl or other agreement Between the Commonwealth and the country of the airline. The
Department has heen responsible for negotiating bilateral air transport agreements with the
following. countries: Cnnzda, Egypt, India, Italy, Lobanon, Netherlands, Pakistan, Pbilil?l?ines,
Portugal, United States of Amerios and United Kingdom. In addition Article 13 of the Treaty
with Japan confers certain rights for a_period of four years. Negotistions are slso pending
to revise: several of theso and for with Japan snd Germany,

_(B) Interstate Bervices~—At present the Dircetor-General is required under regulation
189 (2) to issuc & licence. for an interstate service, subject to complignce with the Air Navigation
Regulati and such additional .conditions a8 the Director-General considers necessary to ensure
the .safety of the aireraft and of the persons to be carried by the airernft, The decisions of the
High Court in. the 1055 State Transport cases indicate that the Director-General’s diserotion to
attnelr safety conditions to interstate licences may have to be further restricted and amendments
for this purpose arc ag present being examined by the Attorney-General’s Depariment.

(¢) Interstate Services with, slopping places or o fermingl in the Terrilopieg~The
Director-General may under regulation 199 (24.) grant or refuse o licenee for these t pes of
servies or may grant the licenee for & service between, the places in different Stntes, sitbject to
the condition that the aireraft shall not land in the Territory unless sueh conditions 8s tha
Director-General, id ary are plied with, '

(@Y Territorial Services—In the case of services wholly within a Territory, between two
or more territories or bitween a State and g Territory (not being also an interstate service) the
Dircctor-GeneraI‘bas a discretion o grant or refuse fho licenco or grant the licence subject to such.
conditions ‘as he considers the eage requires (regulation 199 (3)).

(e) Intro-State Services—Regulation 199 (3.) empowers the Director-General to issue
licences wpon such ditions; in. addition to pli with the Regulations, as he considers
necessary or lie may refuse to issue a licenco, This general power is applied to initra-State air
services by virtiie of the- Uniform State Acts outlined ubove,” Most States nlso require & lchl}K;e
fssned by their iransport regulation authority to be held. by eertain aireraft engaged in commereial
operations within & State, In practice close liaison is maintained between the Difector-General
and the respective State leensi g authoriti

New South Wales—The State T port (Co-Ordination) Amend Act 1047 No. 32
makes the issue (where required) of a licence under the State Transport (Co-Ordination) LAct
19311852 2 condition precedent to the issug of « licence under the Alr Navigation Regulations.

Victoria~Transport Act 1951 No. 6659 Sec. 10, provides for power fo grant or
refuso an applieation for a commereial aircraft licence and attaching of conditions to hcencgs. The
obligations to obtain the Ith and State:licences ave concurrent, Both sets of requirements
must be satisfied before conduct} g ial operati

Quecensland ~—State Transport Facilities Act 1048-1952 Pary V. Division I relates to air

port, The Ci issl or Transport may prohibit the carriage of goods and passengers.

by air between specified: places in Queensland’ except under the authority of a licenco (sec. 59).
The obligations to obtain licences from Commonvweslth and State authorities are coneurrent,

South Australia—This. State has 2ot established a State licensing system applying to
aircraft, ' '

.. Western Australio.—Stato. Transport Co-Ordination_ Act 1935.1958' provides that.no aireraft
shall aperate intra-State unless licenced by the Transport Board (2ec. 45), The Board may grant.
& licenc; providing that all laws of lati “the C Ith have been complied with
(sec. 48), . e

Tasmaniz.—Traflic Act 19251959 defines © gublic vehicle ? 50.28 to include afroraft.  used
or let for the conveyance. of persons, goods; merchandise..or things for hire, or for any other
consideration ” (sec, 8). An aireraft may not be used ag & public vehiele unless licensed (see. 24),
The obligations to obtain. licances from the State and C 1th auth are

 (f) Australian Notional Airlines Act‘1045-1952.-——The‘nboy"e outline of the Ditector-General’s
licensing ‘powers is qualified in. cortain cireumstarces by the provisions of sectiong 46.and 47 of the
Airlines' Act. Section 46 renders. i tive. liconces for territori 1 services issued by the Director-
‘Gengral to itors, of the Commission for so long as the Commission. i providing an
adequate service, Section 47, in effect, direots the Dimctor—Gene!’ul. not to. issue a leencs for
a. torritorial servico unless he s satisfled that having regard to the girline sorvices operated by the
Comnission, the issuo of the Yiceneo s necessary to meet, tho needs of the public with- respect to
‘Territorial airlino services, . -
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SBOME NOTES ON ORBGANIZATION AND METHONS AGTIVITIES IN OIVIL
AVIATION AND THE COMMONWEALTH PUBLIQ SERVICE.
TxrronvoTton,

Under scetion 17 of the Public Serviee Act the Publip Service Board lias a respongibility
to Parliament to ensure that all Departmental operations are carried out with maximum eﬂ{biqncy
nud cconomy of staff and funde. In order to carry out ifs dutiea under this section of the Act. tho
Board has cstablished in. sts own offico & small group known as the % Organization and Methods™
Suetion, which in recent years has carried oub investigations into-most of ‘the Isrger Depariments.
[Towever, the Permanent Tead, under section 25 (2.) of the Act, aleo has a clearly defined
responsibi “f' to_his Minister for the cofficiént oporation of his Depaitnient, so that he,. tod, has
0 ibility for the tion and methods of his own Dcpartment,

1T
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Esrantnnent or Owvin Aviatios O. asp M, Umir. .

Naturally there is the-closest possible collaboration between the Public Service: Board and
Permanent Heads in the dinchalrfe of theso responiibilities and asia result the Board has agreed:
to the establishment of O, and M, units in- Departinents, who report. to the Permanent Head, and.
who perform the list of app d functions at Attachment “A7”, (Somo notes on the Board’s
awn Q. and M, rale are included later in this statepient,) The Tvi\ Aviation'Q, sud. M. uhit wns
catnblighed carly in 1952 and. is responsible for O. and M. investigations not only at Head Office,
where it is Toeated, but in all parts of the Cx 1th whers Dep tal staff is stationed

Revationsure op O, anp M. 170 MANAGEMENT.

Before dealing with the activities of this particular unit it. is iniportant. to note that O.
and M. functions have never been regarded as tho exclusive preserve of o emall group of officiency
oxperts (the: staff of the Civil Aviationn O. & M. group totals.only seven. for the whole of the
Commonwealth) but rather ‘that every scction head is Yesponsible: for eritieally analyzing the
cfficiency of hia own organization and methods and fof taking appropriate: action to ensure that
efficiency is maintained at the highest possible level. The presence of an O, and M. group in
a Department does not relieve the exceutive siaff of their normal responsibility for devising
improvemonts in organization and method. of branches or sections under ‘their control, .

Rrasons ror Seearats O, axp M, Uwrra,

If management accopts and carries out its O, and. M. responsi

there ig no res! necessity for separate O, and M, staffs, but in practi
and cconomic proposition to have them for the following reasons—

(1) AN O. and M, inquiries take time if sufficlent facts; are to.he collected, sifted,
analyzed and put together in n way which will lead to.sound eonclisions.. Staff
employed on this work shiould ot be intérrupted. by other dutfes.

(2) Staff who are constantly px‘-eocmipicd‘wnh &wqblems of this type devélop & capacity
for handling them expeditionsly by ncetniiilating knowlede of goneral applieation,
and evolving spedinl technigues, for this type of work. Co

(3) Specinlist training of new reernits to this. O. & M. work becomes pradticable:
and worth while, . :

(4): An independent O, and M. unit iz ablo to make compari batween izatio
and mothods used in various seations of the Department and.in other Departmonts
of the Public. Serviee and industry. .

(5) O..aud M. porsonnel, as impartial “ outsiders”; arc least likely to possess a bias
in_favour of establishod practices or to be o greatly influehced By the: personal
relationships which ordinarily develop within. a Branch, or Division.

Purrose or O, anp M,

Tho end' vesult of moat O, and M, reviews should bo positive suggestions for improvements
in organization and methods work, .

“ 'my ta” take two f bettar results and lower essts. Botter results may mean
that work is done more quickly or more accnrately, bettor sorvice is.provided o the public or otheir
Dopartments or, oven, thet the work of the Departmont as &' whole is tore éffestively porformod.
Tower costs can bo achieved by rednoing the expendituro of public moneys: or staff time, The
most direet way of dohieving cffioiency in to climinato non-essentiala, Thus.the séarch for bettor
results cannot be limited to suggesting a better way to do a particular type of worky the nesd
for the work itsolf should be questioned,

This process, which is, in fact, tho application. of the principles of scicntifie. method' to
administrative practice, has been fully accepted in the United Kingdom, United States, Australia
snd many other countries, TIts acceptance is weoll summarized in a statoment by Sir Edward,
Bridees, Permanent Scorctary to the UK. Treasury, in ovidence befors the Seleat Committes on
Estimates, when he said:—"We believe that it (that is, O. and M.) has a part of immense

y it might be argtied that
¢ it has been. foutid & sound’

importance to play in getting an efficient and economic service, and a part which cannot bo

played in any other way. Wo are determined to sce that it does play that part in the most
affective way .
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410, axp M. Activiries nv CiviL Aviation sinox 1952,

., The £irat task.of the O. and M. Section early in 1052, was to review and follow up proposed

improyements recommended, under Section 17 of the Act, Iry the Public Seryice Board.
+ The next major task was to develop a stable but flexible structure of organization for
.lhe,vanq-.u sub-dmalons of ghe Departmwent, with. viow to cusuring the most efficiont distribution
! 5 over 70 3 proposals were d. One effect hag been to reduce the
establishment from 5,618 in 1951 to its present level of 5,177, although the volume of work has
been g. This reduet included the llation of a number of positions, the need for
gvlgzgh passed with changing activities, Thoe reduetion in actual staff employed was of. course
d by the G d ion on the matter in 1051 but the Q. and M. Branch has played
1 red of eatablish and in the stabilization of actual

a significant part in the
sfafl below the new ceiling level:

Now that a reasonable degreo of stability hus been reached in the Dopartment's organization,
and most req) 1 of the individual b hes for jzation have been met, the O, and
M. unit is engaged in drawing up a “ cyelical review ” progremme, which will result in the functions
and work loading' of each section of the Department hoing brought under eritical reyiew at
regular intervals. Such a p is & new requi of the Public Service Board wherever
0. and M. units are cstablished in the Service.

Also, the Dopartment has decided to extend the application of O. and M. techniques from
the administrative ficld, where it has been so successful, fo the technical field, A ively
iceont dovelopmont known as “work study ” hag been used for this purpose by some industrial
firms,” particularly in the United Kingdom, and is now spreading to Australian industry, This

“work study” process, which he the  work * aspect, has been the mesns
of  ach g significant i in prod ity d with savings in man-power and
materials. .

A technical officor, recently appointed to the O, and M. section, will concentrate his attention
on and, adapting these techniques. for application throughont the Dep

.Asrin the case of O, and M, anﬁvitiqs m the administrative field; work study will not relisve
supérvising technical staff of the. isibility for secking out imp ts in the i

under their eontrol.

Rrsues or Omvin Aviarion O, sxp M, Aoziviries,
Tt is gonerally accepted that the direct and indireet henefits of O. and. M, work do not lend
themselves readily to measurement. To date the measurable benefits above show that O. and M.
is 4 good inv Some les of pleted projects follow,

) Flezibility of Organization,

It: is axiomatic that the Depar of Civil Avintion, whore public safoty and speed
of servico are essential, mist have a highly flexible organization capable of being adapted to meot
changing work loads and cven urgent demands for tho development of new siations as at Cocos
Islands and Adelaide (West Beach) Airport.

To this end all organization proposals since 1052 have been channolled through the O, and
M, 'scction, whi¢h has endeavoured to.seo.they are soundly based in terms of lines of authority,
delegati hods, p dures, records, &e.  Emphasis was placed on meking: the maximum nse
of availablo Departmental staff within the employment ceiling and a significant reduétion in rigidity
of establishment was achioved' in important professional and technical fields.

By the greator use of a “pooling” system of technical staff up to- certain levels branch
heads are stow ablé to. use this staff at the points of greatest work load, thus avoiding the necessity
of asking for new positions or staff when a sudden change in business oceurs. Althoygh air traffic
gonerally has shown a steady upward trend and several new stations have been opened in the
past fow _years, Departmental staff had decreased and for somo time has heen kept well within the
approved empfo’yment ceiling. .

Accident Studics and Investigations Branch.
A pmall but important. assignment was o review of the organization for dealing with

_accidents. Bofore- the O and M. section undertook this.review there were two. separate branches

—un *Accidents Studies. Branch” and an, “ Accidents Investigation Branch ”—operating in
difforent. Divisions of the. Department, Although the amalgamation' of these two branches did
nop esult in signifieant staff savings a greater use is now made of the specialist abilities of the
investigators ' in tho two Dbranches and the administrative effort which previously went
into co-ordinating. the work of the two branches has been climinated, Better and. more compact
officp accommodation lias .a}so. been provided.

. . General Administrative Bxpenses;

Followingn‘review of the statistics of genoral admini ive (travelling, overtimo,
«&e.) at appropriate times, & systom of budgetaiy. control over travelling and other administraii
coststhas been introduced. Sub ial tary savings have been effected as a result.

Registry Procedures. .

New. procedures and special office furniture were désigned for the correbpond an
filing systeins, leading to a much moro cxpéditious handling and filing of papers.. Specialiat advice:
wag' recoived’ from’ the Public Servieo Board during this project. “The immediate effect was
to reduce total steff by six porsons from 368 to 30 (that is, approximately 17 per cent.).
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Offics Machines, .

All requests for the purchase of oflice machines ate roferred to a special officer in the O,
and M, section. This officer, who is constantly developing hiy. knowledge in this specialized field,
maintains liakon. with the Doard’s Machines Officer, A number of worthwhile results have
already emerged; perbaps the most imposteut las been the saving of valuabls tecknies}
manpower by extending the usa of calenlati g bines for power, where grester efficiency
and economy are likely to oceur, will bo purstied vigorously,

Work Loading or Work Measurcment,

One of the principal difficultics in any Jarge-scale organization is 1o develop suitable work
loading or work formulae for defermini g staff noeds. Xf this can be selsfoved
dministration is greatly simg

In 1953, it was decided that 2 commitiee consisting of the Chief Airways Engineer; a8
Public Service Board representative, and an officer of the O, and 3, section, should be utablinfwd
to dovalop a work ]oading formulu for the Division of Alrwaye Engi %, the largest i
of technical manpower in the Department, ‘This Division is spousible for the inatal
mainienance and operation of airwny facilities—DALE, 1.L8., radio communieations. systems,

15find
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The ]ondin‘g system ultimately evolved hns heen in operation for more than a year.
Weal d by practice have been vectificd; and with further experience o really
objective measuring tiek shonld' he developed for determining staff needs fn the branch, In
some eases the application of the work loading formula resulted in staff savings (e.g, radic
maintenance) but in others (e.g., meehanical maintenanco) some staff increases were found
neceseary; on an ovor-all basis, however, reductions were found possible,

As O, and M, develops on the technieal side, further attempts will be made in collaboration
with other branch heads to doviss # yardsticks” of this type.

General,

Some of the other funetions performed by the O, and 3. wnit have been the continuous
review of delegations. to emsure that theso ars adequate for the prompt despatch of public
business and alsc that the authority of senior ofilecrs bears some real, relation to thoir
responsibility; the continnous review and approval of all forms, hoth existing and proposed, to
ensure that they do in fact perform a labour-saving purpose and aro not wasteful of the time of
senior teohnieal and administrative staff; the alloeat of offico. dntion (which is in
short supply) having rogard to the work performed by the personnel concerned, and need' for
privacy, funetional furniture, speoial office equipment, &e,

Retamtons wrrne Punrio Seavios Boarp Unir,

In 1848 the Publie Service Board established a.small igating staff of highly trained
officers “whose main duty (would be} to ensurc that the requirements of effieiency are
thoroughly nnderstood and pursued’ by the Dopariments themselves ” (P.S.B. Report to
Parliament, 1046.47),

This staff was appointed to carry out, the indepondent. duty of the Public Service Board,
under Seetion 17 of the Act of ansuring that the erganization provided for Departments i matched
by snitoblo mefhods and cquipment and in practice is being made to function efficiently and
economically,

Tt is the poliey of the. Bonrd that the responsibilitios placed upon it by Section 17 do not,
in any way, limit those of the Dopartments: themselves. fop officiont management, In commenting

to the Prime Minister and reporting to Parliament on this aspoet, the Board said that it could
not—

“too strongly emphasize the desirability of the Board’s earrying, out its own functions
in common W“}I’ departmental: organization and officiency in o wey which leaves.
disturbed' the responsibilities for ¥ which aro so_rightly and clearly
placed on Exeeutive Ieads of the departments, We cannot afford to hove any doubts
in the minds of executive officers on this point.”
In aceordanco with this principle it has been the poliey of tho. Bonrd that its O. and 1f, staff
should co-opernte with Departments to achievo the common objective of effieiont managoment of
the business of government,. .

So far as tho Department of Civil Aviation is concerned, the Board' has honoured this
policy and has provided considerablo assistan ¢ in o numbor of ways; for example, flold, traifiing:
in O. and M, work was given to the first officors in the Dopartmental O. and M, seetion and |
valuable specialist advieo hns been furnished whenevor requeated, ’

Whilo it is truo that the Boord retains the right to undertake Scotion 17 roviews in
Dopartments where O, and M. sections oxist, this hag not oconrred in the Department of Qivil
Aviation since tho.cstablishment of its O. and M, mit, The Board's O. and M, staff kave operated
iu the main as the central O. and M. unit; that is, as the focal oint for concentrated offort
to improve cfficiency and achieve: economy of operation for the I’ubriu‘ Service'as-a wholg,

Perhaps the functions of ihe Bourd’s 0. and AL staff a8 & contral “ consultant™ group can
be summarized ga— . .

(1) Genoral advico on tecliniques, and. partionlar organization and methods, probloms,
(2) Technieal advieo on office hines and equip and direct assi in:
B particular investigations,
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(3) Distribution of information recoived from the International Institute of
Administrative Seiences, UK. Treasury (0. and M. Division), and other
intérnational bodics with which ft {s linked, as well a5 information- collated
in Australi

(4) Arranging liaison with. appropriaty overseas Public Sorvices and Authoritios,

(8) Central training of all O, and M. staff, including field training by attachment
of Departmental officers for shost reériods, formal training conferences. gnd the
distribution of appropriate training documonts..

(6) Stimulating the developmont of O, and 3. work by recommending au- appropriate
pattern of function and techniques for general applieation andp also by

. periodical’ discussion. with senior oflicers and O..and M, staff in Departments.

(?) The development of Regional Study Groups in the main capital cities, consisting
of 0. and' M. staff from varions Departments, to encourage an interchanging
of information between these officers and to dissemi reeont  develop

in organization -and methods work,

(8) The 1 tion of intor-d 1 ittees, if mecessary, for the study of
matters of inter-departmental -significance,

(9) Studies of comnton J)roblﬁms cither with or without direct assistance from
Departmental O, and .. units,

(20) Loan of staff to Dopartments for particular nssignments,

Coxcrusiow,

There is little doubt that the establishment of small O. and M. cells in Departments’ has
an invigerating effect on Departmental efficiency. This is not so much due o its, own efforts but
rather to the stimulus which it §ives to management at all levels o critieally review its own
methoda and procedures, However, through ita independent audit of Departmental methods and
its. own systematic atfention to matters of organization and method, whose importance might
otherwise. tend o be overlooked in the general pressurs of Deparimental business, O, and M. Eas
become & p ful force in the achi of tgase dards of efficient admini fon required
by the Permanent Hend, the Public Service Board and; in the final analysis, by Parliament
itaelf,

Attachment A,

STATEMENT OF FUNCTIONS OF DEPARTMENTAL 0. AND M. UNITS.

1. Departmental O, and M, units. are established. to provide Pormanent Heads and senfor
admipistrative staff with dations for imr in efficiency an ¥, based on
independent fact finding, and Ity to critical} ight the efficiency and
departmental activities,

2. More particularly departmental O, and 3. units are normaily responsible for—

y of

Ex81iN0 Onoan1zation axp Mermops,
A systemati ination of dep 1 gotivities in d with a cyelical O, and M,
reviow’ programmo, encorapassing such items as—
(a) allocation of functions;
(b) structure or pattern of organization;,
(¢) management. techniques; .
(2) procedures, records and documen ts,
A service of advieo and information on organization and methods aspects of problems
reforred by senior officers, .

Prorosep Cnavurs 1v FuNoTIoNs o= OROANIZATION.
Recommendations relating to mew organization and motheds when new func.eions are
duced or when signifi adjust of oxisting practice are proposed, including those
advanced in the courso of planning and development activities. of tho department,

. Fonpus,
Raviow of exiéting forms including design, ]agrout and associated organization and: methods
in accordanco with a. Forms Review P; to the.int of new forms and
suitability of layout, &e.

OrFioe Maonive Processes,
Review of all office machine procesies in the- department in accordanco. with & Machines
Review P A to the int on of al ) a prior. to
purchese-action,

AcooMoparIoN A¥D Lavovr..
d and to any proposed alterati

Review of office Iayout. and
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T ' o . APPENDIX No. 4.
et . . . ) Report-Para. No, 85.
PR A . . I'alu'w No. 38/14.
DEPARTMENT OF CIVIL AVIATION,
Dmuoxv or R iBILITY ¥OR. A "W oxxs. »xrwery Dxraw r oy Crvin A
T . .um Dlnmn-r or. Wosxs, .
o e AL nutoment “.A," zitached is a:e0py of neunngnemt’ nade‘betwmthDepnhnL
of Civil Aviatios and the Depariment-of Works:on the f1 of :the i Tha:
sgreement. whieh it is believed will be-of interest to.the Coimmities.is. the of oonsiderabl

diseussion and negotistion between. the iwg. dcpntmenga and “the Ppblw Servio Bolrd IG,
l:mm eﬂeenw on 1st July, 1058, * g

‘ lw et in not i any’ way st nmnee Fith Oabinet- decree that the Depnmnf
of Worh has- the overall résponsibility for’ the dqr extiniate of eoft, supofvision and exeéution'
of n]l architectural nnd engmemng'woth (or ﬁw ommonwenhb It erely: represents a sound’

y by the ‘particularly at airfields,
where;* nbecnne of staff’ dupomm:, ﬂw uoounon and’ mem-m ‘of cartain ‘works: can. be
T by the: 0 vaﬂ Avistios mdnn

e oo R T

Statement A "

yru'\ 3 Wmn-mnu'f‘ RryENr o CviL A
AND. DepasTMENT ‘0¥ - WORKS, A

Part I.—Design and Development of Acmdmmes'am‘l B‘m'ldl'n:z]a‘.

The Deportment: of Owil Amatum to be. responsible for—
(1) The & iption. and delineation. of civil aviati qui ts for
acrodromes, which include the followmg.-—- ’
(a) The movement of sircraft approaching, on, and departing from aerodromes—
including runways, taxiways, aprons, parking aveas;
() The movi ement of passengers, mails and ﬁ-axght from the entrance to tlie aerodrome,
through t| 1 or other app g; to parked direraft;
(¢) All user aetmms at the d i g Oivil. Aviation,. sirline
oil companies. and meteorological services, '
(2) The advising of municipal and other authorities. rmi rdmg the -dovelopment of their
acrodromes. by the definition of civil: aviation requlrements and the lpemﬂenmn of works thereon,
‘Where these requirements. and. the spemﬁcutiona xnvnlve engmeermg or nrchxtectmnl designs of

magnitude or are likely to invelve the Ct k in ble expénditura in the future,
the concurrence. of Department of Works Aha'll be obtained.
(3) The apecification and. of. dr in. outlying areas whe're auch work

hias beon agreed by the Depsriment of Works,
(4) The. speoifieation and: construction of minor works aé defined, later herein,

T'he Department of Worka to be responsible.for-——
(1) The specification, construction-and stipervision of xerodrome and buﬂdmg works (both

of a capital and maintenance nature) for the Department of Civil Aviation, with the exceptions
enumerated in (3) and (4) above.

Part JL~-Ezecution of New Worke,

(1) The Department of Civil' Aviation- may without. reference to the Department of Works.
carry, out minor new works. where estimated cost (including' both labour and:materials) doos not
oxceed £200-in any one instanos,

(2) Where the safety of dircraft is involved, works not.excoeding £500 in any one. instance
may be carried.out. by the Department. of Oivil Aviation provided that authority (telephonie, if
necessary) to commence has first been, obtained from the. .appropriate bramch. ‘officer of the
Department of Works.

3) Where, upon application, the Branch Director of Works considers that the Departmént.
of Civil Aviation is in a-more favourable. poeition: to.oarry out any partioular work in excess. of
£200 under (1) and £500 under (8), then the. Director of Works may grant approval in writing:
for the work to be carried out by the Department of - Civil Aviation using: that Department as s
normal constructing authority,. - An official order for the work to be. subsequently: pheod on the.
Department of Civil Aviation,

(4). Funds for the execution of works under (1), (2) and: (3) to be under the control of the
Department of Works and: reimbursement-claimed in. bulk at least quarterly:

F.9817/66.~7



"1d0

he exterual Iorn of amy permanesit: structires should not, be altered in. an;
without pL prior approval of the Dgntunt of Works, i
" (8 JE 35 is vocemary to carry out any work which affects the permanent serviees fo.

structires, i, wn‘ru -uu, cketmx ing, sewers them, &'
plan of the works .aouﬂ"{a K."ﬁm bk "’ot il A -’“’ :Z’u- e pc-iil- to.
the State Branch of the Department of Works,

v < PartTTL-~Erscution of Mainfinanse Works.

(1) The Departmeiit of Civil Aviation skoll be. respousible for the mhm of sl Oivil
Aviation serodromes and buildings, including ¢ the’ facilitios avsociated therewith, and. funds f‘r
thupurpoublnﬂln idéd under the Yote ottluT“ # ivil ‘Avi

(5) Whare ths minunm work is of wuch » niture of msgnifude thaf it anut h
blndled withis the norial readriroes of thé Departmant.of Civil Aviation, it dhall, afieé: disbw
with Depariment of Works, either be. undertaken. by: Dapcmunt of: Vorh of by’ a Joeal -ﬁo
The. standard: of the work nndnruhn by local.. authonm. . tha sstisfaction of
Departmént of Works, In either case the requisition shall’be.p! lnud dmeﬁy by th W
of Civil Aviation from funds “under the ocontrol of !hal Depnnmt(

i (8) Where: the: stability -and- standards of e i i
no. maumnnee ~works shiall-be earried: out by theDepar
of temporiry repairs required for the"safety of:airerafl; dpn
the Depmment of Works to carry out.an oicnl inspection. and: h advisp. nprdm;
materials and standards of construction,

(4) Tho externsl form of any permaneni struciures should nof ‘be llmd in any way
without the prior approval of the Department ‘of Works, -

(8) If it is necessary to carry out any work ulectl the pérmanent. urviou to existing
structures, i, water supply nm e]ectmnty mains, erage-m. ns, &e., then : plan. of |
the works should be submitted b -Departmient of Oml Anmon ™ soon ", pomble % the:Btate:
Branch of the Department of orh
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" APPENDIX No, 10,
Report Para. No. 38%,
Exhibit No. 28/21.

DEPARTMENT OF OIVIL AVIATION,
Arpo Axp Quimise OLvn Syramizs.
(Assistance to Flying' Treining. Schools,)
Historical,

In tho early 1920 the Government approved tho establishment of sero clubs for the
general encouragement of aviation and from the commencement of oporations in 1026 provided
financial assistance in the form of bonus ﬁuymcnts for the issua of private pilot licences,
maintenance. grant payments related to the hours flown, loan of aircraft and apare parts and
accommodation at airports free of charge where suitablo buildings were available. Upen' the
outbreak of war in 1939 acro club facilities wers employed in the training of R.A.A.F, personne!
and were ultimately absorbed into the empire flying training scheme,

2. In November, 1945, Cabinet, having regard particularly to the defence value of the
clubs as demonstrated in the opening stages of the war, approved the reintroduction of a olicy
of assistance to aero clubs based generally upon the form whick that assistance took Dbefore
the war with increased rates of payment, but without the provision regarding loan of aireraft
and spare parts. Instead aircrait were mado available from the Dispossls Commission at 50 per
cent. of the normal sale price.

3, In 1948 Cabinet. reafirmed the Commonwealth’s poliey of assistance to epproved clubs
and authorized contracts to the.30th June, 1195'1, with a secale of 'ﬁn.ancial asgistance by way of

maintenance grants and bonus pay d to meet app ly 50 per cent. of the
clubs’ costs of operati These also inued the airport dati

and provided for the blish of a Repl Fund wherein the Commoniwealth noted
a_contingent liability of 10s. per hour flown to be made available, as required for the purch

of approved replacement aireraft.

4.In 1950 Cabinet endorsed the principle of to_clubs on' the basis of the
C Ith inuing to meet approxi ly 50 per cent. of the costs and authorized an
increase in Commonwealth rates of payment with an_over.riding limit on total expenditurg of
£100,000. At the timo the Aciing Minister (the Rt, Hon. R, G. Casey) stated “ that the main
purpose of Governmental sssistance to the aero clubs is to encourags and maintain the nucleus
organization of a wider fiying training metwork of gret potential dofemce value”. He
referred also to: the “experience of the last war when the acro club organizations were taken
over by the R.A.AF. promptly after the outbreak of war and functioned as elemontary flying
training schools (using, substantially the aero club aireraft, equipment,, facilities and staff)
until a” wider ization could be doveloped to which many of the acro club personnel were
then transferred for further training duties”..

5. Until October, 1050, payments were wade only to certain acro clubs (gonerally
spenking ono in each State) but at that time tho Minister (the Hon, T. W. ‘White) extended
the policy to any elub licensed by the Department as a flying training school, The Minister also
nuthorized assistance, in the form of bonus payments only; to commercial flying schools which
were blished and d in, with the Department’s normal requirements for
flying training operators. The Minister also decided that financial assistance to all flying
training schools would be limited to training carvied out by trainea pilots up to the ago. of 30
yenrs and qualified pilots up to the age of 38 years.

6. In October, 1951, tho Commonwealth entered into five year contracts (expiring on
30th June, 1056) with the sero clubs inuing the ar previously authorized and
including an inereased scalo of payments. At the same time the limit on total expenditure
wag raised to £110,000.

Present Busis of Assistance,
‘ " AERO oLUDS.
7. The acro clubs receivo threo forms of nssistance from the Commonwealth—
(a) Direct financial assistance;
b} Free use of dation facilitics a
¢} Assi in the y of repl

PR

1

aireraft,

8. Direct financial assistance takes the form of payments as follows:—
Awas trom.
Tome Base. Homs Base,

£ s d £ & d
(a) & payment for each hour flown on approved train- .
ing (known as the “ Maintenance Grant™) .+ 113 9 27 8
(b) A bonus for each private pilot licence issued’ to
approved persons (known as the “Issue
Bonus”? . . . W 8 0 0 10710 O
(¢} A honus for each private or commercial liconce
renewed by approved porsons (known as the
“Renewal Bonus ™) .. . w 110 0 B 00
Generally speaking costy of training are higher in centres away from the home base and
acoordingly higher rates are paid: for training at such: places.
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9. Freo use of Accommodation Facilities Available~Whilst the Commonwenlth sccepts
no legal obligation to make hangars and other accommodation available to the clubs it allows, the
use of accommodation, not otherwite required, free of charge.

10, Assisiance in the Purchase of Roplacement Aireraft—Having regard to the low cost
of surplis war:time equipment with which the clubs were equipped after the war, the high
capital cost of re-equipping with svitable modern aireraft and the great difficulties which the
élubs would. face in raising finance of the order necessary for quip the C 1th
records & notional eredit of 10s, per approved hour flown to bhe used with the approval of the
Diuister 8. a - contribution towards the purchase of approved replacement aireraft—
the balance, gencrally seven-severiteonths, being found by the clubs. At 3ist May, 1955,
approximately £175,000 had been noted in the replacement fund of which £38,388 had been

inade available to the clubs,

COMMERGIAL FLYING KOIOOLS.

11, Commercial flying. schools receive assistance only in the form of the issue and renewal

bonns payments under contract to the Commonwealth terminable on three monthe’ notice, The
rates are the same as those for the aero clubs.

Recent Stalistics of the Flying Training Schools.
EBARNINGS.

12. Since the beginning of the current. contract poriod the flying training schools have
earncd tho following amounts:—

Your. Areo Clabs, o Tatal,
£ : £ £
w882 L, 0 L, . . " 101,087 8805 | 108,772
1052-63 .- . . PO 104,044 6,503 111,537
105354 .. . . I . 116,008 7,604 123,600,
1954-55 . . . . o 132,684 8,857 130,341

13. The percentago of the operating costs of the clubs (which does not include the costs of
their soclal. activities). borne by the Commonwealth in the form of subsidy payments under the
Ppresent. contract. are—

Per Cent.
1951-52: . . . . .. .. 5118
1952-53 . ‘e . . . . . 4493
1053-54 . . . . . .. .. 4490
195468 .. . . i .. Figures not yet available,

Licences Issued and Renmewed.

14, From the commencement of the current contract on Ist July, 1951, to 30th April, 1055,
approved persons in the fying training schools (both aero cluba and’ commercial schools) have
secured 1,860 new private pilot livences whilst 5,835 private pilot licences and commeroial Hicences
Lave been renewed,

Other Statistics,

15, At the 80th June, 1055, there were 17 acro clubs and 7 commercial flying schools
iving asai for flying trai Full dotails  of the instructor and aireraft complements
of the commercial schools are not available but the aero clubs hed 181 aircraft including 195 Tiger
Moth, 15. Chipmunk and 22 Auster type sireraft. Aj imately 110 1 are employed by
the clubs. of Whom 40 are full time and 70 are part tims,
.. 16, The current level of fiying in all flying training schoola (both aero.clubs and commercial
flying. schools) by-approved persons is approximately 68,000 hours per annum,

Training for B.AAF, and Army,

17. In addition to-civil pilots the fiying training schools undertake the training of certain
service personnel (RA.AF, and Army) under sy with the O 1th
(arranged by this Depattment in.collaboration with the service department. concerned) which
provide for payment at rates representing the full cost of operations, ie. for this training the
financial assistancs referred to in para. 8 hereof is nmot paid. Training of servies personnel
commeiced' in, the financial: year 1050-51 and the following hours have. beon flown by all iying
+raiiiing achools on this type:of training. since:~—

Hours,
198188 .. . e e . . «» 12,800
105258 .. ‘e . e . . .. 16,000
1958-6¢. .. . . . . .o .. 11,000
195466 .. . . . . . .. 12,000

18, Claims-under these contracts are met ssparately by the servics department. concerned
at rates agreed through this department-with-the flying training schools.
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In. October, 1983 the Coi ealih appr "'m;‘g of £600 per sanum; to Gliding
Clubs on the ground that-ifiteredt in:aviation: would ‘be stiv d théreby,
S.Tx s censed: dnn& -wai.and were. reinitioll in, the finanieial yoar 1947-48
whei. n mm of £ wynv for this purpose. This wai incremsed 59000 “in 1950-51,.
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